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PIGGYBACK TRANSPORTATION

ApriL 12, 1961,
Hon. GEORGE A. SMATHERS,
(' hairman, Surface Transportation Subcommittee,
Senate Commerce Committee, Washington, D.C.

Dear Sexator Smarners: The decision of the Surface Transporta-
tion Subcommittee of the Senate Commerce Committee to hold a
hearing on the TOFC, or piggybacking, in Cheyenne was much appre-
ciated.

I believe the record of the testimony taken at this hearing will prove
very useful to our committee. The question of whether or not the
practice of piggybacking has had a discernible economic impact upon
the community as well as the extent of that impact has been thorough-
ly and skillfully explored by witnesses representing several interested
groups. In my opinion, it is of special significance that these wit-
nesses are intimately involved in the subject matter of the hearing.

Several questions have been raised but not resolved by the testimony
of these witnesses which may well merit further consideration.

1. It has been asserted that the savings which result from the much
lower transportation charges for the shipment of automobiles by
pigeyback, fm\'e not been passed on to the local automobile retailer
or to the public. The scope of this hearing did not lend itself to a
definitive answer to the question of what happens to these savings,
but is is certainly a question which needs answering.

2. There was relatively little testimony to demonstrate exactly how
many additional men the railroads had been able to employ because
of the increase in tonnage carried resulting from the piggyback opera-
tion.

3. Testimony did establish that in many cases individual truckers
own and are making payments on their tractor unit. The result of
this fact is that when H:'.l:-éi!':l‘:-‘»:«‘ decreases, the individual who has the
Jeast financial flexibility bears such a substantial proportion of the
burden of the decrease that he loses both his investment and his tractor
and is out of business.

This brief list does not, of course, cover all of the questions which
were raised in our Cheyenne hearing. It does indicate, it seems to me,
the range and depth of the inquiry and something of the real intensity
of feeling which surrounds this subject.

It is my earnest hope that these questions as well as the others sug-
gested in the body of the record, will receive the attention which their
Seriousness merits.

The subcommittee owes its thanks to the State of Wyoming and
to its Governor, Jack R. Gage, for making available the chamber of
the house of representatives, in which the hearing was held, and for
the very helpful cooperation which contributed so much to its success.

Sincerely,
Gavre W. McGek,
U.S. Senator.
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MONDAY, APRIL 10, 1961

U.S. SENATE,
CoMMITTEE ON INTERSTATE AND FOREIGN COMMERCE,
SURFACE TRANSPORTATION SUBCOMMITTEE,
Washington, D.C.

The subcommittee was called to order, pursuant to notice, at 9 a.m.,
in the chambers of the house of representatives, State Capitol Build-
ing, Cheyenne, Wyo.

Senator McGee. The meeting will come to order.

This hearing has been authorized by the Surface Transportation
Subcommittee of the Senate Committee on Interstate and Foreign
Commerce, of which I am a member.

With us today is Mr. Frank L. Barton, staff counsel of the Surface
Transportation Subcommittee.

The subject of this hearing, as approved by the committee, is con-
fined to trailer on flatcar service, known popularly as TOFC or piggy-
back service, and its effects on the transportation pattern of Wyoming
and contiguous areas. As a part of this subject the committee Is
interested in the influence of TOFC on employment in the various
modes of transportation, and its general effect on other related eco-
nomic activities in this area. I shall be grateful if witnesses will
confine their testimony to these subjects.

Congress is continually concerned with the orderly development of
a stable and productive transportation system for the Nation. This
concern lies within the particular jurisdiction of the Senate Commit-
tee on Interstate and Foreign Commerce. In attempting to make this
concern effective it is necessary for the committee to hold hearings
from time to time in order to be adequately informed of the opinion
of interested groups and individuals on the various aspects of this com-
ylex industry. In this case it was felt that the only way to build a
{ogislative record which would really inform the committee was to get

out and get the testimony of those actually involved in and affected
by the practice of TOFC or piggybacking. Members of the commit-
tee—myself included—have received many communications from those
interested in this subject during recent months, and it is the pur||mso

of this hearing today to give all groups a chance to express { 1eir
points of view of this subject in the public interest.

On behalf of the committee I want to thank station KFBC of Chey-
enne for offering to televise a portion of the hearing. It seems to me
that television has demonstrated, during the recent political campaign
and here today, a constructive willingness to use its great powers to
help inform the American pen\)ie on the difficult public issues which
must, in our democracy, be understood by all if they are successfully
to be resolved by all.

In addition to the difficulty presented by the complexity of the sub-
ject with which we are about to deal we have an additional difficulty
stemming from the fact that more than 40 persons have requested the
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4 PIGGYBACK TRANSPORTATION

opportunity to testify. Naturally, t he committee wishes to give
everyone a chance to have his say. Obviously, however, in order that
this may be done it will be necessary for each witness to present his
written statement for inclusion in the record in full and to confine
his oral testimony to a brief exposition of the heart of the information
which he wishes to present. We shall make every attempt to allow
everyone to testify even though it will be necessary to testify very
briefly. It should be understood, however, that written statements
included in the record will be just as much a part of the record as
one’s oral testimony and will thus serve equally the same function in
informing Congress. In addition, the record of this hearing will
remain open for a period of 14 calendar days after the hearing in
order that additional statements may be included. I ask you to keep
constantly in mind that we must finish this hearing today.

Our first witness today is Mr. L. E. Meredith.

Would you now proceed, Mr. Meredith ?

STATEMENT OF L. E. MEREDITH, MANAGING DIRECTOR, WYOMING
TRUCKING ASSOCIATION, INC.

Mr. Mereorri. Senator MeGee, and gentlemen, my name is L. E.
Meredith. I am managing director of the Wyoming Trucking As-
sociation, Ine., Casper, Wyo. This association is a trade association
of the trucking industry in the State of Wyoming, representing all
forms of motor carriage as well as industry suppliers.

The statement which I will read today has been prepared in co-
operation with the American Trucking Association and at least most
of the statements which I will make out of the printed form here
have been cleared by the American Trucking Association.

The industry welcomes this opportunity to present its views on
piggyback, which is the first ever held on this specific aspect of trans-
portation, and on behalf of the citizens of Wyoming 1 think I can
say that we are greatly honored that the hearings are being held here
and by your interest in this problem, Senator.

The piggyback plans have been separated from the rest of the state-
ment because we did not know in what order we would appear, and if
you think it would be well, I can read the five various piggyback plans
which are presently in use,

Senator McGee. I think in the interest of time it might be well to
pass over the description of the five plans without reading them.

Mr. MerepitH. I will just proceed with the statement.

At the outset, let me make it eminently clear that the trucking in-
dustry is not opposed to all forms of pigeyback as such. It is op-
posed to the use of piggyback by other modes of carriage as a means
of engaging in traditional motor carrier operations. It is most
emphatically opposed to the use of piggyback as a ‘weapon of destruc-
tive competition. It must also be remembered that piggyback gives
all of its economic and service benefits to businesses located in major
population centers. It ignores the needs of the businessman serving
consumers in small and more remote areas.

The through movement of loaded highway trailers from shipper’s
dock to consignee’s dock constitutes the essential uniqueness of motor
transportation. When the Motor Carrier Act was passed in 1935,
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Congress carefully limited railroads to motor .arrier operations only
for the purpose of improving their overall train service.

Yet, in the so-called New Haven case, the Commission departed
from the congressional policy against “railroad invasion of the motor
carrier field,” clearly reaffirmed in 1940 after congressional attention
was specifically called to (‘ommission decisions implementing the
policy. The decision freed the railroads from their limitation to
motor operations auxiliary and supplemental to their train service.
It permitted them to engage in unrest ricted trucking service between
major points on their lines. )

The New Haven opinion not only opened the door to railroad in-
vasion of the motor carrier field, but also permitted freight forwarders
and shippers’ associations to undertake motor arrier service in direct
competition with independent motor carriers.

A freight forwarder has always been conceived of as one who as-
sembles and ‘consolidates less-than-volume shipments from numerous
shippers and arranges for the movement of the consolidated freight
in volume lots by a earrier actually performing the physical transpor-
tation. The freight forwarder breaks bulk and then distributes the
shipments at destination.

Freight forwarders were never envisioned as owners or operators
of line-haul freight carrying vehicles—yet, under plan II1, piggy-
back operations, the railroad transports the forwarder’s loaded high-
way trailers and, under plan 1V, the railroad moves the forwarder’s
trailer on the forwarder’s own flatcars.

In this connection, it is pertinent to consider a related decision by
the 1CC which approved freight forwarder volume rates applicable
for minimum weights ranging from 10,000 to 30,000 pounds. The
Commission coneluded that nothing in the act limited the weight of
the shipments which forwarders can handle. Thus, from consolida-
tors of smaller shipments, freight forwarders have been transformed
into transporters of truckload shipments in their own vehicles utiliz-
ing rail motive power. Needless to say, this decision is being appealed
and will be heard in the near future by the Federal District Court
for the Southern Distriet of Indiana.

The trucking industry feels that piggybaek can be a progressive
step if properly regulated and utilized. Under the present “hands
off* attitude taken by the ICC, the current developments in this aren
are rapidly destroying the motor carrier industry.

To add insu't to injury, it is also undermining the stability of the
railronds which hail it as a cure-all. The rates and practices sur-
rounding present day operations are entirely alien to our theory of
adequate and economic service for the shipping public.

The trucking industry has not stood idly by and watched the rail-
roads institute rate cut after rate cut. We have protested the rates,
we have participated in investigations, and we have brought formal
complaints. In some of these cases, the findings have been startling.

In a recent examiner’s report on one of our comnlaints, the exam-
iner found that certain plan IIT and IV rates were set at approxi-
mately 11 to 17 percent of the first-class rate. These rates were for
the movement of mixed freight, generally of the higher rat ed type
and yet the rate was at a level which is applied only to such low value
items as sand, crushed stone, and the like. By comparison, the rail-




6 PIGGYBACK TRANSPORTATION

roads have tariffs which they regularly use for boxcar movement of
this same mixed freight which are classified at 45 percent of first-
class, three to four times as high as the piggyback rates.

Further P\:lll][:l(“» of these extremely low piggyback rates were
brought out in last year’s hearing before the Subcommittee on Mer-
[0 ]ulnt Marine and Fisheries and are cited in the subcommittee’s report.

The question was raised at these hearings as to whether or not the
savings brought about by piggyback were being passed on fo the
consumer.

It is obvious that plan ITI and plan IV piggyback rates at the
present levels must attract the higher grades of traffic and leave the
conventional common carrier services both rail and highway with
the “skim milk.” There has been a great deal of comment on the
effect of such loss of high-grade traffic on the motor common carriers
and I certainly agree that its impact on the trucking industry and
particular ‘h(‘}!!]‘l(‘lll& of it has been severe. But no adequate considera-
tion is being given to its effect on conventional boxcar traffic. I be-
lieve it is self- evident that piggyback rates of 12 to 17 In‘l(en! of
first-class must inevitably draw heavily on the railroad’s own boxear
traffic on which they maintain carload commodity rates on items
other than the low-rated bulk commodities as high as 87 percent of
first class.

Does it make sense for the rail earrier to one day carry an item in
a boxear at X cents per hundred pounds and the very next day to
carry that item at one-third as much inside a hltrh\un trailer on a
flatear? Does it make any more sense for a rail carrier to take this
same item away from a motor common carrier who has been carry-
ing it at about the same rates as the boxcar rate and carry it at one-
third that rate?

These rail practices result in upheavals of whole rate structures. 1f
your business is making less money on one product than previously,
then you must raise the price on »nm{'thln"r else if you are to stay n
the black. This is the situation in which the railroads find them-
selves today. Are the prices of rail transportation to be raised on
commodities that do not lend themselves to piggyback movement or
will they be forced to raise their rates in some manner at all those
thousands of smaller towns and communities which have no piggy-
back service!?

The trucking industry is seriously alarmed by the impact of the
largely unretml.lt(-(l ;:m\\th of piggyback. Piggyback has been used
as a very effective weapon in a concerted attack on certain segments
of the industry. While motor transportation overall has felt the
effects of 1:1Ug\bu'i\ the automobile transporters have been hit with
particular intensity. Very substantial inroads have been made in
their traffic and revenue volumes and a number of the carriers have
been thrust into precarious financial situations. There is nothing to
suggest, once the automobile transporters have been eliminated for
all practical purposes, as a competitive factor, that the same sort of
intensive campaign cannot be commenced against other segments
of the trucking industry until motor freight transportation is re-
moved from the national scene.

We are concerned and we have made a real effort to get out of the
plight we have been thrust into. The industry actively participated
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in the New Haven case where the railroads and the forwarders were
given the greenlight to get into the motor transportation field through
the back door. When we saw how the ground rules laid down in the
New Haven case were being used and misused, the industry sought to
have that case reopened in February 1960, but that request was denied
by the Commission. Individual motor carriers and associations of
carriers have participated in many of the proceedings involving
piggyback rates. Industry representatives appeared and test ified
during the hearings of the Merchant Marine and Fisheries Subeom-
mittee on the “Decline of the Coastwise and Intercoastal Shipping In-
dustry” on this related problem. We have supported the suggestion
contained in the August 1960 report of that subcommittee that the
Commission undertake a general investigation “of current problems
in the motor vehicle field caused by these new developments.”

Senator McGee. I wonder, Mr. Meredith, if I could interrupt there
for just a moment. The basic concern, as I understand it following
your testimony, is in regard to the inequities in the rate structure.

Mr. Merepira. That is mainly true.

Senator McGee. Your fear is that in rail transportation utilizing
the piggyback operation now, that commodities that are not available
for piggybacking may suffer by having to pay higher rates and that
small communities not available on the ordinary piggyback operation
may likewise suffer from having to meet higher minimum weights.
I am wondering if it would be agreeable with you if the balance of
your statement could be filed, again in the interest of time? As I
follow along and glance quickly ahead, the real burden of the petition
seems to me is contained in that rather brief summary there.

Mr. Mereorrs, That would be fine. I would like to refer to the
bill which is now before your committee, this S. 1197——

Senator McGee. May I hasten to interject here that there is no bill
before our subcommittee.

Mr. MerepiTH. OK.

Senator McGee. There have been some bills referred to the full
committee for study ultimately, but they have not come to the sub-
committee and they are not the subject of this hearing. I want to
make sure the ground rules are understood. We can’t receive testi-
mony on those.

M. Mereprra. That's fine, because that is mostly what concerns the
rest of this.

Senator McGee. I saw that.

Mr. MEgrEpITH. In the meantime, the present hearing has certainly
served and is sérving a highly useful purpose by focusing attent ion
on the subject of piggyback. :

We thank you for giving us the opportunity to present this testi-
mony on behalf of our industry.

I am sure there are copies of this testimony available.

Senator McGeg. Thank you very much, Mr. Meredith,

Did you have any questions?

Mr. Barton. No questions, Senator.

Senator McGee Thank you very much, Mr. Meredith.

(The balance of Mr. Meredith’s statement as filed is as follows:)

Despite the recommendation of the subcommittee, the Commission has not

vet taken any such action. We have appealed the Commission’s decision in
the Forwarder Volume Commodity Rates proceeding to the Federal courts to
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secure a reversal of what we believe is an erroneous decision by the Commission
that forwarders may transport vehicle-loads of traffic with only token consoli-
dation. We have instituted a number of complaints with the Commission
against some of the practices and activities of supposedly exempt shippers'
associations.

But all of these efforts have thus far been to no avail. The situation is getting
worse, not better.

The trucking industry is rapidly exhausting every possible administrative
and legal remedy at its disposal. Out of necessity, we are turning to the Con-
gress for action which will add a significant measure of stability to the other-
wise chaotic condition of our national transportation system.

There is pending before your committee a bill, 8. 1197, which will substantially
alleviate at least one major aspect of this problem—that of unjustified and un-
reasonable rate reductions. My testimony has shown that one of the most un-
settling ramifications of current piggyback developments is its harsh impact on
a just and reasonable rate structure fair to carrier and shipper alike.

The proposal would amend the so-called rule of ratemaking, section 15(a)3
of the Interstate Commerce Act, and would direct the ICC to once again con-
sider traditional criteria in passing upon competitive rate levels. This legisla-
tion will go a long way toward insuring the proper adaptation of piggyback
operation in our national transportation scheme. It will also once again give
evidence that Congress intends that all modes of transportation be given the
right environment for sound economic development.

It is the hope of the trucking industry that hearings will soon be held on
8. 1197. While this measure is not under consideration today, we wanted to
take the opportunity to stress its importance and show its relationship to the
pigegyback problem.

* * & & * *

DESCRIPTION OF P16GYBACK PLANS
PLAN I

The railroad moves the loaded trailers owned or controlled by a common car-
rier trucking company. The shipments move on a motor carrier bill of lading
under regular motor carrier tariffs. The trucking company pays the railroad on
a “division” basis or a flat charge per trailer.

PLAN II

The railroad furnishes all equipment and service, including pickup and deliv-
ery, at railroad rates.
PLAN III

The railroad moves two loaded trailers owned or leased by a shipper or freight
forwarder. The flatear loading and unloading is done by the railroad, while
cartage to and from the piggyback ramp is the responsibility of the shipper or
forwarder. Rates are based on a flat charge; in other words, a stated amount
in dollars and cents per car.

PLAN IV

Plan IV is similar to plan II except that both the flatcar and the trailers are
furnished by the shipper or forwarder, with the railroad furnishing only line-
haul movement,

PLAN V

The railroad and a motor common carrier undertake a joint-rate, through-
route arrangement under which they perform a joint line-haul service over their
connecting operating authorities. The shipper is charged a single-factor rate
from origin to destination and the motor carrier’'s “division” of the rate is
usually the same as its local charge for that portion of the service which it per-
forms. The trailer, under plan V, is generally provided by the motor carrier.

- * *® * * * *

Senator McGee. The second witness, Mr. Gus Fleischli, Is Mr.
Fleischli here ?

Mr. Frescunr. I am sorry, I just came in and I didn’t hear your
ground rules.




PIGGYBACK TRANSPORTATION 9

Senator McGee, Well, T was suggesting, Mr. Fleischli, if you
care to sit at the table and give your name and identify the group you
n-lpl'e.sent, and before you adjourn today, leave a mailing address
where the clerk may find it possible to reach you in the event any un-
clear matters emerge in your testimony, and if you have a copy of
your testimony, leave a copy with the ¢ erk and here at the desk if
you have extra copies.

STATEMENT OF GUS FLEISCHLI, JR., MANAGER, HUSKY TERMINAL,
CHEYENNE, WYO.

Mr. Freiscur, Well, Senator, my main purpose here is, I represent
a group of people that operate truck stops. A truck stop is, of course,
a dispensing location for fuel for primarily Commercial Carriers,
Ine.

Senator McGee., To make sure the record is clear on this, you do
not represent truckers as truckers or trucking organizations as such?

Mr. Freiscarl. No. '

Senator McGee. You represent filling stations?

Mr. Freiscaui. Filling stations. '

Senator McGee. And other similar facilities?

Mr. Frescuin Yes, siv.  Our big concern, of course, with the car
hauls, I would say there are probably five truck shops in Wyoming
that are primarily interested in this car hauling. I could name them
if you would like. There is Little America, The Diamond Horseshoe
in Laramie, Husky Terminal in Cheyenne, Medicine Bow, the Oasis,
Gay Johnson in Rawlins, and a number of other smaller ones, but 1
would just say those people represent the big share of gasoline diesel
fuel dispensed to these people primarily.

Senator McGEee. We will assume that these are unsolicited com-
mercials.

Mr. Frescnrs, That's right.  They are unsolicited. T think prob-
ably the most important thing, it will probably be introduced by
someone else. but I do have the figures from the department of
revenue, the State department of revenue, the difference between the
revenue of Commercial Carriers in 1960 paid to the State of Wyo-
ming and the difference in the figures in 1961. :

Senator McGee. How detailed are those figures, are they better in-
cluded in the record, or could you refer to them now?

Mr. Fremscurr I can refer to them very quickly. T will just give
them to you in one or two instances here. Dallas & Mavis Car Haul-
ing Co., in January of 1960 they paid $2,125.48 to the State depart-
ment of revenue. In February of 1960 they paid $2,603 to the State
department of revenue. 1In the 2 months in 1961 they paid $2,254.59,
almost one-half of what they paid in 1960.

T ean submit the rest of these figures to you.
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(The information requested follows:)
To Whom It May Concern:

Subject: Supplementary report to study made on compensatory fees for months
of July 1959 to December 1959 and July 1960 to December 1960 including
Jannary and February 1960 and January and February 1961,

Below is the comparison of 11 ear carriers for the above-mentioned months.

Month Total fees Month Total fees

Commerclal: Company Nos. 3750, 8760:
January 1960.. L $4, 280 60 Jennary 1961 .. ... .. ... .. $4,570.53
February 1960 _.___ LB February 1961........ 4,002, 51
March 1060 10, 371. 99

KAT: Company No. 639:
December 1060 1,21 04
January 1060.. ... ... ....| 8, 738. 22 January 1961 ... - 1,111.82
February 1960 _ 602, 65 Febroary 1961 LS 809, 84

Dallas & Muavis: Company No. 1507;

December 1960. .. ... : e 1,499. 10

January 1900 ... coeeeeeeraneo- 2,125, January 1961 __ S PR R R

February 1960 =k 2, 603. February 1961......._.__. } 2,254. 60

Dealer Transport: | t“um|)mny No. 1537
I

| ecember 1960. .....___.. | 807. 76
January 1960 3,714 January 1961___ | 504. 64
February 1960. 3, 897. Febroary 196] e e e o 1,003. 09

Dealers Transport: Company No. 3805:

December 1060 47. 50
January 1960........ s 131, January 1961 .. - 47.63
February 1960, . a0, February 1061 Foic S A

Associnted: Company No. 227:

December 1960 i - =ER e | 507. 37

January 1960._.._._. EE T .8 January 1961 .. v 623 22
February 1960 | g February 1001 ... ... _..L.. 188. 70

002 Company No, 20:
December 1060 420.07
January 1960, . .ooeoooeomannn.. January 1961. . 1 416, 54
Febroary 1000, ..ol a7, February 1061_ e s 258. 75

K. W, McKee: Company No. 1862:

December 1960 , 522, 74
January 1960, .. ..o 5 January 1961___. = , 082, 28
Fobroary 10005 S oon ki o, February 1961 . eeeee e eeeae 3.02

Dealer Transit: Company No. 4600:

Jecember 1960, .. ___. SF L 490, 96
JANUATY 1900, o< imcoe e i January 1961. ... ] 224. 8
Febraary 1960 Febroary 1061 .. 7L

Truck Away: Company No. 3507;

December 1960 480. 2
RGNS 00 o o S o January 1061 ... . 112
February 1060 58, February 1961

Jack Cooper: Company No. 1421;

December 1980, ... ooouoonenn.nn 245,

January 1960 . 547, January 1061 _._ 312

February 1960 ida A February 1061_.__ 240.8

Ar

Senator McGee. If you do, submit the rest for the record, so the
record may be complete on that subject. This is illustrative and this
is the point I think you are trying to make.

Mr. Freiscuur. I am sure that you are interested in this. We are
tax collectors. Sometimes we say we are filling station people, but
when we get into the truck business we are tax collectors for the State
of Wyoming and for the Federal Government. Now, we make a
profit, too, I don’t mean that, but we do collect a great deal of money
for the State.

Senator McGee. Well, other tax collectors have been known to make
profits, too.
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Mr. Frescunt. When the revenue department is down on their rev-
enue from traffic over the road, then our business, of course, it is pretty
obvious. I think probably I could go into an awful lot of detail, but
there are many, many people affected by this thing in our industry and
we are very concerned with it. The gallonage that we have lost is
something terrific and every time we lose a gallon of gasoline sale that
is going down on the railroad, the State of Wyoming is losing a
nickel, the Federal Government is losing 4 cents a gallon, and I am not
sure, Senator, I have no idea because I don’t know anything about the
railroad business, but I bet the taxes the railroad pays to the Federal
Government and the State of Wyoming is nowhere in comparison to
what we have collected for you in the past.

Senator McGee. Again, the record will have to speak for itself
from the statement you have made, Be sure and leave your figures
with the reporter. Did you have a prepared statement ¢

Mr. Fremscuir. I have a prepared statement of my own. I just
picked up the balance of the figures from the department of revenue.

Senator McGee. Leave the prepared statement with the reporter
as well.

Mr. Frescnrr. I would give you this figure, and our business is
not too secretive, I guess, In January the purchase from Commercial
Carriers alone, to my company, was $9,043.83 gasoline, lubrieation
services, diesel fuel. In January of 1961, $3,310.17, a drop of over
$6,000 in 1 year.

Senator McGee. I ought to add, after your testimony, that we have
grouped the morning witnesses so that individuals in general repre-
senting the questioning group, who have some deep concern in this,
will appear pretty much 1n a body, and then those who have an interest
in this from the other end of the line, that is, the railroads, will appear
as a group. Then spokesmen officially for railroad management and
the railroads in general will appear. We have tried to group them
together so that related statements can hang in the same context rather
than to alternate between the various segments, which would be like
watching a tennis match, I suppose.

Thank you very much, Mr. Fleischli.

(Information referred to above follows:)
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CHIEF TERMINAL

2200 W. Lincolnway || Cheyenne, Wyoming
Phone 4-4466

April 10, 1961

Honorable Senator Gale MoGea,

Dear Sir:

#e of Husky Terminal, located west of Cheyenne on Highwey 30,
would like to submit comparative figures on ges and diesel fuel
purchases from our company by Commerclel Carrlers, Inc., Detrolt,
Wieh., for the months of Januery and February 1960 and 196l.

1960 1961

January purchases $9,943,83 Jenuery purchases  §$3,310,17
February purchases 7,730.74 February purchases 1,813.62

%e have used Gommerciasl Carriers as an example. All auto haulers
fueling here have had their account drop off in like manner,

~

’ =2
us Flelschlli, Jr., fgrs
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To Whom It May Concern:

Subject: Comparison of compensatory fees and fusl taxes from July 1959 to
December 1959 and July 1960 to December 160,

Below is the comparison of 19 Car Carriers for the above mentioned .onths,

E & L Transport of Kentueky Compamy Number #3398
Louisville, Kentucky

Month Miles Conpensatory fees Fuel

122,17
194.16

175.97
T1.67

210,02
154.79

“ .37
139.46

&.78
226,93

July 1959 8,636
July 1960 13,998

August 1959 12,538
Awust 1960 5,285

3
&

September 1959 i, 667
September 1960 11,266

Ostober 1959 3,L6L
Ostober 1960 10,317

November 1959 6,172
November 1960 16,564

L. “te e L2 - e -
" e e e e e
© 00 0O ©oOo I:O oo
Y e e e P e

December 1959 1,279 208 .64

December 1960
Total for 1959 = = = = = § 847.95

Total for 1960 = = = = =
Total 1, «30

Western Transport Service Company Number #3777
Sidney, Nebraska

Month Miles Compensatory fees Fuel

3

July 1959 80 1.47
July 1960

August 1959
August 1960

September 1959
September 1960

3

Ootober 1959
Ostober 1960

®s Ter Be wme
00 00 o000 ©oO
W Be e ee

72199 O =62 =2




PIGGYBACK TRANSPORTATION

Comparison of 1% . Carpders (e n'd,

Western Trinsport Service Compary Nurber #3777
Sidney, Nebrask.

Month Miles Compensstory fees Fuel

November 1959 0 » 0 0
November 1940 304 ¥ 5.57 2.00=D

December 1959 416 74
December 1760

Total for 1959
Total for 17uv0
Total $21,38

"K.noT." Kenosha Auto Transport Corp. Comany Number #039
Kenosha, wWisconsin

Month Miles Compensatory fees Fuel Total

July 159 190,115 ?1,015.76 & hy923.47
July 1960 451,762 ; 13,624 .80 $11,474 .34

Aujust 1959 259,241 $1,900,78 # 6,367.55
August 1960 321,623 $2,698.02 § 8,355.10

September 1,59 298, 680 : $2,394.63 $ 7,611.51
Septamber 1900 273,604 $2,293.13 ¥ 7,125.40

October 1959 707,453 §.,582,.55 $16,707.98
October 1960 140, 508 $1,277.36 $3,75.1

November 19459 145,131 $1,274.50 $ 3,838.86
November 1960 40,516 ¥ 330.19 $ 1,038.73

December 1959 331,873 $ 5,866.26 $2,8L1,79 # 8,708.05
December 1960

Total for 1759 = = = = = §L8,157.42

Total for 1760 = = = = = 69,28
Total 279.9:2.70

Convoy Couwpany (Transport) Company Number ¥li24
Fortland, Oregon

Month Miles Compensatory fees Fuel

»

July 1959 1,547 B 26.91 $ 17.57
0 4 0 0

July 1960
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Conparison of 14 Car Carriers (con'd)
Convoy Conpany (Transport) Company Number #1424
Portland, Oregon

Month Miles Compensatory fees Fuel

5.67
L28 .9

18,26
0

Auust 1959 411
August 1960 28,7719

September 1959 1,323
September 1960 0

[+]
2‘.5.&.

62.47
Lho s

October 1959 0
Oetober 1960 17,531

November 1959 3,451
Novemher 1960 2,666

@®* P N e ey

December 1959 27,195
December 1960

Total for 1459
Total for 1960
Total

Auto Transport, Inc.
Oklshoma City, Oklahoma

Month Milea

July 1959 22,326
July 1960 1,441

August 1959 0,459
August 1960 1,008

September 1959 57,082
September 1960 5,058

October 1959 8,180
October 1960 5,568

November 1959 LL,090
November 1960 24,379

- "e e e
Ha e e e e

Fuel
0
0
0
0
0
0
0
0
0
0
0

.

December 1959 65, 6Ll
Deceamber 1960

Total for 1959 $3,226,83
Total for 1760 2.2
Total 35759.05




PIGGYBACK TRANSPORTATION

Comparic = I i% ..r Jarriars (con'd)
Automobile Trans,ort Inc. Company Number 236
Wayne, Michipan
Month Miles Comi.e¢nsatory fees Fuel Total

July 1959 69,99% L 975.60 0 975.60
July 1960 12,828 197.84 43,62 241 .46

August 1959 75,375 1,044 .25 0 1,044 .25
August 1760 2,663 ; 38,21 ¢ 395.44 L33.65

September 1959 97,858 1,354.09 0 1,354.09
September 1960 5,587 82.01 1.76 83.7T1

October 1959 86,199 1,209.05 1,209,0%
October 1960 8,551 y 130,10 «28 139.38

November 1959 47,071 658,86 ; 658,86
November 1160 0 0 0

December 1959 85,167 ; 1,197.36
December 1960

Total for 1959
Total for 1960
Total

Dallas % Mavis Forwarding Co. Ine. Company Number #1507
South Bend, Indiana

Month Miles Compensatory fees Fuel Total

July 1959 0 $ o
July 1960 132,790 $ 2,099.61

0 0
516.76 2,616,37

661.13 6,110,427

Aupust 1959 367 693 $ 5,4L49.154
236.19 1,709.23

August 1960 9k, 568 $ L,473.04

302,12 2,957.78
151,71 1,224.19

September 1959 180,355 $ 2,655.66
September 1960 66,975 $ 1,072,448

132,90 % 1,567.58
161.06 844,12

uetober 1759 93,031
October 160 43,438

213.71
179.08

November 1959 131,040
November 1960 6, 69k

" M *» o "-e




PIGGYBACK TRANSPORTATION

Comparison of 19 Car Carriers (con’'d)

Dallas & Mavis Forwarding Co. Ine. Company Number $#1507
Bouth Bend, Indiana

Month Miles Compensatory fees Fuel Total

December 1959 134,810 2,010.78 $ 202.kh $ 2,293.22
Decesber 1960

Total for 1959 = « = =
Total for 1960
Total

Desaler's Transport Co. Company Number #1537
Liberty, Missouri

Konth Miles Compensatory fees Total

522,72

July 1459 3a,127 522,72
355.89

July 1960 24, T70 355.89

August 1959 2,823 343.69
August 1,60 Lk, 32 209.18

343 .69
209.18

2.8

September 1959 22,286 312,84
121,69

September 1960 8,011 121.69

680,99

October 1959 LB,L35 680,99
853.70

October 1960 58,864 853.70

November 1959 m.}w 1.”5.&7
November 1960 60, 99% 880,89

1,775.67
880 .89

2,897.14

© 00 ©o0O ©C ©00 ©O

December 1959 217,126 § 2,897.1h
Decembsr 1960

Total for 1999 = = = = = §5,533.05

Total for 1960 = = = = =
Total .9“0“

Dealer's Transport Co. Company Mumber #3995
Mamphis, Tennesses

.« Month Compensatory fees Fuel Total

July 1959 $ 34,99 : 3k .99
July 1960 §.  211.69 211,69

Aujust 1959 b23.75 4275
lugust 1960 58.33 5 58.33
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Comparison of 19 Car Carriers (con'd)
Dealer's Transport Co. Company Number #3995
Memphis, Tennessee

Month Miles Compensatory fees

September 1959 25,569 3h7.98
September 1960 5,094 72.32

October 1959 1h,391 5  190.45
October 1960 5,222 T2.0k

November 1959 10,035 136.62
November 1960 5,131 L7

December 1959 25,292
Decemb T 190

Total for 1959 $1,782.35
Total for 1960 B85 .8
Total $2,268.20

Associated Trans;ort, Inc. Company Number w227
Hazelwood, Missourl

Month Miles Compensatory fees Fuel Total

July 1959 16, 549 4 221.66 v 221.66
July 1960 13,424 i 198.19 Y 198.19

Aupust 1959 25, L64 § 344 .88 344 .88
Ayust 1960 9,926 138,59 138,59

September 1959 38,729 & 523.7 3 523,74
September 1960 45,810 1 658.4 658.43

October 1959 0 0 ]
October 1960 060,492 { 8Tk Jbb ¢ BlLub

November 1959 26,957 365,96 . 365.96
November 1960 54,328 8- TT5.37 b T15.37

December 1959 62,032 870,17 v B.AY
December 1960

Total for 1959 = = = = = [2,706.4l
Total for 1960 = = = = = 32, 645,0
Total ¥4,971.45
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Comparias.a. of .Y Car
Complete Auto Transit, l.ue.
St. Louvis, Missouri

Month Mil«s

July 1959
July 1960

Auust 1959
Auust 1960

September 1959
September 1960

October 1959
October 1960

November 1959
Novesber 1960

Decemher 1959
December 1960

varriers

(eun'd)

Company Number #53.72

Copensatory fees Fuel

Total for 1959
Total for 1960 = = = =

"Argo® Auto Carrier's Ine.
Chicago, Illinois
Month Miles

31,152
75,110

July 1959
July 1960

43,812
47,482

August 1959
August 1960

46,307
29,406

September 1959
September 1960

October 1959
Octobrr 1960

29,366
12,323

11,928
19,513

November 159
November 1960

Total

Company Number #2.0

Compensatory fees Fuel

468. L4 )0
1,103.02 11.34

19.81
40,25

667,13
696.T7

705.62
418.99

437.66
191.66

184, 0
274,58
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Oomparisor of 19 Car Carriers (eun'd)
"Areco™ Autc Carrier's Inec. Conpamy Number #200
Chicego, Illinois

Month Ml~e Coupensatory fees Fuel

Decembticr 1959 51,000 ] TT:.63 Y 1..90
December 1760

Total for 1959 = = = = = $3,282.98

Total for 1960 = = = = = 0
Total ﬁ ,031.03

W, R, Arthur & Company, Inc. Company Number #379
Janesville, Wisconsin

Month Miles Compensatory fees Fuel

July 1959 0
July 1960 11,125

0
163.8,

Awgust 1959
Auguat 1960

September 1959
September 1960

October 1959
Oetober 1960

November 1959
November 1960

o oo oo 0o oOoO
» e e e B e
o (= X=] (=X =] oo oo

(= =] (=X -] (=N =] o0 ©Co
" ee TEe Ber e 9
o ©Oo o0 ©O0 (=R =]

[ =]

December 1959
December 1960

Total for 1959

Total for 1960 = = = = = *}2}.&
Total 163.

K. W. McKee, Inc. Company Number #1862
5t. Paul, Minnesoda

Month Miles Compensatcry fees Total

July 1959 0 § 0 $ 0
July 1960 67,305 b 97694 976494

Au-ust 1959 2,681 560 .28 560,28
Au unt 1960 980 13.:23 13.23
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Comparison of 19 Car Carrivrs (eun'd)

K. 4. Mckee, Inc. Corpany Number #1862
S5t. Faul, Minnesoda

Month Miles compensatory fees Fuel Total

September 1959 0 0 ? 0
September 1960 <33 3.5 3.50

October 1959 1,216 F 15.96 15.96
October 1960 49,229 691.53 691.53

Bevember 1959 0 0 v ]
November 1960 350,172 L, 84T .67 L, BLT.6T

Decembar 1959 0 ; v 0
December 1960

Total for 1959
Total for 1960
Total

Carr Carrier Company Company Number ¥#599
Lingoln, Nebraska

Month Compensatory fees

1.83

July 1959
6.14

July 1960

August 1959
August 1960

September 1959
September 1960

Ogtober 1959
October 1960

c o oo (=R =] oo (==}
T R e e e

November 1959
November 1960

$
3
i
kS
4
B
kS
$
<
E
3

o
+*

December 1959
December 1960

Total for 1959 = = = = = § L.96

Total for 1960 = = = = = § 6,1k
Total 11.10




PIGGYBACK TRANSPORTATION

Comparison <t 1Y Car Carrie:s (c¢c.n'd)

Dealers Transit, lnc.
Chicago, 1ll. nods

Company wuicer fbbX

Month

July 1959
July 1560

Auzust 1959
August 1460

Septumber 1959
September 1960

October 1959
October 160

November 1959
November 1960

December 1959
December 1960

Compensatory fees

¢ 0
& 0

Total for 19759
Total for 160

Truck Away Corporation

Pontiac, Michigan

Month

July 1959
July 1960

August 1959
August 1960

September 1959
September 1960

Oetober 1959
Detober 1960

November 1959
November 1960

Miles

Ly 717
53,361

6,09
15,939

7,476
0

1A
14,531

230
508

Total

Company Number #3597

Compensatory [fees

66,51
754 .09

83.51
228,23

104,62
0

11.99
206,91

3.92
13.60

Puel

(=02 =] o0 ©OO oo (=N =)

L "ee o v e LR

o oo Ea ge Ea oo

33

L]

]
~0
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Comparison of 19 Car Carriers (con'd)
Truck Away Corporation Company Number #3597
Pontiac, Michigan
Month Miles Compensatory Eees
360 $ 5.00

Total for 1959 = - - = .
Total for 1960 = = = = =
Total k78,38
Juck Qooper Transport Co. Inc. Company Number #1421
Konsas City, Missouri

Month Miles Compensatory fees Fuel

July 1959 34,339 $ LMaS
July 1960 19,790 $ 279.83

Auust 1959 50,104 : 692,40
August 1960 19,368 L28.94

September 1959 24,936 v 346,14
September 1960 16,341 227.51

Octobar 1959 - 2k,4967 JL3.28
Jetober 1960 5,523 76.34

November 1959 ] 0
Novembsr 1960 25,720 Lby J14

Pecember 1959 42,323 593.07
December 1960

Total for .959 = = = = = §2,446.04

Total for 1960 = = = = = 31,056,76
Total $3,512.80

Western Auto Transports, Denver, Colo. Company Rumber #3750
Commercial Carriers, Inc, Detroit, Mich. Company Fumber #8706
(These two are the same company . )
Month Miles Compensatory Fees Fuel Total

782 96

July 1959 0 $ h,782.96 $4 o $h,762 4
July 1960 590,035 $ 9,023.08 $2,389.07 $11,412 35
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Comparison of 19 Car Carriers (con'd)

Western Auto Transports, Demver, Colo. Company Number #3750
Commercial Carriers, Ine., Detroit, Miah. Company Number #3706
(These two are the same company.)

Month Miles Compensatory fees Fuel Total

August 1959 155,293 2,l16.2 554 .58 2,970.83
August 1960 329,035 :1.621..'n 7,579.95

September 1959 162,00, 55k.79 3,027,.21
Septesber 1960 166, 5. $1,964.46 9,369.80

October 1959 103,326 $ 8.78 $ 1,955.57
October 1960 333,493 $1,353.43 § 6,647.65

November 1959 104,691 * W27.73 v 2,012.39
November 1960 234,949 $1,069 .88 ¥ 4,829.03

December 1959 208,218 . $ 702,96 $ 3,947.73
December 1960

Total for 1959

Total for 1960 = = = =
Total

Grand Total for 1y59 $109,936.13
Grand Total for 1960 $100,472 .88

The totals of the compensatory fees and fuel taxes from July 1900 to December 1960
sompared with July 1959 to December 1959 shows a decrsase of #9,403.25,.
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Comparison of 1959 and 1960 trip permits per eniry received from the Check Stations
Highway Shops and Highway Patrol.

Check Stations

of Trip Fermits Total Money
1959 56,942 8828, 07k 14
1960 50,327 SOHT, 598 T

Highway Shops

. of Trip Permits Total Money
1959 2,530 $ 28,165.99
1960 2,197 $ 25,723.72

Highway Fatrol
. of Trip Permits Total Money

1959 2,835 $ 32,701.88
1960 3 $ 35,842,913

Trip Permits

Total for 1959
Total for 1960

CV A4's

Total for 1959
Total for 1960

Money _

Total for 1959
Total for 1960 $749,605.39

The totals of the money received from July 1960 to December 1960 compared with
July 1959 to Decenber 1959 shows a decrease of $139,936.62.

Compensatory Fees and Fuel Taxes

Total for 19599 = = = = = = = = = = $3,984. 308.87
Total for 1960 - - - $4,319,'93.31 December not included

The totals of the compensatory fees and fuel taxes received at the Check Stations
Highway Shops and Highway Patrol from July 1960 to December 1960 compared with
July 1953 to December 1959 shows an increase of $335,58k.kk.
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Senator McGee. We will proceed to the third witness, Mr. Paul
Bornhorn.

STATEMENT OF PAUL BORNHORN, TERMINAL MANAGER,
COMMERCIAL CARRIERS, INC,, CHEYENNE, WYO.

Mr. Bornuory. I, Paul Bornhorn, terminal manager of Commercial
Carriers, Inc., on 2200 West Lincoln Way, Cheyenne, Wyo., have been
authorized by Mr. Righy L. Leighton, vice president of Commercial
Carriers, Inc., to represent our company and that I furnish you with
the following facts.

Commercial Carriers, Inc., is a common carrier by motor vehicle of
automobiles and related commodities authorized to operate in inter-
state and foreign commerce by the Interstate Commerce Commission
under a certificate of public convenience and necessity issued in docket
No. M(43038. Commercial Carriers, Inc., and predecessor company
has operated a terminal in Cheyenne, Wyo., for a number of years.
This terminal had 225 drivers working as recently as 1959 and at this
date we have only 23 drivers working.

On shipments from Detroit to the Rocky Mountain and Pacific
Coast States, the automobile shippers we serve changed its method of
shipping from all truck to truck-rail-truck and/or rail-truck, the rail
portion being either by T.O.F.C. or multilevel rail cars. In these
methods, the autos are either trucked to Proviso, 111, thence by rail to
Cheyenne, Wyo., and thence to destination by truck, or go directly out
of Detroit by rail to Oakland/Richmond, Calif., and thence to destina-
tion by truck.

Beginning with January 1960, 10,213 autos, or, for our figures,
2,043 five-car loads, were lost to the rail movement from Proviso, 111,
to Cheyenne, Wyo.

Senator McGEe. Over what interval of time was that ?

Mr. BorxnorN. From January—starting January 1960.

Senator McGee. Till when? I mean, you tell us that 2,043 transport
loads have been lost in this interval of time. I missed the interval of
time you alluded to.

Mr. Bornnory. It wasbeginning January 1960.

Senator McGee. Until now or until January 196117

Mr. Borynorn. Until January 1961, yes, sir—a distance of 979
miles. Payload miles lost, therefore, were 2,043X979 or a total of
2,000,097 miles for the full year or 166,675 miles per month. Also be-
ginning in August 1960 through December 1960 there were 4,125 autos
diverted from all-truck to multilevel rail movement from Detroit all
the way to Oakland, Calif., a distance of 2454 miles with truck
beyond. This is 825 five-car loads lost to rail. Payload miles lost,
therefore, were 825X 2454 or a total of 2,024,550 for a period of only
5 months, or 404910 per month. This adds up to 571,585 payload
miles lost per month and produces a potential loss in 1961 on west
coast traffic even if the pattern doesn’t change with more going rail
directly from Detroit of almost 7 million miles. 1

On Commercial’s 1960 report to the Interstate Commerce Commis-
sion, we showed a total transportation gross of $25,628,922 and total
miles traveled of 65,208,656, Since in the delivery of automobiles we
travel only one way loaded, this would mean 32,604,282 payload miles.
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Arithmetic computation shows that we grossed 78.6 cents per payload
mile. Seven million payload miles lost to the rails at 78.6 cents per
payload mile would shrink our gross by $5,502,000 while taking equip-
ment off the highways for 14 million miles with resultant effect on
gasoline, tires, restaurants, motels, and so forth.

Thank you.

Senator McGee. Thank you very much.

Did you have any questions?

Mr. Barro~. No questions, Senator, thank you.

Senator MoGee. Thank you very much. Leave your statement with
the reporter.

Now, I will mention in the order of appearance the next three or
four witnesses so that we may avoid the delays of each succeeding wit-
ness coming up here and so that each witness may ready himself and
be here at the stomping ground as soon as the preceding witness ad-
journs.

The next witness will be Mr. Paul W. Leach. He will be followed
by Mr. Conrad Lavin, Mr. Harry Bath, Mr. William Myrick, Mr.
Harry Schaefer, in that order.

Mr. Leach.

STATEMENT OF PAUL W. LEACH, DIRECTOR, TAX DEPARTMENT,
KENOSHA AUTO TRANSPORTS CORP, KENOSHA, WIS.

Mr. Leacu. This is fairly unfamiliar to me but I will do the best

can.

Senator McGee. Speak up a little bit.

Mr. Leaca. My name is Paul W. Leach. I am director of the tax
department of Kenosha Auto Transports Corp., with its principal of-
fice located at 4519 T6th Street, Kenosha, Wis.

I have been engaged in motor carriers’ taxation for the past 9 years.

The Kenosha Auto Transport Corp. is a common carrier engaged
in the transportation of motor vehicles under authority issued by the
Interstate Commerce (Commission, docket No. M('-30837 and hauls
primarily automobiles manufactured by the American Motors Corp.
and trucks manufactured by the International Harvester, Inc.

My principal duties are to study the tax laws of the respective States
and to prepare and file the tax forms required by the statutes of such
States.

In 1959, when the piggyback or TOFC of automobiles began, we of
Kenosha Auto Transport Corp. were hauling a large number of the
automobiles moving into the Western States. This service was per-
formed by Kenosha Auto Transport Corp. and, in part, interlined
with the Western Auto Transports, Inc., at Cheyenne, Wyo. (This
operation has now been purcllased by Commercial Carriers, Ine.)

Western Auto Transports was maintaining a large termnial here
and had a large fleet and personnel. Today, all of this traffic is mov-
ing in TOFC service to points in California, Oregon and Wash-
ington. As a result of this diversion, our revenues, miles traveled
and taxes paid have declined to almost zero.

A recent study completed by me shows that for the State of Wyo-
ming for the fourth quarter of 1959 our company paid $39,000 in
mileage taxes and fuel taxes, while in the fourth quarter of 1960
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our company paid only $3,000. These figures do not include any
taxes that are lost because of our drivers no longer operating into and
through the State of Wyoming.

Our projections for 1961 show that there will be a loss of $89,000
in mileage taxes, $53,000 in fuel taxes, $55,000 in moneys expended
for meals and $44,000 in lodging. Also, our purchases in fuel will
decrease $275,000 from the 1959 year. Similar reductions will occur
in surrounding States.

In 1959 we had 911 drivers operating equipment, while in 1961
we had only 437 drivers. This represents a drop of more than 50
percent. of our driving personnel who were individual businessmen
operating their own equipment.

This picture is the same or worse in neighboring States. Nevada,
for example, we paid $22,000 in the fourth quarter of 1959, while in
the fourth quarter of 1960 we paid $1,000.

Utah has enjoyed the same unfortunate problem. In the fourth
quarter of 1959 we paid $16.,600 in taxes, while in 1960 we paid $670.

Senator McGee. If you could file your figures for the surrounding
States for the record, it would save us a little bit of time here, or
perhaps you could summarize again arveawise the general impaect. 1
do think here is a rare instance where it is a reversal of what we
usually think of. We are all interested in paying less taxes. Here is
a case where paying less taxes is a h:u‘d:‘«:lhip rather than a benefit.

Mr. Borxuory. This picture doesn’t look good and if the railroads
continue this unwarranted rate war on automobiles, we at KAT
expect that all of the tax forms will be eliminated because we will not
have any traffic moving through the States upon which we will pay
these taxes.

Our experience in the deerease in miles operated in the fourth quar-
ter of 1960 over 1959 in Wyoming is representative of decreases in
surrounding States with corresponding losses in licenses and taxation
in corresponding States. The decrease in the fourth quarter 1960 from
1959, in Idaho, 82 percent ; in Montana, 93 percent; in North Dakota,
89 percent; in Colorado, 93 percent; in Nevada, 95 percent; and in
Utah, 96 percent. The average decline over this period in miles n{)-
erated in the 11 Western States is in excess of 85 percent and would
be higher except for the terminal deliveries made in the Pacific Coast
States. These terminal deliveries required our company to establish
three new terminals.

It is not apparent that these losses in business, taxation, or number
of persons employed experienced by the motor ecarriers are compen-
sated for in any way by increased business, taxation, or number of
persons employed by the railroads.

Senator McGee. Any questions?

Mr, Barton. One question. Mr. Leach, do not the railroads pay
taxes on their increased activities in connection with hauling freight?

Mr. Leaca. In which respect, sir?

Mr. Barrox. Well, in any respeet ?

Mr. Leacu. T would assume property taxes or something along that
line. I am not really qualified.

Mr. Barrox. It is not a total loss to the States, then, that they lose
the revenue you speak of ?

Mr. LeacH. I wouldn’t know, sir.
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Mr. Barrox. Thank you.

Senator McGer. Again, I think it would be very obvious, if T may
say so, that the healthy operations of the railroads and the truckers
in Wyoming contribute to State revenue and they cannot be consid-
ered in a vacuum, the setting of figures from either side in terms of
its impact on the State’s revenue.

Mr, Lavin? Mr. Harry Bath.

STATEMENT OF HARRY BATH, PRESIDENT, LINE DRIVERS LOCAL
UNION NO. 961, DENVER, COLO.

Mr. Bata. Senator McGee and members of the subcommittee, my
name is Harry Bath. I am president of Line Drivers Local No. 961.
I am here on behalf of Joint Council 54, Teamsters, which covers the
Colorado-Wyoming area. I have been in office since 1957, and since
1957 we have seen truckdriver jobs going out the window due to the
piggyback rates that the railroad is putting into force. I have some
figures.

In 1959 there were 28,000 piggyback trailers shipped out of Denver,
Colo.—rather, on Rock Island’s entire system, 18,000 of which came
and went into and out of Denver, Colo. Since January 1, 1961,
through the present time, there have been 10,000 cars and pickups de-
livered in the piggyback lot in Denver which could have moved by
truck. There have been 3,000 pigeyback trailers carrying freight of
a different nature other than automobiles.

The one carrier that has been affected that we have is Commercial
Carriers. In May of 1960 this company had 151 employees, of which
924 are presently working. I have here a seniority list and the infor-
mation is here in my report for the committee. One of these drivers,
specifically driver No. 25 on the above seniority list, was an employee
of Commercial Carriers until the 19th day of Febrnary 1961. He
has been employed for approximately 8 years. He is now furloughed
and working, trying to make $450 a month payments on a tractor
which he formerly operated as a leased piece of equipment to Com-
mercial Carriers, prior to the railroads hauling of piggyback cars.

Senator MoGee. Again, for the record, when he handles his tractor
on a lease basis, he handles it with whom?

Mr. Bara, With Commercial Carriers. We have here Rio Grande
Motorways, which was one of our companies, with a 26-percent de-
crease in employment due to piggyback; Merchants Motor Freight
with a 40-percent decrease in employment due to piggyback; Ringsby
Truck Lines, although Ringsby has employed 150 to 155, employed
regularly since 1958 and has not reduced the number of employees
because of lack of freight, a look at the piggyback trailers which
were shipped in and out of Denver, Colo., for Ringsby on March 25
and 26, 1961, will indicate the effect of this operation upon the em-
ployment of line drivers. The trailer numbers and—

Senator McGee. The Ringsby figures, for example, were all auto
transport ?

Mr. Bari. Noj this was other piggyback operations.

Senator McGee. We are trying to keep this focused on auto trans-
port.

72199 0—62——3
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Mr. Bara. We will term it “Ringsby operation dry freight.” There
were 32 trailers on March 25 and 26 which arrived in Denver, the
weights ranging from 42,000 to 26,000,

_If it were not for the selective and discriminatory rate-cutting prac-

tices which were permitted by the present ICC rulings, it would have
been competitively possible, for an economic advantage, for Ringsby
I'ruck Lines, Inc., to ship this freight in this manner, and these em-
ployed drivers, many of whom are by necessity taking advantage of
their unemployment benefits in order to survive, would be earning a
Just salary for their services. It is my opinion and the opinion of the
members of the local union which I represent that immediate action
should be taken to alleviate the unfair and discriminatory economic
advantage which has been given to the railroad industry through the
rating structure presently allowed.

We implore you to consider the plight of the 20,000 individual em-
ployees throughont the States of Colorado and Wyoming as you delib-
erate and investigate the overall effect of these practices on surface
transportation throughout the United States.

Senator MeGee. As I gather now, Mr. Bath, the burden of your ob-
ection is levied against the present ICC policy or ruling. You don’t
1ave any place in your contention, again for the record, that there is
anything that the railroads are doing outside the pattern or under-
neath the pattern of what is legitimate and legal and authorized by
the ICC?

Mr. Bara. No, sir.

Senator McGee. I wanted to be sure that the record showed that.
Thank you very much.

Do you have any questions?

Mr. Barron. No, thank you.

(The prepared statement of Mr. Bath follows:)

Mr. Chairman and members of the committee, I am Harry Bath, president of
Line Drivers of Local Union No. 961 of the International Brotherhood of Team-
sters, Chauffeurs, Warehousemen and Helpers of America; prior to my election
as president of local No. 961, 1 drove a truck for 13 years and was elected presi-
dent of the local union in 1957. I have served as president of that local union
from that date forward. I am married, have one daughter and live in Denver,
Colo. Since 1957 I have been appointed to the Central States Drivers Council ;
I am chairman of the Colorado-Wyoming Joint Area Labor Management Com-
mittee that processes grievances between management and employees: I am
a member of the Joint Western Labor Management Committee of the Eleven
Western States; I am a trustee of joint council No. 54 of the Colorado-Wyoming
area and a representative for Joint council No. 54 in the negotiations for over-
the-road master freight agreement for the 11 Western States, and a member of
the executive board of the Over-the-Road Master Freight Division of the Western
Conference of Teamsters.

It is my purpose here today to inform you to the best of my ability and knowl-
edge about the economic impact upon the individual long-haul truckdriver and
his family because of the present piggyback operations in the transportation
industry.

As president of Line Drivers Local Union No, 961 I have daily contact with
the drivers who are affected by this change of operations which has been In-
ereased tremendously in the past 3 years. The discriminatory and selective
price cutting of freight rates through piggyvback operations has seriously dis-
rupted the lives of many of the members of my local union in the States of Wyo-
ming and Colorado.

It has been reliably estimated that during the year 1959 there were 28,000
piggyback trailers shipped on the Rock Island Railroad's entire system, 18,000
of which were shipped out of Denver, Colo. to points east. It has further been
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estimated by employees working in the piggyback lot in Denver, Colo., that from
January 1, 1961, until the end of March 1961, there were 10,000 piggyback trailers
with freight shipped in and out of Denver, Colo. These figures, of course, have
a tremendous impact upon the income of the individual drivers who were
working for the companies who would normally be hauling this freight, if the
diseriminatory price cutting were not allowed.

Although the Denver metropolitan area and the areas of Casper and Cheyenne,
Wyo., are experiencing tremendous growth and the amounts of manufactured
products used in these areas are increasing daily, there are fewer truckdrivers
employed in Colorado and Wyoming today than there were during the recession
period of 1958 'This is a direct result of piggyback operations.

We have since 1958 seen decline in the employment of long-haul truckdrivers
and the situation continues to become more serious each month as more and
more trucklines lay off drivers, either because of lack of freight to be hauled over
the highways and the loss of business to the railroads because of the discrimin-
atory differential in rating practices through the piggyback operations. All
these things are occurring during a period of great growth, where with normal
control in the transportation industry, it wonld be expected that the public car-
riers would be growing and hiring additional people to service the many com-
munities not served by railroad facilities, rather than losing this highly valued
business because of the rate differentials which now exist.

As an example of the effect and the economic impact to an area, let me cite
some employment statisties for the past few years of Commercial Carriers, Inc.,
a nationwide ear hauling carrier which presently employs 151 long-haul truck-
drivers in Cheyenne, Wyo. On May 1, 1960, of these 151 employees, 24 were
working and 127 drivers were furloughed, not working, without jobs, and the
majority of them were drawing unemployment compensation. In January of
1958 this same company, Commercial Carriers, or in reality its predecessor com-
pany in this area, Western Auto Transport Co., was employing 209 long-haul
truckdrivers. Of these 299, approximately 75 or 100 were on an extra board
and were not working regularly. However, these extra board employees were
driving occasionally during the slow season and during the peak season were
working regularly.

That work force from January 1958, to May 1, 1960, has been cut in half, and
the number of those actually steadily employed has been reduced to one-twelfth
of its original size.

A trucking company employing 300 long-haul drivers is one of considerable
size and doing a substantial volume of business. A trucking company using 24
drivers, operating only twelve 2-men tractor and trailer units, is a small common
carrier, and under normal conditions, such a carrier would be expected to grow,
rather than to disintegrate and die, Yet, the latter circumstance appears to be
the fate of Commercial Carriers, As can be seen by the following seniority list
of Commereial Carriers, Ine., which shows the date of employment opposite the
listed initial of each driver, there is no driver presently working for this com-
pany, who was initially employed after March 7, 1953. These drivers are listed
by initials rather than names; the names will be supplied to the committee in
confidence if they so desire.

CoMMERCIAL CARRIERS, IN0., SENIORITY ROSTER As oF MAY 1, 1960
List of working drivers
______________ Mar. 17, 1948, 12 A Do oo Teh. F - T00E
Ve A i Jan, 9, 1949, 14, M. Feb. 21, 1952,
3 b S LS Al April 13, 1950.| 15. D. April 17, 1952.
T S T e Aug. 21, 1950. | 16. J.J. April 19, 1952,
’ Feb. 2, 1951. 17. R. June 17, 1952
L LT Mar. 20, 1951. 18. J.W Aug. 14, 1952,
& 13 P S SR L May 20, 1951, 19. A. Aug. 18, 1952,
8, 1951. 20. J. Sept. 16, 1952,
Nov. 13, 1081, | 21. B8 Dec. 5, 1952.
Nov., 15, 1951. 22. A Dec. 9, 1952.
Feb. 5, 1952, B ORI i s Mar. 5, 1953.
. Feb. 11, 1952. ok W e e Mar. 7, 1953.
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List of drivers mot working, on furlough because of lack of freight

e Mar. 20, 1953. | 89. V. Do,
AW May 27, 1953. 090. A, Do.
« BeH . 14, 1953, 21. G.V.S Dec. 29, 1959.
ot. 4, 1954, 92 BM . e Tan: 11060,
7, 1954. G L RS Is e Jan. 2, 1960.
12, 1954, {17 0 : Do.
r. 2, 1954, 95. R. Do.
. 17, 1954. 98 DO _ . Jan., 3, 1960.
. 23, 1954. 97. L. Do,
. 81, 1954, 08, G. Jan, 5, 1960,
. 10, 1955, 99 D Do.
& 13, 1955. | 100. C. ey o Jan, 6, 1960,
. 14 101, J. Do.
gy o R S April 12. 1€ 102. E.C Do.
% April 20, 1955. | 103. V.A. Do.
i g e April 26, 1955. | 104. K. e Do,
W5 b T May 24, 19 105. D. Dro.
W Ay s | el D May 27, 1955. | 106. G.W Do.
Do. WL BM ——- Jan. T, 1960.
N 1B o SR ST June 16, 1955. | 108. D. Do,
July 19, 1955. | 109. W.M________ Jan. 9, 1960,
Sept. 7, 1955. [110. N Do.
- Do. 111, W.W. 1 Do.
e S Sept. 12, 1955. | 112. F.M. Dao.
W B e st e Sept. 15, 1955, | 113. J. . L > . 10, 1960,
Do. 114. L. Do.
Hept16, 1955. | 3118, TG e, 1, 1960,
o Ty O I R Sept. 29, 1955. | 116. s
e WS i L O, 1050 117. W.C.. . 13, 1960,
e BB e, D2t 11, 1955. 118.
Oct. 25, 1955. | 119,
Do. 120, ety . 15, 1960.
o 3 e e s A R Oct. 28, 1955. | 121. J. . 17, 1960.
A e e e Nov. 1, 19565. 122, C.G . 20, 1960.
U L e T e Nov. 2, 1955. 128, 8
Nov. 14. 1955. | 124. V.N e - 3 1960.
Dec. 6, 1955, 125. . , 1960,
Aug. 7, 1956, 126, - b
Do. 127. < 1960.
Aug. 11, 1956. | 128. M. . 25, 1960,
Aug. 80,1956. |129. J LK ______._____ - 1960.
Sept. T, 1956. | 130. A.
o RN N Do. e B e B At s L
S ¢ 1 - e S SR T Sept. 18,1956, | 132. JLR___.___. s 1960.
; 7 Do. 188, .3, A
X \[T‘\l---..---_-___ Do. 134. - 1560,
Sept. 24, 1956. | 135. Do.
Do. 136. O. ] 1960.
t‘]lt 25, 1956. | 137.
2, 1956, 138.
Do 139. F. :
t. 3, 1956. 140. L.S. Jan. 30, 1960.
't 16, 1956, 141. Feb. 1, 1960.
§ e R BV TR SO T Feb. 2, 1960.
b, 11, 1957. ¢ Tl [ B Vel e AR e Do.
14,1957, | 144. LW.S_____—_______ Feb. 3, 1980.
0 FL Uyt 7 1 S ) W ) TR T, e Feb. 4, 1960,
3 AN Xeh, 2R TOBY A4S DN U e Do.
R O e R Do. p |- on . AL S Feb. 10, 1960.
e e June16,1067. | 148 CM. ot Feb. 17, 1960.
5. LH o _._.. Bept. 206,1957. | 149. Do.
88 iy LAl S T Oct. 10, 1957. | 150. Do.
B 5 5 R S Do. 151. F. Feb. 20, 1960.
T e Dec. 28, 1959.
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As can be readily seen, here are men with as much as 8 years continuous ex-
perience in the same employment who are now looking for work, drawing un-
employment compensation and otherwise attempting to survive with little likeli-
hood of ever returning to their employment because of the financial inability of
the employer to continue to operate his business, This is the direct result of
selective rate entting in a competitive transportation field,

As a specific example, No. 25 on the above seniority list was an employee of
Commercial Carriers until the 9th day of February 1961. He had been em-
ployed for approximately 8 years, from March 20, 1953, until February 9, 1961.
He earned approximately $8,000 per year in wages from 1956 through 1960 and
purchased a tractor in October of 1956 with a small downpayment, and pay-
ments of $450 per month which he leased to his employer, Commercial Carriers.
The tractor's total cost was $17,800 of which approximately $2,500 was owed
on the date he was laid off because of the lack of work that could be supplied
by his employer. The tractor has a quick sale value today of approximately
85,000 and has been sitting idle for a period of more than a month and a-half.

This employee has become reemployed as a machinist in Denver, Colo., and
presently earns approximately $6,500 a year out of which he must make the
payments of $450 per month on his tractor while he is waiting and hoping that
his job may again become available and the tractor may again be useful to him,
He is, of course, making an attempt to lease the tractor to others or have the
tractor driven by one of the 24 employees who presently work for Commercial
Carriers and may have some success in deriving some income from that piece
of equipment,

This employee estimates that there are approximately 50 small truckowners
and lease operators who were employed by Commercial Carriers and at present
have their tractors sitting idle.

As another specific example, we shall look at the case of employee No. 29.
D, B. was employed by the company for approximately 7 years and had an
average net income in excess of $9,000 per year during that period. He also
owned a tractor from 1954 until the date that he was laid off. During the
period from late 1957 until November of 1958, he owned two tractors, hoth of
which were leased to his employer, one driven by himself during the course of
his employment and the other driven by others in the employ of his company.
However, between March 1958 and November 1938, during which time the large
railroad hauls of automobiles began, one of his tractors sat idle for 10 months,
and it was necessary for him to sell it for a price of about $9,000, which paid off
the debt on that tractor and reduced the debt on the tractor which he was
driving.

This employee was in a better financial condition than many others becaunse
prior to February 9, 1961, the date he was laid off, his remaining tractor had
been fully paid for, and he was not saddled with large monthly payments. Al-
though this employee is not yet working, he refuses to draw unemployment com-
pensation and presently has his application in at several trucking companies
for a job along with a lease for his tractor.

Other specific examples of the decrease of employment throughout the
Colorado-Wyoming areas may be shown by the following employment records in
regard to other common carriers active in this area.

1. Denver-Chicago Trucking Co.

Date Line drivers Working Laid off
employed
June 4, 1958 ' 571 7 ) S
Dee. 16, 1950 373 355 18
¥ T | T e A e RS SR A e S T S L e 357 344 | 13

NoTE.—An adjustment of 220 employees should be made to the figures cited from June 4, 1958, to Decem-
ber 16, 1859, becanse of the movement of part of D-C's operations to Los Angeles, Calif., and the movement
of 220 drivers to that area.
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2, Rio-Grande Motorways, Inc.

Line drivers Working Laid off
employed

1956 forward . . __
March 1961

NOTE,—26 percent of the line drivers were unemployed due to plggyhack operations,

3. Merchants Motor Freight

Date Line drivers Working Laid off
employed

Jan. 8 1960
Feb. 15, 1961

NOTE.—A decrease of 40 percent in employment due to piggyback operations.

}. Burlington Freightlines

Date | Line drivers l Working | Laid off
employed | i
) N
March I8, CasDer. e cmnneia e nemnansae 13 | 10 3
|

NoOTE.—A decrease of 22 percent in employment due to pigeyback operations.

All of the three drivers were laid off in January of 1961 ; they live in Casper
and are all presently drawing unemployment compensation and were employed
for not less than 4 years by Burlington. These three drivers earned approxi-
mately $7,000 per year and have been unable to find any employment since their
layoff in the early part of 1961.

Ringsby Truck Lines

Although Ringsby has employed from 150 to 155 employees regularly since
1958 and has not reduced the number of employees because of lack of freight,
a look at the number of piggyback trailers which were shipped in and out of
Denver, Colo., for Ringsby on March 25 and 26, 1961, will indicate the effect of
this operation upon the employment of line drivers. The trailer number, ton-
nage, and its destination for the dates of March 25 and 26, 1961, are set out below.

Mar. 25 and 26, 1961—Ringsby Truck Lines, Inc.

Trailer No. Tonnage In from Out to—

|
=- | 25,100 | Chieago......
3650-Watson. ... | 19,000 |.....do.._.
26,062 | Kansas City. - _
SO | ol e
33,168
|

27,555 | Chicago

7-401.
7-80..
!0— - e

.'. 400

f-‘.".".“."".‘"?*":"

. 9= ll"-
40-101.

g-27 B i 20,300

"33, 000
32, 100
100

21, 200
40, 142
42,744
26,853 |.....




PIGGYBACK TRANSPORTATION

War. 25 and 26, 1961—Ringsby Truck Lincs, Ine—( ‘ontinued

Trailer No. Tonnage In from— Out to—

Had these 32 trailers with freight been moved through the normal transporta-
tion channels, 64 of the unemployed drivers throughout the Wyoming-Colorado
areas could have been employed to move that freight.

If it were not for the selective and discriminatory rate-cutting practices which
are permitted by the present ICC rulings, it would not have been competitively
possible, or an economic advantage for the Ringsby Truck Lines, Inc., to ship
this freight in this manner and these unemployed drivers, many of whom are
by necessity taking advantage of their unemployment benefits in order to sur-
vive, would be earning a just salary for their services.

It is my opinion and the opinion of the members of the local union which
I represent that immediate action should be taken to alleviate the unfair and
discriminatory economic advantage which has been given to the railroad in-
dustry through the rating structure presently allowed; we implore you to con-
sider the plight of the 20,000 individual employees throughout the States of
Colorado and Wyoming as you deliberate and investigate the overall effect of
these factors on surface transportation throughout these United States.

Respectfully submitted.

Senator McGee. The next witness is Mr. Myrick, Mr. William
Myrick.

STATEMENT OF WILLIAM E. MYRICK, GENERAL COUNSEL FOR LINE
DRIVERS LOCAL UNION NO. 961, DENVER, COLO.

Mr. Myrick. Senator McGee and Mr. Barton, I am William E.
Myrick. I am general counsel for Line Drivers Local No. 961, of
which Mr. Bath 1s president.

My primary concern from this st:nnlllmint in the overall transporta-

tion picture is one perhaps more of philosophy and what I feel the
effect is on the rather selective price cutting that has been going on,
specifically, I think, in the industry of hauling cars at this particular
time more than in the other particular areas. But we are very fear-
ful, of course, that this will continue to go into the other areas
and the entire transportation system of this country is going to be
jeopardized. :

Senator McGee. Your point is that while we are concerned here
with the auto transport problem, that this is only a beginning?

Mr. Myrick. It isanexample.

Senator McGee. In other words, if it works here or this is the re-
sult here, that it will be translated into other areas!?

Mr. Myrick. Very definitely, Senator. I feel this is an example, if
we let the policy continue which has happened since the 1938 amend-
ment, which I feel has been misinterpreted from the language, and I
do not think the national transportation policy as set out in the act
is actually being carried out, by the manner in which it is being in-
terpreted by the ICC in regard to suspending freight rates. The sus-
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pension policies, particularly, I think they are wrong, T think they
are procedurally wrong, in that the time element after a rate is ini-
tially filed is some 18 days, that you must make the protest some 6 days
after, then another 2 or 3 days in order to have a hearing. )

Now, the ICC, of course, never actually looks at these rates. It is
a clerical thing, it is being done by rate clerks, and it is something that
perhaps because of the time element involved is not properly looked
into.

Now, I think the report of the other Subcommittee on Intercoastal
Affairs is an excellent report. I think it points out to anybody who
is interested in this problem exactly what does occur with the selec-
tive price cutting. 2y

Senator McGek. Is your point there, Mr. Myrick, that the existing
provision that permits this greater latitude in ratemaking for the rail-
roads for competitive reasons should be returned completely to where
it was before, or is there a margin in there ?

Mr. Myrick. I think there is a margin in there, Senator. Here is
what I am concerned about. From an overall policy standpoint, I
don’t think from our other laws—take the Federal Trade Commission
as an example and the way it controls in this country, although it is
certainly not applicable in this situation, but the theory behind that
and the cases behind that theory is not to destroy competition. The
competition is protected for competition sake alone.

Now, in this sitnation we are destroying competition within a com-
pletely controlled area, and it is something that is very vital to the
national defense as set forth in the policy, in the public policy alone,
that we must have a transportation system. In this specific instance
where we are allowing discriminatory price cutting—now, T am not
talking about a cut in price which can be justified and can be shown,
but T think some of the Federal Trade Commission rulings and the
cases as set out—I would like to cite as an example there, perhaps,
some wording out of the Morton Salt case, an F7'(' case which I think
shows some of the overall public policy of the United States in this
regard, in protecting competition, and in an area where it is not even
completely controlled and where we are protecting competition for
competition sake alone.

Mr. Barron. That doesn’t apply to the interstate carriers operating
under the Interstate Commerce Act, does it ?

Mr. Myrick. What was that?

Mr. Barrox. This materiel you are about to read.

Mr. Myrick. What I am trying to do, Mr. Barton, is from a philo
sophical standpoint and a public policy standpoint. only to show—I
know that this is not in effect something that we are talking about,
but I am trying to show the overall public policy of the United States
in relation to our other laws and how the ICC—well, the interpreta-
tion of the national transportation policy, in my opinion, has sub-
verted some of the other policies of t‘lis country and is at least cross-
ways with them.

Now, in that particular case, which was a 1948 case, in the definition
of the type of price discrimination which tends to destroy competi-
tion, the Supreme Court coneluded that if the price diserimination
was sufficient to influence the resale price of the buyer, the discrimina-
tion substantially lessens competition and was therefore unlawful.
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In that case the court held that a practice substantially lessened com-
petition within the meaning of the Robinson-Patman amendment if
there was a reasonable possibility of having this effect.

Now, this is not what is being done in the ICC today. They state,
and they have stated on many occasions, that they don’t understand
what this word means, as far as “diserimination,” and “destructive
competition™ that is used in the act, they don’t seem to understand,
the ICC Commissioners have stated that they don’t know what it is.

Now, I would suggest to them that they could look at some of these
Federal Trade Commission cases and apply the philosophy that has
been applied throughout the Clayton Act and the Robinson-Patman
amendment to that act into this industry, although the resultant effect
is only destruction of competition, whereas in one case we get it in one
manner and the effect can remain the same within the transportation
industry.

Now, I think it was pointed out in that intercoastal report that was
done, that the committee did not know exactly what these words meant
and that their interpretation as to what it was to mean was to allow
price reductions without considering what the effect is.

Mr. Barrox. Mr. Myrick, did you say the committee or the Com-
mission ?

Mr. Myrick. The Commission, I should have said. Perhaps I did
say the committee: I am sorry. I think the major problem, and we
have a letter that one of our members got back from Oren Harris, or
it was to Oren Harris and signed by Everett Hutchinson, who is
Chairman of the Interstate Commerce Commission at this time. One
of the paragraphs in that letter I think is quite interesting. This was
written, incidentally, on January 19,1961 :

Information as to the characteristics of the trailer-on-flatear traffic and the
structure of applicable rates isn't presently adequate and in the light of rapid
developments in this and related fields the Commission recently authorized a
staff study of the economic implications of new departures in ratemaking. The
first phase of this study will deal with rates for piggyback and similar service.
Included will be an examination of the characteristics of trailer on flatcar and
similar rates and an evaluation of their economie significance and the terms of
their effects on the economy and on the various types of carriers constituting
a national transportation system as well as their suitability to the needs of
shippers.

Now, to me, this points out something that is very sadly lacking
when we have a Commission stating they don’t have the information,
when they have already granted the rate cuts, and it is a little like
the farmer who attempts to bar the door after the horse is gone, but
instead of actually putting the bar on the door he is going to study
the economic value of the horse.

Now, it would seem to me these practices very, very definitely
almost put the industry, the trucking industry in regard to car haul-
ing, almost out of business when 24 men out of a former list of some
800 in 1958 that were employed and working at their peak capacity,
now hiring 24 people and these people are on unemployment, many
of them own their own trucks and are taking bankruptey, and this
is the type of effect it is having, it is having it right here in Wyoming
with Commercial Carriers and right here in Cheyenne with the other
companies that have been coming through here, and the union records
very definitely show that this is what occurred as shown by Mr.
Bath's statement.
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I would like to cite in closing just a few figures on the impact in
Wyoming in regard to some of the highway users’ taxes. In Wyom-
ing alone, directly in the State of Wyoming, there is $7,750,000 di-
rectly from motor fuel taxes and for the Federal Government there
is an additional $4,138,000, making a grand total of $11,888,000.
That is from highway users’ taxes.

Now, if you take a reduction as little as 9 percent of that and you
reduce that amount by a million dollars, it will total $11 million,
and if these funds were needed to actually extend the Interstate High-
way program in Wyoming and to add the 10 percent to matching
funds—you are talking about $9 or $10 million reduction in high-
way taxes that are paid—well, two-thirds of these taxes are paid by
the trucking industry.

Now, I am not saying from a philosophical standpoint on taxes
alone we should save any specific industry, but when the public
policy of the United States has recognized, and statutorily recog-
nized, that an industry is vital to the national defense and that all
of these areas are areas of transportation that must be kept, I feel
that we must have some different attitudes in the ICC or pass some
legislation to control this entire matter.

Thank you.

Senator McGre. May I ask one question, Mr. Myrick, so that you
may make for the record a clear position of your organization.
Where does your group draw the line between the factor of the jobs,
the unemployment, and the factor of technological advancements in
transportation? Now, very clearly, this is a factor present in this
business.

Mr. Myrick. As far as drawing a line, now, of course, my primary
interest when representing the union in something, we are, of course,
interested in jobs and people working. However

Senator McGee. You are not interested in retarding advancement ?

Mr. Myrick. Certainly not; none whatsoever. Let me go on with
this statement. What we are interested in is what we feel is a selec-
tive price cutting that has been going on because of the method in
allowing price cuts to go into effect through the suspension door
instead of making the proof—the burden of proof in our opinion is
wrong—that they must show that this is economically feasible and
not consider just the cost here but must also consider the other effects
on the entire railroad industry. When you are hauling automobiles,
for example, at half the price that they can be hauled by the truck-
ing industry, this is fine if this is entirely through technological
advancement

Senator McGee. Even if it put all the truckers out of business?

Mr, Myrick. Even if it put all the truckers out of business if we
did not need them for some other purpose, this is entirely fine, be-
cause this is something that the publie interest is bound to consider,
the cheapness of transportation. It is certainly a point of view that
must be considered. However, you have one further thing that must
also be considered, that railroad lines do not go into every town and
community within the United States, and you must consider the over-
all cost of hauling cars from the point that they are either manufac-
tured or assembled and delivered to the ultimate consumer, and it is
my opinion that all of these things must be taken into consideration
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at the time that you are actually discussing the rates, and I do not
think they have been taken into consideration at this time.

Senator McGee. Then what you are saying is that it isn’t a matter
of the low cost of transporting, let’s say, an automobile alone, that
you have to consider, in your judgment, the impact economically on
a trucking service to all areas, in some of which areas there would be
no piggybacking alternative, anyway ?

Mr. Myrick. That is very definitely correct. Instead of talking
about the long haul, you are talking now only what that cost is when
it comes from the manufacturer, say, from Detroit to the rail line here
in Cheyenne and what that cost is. Those automobiles must by some
mode of transportation be distributed to the dealers around the State
of Wyoming where there are no railheads,

Senator McGes. I was just thinking a little bit historically now as
when we used to lecture a bit on transportation history in the class-
room. As I recall, this may not be accurate, but the kids used to have
to memorize it, anyway, that in the evolution of our transportation in
this country the truckers at one time placed the short-haul railroads
in jeopardy in the advancement of trucking operations. Now here,
of course, the shoe is on the other foot and it represents one of those
very difficult areas where the line properly, in fairness, ought to and
»an be drawn in the national interest.

Mr. Myrick. Senator, I would agree with that, and I will agree—
I think the problem is not specifically, perhaps, because of the tech-
nological advancements that they have made in car hauling as such,
I certainly think this will continue, but I think that the problem still
basically gets down to the rating and the method of rating itself and
the philosophy that has been displayed by the Interstate Commerce
Commission.

Senator McGee. If T understand your position, the rating that is
now operating under this clause enables them to unfairly lower the
costs on the auto transport service on flatear and that it necessarily
must be made up in areas that do not lend themselves to piggyback?

Mr. Myrick. Senator, the rates on the vehicles themselves are lower
than the rates on the component parts of these vehicles. This, to
me

Senator McGer. Let me hasten to add that a car put together is
worth a lot more to me than a load of parts.

Mr. Myrick. I think that the Commission has simply not carried
out what I feel was a direct charge in the national transportation
policy of protecting all of these modes of transportation. I think it is
set out clearly that we nurture and protect all of the modes of trans-
portation. They are controlled industries and certainly they are go-
ing to be very strong competitive factors. Now, we should have these
competitive factors evaluated and not allow the discriminatory rates
to put one specific segment out of business, I think that is what is
happening.

Senator McGee. Do you have any questions?

Mr. Barrox. I have a single question. Mr. Myrick, if the railroads
showed that they covered their full costs and made some money in
addition, with these rates they have used in competition with the
truckers, would you still take the position you have just taken ¢

Mr. Myrick. If you mean full costs, Mr. Barton
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Mr. Barron. All costs.

Mr. Myrick. The full cost of operation, normal profit, and also
considering what their rates are in their other fields. Now, at the
same time it is my understanding that at the first of this year

Mr. Barron. You are getting away from my question. "I asked if
the competitive rail rates covered fully distributed costs, if these rates
constituted fully distributed costs, would you still have the same
position you have just taken ?

Mr. Myrick. Well, perhaps I don’t fully understand.

Mr. Barro~. In other words, these rates, assuming they are not be-
low cost but do cover the railroads’ costs, all their cost s, and some-
thing above would you still take the position you have?

Mr. Myrick. I would take that position if T may put one other
factor in, that we must take the entire railroads’ operation and see
what they are doing to prices at the same time, if it can be broken
down, and I can’t do that.

Mr. Barrow. I don’t think anyone else can, either, Mr. Myrick.

Mr. Myrick. If it could actually be broken down product by prod-
uet I would say fine, whatever that product is, certainly you can
carry that, and I think it has been going on for years, in certain areas
that the railroad does carry almost all——

Senator McGee. The only way that could be done, if T were to do
it personally, wouldn't it, one man arbitrarily had to make a decision?
It would be real difficult to separate those.

Mr. Myrick. I think the inequity of the whole thing to me, as T
understand, the mail increase is about $64 million that went into the
revenue of the railroads the first of this year because of an increase
in rates. At the same time these railroads, which also might have a
mail car on with a piggyback haul of any type of produce or com-
mercial goods, would be entting these rates at the same time you are
raising the mail car, and I can’t see that it costs any more to pull one
than the other.

Senator McGee. Is it your point there that in a case of auto trans-
port, for example, that the railroads are using these increased mail
rates to help cover a lower rate on transporting automobiles?

Mr. Myrick. I think through selective rate cutting this is entirely
possible. From the reading and the information that I have, T feel it
very definitely appears to be there has certainly been some deliberate
effort in that manner to select certain areas in which they are going
to cut rates until another industry disappears, and at that point I
think the rates will come back up because there is nobody looking at
these rates. Rate cuts are not being examined today.

Senator McGee. That is, your organization, your group, has of it-
self no evidence to this effect because you would have no access to such
records.

Mr. Myrick. That is perfectly correct, Senator. It is a concln-
sion on my part.

Senator McGee. It is a hypothesis you advance in view of the fact
one operation is taking place, therefore the other is possible and may
well be taking place?

Mr. Myrick. That is very true.

Senator McGee. That is the burden of your charge?
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Mr. Bartown. I just wonder, Mr. Myrick, what your philosophy was,
or would have been, when the truckers took this traffic from the rail-
roads with selective rate cuts. Do you have a position on that?

Mr. Myrick. 1 think the analogy is not too good, Mr. Barton.

Mr. Barroxn. Same traffie, sir.

Senator McGee. The railroads carried the automobiles at one time,
didn’t they, almost completely ?

Mr, Myrick., Yes.

Senator McGee. My father was an antomobile man for many, many
vears, and I used to lielp him unload cars from the railroad boxcars

that came into Norfolk, Nebr., and yet the truckers at one point took
this traffic,

Mr. Myrick. Well, the trucking industry has grown, there is no
question about it, and substantially, and I t%;ink is recognized by the
statement in the national transportation policy as one of the modes
of transportation that it is necessary for us to have in this country. I
am not as particularly interested in any specific one, if actual rate
cutting—even if we had the same method of rating, but the suspen-
sion system is something that, when you cut the rate, goes into effect
after 30 days, and this is done not nearly to the degree by which you
must show an inerease and why you shounld have the increase.

Mr. Barron. No further questions.

Senator McGee. Thank you very much, Mr. Myrick.

Now, if the witnesses will hand the statements in the future to Mrs.
Durkee here to my right, she will distribute them while you assume
your position on the firing line.

(The statement of William E. Myrick as filed with the subcom-
mittee is as follows:)

My name is William E. Myrick, and I am a member of the law firm of Myrick,
Smith & Criswell of Denver, Colo. We have for some years past been represent-
ing Line Drivers Local Union No., 961 of the International Brotherhood of
Teamsters, Chauffeurs, Warehousemen & Helpers of America, as their general
counsel. I am also a member of the 43d Colorado General Assembly and am
presently a member of the Labor and Employment Relations Committee of the
Colorado House of Representatives. In these capacities I have become generally
aware of. and familiar with, the labor-management problems which exist in the
Rocky Mountain region. More particnlarly, due to my association with the
Teamsters organization and discussions with numerous officials of the trucking
industry, I have become aware of the foremost problem facing the industry
today—that problem is, of course, the relatively recent practices of the railway
industry in engaging in selective price cutting and destructive competition di-
rected toward the trucking industry.

While, because of the associations which I have just enumerated to you, 1
cannot be considered as an impartial observer, nevertheless, I do feel that I ama
more detached observer of this problem than the officials of either the railway
or the trucking industries. It is, therefore, as an attorney and as a person inter-
ested not only in the survival of the trucking industry for the trucking in-
dustry’s sake but one interested in all of the present forms of transportation
for the public good, I am grateful for the opportunity to appear before this
committee and to submit my observations upon the problem of rate cutting and
the advantages of the pending legislation.

At the outset let me say that there should be unanimity of view that no one
niode of transportation should, as a matter of public policy, be favored by any
of the public agencies of this Nation, if the favoritism results in the destruction
of any other mode of transportation. In the perilous times in which we live, we
need all the advantages that each method of transportation has to offer,
whether it be transportation by rail, highway, airline, or water. We need each
method of transportation, not only to preserve a vital economic system, but to
be able to maintain and utilize a complete transportation system ghould this
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Nation, as a matter of national defense, be called upon to make use of its trans-
portation systems for military means,

I am certain that this overriding consideration was the main purpose of the
U.8. Congress when it enacted the national transportation poliey. Indeed, that
policy clearly and unambiguously states that it shall be the policy of this
Nation—

(1) To provide fair and impartial regulations of all modes of transporta-
tion ;

(2) To recognize and preserve the inherent advantage of each mode of
transportation ; iy

(3) To foster sound economic conditions in transportation as a whole
and among the several carriers;

(4) To encourage the establishment of reasonable charges for trans-
portation services, without unjust diserimination, undue preferences or
advantages, or unfair or destructive competitive practices;

(5) To cooperate with the several States ; and

(6) To encourage fair wages and equitable working conditions.

It was only through the accomplishment of these goals that Congress felt
that the national transportation system could be preserved in an adequate manner
to meet the needs of the commerce of the United States, of the postal service,
and of the national defense.

It is to be noted that among these goals, to be achieved as a part of the na-
tional policy, Congress recognized that the charges for service in the various
modes of transportation not only had to be reasonable in and of themselves,
but also should not result in diserimination, undue preference or, particularly,
unfair or destructive competitive praetices.

Like so many other human endeavors, however, the statement of the goals
for national policy does not always result in their ascertainment. Indeed, the
events of the past 3 years tend to indicate, in my mind, that the goals of our
national transportation policy, particularly in the fields of unjust discrimination
and unfair or destructive competition, have been neglected, not applied, and, at
times abrogated.

Apparently, I am not the only person who feels an imperative concern about
this matter. In August of 1960 another subcommittee of this Committee on
Interstate and Foreign Commerce reported on the decline of the coastwise and
intercoastal shipping industry. In its conclusion, the majority members of
that subcommittee had this to say :

“The constant question before your subcommittee during the course of the hear-
ings was: How well has the Commission performed its dual role? Particularly
emphasized was the I0C's adjustment to the now 20-year-old function of coor-
dinator of different modes of transportation—regulation by planning. The results
speak for themselves. They suggest that the public does not now enjoy a bal-
anced and healthy transportation system by rail, highway, and water. However,
it further appears to your subcommittee that the Commission’s methods, pro-
cedures, and, in some cases, its judgment, were not reasonably designed to
achieve the objectives envisioned by the framers of the national transportation
poliey” (p. 49 of the “Report of the Merchant Marine and Fisheries Subcom-
mittee of the Committee on Interstate and Foreign Commerce, 17.8. Senate,”
86th Cong., 2d sess.),

This subcommittee report, in my opinion, is an enlightening doecnment and
can be read with profit by anyone seeking an insight to the problem as it exists
today. Of course, that subcommittee was not holding hearings on specifie
legislation, and it made no recommendations for specific legislation. Tt did
make various recommendations concerning the procedure, data needs, and other
matters which can be cured by Commission action itself. However. the sub-
committee did acknowledge that one of the problems as it exists was the failure
of the Interstate Commerce Commission to give full effect to the national trans-
portation poliey. Some snggestion was made that the 1958 amendment to gec-
tion 15A(3), title 49, the TUnited States Code was the reason for this disregard.

As yon know, that amendment incorporated the provisions of the national
transportation policy and enjoined the Interstate Commerce Commission to give
dne comszideration to the objectives stated in that policy. However, the evidence
presented to that subecommittee indieated that the Commission wag not takine
the objectives of that poliey into consideration in rate rednetion cases, TInstend
it was, for the most part, relying primarily npon the return to the ecarrier.
partienlarly railway carriers, of their net cost in establishing rates. Indeed,
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there was testimony in the subcommittee report which reflected that the Com-
mission felt that the 1958 amendment, which provided that rates of a carrier
should net be held up to a particular level to protect the traflic of any other
mode of transportation, reversed the previously existing national transportation
policy, insofar as that poliey enjoined the Commission to take into account the
effect upon other carriers of a proposed rate reduction. The testimony before
that subcommittee further indicated that the Commission had never been able
to clearly define for itself what “destructive competition,” as those words are
used in the national transportation policy, were. As a result, it appears to me,
that, becanse of the present factors used in determining rate reductions for
carriers under the provisions of the Interstate Commerce Act, the effect of a
rate reduction upon the other modes of transportation is almost entirely dis-
regarded, and the determination of the lawfulness of such a rate reduction is
made by relving almost entirely upon the cost to the carrier requesting the
change.

As a matter of fact, as late as January 19, 1961, Mr. Everett Hutchinson, Chair-
man of the Interstate Commerce Commission in a letter addressed to Mr, Oren
Harris indicated that the Commission still had little idea of the effect of recent
rate reductions for trailer-on-flatear operations, and that the Commission had
recently authorized a staff study of “economic implications of new departures in
ratemaking.” Yet, this interest in, and study of, the economic effect of these
rate changes commences several months subsequent to the time that similar rate
changes have been approved by the Commission. With all due respect to the
Interstate Commerce Commission, I suggest that, in this particular instance, they
are much like the farmer barring the door after the horse’s escape, except that
the Commission, unlike the farmer, intends to make a study of the economie
value of the horse prior to the time that the bar is placed across the door.

It is frankly inconceivable to me that a regulatory agency charged with the
responsibility to nurture and protect the entire transportation system of these
United States would allow basic concept changes to go into effect without even
studying the end result of the change in concept.

In addition, P'm certain the Interstate Commerce Commission itself has recog-
nized that the cost data which it has available when it approves a rafe is in-
adequate. Tt was indicated in the subcommittee report that there were various
deficiencies in the formulas and procedures used by the Commission in deter-
mining cost data, It is further indicated that some of the technical criticisms
of constructing cost data were presented to Chairman Winchell of the Commis-
sion and that there were no fundamental disagreements with those eriticisms.

With the apparent disregard by the Commission of the effeet of a reduced rate
strueture on other modes of transportation, combined with what appears to be
an inadequate program for obtaining cost data when a particular reduction is re-
quested, I submit that the railway industry of this Nation has been allowed to
engage in selective rate reductions for the purpose of destroying other modes of
transportation.

For example, in one Interstate Commerce Commission case in 1959, the ICC
condemned a proposed rate change by a mofor carrier, which was to apply to all
freight and which exceeded only very slightly 35 percent of the first-class rate.
(Rates—All Kinds—Chicago to Columbus, Ohio, 308 I.C.C. 517.) On the other
hand. the railway industry established rates on all kinds of freight which ranged
from only 12 to 15 percent of the first-class rate. The 1CC refused to suspend
this rate.

Tn a very recent case involving a railway request to lower rates on piggyback
operations to about 16 percent of the first-class rate (Docket No. 32533, Fastern-
Central Motor Carriers Association, Ine. v. Baltimore & Ohio Railroad Company)
the hearing examiner pointed out that:

“Of more than 12,000 carload ratings in the rail uniform classification, only 10
ratings are lower than 16.5 percent of first-class; 1 at 16 percent of first-class
{class 16) and the other ® at 13 percent of first-class (class 13). The class 16
rating applies on sand, mixed with clay, crushed stone, and gravel or pebbles, in
bulk, minimum 80,000 pounds, and the class 13 ratings apply on such commodities,
minimum 80,000 pounds, as sand, n.oibn, granulated or lump slag, n.o.ib.n,
and gravel, n.o.i.b.n"

The railroads in that ease wanted the.rates to apply to all commodities. In
essence, therefore, the railroads were requesting to carry Cadillacs or Rolls
Royce auntomobiles at the same price that they wonld carry sand, gravel, or
slag, without any regard to the value of the commodity earried.




44 PIGGYBACK TRANSPORTATION

Speaking of automobiles, another example of what is taking place can also
be given. In one ICC case (Automobiles from Duluth, Minn., to Wash., 308
1.C.C. 528), the ICC, Division 2, decreed that motor carrier rates were not jus-
tified and ordered them canceled on the grounds that the rates were to be applied
to all antomobiles, regardless of their size or value. Seven months later, in
Suspension Board Case No. 22050, suspension of railway carrier rates for auto-
mobiles was refused, although the rates also applied to all automobiles, regard-
less of size or value. In both cases the transportation was to be in highway
trailer, the only difference being that in one case the trailer would be carried
by flatear on a railway and, in the other case, the trailer was to be transported
by automotive tractor over the highway.

As an attorney, I recognize that it may well be possible from a legal stand-
point to distinguish these various cases and to make them consistent, one with
the other. 1 submit however, from a matter of public policy, they cannot be.
Indeed, at the same time that the railways were requesting and receiving rate
reductions, some of which rate reductions would have established rates at only
16 percent of first-class rates, the railways were requesting and receiving rate
increases for the carriage of U.S. mails. It is my understanding at the first
of this year that the railways were granted a rate increase which produces an
additional $64 million in revenue from the U.S. Government for carrying the
mail. In addition, it is also my understanding that the railways have requested
permission to increase rates on other goods not capable of being carried on a
flatear, through piggyback operations, which will have the effect of increasing
the rates on these other commodities approximately 2 percent. I understand
that these rate increases will go into effect commencing in May of this year.

Now, what has been the effect of this rate structure? Figures compiled by
the Association of American Railroads and furnished to U.S. Representative
Oren Harris from Mr, Everett Hutchinson, Chairman of the ICC, on January
19, 1961, reflect that from the years 1955 through 1957 railways increased
their trailer-on-flatear carloadings from 168,150 to 249,065. This was an in-
crease in the 3-year period of approximately 80,000 loadings. On the other
hand, from 1958 through the year 1960, a comparable period of time, but sub-
sequent to the 1958 amendment, the trailer-on-flatear carloadings inereased from
the 249,065 to 554,212—an increase of 305,147 carloadings. Thus, in the past
G years, carloadings have increased approximately 883,000, but the overwhelming
majority of the increase has come since 1957,

Whether this selective rate-changing policy has been an intentional one to
drive small trucking companies out of business, I do not know. I do know, how-
ever, that it has had this effect. Mr, Harry Bath, president of the local union
that I represent, has collected figures showing unemployment of his members in
this area, and they show, particularly, in the automobile driveaway industry that
large trucking companies employing hundreds of personnel, paying thousands in
taxes and directly or indirectly supporting small businessmen operating restan-
rants, motels, gasoline stations, and garages, have been reduced to skeleton
operations, if not now defunct. This, too, is in an area where the railway opera-
tions have not been so extensive as they have been in other areas.

I am sure that I need not impress upon the members of this subcommittee the
seriousness of the economic setbacks suffered by the economy as a whole during
the past 18 months. While it would be absurd to attribute to the problem about
which we're now concerned a major portion of the fault for these conditions.
nevertheless, I am certain that the transfer of the overwhelming amount of the
automobile carriage traffic from the motor earriers to the rail lines has resulted
in areas of serious local nnemployment, without a corresponding inecrease in
employment elsewhere.

In addition to this serious effect npon the small businessmen and employees of
the motor common carriers there has also been serious inroads made upon the
national policy of regulated carriage. In the years since the war, this Nation
has seen an amazing growth of two types of organizations which, while engaging
in the transportation industry remain unregulated and nearly uncontrollable,

The first is the private earrier. In 1943 private carriers, who are not subjeet
to the Interstate Commerce Act or the Commission’s regulations, carried ap-
proximate'y 40 billion ton-miles of the Nation's freight, Im 1957, the latest
statisties at my disposal, indicate that they were carrving 176 billion ton-miles
of freight. While T have, certainly, no objection to a private individual earryving
his own freight from an abstract point of view, if the national transportation
agency's policies are such that this manner of transportation increases to the
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point that it begins to eripple public transportation, a very real effect upon our
national defense programs will be felt.

Secondly, the business of forwarding freight has also seen a tremendous post-
war growth. From 1945 to 1057, the amount of freight tonnage originated by
freight forwarders increased over 100 percent. Of course, persons in the busi-
ness of forwarding freight are now subject to the Interstate Commerce Act.
However, the growth of shippers' associations, specifically exempted from the
act, has had its effect. These shipper associations, together with *car poolers,”
in the business of shipping goods through our publie transportation

engage A
control to assure that their

facilities without regulation or rule and with no
operations are in the public's interest.

I am certain that both the railway and motor carriers are in agreement that
the private carriers and shippers’ associations, if allowed to continue their
growth unfettered by regulations imposed on the public’s behalf, will pose a
serionus threat to all modes of transportation. As a matter of fact, the railways
have on occasion attempted to justify lower rates to meet this threat. The real
offect of lower rates for rail transportation is to aid these two groups. This was
vividly pointed out by the trial examiner in docket 32533, where he said:

“The operations of the primary and sole users of plans 111 and IV are depend-
ent upon the spread between the less-than-carload rates and the carload rates;
the wider the spread, the more extensive are the operations of the regulated
and exempt forwarders. The ability of these forwarders to get into the truck-
load and carload business in competition with the underlying common carriers
is an indication of a probable excessive difference between the less-than-carload
rates and the plan III and plan IV rates and charges so as to raise the gques-
tion as to whether undue preference of the shipper under the plan III and plan
IV rates has been created” (I, & S. docket No. 76, Western Classification Case,
25 1.C.C. 442, 465).

“The plan III and plan IV rates and charges have widened the spread to
such an extent that the deor to Pandora’s box has opened wide. The freight
forwarders have expanded the area of their businesses. They have established
and intend to further establish volume commodity rates the same as the truck-
load and carload commodity rates of their underlying motor and rail common
carriers. (Also, see Forwarder Volume Commodity Rates, supra.) Moreover,
the plan IV rates and charges enable them to undercut motor common carrier
rates. For example, Universal has diverted a subst antial volume of traffic from
a motor common carrier by undercutting the section 22 rates of the latter. The
exempt forwarders, such as shipper associations, consolidators, and the so-
called car leasing companies, have come to flourish. The practices of some such
exempt forwarders, in particular those at the south Pacific coast points which
are vying for traffic by promiscuous rate quotations and for bids on the traffic
of industrial shippers, are, in the least, questionable. The Commission has re-
peatedly refused to allow common carriers to establish rates on the added traf-
fic theory of ratemaking. Yet rate guotations for both the shipper portion and
rail portions of the transportation are made at less than the plan IV rates and
charges by the unregnlated forwarders. Motor common carriers should not be
faced with such unfettered competition, which has reached the point where a
shipper’'s only interest is what the motor carrier will bid in competition with
the unregulated forwarders for the trafic. Nor should they be faced with the
competition of any intermediate agency of transportation in and area opened
only by ‘wholesale’ rates of a competitive underlying mode of transportation”
(pp. 119-120, hearing examiner's report, supra).

In summary, therefore, it is my sincere conviction that the rate-cutting prac-
tices during the past 18 months has resulted in serious local areas of unem-
ployment, without a corresponding gain in employment elsewhere, loss of
revenue to various small businesses and a contribution to the unregulated
private carriers’ and shippers’ associations.

The question is, therefore, what can be done about it? The first step, I
submit, is to insure that the Commission will take into consideration the adverse
effect upon other modes of transportation. The passage of Senate bill No.
1197 does this. The purpose of this amendment to section 15a(3) is to prevent
destructive competition, as envisioned by the national transportation policy.
This amendment in clear and unambignous language enjoins the Commission
to consider, among other factors:

1. The competitive necessity for the changed rate.
2. The effect of a lower rate upon another carrier’s lawful rate structure.
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3. The tendency of a lower rate to cast an undue burden upon other
carriers.

The amendment also provides, however, that no rate is to be held artifically
high solely to protect another carrier's traffic. Thus, the amendment is aimed
only at “destructive competition” and it outlines the factors to be considered
in determining whether this type of competition is threatened.

As I have pointed out previously, there has been a feeling that it is nearly
an impossible task to define the concept of “destructive competition” and to
apply this concept to a particular rate reduction.

Quite frankly, in my opinion, such an attempt to define this concept is neither
impossible nor overly difficult. For years, the Federal Trade Commission and
the Federal courts have been ealled upon to determine, under the Robinson-
‘atman amendment to the Clayton Antitrust Aect (section 13, title 15, United
States Code), when a diserimination in price has the effect of substantially
lessening “competition” or tends to create a monopoly in any line of commerce,
or to injure, destroy or prevent competition.

While there may be a sincere difference of opinion upon the matter, I submit
that the Federal courts through such decisions as Corn Products Refining Com-
pany v. The Federal Trade Commission (324 U8, 726, 55 Sup. Ct. 951 (1945)) :
The Federal Trade Commission v. Morton Sali Company (334 U.8. 37, 68 Sup. Ct.
822, 1 A L.R. 2d 260 (1948)) ; and Samuel H. Moss, Ine. v. The Federal Trade
Commission (148 F. 24 378 (1945) ) have given an adequate definition of the type
of price discrimination which tends to destroy competition. For example, in
The Federal Trade Commission v, Morton Salt Company, supra, the Supreme
Court concluded that if the price diserimination was sufficient to influence the
resale price of the buyer the discrimination “substantially lessened competition”
and was, therefore, unlawfunl. In that case the court heid that a practice sub-
stantially lessened competition, within the meaning of the Robinson-Patman
amendment, if there was a reasonable possibility of it having this effect.

Of course, the antimonopoly statutes of the Federal Government have no
appiication to common rail or motor carriers. However, in view of the fact
that the rate-reduction policies of the railway industry has been carried on
s0 that the reduced rates of the railroads, in the majority of instances, are
obtainable only by those shippers capable of shipping in large quantities. I
respectfully suggest that the philosophy of those statutes should be considered.
If T have assessed the effect of some of the rate reductions properly, it appears
to me that a Jarge shipper is able to transport over the rail lines of this Nation
commodities at less than 20 percent of the cost that a small shipper, having
less than a trailer load of commodities, would have to pay.

If this is the case, I submit that the ICC should begin to apply the philosophy
of some of the price discrimination statutes, even though they are not tech-
nically applicable to the situation.

For example, unlike the procedure under the I0C, a seller, under section 13
of title 15, United States Code, has the burden of proving that the difference
in price is justified. FT'C v. Morton Salt Company, supra; Samuel H. Moss,
Ine., v. FTC, supra; American Can Company v. Logaga Canning Company (44
F. 2d 763 (1930)). Presently, the burden of proof, under ICC procedure, at
least in suspension proceedings, rests with the protestant.

Furthermore, disconnts for quantity purchases under title 15 cannot be given,
unless there is proof by the seller that there is a direct savings because of
the inereased quantities purchased, under the procedure of the ICC, cost data
is inadequate and there have been reported instances of the Commission deny-
ing to protestants the cost data available (subcommittee report, supra, p. 32).

Finally, while the Federal Trade Commission does not set or approve prices
of private competitors, there appears to me to be consistent policy of protect-
ing small private businesses from the ravages of price warfare with larger
private concerns. On the other hand, it also appears to me that, since the advent
of the railway selective price-cutting policies, the Interstate Commerce Com-
mission has been largely unaware or, if aware, nunconcerned with the literal
destruction of small trucking operations. Yet, unlike the Federal Trade Com-
misgion, the Interstate Commerce Commission has direct regulatory supervision
over, and responsibility for the sound operation of, these very same concerns,
which by reason of the rail rate reductions are being vietimized.

It is my firm belief that in an economy which protects and nurtures competi-
tion for competition’s sake alone, in order not to have measures of Government
price control and other controls which would be necessary without the competi-
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tive factor. we cannot allow the destruction of an entire controlled system of
transportation through the actions or inactions of a regulatory agency, which
either by ignorance, negligence, or preformed intent ignore one of the basic
concepts of our form of government, as well as the declared publie policy of
the statute to which the agency owes its existence.

1 do not, of course, suggest that the present amendment is a cure-all for the
problem. As the Maritime and Fisheries Subcommittee’s report points out, cer-
tain fundamental changes in the procedures and regulations of the-Commission
should be made by the Commission itself. However, this amendment will ac-
complish two purposes which are of vital importance.

To begin with, it will reaffirm the principles as enunciated in the national
transportation policy and will deny any implications which may have been mis-
takenly drawn from the language of the 1958 amendment,

Secondly, in specific language, it will point out to the Commission, some of
the factors which are to be considered in defining the concept of “destruetive
competition” and “unfair discrimination.” It is to be hoped that this amend-
ment will act as an incentive for the Commission to further particularize this
concept.

In addition to these immediate advantages, I am convinced that this amend-
ment will begin to halt the destruction of the motor-carrier industry.

No one can deny the substantial impact and effect of the trucking industry
upon the economy of the United States, as well as the population as a whole.
For the purpose of the record, let me briefly outline a few specific examples.

1. Figures derived from studies conducted by the Bureau of IPublic Roads
show that in 1958, highway user taxes paid by the trucking industry amounted
to more than $2.300 million. Based upon current average cosis of construction,
this amount, paid in 1 year, is sufficient to consiruct 2,300 miles of modern high-
ways according to interstate standards. Roughly two-thirds of these taxes go
directly to the several States to provide matching funds for Federal highway
projects and for the construction of exclusively State facilities—for instance,
the State of Wyoming received in the calendar year 1059, 37,750,000 directly
from truck operations in that State, as a result of motor fuel taxes and related
highway user taxes and collected for the Federal Government to be earmarked
for the Federal highway program an additional $4,138,000 for a grand total of
$11,888,000. A reduction of as little as 9 percent in truck operations in Wyoming
would cost this State in excess of $1 million of available highway funds. If
these fundg happened to be needed to match Federal funds for highway con-
struction, the loss this particular State might suffer could be as much as §9
million; all from a 9-percent reduction in truck traffic.

Statistics show that trucks are responsible for at least one-third of all high-
way taxes paid in the United States and that any serious curtailment of truck-
ing operations will seriously jeopardize the Federal highway program estab-
lished in 1957 and scheduled to be completed in 1972,

In addition to the highway user tax consideration, the trucking industry and
its employees are important to the economy of the local areas and communities
as customers. The trucking indusiry is a major consumer of goods, services,
and supplies. Truckers consistently purchase their materials in the locality
where they do business. This has been done principally because it is economi-
cally sound for the truckers as well as offering a convenient supply source.
These buying practices have been ontstanding factors in the economic growth
of local communities, since the money spent in these purchases is retained and
recirenlated in the local communities,

Trucking (for hire and private) provides employment for more than 7 mil-
lion people, buys 14 billion galions of fuel annually, spends $3.3 billion for new
equipment and replacement parts. In all, total expenditures by the trucking
industry are equivalent to one-twelfth of the country’'s gross national prodnet.

The trucking industry’s steady growth which has enabled it to pay for one-
third of the cost of our highways certainly cannot be regarded as anything but
an enormounsly important factor in the growth of such important industries as
the automotive, tire, petrolenm refining, and automotive parts and accessories.

Many local businesses depend primarily on sales to the trucking industry for
their existence: others look to the industry for a substantial portion of their
income.

To provide for replacement and expansion, the industry each year purchases
thousands of new trucks. Not only motortruck manufacturers benefit, but also
new-truck dealers, located in local communities.
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Operation of a truck fleet within a State also requires huge quantities of
tires, tubes, batteries, gasoline, oil, and parts and accessories. Automotive
retail outlets and gasoline filling stations look to the trucking industry as one
of their major customers.

Trucking industry payrolls—a significant factor in each State—pass into the
stream of the State’s and local community’s economic life by the purchase of a
vast multitude of goods and services from firms situated throughout the State,

Small businesses that depend on the trucking industry are feeling the effects
of destructive competition—service stations, motels, roadside restaurants,
laundries, etc,

The drastic impact of new car piggybacking operations at discriminatory rates
on local businesses can be readily demonstrated. In 1958, about 25,000 new cars
were shipped by truck-away from Detroit to Cheyenne, Wyo. A truckaway
driver, averaging 400 miles a day, made the round trip from Detroit to Cheyenne
in about 7 days, spending 6 nights on the road. With five automobiles on each
load, 4,000 trips were required to move the 25,000 automobiles.

Truckaway drivers on this run therefore spent a total of 30,000 nights in
a motel thus supporting the motel industry, local laundries, ete. These drivers
bought approximately 90,000 meals on the trip and substantially supported local
restaurants, eating facilities, and rest stops.

Transportation of the 25,000 cars referred to above has for example a direct
effect upon the State of Wyoming; although only 41 miles of this route are in
Wyoming, from Cheyenne east to Pine Bluff, the 5.000 trips referred to would
require 8 gallons of diesel fuel at an average mileage rate of 5 miles per gallon
and would produce for Wyoming, at its tax rate of 5 cents per gallon, $2,000 in
1 year; this on only 41 miles of highways and transporting only one commod-
ity—if the drivers required for these trips were domiciled at the Cheyenne fer-
minal, their income, at union scale, for the number of miles driven would flow
into the economy of Wyoming—$1,008,000 per year.

It ean thus be readily seen that the illustrations regarding transport of auto-
mobiles applies equally well to other commodities. Virtually every citizen of
every State will feel the economic impact of rate fixing, which allows destructive
competition to effectively undermine and ultimately destroy an industry so di-
rectly influential in our economy.

In Docket No. 32543, The Eastern-Central Motor Carriers, Inc., v. Baltimore
& Ohio Railroad Company, supra, decided in 1960, the hearing examiner has
summed up the effect upon small communities by saying :

“In general, the motor common carriers meet intense competition from the
railroads as well as from the freight forwarders, shipper associations, and con-
solidators at principal points in the territory. They are able to maintain their
necessary facilities and perform services consistent with the needs of the public
on a free flow of traffic between large metropolitan centers as well as small in-
termediate communities, many of which are not served by any other mode of
transportation. The traffic between major cities is the nucleus of the motor
carriers’ operations and enables them to serve the public at nondiseriminatory
and reasonable rates. Their services at the small intermediate communities are,
in many instances, performed in so-called peddle-run operations which are some-
what more costly than operations between major points. A substantial erosion
of traffic between the large metropolitan centers will necessarily place a heavier
burden on transportation costs from and to the small intermediate points. An
increase in such costs would result in increased rates at the intermediate points.
If the erosion is big enough, it might be necessary to discontinue or enrtail serv-
ire between major points and a diminution or elimination of such service would
result in an abridgment in the service to and from the small points.”

The whole problem is well illustrated and summarized when a shippers asso-
ciation or a consolidator can advertise and select business on the basis that “your
rates with ns will be common carrier (truck) rate less 10 percent.”

In closing I wish to implore this subcommittee and the Congress of the United
States to consider favorably Senate bill 1197, which will only define by statute
for the Interstate Commerce Commission, the duty which they now hold, to pre-
vent and prohibit destruetive competition through selective rate rednction with-
in the national transportation system.

Senator McGee. The next witness is Mr. Harry Schaefer. He will

be followed by Mr. Gus Panos and he by Mr. James Strange.
Mr. Schaefer.
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STATEMENT OF HARRY SCHAEFER, BROTHERHO00D OF LOCOMOTIVE
ENGINEERS

Mr. Scuaerer. My name is Harry Schaefer and I represent the
Brotherhood of Locomotive Engineers.

We don’t believe that any legislation can possibly correct any unem-
ployment due to automation because there is such a wide range of it
in this country today. The Secretary of Labor Goldwater stated last
week——

Senator McGee. Did you say Secretary of Labor Goldwater?

Mr. Scnaerer. Goldberg.

Senator McGee. I think the record ought to be corrected on that.

Mr. Scuaerer. I wouldn’t want to attribute anything Mr. Gold-
water said to Mr. Goldberg. Nevertheless, Mr. Goldberg stated that
of the 5 million unemployed in this country at the present time, 1.8
million are 111191111)]0_\‘0(5 due to automation.

This has been a great problem to many labor organizations and
nobody seems to have the answer to it.

We have the same problem on the railroads. We have lost some-
thing over 400,000 people, through loss of jobs, in the last 10 years due
to a great deal of automation in our industry, and to legislate for a
certain segment of our labor force and protect their jobs, it would be
no more than right that everybody else would be given the same con-
sideration by Congress, and if we were to protect the jobs of the truck-
drivers we most certainly would want to protect the jobs of the rail-
road and the other people who are brought up in this problem. A
good illustration would be, if we were to use that kind of thinking,
we should have legislated the automobile out of existence in favor
of the buggy-whip makers. We wouldn’t have any automobiles or
no highways or no trucks and, consequently, no truckdrivers.

Better yet, if we were going to use that sort of thinking, we had
better begin to legislate against atomic energy. The potentials of
this thing is coming into the forefront and I think we are going to
see a great many changes in employment and our way of living due to
atomic energy, and if we want to legislate in this field in that manner,
to protect the unemployment of these people losing their jobs in the
trucking industry, we most certainly would have to use that kind of
philosophy.

Senator McGre. Could T ask you here while we are on this partic-
ular point, Mr. Schaefer, the unemployment in railroads that is par-
tially the result of automation that you alluded to, the loss of 400,000
jobs in the last 10 years. For example, there has been a resurgence of
business and activity among the railroads, part of which is obviously
due to the success of their efforts in piggyl::wk. What has this pro-
duced in the way of reemployment and new employment on the rail-
roads? Has the employment increased on the railroads?

Mr. Scuaerer. In the past 5 years is where our automation has
taken the greatest effect and the piggvbacking in this respect, in ad-
dition to the recession that we recently had, didn’t increase employ-
ment but it maintained it at a higher level.

Senator McGee. You mean it kept falling at the continuing rate of
400,000 every 10 years?

Mr. ScHAEFER. Yes.
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Senator McGee. At least there was a plateau reached.

Mr. Scaaerer. It probably contributed to some break on the down-
ward trend although——

b‘enﬂ.tm: McGge. But there was no actual reversal, so far as your
organization is aware of, by an upturn in employment ? g

Mr.-Scuaerer. Well, due to the recession that would be difficult to
describe.

Senator MoGee. Well, I was only trying to establish some kind of
reasonable connection here between the obvious improvement in the
economy of the railroads through the success of ingenuity in piggy-
backing. '

Mr. ScaAErER. There is no doubt about it that we have experienced
some improvement, some benefits, not only in the engine service but
in every other department on the railroad where you have clerks and
mechanics and machinists. In other words, 21 organizations that are
represented on the railroads are all affected by any increase in busi-
ness.

Senator McGee. Again, what I am still getting at there, while this
may improve, due to, let’s say, some maintenance operations or the
replacement of outworn equipment a little sooner, and that sort of
thing, I am trying to get down to the specifics of the job picture.
Again, as I think you rightly put it, if the truckers are interested in
jobs, so are the railroad men interested in jobs. I was trying to find
out. for the record if there was any measurable connection between
this upsurge in piggybacking and better times economically with the
job pattern overall in the railroads. So far as you know, there are
not. more jobs in the railroad?

Mr. Scaaerer. Well, due to the recession, as I said, I couldn’t possi-
bly say there were more jobs. I would say it tended to help break the
downward trend.

Senator McGee. In other words, your point is that there is no
breakdown that exists between other descending factors in the economy
that affects the railroads and the ascending factor of piggybacking?

Mr. Scuaerer. That's right.

Senator McGee. That you have no way of measuring or describing
those gains that might be the gains of piggybacking as offset by other
economic factors in the Nation’s economy ¢

Mr. Scuaerer. That's right, although we do experience some

Senator MoGee. 1f the other economic factors in the country were
to reach a balance. that is. level off, so we would be in whatever you
want to describe our economic state, would the piggybacking opera-
tions as an operation itself result in more jobs for the railroad?

Mr. Scuaerer. Oh, definitely.

Senator McGee. Of course, you probably wouldn’t be prepared to
submit your estimate of any percentages?

Mr. Scuaerer. I am not familiar with those things, Senator McGee,
atall.

Senator McGee. Thank you very much. That's all T wanted to
know on more jobs because of piggyback.

Mr. Scraerer. There are a great many piggybacks going through
Cheyenne at the present time in the form of automobiles and also m
the form of boxes. It does contribute a great deal to it, there is no
question about it, and as business increases there is no doubt but what
it will continue. It hasn’t had quite the effect on the western rail-
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roads that we have had in the eastern railroads, although it is begin-
ning to shape and is growing. We have quite a number of cars that
they build and they have to have more men to inspect them, and all
those things contribute to it, of course. But the main philosophy of
this thing in legislating to protect one segment of labor because they
are losing their jobs due to automation, I think must be taken into
consideration, because if they are entitled to that kind of considera-
tion, we are, too, and I don’t think it is a contributing factor because
if you are going to legislate to protect jobs, at the same time you are
going to legislate to stop progress, and you can’t stop progress, no
one can. Progress is ruthless in its march, it does not pay any particu-
lar attention to any group. It will walk on someone’s toes one day
or one year and walk on someone else’s the next. We realize that.
This sort of thing is a challenge against progress rather than one
group against another, I believe.

Senator McGee. Do you think in that same pattern, Mr, Schaefer,
there is any place for or obligation, or absent legislation as has been
demonstrafed in the past to assist in the transitions involving people
because of the impact of automation, its obvious impact in your own
business, for example, railroading, does that belong in the formula?
Or do we let every man take his own chances and when automation
puts him out of business let him suffer?

Mr. Scuaerer. While automation so far has never given anybody
any opportunity to have anything to say, I think that is the wrong
field when we try to stop it in the form of legislation. I think you are
right, T think if automation hurts you, you're hurt, that’s all, because
it involves the businessman as well as the laboring man. Automation
puts just as many people out of business as it does labor people. They
are troubled with that. Competition becomes keener and thereby you
have these unemployment problems. I don’t think we should legislate
in that field. I don't think it should be a governing factor at all, be-
cause I feel this way, I would rather be nunemployed due to automa-
tion than to be a buggy-whip maker under some other form of govern-
nient, because progress has put us where we are, progress is keeping us
where we are. If we try to stop it we are just liable to be making
buggy whips under another form of government. I think labor has
an obligation in that field just the same as everybody else does. We
must take this thing in our stride just as our railroaders have in the
last 10 years. In fact, in the last 35 years we have lost almost 50 per-
cent of our employment and a great deal of that to the trucking
industry.

Senator McGee. Do you have any questions?

Mr. Barton. No question. I would like to comment T think he has
a very enlightened and realistic attitude with regard to technological
unemployment.

Senator McGee. I would only reemphasize we keep in our think-
ing wherever technological unemployment arises that we are concerned
with people, too, and not merely with inventions or inventive genius.
We have to assist in the adjustment, in the transition to other areas
and to other accommodations in jobs and new pursuits. We can’t
simply abandon whole areas, and I think the railroad is a very notice-
able case in point where this has been an extremely I'minful adjust-
ment, and notably here. To those of us who live along the Burlington
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and Colorado and Southern, it has been felt very deeply in most of our
communities. That is the reason I do believe there belongs in there
the media that takes into account the people affected.

Mr. Scuaerer. I believe the State of California has already made
an effort in that regard in helping people who have lost their jobs
due to automation, to help in the transition to other fields of employ-
ment, in the field of education and such things as that. A good ex-
ample of that in the trucking industry, or it probably could even be
applied to our industry, where a man 1s a truck driver and handles a
20-ton truck on the highway, he most certainly would be able to run
a boom or Caterpillar and therefore expand his qualifications for
other jobs in the field of big machinery operation. ‘Those are things
we are going to have to look at and we have to face up to them whether
we like them or not. We simply can’t stop progress by trying to stop
the unemployment in one segment and causing it to grow in another.
It just simply isnot going to work. -

Senator McGee. Thank you very much.

The statement of Mr., Harry Schaefer as filed with the committee
isas follows:)

The United States has the most dependable and flexible transportation system
in the world. The point to which our railroad, highway, and air transportation
has developed is ample proof of this. Not many people take this mportant
fact into consideration until their daily lives are affected by some disruption of
service that has been taken for granted. The very growth and development of
the three transportation systems has created the problem under discussion here
today. It was evident that sooner or later two or more of the forms of trans-
portation would elash head-on when the saturation point would be reached.
The pros and cons discussed here today resolve themselves around this very
problem. There is always the danger that under the avalanche of the pros and
cons lie buried the proper reasoning that is necessary to arrive at a proper con-
clusion.

It would be well, then, if we were to stop for just a few minutes and evaluate
some of the important facts concerning our transportation system. No country
in the world can develop from a wilderness into a world power without an ade-
quate transportation system, It was the railroads that provided the transpor-
tation sy=tem that gave this conuntry the boost that was necessary to develop into
a world power and to sunstain this position through two World Wars. This
shonld leave very little doubt in anyone’s mind that railroad transportation is
necessary in time of peace and war.

The fact that railroad transportation was the only dependable transportation
in the country for many years is the reason it developed into what was later
discovered to be a monopoly. Eventually laws were written to control this con-
dition in order to protect the general welfare: agencies were created to enforce
these laws, which consgisted of such things as regulations of rates to be charged,
the supervision of services to be provided. Safety and sanitation facilities
were also included in these regulations.

During this same period the automobile was coming into its own. This form
of transportation could not be developed until proper roads could be built,
From the beginning, roads for antomobiles were little more than cow paths;
later roads were graded and graveled, and finally we began to build paved
roads. It would be well to remember that at this point the truocking industry
wis unknown. Therefore, it deserves no credit for the basic development of
either the railroad or highway transportation systems.

The far-reaching restrictive regulations on railroads, and after the completion
of highways that had been built by and for the antomaobile, created a condition
that permitted trucks to enter the field of transportation, nnmolested, as a
competitor. However, due to the depression years of the 1930's and the restrie-
tions placed on fuels and rubber during World War II, fhe trucking industry
did not come into its own until after the war ended in 1945. During the 10-
vear period from 1945 to 1955 the trucking industry, by its own admission, de-
veloped from almost nothing to the second largest industry in the country. This
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phenomenal growth could not have been accomplished without some form of
subsidy. The records will indicate that during this 10-year period the volume
of railroad business was declining, while at the same time the trucking industry
was gaining, until the railroads were in severe financial difficulties.

The day of reckoning came when the Transportation Act of 1958 permitted the
railroads to nse competitive freight rates and with the development of new
equipment were able to place at the disposal of shippers and trucking industry
a new, dependable, fast and cheaper form of moving cargo. The shippers and
the trucking industry having the distinction of knowing a good thing when they
see it, immediately took advantage of this service, This cooperation between
the shippers, the railroads, and the trucking industry is the greatest advance-
ment in the field of transportation since the beginning of the railroads, This
represents a breakthrough of the barrier that has existed between the two forms
of transportation. This is the beginning of an orderly process that will revolu-
tionize our entire transportation system. This has also helped to eliminate the
complaints concerning trucks on our highways, from a safety standpoint of
view, and also will relieve complaints in regard to the problem of the trucking
industry paying their way in the financing of highways. Piggybacking truck
trailers on railroad flatears has brought a solution to so many problems in the
field of transportation, that it most certainly deserves everyone's deepest con-
sideration before we permit anyone to stop this progress for the sake of what
amounts to selfishness.

This leaves us with but one problem, nnemployment. "The unemployment
problem is not new to the railroad employee. In the past 35 years railroad em-
ployment has been reduced by more than 1 million jobs, and what is the greatest
concern is that these jobs have been lost forever. The unemployment problem
due to automation and technical advancements has plagued almost every labor
organization in the country and has lately included the Teamsters organization.
No solution to the problem has been found by the Federal Government, industry,
or labor. It has contributed its share of unemployment to our recent recession
of our economy. The Teamsters Union has approached the problem by request-
ing our National Congress to reverse progress by again placing restrictive regula-
tions on the railroads in the form of higher freight rates in order to force ship-
ments by trueks back on the highways. Should the request of the Teamsters'
organization be granted by our National Congress at least two very serions
problems would be the result. First, progress in the field of transportations
wonld be reversed, as has been already stated. Second, to solve the Teamsters’
unemployment problem by this type of legislation wonld establish a precedent
that would most certainly give every other labor organization every reason to
expect the same consideration by the National Congress, which could only
lead to chaos on a national basis.

Many industries are involved in the field of automation and technical ad-
vancements and are using these advancements for the sole purpose of eliminat-
ing employees in order to make more profits. The unemployment that has been
ereated from this souree in addition to the unemployment that has been created
by the recent recession has been of great concern to the Federal Government
and labor for fear that we might unemploy ourselves into a depression that
wonld weaken us to a point of great danger in relation to the present world
erisis.  An employee is not only useful to produce goods and to transport them,
but is also an important link in the chain of our economy. This link must not
be weakened or broken. Therefore, an employer that contributes to the problem
of unemployment through the use of automation for the sole purpose of making
profits should be required to assume some of the responsibility of the nnemploy-
ment problem. This counld be accomplished by a gradual process rather than by
a crash program by the Federal Government or to attempt to legislate one in-
dustry out of existence for the sake of another and thereby deprive the country
of the progress that is necessary in the field of transportation.

Senator McGee. The next witness is Mr. Gus Panos. Following
Mr. Panos will be Mr. Strange, Mr. Roddewig, and Mr. Showalter.

Mr. Paxos. Mr. Chairman, Mr. McWilliams is not going to be
present and he gave me this statement to file.

Senator McGee, Fine. We will file Mr. McWilliams® statement in
the record.
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(The document referred to is as follows:)

STATEMENT oF H. J. McWrLLiams, CHicago, BurrLiNgron & QuiNcy RAILROAD

As an employee holding rights on the Chicago, Burlington & Quincy Railroad
for 37 years, I wish to make a few remarks in behalf of the railroad industry
in their fight for fair treatment in eonnection with the piggyback service that
has been inaugurated in the industry the past few years.

At the present time I am the general chairman of the Brotherhood of Main-
tenance of Way Employees on the Chicago, Burlington & Quiney Railroad and
the secrefary-treasurer of the northwestern region comprising 25 railroads. I
have worked in many fields for the railroad and feel familiar with the various
phases of the industry.

I am sure everyone knows but some do not realize to what extent the railroads
of this country, in the past several years, have suffered competitively speaking
from the different types of transportation, especially from the truck, bus, air,
and waterway lines. I realize competition is essential to the prosperous growth
in any type of business. The railroad industry is not fearful of competition and
is ready to meet such competition. In this connection I mean some relief in
the industry's tax burden and revision of the obsolete regulatory restraints that
were placed on the railroads years ago when they were the only form of surface
transportation., These restraints were never applied to other forms of trans-
portation in such a degree, There are many other like situations that are surely
crushing the very life from the industry, reducing the industry to a mere shell
through the abolishment of certain lines and the merger of others.

In the 1930 depression era the trucking industry began showing its force in
the transportation field. From that time on the Government, through the Inter-
state Commerce Commission, has repeatedly placed a cover over the motor car-
riers from the competitive rate structure angle. A great deal of business was
also lost to the motor carriers due to the door-to-door service they can and are
furnishing. This is service the railroads are unable to furnish without great
extra cost to the rail carriers. As we all know the railroad industry is the pio-
neer in the transportation field. With the steady competition facing them they
have tried repeatedly to get relief from different sources in order they might
meet this competition. The relief in this connection has been small to non-
existent.

During the era when the railroads were losing business to other modes of
transportation little thought was given to the thousands of railroad workers who
lost their jobs due to lack of business in the railroad industry. The job loss in
the railroad industry has indeed been staggering since approximately 275,000
rail workers have lost their jobs during the past 5-year period alone.

The question confronting this committee is the war that has been declared on
the rail ecarriers' piggyback service by James Hoffa, general president of the
Teamsters Union. The piggyback service truly is a competitive service the rail-
roads are exercising to recoup lost business, This service has been met by the
public wholeheartedly since it provides both rail and motor service. The tax
dollars saved to the general public on our highways alone would be staggering
if correct figures could be compiled by the use of the piggyback rail service on
long hauls. The war Mr. Hoffa is waging on both the rail earriers and the
Interstate Commerce Commission in this connection is absurd. For him to de-
mand a law that would prohibit rail earriers from performing piggyback serv-
ice wonld be nothing less than dictatorship in the transportation field. This
could easily put the railroads out of business entirely for he could dictate just
what commodities the rail carriers could haul.

It is with regret that 1 cannot give testimony in person to the committee and
I wish to thank youn for this epportunity in giving you my remarks pertaining to
this very important issue.

STATEMENT OF GUS PANOS, SECTION FOREMAN, UNION PACIFIC
RAILROAD CO., CHEYENNE, WYO.

Mr. Panos. Mr. Chairman, my name is Gus Panos. My address is
111 East 11th Street, Cheyenne, Wyo.

I am an employee of the Union Pacific Railroad Co., as section
foreman. I am also State legislative representative of Wyoming, and
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member of the executive board of the Union Pacific System Federa-
tion of the Brotherhood of Maintenance of Way Employees.

My statement is against any legislation or further restriction that
would amend the ratemaking provisions of the Interstate Commerce
Act.

Such action would be another subsidy to the trucking industry
against the public and our railroads forcing the public to pay higher
rates for transportation and take business away from the railroads
for the benefit of the truckers. That seems to be what the truckers
are asking to be done.

I wish to state that T am not against the trucking industry, if the
trucks ean transport freight cheaper than the railroads, they should
do so, but, likewise, if the railroads can transport it cheaper, then
the railroad should do so.

We, the employees of the railroads, do not ask for any favors, but
do also oppose any favor given to our competition, be they truckers,
waterways, or airplanes. In fact, we believe the railroads are now
under more strict regulation than our competitors and Congress should
be considering ways to give equal competitive opportunity rather than
adding restrictions.

We are sorry that it is necessary to layoff the truckdrivers, but we
also must not forget that there are about 400,000 railroad employees
out of jobs.

In the maintenance of way department on the Union Pacific Rail-
road during October 1955 we had 7,397 men working; July 1, 1960,
we had 6,216 men working; and on January 1, 1961, we had only
4,656 men working. I hope that with traffic increase it would not
be necessary for further force decrease.

The railroad industry during the last 10 to 15 years has been spend-
ing millions of dollars to modernize their equipment, power, and
facilities so they can service the public with better service and faster
service at less cost.

Are we now to penalize the railroad industry for this? Are we to
charge higher rates to the public for truckers’ benefits? We have
faith in our representation in the Senate and the House, for justice
to all and favors to none.

Senator McGee. Thank you, Mr. Panos. I think it would be well
if you would stay for just a moment. I want to ask you about a point
or two. I want to assure you that the concern of the Senate and all
of the Congress is for a balanced transportation industry and fair
treatment for all.

For a long time, as you know, there has been legislation in the trans-
portation field. The question here is not. whether we have legislation
or not but that whatever legislation we have has an effect that tends
to encourage and stimulate and help to grow in all factors of the trans-
portation industry. We like to avoid alining one industry against the
other for sheer survival because the national interest depends upon
the help of them all. That is the criteria that we continually explore.
They are under examination here as we examine a fair national trans-
portation policy.

I take it from your statement that you aren’t against legislation
but you are against any further legislation that would tamper with the
existing ratemaking provisions as they affect the railroads at the pres-
ent time?
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Mr. Panos. We wish the railroads to be given an opportunity to
compete with other transportation in equal terms.

Senator McGee. And the petition, I am sure, states it fairly, that
the trucking interest would only ask the same opportunity. The dis-
agreement arises as to what is the fair atmosphere of opportunity for
reasonable competitive operations. This is where the dispute arises.

Mr. Panos. Yes.

Senator McGee. They would make exactly the same statement, I
think, that you have so eloquently made here this morning. I think
you raise a point here that is of very notable interest and is a very
commendable point. That is, the real measure in all of this is how we
can get better service at lower costs to consumers, to people. Does
your group have any feeling or any evidence of the extend to which
these savings, for example, are being passed along to the consumers?
I dare say that is not your category.

Mr. Paxos. Well, T might state it this way. In the past we were
told that there were two sides to the story, but at the present on this
question we find out there are three sides to the story, the side of the
truckers, the side of the railroads, and, after all, the majority of the
public where they have to pay the rates. We ask justice for all.

Senator McGee. I think there is probably a fourth side. In addi-
tion to the railroads and the truckers and the consumer who pays the
rates, there is the national interest from the standpoint of security and
emergency and that sort of thing that hopes to keep all of these seg-
ments going so we have access to them in an emergency. There 1s
a fourth side to this.

Mr. Paxos. Thank you, sir.

Senator McGee. Do you have a question ?
Mr. Barron. No questions, Senator.
Senator McGee. The next witness is Mr. James Strange.

STATEMENT OF JAMES S. STRANGE, BROTHERHOOD OF RAILWAY
CAR MEN OF AMERICA, CHEYENNE, WYO0.

Mr. Straxce. Senator MeGee and members of the committee, the
Senator raised

Senator McGer. Would you identify yourself, Mr, Strangef

Mr. Strance. James Strange, representing the Brotherhood of
Railway C'ar Men of America and representing the shop crafts in the
Cheyenne shops. I am an employee of 19 years of the Union Pacific
Railroad.

The Senator raised a question as to what the possible outcome would
be as far as employment by the innovation of piggyback. As it is
known, any new innovations, any new equipment at the outset does
affect our particnlar craft very definitely. We build these piggy-
back cars. While we do not build them locally, they are built in the
eastern shops, they are built by our craft. Any new product, any
new equipment naturally has a tendency the first few years of holding
up very well and does not reflect a picture of reemployment to the
workers on the whole railroad system, but as they wear out and as
they require more repairs they do result in very definite reemploy-
ment pictures. I have been fortunate enough to have an example of
that particular thing just in the last 2 months. I have had several—
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to be exact, it doesn’t sound like a lot of people, but 13 ]wople reem-
ployed in the upgrading of boxcars due to the fact that the box-
cars eventually wore out.

I foresee the same thing will happen in piggyback, that the piggy-
back cars will eventually need more repairs and will result in higher
employment particularly in our craft, and if we are unable to recover
some of the trade that piggybacking seems to be bringing back to us,
then I think we will no doubt see further gains of employment in the
other segments of the railroad crafts, the operating brotherhoods and
also the nonoperating brotherhoods.

There have been some charges made by the teamsters’ organization
that piggybacking itself was instrumental in causing a widespread
unemployment amongst the truck drivers. Gentlemen, I don’t be-
lieve that the facts will sustain that charge.

Now, while I will admit that there are segments of the trucking in-
dustry, and particularly the motor carriers, who have suffered some
losses, there is no doubt about it and we admit it, but the overall pic-
ture and by the American Trucking Association’s own report dl&)'
show the 1960 gross income gain was 3.3. In the same period for the
railroads the gross carloadings showed a practically similar decline
in the railroad industry.

Now, the piggybacking has resulted in a gain of approximately 2
percent, or a little over, to the railroads. That is the overall picture
throughout the railroad industry. So then I say to the teamsters and
I say to the truck drivers, and I, of all people, hate to see any man
unemployed, I have seen my forces cut practically 50 percent since
1949. I don’t like to see an unemployed truck driver, I don’t think
the committee does, but I do say to the committee that quite possibly
the truckers are attacking the wrong objects, that they are attacking
the piggybacking when actually the piggybacking is not the one that
is causing the injury. I say that the recession that we have just gone
through, the truck driver probably caused the depression, the un-
employed truck driver. By the same token, so does the unemployed
railroad man. So I don’t believe that anything should be done now
that would take a step backward from the steps that were taken in
1958 to help the railroads pull themselves out of the doldrums that
they had apparently gotten into, possibly some of it was their own
fault, as a laboring man I am not able to say definitely whether it was
or not, but undoubtedly they were in the doldrums.

Today some of the railroads, particularly back East, are on the verge
of bankruptey. I will name you one, the New Haven, practically
fighting for its life. I think I am fair in stating that that fight was
caused primarily because some of the business was drainéd off either by
}..rucks._ either through coastal shipping or through possibly barge

ines.

Senator McGee. Not to mention automobiles?

Mr. Strance. And possibly automobiles. New Haven is quite a
passenger railroad. We can’t say to the public, “You are all going to
have to give up driving an automobile so you can keep the railroad
alive.” We know they are not. going to do that.

So, to sum up, gentlemen, I say this, that we do have a great sym-
pathy for the unemployed trucker. I am a laboring man myself. I
work by the day. So I know what it is to be unemployed. You have
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to meet the monthly bills. But I say to the unemployed trucker, we
are all in the same boat. So let’s find out how we get that boat to
shore. I don’t think this is the way to do it, to see that legislation is
instituted that will cause a railroad man to be unemployed so that a
trucker can be employed. I thank you,

Senator McGee. Thank you very much. I think, so that the rec-
ord may be again kept straight here, we ought to bear in mind, if I
understand the testimony this morning correctly, that the real sub-
stance of the charge is not that there has been any real black con-
spiracy to do this sort of thing to the detriment of the motor carriers,
that this is the result of the present operation of the existing regula-
tion of the ICC that permits the ratemaking as it is. There has been
relatively less evidence, or it has been insinnated, at least, that what
we are talking about is the result of what you call a recession. The
concern is not how we cope with the recession, everybody suffers from
that, but rather whether there is any kind of unfairness in the opera-
tion of the present ratemaking situation. That is the burden of the
petition, as I understand it, carried by the people representing the
trucking interests here this morning. I think the record ought to
show that, so that we keep it straight.

Mr. Strance. Yes, Senator. While there has been some implica-
tion by, I won’t say the trucking industry, but by the teamsters’ or-
ganization that there has been a combination or a collusion between
the Interstate Commerce Commission and the railroads, T have not
personally agreed with some of the decisions made by the Interstate
Commerce Committee but

Senator McGee. Commission, vou mean. Committees don’t make
such decisions. The Commission does.

Mr. Stranee. Excuse me. I will say this, that I think each and
every one of them are dedicated gentlemen and I do think they are
doing what they are doing in the public interest. Thank you.

Senator McGee. Do you have any questions?

Mr. Barron. No questions, sir.

Senator McGee. The next witness is Mr. Roddewig.

Will further witnesses be sure to give your address to the reporter
as you identify yourself?

STATEMENT OF CLAIR M. RODDEWIG, PRESIDENT OF THE ASSO-
CIATION OF WESTERN RAILWAYS, CHICAGO, ILL.

Mr. Ropbewic. Senator McGee, gentlemen of the staff, it is a privi-
lege for the railroad industry to be represented here today. We ap-
preciate the courtesy of the Senator and I think out of these hearings
will come a better understanding of what we are talking about in this
whole area of piggyback and especially the piggybacking of new
automobiles.

Senator McGee. I repeat, this is the only purpose of this session,
to get at the facts.

Mr. Roppewia. We understand that.

Senator McGee. Did you identify yourself?

Mr. Roobewic. My name is Clair M. Roddewig. I am president
of the Association of Western Railways, with offices in the Union
Station Building in Chicago, Il1l. The association membership is
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comprised of all the class I railroads, 40 in number, operating in
States west of the Mississippi River and in Illinois and Wisconsin.
I have been president of the Association since 1957. Before that time,
I was president of the Chicago and Eastern Illinois Railroad.

I have served the U.S. Government as General Counsel for the Of-
fice of Defense Transportation and as counsel for the Interstate Com-
merce Commission at Minneapolis, Minn. Before Federal Govern-
ment service, I was atorney general of the State of South Dakota.

I appear here today in behalf of the nation’s railroads.

I am going to try to summarize as rapidly as I can. I might say
we in the railroad industry have been somewhat perplexed as to just
what testimony should be submitted, but I think now the thing has
gone far enough so we know on what to concentrate.

I might say, first, of all, the Teamsters [Inion has been very active
in recent months and they have placed great emphasis on the effect
railroad piggyback service is having on truckdrivers and other em-
ployees of the motor carrier industry who are members of the team-
sters organization, and particular emphasis has been placed on the
fact that some members of the Teamsters Union, who formerly drove
tractors pulling racks loaded with new automobiles, are now unem-
ployed. We know this is true because the railroads are now trans-
porting a considerable number of new cars in piggyback service and
a growing number on newly developed bilevels and trilevels railroad
cars, which does not involve piggybacking by the railroad.

We are quite willing to tell the public that this relatively new piggy-
back service and the use of these newly developed railroad cars make
for lower freight charges and make possible to charge a lower freight
charge per new automobile than that charged by the over-the-road
haulers. This represents progress in transportation and a portion of
the economies resulting from these services and this equipment innova-
tion is being shared with the shippers. We in the railroad industry
think it is good for the Nation’s economy

Senator McGee. May I interrupt, Mr. Roddewig, just for one ques-
tion there? Do you have any evidence or any experience from your
end of the line to suggest whether these lower freight charges to the
shipper, to which you refer, end up as a benefit to the consumer?

Mr. Roopewic. I have made inquiry from all the automobile manu-
facturers and they assure me it is.

Senator McGee. That this is passed along in savings?

Mr. Roppewie. That’s right. I don’t know their business and I
think the committee should make inquiry from them as to the exact
situation in this regard.

Senator McGee. That is, you would think it would be important, of
course, to round out this picture, that such an inquiry be made ?

Mr. Roopewic. I am not suggesting that, Senator. I think the
committee itself would be in better position to judge that. But trans-
portation is just one segment of the overall cost of producing an
automobile.

Senator McGee. Yes, For example, in the case of the automobiles,
with whom is the contract? Who is the shipper in the case of the
automobile ?

Mr. Roppewic. The shipper in the case of the automobiles is the
automobile manufacturer, and 1 might say right here much of the
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traffic that we are talking about moves on rates that are filed with the
Interstate Commerce Clommission, not by the railroads, but by the
trucking industry. These are not all railroad rates that we are talking
about. These are trucking rates in many instances filed by the truck-
lines where the raiiroads merely participate in that rate by an adoption
notice and through what we call a substitute service arrangement.
There are some traffic witnesses who will follow me and I think they
can enlighten the committee a little better on that point.

I have some charts. This first chart here is a chart that shows what
has happened in the transportation of new automobiles since the year
1921, and the solid line up there shows the part that has been trans-
ported by railroads. This goes down through 1958. You will notice
it has been a steady decline.

This new business at one time, this new automobile business, was
substantially all on the railroads, almost 80 percent. Starting at the
same time the portion that was hauled by motor vehicles was just
slightly above 20, and it has gone up, up, up, up, up, and in 1950 it
almost reached 90 percent. Now, we have gotten part of this business
back, but it is just a very, very small part of it back, and they still are
handling more automobiles than they ever did and far more auto-
mobiles than we are handling. '

Senator McGee. Your chart goes to 1958 there, I notice on the lines
for trucking.

Mr. Roppewic. It goes to 1958 and I think we can give figures and
supply them later.

Senator McGee. T wondered whether you had more recent figures
that could be supplied for the record.

Mr. RoppEwic. Yes, sir.

Senator McGee. Fundamentally, as I understand it, it has been the
impact roughly since 1958 that is really the nub.

Mr. Roppewic. Actually, T think in 1959 the railroads hauled less
automobiles than they did in 1958. That is because there were less
automobiles to haul. That is another factor in this thing. We talk
about people being unemployed, the drivers being unemployed. The
whole economy is down. Actually, in the first quarter of this year,
that is, 1961, there were 40 percent less automobiles hauled than there
were in the first quarter of last year. That in itself means, assuming
that they had all the business, that they would have 40 percent less
opportunities to haul automobiles than they had a year ago. So it is
not all going to the railroads.

Now, I would like to go on——

Senator McGee. On the same point there, again to keep the record
completely across the board, even with the 40 percent cut, let’s say,
in the number of cars being hauled anywhere by anybody. it is the
relationship between the railroads and the automobile haulers.

Mr. Robpewic. There is more going by railroad, perhaps, propor-
tionately than there was a year ago.

Senator McGee. And your figures will show that.

Mr. Robbewic. But the amount of automobiles going in piggyback
service on the railroads is down. That is a decline factor and again
that is because of technological improvements in railroad equipment.

I have some charts here. It will take just a moment to show them.
We have three pictures that demonstrate what has happened in the
equipment line.
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This, gentlemen, is the way new automobiles were hauled by a rail-
road in 1921, and all through the years when our volume continues to
go down, and starting at about 1958 the railroads became worried.
We couldn’t compete with the trucklines then. They got the business
because of service and also because of lower rates. They could pro-
duce lower rates because their cost was lower than ours. So we went
to work on new equipment and new concepts and this is the next de-
velopment.

This was the development of taking the highway transport that
hauled four automobiles and putting two of them on a piggyback
car so as to double the load of automobiles on a railroad car. So
when they moved this way you had twice the number of cars that you
had when they moved before when you had four in a box car.

Now, the next concept is one further step. This concept is what we
call the bilevel car—it is a trilevel car instead of bilevel. Here you
have got three decks and each one of those decks hauls four cars.

This is the movement of cars directly on a railroad freight car,
and whereas before this development of this new type of equipment
you had 4 automobiles in a railroad car, here you have got 12 auto-
mobiles in a railroad car,

Senator McGee, Would it be fair to say that you physically carry
three times as many cars with the same amount of rolling stock as you
did before?

Mr. RoppEwic. That’s right. That’s a fair statement to make.

The next step, then, was in the case of compacts. That is the
smaller ecar. Now, we had nothing to do with that. The automobile
people began to make shorter cars. These same trilevel cars will haul
15 compact cars in 1 railroad car. So here, instead of 4 automobiles
you had originally in a box car, today in the case of compacts you
1ave got 15, and again you have got 1 car doing almost four times as
much work as it did before this.

Here is a very simple way where you load the trilevel cars and the
bilevel cars. That is an adjustment ramp. You drive the cars on
the upper deck, the middle deck, or the lower deck, as the case may
be: the ramp adjusts up and down to the different levels of the car
itself.

We go on now to the next. Here is another type. This is a bilevel
car where you have two tiers of automobiles. The number of cars or
pieces of equipment transported will vary depending upon the height
of the equipment, the length of it, and what-not, and this is to handle
traffic wlww you have got low clearances on railroads or where you
have got extraordinary high antomobiles themselves.

Another factor that makes it possible to have three tiers of auto-
mobiles is the fact that the automobile today is a substantially lower
car from top to ground than it was before. So you can take three tiers
and they are not nearly as high in the air as three tiers of cars would
have been 15 years ago.

Now we are going to talk about what railroads get on this traffic.
This is a case of the Frisco Railroad and this chart here, the first bar
on the top there shows that their average revenue per carload in 1960,
on sand and gravel, was $62.56 a car, bituminous coal was $72.98, iron
ore was $171.35, manufactures and miscellaneous, which is the highest
rated traffic which moves on the railroad, averaged $186.03, all auto-
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mobiles, that is, including piggyback, inside box cars, what-not, the
average was $436.34, and the trailer on flat car and the trilevel and
the bilevel cars, the average revenue was $510.35 a car—a railroad
car I am talking about. That is $510 of railroad revenue per car on
the Frisco Railroad for 1960 on an average compared with gravel
and sand average revenue of $62.56.

The next chart is average earnings per ton. This is on the basis
of per ton load on a car. Sand and gravel in 1960 on the Frisco—
:lm} I use the Frisco because all the Teamster literature that they put
out has referred to the Frisco Railroad as the arch villain in this—
and I say this somewhat humorously, but they have used the Frisco
Railroad, so to speak, as the horrible example. In 1960 gravel and
sand average revenue per ton was $1.01, bituminous coal average
revenue per ton $1.33, iron ore average revenue per ton $2.26, manu-
factures and miscellaneous average revenue per ton $6.01, and average
revenue per fon on automobiles handled on the Frisco Railroad $27.65,
or 27 times the average revenue of gravel and sand, and that’s the
statements in the Teamsters’ literature to the contrary notwith-
standing.

Mr. Barron. Mr. Roddewig, pardon me, how would the figures
stack up if they were converted to ton-miles?

Mr. Ropbewic. We have got ton-mile figures. Mr. Gilliland’s
statement of the Frisco Railroad, which will be filed, will show the
ton-miles.

I would like to take just one more chart. Aectually, what is involved
here, and what the Teamsters and the trucking industry are saying,
is that we should reduce our rates. That is actually what they are
saying, we should cut our rates—I mean that we should raise our
rates, that our rates are too low. Now then, they say that we should
be compelled to raise our rates either by the Interstate Commerce
Commission or the Congress itself should legislate to make us raise
our rates on the basis that they are noncompensatory. Now, this gives
cents per car-mile. If we are going ot say that on the railroad move-
ment of new automobiles from Kansas City to I.os Angeles—and
that’s a very heavy movement that goes through Cheyenne; on that
the railroads get 88.5 cents per car-mile, and on new automobile traffic
from Proviso, which is right at Chicago, to Cheyenne, the revenue per
car-mile that the railroads receive is 85.4 cents per car-mile—if those
rates have to be raised because they are noncompensatory and because
they are too low, then there is a whole scale of rates that are much
below that on products of Wyoming that move out of Wyoming to
find markets in other States that are going to have to be raised.

Let’s take wool, which is a very important crop in Wyoming. The
railroad revenue on wool from Rawlins to Boston is 42 cents per car-
mile and the rate on soda ash, which is a new product——

Senator McGee. You'd better add there we hope to reduce some
of the dirt and grease in that wool so we don’t have to dirty up your
CATS any more.

Mr. Roppewic. I am sure that can be worked out. Soda ash, which
1s a new movement moving from Westvaco to St. Louis, the revenue
there to the railroads is 42.9 cents per car-mile.

Another produet that Wyoming is exporting is wood chips and
wood pulp, and those products are moving in increasing amount to
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the paper mills in Wisconsin. In the case of wood chips, the average
revenue per car-mile is 28 cents;: pulpwood, the average revenue per
ear-mile from North Park to Green Bay is 30.6 cents.  When we come
to crushed stone, again this gets into the category where they say we
are charging less for automobiles than for sand and gravel. Crushed
stone moves from Wyoming to Louisiana. The reason it moves there
is because it has an iron content in it that they like down there in the
oilfields. To move that, the railroads are charging 36.2 cents per
car-mile.

The point is, if the automobile rates have to go up because they are
noncompensatory, then the Commission on the same basis, on the same
cost data, is going to have to require that all these other rates go up,
and this is just an example of products that are important to the State
of Wyoming.

So, gentlemen, what we are talking about here, we are talking about
competition, we are talking about fair competition, we are talking
about technological change, and I am ooing——

Senator McGee. I wanted to ask a question. T just asked counsel
to make sure I was straight on this. When you are referring to these
comparative figures, these are comparative revenues per mile, these
are not the actual costs?

Mr. Robpewic. These are what the railroads charge the shipper.
These are what the railroads receive for hauling freight.

Senator McGee, Yes. This is the charge that you levy ¢

Mr. Roppewic. That we make and we collect ; that’s right.

Senator McGee. Now, this does not bear any relationship to the
cost to the railroad of rendering the service ?

Mr. Robpewic. The cost will vary somewhat, but I might point this
out. Much has been said that these automobiles move one way and
the equipment comes back empty. Wool, generally speaking, moves
in the conventional box car, and that equipment theoretically moves
both ways. Soda ash moves in special equipment: the car moves
one way loaded and moves back empty. Wood chips move one way
loaded, comes back empty. Pulpwood, one way loaded, comes back
empty. Crushed stone goes one way loaded and comes back empty.

I might say this is a competitive situation. Really, we look at it
that here is an industry that has been doing all right. Their business,
the trucking industry business, actual volume of business in 1960,
was higher than it was in 1959. They are still growing. Our busi-
ness in 1960 was below 1959,

Mr. Barron. How about their net profit in 1959 ¢

Mr. Roopewic. I think the net in both cases was down. This is a
competitive situation—

Senator McGee. These figures are for the whole trucking industry?

Mr. Roppewic. Yes, sir; for the whole trucking industry. I would
like to quote from a statement that Judge Ganey made recently when
he imposed sentence on some equipment manufacturers and some of
their officers for price fixing. We look upon this thing as merely
a device, this campaign of our competitors and their employees, as a
campaign by which they are trying to get the Federal Government to
rig prices in the very same manner, to do it under a law that they are
asking Congress to pass, to have the Government rig the prices, which
is the very contrary thing that the Sherman Act is designed to do and
all our antitrust acts are designed to do.
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Here is what Judge Ganey said when he sentenced these manu-
facturers and the officers :
What really is at stake here is the survival of the kind of economy unnder

which America has grown to greatness, the free enterprise system. The con-
duct of those who have conspired to restrict competition by price fixing—

he continued—

has flagrantly mocked the image of that economic system of free enterprise
which we profess in this country and destroyed the model which we offer today
as a free world alternative to State control and an eventual dictatorship.

I say, Senator McGee, that these words are of historic significance,
and all we say is that better goods and services and increased produc-
tivity are not the results of restraining competition and rigging prices.
They are the results of good, wholesome, fair competition, giving play
to the fruits of technological improvement and the passing of those
fruits of progress on to the shipping public.

Thank you very much.

Mr. Barrox. Mr. Roddewig, I am much interested in your last
statement that you believe in free enterprise, is that right, and the en-
forcement of the antitrust laws?

Mr. Roppewic. Beg pardon ?

Mr. Barrox. I take it you believe in free enterprise and the enforce-
ment of the antitrust laws?

Mr. Roppewia. Yes,sir; I do.

Mr. Barron. Why did the railroads so vigorously seek exemption
from the antitrust law in making rates under the Reed-Bulwinkle
bill? Do they have such exemption today ?

Mr. Robpewic. I would think if we didn’t have any rate regula-
tion we wouldn’t need that. The only reason you need that immunity
is because you have a system of rate regulation by the Interstate Com-
merce Commission, If you didn’t have that, the railroad industry
would have to take its place right alongside of every other industry
under the Sherman Act and all the other antitrust action.

Mr. Barron. You would be willing to have complete freedom from
antitrust laws?

Mr. Robbewia. T am not going so far as to say that today. I don’t
think that issue necessarily is here, but the point I am suggesting here
is that this campaign to have Congress, in effect, regulate freight
rates, or through the Interstate Commerce Commission, is the very
opposite of what the antitrust laws seek to bring about.

Mr. Barron. The railroads can do that under the exemption free
of the antitrust laws at present, can they not ¢

Mr. Ropbpewic. They are not free of the antitrust laws, by any
means. The only thing Reed-Bulwinkle says is that we can get to-
gether with rate bureaus and suggest through rates and joint rates.

Mr. Barrox. That is not rigging rates, exactly ?

Mr. Rovpewic. They ave filed with the Commission and the Com-
mission can suspend them, and many of them are suspended.

Mr. Barrox. Mr. Roddewig, about your comparisons, 1 take it
those comparisons were chosen not because they meant anything rate-
wise, I think you would agree that wood chips and pulpwood, crushed
stone, soda ash, and wool do not constitute the valuable traffic nor
have the characteristics of a new automobile, one of our most desir-
able forms of traffic?
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Mr. Robpewic. What T am suggesting is this: The railroads can
make money charging 28 cents to move wood chips from Wyoming to
Wisconsin; if it takes a rate that low to move them to support the
economy out of here, if we can make money doing it, then we can cer-
tainly make money by moving automobiles from Kansas City to Los
Angeles at 88 cents,

Mr. Bagro~. Asa rate comparison?

Mr. Roppewic. The rate comparisons, I think they have lost the
same meaning that they used to have because of the competitive
situation.

Now, the statement was made here—I want to comment on it—the
statement was made that we are charging less for new automobiles
than we charge for the components that go into new automobiles.
That is not true.

Senator McGee. If you want to turn the coin over to the other side,
the cost of shipping a carload of pulpwood, for example, actual cost
to the railroad company, would be what in relation to a carload of
automobiles?

Mr. Roopewic. There would be situations where actually the cost
of moving automobiles would be less, and I will say why. If the
Union Pacific, which many times they do, if they get a full trainload
of new automobiles in Omaha and if that full trainload of new auto-
mobiles is going to run from Omaha as a solid train through to Ogden,
Utah, or to Los Angeles, you have got a very low-cost piece of trans-
portation involved there, while, on the other hand, if you have got
some wood chips that are coming from up in Wyoming and you move
it over two or three branch lines where you have got low-density
traffic and you finally get it into Wisconsin, you have a higher cost
piece of transportation.

Senator McGre. Of course, you have selective instances in each case
there,

Mr. Roopewica. That’s right.

Senator McGee. In terms of over-the-road business in general.

Mr. Rovpewic. 1 don’t know. Your equipment used in hauling new
antomobiles, especially these trilevels, certainly it costs more than
the wood chip cars but they are both expensive cars. As against that,
your new automobiles, your cars to handle new automobiles, I believe
in most instances they are roller-bearing cars, they probably have to
be shopped less than the old type car, and you have all these different
factors that have to be brought into play.

Senator McGee. Because it came up at another point in the hearing
this morning, perhaps you can shed a little light on this for us. Em-
ploymentwise in the railroad, what does this segment we are inter-
ested in, piggybacking, mean in terms of new employment !

Mr. Roopewie. I tried to find that out in our industrywide statistics,
just how much of the automobile business we handled act ually went
piggyback. I couldn’t even isolate that because the st atistics come
in *new automobiles,” regardless whether they move in boxcars, pig-
gyback, or whatnot. The individual railroads have it because they
keep a separate record of it. But getting back to employment, I don’t
know that you can isolate that, Senator. But I do know this. We
talk about the railroads today—actually, we are handling less busi-
ness than we had in 1958, we are in worse shape today than we were
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mn 1958, but if the railroad industry today could increase their busi-
ness by 15 percent, of business that would give us the revenue that we
are receiving on new automobiles, you wouldn’t have a squawk from a
single railroad in the United States on the basis of earnings. The
railroad industry would have earnings and have prosperity that we
have never had before from the 15-percent increase in traffic or that
would give us the equivalent of that in revenue.

Senator McGee. I think the record again ought to be reemphasized
that as far as the Congress is concerned, as far as this Subeommittee
on Surface Transportation is concerned, we do not regard any issue
here as involving rate rigging. We are interested in a fair rate struc-
ture and practice and that’s the reason we want to give the fullest pos-
sible hearing to all sides on this subject. It makes a difference whose
ox is being gored as to what your view is, as to what is free enterprise
or what is free competition or what is fair competition. One of the
reasons for the ICC being created in the very first place was because
of the inability of private interests to view that objectively because of
the fact they left out of consideration the public interest. That is the
long history of the past. We have grown up and matured and sophis-
ticated this whole operation, It is a part of the continuation of that
sophistication, if I may say, we feel the ratemaking in all transporta-
tion, because of its bearing on the Nation as a whole, has to be under
constant surveillance. It 1s not a matter of rigging whatsoever. It is
a matter of fairness and soundness. That is the only point.

Mr. RobpEwia. The suggestion of rate rigging is our own suggestion
and certainly doesn’t come from any member of the committee.

Again, may I close on this note, that if the railroad industry can’t
compete pricewise for the transportation business of this country, then
we are running headlong into Government ownership of the railroads.
When you get Government ownership of railroads you may get Gov-
ernment. ownership of the trucking industry. This competition isn’t
too bad. Can’t we pass on the fruits of progress? If our industry
as a part of the competitive economy of this country comes up with
something that permits us to do something cheaper for our country,
shan’t we have the right to pass on some of those fruits to our cus-
tomers?

Senator McGee. Assuming the customers are the consumers. That,
of course, is another question.

Mr. Ropbewic. If there are automobile companies today that are
not passing these on to their customers, it is just a question of time
until competition in turn will make them passit on. They tell me they
are passing it on. Now, whether they are or not, I am not represent-
ing them.

Senator McGee. I think the benefit to the consumer is of utmost
importance, and whatever else, Congress stands as almost the only
spokesman for the consumer. The railroads have very able represen-
tation through men such as yourself, the truckers have excellent rep-
resentation, and labor has excellent representation. Congress has to
speak for the consumer.

Mr. Roppewic. All we want to do is to do a better job for the con-
sumer. We want to pass on the fruits of our organization.

Senator McGee. Thank you very much.

Mr. RoppEwie. Some of these charts I used are from Mr. Gilliland’s
statement. We want permission to file that statement.
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Senator McGee. We would hope, if we could, to get copies of the
material on the charts for the record.

Mr. Robpewic. Some of them are in Mr. Gilliland’s statement.,

Senator McGer. Mr. Gilliland’s statement will be in the record.

Mr. Roppewic. Very good.

Mr. Giruinaxp. May I file it with you now ¢

Senator McGee. Please do.

(The prepared statement of Mr. Roddewig follows:)

My name is Clair M. Roddewig. I am president of the Association of Western
Railways, with offices in the Union Station Building in Chieago, 111. The associa-
tion membership is comprised of all the class I railroads, 40 in number, operating
in States west of the Mississippi River and in Illinois and Wisconsin. I have
been president of the association since 1957. Before that time, I was president of
the Chieago & Eastern Illinois Railroad.

I have served the U.S. Government as General Counsel for the Office of De-
fense Transportation and as counsel for the Interstate Commerce Commission
at Minneapolis, Minn. Before Federal Government service, I was attorney
general of the State of South Dakota.

I appear here today in behalf of the Nation's railroads.

We, in the rail industry, have been somewhat perplexed as to just what testi-
mony should be submitted at this hearing.

The hearing, we understand, is for the purpose of inquiring into railroad piggy-
back service, and its effect on other modes of transportation, along with loss of
jobs by member of the Teamsters Union, So far as I am informed, there is no
proposed legislation pending in Congress which specifically refers to piggyback
service.

We are aware that James Hoffa, general president of the Teamsters Union, has
declared war on railroad piggyback service—the movement of truck trailers on
railroad flatears. Acceptance of this comparatively new transportation service by
shippers and the public is clearly shown by its explosive growth in the last few
years.

Mr. Hoffa and his union have placed great emphasis on the effect railroad
piggyback service is having on truckdrivers and other employees of the motor
carrier industry who are members of the Nation’s largest labor organization.
Particular emphasis has been placed on the fact that some members of the
Teamsters Union, who formerly drove tractors pulling racks loaded with new
automobiles, are now unemployed. We know this is true, because the railroads
are now transporting a considerable number of new cars piggyback service, and
a growing number on newly developed bilevel and trilevel railroad cars which
have been designed for this service.

We are quite willing to tell the public that this relatively new piggyback
service and the use of these newly developed railroad cars make lower freight
charges possible per new automobile than that charged by the over-the-road
haulers. This represents progress in transportation, and a portion of the econo-
mies resulting from these services and equipment innovations is being shared with
the shippers. We, in the railroad industry, think it is good for the Nation's
economy, but evidently Mr. Hoffa and his Teamsters Union wonld like to have
Congress enact a law against it.

Let's look back 25 or 30 years to the days when almost all new automobiles
moved from point of manufacture to dealers in railroad boxears. Then motor
carrier operators offered rack trailer haulaway service at lower rates, in addi-
tion to providing delivery at the dealer’s place of business. They got the busi-
ness and as this traffic left the railroads for the trucks, railroad employees lost
their jobs.

Railroad employees are members of unions, too, but railroad unions did not
demand that Congress outlaw the movement of new automobiles on highway
trailers from the Nation’s highways. Nor did the railroad industry.

Maybe we should have been more aggressive. But the record is clear that
the railroads cannot be accused of hampering transportation progress when
consideration is given to the public interest,

It is regrettable that men lose jobs, whether they be employees of trucking
companies, railroads or any other industry, but progress cannot be halted or
hampered by enactment of selfish legislation.
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While Mr. Hoffa seeks to place blame for teamster union unemployment on
the doorstep of the railroads, he conveniently overlooks the fact that antomo-
bile manufacturing in the first quarter of this year was about 40 percent under
a year ago. Likewise, other industries in the Nation, for the most part are
producing less than they did a year ago, and as a result, freight traffic volume
is below what it has been in recent years. Witnesses who will follow me will
give the subcommittee factual statistical evidence.

I do, however, want you to note two charts I have bronght with me. These
two charts, as I will demonstrate, point out the shift that has taken place in
the transportation of new automobiles. (Extemporaneous remarks.)

At this time it seems appropriate to state that we suspect that this attack
by the Teamsters Union on railroad piggyback service is just one prong of a
many-pronged attack to place the railroad industry in a legalized regulatory
straitjacket which would preclude competition with newer forms of transporta-
tion for the country's transportation business. If the efforts of these selfish
interests are successful, it would mean slow death for the Nation's railroads
as a privately owned indusiry. The railroad industry cannot exist if it is
denied the right to compete on a fair and equal basis with other modes of trans-
portation. I make this statement with all the sincerity I can command.

Prior to 1958 and enactment of the Transportation Act of 1958, the rail-
road industry was rapidly approaching serious deterioration. Congress wisely
recognized the seriousness of the situation and passed legislation which loosened
some of the regulatory shackles which had held the industry in restraint while
competitors grew strong and healthy.

One of the most important provisions of the 1958 act was its clarification of
the ratemaking provision of the existing law.

This act granted the railroads a measure of freedom to compete fairly for
the transportation business of the country that they did not have prior thereto.

The railroads are now exercising that right to compete, as Congress clearly
expected them to do. They are trying to bring about an orderly adjustment of
the rate structure more nearly to reflect transportation costs, rather than leave
the rate structure rigidly tied to philosophies which have been unrealistic for
many years.

The railroads are cooperating with shippers in developing means of providing
more satisfactory transporation services, and means of reducing transportation
cogts. They are sharing the resulting savings with the shippers.

All of this is producing more business for the railroads. And in no area of
transportation have the results been more spectacular than in the explosive
growth of piggyback.

Some business lost to motor carriers and barge lines over the years has been
regained and some new traffic has been developed as a result of railroads being
permitted fto exercise a degree of competitive freedom. Naturally, rail com-
petitors have lost some traffic, and they don't like it.

Teamster Union propagandists have been assigned to the task of convincing
Members of Congress that legislation is needed to thwart the alleged menace
of piggback service to Teamster members who are employed in intercity trucking.

They already have turned out a number of pamphlets on what they represent
as the perils of piggyback, but their output g0 far looks like they are having a
rather difficult time putting together a convineing recital of how the publie inter-
est will be better served by keeping the truck trailers on the highways instead
of allowing them to ride over the railroads’ right-of-way.

It takes the burning of a lot of midnight oil to dream up any kind of an
explanation as to how shippers are being injured by piggyback that has resulted
in the explosive growth of this combination of truck and rail transpoertation
in the last few years.

So all in all, it is not surprising that the Teamsters' propaganda is an amazing
conglomeration of arguments that don't make much sense—and more frequently
than not wind up in head-on collisions with each other,

For example, the railroads are given a pat on the back for the improvements
and the economies in the transportation of freight which they have been able
to effect through the development of piggyback—but a kick in the pants for
sharing the resulting savings with the users of the new services because it is
attracting business and reducing the job opportunities for the over-the-road
teamsters.

The Teamsters say “there is no doubt” about the railroads making money on
their piggyback operation—and they point out why, with figures to show how
piggyback cuts transportation costs. “These figures,” to guote the Teamsters,




PIGGYBACK TRANSPORTATION 69

“illustrate what a lucrative operation it really is.” But, in an effort to drum
up producer and shipper opposition to piggyback, the Teamsters then go on to
state that the railroads are forced to “charge higher rates for shipping low-
priced goods * * * to cover the losses they are forced to take” on piggyback
service, in order to compete with the motor carriers for the high-grade business
How these alleged “losses” can be incurred in an operation which the Teamsters
freely concede to be highly profitable is conveniently left nunanswered.

The Teamsters’ propaganda costars the railroads and the Interstate Commerce
Commission as the villains responsible for the success of piggyback.

The 1CC is portrayed as being under the thumb of the railroads. But in
charging that the Commission is unduly disposed to favor the railroads, no at-
tempt is made to explain why, if this were the case, the railroads’ troubles have
been steadily worsening during the last 30 years, while their competitors by
air, water, and highway have taken over the greater portion of the Nation's
tremendously expanded freight and passenger business.

In the earlier stages of modern piggyback, Mr. Hoffa forced intercity motor
carriers to agree to restrict their use of piggyback. This strategy slowed down,
but did not halt, the development of this new means of transportation.

More recently, Mr. Hoffa negotiated a new contract with trucking companies
in the Midwestern States. At first, he demanded that these companies pay into
the Teamsters’ welfare fund 1 cent a mile for every trailer moved by railroad.
Later he changed this to a flat charge of £5 per trailer.

The new contract with trucking companies operating in the Midwest includes
the $5-per-trailer provision, and this provision is to become effective February
1. 1962, unless some other mutnally agreed npon arrangement is worked out.

Obviously, if a levy of $5 per trailer fails to discourage the -trucking com-
panies from having the cross-country portion of their hauling performed by
rail instead of by highway, there is nothing to prevent the Teamsters from in-
creasing the penalty to whatever figure is necessary to achieve that purpose.

The Teamsters are appealing to the public to join them in their attack on
the railroads and the Interstate Commerce Commission on the grounds that
millions of dollars in highway taxes “are being lost to Federal and State Gov-
ernments when the railroads haul truck trailers.” This, they say, deprives the
respective States of needed highway revenues, and perils the national highway
program.

But. the railroads’ competitors pay relatively little for the support of the
various responsibilities of State and local governments—except for the high-
ways they use. The railroads, on the other hand, in addition to furnishing
their own facilities, pay about $400 million every year to State and local govern-
ments for the support of education, welfare, police and fire protection, and
similar public services, How long does anyone suppose the railroads can con-
tinue to pay $400 million a year to the State and loecal governments for the
support of education and similar services if their opportunities to attract busi-
ness are restricted in order to provide more tax revenues for the highways?

Surely, the funds with which to finance highway programs, whether Federal,
State, or local, should not have to depend upon laws and regulations which re-
striet competition.

What is behind the Teamster charges of Interstate Commerce Commission biag
in favor of railroads? Simply that truckers have sometimes been what three
members of a Senate subcommittee in 1960 termed “disappointed parties in pro-
ceedings before that agency.” In a signed statement of “separate views"” fol-
lowing the subcommittee’s investigation and report on charges of Interstate
Commerce Commission bias, Senators Butler, Morton, and Scott said: “The
erux of all the complaints made to the subcommittee is that the Interstate
Commerce Commission’s Suspension Board has not and will not suspend the
effectiveness of a proposed railroad tariff upon complaint by a water carrier
or motor carrier that the proposed rate is destructive. We cannot agree that
this raises any proper suspicion that the Interstate Commerce Commission is
failing to carry into effect the intent of Congress.”

Underlying the railroads’ increased competitive ability is not an alleged rail-
road-Interstate Commerce Commission combination, but an impressive record
of advancement in railroad technology. In addition to such general and well-
known advances as dieselization, centralized traffic control, and automatic
freight vards, there have been significant “breakthronghs” in major problem
areas. Included are advances in methods and equipment for loading and un-
loading trailers and in new types of railroad cars.
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The Teamsters have charged that the Interstate Commerce Commission has
on nearly every occasion overruled the truckers, and allowed the railroads to
put their rates for piggyback service into effect,

The truth is that this statement really means the Interstate Commerce Com-
mission (1) has refused to kill off arbitrarily a new and formidable competitor
of the trucking industry; (2) has refused to sacrifice and subordinate the publie
interest in piggyback growth and development to the vested interests of the
trucking interests; and (3) has refused to guarantee to truckers the right to
handle traffic they are not economieally qualified fo handle.

The Teamsters allege that “* * * the railroad industry selects a very lucra-
tive market of the trucking industry, such as the hauling of cars. It goes to
the Interstate Commerce Commission, and because this so-called regulatory
agency is prorailroad oriented, the railroads are able to obtain discriminatory
rates.”

The implication here is that the Imterstate Commerce Commission allows
railroads to charge rates that are unduly low in relation to the cost of providing
piggyback service. Yet at another point, where it is noted that the average
piggyback car earns about seven times more revenue a year than the average
boxcar, the Teamster booklet concludes: “These figures illustrate what a lucra-
tive operation piggyback really is.”

Another charge: “In effect, the other users of the railroad’s services must
subsidize the shipment of new cars until the railroads are able to puf the truck-
away companies out of business, and obtain a monopoly in this industry.”

If piggyback traffic is paying its way—and even the Teamster publications say
that it is—then it is axiomatic that piggyback traffic is not being “subsidized™
by other railroad traffic.

Other witnesses will testify as to the revenue aceruing to the railroads from
the transportation of new automobiles, and will demonstrate that the earnings
therefrom are fully compensatory and are in excess of railroad revenue from
other categories of traffic. Especially interesting is the comparison of revenue
from new automobile traffic with the revenue from various commodities pro-
duced in Wyoming and shipped to points of consumption in other States.

If Congress or the Interstate Commerce Commission should say that the rates
on new automobile traffic must be raised to make them compensatory, then the
rates on a large number of Wyoming products must also be raised. The per-
car-mile revenue on new automobile traffic, in some instances, is three times
that of the per-car-mile revenue on Wyoming products that must be shipped to
other States to find a market.

As to monopoly, no one knows better than the Teamsters that it is the motor
carriers—not the railroads—which have held a virtual monopoly on new auto-
mobile traffic for years. This, in fact, is acknowledged in the Teamster pamphlet,
“A Dangerous Combination,” where it reported: “It used to be that truckaway
had the vast majority of all automobile transportation up to 900 miles, and a
majority of the business up to 1,200 miles.”

Before concluding I would like to answer one more charge that the Team-
sters have made, They say:

“The Interstate Commerce Commission and the railroad industry have created
a revolution in the transportation industry that threatens to force the car haul-
ing truckaway companies into bankruptey, and destroy the jobs of over 15,000
Teamster members employed in the truckaway business.”

Piggybacking does indeed add np to a revolution in transportation, but the
implication that its development has resulted from skulduggery or conspiracy
on the part of the railroads and the Interstate Commerce Commission is clearly
absurd. As indicated earlier, it is the outgrowth of advancing technology.

As to loss of jobs, railroad men can speak from experience on this score.
Due in no small part to truck competition, railroad employment in just 10 years
has decreased from 1,220,000 in 1950 to fewer than 750,000 today. As stated
editorially by the Locomotive Engineer: “The whole concern about 15,000 men
whose jobs are threatened is perfectly understandable, however. Would it be
in order for the 450,000 rail employees who have lost their jobs becanse of what
the trucking industry has done to send condolence cards 7

Thank you.
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SUPPLEMENTAL STATEMENT oF Crair M. RODDEWIG, PRESIDENT, ASSOCIATION OF
; WESTERN RAILWAYS

The railroad industry is engaged in a strugele with competitive forms of
transportation which seek to impose restrictive policies that would have the
practical effect of preventing the railroads from competing pricewise for the
transportation business of the country. -

The railroads maintain they are entitled to the right to compete for the Ni-
tion’s transportation business on fair and equal terms with their competitors
and that imposition of governmental policies which allow price rigging and
foster restraint of competition are detrimental to shippers and the general public.

Unless the railroads have equality in freedom to compete, they will be left
with the business their competitors don’t find profitable enough to transport, or
which their facilities are incapable of handling. The railroads could not sur-
vive for long under such restrictive conditions.

This was precisely the precarious situation into which the railroads were being
forced by diseriminatory regulation before the enactment of the Transportation
Act of 1958,

The 1958 act gave the railroads at least a fingertip hold on the right to price
their transportation services so as to be able to meet the competition of the
newer forms of transportation.

Although this right to compete has, to date, proved uncertain and highly con-
troversial, the railroads, nevertheless, have been able to regain some of the busi-
ness they at one time enjoyed. They also have been able to slow down the
inroads their competitors have been making on other business that has been
moving by rail; and they have been able to increase their participation in new
business.

But their competitors are outraged. They are erying “foul.” Every freight
rate proposed by the railroads to enable them to compete effectively with these
newer forms of transportation is, from their point of view, “diseriminatory,” “un-
fair,” “predatory,” and “ruinous.”

The protected competitors of the railroads insist that nothing at all was
changed by the 1958 act—that the Interstate Commerce Commission has erred in
interpreting the act or has been unduly influenced by the railroads. They point-
edly suggest that some of the competitive rail rates which the 10CC has approved
qinee the 1958 act are the illegitimate offspring of an “1CC-railroad combination.”

The railroads rivals have ganged up in an all-out effort to herd the railroads
back behind the regulatory. stockade, and to fasten the gates so securely that
{hese newer forms of transportation need never again be concerned with com-
petition from the railroads.

These newer modes of transportation are engaged in a campaign to force Con-
gress to restore the competitive shelter which they have enjoyed since their
birth.

Meanwhile, they are continuing their efforts to intimidate the Interstate
Commerce Commission, which has been extremely hesitant about loosening the
competitive restraints on railroad transportation as clearly intended by the
1958 act.

They have the support, too, of powerful allies who are the special beneficiaries
of these newer forms of transportation, or whose selffish interests are otherwise
identified with them. James Hoffa and his powerful Teamsters Union are in the
front ranks.

It would appear that the competitors of the railroads have a great deal of
confidence in their political strength, demanding, as they do, that Congress re-
seind a long and carefully considered policy that it adopted only a couple of
vears before,

The railroads, on the other hand, have confidence in the justice of their posi-
tion, They believe that when the chips are all down, and the public under-
stands what is involved, the railroads’ freedom to compete will be upheld as
being in the best interests of the people of this country.

It wonld be useless to attempt to set the record straight on all of the untruths,
half-truths, deceptive statements, splf-contradictory arguments, and sheer non-
sense that are being ground out by the railroads’ competitors in the effort to
extingnish the railroads’ free.iom to compete.

A lot of this propaganda concerns itself with ancient history—with things as
they used to be, and not as they are today. The selfish interest behind it is
apparent. A lot of it is demagoguery. Most of it probably can be brushed
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aside: all of it disregards a few facts that add up to plain, everyday common-
sense. =

In a competitive economy, the right to compete is the right to survive, Un-
less the railroads’ freedom to compete is firmly established in the law of the
land, Government ownership of the railroads is inevitable. There is no middle
ground on either of these propositions.

Now, consider this: Government in this country is already in the transporta-
tion business up to its neck.

Government owns the highways—a public investment of $150 billion in these
transportation facilities.

Government owns the inland waterways—a public investment of more than
$5 billion in these transportation facilities.

With Canada, the United States Government owns the St. Lawrence Seaway—
an investment by this country, to date, of $131 million in this transportation
facility.

. Government owns the airports—a public investment of about $5 billion in
these transportation facilities.

And this list could be extended considerably. It would include the Panama
Canal ; navigation aids for air and water transportation; harbor improvements;
and so on.

How much money is involved? Who knows? Whatever the total, it is many
times more than the investment of private capital in railroad rights-of-way,
tracks, bridges, tunnels, signals, and the other “roadway facilities” of the rail-
roads.

These “roadway facilities” used by railroad trains are comparable to—in-
deed, are the counterparts of—the “roadway facilities” owned by government
at various levels, and used by the motor vehicles, barges, ships, and airplanes
which are owned and operated by private interests in competition with the
railroads.

The railroads and the privately owned pipelines are the only forms of trans-
portation whose “roadway facilities” are not owned by the Government,

And it should be reasonably clear that unless the Government takes its feet
off the necks of the railroads, it won't be long before the Government will own
them too.

If the railroads’ freedom to compete, as provided by Congress in 1958, is
frustrated by the Interstate Commerce Commission, or if the 1958 change should
be repealed by Congress as proposed by the pending bills, the commercial trans-
portation business of the Nation will be allocated among the various trans-
portation agencies by the simple device of price rigging. All would be as it
wis before the 1958 act.

The interests that oppose the railroads know that the railroads can haul most
freight more cheaply than they can, and that the railroads ecan haul a great
deal more freight than they now do, with relatively little additional cost, pro-
vided they are allowed to compete.

This ability to compete, of course, jeopardizes the position the newer forms
of transportation have attained with the aid of Government, which furnishes
their roadway facilities and has been rigging freight rates for their protection.

So today, the highway transportation interests are saying to Uncle Sam, and
to the State and local governments :

“See here, you've got so much money tied up in highways—and vou're com-
mitted to put so much more money into them—that you've got to protect com-
mercial highway transportation from railroad competition. If you think you're
going to pay part of the cost of these highways with the user taxes you collect,
you'd better keep on rigging freight rates for our protection.”

The inland waterway interests, which have successfully fought off tolls or
user charges, say to Uncle Sam : “You've got a lot of tax dollars sunk in these
inland waterways, and while we're not paying you back anything, you're going
to get in mighty bad with a lot of our political friends if you don’t keep the
railroads out of our hair.”

The St. Lawrence Seaway interests remind Uncle Sam: “You've spent a lot
of money on this job, and you know you've got to spend a lot more before it's
finished. But how do yon think we can make a suceess of it if you don’t make
the railroads keep their rates high enough so that the business will be steered
tous? We're supposed to be paying for this seaway through tolls, you know, and
you'd better keep in mind where the dough’s coming from."

They're interesting questions, aren't they?
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On the other hand, the railroads pay about $400 million a year in taxes on
their roadway facilities to State and local governments, These taxes are used
for education, police and fire protection, health and welfare purposes, highways,
airports, and the other functions of State and local governments,

In contrast, the roadway facilities used by the railroads’ competitors, being
publicly owned property, are not taxed at all—although motor vehicles, of course,
do pay license fees and fuel taxes for the use of the highways. Such taxes,
however, generally are dedicated to the maintenance and improvement of the
highways.

To digress a moment, it might be asked why, with the railroads paying taxes
of $400 million a year on the roadway facilities they use, for the support of State
and loeal governments, the railroads’ competitors whose revenues and profits
are now more than those of the railroads—shouldn’t be expected to make a pro-
portionate contribution to the support of State and local governments, in con-
sideration of the use they make of publicly owned facilities?

If the United States were to take over the railroads, State and local govern-
ments, of course, would lose the $400 million in taxes the railroads are paying
them each year.

It is a pretty safe guess, however, that if the Government should ever take
over the railroads of this country it will be through necessity—brought on by
Government itself—and not in response to any popular demand.

It is almost inconceivable that the railroads will ever be folded up, and sup-
planted by other forms of transportation. They are the only form of transporta-
tion that can transport “anything, anywhere, anytime.” They require less man-
power and fuel per ton of freight moved than any other form of land transporta-
tion. Last. but not least, the railroads are mass producers of transportation,
whose unit costs go down as volume goes up.

This ability to reduee costs through volume, and to obtain volume through re-
duced charges, is to the advantage of consumers and industry alike. But the
public can be deprived of these benefits by regulation that denies the railroads
the freedom to compete. And without that freedom, the railroads cannot obtain
the volume of business needed to justify lower charges.

The principal threat to common carriers and other types of regulated publie
transportation today is the growth of private and unregulated transportation.
Ninety percent of intercity travel today is by private automobile. A large and
rapidly increasing portion of the intercity freight transportation is now being
done by motor vehicles, barges, and even ships, that are not engaged in furnish-
ing transportation for the general public. These are operated by producers,
processors, manufacturers, wholesalers, and retailers, for the distribution mainly
of their own goods.

With the exception of the railroads’ new piggyback services, private transporta-
tion is the fastest growing form of transportation in this country today.

The reason for the rapid growth of this do-it-yourself type of transportation
ean only be this: Shippers are finding it more satisfactory to provide their own
transportation either becanse of greater convenience, or lower costs, or both.
The restriction on the freedom of the railroads to establish competitive prices
blocks them from effective competition.

The regulated motor carriers engaged in public transportation have been un-
able to meet this competition for other reasons. Unlike the railroads, their costs
do not drop appreciably as they increase their volume. The railroads, on the
other hand, with the development of piggyback, that it, trailers on flatears, are
now combining the advantages of truck transportation with low-cost rail haul;
and the more business shippers give them, the cheaper they can haunl it.

However, even with the change in the ratemaking provision of the Interstate
Commerce Act made by the 1958 amendment—a change which could have had
no other purpose than to give the railroads freedom to compete—the railroads
have been having a difficult time with the Interstate Commerce Commission.
Contract rates, gnaranteed rates, and volume rates, and other competitive rates
are invariably opposed by the railroads’ competitors. The Interstate Commerce
Commission has allowed some of these to go into effect; it has knocked out
others.

For instance, a few weeks ago the ICC ordered the New York Central to cancel
a contract rate that it had put into effect nearly a year before. The rate was
contingent on volume. Such rates are permitted in Canada, Britain, and
France. No shipper had complained—only the motor carriers and the water
carriers. The Commission, in what appeared to be a far-reaching decision, de-
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clared that the rate constituted “a destructive competitive practice within the
meaning of the national transportation policy.” “The inevitable effect of a
contract rate,” it stated, was “to destroy competition for the duration of the
contract,”

A sharply dissenting opinion pointed out the obvious—that “any competition
tends to be destructive of competing interests in some degree.” An attempt,
“by means otherwise lawful,” to stem diversions or to regain traffic, “can hardly
be called unduly destructive.”

The Commission nsed its interpretation of the meaning of the national trans-
portation policy in another recent and astounding deecision to cirenmvent the
1958 act and raise a “rate umbrelln” for the protection of a water carrier
operating between the east coast and Texas. The Commission arbitrarily
pegged railroad pigeyback rates at 6 percent higher than rates for similar
service by a water carrier.

The people of this country are firmly committed to fair competition. They
recognize competition as the motivating force that pushes the economy of the
United States, and the standard of living of its people, ever upward.

Witness the antitrust laws of the United States and their vigorous enforce-
ment by the Department of Justice.

Witness the fines recently imposed on 29 of the country's largest manufac-
turers of electrical equipment for collusion in curtailing competition through
price fixing,

Witness the jail sentences imposed on seven of their officers for participating
in this collusion to restrict competition.

Witness the breaking up of some of the largest industrial empires in the
Nation because they were found to have been engaged in practices that restrieted
competition.

But look who is restraining competition in the transportation indust ry. Look
who is doing the price fixing. It's the same Government that is enforeing com-
petition elsewhere. It's the same Government that is hauling offenders into
court, fining them, and sending some to jail.

“But,” wail the railroads’ competitors, “the railroads are big fellows: they
can put us all out of business. They are monopolies and have to be restrained.”
And that may have been true a long, long time ago.

Half a century ago, practically all of the intercity travel in this country was
by railroad train. Today, 90 percent of the intercity travel is by private auto-
mobile; 2% percent by bus; 424 percent by airplane: and 3 percent still travel
by railroad. Times and conditions do change.

Half a century ago, practically all of the intercity freight movement in this
country was by railway. Today, other forms of transportation—motor car-
riers, both regulated and unregulated, pipelines and bargelines, ships and air-
planes—account for more than half of this business: or 56 percent. The rail-
roads’ portion has dropped to 44 percent.

The regulated motor carriers’ traffic volume last yYear, measured in ton-miles,
was three times what it was in 1946. By contrast, railroad freight business
last year, also measured in ton-miles, was 4 percent less than in 1946,

Comparable figures for the transportation service performed by unregulated
motor vehicles are not available. It is estimated, however, to be about twice
that of the regulated motor carriers. This is the type of transportation that
is growing at a phenomenal pace.

A recent Government study predicts that private and exempt earriage (by
water, pipeline, and air, as well as by highway) can be expected to account
for half of the intercity freight not later than 1975,

The revenues of the regulated motor carriers alone in 1960 are estimated at
$71% billion. The railroads’ revenues for the transportation of freight, mail, and
express were about $9 billion,

The railroads hauled most of the heavy, bulky and least valuable traffic—
which, of course, moves at the lowest rates, and is the least profitable to handle,
This is evidenced by the fact that the railroads, to collect the $0 billion that
shippers paid them, had to transport six times as many ton-miles of freight as
the regulated motor carriers transported to earn $71% billion.

Times and conditions do change, indeed.

The situation today is a far ery from the monopolistic bogeyman image of
the railroads that their detractors are trying to convey to the public.

The railroad industry, for its part, has no desire to detract from the images
their competitors have built for themselves—a spectacular rise from infancy,
generated by initiative and enterprise, to the creditable positions they have now
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attained, where some of them in the wmotor carrier field now surpass good-
sized railroads in miles of road service and gross revenues. Nor is there any
wish to detract from their claims of Important benefits accruing to shippers
and the general public from their varied services.

But if these images represent the whole story, why are they all so insistent
that price rigging by governient takes the place of fair competition?

If all forms of transportation have an equal opportunity to compete and are
not permitted to engage in unfair competitive practices, then if one form of
transportation succeeds in getting more patrounage than another, it will be be-
cause that form of transportation is giving shippers the kind of service they
want at prices the shippers are willing to pay. Isn't that the way it should be?

From the standpoint of the interests of the publig, isn’t that better than having
a body of regulators deciding what business shall go to whom, rigging freight
rates accordingly, and then justifying their decisions by obstinate misinterpre-
tations of the “meaning of the national transportation poliey"'—decisions that
wholly ignore the condemnation of price rigging written into the Interstate Com-
merce Act by Congress in 19587

And who is going to take issue with what Federal Judge J. Cullen Ganey said
in imposing the fines and sentences on the electrical equipment manufact urers?

“What really is at stake here,” he declared. “is the survival of the kind of
economy under which America has grown [o greatness—the free enterprise
system.

“The conduct of those who had conspired to restriet competition by price
fixing,” he continued, “had flagrantly mocked the image of that economic system
of free enterprise which we profess to the country, and destroyed the model
which we offer today as a free world alternative to State control, and eventual
dietatorship.”

These words are of historic significance. Their application to what has been
going on in the regulation, by government, of the business of transportation in
this country, and the two rate-rigging bills now before Congress, deserves the
sober consideration of every Member of Congress. Judge Ganey's waords deserve
similar respect by all those who are oceupied with the administration of present
regulation of transportation.

The Court's obsarvations should have a very special meaning to everyone who
appreciates the American standards of living, which have their roots in in-
dividual initiative, personal incentive, and private enterprise, and blossom
only in the climate of fair competitive freedom,

Better goods and services and increased productivity are not the results of
restraining competition and rigging prices.

STATEMENT oF J. B. GiLLiLaxp, VICE PRESIDENT, S71. Lovis-SAN FRANCISCO
Rainway Co., St. Louis, Mo.

My name is J. E. Gilliland. 1 am vice president in charge of traffic and in-
dustrial development of the St. Lounis-San Francisco Railway Co., whose offices
are located at 906 Olive Street, St. Louis, Mo. In that capacity 1 have charge
of the sales and service functions, the ratemaking functions, and the develop-
ment of new industries along the lines of our company.

St. Louis-San Francisco Railway eompany, which is popularly called the
Frisco, is a common ecarrier by railroad operating approximately 5,000 miles of
railroad in the States of Missouri, Arkansas, Kansas, Oklahoma, Texas, Ten-
nessee, Mississippi, Alabama, and Florida, Frisco's principal lines extend south-
westerly from St. Louis, Mo,, through Springfield, Mo., to Tulsa and Oklahoma
City, Okla., and Fort Worth, Dallas, and Floydada, Tex., and from Kansas City,
Mo, southeasterly through Springfield, Mo., and Memphis, Tenn., to Mobile and
Birmingham, Ala,, and Pensacola, Fla.

My company has requested the opportunity to appear before your subcom-
mittee for the specific purpose of telling yon about the development, in the past
2 years, of a new technique of handling new automobiles by rail. Our company
is proud to have taken a leading role in this new development because it is
our feeling that the public interest has been served and that it represents a
step forward in transportation techniques.

The International Brotherhood of Teamsters has severely criticized this de-
}'o‘ln;-umnt in pamphlets circulated throughout the country, in its magazine and
in the public press. As a result of this criticism many of its members have been
exhorted to write to their Senators and Representatives seeking investigation
of alleged illegalities and abuses in connection with the establishing of this
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new method of handling automobiles and piggybacking of other commodities.
In much of the teamster publicity, Frisco has been singled out for eriticism be-
canse of its active role in this fleld, Therefore, I would like to deseribe for
you the development of the Frisco piggyback and special rack car rates on new
automobiles.

It is a matter of common knowledge that in the 25 years before 1959 the rail-
roads had been almost completely replaced as carriers of new automobiles. The
extent to which other earriers replaced the railroads in this field is demonstrated
by the figures set forth in appendix A which show that the railroads’ share in
the transportation of new automobiles decreased from 75.6 percent in 1921 to
35.8 percent in 1940 and to 9.9 percent in 1958, Frisco's decline in automobile
traffic followed the same general pattern. This decline in automobile traffic
took place despite efforts by the railroads to remain competitive pricewise.
Needless to say it has, through the years, been a matter of serious concern to
railroad management,

The Frisco began preliminary investigation of new methods for handling auto-
mobiles in 1956. We took into consideration certain disadvantages associated
with rail as compared with highway transportation of automobiles, Some of
these were: slower total transit time, greater damage, no delivery to dealer's
door, and higher rates in some instances.

Although railroads generally maintained advantages over highway transports
in lower costs, faster service from terminal to terminal, and all-weather, 24-
hour service, these advantages were frequently offset by terminal delays. In
addition, the loading and unloading of rail boxcars equipped for handling auto-
mobiles required more manipulation of automobiles than is needed to load and
unload highway trailers. This is shown by the first picture which shows
diagrammatically how automobiles (were and are) carried in conventional box-
cars. Since few dealers are located on a rail siding, they must take team track
delivery and make arrangements for deliv-ry of automobiles to their show-
rooms if the automobiles are handled in rail boxcar service. This inconvenience
and expense was eliminated when automobiles were transported by highway
carriers.

Our studies led us to the coneclusion that piggyvbacking of automobiles would
be a possible answer, and we approached the major automobile producers to
determine whether they would be interested in this new service. They encour-
aged us to progress the idea to the point of devising a plan that would offer
transportation from the end of the assemblyline to the dealer's door at compar-
able or faster transit times than the highway carries, insure minimum damage,
and produce savings in total transportation costs.

We next approached a number of highway transporters with a proposal that
we jointly work out some arrangement which would achieve the foregoing basic
objectives. By mid-1958 the management of at least three highway carriers had
offered their ready cooperation. We selected one of these in the Southwest
which was more particularly suited to work with us in the territory we service.
We borrowed some of their standard highway automobile trailers, loaded them
with automobiles and placed the loaded trailers upon standard flatears being
use for piggybacking other commodities, The second pieture shows one of
Frisco's experimental automobile piggyback loads, These units were operated
extensively over the Frisco system in standard operafing conditions and proved
that the physical handling of automobiles in trailer-on-flatear service by rail
would meet all of the physical requirements stipuated by manufacturers and
dealers.

We had only one remaining problem to solve, namely, a set of rates to fit the
proposed new joint rail-truck service. We arrived at these rates by simply
asking our highway transporter what measure of rates he would require for that
portion of the service he would perform. His answer was that he wanted the
same revenue that he was presently receiving and had been receiving for many
yvears for similar hauls. Since this highway transporter was a common carrier,
his rates were on file with the Interstate Commerce Commission. Stated other-
wise, the motor carrier portion of the revenue was to be neither more nor less
than he was then being paid by automobile shippers for similar hauls,. With
this information, we then determined what Frisco should get for its part of the
complete transportation service. After extensive cost studies. we proposed, as
our proportion, a factor which would return to us more than 100 percent of
our fully distributed costs from St. Louis to Oklahoma and Texas. Fully dis-
tributed costs ineclude all items of cost and a return on investment. Thus, the
joint through single factor rates finally decided upon were made up of the motor
carrier's existing local rate and a fully compensatory rail factor.
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Perhaps I should explain briefly how the motor carriers’ rates had been pub-
lished in order that you will understand how we were able to isolate the existing
local motor carrier rate from the rail interchange point to final destination. Some
automobile transporters have what are called initial rights. This means that
they may haul from the point of manufacture to final destination or to another
interchange point. The “initial” carriers generally published through rates all
the way from origin to destination. The “secondary” carriers published rates
from intermediate points to various destinations. If an “initial” carrier deliv-
ered a shipment to a “secondary” carrier for delivery to final destination, the
“secondary” earrier was in many cases given his local rate from the peint of
interchange to final destination as his share of the total revenue. Our joint rates
were formed upon the same basis, i.e., we were the initial carrier and the sec-
ondary carrier got his regular local rate from the point of interchange to final
destination,

The tariff providing for these joint rates was published to become effective
May 15, 1959. So far as I am advised, it was the first tariff providing for a
joint rail-truck service on setup automobiles.

The idea of such joint rail-truck service was not new or novel. Provisions
for such joint rates and services were included in the Motor Carrier Act of
1935 and now appear as section 216(¢) of the Interstate Commerce Act. Many
such rates are in effect on other commodities.

I have gone through this explanation to demonstrate that the initial Frisco
automobile piggyback tariff did not involve any new or significantly different
principles, Every feature of this tariff except the amount of the rate had been
approved either directly or indirectly by the Interstate Commerce Commission.

Now may I explain briefly how the amount of the rate was computed. The
initial rates provided for rail transportation from St. Louis, Mo., to two rail-
heads: Tulsa, Okla., where traffic destined to Oklahoma points would be inter-
changed with the highway hauler, and Irving, Tex. (the site of Frisco’s piggyback
ramp facilities in the Dallas area) where traffic destined to Texas points were
interchanged. For its services beyond these interchange points the truckline
had asked for its regular published mileage rate from either Tulsa or Irving to
the final destination. To this was added a rail factor of $50 per automobile from
St. Lonis to Tulsa and $60 per automobile from St. Louis to Irving. Thus, the
tariff published as a joint through single factor rate from St Lonis to Houston,
Tex., $05.55 per automobile made up of $60 for the railroad and $35.55 for the
truckline which was its regular charge per automobile for 240-245 miles.

A petition for suspension filed by the National Automobile Transporters Asso-
ciation against our first antomobile rates contained an extensive cost study which
showed that the rail revenue to Tulsa was 115 percent of out-of-pocket costs and
105 percent of fully distributed costs. In the case of Dallas this study showed
that the rail revenue was 103 percent of out-of-pocket costs and 93 percent of fully
distributed costs.

Our reply to that cost study demonstrated that the National Automobile Trans-
porters Association’s cost study had not only used incorrect mileages, but that
it had also overstated certain other cost fizures. The result of the Frisco's cor-
rections was to demonstrate that the rail revenue from the rates to Texas
amounted to 122 percent of fully distributed costs.

Therefore, the Interstate Commerce Commission's Suspension Board, in con-
sidering Frisco’s original automobile rates, had before it an extensive petition
for suspension including a cost study and an equally extensive reply including
a cost study. Both of these cost studies showed that these rates produced com-
pensatory revenues. Coupled with this fact was the fact that these rates in-
volved no new principles and were a step in the direction of cooperation by two
old competitors to coordinate their services go as to preserve the “inherent ad-
vantages” of each and to produce a lower rate for the shipper. I submit that the
Commission very properly refused to suspend and that it thereby fostered a
new development in transportation.

These first rates beeame effective on May 15, 1959. Initially only one motor
carrier was a party to them. Subsequently other motor carriers have asked to
be included. In all cases we have allowed motor carriers to participate within
the scope of their certificate anthority.

After the original automobile piggyback tariff became effective, Frisco added
other origins and destinations to that today joint rail-truck service ntilizing
piggyback is available from the St. Louis area to Alahama, Arizona, Georgia,
Mississippi, New Mexico, Oklahoma, and Texas, and from Kansas City to points
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in Texas, There were some important principles which directed the establish-
ment of these rates:

1. They were all joint rail-truck rates. In other words, a motor common car-
rier of automobiles must transport each shipment from the railhead to des-
tination.

2. There were no rates in which the Frisco participated within a circle ap-
proximately 300 miles in radius around each point of origin. We intentionally
stayed out of this field, believing that for the shorter distances up to approxi-
mately 300 miles the highway hauler of automobiles could render a faster serv-
ice than we could and at rates which would not be profitable to the railroad.

3. We restricted rail participation to a limited number of interchanges. Thus,
shipments destined to any point in Texas are delivered to the truckline at
Irving (Dallas) : to Oklahoma the truckline receives all shipments at Tulsa;
shipments to New Mexico and Arizona are interchanged at Floydada, Tex.; and
all shipments to the Southeastern States are delivered to the truckline at Bir-
mingham, Ala. In this manner the trucks were given a maximum haul at the
destination end.

4. In setting the level of rates, we approached the matter by carefully con-
sidering our cost for hanls 400 miles and beyond. Experience had proven that
for such longer rail hauls we could perform road haul service at lower cost than
the highway haulers, and after adding profit to our costs and coupling them
with the already profitable highway hauler's rates, the two in combination re-
sulted in a total overall lower rate. Manifestly, this type of ratemaking is en-
tirely proper and the fact that it does happen to result in lower rates than the
highway hauler's rates for long hauls is not destructive rate cutfing. To the
contrary, it is simply passing along the inherent advantages of both types of
transportation to the shipping publie, which is sound economics and in line with
the national transportation poliey.

During the time that Frisco was experimenting with the handling of auto-
mobiles loaded in trailers on flatears, our engineers were also working upon the
design of a railroad car which would handle more automobiles. They had felt
for some time that a railroad ear upon which three levels of automobiles could
be loaded was practical. In Janunary of 1960 Frisco, in cooperation with Pull-
man Standard, produced a prototype trilevel car and began using it to trans-
port experimental loads of antomobiles over various parts of our system. From
then until June of 1960 this car was tested extensively both by Frisco and other
railroads. These tests had proved so satisfactory that in June Frisco placed
an order to purchase 100 of these cars. The third picture shows one of these
cars loaded with 12 standard-size automoebiles and the fourth picture shows a
load of 15 compaet cars. One needs only compare these pictures with the
first picture to which I referred to see the obvious economies in using this type
of car. Not only does it carry three times the number of automobiles, but the
automobiles can be driven onto the railroad. car using their own power. The
next picture shows the loading operation, Frisco's trilevel car weighs approxi-
mately 103,000 pounds. This means that the railroad must haul approximately
8,500 pounds of tare weight per automobile. In boxcar service the railroads
generally had to haul not less than 15,000 pounds of tare weight per automobile.

We were again faced with the necessity of developing suitable rates to apply
upon automobiles moved in the new trilevel car. Our experience with the joint
rail-motor rates in the handling of automobiles in trailers-on-flatears had proved
so satisfactory that the initial trilevel tariff, which became effective on August
20, 1960, followed the same pattern.

The economies which are apparent from the pictures I have shown enabled
us to further reduce the railroad revenue per antomobile and at the same time
realize substantially more revenue per carload. This meant that the trilevel
rates were lower than the piggyback rates had been. In addition, the nse of this
new car enabled our connecting frucklines to increase their efficiency in the
handling of the antomobiles. For example, npon receiving the automobiles at
the interchange point they were able to use five and six automobile trailers for
their hanl, whereas only four antomobiles were generally loaded upon the trailers
which had to be carried on the flatears. In addition, there was another basic
difference. In the trilevel tariff a slightly lower rate per automobile was pub-
lished to apply on automobiles weighing under 3,150 pounds than applied on
automobiles weighing 3,150 pounds or more.

This first tariff published rates from Frisco’s automobile loading terminal at
Valley Park, Mo., to points in Oklahoma and Texas. Subsequently, we have
added destinations in Arizona and New Mexico and in the Southeastern States.
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We have also joined with the trucklines in publishing truck-rail-truck rates from
the automobile manufacturing points in Michigan, Wisconsin, and Indiana to
the Southwestern States and we have joined with other rail lines in publishing
joint rail-truck rates from Detroit, Mich., to these States. There are also pub-
lished, both by Frisco and other lines, all rail rates which apply on the trilevel
car. Some of these rates are published in a stated amount per carload and
require the shipper to load the trilevel car. Others are published on a per
vehicle basis and the railroad loads and unloads the car.

While the trilevel car was being developed and the shippers were beginning
to use it, a bilevel car was developed to handle loads which for various reasons
are not adaptable to the trilevel car and rates have been published to apply
upon loads handled in this car,

It would hardly be possible to deseribe in detail all of the rates which have
been published within the past year to apply on automobiles handled in trailer-
on-flatear service or on the bilevel and trilevel cars. Suffice it to say that
a shipper of automobiles can now obtain, or will be able to obtain in the near
future, transportation of automobiles in all three kinds of service to virtually
every place in the West.

The principles which I have deseribed, which dictated the establishment of
Frisco's joint sruck rates on antomobiles in TOFC service, have been ad-
hered to in the establishment of our trilevel rates. We feel that these rates
have been published so as to give the public the benefit of the improved tech-
nigues of handling automobiles on multilevel equipment and to combine those
benefits with the flexibility of the motortruck.

There has not been a single petition for suspension filed against any of the
Frisco trilevel or bilevel rates. While it is of course impossible to state exactly
why no such petitions were filed, we feel that their absence is at least indicative
that there was no unlawfulness and that the rates were fully compensatory to
the railroad. In developing these rates we again gave the trucklines their
regularly published leeal rate for the portion of the service which they per-
formed and we set the railroad division of the joint rates at a point believed
to be fully compensatory to the railroad. In all cases the railroad receives sub-
stantially more revenue per carload for handling a trilevel car than it did for
handling a flatear loaded with two trailers of automobiles. Because of the
greater efficiency of the trilevel car and the increased efliciency of the motor
carriers, we were still able to reduce the charges per vehicle to the shipper.
This reduction undoubtedly accounts for the dramatic shift which occurred in
Frisco's method of handling antomobiles.,

In the first 9 months of 1960 we handled approximately 53,000 automobiles in
trailer-on-flatecar service and approximately 3,000 had been moved in trilevel
service. During October of 1960 we handled 9,675 automobiles in trilevel service
and only 1,140 in TOFC service. In November only 690 automobiles moved in
TOFC service while 10,820 moved in trilevel service, In December automobiles
in TOFC zervice had declined to 156 while 8240 moved in trilevel service. So
far this year Frisco has not handled any automobiles in trailer-on-flatear serv-
fee.  Thus, it ean be said that at least as far as Frisco is concerned the piggy-
backing of automobiles has given way to the handling of auntomobiles in the
specially designed bilevel and trilevel rail cars.

In some of the Teamster publicity there have been charges that the railroads
were handling automobiles for less than they are handling some low-grade
commodities. In one of the Teamster pamphlets entitled “A Dangerons Combi-
nation,” it is stated, “This is dramatically proved by the fact that in many in-
stances the railroads are piggyvbacking the expensive Cadillac automobiles at
rates cheaper than those they charge on sand and gravel.” Nothing could be
further from the truth.

On a earload of automobiles shipped piggyback via Frisco from 8t. Louis to
Dallas (lIrving), Tex., the railroad received $480 per car. This is at the rate of
3.48 cents per ton-mile and 67.5 cents per loaded car-mile. On a carload of sand
and gravel between the same two points, the railroad receives only $167.30 per
ear, which is at the rate of 6.7 mills per ton-mile and 23.5 cents per loaded
car-mile.
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As shown in the following table, the difference is even more pronounced when
the automobiles move on the new trilevel railroad cars:

Railroad rates, St. Louis-Dallas

Automobiles (tri-level)
Sand and gravel |Bituminous
coal

Cadillacs (12) Small autos (15)

Oarload rabe- . ot niaias b $167.30. - .- ----| $401.10.
Rate per ton-mile. .. .. 3 .| 6,7 mills. -| 18.8 mills,
Rate per loaded car-mile. . -| B7.06 cents. . -...| 87.06 cents -| 283.5 cents ---| 66.4 cents.

To demonstrate graphically Frisco's average earnings on automobiles as com-
pared with other commodities, I have had prepared two charts. The first (ap-
pendix B) shows that during 1960 our average per carload revenue from sand
and gravel was only $62.56 as compared with our average revenue on passenger
automobiles of $436.34 per carload. This automobile figure includes some boxecar
traffic. If boxear traffic is eliminated and Frisco's earnings on trailer-on-flatear
and multilevel antomobile cars are taken alone, our average per carload revenue
during 1960 on automobiles handled in those services was $510.35. During the
first 2 months of 1961 our average revenue on automobiles in multilevel equip-
ment was $614.64 per carload. These average earnings from automobiles in
multilevel equipment were higher than all other commodities handled by the
Frisco,

If average earnings per ton are considered, the next chart (appendix C)
graphically demonstrates that Frisco's average earnings per ton from sand
and gravel in 1960 were $1.01 while automobiles (including those handled in
boxcars, in TOFC, and in multilevel equipment) produced $27.35 per ton. While
I have not made a specific study of the figures of other railroads, I feel quite sure
that their experience is substantially the same as ours. This would particularly
be so for railroads operating in the same territory because, in general, we charge
approximately the same rates for the same type of service. It is abundantly
clear from these fignres that the charge made by the Teamsters that excessive
earnings from low-grade commodities are enabling us to make “cheap rates” on
automobiles is absolutely without foundation. The truth of the matter is that, if
it were not for the high revenue which we receive from commodities such as au-
tomaobiles, we would not be able to survive on the low-grade commodities.

In summary, I submit to your subcommittee that the Frisco's automobile
piggyback rates represented a step forward in the transportation of new auto-
mobiles. It was a step which was made by the Frisco in cooperation with estab-
lished motor common ecarriers of automobiles. Our experience proved that the
shippers found this new service satisfactory and used it for a portion of their
shipments. It by no means replaced the over-the-road movement of automobiles
and there was little prospect that it could ever be able to completely replace
such movements. The trilevel or bilevel cars and the rates applicable thereto
represent a further step forward in the transportation of new automobiles. As
far as my company is concerned, our progress in this field has been materially
aided by the close cooperation of some well-established motor common carriers
of automobiles. Together we have produced a new transportation service which
is proving to be highly attractive to the shippers. That service, I submit, clearly
preserves the inherent advantages of each form of transportation and is in all
respects fully in accord with the national transportation policy.

My company appreciates very much the opportunity to have presented our
side of this story to your subcommittee. We think that it shows that within the
framework of the present Interstate Commerce Act new methods of transporta-
tion can be developed and put into operation.

Thank you.

(Appendixes follow.)
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APPENDIX A
Page 2

METHODS €. Si:IFT'ING MOTCR VEHITLES FROM FACTURIZRS

RAILROLD BOAT Total
1 Motor

Per- Vehicles

Nunber |[Cent Number Shipped

HIGHWAY

[z
(]
=]
ot

Year Nunber

1921 372,764 616,119
1922 751,347
1923 1,142,315

1
1,
B
1924 894, 825 - 2,
3,
3,
25

. 221,045] 75.6 22,310
734,609 58,220
10,110/69.7 81,587
52.216| 72 55,499
41", 92 103,158
23,345 110,770
8,118 124,369
2,956,59% 179,173
3,178,773 199,576
1,850,956 99,414
1,244,272 85,603

573,780 51,103

833,256 126,258
1,373,239 154,540
1,798,809/ 272,458
1,912,594 311,456
2,027,146 340,773
1,026,441 151,632

1925 1,120, 780
1926 1,066,819
1927 738,839
1928 1,222,992
1929 1,958,738
1930 1,412,450
1931 1,050,545
1932 706,977
1933 930,303
1934 1,209,291
1935 1,899,974
1936 2,237,432
1937 2,452,300
1938 1,330,334

B
6
04
12
53

4,461,462
4,820,219
2,508,407
3,588,889

.

1939
1940

1,995,629
2,618,484

1,363,711

1,579,371

208, 549
274,431

4,472,286

1941

1942-194

1946
1947
1948

2,756,974
Uar vears
1,661,637
2,822,773
3,289,641

B

8
3
9
53.0
55.6
58.6
57.0
ot a
$3.8
58.8

1,795,825

vailable.

1 258,264
1,688,660
1,664,088

287,703

169,664
286,188
331,815

5 L= - REC R . N T g (CRCENCN S [EEER ]
. . . . .
GH DODHF OO IO =~20a O As

4,540,502

3,089,565
4,797,621
5,285, 544

1949
1950

4,167,269
5,776,706

1,596,109
1,640,994

490,273
585,356

0,2

8,003,056

6,765,263
5,538, 959
7,323,214
6,601,071

9,169,292
6,920,592
7.220,520
5,081,322

468,716
. 377.424
496,375
370,044
478,911

1,329,838
840, 262
1,114,479
916,185
1,141,095
760,019 300, BOS
661,387 399,390
502, 542 164,649

1951 4,966,709
1952 4,321,273
1953 5,712,360
1954 ' 5,314,842
1955 7,549,286
1956 5,859,768
1957 6,159,743
1958 4,414,131

. 6 8w

Goeuvoooo a3 wm
. a > .
DO ODDwE OO,

Automobile Facts & Figures - .Jutomobile Manufacturers
association.

SOURCE:
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Senator McGee. Mr. Showalter.

STATEMENT OF C. 0. SHOWALTER, UNION PACIFIC RAILROAD CO.,
OMAHA, NEBR.

Mr. Smowarter. My name is C. O, Showalter. My office address
is 1416 Dodge Street, Omaha, Nebr. I am freight traffic manager,
of the Union Pacific Railroad Co. I have been employed by the
Union Pacific Railroad in various capacities for over 3T years, of
which more than 31 years have been in the freight traffic department.
The purpose of my appearance here today is to give the committee
the view of the Union Pacific Railroad Co. on trailer-on-flatcar serv-
ice. The statement I am about to make is presented on behalf of the
Union Pacific Railroad Co.

The Union Pacific Railroad Co. serves 13 States and operates
9,741 miles of railroad. In the year 1960, the company’s payroll in
Wyoming was over $28 million, second only to Nebraska, in which
the general headquarters are located.

I would digress a moment. There was something mentioned this
morning about the taxes that entered the treasury of the State of
Wyoming as a result of the motor carriers’ patronage. I heard a
couple of figures of around $2,000 or something. During 1959 the
Union Pacific in Wyoming paid $2,262,000 in taxes.

Trailer-on-flatear traffie, commonly known as piggyback serviee,
constitutes an increasingly important segment of our business and
it is our position that the public should not be deprived of this service
by artificial barriers. It is also our position that neither the motor

carriers nor their employees have a proprietary right to traffic which
can be handled more economically and efficiently by the railroads
under a fair and competitive rate system.

Senator McGee. Again I must ask the same question we asked the
truckers and some of the railroad labor witnesses, do you allow, in
your statement, an ingredient in your formula for the maintenance
and sound operation of all of the transportation facilities, or do you
insist, if it is a matter of lower costs completely, that the person who
submits the absolute lower cost is the one who should stay in business
and let the other one go to pot?

Mr. SuowarTer. Well, I think there is enough traffic for all of us,
Senator, and I think there are certain needs of industry that we can
each one service perhaps a little better than the other. But I think
where it is open traffic that either industry can handle, that is, either
mode, motor carriers or the railroads, that the low-cost agency ought
to have it, and when I refer to low costs I mean all of the costs, those
costs that the transportation industry itself pays as well as those
that we pay out of the Public Treasury.

Senator McGee. That’s all T have there.

Mr. SHowarTer. At this point I think it might be well to clarify
for the record, too, that the Reed-Bulwinkle bill that was mentioned
this morning as granting immunity under the antitrust laws to the
railroad, that applies with equal force to the motor carriers. So to the
extent that we are exempt from the antitrust laws in rate negotia-
tions, the motor carriers are likewise, under agreements approved by
the regulatory bodies.
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Mr. Barron. Mr. Showalter, it even goes farther, it applies to all
sarriers subject to the Interstate Commerce Act, doesn't it ?

Mr. Siowavrer. That’s right.

Muyh has been said about the alleged unlawfulness of railroad rates
for piggyback service, but nothing of substance has been offered to
support such allegations.

Senator McGee. May 1 correct that? At least in my inferrogation
this morning, there was no charge of unlawfulness. T think the charge
was unfairness in the existing rate pattern,

Mr. Snowarrer. That is right, so far as the heariag here.

Senator McGee. I put the question specifically, are you charging
unlawfulness? There was no charge addressed in those terms.

Mr. Snowarter. That is not the ease, however, with the literature
that has been handed out by the Teamsters’ Union. There were three
words, if I recall, that the rates were noncompensatory, they were dis-
criminatory, and they were confiscatory in the literature passed out
by the motor carrier employees, and that is what I hope to answer
In part,

Now, for the sake of saving time, I am going to hurry over some
parts of my statement. It ison file.

Senator McGee. Yes, the full statement will appear.

Mr. Snowarrer. Of course, the principal targe of the attack of the
motor carriers is on the earriage O(l new automobiles, and at one time,
as you have been so well shown this morning by the charts, the auto-
mobiles all moved in railroad boxears and you know the history of
that from Mr. Roddewig’s presentation. I would like to point out,
however, that in the year 1929 the Union Pacific handled over 65,000
carloads of automobiles, passenger automobiles only. Aslate at 1946,
which was the second full post-war year, we still had 34,000 cars of
automobiles on our railroad, but by 1958 that traffic had dwindled to
9,235 carloads, a loss of 72 percent. And I would like to point out
here that the Transportation Act as it read prior to 1958 did not pre-
vent the motor carriers from taking that automobile traffic away
from us. So it isn’t necessarily the change that was made in the law
in 1958, at least the law, the way it read prior to 1958, did not protect
us from the motor carriers’ rate on the automobile traffic.

In 1948 the Union Pacific had an average of 51,712 employees on its
payroll. By 1958 that figure had shrunk to 41,780, a loss of nearly
10,000 jobs. In Wyoming alone in 1947 we had 8,600 employees and
we now have about 4,200, 4,278, a loss of over 50 percent right here in
the State of Wyoming alone.

While we deplored the loss of traffic and the loss of jobs by our em-
ployees, we did not ask the Congress to legislate artificial inflation of
the motor carriers’ rates to force the traflic back to the railroads, nor
did we accuse the Interstate Commerce Commission of conspiring with
the motor carriers. We said, to be sure, that the motor carriers should
pay a proper amount for use of the public highways, and we still say
it. So does the President of the United States.

Mr. Roddewig has pointed out the technological engineering ad-
vances that have made the low-cost rail transportation possible, so I
am going to skip over that for the sake of brevity.

The loss of jobs by motor-carrier employees has been advanced as a
reason why some sort of artificial barrier ought to be erected against
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the transporting of highway trailers on flatcars. Aside from being
unsound economically and unfair to the public, whose interest is para-
mount, that kind of reasoning assumes that all of the teamster unem-
ployment is due to a shift of traffic from motor carriers to railroads.
That, of course, is not the fact. According to Ward’s automotive
reports, the production of passenger automobiles by American manu-
facturers amounted to 778885 units in January and February of this
year as compared to 1,347,988 units in the same 2 months of 1960. This
is a curtailment in excess of 42 percent. When a group of workers is
entirely dependent on a single industry for employment, and that in-
dustry, by reason of reduced demand, cuts its production 42 percent,
unemployment is inevitable. I do not know what percent of the total
number of auto transport drivers were unemployed as of March 1, but
loss of traffic to railroads was certainly only a secondary reason at best,
The railroads also have some unemployment by reason of the reduced
volume of traffic bronght about by the general economic situation.

At this point I should like to offer for the committee’s inspection
three tariffs published by the motor carriers in which the Union Pa-
cific and other railroads participate, and you can have them for the
record, if you like.

Senator McGee. Yes, they will be received for the record.

Mr. Snowarrek. Under the terms of two of the tariffs, the rail-
roads handle motor carrier trailer loads of automobiles between spec-
ified points, with the motor carriers performing terminal and over-
the-road hauls on both the origin and the destination ends.

The third tariff authorizes rates for combination service under
which automobiles are hauled over the road in trailers by motor car-
riers approximately 250 miles, are then loaded on railroad trilevel
cars for a haul of about 1,000 miles, and are finally turned over to still
another motor carrier for handling to destinations ranging from local
distribution to hauls of several hundred miles.

May I repeat, these are tariffs published by the motor carriers, not
the railroads, in which we, the railroads, have joined with the motor
carriers in providing an eflicient, all-inclusive service to the shipper
at a lower relative cost than heretofore available to him.

Senator McGee. Are these tariffs plan I tariffs?

Mr. Snowarter. One of them is Senator, one is plan I. The other
two are plan V, and one of the plan V tariffs we employ the trailer
on flatcar, and the other plan V tariff we use the trilevel car.

Mr. Barron. Explain the difference between plan I and plan V,
Mr. Showalter, please.

Mr. SnowartTer. Plan I is where the railroad becomes the party to
the motor carrier’s tariff and the motor carrier at his option and in
the absence of any objection by the shipper may substitute rail serv-
ice for his own for a certain part of the haul. The plan V tariff is
purely a joint rate where the rail carriers and the motor carriers both
join in a rate over a route involving both carriers and the option of
routing is with the shipper and not the motor carrier.

Mr. Barron. Go ahead.

Mr. Saowarter. We respect our motor carrier associates in the joint
venture represented by those tariffs. We respect them as far-sighted
businessmen. They are conscious of their duties as common carriers,
»ublic servants, and their obligations as public utilities, and we are
happy to work with them on it.

72199 0—62—T7
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Senator McGee. May 1 interrupt there for just a moment, Mr.
Showalter? It is necessary for KFBC to go off the air in just a few
seconds and I think a small break here is in order. We have tried to
represent during the TV interval of these hearings as many cross
section witnesses of all interested groups as we could possibly get in.
We will continue this pattern following the TV portion of this.

I think it has become clear in the course of the testimony how com-
plicated, how involved, the matter at hand really is because it includes
people and jobs. The purpose of the Congress in soliciting this in-
formation this morning, in its quest for the facts, is only to try to
maintain fairness and balance in the transportation industry, keep-
ing healthy and alive both the trucking industry and the railroads and
other parts of the country, the water carriers as well. T think that
we have to bear in mind ultimately the effect of it all on the national
interest, on the public in general, not just the shippers alone but the
public in general. This is a factor that is of deep concern to the
Congress.

The question has been raised here this morning about the propriety
of looking into the circumstances of passing along the savings of the
genius of technology to the people who should benefit at the other end.
This is not within the scope of this hearing. It raises an interesting
area that may require inquiry by the proper authorities.

I want to thank those who have participated thus far. T particu-
larly want to thank KFBC for making its facilities available to this
hearing and to the public in order to disseminate the widest possible
information in the public interest.

Now we will return to Mr. Showalter. T am sorry for the interrup-
tion.

Myr. Sumowarrer. That is quite all right.

In the propaganda eampaign our opponents have accused the rail-
roads of hauling automobiles for less than we charge for hauling
sand. So far as the Union Pacific is concerned, that is not true, and
as you have seen also is the case with the Frisco Railroad by the charts.
Ordinarily, sand does not move distances comparable to that of auto-
mobiles becanse it is available in natural deposits loeally in all parts
of the country. Rate comparisons between sand and automobiles are
therefore few. However, there are some types of sand which, because
of peculiar characteristics, are required for certain uses and whieh,
therefore, move fairly long distances.

I have prepared, and there is attached hereto, an exhibit which sets
forth the rail rates and rail proportion of joint truck-rail-truck
rates on automobiles in piggyback service and on bilevel and trilevel
cars. The rates and rail proportions are broken down to show mathe-
matically what the railroads earn for the entire haul of the carload
and for each mile the car is hauled.

On the same exhibit there are shown the rail rates per 100 pounds,
the revenue per car, and the earnings per car per mile on sand between
points of actual movement. Tt will be noted that the railroads re-
ceive 43.2 cents per car per mile for hauling sand from Ottawa,
T1., to Oakland, Calif.; 53.4 cents per car per mile for hauling sand
from Ottawa to Denver, Colo.: and 44 cents per car per mile for haul-
ing sand from Boise, Idaho to New Orleans, La. And, incidentally,
that sand is of the same characteristic as the sand or rock that moves
from Wyoming to the same territory.




PIGGYBACK TRANSPORTATION

Now, compare those figures with our earnings on carloads of auto-
mobiles, ranging from 62.5 to 70.6 cents per car-mile for piggyback;
from 70.9 to 76.5 cents per car per mile on bilevel cars; and from 82.7
to 88.5 cents per car mile on trilevel cars.

Senator McGee. Can you stop right there for a minute? Mr.
Barton has a question.

Mr. Barrox. Mr. Showalter, on these figures for sand, what per-
centage of empty haul for the cars involved is taken into account ?

Mr. Srowarrer. Well, we have varying percentages of empty hauls
on the different types of cars. On these particular cars that handle
this particular traffic, I wouldn’t be able to say, Mr? Barton, but I
would say this, that we would have a fair chance, I would think, on
the sand cars, of going to Louisiana to haul oil well supplies, gondola
cars, perhaps, in the return movement.

Mr. Barron. In other words, there would be a substantial return
movement in this equipment ?

Mr. SnowarLteEr. Yes, I think there would be some.

Mr. Barron. What about the case of the cars used to piggyback
automobiles; are they ordinarily moved back loaded or do they move
back empty with no extra charge to the shipper?

Mr. Smowarrer. Well, we try, where we can, to have return loads for
trailers.

Mr. Barron, What usually happens, what is the usual experience ?

Mr. Snowarrer. Beg pardon?

Mr. Barrox. What is the usual experience in the case of those cars?

Mr. Sunowarter. Well, of course, the automobile rack cars move
back. They have to take the racks back to the point of origin.

Mr. Barron. It makes some difference, then, i the comparison, does
it not, where yon show 70.6 cents per car per mile for piggyback, when
vou know you are going to have almost 100-percent empty return haul ?

Mr. Snowarrer. That would be true on the antomobile piggyback
but not on the piggyback as a whole, generally.

Mr. Barron. Yes. Well, you are talking about automobile piggy-
back. The figures are for that. Are not these figures misleading in
making the comparisons, They are not quite comparable, are they?

Mr. SnowarTer. They are only misleading to the extent we would
have a higher percentage of empty return haul on the automobile
racked cars, which would be 100 percent, than we would have on the
other cars, which might vary from a very low percentage to a very
high percentage.

Mr. Barrox. In other words, they are not entirely comparable.
That is my point. Circumstances surrounding moving the traffic puts
these on a noncomparable basis.

Mr. SnowartEr. Well, that isn’t the only way that they are not
entirely comparable, Mr. Barton. The sand and the gravel will range
from 60 to 70 tons for the 42 or 43 cents a car-mile, where the antomo-
biles would never exceed 30 tons. So if we wanted to be exact in all
respects I think that the lower weight of the automobile ears as an
operating expense would certainly offset the return or the difference
between their percentage of return empty loading and that of the
other cars.

Mr. Barron. Mr. Showalter, just roughly, what is the comparison in
the value of a carload of sand and a carload of automobiles?
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Mr. Suowarrer. Well, T don’t know, because we never tip any of
them over. We never lose either one.

Mr. Barrox. But you must have some idea what the two are worth
approximately, per pound or per ton.

Mr. Snowarter. I really don’t, but I know it would vary accord-
ingly to the type of sand.

Mr. Barrox. Sand is very cheap, isn'tit?

Mr. Smowarrer. The silica sands are not so cheap.

Mr. Barrox. But they don’t compare with the value of automobiles?

Mr. Suowarter. Ishouldn’t think so.

Mr. Barron. Thank you, sir.

Mr. Suowarter. I would also like to call attention to these low
rates again that Mr. Roddewig showed you on the chart of the wood
chips and the pulpwood. They are also much heavier loading com-
modities than automobiles are.

Myr. Barrox. Mr. Showalter, just a question on that. If you were
just filing your rates on new automobiles with the ICC, would you
make these rate comparisons as being on comparable traffic? Do you
think you would offer them to the Commission in making your case
on automobile rates?

Mr. Suowarrer. I don’t think T would have to.

Mr. Barton. I say, would you offer them?

Mr. Smowarter. My opponents would do that.

Mr. Barrox. But would you offer those rates on wool and soda
ash, wood chips, pulpwood, and crushed stone? Are these comparable
traffic; do they have characteristics comparable with new automobiles?

Mr. Snowarrer. Well, T am not sure that I understand what you
mean by comparable characteristics, Mr, Barton.

Mr. Barrox. Would you say these commodities were similar in
loading characteristics, in value, or most any other basis?

Mr. Snowarter. I would think not; no. Of course, the value would
be a factor only to the extent that we would have a claim hazard.

Mr. Barron. Yes; or the cost of handling, including the chance of
loss, would be much higher for antomobiles?

Mr. Snowavrer. That’s right.

Mr. Barron. Thank you.

Mr. Smowarter. You will note, also, from the exhibit that on car-
loads of lettuce from California to Detroit the railroads earned 36.5
cents for each mile as compared to our earnings on the automobiles
ranging in the 63- to 88-cent range, and a car of lettuce I think would
be more comparable in value to the automobile.

Mr. Barron. Let's see. Lettuce in my supermarket in Washington
last. Saturday was worth about 19 cents a pound. What kind of an
automobile can you buy for 19 cents a pound, do you think?

Mr. Snowarter. I didn’t say they would be entirely comparable,
Mr. Barton. I think they would be more nearly than sand, more
nearly comparable.

Senator McGee. Still a good spread.

Mr. Srowarter. Oh, I think so.

My presentation here this morning has dealt largely with the move-
ment of automobiles, but other piggyback traffic is involved. The
Union Pacific first inaugurated trailer-on-flat-car service on its lines
in August 1953. That it has made no serious inroads into the motor
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arriers’ traffic is clearly demonstrated by the growth of their reve-
nues in the period since 1954. The following table lists eight of the
principal motor carriers operating in the territory served by the
Union Pacific and shows their revenues from truckload traffic in the
years 1954 to 1959, and I want to emphasize that these figures cover
truckload traflic only, the equivalent of carloads on the railroad. This
is the traffic on which the railroad is the low-operating-cost agency—
the traffic which ought to be allowed the benefit of that low cost with-
out legislative interference or allocation. The table shows the per-
centage ratio, 1959 versus 1954, and similar revenue figures for car-
load traffic of the Union Pacific are included for comparison.

I am not going to read all the figures, but of the eight motor
common carriers operating in the territory served by the Union
Pacific, from their 1959 revenues on truckload traffic, they showed a
ratio 1959 to 1954 of 205 percent, an increase of 105 percent.

During the same years the revenue on the Union Pacific Railroad
from carload traffic increased only 9 percent.

It was mentioned a while ago whose ox was being gored. 1 don’t
think it is very difficult from these figures to see whose ox is being
gored.

One other thing I would like to correct, too, that this morning it
was mentioned, I believe, a comparison between the freight charges
on automobile parts and the setup automobiles. According to the
best information that we can get and from our own rates in the tariff
we understand that the parts to assemble one automobile, the freight
charges from the Detroit area to the Los Angeles area, is somewhere
around $130 to $150 per car, per automobile. Under the new rates,
the combination of rail and motor carrier rates, on an automobile
of average weight, the freight charges would be $321, more than 200
percent of the transportation charges on the parts necessary to as-
semble an automobile.

Another impression that might have been left in some of the earlier
testimony and that T would like to correct is that the TOFC service
of the railroads, the piggyback service, reaches only the metropolitan
areas and it is of no value to the small towns. Nothing could be
further from the truth. As a matter of fact, by use of the trailer-
on-flat-car service to a railhead and then the use of these very motor
carriers or other motor carriers that were here this morning, the
trailer can then be transported to the small towns that are not able
to take a large carload of, say, automobiles, for example, on the multi-
deck racks. So the trailer-on-flat-car service has as one of its very
objectives the servicing of the smaller towns.

Senator McGee. May I ask at this point whether you have some
other materials there that you would like to correct the record on,
whether you have many more of them? The reason I ask, we have
an 11:45 dateline that we are trying to meet here on another matter
just before we recess and then reassemble after lunch.

Mr. Smowarter. The only thing I have left to do, Senator, is to
thank you for the opportunity of appearing here. That just hap-
pened to complete my statement at this point.

Senator McGee. This was a happy coincidence both ways.
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(Mr. Showalter's complete statement and appendixes as filed with
the subcommittee is as follows:)

My name is C. O, Showalter. My office address is 1416 Dodge Street, Omaha,
Nebr. 1 am freight traffic manager, rates, of the Union Pacific Railroad Co.
I have been employed by the Union Pacific Railroad in various capacities for
over 37 years, of which more than 31 years have been in the freight traffic
department. The purpose of my appearance here today is to give the com-
mittee the view of Union Pacific Railroad Co. on trailer-on-flat-car service.
The statement 1 am about to make is presented on behalf of Union Pacifie
Railroad Co.

Union PPacific Railroad Co. serves 13 States and operates $,741 miles of rail-
road. In the year 1960, the company’s payroll in Wyoming was over $27 mil-
lion, second only to Nebraska, in which the general headguarters are located.

Trailer-on-flat-car traffic, commonly known as piggyback service, constitutes
an increasingly important segment of our business and it is our position that
the publie should not be deprived of this service by artificial barriers. It is also
our position that neither the motor carriers nor their employees have a pro-
prietary right to traflic which can be handled more economically and efliciently
by the railroads under a fair and competitive rate system.

Much has been said about the alleged unlawfulness of railroad rates for
piggyback service, but nothing of substance has been offered to support such
allegations. It does not constitute a violation of either the law of the land or
the law of economics for any type of carrier to attract traflic by doing a better
Jjob at a lower cost that still results in a profit.

The principal target of the attack by motor carrier employees appears to be
the traffic of new automobiles moving from assembly plants to consuming areas,
and their objective, presumably, is the enactment of legislation which will divert
all of this traffic to the motor carriers withont regard to cost or publie interest.
It is claimed that the rail rates are noncompensatory, diseriminatory and con-
fiscatory merely because they have enabled the railroads fo recapture—and I
nse the word recapture advisedly—a portion of the traflic which, for some years
past, has been handled almost exclusively by motor carriers. But if priority in
handling the traffic establishes an inherent right to continue to handle it to the
exclusion of other modes of transportation, then the records will show that a
clear and unencumbered title to it rests with the railroads in contrast to the
claims of the motor carriers. We had it before they did.

At one time practically all new automobiles were handled in boxcars equipped
with special loading racks. Delivery was taken by car dealers at freight house
platforms or ramps. Then came the trailer, operating over the public highways
from the end of the assembly line in the automotive centers direct to the deal-
ers’ show rooms, and our automobile traffic began to dwindle. So did the num-
ber of railroad jobs. In the vear 1929, the Union Pacific System lines handled
over 64,000 carloads of passenger auntomobiles, With the coming of assembly
plants to the Midwest and west coast, accompanied by shorter hauls for local
transportation and convenient drive-aways, we lost a considerable portion of
the traffic. By 1947, the second complete post-World War II year, we trans-
ported 34,069 carloads of passenger automobiles, and by 1958 that traffic had
dwindled to 9325 earloads, a loss of 72 percent. In 1947, Union Pacific had an
average of 31,712 employees on its payroll. By 1958 that figure had shrunk to
41,780, a loss of nearly 10,000 jobs. While we deplore the loss of traffic and the
loss of jobs by our employees, we did not ask the Congress to legislate artificial
inflation of the motor carriers’ rates to force the traffic back to the railroads,
nor did we accuse the Interstate Commerce Commission of conspiring with our
competitors. To be sure, we said that the motor carriers should pay a proper
amount for use of the public highways, and we still say it. So does the President
of the United States.

Through technological and engineeting advances, we can now operate heavier
trains, run faster schedules, minimize or eliminate terminal delays and carry
heavier loads per car. All of this has created a perfect climate for extensive
development of piggyback, the ramping or power-lifting of loaded trailers onto
flat cars at locations either in or adjacent to train yards and, after a fast and
continuous run to destination, the immediate roll-off or lift-off and delivery to
consignee. The multirack car is a produect of the same era of advanced engi-
neering in railroad equipment and thereby qualifies for a location in the target
area under attack by our opponents.
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At this point I should like to distinguish between piggyback and multideck
cars. Although placed in a common category in the propaganda campaign which
condemns the use of both, multideck cars are not piggyback anymore than vari-
ous other types of cars which are loaded direct without use of a highway trailer
or other detachable container as a superstructure. Multideck racks are a
permanent part of the car to which they are attached. But in making the dis-
tinction, I want to emphasize that we admit no lesser right to the use of the one
than the other in our efforts to tailor our service to the needs of the shipping
publiec.

Also, I want to emphasize that if high-speed Diesel locomotives and high-
capacity flat cars and their multideck racks are to be condemned because they
are superior to rail equipment of the past and because they enable us to offer the
public a better service at a lower cost, then the same “condemnation-of-progress”
rule would have prevented the motor earriers from replacing or remodeling their
trailers of four-auto capacity to handle five or six or even seven aufos. Likewise,
it wonld have forbid their acquisition and use of faster, more powerful and more
efficient tractors as they became available. In short, it would have prevented the
motor ecarriers from taking the traffic from us in the first place. We believe
progress and technological improvement is essential to efficient operation in the
transportation field, and it is our position that the public is entitled to the best
gervice that the railroads or motor carriers, or both, can offer. That is exactly
what piggyback does and exactly what we have been trying to do with multideck
CArs,

The national transportation policy, declared by Congress in the Interstate Com-
merce Act, provides:

“It is hereby declared to be the national transportation policy of the Congress
to provide for fair and impartial regulation of all modes of transportation subject
to the provisions of this act, so administered as to recognize and preserve the
inherent advantages of each; * * *"

A rail car that will earry from 8 to 15 autos instead of 4 or 5 autos, and a
Diesel locomotive that will move trains of 3,500 tons at high speeds with a regu-
lar crew of five men, are inherent advantages in the railroad industry. It is in-
comprehensible to suggest that the public is not entitled to whatever benefits
‘may flow from full exploitation of these inherent advantages.

A frequent repeated allegation of the teamsters is that there is some sort of
unholy alliance between the railroads and the Interstate Commerce Commission,
only because the Commission has refused to suspend, postpone, or otherwise pre-
vent the piggyback or multideck rates from becoming effective, Such charges are
no more true than those with respect to the level of the rates themselves. In

32, in a proceeding in which the railroads protested the rates of competing
motor carriers on iron and steel in containers, and in which the motor carriers
offered a more complete service, the Commission said that they considered it their
duty under the law to encourage improvement in shipping methods which brings
substantial benefits to the carriers, inaugurating such improvements, the ship-
pers and the public (54 MCC 139, 153). Again, in 1956, dealing with a motor
earrier’s application for authority to transport automobiles, which was opposed
by other motor earriers and the railroads, the Commission granted the applica-
tion, saying:

“We do not conceive our function in proceedings such as this to preserve the
status quo at all costs, denying improvements or angmentations in transporta-
tion service. The transportation industry should be dynamic, rather than
static: and we wounld be remiss in our duty, if we hampered, rather than
promoted, the free flow of commerce” (67 MCC 410, 413).

Surely, those who believe in regulation in the publie interest will agree with
this as well as the refusal of the ICC to interfere with rail or joint rates by rail
and motor carriers which are fully compensatory and lawful in all respects.

Loss of jobs by motor carrier employees has been advanced as a reason why
some sort of artificial barrier ought to be erected against the transporting of
highway trailers on flatears. Aside from being unsound economically and un-
fair to the public, whose interest is paramount, that kind of reasoning assumes
that all of the teamster unemployment is due to the shift of traffic from motor
carriers to railroads. That, of course, is not trne. According to Ward's anto-
motive reports, prodnction of passenger automobiles by American manufacturers
amounted to 778,885 units in January and February of this year as compared
to 1,847,988 nnits in the same two months of 1960. This is a eurtailment in ex-
cess of 42 percent. When a group of workers is entirely dependent on a single
industry for employment, and that industry, by reason of reduced demand, cuts
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its production 42 percent, unemployment is inevitable. I do not know what
percent of the total number of auto transport drivers were unemployed as of
March 1, but loss of traffic to railroads was certainly only a secondary reason
at best. The railroads also have some unemployment by reason of reduced
volume of traffic brought about by slack business conditions.

At this point, I should like to offer, for the committee's inspection and the
record, three tariffs published by the motor carriers in which the Union Pacific
and other railroads participate. Under the terms of two of the tariffs, the rail-
roads handle motor carrier trailer loads of antomobiles between specified points,
with the motor carriers performing terminal and over-the-road hauls on both
the origin and destination ends. The third tariff authorizes rates for combina-
tion service under which auntomobiles are hauled over the road in trailers by
motor carriers approximately 250 miles, are then loaded on railroad trilevel cars
for a haul of about 1,000 miles, and are finally turned over to still another motor
carrier for handling to destinations ranging from local distribution to hauls of
several hundred miles. May 1 repeat, these are tariffs published by the motor
carriers, not the railroads, in which we, the railroads, have joined with the
motor carriers in providing an efficient, all-inclusive service to the shipper at
a lower relative cost than heretofore available to him. In two of these tariffs
we are using the motor carriers’ trailers, for which they are properly compen-
gated by their share of the rate, and in the third tariff we are contributing to
the joint venture the use of our trilevel cars.

We respect our motor carrier associates in this joint venture as farsighted
businessmen, conscious of their duties as common carriers and their obliga-
tions as public utilities, and we are happy to work with them.

In their propaganda campaign, our opponents have accused the railroads of
hauling automobiles for less than we charge for hauling sand. So far as the
Union Pacific is concerned, that is not trune. Ordinarily, sand does not move
distances comparable to that of automobiles because it is available in natural
deposits locally in all parts of the country. Rate comparisons between sand and
automobiles are therefore few., However, there are some types of sand which,
becaunse of peculiar characteristics, are required for certain uses and which,
therefore, move fairly long distances. 1 have prepared, and there is attached
hereto, an exhibit which sets forth the rail rates and the rail proportion of joint
truck-rail-truck rates on automobiles in piggyback service, and on bilevel and
trilevel ears. The rates and rail proportions are broken down to show mathe-
matically what the railroads earn for the entire haul of the carload and for
each mile the car is hauled. On the same exhibit, are shown the rail rates per
100 pounds, the revenue per car and the earnings per car per mile on sand be-
tween points of actual movement. It will be noted that the railroads receive
43.2 cents per car per mile for hauling sand from Ottawa, I1L., to Oakland, Calif.,,
53.4 cents per car per mile for hauling sand from Ottawa to Denver, Colo., and
44 cents per car per mile for hauling sand from Boise, Idaho, to New Orleans,
La. Now compare those figures with our earnings or carloads of automobiles,
ranging from G2.5 cents to 70.6 cents per car per mile for piggyback; from 70.9
cents to 76.5 cents per car per mile on bilevel cars; and from 82.7 cents to 885
cents per ear per mile on trilevel cars. This clearly disproves the false claims
with respect to “lower rates on Cadillaes than on sand and gravel.,” Such
allegations become even more ridiculons when we consider that the earnings per
car per mile on sand are for loads weighing from 63 to 75 tons, while even the
heaviest load of automobiles would not exceed 30 tons,

Note also from the exhibit that on carloads of lettuce from California to
Detroit the railroads earn 36.5 cents for each mile as compared to our earnings
per ear per mile in the 63 cents to 88 cents range on antomobiles. Also shown
are some rates which open up distant markets for some of the raw materials and
products of Wyoming. For these hauls our compensation ranges from 28 cents
to 42.9 cents for each mile a car is haunled, and this is offered as further com-
parison to demonstrate that our earnings on automobhiles are “compensatory,”
that they are not “discriminatory” to the motor earriers, their employees or the
public, and they are not “confiscatory” of teamsters’ jobs or motor carriers’
business. Inecidentally, the motor carriers have given the railroads no competi-
tion whatever for the traffic in these raw produets on which the rates are neces-
sarily low and the movement of which is 8o essential to the development of
Wyoming and other Western areas, But I can say to yon that if, in response
to the teamsters’' pleas, we are deprived of the more lucrative traffie, such as
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lrailers on flat cars and antomobiles on multideck ears, our ability to make or
maintain such low rates on these raw materials will be greatly impaired. This
should be evident from the fact that our earnings on automobiles, which are
about the same as on mixed carloads of highly manufactured articles, listed on
the exhibit as “All freight,” 69 cents to 73 cents per cur per mile, are nearly
double our average compensation of 37.6 cents per car per mile on all loaded
freight car movements handled by the Union Pacific in the year 1960, and from
two to three times our earnings on wood chips, pulpwood and soda ash.

There is one more thought I would like to leave with you on the subject of rate
levels. We hear much these days about the *cost-of-service” and “value-of-
service” concepts in ratemaking. I have been making freight rates for many
vears and to me these terms pose the simple question : “What rate can you make
that will still show a profit and at the same time attract the traffic”? I em-
phasize the profit factor., We don’t want any traflic that will not net us a profit.
We don't want to handle any business at a loss. Rates are not established on
the basis of the effect they may have on employment in any industry. They are
made on a level which will attract the traffic and produce a reasonable profit.
If, in order to attract the traffic, the rate must be so low as to produce no-profit,
we do not want the traflic. Without belaboring the subject of Cadillacs versus
sand and gravel, I would like to say that we would be glad to haul many, many
trainloads of sand and gravel at the same compensation that we receive for
hauling automobiles on flatears. But if we had to haul automobiles at lower
rates than sand in order to get the traffic, and if we could still make a reasonable
profit in so deing, I think that we should be permitted to do so—and that we
should do so. I would find no fault with the motor carriers for managing their
business in the same manner.

Although my presentation has dealt largely with the movement of automobiles,
other piggyback traffic is also involved. Union Pacifie first inaugurated trailer-
on-flatear service on its lines in August 1953. That it has made no serious
inroads into the motor carriers’ traffic is clearly demonstrated by the growth of
their revenues in the period since 1954. The following table lists eight of the
principal motor carriers operating in the territory served by the Union Pacific
and shows their revenues from truckload traffic in the years 1954 and 19540, 1
want to emphasize that these figures cover truckload traffic only, the equivalent
of carloads on the railroad. This is the traffic on which the roalroad is the low-
operating-cost agency—the traflic which ought to be allowed the benefit of that
low cost without legislative interference or allocation. The table shows the
percentage ratio, 1959 versus 1954, and similar revenue figures for carload traffic
of the Union Pacific are included for comparison.

It isn't very difficult to see whose 0x is being gored.

On behalf of the Union Pacific and its thousands of employees, I appreciate
the opportunity to appear here today and I hope that my presentation will be of
help to your committee,

Thank you.
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|“r-1¢ln‘ Tersinals . . .
|

200

e . . i

PR 33 w . 3TH
: {1

475

Less Lhan Minisum Weigh .BI.IJ|-‘-.-:.I.
Loading and unloading.. . . .
| Method of cancelling [tems,

i Washang Sor
H ‘ Ao
LIST OF PARTICIPATING CARRIERS
NAME OF CARHIER 1 AINRESS

)
Chicago and North Western Hailea puny. .
| Chacago Burlington & Quincy Hatlroad Company
Comacrcial Carriers.Ine, . . ., e

Union Pacific Rajlroad . . .

T JAldinois |
5 o C « « sHilnois|
. - .+ Michigan|
R ASFES R SRt T . . -Nelrasks |

_ : : | |
EXPLANATION OF ADHREVIATIONS REFLKESCE MARKS AND SYMSOLS
CABBREVIATION | 1 ansreviarion
REFERENCE MARK | EXPLASATION || REFERENCE. waRX
!J' Oft SYMHOL

: ERPLANAT L0
OR SYMBOL

- Hours between Leclve ' clock Mid . . -« Mount

! might and teelve O clock Midday. b ; «|Morih.

|Participating Carrier hercin. LU .« o Number .,

+|Callect on Delivery . |Rours tacen twolve O clock Midday

.|Bast, and twelve O clock Midnight

«(Motor Carriers Trucks Tractors,
Trailers ur Semi-trailers,

rort,

AHeights.

«jIntersiats Coescree Commission, ra - or conts,

« | Incorporated, x -{Dollar «or dollars,

_]On(- tenth af a cont ($.001),

DEFINITIONS,

"CHICAGO, ILLINOIS AND VICINITY
Chicago, l11inos a8 applied horein scans points and glaces in Chicago,lllinols and those withia
the area bounded on the North by Touhy Awenoe,on the Wesi and South by I1linois Wighway 54,and un the
East by Lake Michigan and the I1)inois-Indis State Line,

DEST INAT1ON"
The ters “Destination” as applicd herein,seans one point of del|vers

= “SH1PHENT

The term "Shipment”™, applicd herein, mcans a conswignment of cossodit les demcribed horein gn obe

hill of lading or ¢ Ipl. Lo oae consignee Lo ane destination, on one day,
TRUCKLOAD

The ters “Truckload” . as applicd hervin means & truck and traller.or tractor and seel-tratler or
trailer, loaded to its full viss o the ming - ht or quantity spevified whichever is
| the lesser (smaller) quaniity, to (truckload saxisus seight of quant ity shere specified,

TRUCKAWAY OR THUCKAWAY SERVICE'

The ters Truckaway™ ,or Truck ¥ Service  ,an applisd bherein. scans the lransportiation of ooe or
more of the comsod it ies described herein when loaded inlo or upnn Carrier s equipeent constructed for
the purpose of transporting such coesdities over the highsays,

SINGLE DRIVEAWAY SERVICE

The Lers “Single Drive Servic applied herein swans the transportation ol a mingle sotor

vehicle when driven under itw osn power by an autborlzed represcotative of the carri

For esplanatios of abbreviatioss, reforence sarkm and sysbols see Page 2 (above) .
el s Mt i T e —— A —




PIGGYBACK TRANSPORTATION 107

FREIGET TARIFT ™03

APFLICATION OF RATES

—

AT =
i1 SBIECT
s T GOVERNING PUBLICATIOWS

Goserned t Yatijonal Autosubile Transporters Associatios Agent Authurity Circular No.2-0,WF-1.C.C.
| N 428 supplersenis therelo or successive issues thereof.

5 anm:-;l. Ly H--us.;h:r-ls-t-ﬂ.n.d;-t.'lrr$vr! Bureau, Ageat, Nileage Guide Ko.6 MF-1.C.C.80.71 suppleseots
theretu of successive insues Lhercol,

b
Governed

g1 a8 otherwise providied hervin, by Unifors Classification No.5 Westers Clasaification
5.

Commilten 't 1,C.C.A-
RULES [N UNIFORM FREIGNT CLASSIFICATION NOT APPLICARLE
The tall vules in Uniform Freight Classification No.5 Western Classification Cosmittee Agenl,
0 | 1c.ca Aty R connection sith rates rules or regulations nased in this tariff,
r chrepl A sy b 1l 10 connection with individual items:
101 13,04 15.16,33, g B, 31,32,34, 35,43, 44,47 and 4M,
T COMMODITY DESCRIPTIONS
Charges named tn this Tarstf will spply to the foklowing cosaodilies:
\&. a0 parts and accossorics soving in connection with shipseots thereof,
15 ht 15000 pounds  in wach of & ming of twu truckloads subject to &
imum seaght af 3 pounds per Vehicle,except as otherwise provided see Wotes | and 2.
NOTE 1--The seight applicable to cossodities nased in this Ites shall be the factory mhipping
welgh am shown on Bill of Lading «r Recelpt. subject to correction,
[' 3--Ratex named berein include the transportatioa of oil,water gasolise or soti-freeze
solution necessary for the operation of each vehicle,
LESS THAN MINIMUM VEIGHT SHIPMENTS .
| Less than sinisus welght sbipsents will be accepted for transportation subject to the following

| conditivne:

| (A) Such sbipments »ill be held at the terminal of the carrier for sovesent with other sbip-
sents a8 hereinafter provided subject to liem 45,

(B} Such shipsen including those consigned to. intersediate to,or via holding terminals as
provided in Item 25.-1%1 not be transported until shipseots aggregate the sinisus quanti-
ty specified in the tariff for sovesents under the provisions of this ites or unless
shipper has instructed carrier tu transport such shipsents a minisus welght shipseot.

(C) Such shipments that aggregate ihe minimus quantity specified in the tariff will be trans-

| ported at the rates reinafter provided.

| (1) Vhen shipsents in either of the two truckloads are consigned:

(3) to the same destioation, or;

(b) To destination whose distance fros first destination, ithrough each successive
destination,does not exceed scvenly-five (75) siles or;

20 (c) For carriers convenience only,single vehicles may be cosbined loto truckloads
with other vehicle that aggregate the speciflied sinisus weight ,or actual
weight 1f greater, provided the destination of cvach single vehicle is
intersediate to the destinations of the truckload,

(2) When the limitations prescribed in sub-paragraph (1} above are exceeded tThe rates
hereinafter provided »ill be applicd plus an sddit charge of i 0 (60¢)
per mile for each truckload,for the distapce ie excess of such 1i e, Such
additional charge will apply only to the shipsents consigned to the destinaliom or
destinations in excess of the limitation,

MOTE--Where there are two or sore payors of freight charges the charges for such
excess sileage shall be divided equally between all vehicles in excess of such lisi-
tation,

(3) The rate applicable will be the truckload rate fros origin to each destination plus
an sdditional charge of $2.25 per destination,except shipsents cosbined 1isto truck-
loads for one destination or shipsents ﬂ’mll{ﬂud to holding terminals,

The charge for & less than minimsus weight ipsent shall,in no case exceed the charge on the
same shipsest at the truckload sinisus weight and

BOLDING TEEMINALS

Ehipments destined to points intersediste to,to.or routed via the carriers’ holdiog tersinal
specified for delivery to Knlnu and places indicated,will be forwarded from point of origis in
truckload quantities and whipsents routed beyond such holding tersinals will be beld where neces-
sary by the carrier,at it holding tersinal specified, for sdditional shipsents from the sase or
other shippers,at the s ar other points of origin,snd will be cosbised into truckloads as
provided in tariff. For the purpose of applyi the provisions of the less than sisimsus weight
as shipsent [tes 20 the bolding tersinal specifi shall be considered a destination on shipsents con-
signed fros poist of origin to, lotersediate to or vis such bolding termisal.

CARRIER — [ howiw TERMiNAL | DESTINATION OF S 1PMENT

heyenne Wyoming . . . . . . [|Colorado,ldabo, Nevada Utah and
Cossercial Carriers, Inc.. . . ‘1Ch1ca;(.,lll|m| =t 5 Ityun|n‘

,It'rovluu,llltmu A A S |
i!Salt Lake City,Utah. . . . . .|Nevada snd Utah
i B il i

Yor explanation of abbreviations, reference sarks and sysbols,see Page 3.
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FERIGET TARIFF ¥0.3
——

APRLICATION OF RATES ~251 Il
TEEY

— —g

T

publiohed 1o this Tarilf e t as othrnn pruvided, isclude pichup and ulncry
&uu directly and conveniently usuul @ to carrier's equipment. The carrier may drive

icle from point offered for shipsent to the carrier’s terminal or storage yard ocated -I
the sunicipal limits of point of origim or adjscent thereto.and,in the event carrier’s equipmeat
cannot cu-mmtl, maks delivery directly to the consignee, vehicles may be drives at destination
from carrisr's termimal to coasignee ‘s place of business, after preparing such vehicles for such
method of bllnty.

REFUSED AND !'nn ﬂtm
All shipments refused or undelivered for n{ ond the carrier 's control,wil] be

placed in a public licensed warehouss or garage (after nld-r of delivery to consignee or after
motice of arrival has been given consignes) at the cost of the owner and subject to a liea for all
transportation and other lawful char including the charge for storage and transportation cha
computed at four mills (§.004) per 100 pounds per mile from tlt billed dentination to the neares

iat, If such refused lld.for undeliversd vehicles are reconsigned by the owner Lo mome
L otheT st Lruns tion charges computed at four mills (§.004) per 100 pounds per mile from
wl’l‘l ﬁtt-t to final Mtlnnu will apply,.subject to the specified minimum weight pro-

RECONSIGNMENT OR DI
mu-lt ar diversion of shipmsents sade subject Lo this Tariff will be permitted,viz:
nge in mame of consignee destination or route. Shipments may be reconsi without
ﬂhl" At any time before shipment leaves the terminal of origisating carrier at poist of origin,
Sipeents after leaving origin terminal ms ‘.h reconsigned at & charge of $3.00 per shipment,in
sddition to charges provided below, under t following conditions:

(a) At the llrwsh rate from origin to final destination publisbed herein if new destinatioa
is beyond first destination and resulls in no devistion in route,

(k) When a deviation in rouvte is caused by the mmluﬂut additiooal charges will be "
assessed oo the basis of four mills (§.004) per 100 pounds per aile for each mile or fractica
thereof In excess of mileage from origin to fimal destination vis the sbortest practicable route.

(c) When recopsignment results in a back-haul from point stopped for reconsigneent or diver-
mion in transit,tovkird the lnl. of origin,charges will be assessed on the basis of rate from poiat
of origia to poist or diversion plus four mills (§.004) per 100

additional -llnn in ncm of the sileage from rm of origin to poiot stopped
t or diversion that the t was carried ia ma the diversion. ONLY ONE
NATION ¥ILL BE PERMITTED TRIS ITEM VEEN RECONS. INSTRUCTIONS ARE
ll:llm AFTER SHIPMENT EAS LEFT TERMINAL AT POINT OF CRIGIN. Reconsignment at th: rate from
iot of origin to final destimation will mot be protected whem shipsent has been w ded from
tica wehic t firet destination (except as othervise provided). In wu.
) rul to first destination-plus charges computed at four (9.004)
pounds per mile will be asseased subject to t rate to final destination as minmlswes,
requeats for diversios or reconsi ot sust be sade in eriting and addressed to the origimat-
ing carrier at the address shown in this Tariff, [

] STORAGE CBARGES

TRUCKLOAD SH1PWENTS g
At poiat of origin named in this tariff,rates publisbed herein will include (3) three
free storage from the first 7:00 AN, fol.l.ﬂll. receipt or commodities in truckload mmm.m
thereafter shem the act or failure to act by the and/or results in storage,the
mm- will be at the rate of per vehicle per day or fraction thereof ;Sundays and Legal Boli-
{l Mational ,Btate and Municipal,but not balf-holidays,.#il]l be excluded and when a legal holiday
falls on Sunday,the following Monday will be excluded detention Lime,

LESS THAN TRUCKLOAD 5N [PWENTS

At polnt of origin named Iin this tariff, less than truchlomd shipments will be accepted for

transportation,subject to the following nu'nﬁ- provislions:

(A) Rates named in this Tariff include stormge of such lllr.nu for » period of fiftesn
days 1 7:00 A.M. after receipt of the sh the carrier.

(8) lt lh expiration of uw fifteen days grace period, if ll. is !m‘ that the carrier

perform the tu.-nruuol service as provided im Item 20,the carrier will
nu! tu shipper and t nlgpr will have the optiom of ;
(1) Lﬂl“ shipment from the terminsal of the carrier within teelve hours from
receipt of mnotice,or
(2) Inmtructing the carrier to bold the shipmeat for an additional period of time,

(C) Ia the event the shipper does mot remove the shi t from the terminal of the carrier
within the prescri twelve hour period,or if the shipper imatructs the carrier to coo-
tisue to boid the shipsent for ae sdditional period of tise.a storage charge of tweaty-
five cents per vehicle will be amsessed for each lml]-fﬂl hours or fractiom thereof;

(1) st will be d from the first 7:00 AN, ,which i tselve hours or
more after the Lime the ﬂimr recelived the sotice from the carrier that options
(1) or (2) of paragraph (B) above must be exercised.

LOADING AND UNLOADIMG CHARG!

Except as othervise specified, rates publisbed in this 'hri“ ioclude the expease of handlimg,
loading snd unloading,at ponl of origin and destinmation, e it that coasignor or coasignee will
perform the loading and unl of ties that caonot loaded or unlomded under thelr owa
power,

For explasation of abbreviatlons,referencs marks sad sywbols,see Page 3.
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80

85

100

105

110

115

mary,notice of such requirement sill Iw
— : i

ST C.0.D.5H1PMENTS

— - - . =
| ORDER BILL OF LADING SHIPMENTS

—_——
EXTRA OR SPECIAL BQUIPMENT

Il e
| PMERGENCY SERVICE BY SINGLE DRIVE

- — - - — — -
| DISPOSITION OF FRACTIONS

N e T

—T_ - ) . DELAYED AND/OR WAITING TIWE =
D i CussIgROT OT Conelgnee

laved and/or sniting tiee caused By The act or failure tu acl
be charged at the rate of 53, .50 per hour per san comsenCing onv hour after arrival at origin

55 shail
point.intermediate point,and/or points of delivery.
i 3 .. T CHARGES FOR EXTRA DRIVER 1 TN

| When requested by shipper and/or when requin by State or Federal regulations or othervise,

|.nr. driver will be furnished at the applicable rate for the wovement plus mineteen (19) cenls per

stle [rom poant of origin to destination. Whea notl requested by shipper, and extra driver is arceS-
given shipper in advance of movesent of any shipment . -

| USED VEHICLES
The rates on commodities,as naned in ltem 13 when such commodities are used (not new) will be
subjrct 1o an additional handling charge of Two Dollars ($2.00) per vehicle.

C.0.0. {vallect on delivery) shipmentis will be handled at a charge of §1.00 per shipsent in
addition Lo the rates named he n. The amount to be collected must be indicated in bold figures
upon the face of the Ball of lading or Shap g receipt

Each carrier shall resil each C,Q.D.roilwllm directly to the consignor or other person
designated by the consignor as payee promptly snd within len (10) days after delivery of the C.0.D.
jshipment to the consignes.

Shipments tendered on an Order Bill of Lading will not be accepted unless prior specific
arrangesents have been made between the shipper and Lhe carrier.
¥, . 1 ~  WASHING SERVICE i i

When requested by the consighor and/or consignee.vehicles will be washed enroute or at
rge of four dollars ($4.00) per vebicle.

deatination before delivery al & "
= = 5 CARRIER 'S LIABILITY -
Except as otherwise provided carriers will not be liahle for damages causcd by leaking brake
fluids, lubricants, battery acids and/or cooling system anti-frecee molul 1on,

PROTECTION OF CODLING SYSTEM
During Lhe season shen conling sysiem requires protection from Irvezing.such protection will
be furnished by, and at the expense of  the shipper.

Carrier will pot be responsible for special or exira eguipmenl nout attached To the vehicle
|unlesa specifically listed on the Bill of Lading or Shipping Receipt,
- e § T HOLD DOMN CLEVISES ;
Rates provided berein include the return of hold down « levisrs furnished by the consignor to

';luru of origin of shipments transported with wuch hold down clevises,

| Single driveaway service at rates provided herein will be substiituted in order o complete
|delivery when carrier’s trucks and/or trailers are disabled en roite or because of ispassable roads

jor in the event of any other emergency.

! ¥hen the transportiation rates and/or charges cosmputed by Lhe rates named herein result in
jfractions of less than one-half of & cent, mame will be reduced to the next lower whale ceat and
charges resulting in fractions of one-balf of a cent or greater will be increased to the peal
{higher whole cent.
| METHOD OF CANCELLING ITEMS

As this tariff is supplescnted,nusbered items with letter suffizes cancel correspondiagly
,numbered il in the original tariff or in a prior supplesent. Letter suffizes will be used in
|.18!ub-ruul sequence starting with A, E ple-1tem 400-A cancels Item 400 and Item 410-B cancels
410-A in a prior supplement.which in turn cancelled Item 410, I

METROD OF DENOTING REISSUED MATTER [N SUPPLEMENTS

Matter brought forward without change from one supplesent to amother will be designated as
“Reissued” by a reference mark in the form of a square enclosing a nusber, Lhe nusber being that of
the supplesent in which the reissued matter {irst appeared in iis currently effective form. To
determine 1ts origiosl effective date consult the supplesent in which the reinsued matter first

became ef fective.

= AMENDMENTS TO ITEMS OR PAGES
Whenever reference eade to any Item or Page in this Tariif . such reference 18 continuous and

therefore ibclude successive issues thereol .

Yor explanation of abbreviations,reference marks asd symbols see Puge 2,

72199 O -62 -8




PIGGYBACK TRANSPORTATION

FHAIGHT TAK'FF W

JOUNT SPECIFIC CONMODITY

COLYMN 1 -- -
COLUMN 2~ » p iy Trom Chicago, T1NinGis ama 1€ inity an defined hercin g
Lansing ur Puntiac Mich

Fur rates to apply tu po and plares in Califorsia, Colorad Y Nuvada, Utah and Wyosing

|
provided with a specifr , refoer to Joinl Distame or Milvage Commodity Rates herein

ROUTING - COLUMN |

Route via Commercial Carriers,Inc., Chicago, lllinoas, Chicage and Sarth wewiern Raileay Company or |
Chicago, Burlington & Quincy Railroad Company, Council Bluffs, Iows. Uniun Pacific Railroad, Cheyenne,
Wyoming, Commercinl Carriers,lInc

Route via Commercisl Carriers,Inc Chicagu, 1llinous, Chicage. Burlingion & Quincy Ravlroad Company,
Cheyenne , Wyoming. Comsercial Carriers, lnc

ROUTING - COLUMN 2

Route via Chicago and North Western Raiiway Cosmpany our Chicago. Burlington u Railroad Company,
Council Bluffs, losa, Union Pacific Railruad, Cheyenne Vyoming Comeser C wers Inc . OR Route
via Chicago, Burlinglon b Quiocy Hallroad Company . Cheyeane, Wywming, Cuomercial Carriers loc

fo— = = == = = = — - N —
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FHLIGHT TARITH

TRANSPORTATION

JOINT

s
VU
Fhoe

DR ThLT
CHIC ALy

WICHIGAN
LI s

taousl

and init

Rate
RATE (OLIMY
= 41T

Buena Vi
Burlangte
Canun C3

' Spriegs

Tove Crovk

Glenwood

Golden

Granty

Grand Junction
Greeley
Gunn i son

240

Harisell
Haxtun
Mol ly

B ] yoke
Mot chkiss

245

— i
For eaplanatjon of

Tratt

“MECIFIC
PNTS PER
lumn i
~ defiod heyed
Rl

oMM RATH
(RUT US, FL ]

wate Co
ianming o

RATL COLLMN|
+1T

(4]

COLORAIWY

r Pont

LICEY

Grangevlle
Hatlwy

Homedals
I Fail

Kol Lok
Kot vhum

130, Lew iston

Sont ross

Olathe

s

Urdway

Pagosa Springs

Placerville

Pueblo

J40| Payette

“Salida
8

Silvertor
sringt s bd
cambmoat Springs

M5

360 | weiser

Aberdeen
Albion
Aserican Falls
Arco

Blackfoot

B i e ars
Bonners Ferry

Buhl

Burley —
Caldwell

Carey

Cascade

L: ur D Alenc
C il
Craigmont

Peclo
Dhanmes | 1w
Downey
Driges
it

Fatrtield
[ SSee

427

sbhirevistliuns, reference marks and syabols see Page

Mackay
Malad City

Montpelier
Moore
Moscow,
Mountein
Nampa

Hostne
662

Newdale
Orol ino

60 .
}i] ;
Gre™’
S6R
549

#
A0
555
447
428

Pocatello
Preston

639
TR

Te0
07
592
a6

481

Priest River
Rexburg
Righy

Riris

Ruprri

472

472

=480
IR

51 Anthony
St Marivs
Sa lmon
Sandpoint
Shushane

Sods Springs
irit Lake
ar Lity

Tein Falls

Victor

wallace TR

GAl

Wendell 615

NEVADA

Aust in
Battle
Boulder
Caliente

Carson City

Mountain
City

632
629
632
728

732

East Ely

B05
585

Tda

Hende rson Toh

185 Las Vegas

Minoa

490 Panaca

Proche
Reno




PIGGYBACK TRANSPORTATION

FRELGHT TARIFF WO 5

~ JOTST SMCTFIT COMDTTY RATES — —
IR CENTS Mk 10 POLNUS
FROM  DETRUIT. ILHIGAN  Apply Rate Colusn 1
FROM CRICAGD ILLIMOIS and vica y #% dulined herein. Apply Rate Colusn 2 (Applie
tiooal Rate on Traffic urieinatiog st Flint Lansing or Pootiac, Michig

RATE - GLIMN " RATE COLUMN,

v e {1 TEM ™ —— N I TEN ™
ey Tty : B s
J

: SEVADA g ! LTAN ) LA el L O™
= _‘TEE{p:I\l B STY T B LTS IR - i B SR v
195 | Wabunka { T 615 Midvale 447 il ihouglan
Winnemucoa 675 554 430 Moab . 2 48 Evanstnn
Yerington 740 619 Monro | Galletie,
e AN AL - T Munticello 5 Glendn
LTaR - . " t
. 'l . Morgan . t (lvarock
American Fork | 834 A Mt Pleasant o of 3 | Green River
Binghas Canyon 554 431 435 Murray 24 | 485! Greybull
Bountiful . 4 543 422 Nephi ‘Hanna .
Brigham City M8 47 Opden . TRl .Hawk Springs.
Castle Dale 50 459 | i ! {
' + . — Panguitch
{Cedar City. . . .| 633 3512 |Park City
Clearfield. . 543, 422 (440 Paymon
'Coalville | 527 406 Price .
Delta. . . 588! 467 | | Prove
| OS4D | A28 40—
| S -
4 544 423 ¢
| 598 Loz
579 438 || 2 . -1 - Newcast le
S68| 447 {Salt Lake City. : | Pine Bluffs .
5411 420 | i s 2 Lk ! BEe it .
_— e —u |Spanish Fork 1 r | Powell
391 470 | 'Sugarhouse A L Raw]ins. .
548, 428 450 [Toocle 3 2 500 Riverton,
Grantsville | 558 | Tresont on . . |Rock Spris
Gunnison, 4 l_ Vernal | Saratoga.
|Beber — g - 5

' -t ——— 55 'Wendower. - ]‘Sﬁl'nn- .
|Beneter 27| 'rt 2 ek il Sheridan,
|Junct 100 WYOMI NG ' S05| Sinclair
Kamaw - e Sundance
Kanab - | {Afton 5 | Thayne
Kaysville ! i |Basin ., | %6 } —

+ 475 |Buffalo . ; ] | Thermopol is
{Layton Caxper. 3 | Torrington
[Lehd, . Cheyenne. . . . F $10| wheat 1and
|Logan 8 ‘ J-llmn.

Magna . Worland
Mant i

For explanation of abbreviatioos, reference marks and sysbols,see Page 2




PIGGYBACK TRANSPORTATION

FREICHT TARIFF NO.5

JOINT DISTANCE OR MILEAGE COMMODITY RATES

COLUMN 1==Applivs from Detroit,Michigan

COLUMN 2--Applirs as proporiional rates «nly Fri® Chicagu, I11inots. And Viciniiy,.as delfined herein, on
tialfie originating at Plint. lamsing or POnTiec, Michigan

Di e of Milcage Commodit¥ rates shown hervin may be used wily shen no specilic through Comsndity

rates from and tu (he same points have becn provided

APPLICATION
To detersine coamoditly rates fo points and placdes mot provided wiih Juial Spevtfic Commodity rates, first
determine + mileage from Cheyenne Wyoming.lo the considered point, then apyls such mileage 1o t
mileage colusn shown herein and Lhe rate shown for Column | will « the rate applicable from Detroit
Michigan,and for Column 2 will be the ratv applicable from Proviso.iliinois

ROUTING - COLUMN |
Route via Comsercial Carriers,Inc.,Chicago, 111inols, Chicago and North Western Railway Comspany or
Chicago,Burlington & Quincy Railroad Company,Council Blulfs, lowa, Union Pacilic Railrosd,Cheyenne,
Vyoming, Comsercial Carriers,lac.,
Route via Comsercial Carriers, Inc. Chicago, 111inois,Chicago, Burlington & Quincy Railroad Cospany,
wane , ¥
i . ) =
ROUTING - COLUMN 2
Route via Chicagu and North Westers Railway Company or Chicsgo,Burlington & Quincy Railroad Company,
Council Bluffs, lows, Inion Pecific hllru-d.ﬁwrenm,rym:u.{:_rcul Carriers, Inc. ,OR
Route wia Chicago,Burlington & Quiney Rallroad Company ; Cheyenne , ¥yoming, Commercinl Carriers, lnc

e = g gy e - - e




PIGGYBACK TRANSPORTATION

FREIGNT TAKIME 50

I JOINT DISTANCE OR MILEAGH COMMULLTY RATES
| I CENTS PER .if PUA™MS
| FROM DETROLT %ICRIGAN, Appiy Mate Colusn |

| FRuM CHICAGU ILL INOLS And MVicinity
K3ty T-alfie of 121nat 1t 4°

Kats
Myt

L.mn 2

INar

as i 1ived Aejein, A

Fiant Lansing

Apply Mileages Iroe Oh Wyoming

Wnere the cxact srlvagy 18 aotl shiows b

HATE
UM

T 5% L
MILES| COLDGS  MiLES
O

RATE
COLLMy

143
144

n5E
¥k L
155 | 664
196 bb6
137 | 669

118 | 672
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PIGGYBACK TRANSPORTATION

FREIGNT TARIFF NO.5

JOINT DISTANCE OR MILEA COMWINITY RATES
IN CINTS PER 100 POUNLS

FRUM DETROIT MICHIGAN, Apply Rate Column |

| PROM CRICAGO. ILLINOIS And Vivinit, as aelined bevvin, Appls ka' “wiwan T (Applies oniv s propurtionsl

Rates on Traffis riginatang at Flint, laumang or ¥

' Wb

Apply Mileages From Cheyenne , Wyoming

ur; r;»”\'m— eaact mile is not whown v ¥ the wext higher sileage
k.l'n.. ]' RATE T RATE RATE FATE

MILES | COLUMN || MILES | COLUMN || MILES COl IMs COLLMN

1010

Yor explanation of abbreviations,reference sarks and sysbols,see Page 3




PIGGYBACK TRANSPORTATION

Supplement lio, 3 SUPPLE.@NT NO. 3
contains all changes. TO
1. C. C. MO, §
(Cancels Supplement !io.2)

-

NATIONAL AUTQ.OBILE TRANSPORTERS .SSOCIATION, AGENT

SUPPLELENT NO. 3
TO
TARIFF NO. 504

Naming

JOINT SPECIFIC AND MILEAGE COMMCDITY RATES

For
The Transportation of

AUTLCBIIES AND OTHER COMUGDITIES
(As described herein)

FROM TO POINTS IN THE STATES OF

CALIFORNIA § LONTAN. UTAH

{Flint, Lansing and Pontiac,!fichigan | COLORADO NEVADA VASHINOTON
IDAHO OREGON Y CLING

VIA
MOTOR (TRUCKAVAY )=RAIL (TRI-LEVEL RAIL C/R SERVICE )-MOTOR (TRUCKAVAY)

Distance or Hileage Commodity Nates named herein may be -uud only when no
Commodity Rates (other than Distance or Hileage Commodity Rates) have been
pablished to apply from and to the same pointa over the same rpute.

For reference to Governing Publications, See Item 10,

ISSUED FEBRUARY 10, 1961 EFFECTIVE MARCH 16, 1961
(except as otherwise noted)
from the terms of Rule 9 (e) of Tariff Circular 20 is sutharised
under permission of the Interstate Commerce Commission No, 90999, dated
February 10, 1961

Issued by:
T. V. BREITENBECK, Traffic Wmager
2356 First National Building
Detroit 26, Jdchigan




PIGGYBACK TRANSPORTATION | B

swa 2 e ANKEAL BSla XR -y
LIST @ PARTICIMATING .DTOR CARREKRS :.-74'-/

-uﬂshﬂlupt&q:bm&mmuummm?m?dhﬂ.rr

i

5*‘

| I | xrricaTe | rormR or
|-

NAUE Or CARRIER ADDRE3S OR ORDER | ATTORMEY
NO MC~ | FA 1 NO.

1jAdd | Convoy Compary. . . . . .! Seattls,iashington £2858 2

LIST Of PARTICIPATING RAIL CARRIERS
The List of Participating Rail Carriers is as shown on Page 2 of Tariff
and belowi

AMEND NAME (F CARRIER | appRESS PORER (F ATTCRMEY |
Add |Northern Pacific Railwsy Company| St.Paul, Winn. FA 1 No. 13
TABLE OF CONTENTS

SUBJECT PAGE

Commodity Description . 2=
Participating Carriers. .

2
Rate Section 1-A. « + « ! L-8

CUJLATIVE INDEX OF CURRELT ITEMS

New "Items” added in supplements and "Items" in the original tariff which
have been amsnded in supplements are listed below with reference to the
__supplk ments in which such "Items" may be found,
SUPP. || ITTEM | SUPP. || ITEL | SUFP. i ii ITEM | SUFP,
H 570 650 130 810

580 660 740 820
590 670 750 830
600 680 760 8LO
610 690 170 850
620 T00 780 5020
630
64,0

710 790 5030
720 800 5040

APPLICATION OF RATES
SUBJECT

COMICDITY DESCRIPTION
Rates and charges named in this tariff apply on the following
oommodities (See NOTES 1 and 2)¢

(a) Automobiles,new,passenger,complate or not complete,finished or
not finished,chassis,set up, and

(b) Automobilss,used,passenger,camplete or not complets,finished or
not finished,set up,used automobiles passenger will be sub ject
to an sdditional handling chargs of two dollars ($2.00) per
vshicle.

NOTE 1 - Rates include the charges for the transportation of oil,
water,gasoline,and/or anti-freere necessary for the operation
of sach wshicle.

NOTE 2 - The weight applicable on the motor vehicles shall be the
factory shipping weights as showm on the bill of lading or
shipping receipt subject to correction, 4

Tcontimued)

A L W L
W
M B o
M e e A

For explamation of sbbrevistions,reference merks or gmbols,refer to Page 17
of Tawiff and last page harsin. e
e




PIGGYBACK TRANSPORTATION

Suvolesent ko, ) to Tarifl No. SOk

APPLICATION OF RATES

i A R _SUBJECT _

e L, - el A L b L, T o =7 171 T, P
! OO T ITY DEICRIPVI(N - lunzladed
| Mnimus Truckload,Vehiclee weiyr:ing 150 pounds or iess
six (6) vehicles =
Minimum Trucklcad, Vehicles weighing over 3150 pounda
five (5) vehicles,

# Does not apply for the account of Contract Cartage Company,
Pontiac,Michigan or Motorcar Transpert Compary, Pontiac,lichigan.
The minimm truckload for Contract Cartage Compary, Pontiac,
Michigan, or uotorcar Transport Company, Pontiac, dichigan, is
five (5) wvehicles.

L:i_[ Refer to Title Puge of Section No. 1 on Page 7 of Tariff and cancal all
| ~ matter shown thereon and in lieu thereof substitute the following:
SECTION NO. 1

ABRB
FRQ TO POLITS It TEE STATES OF

Basing Foints - Cheyenne,llyocing Cal if ornia lievada Washington
on traffic from Flint, Lansing Colorado Oregon Wy oming
and Pontiac, Michigan Idaho Utah

Via
Motor (Truckawsy)-Rail (Tri-Level Rail Car Service)-liotor (Truckaway)

1 BASING POINT - Cheyenne, Tiyoming
| For application of joint routing, see Item 5000, 5010, 5020 and 5030.
|

f =
|

Refer to Section Mo, 1 on Page 10 of Tariff and add the following:

FROU BASLINO POINT - (HEYEN'E, \.YCRING
TO
WTING .
CHRFERBES 15 4 4 & o ot aigleiis vwye e rip utel e f“j_lh

=
SECTION NO, 1-A
JOINT SPECIFIC CQ (DITY RATES

FROK TO POL.TS IN THE STATES OF =N

Flint, Lansing and Foh tisc,
Michigan Idaho Montana

BASING POINT -~ MILES CITY, MOQNTANA

¥ Via
Motor(Truckswsy ) - Rail(Tri-Level Rail Car Service)-iotor(Truckswsy)
Rates named in this section are specific commodity retes and do not alternatas
with rates named in other sections of this tariff,

For application of Joint Routing, See Item S0LO.

[ Fir ezplamation of sibreviatiens,reference marks o qyuhols,refer to Page 17
—of_Taxiff and laxh pags baraii. =t
=}




PIGGYBACK TRANSPORTATION

t o

SECTION MO, 1-A
¥ SARCIFIC COAMOD.ITY
I CIAIARS FER Vik. ir

Rates Apply From
F i Lansing
TDAHC P (4) L (a) '+ (B) 8 () 11 (B)
| Aberdeen 187.17 179.82 | 211.84 168,57 222.8L
| Albion 195.57 . 188,22 | 220.8L |{196.97 |231.8L
| American Falls 188.37 390 181,021 2130k |1189.77 | 224 1L
Arco 187.17 | 221,09} 17,.82" 211.8L | 186.57 |222.8k
| Ashton 173.17 - 165. 32: 196,79 |174.57 ,20?.?9
| y o
T 1
| Bancroft 191.37 | 225.591| 18L.02 | 216.3L ||192.77 |227.3L
Blaclkf oot 182.42 | 215.991 175. 07| 206,74 |[183.82 |217.7L
Bliss 200.27| 235.19 192.92! 225.9L ||201.67 |236.9L

Boise 211.57| 2L7.29] 2al.22 | 38.0L (212,97 |2L9.0L
Bonners Ferry 202,07 | 237.09l| 19L.72 | 27.8L [203.L7 |238.8L

| Buhl 201.52 236.b3| 19L.1?| 227.2u jl202.92 |236.24
' Burley 19L.92 | 229.39y 187.57 | 220.1L ||196.32 |231.1L
Caldwell 21,52 | 250.L9 | 207.17 1 2L1.2L (215.92 |252.2L
Caray 192.57 | 226.89if 185.22 | 217.6L 193,97 (228,6L !
Cascade 220.L7 | 256.89 213.12 | 2L7.6L |/221.87 |268.6L

Couer d'Alene 200,27 | 235.19 19?.@?] 225.9L |201.67 |236.94
1Ccunc11 27 .07 | 263.99| 219.72 | 25L. 7L 1228.L7 |265.7L
| Craigmont 219.92 | 256.29/ 212.57 | 2L7.0L [ 221.32 |258.0L
| Declo 194.92 | 229.39| 187.57 | 220.1L 196.32 |231.1L
| Donnelly 222.87| 259.L9| 215.52 ' 250.2L |22L.27 |261.2L

Downey 189.62 | 223.69,| 182.27| 21L.LL ([191.02 |225,LL
Driggs 177.72 | 211.947] 170.37| 201,69 1[179.12 |212.69
Dubols 183,02 | 216.59| 175.67 | 207.3L '|18L.L2 |228.3L
Eastport 205,02 | 2L0.29|| 197.67| 231.0L IZO(J.L? 2L2.0U
Brmett 215,17 | 251.19| 207.82 | 2la.22 |216.57 |252.5L

Fairfield 203.27| 238.39| 195.92 | 229.1L ||20L.67 |2LO.1L
Fort Hall 183.67 | 217.2%| 176.32 | 208.0L 1/185.07 |219.0L
Genessee 212.22 | 2L7.9%| 204.87| 238.7L '213.62 |2L9.TL
Glenns Ferry 203.27| 238.39| 195.92 | 229.1L |20k .67 |2L0.1k
Gooding 199.07| 233.89| 191.72 | 22L.6L |200.L7 ;235.6L

Grace 193.12 22?.1.-9‘ 185.77 | 218.2L 1|19L.52 |229.2L
Grangeville 223.47| 260.09| 216.12 | 250.8L {22L.87 |261.8L
Hailey 196.12 | 230.69!| 186.77 | 221.LL ([197.52 |232.LL
Homedale 216.37| 252.L9) 209.02 | 2L3.2L [[217.77 |25k.2k
Idaho Falls 179.47| 212.79f 172.12; 203.59 [1180.87 [21L.5k

Jerome 199.07 | 233.89 191.72 | 22L.6L 235.6L
Kellogg 230.691 186.77 | 221.LL | 232.LlL
Ketchum 189.97 | 222.74 233.74
Lewiston : 20?.17i 2L1.2L 252.2L
MeCall 2 ! 216.77! 251.54 225,52 1262.5L




PIGGYBACK TRANSPORTATION

o Swokpent No, ) to Teillf e, 0L
3ECTID NO. 1=
v THT SPECIFIC CALWLTY il
IE .OLIAR: FER CTHICL

i N.-t.es up;u rrr

Flint;:&icl-\_j;&ar | Lansing,Michigan | "’nrtiac ac,tichigan
1 (&) '3 (8 {1 ) |8 (B) ifs () (8 (B
™ 190.77 | 226,94 § 183.42 1215.69 [|172.17 | 226 69
Melad City 191.92 | 226,19 i 18L. T 'tlﬁ 9L 193.32 1 227.94
Meririan 212.77 | 248,59 | 208.4z i 2393k |[214.17 | 2503k
Koore 180 37 | 222,39 161,02 Il’lﬁ.l.'.. | 189.77 [ 224.1L
Kontpelier 196.72 | 231.3L | 189.37 [222.09 |[196.12 [233.09

Koreland 183.02 | 226.59 || 175,27 [207.34 18L .42 | 218.3L
Moscow 210.L2 | 2L6.09 || 203.07 |23¢.84 211,82 | 247.84
Lountam Home 206.27 | 2L1.59 | 198.92 |<32.3L 207.67 | 2L3.3L
Mullan 193.72 | 228.1L | 186.37 | 218,89 195.12 | 229.89
Nampa 213.97 | 2L9.89 | 206.62 |2L0.6L  ||215.37 | 251.6L

1
Newdale 176.62 | 209.7L ‘| 169.27 |200.49 !|17€.02 | 211.L9
New Meadows 225,87 | 262.69 | 218.52 | 253.LL 227.27 | 264.LL
Mesperce 221.67 | 258.19 | 214,32 | 2LB.9k 223.07 | 259.94
Orof ino 219.92 | 256,29 | 212.57 | 2L7.04 221,32 | 258.0L
Paris 197.87 | 232,59 | 190.52 | 223.34L 199.27 [ 23L.3L

Payette 218,17 | 254.39 || 210.82 | 2L5.1L 219,57 | 256.1k
Plusme r 20L.L7 | 239.69 | 197.12 | 230.LL 205.87 | 2L1.LL
Pocatello 185.42 | 219.19 || 178.07 | 209.9L 186.82 | 220.5L
Potlatch 208,57 | 2LL.09 | 201.22 | 23L.8L 209.97 | 2L5.8L
Preston 193.12 | 227.L9 | 185.77 | 2168.2L 19L.52 | 229.2L

Priet River 205,02 | 240,29 ;| 197.67 | 231.0L []206,L2 | 2L2.0L
Rexburg 176,02 | 209,09 | 168.67 | 199.8L 177.L2 | 210.84
177.72 | 210.94 1! 170.37 | 201.69 179.12 | 212.69

Righy
Ririe 178.87 | 212,14 | 171.52 | 202,89 ||180.27 [ 213.89
Ruport 194,32 | 228.79 [ 186.97 | 219,54 |]195.72 | 230.54

Bt.Anthory 17L.97 | 207.94 || 167.62 | 198.69 ||176.37 | 209.69
St.laries 205,02 | 240,29 || 197.67 | 231.0L ['206.L2 | 2L2.0L
Salmon 196.72 | 231.3L | 189.37 | 222.09 1|1sva.1z 233.09
Sandpoint 202.62 | 237.69 || 195.27 | 228.LL  |;20L.02 | 239.L4
Shoshone 196.72 | 231,34 || 189.37| 222.09 198.12 [ 233.09

Smelterville 196.12 | 230.69 I 188,77 | 221.LL | 197.52 | 232.L4
Soda Springs 193.13 | 227.L9 | 185.77 | 218,24 19L.52 | 229.24
Spirit Lake 203.82 | 238.99 !| 196.L7| 229.7L 205.22 | 2L0.7L
SugarCity 175.47 206.1..9 168,12 | 199.2L | 176.87| 210.24
Sun Valley 197.32 i| 189.97 | 222.74 198.72 | 233.7L

Tetonta 176.62 169, 21 200,L9  1178.02 | 211.L9
Twin Falls 199.67 226,29 120107 236.29
Victor 178.32 1179.72 213 é

L . 118 196.32
ey 355 1973 S0k 412-2 |2
Wendell 200.27 | 235.19 || 192.92 225,94 ‘| 201.67 236 9L
COLUMN A - Rates appn on msczu nimmg 3150 paund.- or less,




PIGGYBACK TRANSPORTATION

_ Supplement wo, J to Tariff .o, 0L
SECTION NO. 1-A
JOOIT SPECIFIC CAE ODPTTY w il
I TOLLARS PER VRHill.

—oc RaeE SRR T
Elint.jadchi Lsnsit z,bich cgan . Fontise, dehigan
UCNTANA GiYs (51 LTSN LR _;‘ @) (8)
| Anaconda 169.23] 201.79 'riru. 192 %, T|[170.621 203.5
Aupgusta 184,57 | 196,79 I} 15742 {28758 | lll":.‘i‘?| 198 .54
Bainville 1L1.62 | 172,09 || 13L.27 1 16°.8L [ 163,02 127384
Belgrade 156.42 | 188.0L l1 w5071 1779 115;.32| 189.79
|Bolt 155 82| 187,39 || 8,47 [ 1760k |1157.22 | 169.1k
| sy | 4 11
Tt 185.97 | 219.79 1 178.62 | 210.5L  [|137.37] 221,54
Big Sandy 167.47 | 199.89 || 160.12 | 190.64L 168.87 | 201.64
Bip Timber 147.57 ) 178,49 || 1L0.22 | 169.2L 1L8.97| 180.2L
Billings 137.97| 168,19 || 130.62 | 156.9L 139.37| 169.9L
Black Eagle | 158.77! 190.5L || 151.L2 | 1B1.29 160.17 | 192.29

Boulder 170.37| 202.99 || 163.02 | 193.7L 171.77 | 20L.7L
Boreman 154.62 | 186.09 || 1L7.27 | 176.8L |/ 156.02 | 187.8L
Bridger 143.37| 173.99 1| 136,02 | 16L.TL 1LL.77 ] 175.74
Browning 173.17| 202.0L || 165.82 | 196.79 17L.57 | 207.7%9
Butte 166.37| 198.69 i 159.02 | 189,LL 167.77 | 200.Li

| Cascade lél.T?l 193.69 || 15L.37 | 18L.LL 163,121 195.LL

hester 173.17| 206.0L || 165.82 | 196.79 17L.57| 207.79
| chinook 163.47 | 195.59 || 156.12 | 186.3L  {|16L.87] 197.3L
| Choteau 16L.57 | 196.79 j| 157.22 | 187.5L 165.97 | 198.54
| Circle 13,97 | 16L.94 || 127.62 | 154,69  |1136.37 | 166.69

,[ Columbia Falls 183.02 216., | 175.67 | 207.3L 18L.L2 | 218.34
Columbus 182,82 ) 173.39 135.1.? 16L.1k 1LL.22 | 175.14
Conrad 165,72 | 198.0L || 158.37 | 18b.7y ||167.12| 199.79
Corrallis 185.42 | 219.19 /| 178.07 | 209.9L 186,82 | 220.9u
Crow igency 145.82| 176.59 || 136.L7 | 167.3L l 147.22 | 178.1L

Culbertson 139.82| 170.14 || 132.L7] 160.89  ||1k1,22] 171.89
Cut Bank 171.47| 20L.19 || 164.12 | 19L.94 172.87| 205.94
Darty 187.77| 221.7L || 180.L2 | 212.L9 189.17 | 223.L9
Deer Lodge 170.37| 202.99 || 163.02 | 193.74 1M.77
| Dillon 173.77| 206.69 || 166,12 | 197.4k

| Dodson 157.67| 189.3L || 150.32 | 180.09
| Drummond 174.32! 207.2L || 166.97 ' 197.99

Dutton 162.83| 194.9L || 155.52 | 185.69
| Ekalaka 133.77] 163.6L || 126.L2 | 15L.39
| Ennis 16L.02| 196.19 || 156.67 | 186.94

[ Bureka 190.17| 22u.29 | 182.821 215.0L 1| 191.57
| Fairfield 162.87) 19L.9k || 155.52] 185.69 || 164.27
| Fairview 136.77| 166.89 | 129.L2 | 157.84 I 138.17
| Fort Benton 163.47| 195.59 || 156.12! 186.3L [ 164.87
| Fort Peck 146.97' 177.8L ,, 139.62 | 168.59 !| 1LB.37| 179.59

COLUMN A - Rates apply on wehicles weighing 3150 pounds or less.
COLINY B - Rates apply on vehicles weighing over 3150 poundas.

For explanation of abbrevistions, reference marks or mymbols, see hl;a_g. 17

=




PIGGYBACK TRANSPORTATION

SECTION NO. 1-4 ;
JOIT SPECIY IC COMDITY R.TES 264
i DOLIASS PER WaMICLE

F 2 T ates Apply .

WONTANA lgntlﬁdug | lansinp, . ddigan  Fontiac, s chigan
® ] )| @ _IZ ) _. (8
Froid T1l1.621 172,09 | 130,27 162 €L '1lir.00
| Geraldine t165.e2 | 187,39 | 1€.w7 i 37804 [157.22
Glasgow 1L6.97 | 177.8L | 135.62 | 168.'9 hxus.n
Grest Falls 158.17 | 189.8y || 150.82 | 180 ¢,  §159.57
Hamilton 185.L2 | 219.19 y 176.07 | 209 54 f 136,82
Hardin 143.97 | 17L.6k | 16, 07 | 1€5 145,37 1176.39

| Harlem 161.07 | 193.0L { 153.72 1 163 17 £162.47 [15L.79
Harlowtion 152.32 |'183,59 § Wl 97 | 37h 34 152,72 (165.34
Harrison 161.07 | 193,0k | 153.72 | :83.79  [162.L7 [19L.79
Barre 166.37 | 198.69 || 159.02 | 189 Lk !16?.?? 200.Lk

Helema 166.92 | 199.29 [| 159.57 190.01'1 168.32 201.0&

Hot Springe 191 92 | 226.19 || 18L.57 E 216.94 193.32 |227 9l
Kalispell 284.77) 218,49 || 177.L2 | 209.24 196,17 | 220.2L
Levin 170.92 | 203.59 || 163.57 | 1943k  1172.32 | 205.34
Klein 142,82 | 173.39 || 135.L7 | 164 1L 1L.22 (175.1k
139,82 | 170,14 || 132, 1.71160 89 141.22 (171, 09

W5.17 | 175.9% || 17.82 | 166.69  [|146.57 | 177 69
195.57 | 230.09 || 18€.22 | 220.8L [l19€.97 |231.84
179.47 | 212.79 || 172.12 | 203.54 I1&\(: 87 |21L.5
151.77 | 182.99 || kL2 | 173.74  §155.17 | 184.7h
147.57 | 378.49 || 140.22 | 169.2L  [1Lb.57 |180.2L |

155.82 | 187.39 || 1Le.L7 | 178.14 ilST.22|189.1h
157.67 | 189.3L || 150.32 | 180.09  [159.07 | 191.09
121.22 | Ug,69|| 113.87 | wo.kl 122.62 | 151.LL
179,471 222.79 || 172.12 | 203.54 Im.a-{Im.Sh
180,02 | 213.39 || 172.67 20k.1k  [[281.k2 | 215.0k

1L5.821 176,59 || 128.L7 | 167.3L Nau7.22 178,34
152,92 | 18L.2L || 1L5.57 | 174.99 IlSh.JE | 185.99
172,07 | 20.8L || 164.72 [ 195.59 }1173.L7 | 206.59
189.62 | 223,69 || 182,27 21L.LL 191.02 | 225.LkL
145.82 | 176,59 ' 158,47 167.3L [[1Lk7.22 | 178.34

128.57| 157,04 || 121-22| 147.79  [[129.97 [158.79
188.37( 222.39 || 161.62| 213.1L  [|189.77 | 22L.1L
w282 17339 || L5471 162k ||k 22 {175.2k
1L5.17| 175.90 || 137.62| 166.69 [|1L6.57 ' 177.69
186.62) 220.L9 || 179.27| 211.2k [|186.02 | 222.24

1L3.37| 173,991 136,02 1647k || 2Lk.TT | 175.7k
149.32( 180.39 || 11.97| 1701k (1150.72 | 182,24
152,32 183.59 || 14,97 1763k [1153.72 | 185,34
| St. Ignatisu 184.77| 21849 || 177.L2| 209.2L !|186.17 | 220.2L
| Scobey 166,37 17719 139,02/ 167.9k 111L7.77  178.94
COLIMN A - Rates apply on vehicles weighing J150 pounds or less.
COLULM B - Rates apply on wehicles weighing over 3150 pounds.

| r_cr explanation of abbreviations, reference marks or sywbols, refer to Page
A2 of Tariff and last paga harsin.

=




PIGGYBACK TRANSPORTATION

Supplement lio, 3 to Tarifl Ne. LOL
SECTION NC. 1-A
JOINT SFECIFIC COMSKIDITY RATES
1 DOLLLRS PGl VEHICLE

ITEL TO Rates .ﬁppl,} From

MONTANA _Flint,kichigan , Langi ne,Hichiganj Pontiac,Wich faq

(1) (B) (&) : (B) (=) | (8) |
Shelby 1&9.)?_.1 201,09 |, 161,22 | 191. Bl 1v,.9 Tu:z 8l |
Sneridan 168,07 | 200.54 1 160,72 | 191.29 10947 |¢.b'2..2§-
Sidney 135.57 | 165.89 || 128.22 {156 3L || 136.97 |167 3k
Somers 185 97 | 219.79 || 178.62 | { 210,50 187,37 f221. sk
Stanford Si 12 | 1823k | 1L3.77 | 173.09 152,50 |18L.09

Stevensville | 183 .67 | 217.29 ||

Sunburst | 272 97 ! 204.8L 1

Superior 187 17 | 221.09 | !
Sweetpgrass 172.62 | 205.LL |! .27 | 76,14 17L.02
Thompson Falls 192.57 | 226.89 22 1 217,64 1 193,97 122664

Three Forks 158.77 | 190,54 || 151.L2 | 1B1.29 | 160,17 :192.29
Townsend 162 .87 | 194 .5k || 155.5 5.69 |l 16L.27 1196.69
Troy 197 B1 | 232,59 ) b 23.; 199.27 123L.34
Valier 163 0F | 200,54 || 170.7e 1.29 1 169.47 |202_29
Virginia City 165.72 | 198.04 '_L'L:'i{h_!'r' 1 188,75 | 167.12 |199.79

18¢,L), 157.77 1200.Ll

Vialkerville 166.37 | 198.69 ||
Warm Springs 168,57 | 201.09 ‘ 191 .80 169.97 ,202.8L
850 | Westhy 148,17 | 179.14 ' 1 169,89 || 1k9.57 1180.89
Yhitefish 184,22 | 217.89 (| 176.67 | 208,64 185.62 1219.64

|

|

|

fhitehall 162,32 | 1943k ! 15L.97 | 185.09 163,72 196,09

White Sulphur L
Springs | 159.97 1 191.8L || 152.62 | 182.5% | 161.37 193,59

B60' Wibaux 132.52 | 162.29 11 7.153.06 |f 133.92 {16L.0L
| Hinnett 139.17 | 165.4L9 || 82 | 160.2L || 140.57 [171.2L
Violf Point 141.02 | 171.LL 7 133.67 | 162.19 ] 2,62 17329

|
|
|

COLUMN A - Rates apply on venicles weighing J150 pounds or less.
COLUMN B ~ Rates apply on vehicles weighing over 3150 pounds.

“For explanation of abbreviati reference marks or E:‘.hols, refer to Page_
17 of Tariff and last page he: 7 e il




PIGGYBACK TRANSPORTATION

Suprlement No., 3 to Tariff % . S0L

I__l‘ Refer t¢ Title Pase of Section YNc, 2 on Mage 71 of Tarif'! and cancel all
matter st.own thereon and .n lieu thereol substitute the lcoulowing:
SECT1.N NO, 2
JOINT HITEAGE COMICDITY RATES

|
[ FRO: TO PORITS IN THE STATES OF
|

Califomia Hevada Washington
Flint,Lansing or Pontiac, Colorado Oregon Wyocing
o= = Michidgen._ - i Jdako\tel | = SR

(Basing Point - Cheyenne, .yordng)

Via
toter . Truckaway )-Rail (7.i-Level Rail Cai Si:vo - )= lLotor [Truckavay)

Distance or Jileape Comrcdity iatis romed ore.n ray be used when no
Cocmodity Hates (other than Distance or Hdloape Commodity .wtes) have been
published to apply {run and to the same points cver the same route,

Joint through rates named in this section apply fi1om Flint, Lunsing or
Pontiac, Lichipan via routing provided in Item 500C, 5010, 5020, and 5030,
and are deterrined by applying to the mileape scale of rates the arbitrary
mileages shown in Section No. 1 or the highvay distmce from the basing point
of Cheyenne, '.yoming to points of destination in the states of California,
Colorado, Idaho, Nevada, Orepon, Utah, ‘lashington and Tloming as determined
in accordancu with the previsions of Item 10. o i W e By

2‘{ Refer to Section No. 2 on Page 16 of Tariff and cancel thc rates shown
thereon for the mileages indicated bilow and in lieu thereof apply the
folloring, and also add the folloving:

SECTICN Ko, 2
JOINT [ITLEAGE COI'CDITY W.TES
IN DOLLARS PER VEHICIR
ON MIIEAGES FROM BASING POINT - Q!_,"L}.Ji"- AYOMING: -~

RATES ..PPI_Y FROU

FLINT, | LANSING,
KICHIGAN YICHIGAN KICHIGAN

A B i B A B

286.75 | 378.77 279.L0 | 369.53 288.15 380,52
287.07 | 379.21 279.72 | 369.97 286.L7 3680.96
287.39 | 379.65 280.04 | 370.L1 288.79 361.40
287.71 | 360.09 280.36 | 170.85 289.11 381.8L
288.03 | 380.53 280,68 | 371.29 289.L3 382.28
288.35 | 380.97 281.00 | 371.73 269.75 382.72

288.67 | 381.la 261.32" | 31217 2%90.07 383.16
288.99 | 381.85 281.6L | 372.61 290.39 | 383.60
269.31 | 382.29 || 261.96 ! 373.05 || 290.71 | 36L.0L
289.63 | 302,43 202,28 | 373.L9 291.03 36L.L8
289.95 | 363.17 | 282.60 | 373.93 291.35 38L.52
290,27 | 383.61 || 2v2.52 | 37L.37 291.67 385.36

For explanation of abbreviations, reference marks or symbols, refer to Page

a re_herein,

v
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PIGGYBACK TRANSPORTATION

Supplezent No. 3 %o Tariff lo. S0k

SECTICM NO, L
ROUTING INSTHUCTICHS FOR R~TE SECTICHS NCZ. 1 AND 2,

ITEE | ROUTING

I ol R i e =
I'Rates riimed in this tariff apply via the follewinp reutings to the
States of California, Idalo, Oregon and “ashington:

lraon FLINT, :DQHIGAN
|
\
|
i
|
I

VIA: Automobile Carriers, Inc., to the Chicago and North Western
Railway Company hotor Vehicle Terminallocated at Proviso,
I1linois, thence via the Chicawo and iiorth .estern Railway
Company to Council Bluffs, lowa or Frement, Nebraska, thence
Unicn Pacific Railrcad Company to Cheyenne, Uyoring, thence
Convay Cowmpany, beyond,

FRCI! LNSING, WICHIG.WN

VIA: C. & J. Cormercial Driveaway, Inc., Industrial Transport,Inc.,
or Howard Soter, Inc,, to the Chicapo and llorth Jestern
Railway Company lotor Vehicle Terminal located at Proviso,
Illinois, thence via the Chicago and lorth “estern Railway
Company to Council Bluffs, Iowa or Fremont, Nebraska, thence
via the Union Pacific Railroad Company to Cheyenne, \yoming,
thence via Convoy Company, beyond.

FROU PONTIAC, LICHIGAN

VLi: Contract Cartage Compary or llotorcar Transport Cempany to the
Chicago and North ‘lestern Railway Company Liotor Vehicle
Terminal located at Proviso, Iilincis, thence via the Chicago
and North vestern Railway Corpany to Council Bluffe, Iowa or
Fremont, Nebraska, thence via the Union Pacific Railroad
Conpany to Cheyenne, Woming,thence via Convay Company beyond

Rates nared in this tariff apply via the following routes to the

States of California, ldaho, Oregen, and Washington:

FROM FLINT, MICHIGAN

VIi: JAutomobile Carriera, Inc., to the Chicago, Burlinpgton and

Quincy Railroad Company Motor Vehicle Terminal located at
Chicapo (Cicero),Illirois, thence via the Chicaro Burlington
and Quincy Railroad Company to Cheyenne, liyoming or via
Chicapo Burlington and Quincy Railroad Company to Council
Bluffs, Iowa or Grand Island, Hebraska, thence Union Pacific
Railroad to (heyenne,iyoming,thence via Convay Company beyond

FROM LANSING, MICHIGAN

VIi: C. & J. Commercial Driveaway,Inc.j;Industrial Transport,Inc.,or
Howard Sober,Inc.,to the Chicago Burlington and Quincy Rail-
road Company —otor Vehicle Terminal located at Chicago(Cicerg)
I1linois,thence via the Chicapo Burlington and Quincy Rail-
read Company to Cheyenne,.yoming or via the Chicago Burling-
ton and Quingy Railroad Company to Council Bluffs,Iowa or
Grand Island,licbraska,thence Union Pacific Railroad Company
to Cheyenne,.yaming, thence via Convay Comparny beyond.

FRO PONTL.C, ICHIGAN

VL.: Contract Cartape Company or ilotorcar Transport Company to the
Chicapo,Burlington and (uincy Railroad Company wotor Vehicle
terminal at Chicapo(Cicero)Illinois,thence via the Chicago,
Burlington and Quincy Railroad Company to Cheyenne,lyoming,or
via the Chicagoe Buriington and Quincy Railroad Co.,to Council
Bluffs,Iowa or Grand Island,Nebraska,thence Union Pacific Raild
wgrﬁuﬁp&w,w Cheyenne,.yoming,thence via Convey Company

For_explanation of abbreviatlions,relerence marks or symbols,reler Lo Fage 17

ar.

f and last herein,

= (o=

72199 O -62 -9




PIGGYBACK TRANSPORTATION

Supple rent

AUTING THSTHUCT

Rates named in this tarifl apply via the fcllcwing routing
States of California, Colorado, ldaho, and Jontana:

FRG! FLINT

1.

Aailway Company ..otor Ve

IMlinois, therce via the 7
Company to S5t, raul, g

nts, thanc~ via G

LNSiNG, i
ar C. & J, arercigl Driveawuy, inz
or Hewara Sober,Inc.,
vay Compa'y U tor Vehicle Tez:min locbed at Prosis
Iilinois,%lien.c via the C.isvypo ind | v Yignwern Ra
Company to'S.. Paul, YHnn., h via N.l'. to Liler
uLont,., thenc. via Convoy Company beyoiw.

nilustridl Transport,

FROL PONTL.C, MICHIGAN
VIA: Contract Cartare Company or dotorcar Transport Compary to
thicago and Nurth Ylestern Railway Com aotor Yehicle
Terminal locat«d at viso;lllinois, thence via the Chic

via N.P, to Jiles City, Jdont., thence via Convoy Company

Explanation of .\bbreviaticns, iefcrence larks or Symbols.

‘il Reissucd from Supplrent Mo, 1, effective January 9, 1961.
c. 2, effective February 13, 1961,

|_2 | Reissued from Supplement .
1 Denctes reduction.
U'inn.~l!innesota.

i‘ont .~Lontana.
K.P, =Northern Pacific Railwny Cotpany.

to the ] North Lweastern Rail=-

and North 'este-n NHailwny Company to St. rawul, idnn., thence

beyond.

Inc.,

the

ago




PIGGYBACK TRANSPORTATION

SUPPLEFENT NO, 2
Supplement No. 2 T0

contains all changes, I. C. C. NOs 5

Cancels
Supplement Mo, 1

HATIONAL AUTUMUBILE TRANSEORTERS ASSUCIATION, AGENT
SUPPLEMENT liv, 2
TO

TaRIFF NG. 504
Naming
JOINT SPLCIFIC AND MILEAGE COMDITY RaTES
For
The Transpartation of
AUTOMOBILES AWD OTHER COMMODITIES

(As described herein)

TO POILTS IN THL STATES OF

CALIFOSNIA  NEVADA  WASHINGTON
COLORALO OREGON _ #YGMING
IDAHO UTAH

VIA
MOTOR (THUCKAWAY)=RAIL (TRI-LEVEL RAIL CAR SERVICE)= MOTUR (TRUCKAWAY)

— s

Distance or Hleage Commodity Rates named herein may be used only when no
Commodity Rates (other than Distance or Mileage Commodity Rates) have been
published to apply from and to the same points over the same route,

For reference to Governing Publications, See Item 10,

ISSUED JANUARY 11, 1561 EFFECTIVE FEBRUARY 13, 1961
(Except as otherwise provided)

Issued By:
T. V. BREITENEECK, Traffic Manager
2356 First Hational Building
Detroit 26, Michigan




PIGGYBACK TRANSPORTATION

— i —

272

LIST OF PARTICIPATING MDIDH CARRIERS
The List of Partieipating Motor Carrisre is as shown on page 2 of Tariff
and n

- CERTIFICATE | FOWER OF
AMEND| NAME OF CARRIER ADDRESS OR ORDER | ATTORNEY
NO, M- |FA 1 No.

(] a0¢[Convey Conpeny Seattls, Washington 52858 2
B — —

LIST OF PARTICIPATING RAIL CARRIERS
The List of Participating Rail Carriers is as shown on page 2 of Tariff,

APPLICATION OF RATES
ITEM SUBJECT

COMMCDITY DESCRIPTION
Rl;:-l and charges named in this tariff spply on the following
ties (See NOTES 1 and 2):

(a) Automobiles, new, Passenger, complete or not complets, finished

or not finished, chassis, set up, and

(b) Autamcbiles, Used, psssenger, complete or not complete, findshed

or not finished, set uwp M sutomobiles passenger will be
subject to an additiomal handling chargs of two dollars ($2.00)
per wehiclse,

NOTE 1 - Rates include the charges for the transportation of oil,
water, gasoline, sad/or anti-freess necessary for the
operation of each wehicle,

NOTE 2 = The weight applicable on the motor vehicles shall be the
factory shipping weights as shown on the bill of lading er
shipping receipt subject to correction,

Minimm Truckload, Vehicles weighing 3150 pounds or less

six (6) vehicless

Minimm Truckload, Vehicles weighing pver 3150 pounds

five (5) vehioles.

#Does not apply for the ascount of Contract Cartage Company,
Pontiac, Michigen or Motarcar Trameport Company,Pontiac, Michigan.
?hn minimm truckload for Contraet Cartage Company, Pontiac,

an, or Motoroar Tramsport Company, Fontiac, Michigan is
fiw 5) vehicles.

Refer b0 hmhd&ctmh.lnw?nftuiﬂ‘mmlm
t. shown thereon snd in lieu thereof subsitute the following:
SCTIN ¥O. 1

Caldformia Nevada  Washingtan

Colorado Oregon Wyoming
Idaho Ttah

3
RO 0 PODNTS IN THE STATES OF 1
Wyoming

Via
Motor (Truckssay)-Rail (Tri-level Rail Car Service)- Motor (Trucksway)

e e
For application of joinmt routing, see Item 5 » and 530.
= L

For wxplifption of sbbrevistions, referenes marks or symbols, refer to
t




PIGGYBACK TRANSPORTATION

kefer t. .ecta.r ho, 1 on jage 1. of Tariff a: i1 ad? the following
SECTION NU, 1
ARBITRARY MILFAGES
FROUM sASING PUINT - CHEYEMME, WYUMING

LONOES |
_WIOMING g
CHRPODIN s 2 o s o 5 3.0 5 s o s & 3 6's sba e s e alnelsis oL
1] Refer to Title Page of Section No, 2 on page 11 of Tariff and cancel all
matter shown thereon and in lieu thereof subatitute the following
SECTION NO, 2
JOINT MILEAGE COMMODITY HATES
—————= - — ——
FROM TO POINTS IN THE STA oF cF
- California Nevada Washing ton
Flint, Lansing or Pontiac, Michigan Colorado Oregon Wyoming

idaho =

(Basing Point - Cheyennre, Wyoming) Ly
Via

Motor (Truckaway)-Rail (Tri-Level Rail Car Service)- Motor {Truchnrl{}_ N

Distance or Mileage Commodity Hates named herein may be used when no
Commodity Rates (other than Distance or Mileage Cormodity Rates) have been
published to apply from and to the same poinis over the same Trouts,

Joint through rates named in this section from Flint Lmn.% or
Pontiac, Himm routing provided in Item , 5010 50&0 and 5030,
and are deta by applying to the mileage scale of rates the arbitrary

mileages shown in Section No, 1 or the M{w distanos from the basing poimt
f C to points of destination in the states of California,

o
Colorado, Idaho, Nevada, Oregon, Utsh, Washington and Wyoming as determined
in accordance with the ;’;rovi_.;ia;u of ltem 1&?& e 4
Refer to Section No. 2 on page 16 of Tariff and cancel the rates shown
thersom for the mileages indicated below and in lisu thereof apply the

following, and also add the following:

SECTION NO. 2
JOINT MILEAGE COMMODITY RATLS
IN DOLLARS FER VEHICLE
ON MILEAGES FROM BASING POINT - CHEYENNE, WYOMING
RATES APPLY FROM =
FLINT, ~ LANSING, PONTIAC,
—w  MICHIGAN J| = MICHIGAN Il =~ MICHIGAN
dA LB &A 4B & A 4B
286,75 |0378.77 0279.40 |0369.53 || 0288,15 | 0380,52
0287.07 [0379.21 || 0279.72 |0369,97 || 0288,L7 | ©380,96
287.39 | 379.65 280,04 | 370.L1 268,79 | 381L.LO
2871.71 | 380.09 280,36 | 370.85 269,11 | 381.84
288.03 | 380.53 260,68 | 371.29 269,43 | 382,28
268,35 | 380.97 281,00 | 371,73 289,75 | 382,72

288,67 | 381,L1 281,32 | 372.17 290,07 | 383,16
268,99 | 381.85 281,64 | 372.61 290.3% | 383.60
209,31 | 382.29 281,96 | 373.05 290,71 | 38L.0h
289.63 | 382,73 282,28 | 373.L9 291.03 | 38L.L8
209,95 | 383,17 282,60 | 373.93 291,35 | 38L.92
290,27 | 383.61 282,92 | 37L.37 291,67 | 185,36

For sxplanation of abbreviations, refersnce marks or symbols, refer to

page 17 of Tariff and last page herein,

-3 -




PIGGYBACK TRANSPORTATION

EOTIN M. L
| IING ;na‘rm-:.'..-‘ _ Ok _RATE 3E .':4‘_
i ITEN b _ROUTING ; ) .
Rates named in this Tarif! apply via the followis, routings tc Us
States of California, [danc, Oregon and ~aghington: !

Al

FROM FLINT, MICHIGAN
VIA: Automobile Carriers, Inc,, to the Chicago and Nortn Western
Railway Company Motor Vehicle Terminal located at Frovise, |
nce via the Chicago acd North “estern Failway
any o Council Hluffs, Iowa or Fremont, Nebraska, thence |
Union Pacific Railroad Company to Cheyenne, Wyominy, tlence
Convoy Company, beyond.
FROM LANSING, MICHIGAN |
VIA: C, & J., Commercisl Driveaway, Ioc., Industrial iransport, Inc.,
or Howard Sober, Inc., tc the Chicayo and North estern :
Fail Company Motor Vehicle Terminal located at Froviso, |
Illi::il, thence via the Chicago and korth Western Railway |
Company to council Bluffs, lowa or Fremont, Necrassa, tnhence
via the Union Pacific fuiirold Company to tneyenne, Wyoming, |
thence via Convoy Company, beyond.
FROM PONTIAC, MICHLGAN
VIA1 Contract Cartage Company or sotorcar Iransport Company to the
Chicago -i‘;%rth Western fuilni"'uaq; pﬂowuﬁhicu
Terminal located at Proviso, Illinois ence via the Chicayo
and North Western Railway Company to louncil Bluffs, Iowa or
Fremont, Nebraska, thence vis the Union Pacific Raiiroad [
Company to Cheyenne, Wyoming, thence vis Convoy Company,beyonds
Rates named in this tariff spply via the following routes to the
States of California, Idaho, Oregon and '‘ashington:
FROM FLINT, MICHIGAN
VIAs Automobile Carriers, Inc., to the Chicago, Burlington and
Quincy Railroad Cmmy kotor Vehicle Terminal located at
Chicago (Cicero),Illinois, thence via the Chicago Burlington
and Quincy Railroad quu.ny to Cheyenne or via
Chicago Burlington and

Quincy Railroad Co.i.ny o Council
Bluffs, Iowa or Crand Island, Nebraska, thence Unicn Pacific
Railroad to Cheyenne,Wyoming, thence via Convoy Company,beyondy

FROM LANSING, MICHIGAN:

VIAs C. & J, Commercial Driveaway, Inc., Industrial Transport, Inc.,
or Howard Sober, Inc., to the Chi:;i: m:-lm{:&m and Quincy
a

Railrcad Company Motar Vehicle Te 1 loca at Chicago
Lﬁg::‘)’,lnmouhmnm via the Chicago Burlington and Quincy

th

Comp Cheyenne, cn.Ln{ or via the Chicago Burl-
ington and QL::? Railroad céz Council Blurrs.glm or
Grand Island, Nebraska, thence on Pacific R.lilrou'l Company
to Cheysnne, Wyoming, thence via Convoy Campany beyond,

FFQM PONTIAC, MICHIGAN

VIA: Contract Cartage Company or Motorcar Trnnmtrﬁnmr to the

Chicago, Bur tan Qu.\?mrud tor Vehicle
ool & g Tt inol e o Gy iy
an nne
oyl Ghicago Burlington and Guincy Railroad ('.o.:h‘{o Council
Bluffs, Iowa or Grand Island, Nebraska, thence Union Facific
Rajlroad Company, to Chayerme, Wyoming, thence via Convoy

Lompany, beyond,

=~ Denotes increase,

= Denotes reduction.

- Denotes no change in ratas,

- Reissued from Supplement No, 1, effectiwe January 9, 1961,

For explanation of abbreviations, reference marks or symbols, refer to
ipage 17 of Tariff and above,

ok




PIGGYBACK TRANSPORTATION

1
SUPE LEMENT !
T
ie-+Cu Mo,

NATIOMAL AUTOMUBILE TRANSPORTERS ASSUCIAILION, AGENT
SUPPLEMENT NO. 1

TO
TARINF NO. 504

Naming

JUINT SPECIFIC AND MIlEAGE CUMMLDITY RATES
For
The Transportation of
AUTOMOBILES AND OTHER COMMODITIES

(As described herein)

FROM TO POINTS IN THE STATES OF

CALIFORNIA  NEVADA  WASHINGTOM
Flint, Lansing and Pontiac, Michigan | COLORADO OREGON  WYOMING
IDAHO UTAH

VIA

MOTOR (TRUCKAWAY)-RAIL (TRI-LEVEL RAIL CAR SERVICE)- MOTOR ( TRUCKAWAY )

Distance or Mileage Commodity Rates named herein may be used only when no
Commodity Rates (other than Distance or Mileage Commodity Fates) have been
published to apply from and to the same points over the same route,

For reference to Governirg Publications, See Item 10,

ISSUED DECEMBER 30, 1960 EFFECTIVE JANUARY 9, 1961

Issued upon Five (5) days notice under Special Permission of the
Interstate Commerce Coomission No, 9053L, dated December 30, 1960,

Issusd By
T. V. BREITENBECK, Traffic Menager
2356 First Natiomal Building
Detroit 26, Michigan




PIGGYBACK TRANSPORTATION

LIST OF PARTICL ~:INC M. ICF CARRINFS
The List of Participating Motor Carriers s as stown on page 2 of lariff
| and below:

! T CERTIFICATE | PUWER of
[AMEND | NAME OF CARRIER ADDRESS OR ORDER | ATTCRNEY
! : NO. M- | FA 1 No.
| Add | Convoy Campany Seattls, Washington l 52858~ i 2

LIST OF PARTICIPATING RAIL CARRILRS
The List of Participating Rail Carriers is as shown on page 2 of Tariff,

: Refer to Title Page of Section No, 1 on page 7 of Tariff and cadcel all
'matter shown therean and in lieu thereof substitute the following:
| SECTION NC. 1

: ARBITRARY MILEAGES

. FROM | TO POINTS IN THE STATES (F

Basing Points - Cheyenne, Wyoming Califarnia Nevada Washington
on traffic frem Flint, Lansing and Calorado Oregon Wyoming
Pontiac, Michigan ! Idahe Utsh

Via
Motor (Trucksway)-Redl (Tri-Level Rail Car Service)- Motor (Truckaway)

BASING POINT - Cheyenne, Wyoming
For application of joint routing, see Item 5000, 5010, 35020 anda5030.

Rafer to Titls Page of Section No. 2 on page 11 of Tariff and cancel all
matter shown thereon and in 1lieu thereof substitute the following:

SECTION NO, 2
JOINT MIIEAGE COMMCDITY RATES
FROM TO POINTS IN THE STATES F
California Nevada Washington
Flint, Lansing or Pontiac, Michigan| Colorado Oregon Wyomding
Idsho Utah

(Basing Point - Cheyenne, Wyoming)

v
Motor (Trucksway)-Rail (Tri-Level Rail Car Service)- Motar (Truckaway)

Distance or Mileage Commodity Rates nmmed herein may be used when no
Commodity Rates (other than Distance or Mileage Commodity Rates) have been
published to apply from and to the same points over the same route,

Joint through rates named in this section spply from Flint, Lansing or
Pontiac, Michigan via routing provided in Item 5000, 5010, A5020 andd5030,
and are determined by applying to the mileage scals of rates the arbitrary
nileages shown in Section No, 1 or the highway distance from the basirg point
of Cheyenne, Wiyoming to points of destination in the states of California,
Colorado, Idaho, Nevada, Oregon, Utah, Washington and Wyoming as determined
in accordance with the provisions of Item 10,

For sxplanation of abbreviations, reference marks or symbols, refer to
page 17 of Tariff and last page herein,

-2 -




PIGGYBACK TRANSPORTATION

SECTION ¥, L
RO JTLNO
ROUTING

Rates nemed in this TarifY apply via the following routings to the
states of Califarnia, Idsho, Oregon and Washington:
FROM FLINT, MICHIGAN
VIA: Automobile Carriers, Inc., to the Chicago and North Western
Railway Company Motor Vehicle Terminal located at Proviso,
Illinois, thence via the Chicago and North Western Railwsy
Company to Council Bluffs, Iowa or Fremont, Newraska, thence
Union Pacific Railroad Company to Cheyenne, Wyoming, thence
Comvoy Company, beyond,
FROM LANSING, MICHICAN
VIA: C, & J, Commdrcial Driveaway, Inc,, Industrial Transport, Inc.,
or Howard Sober, Inc., to the Chicago and North Western
Railway Company Motor Vehicle Terminal located at Proviso,
Illinois, thence via the Chicago and North ‘‘estern Railway
Company to Council Bluffs, Iowa or Fremont, Nebraska, thence
via the Union Pacific Railroad Company to Cheyenne, Wyoming,
thence via Convoy Company, Beyond,
FROM PONTIAC, MICHIGAN
VIiA Contract Cartage Company or Motarcar Transport Company to the
Chicago and North Vestern Railway Company Motor Vehicle
Terminal located at Proviso, Illinois, thence via the Chicago
and Morth Western Railway Company to Council Bluffs, Iowa or
Fremont, Nebrasks, thence via the Union Pacific Railroad
Company to Cheyemne, Wyoming, thence via Convoy Company,

Rates named in this tariff spply via the following routes to the
states of California, Idsho, Oregon and Washingtong

FRCH FLINT, MICHIGAN

VIA: Automobile Carriers, Inc., to the Chicago, Burlington amd
Quincy Railroad Company Motor Vehicle Terminal located at
Chicago (Cicero),Illincis, thence via the Chicago,Burlington
and Quincy Railroad Company to Cheyenne, Wyoming or via
Chicago,Burlington and Quincy Railroad Company to Council
Bluffs, Iowa or Crand Island, Netraska, thence Union Pacific
Railroad to Cheyenne, Wyoming, thence via Convoy Company,

FFUM LANSING, MICHIGAM:

VIiA: Co & J. G cial Dri ay, Inc,, Industrial Transport,Inc.,
or Howard Sober,Inc.,to the Chicago Burlington and Quincy
Railroad Geq-.mv Motor Vehicla Terminal located at Chicago
(Cicerc),Illinois,thence via the Chiosgo,Burlington and Quingy
R-ulrud Company t.o Chayenne ,Wyoming or via the Chicago,Burl=
ington and Quincy Railroad Company to Council Bluffs, Iowa or
Orand Island, Nebraska, thennce Union Pacific Railroad Compamy
to Cheyenna, Wyoming,thence via Convoy Company beyond,

FROM PONTIAC, MICH IGAN
V1k: Contract Cartage any or Motorcar Tr ot C
g o7 oo w‘r-nich

::.oqo Burléri“‘o?nd Mcfl?iég{::dthmmm{l the Chicqo,

lln! yenne
the Chioago Burlm‘t.cm & Qni % X5 ’?mﬂ Blut a,
Iowa or Grand Island,Bebraska nce Union Pacific Railroad Co.,

to Cheyerne Wyoming, thence via Convoy Company,
b = = Denotas reducticn,
For sxplanation of abbreviations, reference marks or symbols, refer to

page 17 of Tariff and sbove,

-2
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Al Batss mams: ‘rrein
are Baduorions
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NATIONAL AUTOMOBILE TRANSPORTERN ASNOCIATION, AGENI

TARIFF NO. 504
NAMING

JOINT SPECIFIC AND MILEAGE COMMODITY RATES

FUR

THE TRANSPORTATION OF

AUTOMOBILES AND OTHER COMMODITIES

tAs described herein

Tir PIHNTS IN THE STATE OF

CALTHORNIA “EVADA WASHINGTON
Flint. Lansing and Pontiac, Michigan i OLORADO DREGON WYOMING
1AHO I'TAH

VIA

MOTOR (TRUCKAWAY)-RAIL (TRI-LEVEL RAIL CAR SERVICE)- MOTOR (TRUCKAWAY)

Distance or Milrage Commodily Rates named herein mas be used only when no Commodity Rates (other
than Distance or Mileage Commodity Rates) have been published o apply from and o Lhe same poinis
over Lhe same route

For reference 1o Governing Publicativns, See Item 10

ISSUED NOVEMBER 15, 1960 EFFECTIVE DECEMBER 17, 1960

ISSUED BY

T. V. BREITENBECK, Traffic Manager
2158 First National Building
Detreit 24, Michigan

DOS) TN SN PTG OO . ATLANTA, &4




PIGGYBACK TRANSPORTATIOX

B scT : sensncT | 1ren| paca

BTL- -The daah | | botvess sumbere Esans
]:
1

| PR T, =
e vy foas referemce maris or Lesa (han sinisus gquaniiiy shipsests | 180
List of Participating Carviers

Losding and Umloading . = . - “w
Loadiag Tri-Level Carm to Capacily < 110
Method of Cancelling ltemn 210
Meihod of denoting reissued satter. . 0
Order Notify Bille of Ladiag 130
Participatl Carriers. <
Pick-up apd livery Service o
Proteciion uf Cuoling Systems L1
Publications, Governing . 1
Reconslgneent 120
Reference Lo Tariffs, ltees Nules,

Rules and so b 190
Refused sod undelivered Shipsents L4
Reinsurd satter svibod of desotiog 280
Rout ing Anefruct inne 5000,

aymbo. |
bpplication of reies and services
Carriers lilability. - - |
Carriers, Participating.

Commodity Descripti .
Commodiiies mot scc |
Computation of c v .
Cosseculive musbers 2 [
Definitions. -

Delayed or walling 1iee

Delivery sad Plch-up Service

Diversion

Emergency Oriveaway Service

Freight -refused d or undelivered.
Guverning Publicstiias . .
Mulding Termi L]

BLUAALLS  ABLLNS S

Itens and Rules in Uniform Pretgnt | 8010
Storage charges 150
Tranafer letsern connect ing carriers 1o

|
4 I-I_ﬂ or le(‘{!lTlN MOTOR CARR | ERS

Classification Mot applic able
Ilens Meihod of Cancelling

me

R
| lm‘nrlt.‘.rr: o=/ POVER OF

NAME OF CARRIER ADIMESS |ORDER WO MC ATTURNEY
| FAl w0,

— 4 +

Mitosoblle Carriers, Inc . : [ Flint, Mich. 113436

C.& J Commercisl Driveaway, Ine g X ST . |Lansing, Mich | L0345

Comsercial Carriers, [nc . o . | Detroit Mick 43038

Coatract Cartage Company iin " Pontiac, Mich. 81824

Industrial Tr 4 | - S IE | Lansing  Mich, 72318

Motore Tra A 4 & Pontisc Mich, s0470

Sober  Woward, lnc : P g X . . |Lansing,Mich 989

LIST OF PARTICIPATING RAIL CARR]ERS

e - ——— s
NAME OF CARRIER AIHMESS | PONER 0OF
Chie Murlington snd Quincy Rallrosd Company Chicago, 111 FA [-No 12
Chi and Morth sestern Railwsy Company Chicago, 111 FA-1-No. 15
ll'ulur Pacafic Railrosd Company (Umaha, Neb | FA-1-Na 12

DEFINITIONS

- POINT OF ORIGIN
Point of Origia” means the precise location st which property is leodered Lo Lhe wolor carrier
transportation

= POLNT OF DESTINATION
Point of Destinsiion” weass ose polnt of delivery.

y - TRI-LEVEL RAIL CAR
“Tri-Level Mall Car’' as spplied herein me ae open rallroad car mpeciaslly demigoed or equipped to
transport the comsodities samed in this tariff spd haviang three loading decks

DECKLOAL
“Deckload” s applied herein weans ome of the three loading decks of & tri-level rall car,losded with
five (8) or sors vehicles,or to its full vwisible capscity, whichever is the lesser (smaller) quaniity

TRUCK
" a8 applied hareins mesas; a truck, and trailer or tractor sad semi-trailer or irailer.

TRUCKELOAD
"Truckload’ as spplied herein means s Lruck, losded to ite full visible capacity, but pot less than five
vehicles,

TRUCKAWAY OR TRUCKAWAY SERVICE
Trucksway or Truckawsy Service” as applied herein seans the transportation of Lhe comscdilies named 1inm
this tariff when losded in or upon equipsent coastrucled for Lhe purpose of transporting such comsodi
tism over the highwaps
SIMGLE DRIVEAWAY SKRVICE
"Single Driveawsy Service” as sppiied herein seans the tramsporistion of s single motor vehis le, vhen
driven under its own power by aa suthorized representstive of the Motor Carrier.

TRI-LEVEL RAIL CAR SERVICE
“Pri-Level Rall Car Barvice” as applisd hereis seass the trensportatios of comsodities nased ia this
l_ tariff whem loaded in tri-level rail cars.

For _a.unn nr_:m--nuonl.ntuuro marks or -,-I;l;.urw to comcluding page.




PIGGYBACK TRANSPORTATION

TARLFF NO . 504

P S——— -

DEFINITIONS

* SHIPMENT
“Shipsent w8 applied hereln wesns & consignsent of oor or v passenger autosobiles fros oine shilpper
on vae B11] of Lading or shipping order at boe polel of origin st ube lime for ooe consigoee al obe
destination.

MOTOR - ltlL INTERCHANGE POINT
"Motor-Rail iaterchange point” as applied halein means the ppint at which motor carrler interchanges to
rail carrier, -

P RATL-MOTCR INTEACHANGE POINT
Rail Motor Iaterchange point”™ as applied herein weans point st which rall carrier interchanges Lo
motor carrler.

AND
“And” aw applied berein couples the descriptive terss ig connection with which it is used,

o
as used hereln includes any or all of the depcriptive terss in comnection with which it is used.

APPLICATION OF RATES
- x mte—
SUBJECT

GOVERNING PUBLICATIONS

Governed, except as otherwise provided herein, by Unifors Classification Ko .5, Vestern Clasal-
fication Cossittee, Agent, 1.C.C. A E .

Governed, except as otherwise provided,berein,by National Automobile Transporters Assoclation,
| Agent , Authority Circular No.2-0,MF-1.C.C. 436, .

Governed,except as otherwise provided herein by Household Goods, Carriers Bureau, Agent,
Mileage Guide No.8 WF-1.C.C. T1.

Where arbitrary sileages ar rrovldeﬁ in Section No.l of this tariff betweea desired
points,such arbitrary milesges will spply.

Where arbitrary mileages are not shown in Sectlon No.l of this Tariff to desired destination
| apply the mileage shown in the Household Goods Carriers, Bureau, Agent, Mileage Guide No.8, WF-1.C.C.
Ko.71 from Cheyenne, Wyoming to the desired destination.

When mileages have been determined apply the pusber of miles mo deternined to the mileage
table of rates shown in Section No.2 and where mileages so detersined are not specifically xotn
in Section No.2, apply the rates shown for the pext higher mile

..
COMMODITY DESCRIFTION ; :
Rates and charges nsmed in this tariff apply oa the follow commodities (See NOTES 1| and

) .
{(a) Automobiles,new Passenger complete or not com’rtt.!ln!shm or not finished, chassis set up,
b

2

an
(b) Autosmobiles,Used, passenger, complete or not complete, finished or not finished set up, used
autosobiles passenger will be subject to an additional handling charge of two dollars (32.00)
20 per vehicle,
NOTE 1--Rates include the charges for the transportation of oil,water gasoline,and/or anti-freeze
necessary for the operation of each wvehicle,
NOTE 2--The welght applicable of the motor vehicles sfall be the factory shipping weights as shown
on the bill of Ilading or shippi receipt subject to correction.
Minimus Truckload, Vehicles weighing 3150 pounds or less six (6) vehicles®
Minimus Truckload, Vehicles weighing over glso pounds five (3) vehicles

*Does not apply for the mccount of Coatract Cartage Company,Pontisc,Michigan.
The minisus truckload for Contract Cartage Company,Pontisc,Michigan is five vehicles.

PICK-UP AND DELIVERY SERVICE

Rates named herein include pickup at point of origin (See NOTE) and delivery at destination
to consignee’ s dock,platfors,doorway,or other facility readily and conveniently accesaible to
truck., In event truck cannol cosveniently make delivery to consignee s dock,platfors,doorway,or

30 | other facility,the vehicles contained in the shipmest will be driven (after preparing such

vehicles for such delivery) from a location nearest consignee’ s dock,platforw,doorway,or other
facility,to which carrier' s trucks cam be conveniently operated. .
NOTE--Carrier may drive such motor vehicles from point of origin offered for shipment to carrler s
own terminal yard at point of origia.

LOADING AND UNLOADING
Rates oamed in this tariff include the expense of handling,loading and unloading st polnts of
40 | origin,interchange and/or destination,except vebicles that cannot be loaded,transfered or unloaded
under their own power,comsigoor or consigoee will perform the lmnlm,lr.ali’w and/or unloading,
at their expense.

DITIES NOT ACCEPTABLE
S0 | Passenger Automobiles described herein that exceed fifty-sine (59) inches in height will not
| be accepted for transportation.

For explanation of abbreviations, reference marks or sysbols,refer to concluding page.




PIGGYBACK TRANSPORTATION

TARIFF NO. 504

APPLICATION OF RATES
SUBJECT

APPLICATION OF RATES AND SERVIUCES

Except llagruum in Item 1ud, joint through rates published herein apply on cosmoditiem
named in Itlem loaded in trucks furnished by participating carriers and transported by motor

carriers in truckaway service over highway to sotor-rail isterchange point for delivery of lading

to rail carrier and transported by rail carrier in tri-level rail car service to rall-sotor inter-
change point for delivery of lading to sotor carrier and transportation by lstter in trucksway

service over highway to fipal destimation.

CARRIER' S LIABILITY

h«gt as othervise provided,carrier will not be liable for dasages caused by leaking brake
fluide, lubricants,battery acids and or cooling systes anti-freeze solution,and gamoline; or by
freezing of radiators or batteries.

DELAYED AND, OR WAITING TIME

Delayed and/'or waiting time med by the act or failure to act of consignor and or consignee
whall be charged at the rate of $3.50 per hour comsencing one hour after arrival at point of
origin and or destimation.

PROTECTLON OF COOLING SYSTEM
During the season when cooling systes requires protection from freezing.such protection will
be furnished by and at the expense of the shipper.

EMERGENCY DRIVEAWAY SERVICE
(Applicable only for the account of participating motor carriers)
Single driveawsy service may be substituted in order to complete delivery when & truck is
disabled en route, or because of impassable roads or in the event of any other esergency bul such
service shall only be performed upon specific authority fros the consignor.

SFER BETWEEN CONNECTING CARRIERS
The joint rates published herein include all charges for switching,drayage,or other tranafer
service at intersediate interchange points on mhipsents handled through and not stopped for
special servicea at such intersediate interchange points.

RECONSIGNMENT OR DIVERS1ON
Shipsents say be reconsigned without charge at mny tise before shipment leaves the terminal
| of originating carrier at point of origin or holding tersinal.
| Shipments after leaving origin terminal or holding terminal may be reconsigned or diverted
| st a curfo of §5.00 per shipment in addition to conditions and charges provided below
1 A. All request for diversion or recoosignsent sust be confirmed in writing to the originating
carrier.

B. At the through rate fros origin to final destination.

C. When a deviation in route is caused by the reconsignment additional charges will be
ansessed on the basis of five mills (§.005) per 100 pounds per mile for each sile or
fraction thereof in excess of mileage from origin to final destination via shortest

racticable route.

n & reconsigneent results in & back-haul from point stopped for reconsignment or diver-
sion in transit, toward the point of origin.charges will be assessed on the basis af rate
from point of origin to point stopped for reconsignment or diversion plus five mills
(3.00?)' per 100 pounds per mile for the lddl.uouf siloage in excess of the mileage from
point of origis to K:h“ stopped for reconsignment or diversion that the shipsent was
carrier in saking t diversion,

E. Reconsignsent at through rate from point of origin to final destination will not be pro-
tected when shipsent has been unlomded fros transportation vehicle at first destination.
in such instances rate published from origin point to first destination plus charges com-
puted at five sills (§.005) per 100 pounds per wile will be assessed subject to through
rate to final destination ap sinisus.

NOTE: Applicable only for the account of the motor carriers.

: ORDER-NOTTFY BILL OF LADING SHIPMENTS
Unless otherwise specifically indicated, rates and services provided herein are not sppli-
cable on shipsents moving under “Order Notify" bills of lading or otherwise consigned sc as to
require surrender of bill of lading,writtem order or other docusent in advance of delivery.

REFUSED AND UNDELIVERED FREIGHT

Shipments refused or undelivered for any reason beyond the carriers’ coatrol will be returned

to the carrier’'s pearest termisal or placed in & public storage warehouse or garage at destina-
tion or point pearsst to destinstion at the cost and risk of the owner subject to & llen for all
trans ation and other lawful charges including charges for storage and transportation charges
from billed destipation to storage point computed at five mills per hundred pounds per mile,
based on lhlrglng weight furnished by shipper. Upon request of shipper such shipments may be re-
turnsed to point of origin.,and the return sovement will be subject to the rate in reverse
direction,provided in this tariff in effect on the date the shipsent is tendered for return.
| STORAGE CHARGES

A. At carriers terminal in Cheyenne ,Wyo.; the rates named herein will be considered to include 48

hours free storage time from the first 7:00 A.M. after potification of arrival to consignee
150 and thereafter storage will be charged at twenty five cents (25¢) per vehicle per day.

B. At Flint Michigan,lansiog Michigan or Poatiac Michigan seven (7) days free time will be
allowed from the first 7:00 AM. after receipt of vehicles. When vehicles are held in excess
of froe time they will be subject to storage charges of twenty-five (23) cents per vehicle
per day or fractios thereof,

For explanation of abbreviations referesce sarks or sysbols,refer to concluding page,




PIGGYBACK TRANSPORTATION

TARIFY WO.304

APPLICATION OF RATES

SUBJECT

LESS THAN MININUM QUANTITY SHIPMENTS
Less than truckload shipments will be accepted for transpuriatlun supject to the following
conditions:
A. That they be held at the holding terminal of the carrier for movement with other losa than
truckload shipsents consigned to the sase or different deatinations horeinafter provided,
B. Two or sore shipsents which contain in the sggregate the truckload minimum weight specified,
consigned to the same destination will be transported as one truckload. The rate to apply on
each much less tham truckload shipmsent shall be the trucklomd rate from the point of origin
to destination,plus an additional charge of §2.50 per vehicle.
C. Two or sore shipsents which contain in the aggregate the truckload minimus welght specified,
consigned to more thas ooe destipation will be transported as one truckload under the
following conditions:

1. When the distance from the first destisation to the last destination computed over the
shortest route through each intersediate destinmation does not exceed seventy-five (75)
milea, the rate to lp.g:r on each such less tham truckload mhipsent shall be the truckload
rate applicable to t particular vebicle or vehicles in question from point of origla
to the destination of emch shipment ,plus & charge of two dollars and fifty cents
($2.50) per vehicle,

2. When requested by the consignor carrier will transport less than truckload shipsents when
the distance from the first destination to the last deatination computed over the
shortest route through each intersediate destination exceeds seventy-five (75) miles,
the rate to apply on each such less than truckload shipsent shall be the truckload rate
applicable to the particular vehicle or vehicles in question, from point of origin to
the destimation of each shipment ,plus & charge of -l.ni (60) cents per mile for such
“f\“-l. uileage over seventy-five (75) siles and two dollars and fifty cents (§2.50) per
vehicle.

NOTE--Where there are two or more payers of freight charges the charges for such excess sileage

shall be divided between all vehicles im the truckload.

LOADING TRI-LEVEL CARS TO CAPACITY

Tri-level cars will not be forsarded {ros Proviso,lllinois until & sufficient number of

llutmmslu from the sase or other shippers at the same or other origins have been tendered to

|rail earrier to persit loading of car to maximus capacity.

HOLDING TERMINALS

Shipsents destined for delivery to ints and places indicated below will be forwarded fros
geln'l of origin,to carrier's holding terminal indicated below and there hnld.thra necessary by
be carrier for sdditiooal shipsents from the sase or other lhlrp'f'.lt the same or other points
:t o:}.l;‘“ the same or other rates lawfully oo file with the 1.C.C. and will be combined into
ruckloads,

LESS THAX TRUCKLOAD HOLDING TERMINALS

RAIL-MOTCR INTERCHANGE POINT CARRIER ilow'uﬁ' TERMINAL | DESTINATION OF SHIPMENT
Cheyenne,¥yoming . - - « - - Coamercial mriluﬁ.lu.lm,u_ﬁo,i{n, . l@iif. ,Colo. ,Tda. Fev,

g:}g‘of L].( saa e Proviso, 1l .|ore.., I.Tll-lnm, ll_ﬂ ¥yo.

ICBAG . . Cicero. Il . . .
REFERENCE TO TARIFFS,1TEMS,NOTES RULE AND S0 FORTH

¥here referesce is sade in this tarif{ to tariffs,itemn, notes, rules, ete., such references are
continuous and include suppl ts to and ive imsues of wuch tariffs and reissues of such
itess notes ,rules and so forth.

CONSECUTIVE NUMBERS
Where consecutive musbers are represented in this Tariff by the firat and last ousbers

connected by the word 'to" or a hyphen they will be understood to include both of the musbers
shown

If the first pusber only bears a referemce mark such reference sark also applies to the last
sumber shown and to all nusbers between the first and lamt pusbers.
|
| METHOD OF CANCELLING ITEMS
As the tariff is supplesented nusbered itess with letter suffixes cancel correspondingly
210 im-bnus items in the original tariff or im a prior supplement. Letter suffizes will be used in
alphabetical sequence starting with A. Exasple: Item 100-A cancels Item 100,0r Ites 105-B(Cancels
Ites 105-A,in & prior supplesent which,in tura cancelled Item 105.

| ) METEQD OF DENOTING RETSSUED MATTER IN SUPPLEMENTS
Matter brought forward without change fros one supplesent to another will be designated as
220 |"Reissued” by a reference sark in the fors of & square enclosing & nusber,the number being that of
the supplesent im which tbe relssved matter first appeared in its currenth effective form. To
determine its origioal effective date,consult the supplement im which the reissued satter first
becase effective.

For explapation of abbreviat ions, reference marks or syabols, refer to coneluding page.




PIGGYBACK TRANSPORTATION

TARLFY NO.504

APPLICATION OF RATES
SUBJECT

COMPUTATION OF CRARGES
Vhern computstion of transportation charges remults in chargesa, the last figure of wh
in lems than three (3) cents. sase shall be disregarded; when last figure ends in three (
or more but lesm than eight (B) cents; same shall be changed to five (8) cents; and when last
[igure ends in eight (B) cents or more, @ shall be increased to the next higher figure ending
in naught. See Example
EXAMPLE: 52 cents apply cents
53 cents apply cents
57 cents apply cents
58 cents apply cents,

ITEMS AND 5 IN UNIFORM FREIGHT CLASSIFICATION NOT APPLICABLE
Items 93321 to and Including 93325 and the following rules in Uniform Freight Classificatiun
|are not applicable in commection with rates, rules or regulations named herein, except as may be
otherwise specified in comnection with individual items
8 13 16 27 31 as

10 14 23 9 32 43
11 15 24 30 34 47

L_Por explanstion of abbreviations,reference sarks or sysbols,refer to concluding page.
—




PIGGYBACK TRANSPORTATION

TARIFF NO.504

SECTION NO. 1

ARBITRARY MILEAGES

e L pptresn R PR | e . L i
FROM TO POINTS IN THE STATE OF
Basing Pointe- 'L'h-:,z'nno,ll)u-:m; on {Californis Nev = Washiogton
traffic from Flint, lansing and Pontisc, |Colorado Oregon Wyoming
chigan |1daho Utah
|

VIA
Motor (Truckaway) - Rail (Tri-Level Rail Car Service) - Wotor (Truckaway)

BASING POINT - Cheyenne, Wyoming

For application of Jolnt Routing,see Ilem 5000, and 5010

For explanatios of abbreviatioes referesce sarks or sysbols refer to comcluding page.
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PIGGYBACK

TARIFF NO.504

TRANSPORTATION

FROM BASING POINT - CHEYENNE, wWYOMING

Arcata

Arvin .
Auburn.
Avenal.

Bakersfield .

TO ‘!III).W TO

CALIFORN LA CALIFORNIA
Escondido .
Escalon .
Bureka.
Exeter.

Los Gatos .
Lower Lake.
Madera .

Manteca . .
Martinez. .

Fairfield .
Fair Oaks .
Fallbrook .
Ferndale.
Fillmore.
Florin. . il Hunrm'l.n

Fontana . . . . . |Ituntere .
Fort Rraax Morgan i1l . |
Fortuna | Mountain View . .
Freedom Mount Shasta.

Marysville.
Merced. .
Nill vnl:l.ey .
IMilpitas.
Meltn £

Barstow . . .
Baoning . . .
Bellflower.

Berkeley. . . . .
Beverly Hills .

| Bishop.

Fremont Napa. . . . 2
Presmo. . <« + s 4 s _!l-tional Cl.!;r .

Pullerton . . . . . Peed e
Gardena . P Ilen.n . .
Garden Grove. Newport Beach .

l:-l.lro-_r, Nile

1271

o 1238

Glendale. . .
Grass Valley.
Greenville.
Gridley .

Blythe. . ~
Boyes Hot 5pr1n¢l ‘

Brawley . . 11
Brentwood . .

Burbank . Gustine . . . .
Half Moon Bay . .
1242 fHanford . . . .
. |1177 | Hawthoroe .
(1177 Il.ly-trd .

Centerville . . . ,
Chico . . . .
Chino .

Chuala Vists.

lt-uldlhrun
Heme

Iler.cnl Bell:h .
Highland Park . .
Hollister .

1261 HDII wood

1288 | Huntington selch
|ll’.‘il Huntington hrh
.| 1197 | Indio . . .

. 11195 | Inglewood .

.1 1201 | Isleton .

.| 1231 | Jackson . . .
1241 | Eelseyville .

.| 1150 | King City . .
1252 | Kingsburg .

Cloverdale. .
Coalinga. . .
Colton.
Colusa. .
Compton .

Concord .
Corcoran.
Corning .

Coranada .

.[1188 | Lafayette .
Cnlcenl'. l::l.ur - :
hett

Croc. ..
Culver Clty s a

[ cakante -
Dakland .

Oceanside . .
Ontario . .

ornvmo' ;

Oxnard. . . .
Pacific Grove .
Palm Springs.
Palo Alto .
Paradise.

Parlier .

Perris, . .
Paso Robles
Pasadena. .
Petaluna. .

Pittsbur
Placerville .
Pleasanton.
Pomons. . . .
Porterville .

Portols .

Daly City . . .
Davis . . .
Delapo.
Dinuba.

Dixom .

lancaster .
Larkspur.
Lemoore .
Lincols .
Dos hlo& o B Lindsay . .
Downey o . Livermore .
Dm-ul . Lodi. . . .
East l.u u:‘u-lei Lompoc. . .
El Cajom. . . Lone Pioe

1198
| 1183 |
.| 1251
-} 1248

El Centro . . .
Elk . . . .

hcryvtll-

1 i
For explanation of abbreviations,reference marks or

Redondo Beach .
Redwood City. .
Reedley . . .
Reseda .
Rialto,

Riverside .
Roseville .
S-lcu-m\o

nll.nu aw e
|Hln Andreas .

San Bruno .
San Carlos.

Narth uon,-w i
Now - « 1209

| 1130
. 1202

San Bernardino. .

Diego .
Fernando,
Francisco .
Gabriel .
Jacinto .

Jose. . . .
Leandra . .
Luis Obispo .
Mateo .
Pedro . . .

8
‘San Rafael.
San Ysidro.
Sanger.
Santa
Santa
Santa
Santa
Santa
Santa
Santa

1186
1327
1271
1256 Ana . 2l
Barbara . .
1192 Carla
Cruz.
Maria
Monica .,
Paula

1000
1223

1185

1243
1198

Santa Rosa.
Saratogm. .

Sebastopol,
1181 Selma . . .
Shafter . .

Soledad
Sonora.
South Gate.
South San Prancisco 1228
South Pusadena.

Stockton. . .
Sulsun City .
Sunnyvale .
Susanville.
Sutter,

Sur.lrr Creck.
Taft .
Trlplt Cllj‘ .
Tarrance .
Tracy .

\‘ttlti lle

\‘tllv_]u N

Victorviile .
Viealia . .

- 1279 |¥asco .

1206 \‘umvlllo T
Weed.

Went Ia- Mgelu.
Whittier.

¥illows
¥ilstington.
¥inters .

Woodland.
Yreka .

I_ﬁh,n!er to :c.m;clual.ug pt‘r..

o 1178




PIGGYBACK

TARIFT #O. 504

TRANSPORTATION

ARE ITRARY Ilm
FROM BASING POINT - CHEYENNE, ¥YOMING

TO Lt!l__._ 1‘0__ :

COLORADO IDAHO
Lamar . . « -
Las Animas. .
Leadville .

Grangeville .
Hailey. .

Homeda le . .
Limon . Tdabo Talls .
Littletoo . Jerome . < s

l'-l!.l logg -

Brighton.

Brush . . -
Buena Vista . .
Burlington.
Canon City. .
Castle Rock .

Ketchum .
Lewiston.

Love land.
Meeker.
Minturn . . Mackay. . .
Monta Vista . Malad City.

[ Montrose. Montpelier.

Olathe. Moore .

Dtis. « & ow o 148 MoscOw. .
Ordway. . . . . « « 2(7' Mountain Ilnm- 3
Pagosa Springs. aes || !h-p.n -

I—Udl le .

Center. . .
Cheyenne wells.

Cortez.
Craig .

Colorado Spﬂnn.

Placerville

Pl)f‘l!c il
Pocatello .
Rocky Ford. Preston .

 Salida. Prieat River. .

Depver. .
Dolores . .
Dove Creek.

Cripple Creek . .
Delta . & - « « »

Silverton . .
Springfield .
Steamboat Sprln;
Sterling. .

Telluride . . St.Anthony. .

Durlngo .
Eads.

Eagle . .
Eatom . .

Bdgewater .
Elizabeth .

—
mlel'ood
Estes Park.

Fuirplay.

agler . . .
rt Collins.

Fort Morgam . .
?a-l.er

George

l:.:l.pmlood swlm

Fort Ep-t-m 5

Trinidad. .
Yictor.
Walden. .
Wa llenburg

St.Maries . .
8almon,

127 | Sand

263 | Shoshone

 walsh . . A
Wheat Ridge . .
Wiadsor . . .
Wray.

| Yuma. 1.03 || Vetor.

TDARD Vallace . . . .
— e Velmer. .
g'M | Wendell .

e

e
lb!rd.«rll .
Albio .4
hgrlun hll . « «f S5B)
.o of B1B -

— Klamath Falls .
NEVADA _"

Reno. . .
Tonopah . .
Wabuska . .
Winnemucca.
Yerington .

~ OREGON
“Albany. . .
Arlington
Ashland .

Baker .

Clll-hslr'

Condon. .

Coos Bay. .
Corvallis .
Cottage Grove .
Coquille.

[ Dallas. . . .
East Portland .
Enterprise. .

Florence.

Forest Gruv:
| Fossil.
| Gladstone .

Hermiston .
| Hillsboro .
Hood River
| John Day. .
Joseph.

841 |

660 | Junction City .
La Grande .

Arco .
Blackfoot . 556 | Austin.

Golden.
Granby. .
Grand Jun:tinn
Greeley .
Guanison,

767 Boulder City.
| 1064 | Caliente. T
:55 | Carson City

Bolise . . . .
Bonners hrry P
Buhl. . . .
Burley .
Caldwell.

Rartsell.
Haxtun. .
Holly . .
Bolyoke . . . .
Hotchkiss . .

B

.« 568 TN
- 793 | East Ely.
Elko.
B45

[:lref....
Cascade . . .

Battle Mountain . .|

::_...-.—Jlu

s.‘-sk Lakeview.
F i

- 1214

1188
D46

918 | McMioaville .
810 Madras. . . . .
1004 | Medford . .

ton mmur
706 | Milwaukee . .
698

707
968
988

Mommouth .
Nt.Vernon . .
Newberg .

Coeur D' Alese .
Couneil . . . .
mlml

BEEO: s o5 » s =
Idaho Springs .
Johnstown . . . .
Julesburg . .
Erenesburyg.

Delco . .
Dmolly
Downey .

Driggs.

979 G e

Newpart . .
North Bend.

Nyssa . .
Omkgrove.
Onkridge.
Oswego. .

Emmett.

Kit Carson.
Kresmling . . .
Lafayette . . .

Fairfleld .
Genessee. . . .
Glens Perry . .
Gooding . .

Grace . .

For sxplanation of abbreviatioss,referesce marks or symbols,refer to

Ontario .

Oregon cuy -
Parkrose . an
Pendleton .

Portlasd. . . .
Prairie City. .




PIGGYBACK TRANSPORTATION

TARIFT NO. 304

SECTION WO.1

ARBITRARY MWILEAGES
FROM Iu;!!ﬂ- POINT - CHEYEWNE, WYOMING

TO

Prineville. .

Rainier

Redsond ,
Reedsport .
Roseburg. .

St.Helens . .
Sal ;

Seaside .
Sheridan. ;
Silverton . .

swll\(l'lelfi_. o
5

Tillamook .

Toledo, .

Usatilla, .
Vernonia,
Wasco | .
vheeler

UTAR

1119]lPanguitch .
1259park City .
1100]pa.

o l.‘lmh?fl.ce

1287 Provo
1340{Richfield .

| 1218Roosevelt., ,

1292{I8t .George .
126145a14na,
1233{8alt Lake City.

Spanish Fork.
Sugarhouse,
Tooele, . .
Tremonton, .
Vernal. .

Vendover,
6]

Iw1LES 10

WASHINGTON

Gig Marbor. .
ldendale,
jGrandview . .
Harrington. .

Hoquias

lone, . .
Iasaquah,
Kelso., .
Kent. . . »
Kennewick . .

Kirkland,

VASHINGTON

297 Aberdeen. . .

Woodburn .

Alwira. . . .
Anacortes .
Arlington .

UTAR

American Fork . . .

Bingham ['nn)‘ulﬂ
Bountiful . .
Brigham City.
Castle Dale, .

" iumrn

495‘\5-“"\:' ‘

‘lﬂ.‘qr&l-lll.u(hu
64 Blaine,

n?‘ Bothell , . .

Sﬁ‘dlirtﬂrton . s

Montesano. .
1349 |Moses Lake.
1127

|Mercer Island :
Monroe a4

™
WASHINGTON

1327 [Tacoma. . . . . .
1164 |Tekon . . . .
1108 |Toppenish . .
1137 ’I\'Isu . .
1353 'Vancouver

1147 vatla vaila . .

.| 1275 | Wapato,

| 1252 Washougal .

o | 1313 waterville.

1068 ' Wenatchee |

1395 | Wilbur. .
1083 (Winlock .
1237 Woodland,
1133 Yakima. .
1315

1388

1287 Afton .
1299 Hasin

1339 Buffalo . .
1160 Casper.

1360 Mt . \'crnon ..

. | 1336|Newpor

13180ak i 1
|Odessa, .

Cedar City

Clearfield. ., . . .

Coalville .,
ita .
Draper.

709! Brewater .,
465 Buckley .
420 Burlington .
586 Camas ., .
480/ Carwon, .

+ h ouse
1188] Pasca

1336,

1344 =
1096 Cody. . .
1372 Douglas .

.| 1122 Evanaton. .
.| 1328 Gillette,

i,
| 91

87 Glenrock, , .
B85 Green River .
10 Greybull,
Hanna
Hawk Spnnu

1l
| 1¥
11
11

1348 Pomeroy, . .
1233| Port Angeles.
Port Blakely,

Farmi qtnn

467! Cathlonet .
617 Centralia .
561 Chehalim, .
533 Chelan.

457! Cheney. . .

Port Towasend ,
Prosser .

Fillwore. .
Garland .

Grantaville . .

Gunnison, .,
Heber . .

4
595 Chewelah,
479 Clarkston .
487!Cle Elum. .
575 Colfax, .
463, Col lege P

1

1451 Jackson |
1388 Kemmerer.
1430 Lender. .
1101 Larasie .

1095

1326 Lovell.

1373 Lusk. .

1072 Medicine Bow.
1289 Newcastle . . .

1212{Renton,

V| 1111|Republic. . .

1052{Richland

Magoa .
Manti .

119- Colville,

L =;Ixtllle.: ;
1 :
1130|Rollirg Bay

—— Pine Bluffs . , .
1306 ——
1184 Powell, .

1077 Rawlins , .
1116 Riverton, .
1365 Rock Sprys.

Rosalia,
Seattle. ,

lsa. . ..
i Elmer City,

anoqullule‘

1377 Sheridan,
1349 Sinclair,
1269 Sundance,
Thayne.

South Tacosma.
i Spokane
Stanwood,

Milford .

Midvale .
Moab .,

Itunrul‘ -
Monticello,

Enusclam,
Ephrata .
|Everett .
|Everson , .
(Ferndale. .
|

“Morgan

Mt _Pleasant . . . .

Murray
Yephi
ugden .

Sumsas . .
- Sunnyside

1218

1049 Thermopolin .,

1337 Torrington, .

1397 ‘Wheatland .

1116 Wilmon, :
Worlshd . . .

r explanation of abbreviations,reference marks or sysbois, refer to concluding page.
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PIGGYBACK TRANSPORTATION

TARIFF MO 504

SECTION NO.2
JOINT HMILEAGE COMMODITY RATES
FROM ) POINTS IN THE
Nevada

Oregon
Utah

Flint Larsing or Pontiac Michig

(Basing Point
ViA
Motor (Truckaway) ail ri 1 Rail Car Service) - Mt

Distan » » nased herelin say 'w
Distance or : ¢s) have been published
the same

tion apply
g X £ pol
to p ¢ . { 4 ' y Xevada Oregon
and Wyoming as determined 3 i

tion of abbreviations, reference marks or sysbols refer to concluding page.
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PIGGYBACK TRANSPORTATION

TARIPF M 504

SECTION MO .2
JOINT MIIBALE mmm Iy IUI'M
IN DUILARS PER VEMIC,
ON MILEAGES FROM RASING POINT <HIH.Nb YO

RATES APPLY FROM RATES APPLY FROM

FLINT, | LAWSING, | ©RLINT, LANSING, PONTIAC,
MICHIGAR | MICHIGAN MICHIGAN MICHIGAN H]CHIG.MA

A= -1 & 2 R o) R e Y
i

139.41[120.79 150,40 138, 175.08 131.211155.!“ 139.99
139.85|121.11 150,84 d 175.49(131 .56 166.25) 140.31
140.29121.431151.28 9. 175,93 131 .88] 166.69) 140.63
140.73121.75]151.72 176. 31' 132,20} 167. 13| 140.95
'I.li. 17/122.07152.16 : 176. IH I32.52| 187.57) 141 .27|I

PPN hAAWL | DR

141 61]132.28152.60 19177, z: 132 atl 166.01] 141.59 (179
142.05(122.71[153.04 -511177.69| 13316/ 168.4 |1{1 #1179
142.49/123.03]153.48 B3{178.13 133,48 168.89] 142,.3||1-n
142.93/123.35(153.92 ! 151178.57] 133, | 168.33} 14255 | 180, 1
143.37{123.67/154.36 d | AT1179.01]134 | 168.7 |1{2_n.rulun

i | ' ' ! |
143.81)123. 991|'u BO g 1.79! 50 134,44 170.21] 143,19 18 2
144.25/124.31 155,24 L A1) 134,76 170.65| 143,51 (18}
» ﬂﬂ 144.69 124.63)1 b ) A3 180, .1.1 135. 171,09 143,863 182
154.37 .20/ 145.13|124.9 .750180,77) 135 171,53 15| 182
154.81116.521145.57 /135 4 .07i181.21 ‘ -

e . + 4

155.25/116.841146.011125 50157 2 391181 .65 791183 .40
155.69117.18 146.45|125.91 157.44 .71(182.081 1396 171 11 183,84
156.13|117.48}146.89 126.23 157,88 | 03 182,53, 136
156.57 117,80 147.33,126,55| 158,32 .350182.97] 137
1587, Ollll! 121147, '.I"‘ 126 .87 158,76 i .6T!183.41' 137
. 157. 45|llﬂ 44/ 148,21 I27 iﬁtlis 20 4 .99183.85 137
111157, 89|IIII 76| 148.65'127.51 Ia’ 64 2 .311184.29/ 137
.43/158.33 (119,08 149.09|127.83160.08 .63/184.73) 138
L75|158.771119.40/149.53 128.151160.52 95 135 17 138
07/159.21/119.72/ 148,97 128, n 160.96 7|185.61 138.92

Bk '3223‘:-};]%22‘3

=1 ks e
.38(159.65|120.04|150. ullzl ?9'!61 40 | .59'136 u& 1393
LT1{169.09(120.36]150,85/129,11 /161,84 .91/186.49 139,
.03/160.53(120.68' 151.29/129,43|162.28 .231136 83 139,
.35/162.97/121,00/151.73129,75]162.72 .55/187.37| 140,20 ;
-67|181. 4]|lll 32152. IELIJG 01 163.16 .B7/187.81 140. 57| 148, 2?_189 56

= A e = tstl] bt fin e St
991161, nallzl €4 1532.61)130. as| 163.80 19188, 25| 140. 011 148,58 | 160, 00
.31/162.29121.96 153.05|130.71|164.04 .51/188.69|141. .45/ 149.91 |190.44
.63(162.73/122.28 153.49(131. ll3|I6-l 48 LB31189.12(141. 89! 150.23| 190 88
,'1!'163 17/122.60 153.93/131.35|164.92 L151188.57) 141, .33 150, 55|191 32
.21 163, u‘. 122.92 154.37 131,67 165.36 471190.01] 142 .71' 150.87|191.76
,SU 164. 05 123, 24 154 O'I IJI 99!]!5 BO 263 ,?!.l!ﬂ.lSTlﬂ. .2! 151.19 192.20
.91 164.49(123.56' 155,25|132.31166.24 111190, 89 142. .65) 151,51 |192.64
.23/164.93]123.88 155,69 132,63 166.64 26 .431191.33] 143, .09 151,83 193,08

5 165.37/124.200 156.13/132.95) 167,12 50.75/191.77) 143 .531152.15/193.52
ISl 87 165.81 !21 52/ 156. 5? 133.27) 167.56 07(192.21| 143.74 .97 152.47|193.96
132.19 166,25 124 B4 157, ﬂl 133 59 168,00 .391192.865/ 144, ul:sz_n .40
132.51 166.69 125,16 157.45 133.91 ) 168.44 -711193.09] 144.36) . 53. B4
132.83 167.13 125.48 157.89/134.23  168.88 .03 193,53 144 68! .29| i .28
133.15/167.57 125.80 158.33) 134,55/ 168.22 .351193,97] 145. M s -T2
133.47'166.011126.12 158.77 134.87 169.76 671194.41) 145,22/ ! { . 16

4 I

———————————————— . 4 -
133.79 168,451 126 44/ 159.21|135.19 170.20 99194, 85! 145. 61} . .80
134,11 '168.88 126.76 159.65/ 135,51 o 28 .31/1985.29 .96 .08 . .04
134.43 169.33/127.08 160, Dﬂl 135.83 4 .63|185.73 & . x .48
134.75 .77{127.40| 160, 53 136.15| . .95|196.17 .60 . |l55‘ 4

135.07 .!l 127. 7:. 160, 91 136 .47 S .27|196.61 92 .3? 158,

135.39 170,65 128, u 161, mm 79 .59 197,05 147.24/ 311155,
j3s.n 08| . . 37. 73. .9I119'l' 49 L5

< .231197.93
155.55 198,37
155.87198.81

138.39 . 189.25
138,71 . 199.69
139,03 ¥ 23 200.13

1 138.35 . -151200.57
174.61 |130.92] 165,37 139.67 2 18 201.01

. Rates lp'plr on vehicles weighing 31350
IMN B. Rates app gboa vehicles weighing over J150
For explasation of abbreviatioss, reference sarks or ly-bol.! refer to coocluding page.
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PIGGYBACK TRANSPORTATION

TARLFF NO.504
— e
JOINT MILEAGE mnnnm RATES
1IN DOLLARS

PER VEHICLE
ON MILEAGES FROM BASING m:n Cmﬂllt WYOMING
= i 4 =
RATES APPLY rRO% RATH APPLY FROM
!1..1“‘, mmsc., PONTIAC, MILES FLINT, LANSING, PONTIAC .
MICHIGAN MICHIGAN MICHIGAN MICHIGAN MICHIGAN

B B ) i A B A

— > T
201.45 ¥ 192.21|158.19 . A 327, 169.64(218.61 178.39
201.89 2 . 159,51 - ‘ 28, 169.96{219.05 178.71
202.33 . 'y 159.83 . 500 i 28, 170.28/219.49 179.03
202.77 v . 160.15 . . 4 170.60]219.93 178.35
203.21| 151,72 .97 160.47 .96 .27 220 61| 170, 92|220 71 61'4131.35

=  focid :
203.65|152.04 .41} 160.79|205.40 . 230, 031 |7| 2"220 81 179
230,48/ 171.56/221.23 180.
230.93|171 .88 221 69 180.
.00/195.7 .55(231.37/172.20 222.13 180 :
205.41|153.32/196.17| 162.07/207.16 || 18723181 172.52| 22257118127 233,
205.85]153. .61 162,39/207.60 | 19/232.25]172.84/223. 01 181.50|234.
1162.71{208. Bl 3 '51/232 69|173.16 223.45181.91 |234.
6. 163.03|208,48 | 52 ; 13| 17304822389 18223 234,
'17/154.60 163.35/208.92 : 157|173.80 224,33 182.35/235.
162 27407 61| 154.92|198.37| 163.67| 209.36 : To1|174.12] 224.77 | 182.87| 235

20805 . 198.8!.' 163.99/209.80 | J . 174.44] 225.21 191236
208 .49 .56/ . . . I . 4.89|174.76 225.65 .511236,
208.53 B8 . . . 75.08| 236 .09 .83(237.08
209.37( 156, 164.95(211.12 . . 175.40/ 226 .53 151237,
209.81/156. Sl |200.57 165. 27[21] 56 83. . 175.72| 226 .97 .47(237.96

210,25 156, T 01] 165,58|212.00 ; (65| 176.04] 227,41 (184,79 238,
{157.16 1201 45 163.911212 . 44 : “09| 176,36/ 2278518511 |238
; | 201. aa 166.23|213.88 ; 531176681 228.29 185, 43 | 239.

; 197/177.00 228.73 | 185.75|239
165.47] 1 ; 41177, az.m 17!186.07 |240

(165.79| 'li.l 4! 158,44 /203 21[ 167. I9|211 20 99| 238 85 lT?.lil!“ 61 na.:n!‘uo.
{166.11 213 89 158.76,203.65) 167.51 214.64 .311239.29|177.96 230,05 186.
166.43 (213, 33|l'.'ll 08/204.09 167.53|215.08 || 56 | .63|239,73| 178.28| 230, 19[1!1’.
166. 75|ll3 77/159.40 204,53 1668,15(215.52 || | . alruo 17| 178.60{ 230.93 | 187.
167.07 |214. ‘ll 159, 12 20! 91’ 168.47 2[3 96 .27|240,61|178,92| 231.37|187..
Friadiany] =) 2ay al P ot b5 v L e

167.39 (214, 55 160, D-I 205 i'l 168, 7‘9}210 | ,59.36].05 179.24/ 231 .B1187.
167.71 (215.08160.36 /205, 85| 166.111216.84 | .91/241.49|179,.56 232.25
168,03 215,53 160.68|206.29| 169.431217.28 . .23|241.93/179.88 232.69
168,35 /215.97|161.00|206.73| 169. 'J'SIQIT .73 .55/242.37|180.20233.13
168.67 216. 'l"l 32207, 17 170. 01' 218.16 .B7I21! 81|180.52) 233 .57

b1

6
168.99 (11685 Bl 64 207, Gl 170. 3i131! 60 ,ls ‘24-3 !5 180. 84| 234.01 .59/245
169,31 /217.29 | 161.96 208.05( 170, 711219.04 4 .51/243.60|181.16| 234.45 . 245
169.63 |217.73|162.28 20848} 171, o.1|aln 48 | | .83|244.13| 18148/ 234 .89 . 245
169.95/218.17 162,60 208.93 171.35/219.92 | L 15/244.57 .80{235.33 .55|246
1170, 21‘ 218.61 162, 82 209.37 171. 0?l220 36 || .47(245.01 . 5.1 . 246 .

170. 59 219. DS 163. '21 209.81) 171.99| 220.80 1 .1’9[2{5 43 v 230 21 L191247
170.91 219,49/ 163, ulzm .25 .31§221.24 .11|345.89 236 .65 .
171.231219.93|163.88/210.69 .63 221. Sll .43|246.33 /183 .08|237.09
171.55 |220.37 |164.20211.13| 6 .75/246.77| 183. 237.53
I.?I..STJGZO,II;IN‘SE 211.57 . . .07 237.97
. : }—
172.19 /221,25 164.84 212,01 . .00 .39 247,865 é 238.41
172.51 |221.69/165.16|212. llb . .71| 248,09 . 238.85
172.83 |222.13] 185. lﬂ|212 . 23. . 248.53 . 239.29
173.15(222.57|165.80(213.33 1 35| 245.97 .00(239.73
173. 1?.3‘33 01)166.12 213 77| 174,87 : | 2 . .32(240.17

173.79 223, !5;1“ 1-I 214.21/ 175.18 . .99 . 4 240,61
174.11 223,89 166.76 214.65 s . $ ¥ . 241.05
174.43 (224,33 167,08 215,09 v 7 636 193, 73 -28/241.49
174.75|224.77|167.40|215, 53, . . .60|241.93
175.07 (225.21 |167.72 215,97 176,47 - 64 .27/|251.61 .92/242.27

175,39 225,65 416.41} 176.79| . 253,05

¢ 216.85 177.11 » .91(252.49
217.29 » 6.28 .231252.93
217,73 . . 53 253.07
169,32 [218.17] 178.07 . | 655 195.87(253.81

Bnahe |ksdzs |sakes [Ruaky |3kEis [kherE |Ruses Sae

COLDNN A, Rates apply on vehicles weighing 3150 pounds 'ur_:};
COLUMN B, Rates .w‘ib" vehicles welighing over 3150 pou
For explanatios of abbreviatioms, reference marks or leho'll. refer to concluding page.
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PIGGYBACK TRANSPORTATION

19/

TATIFT BO. 504

JD]I’: L)
_,_,.cﬁ!ﬁﬂéﬂﬁ§ﬂéwjﬁ: = Tourveos, v L
RATES APPLY FROM RATES APPLY FROM

LANSING, PONTIAC, MILES | rLINT, LANSING, PONTIAC,
WICHIGAN MICHIGAN MICHIGAN WICHIGAN NICHIGAN

A B A B A A B A B A

196.18)254,25(188.841245.01|197.59 256 .00 822 215.39( 260,65 208,04 | 271 .41 (216,79
196.51/254.69| 189,16/245.45(167,91 . 825 -T1|281.09/208.36)271.85/217.11
196.831255.13/189.48/ 245.89|198,21 827 | -03/281.53/208.68)272,201217.43
197.15/255,57| 189, 80 246.33/198.55 A 830 5,35 281 .97 | 1209.00(272.73|217.78
197.47(258.01 190, I'J|243 T7|198.87 . B33 r252 41/209.32(273.17 218,07
256.45/190 44| !4?.21 199.19 . B35 . 7!2 US|208 lvl 21'1.!1 218.39
1/256.891190.76/247.65|199.51 .31/283.29/209.96 274,05/ 218.71
257,33 z 0‘3 169,83 283,73/210.28|274,49/218.03
257.77 200.15 .95 284.17 210,60 | 274.93(219.35
199.07 |258.21 191, ?2|2“ W 200.47 284,61 210.92|2785.37|219.67
199,39 (258,85 (192,04 249,41 |200.79 . 285.05 211.24 (275,81
199,71 (239,09 lﬂ .36 249,85 (201.11 |280.84 285,49 211.56|276.25
200.03/259,53|192 201.43 937 o
200.351289.97/193,00 250,73 |201.75
200.87 260,41 193.32;951.11' 202.07 286,81 |212.52(277 .87

200.99 m.ﬂ 1n.u-251.n 883 0.1 'll? 1‘5|2l'¢ 84/278,01
201.31261.29 05 |2 263 .51/287.69 213.16/278 ls_‘.ﬂ
201.63261.73 |1 . BEB = 288.13|213.48(278.80|222
201.9% |262,17 I 252 93(203.35 288.57 lﬂ! B0 279.33|2
202.27|262.81 I.N.”l!ﬁ!..’" 203 87 S‘N 221, -ﬂ' 289,01 |!l-l l.? 2%.M 222 7
202 59]“3 05/195,24 253,81 203 99 |264 I!?l 78 ?89 (5 !H « 280.21(223.19(291.20
91/263.49|195.56 |254.25|204.31 ITI | 222.11/289.89 (214.76280. u|223 .11 .391 64
204 .63 ¥ BE2 222,43 280,33 215,08 |281.09|223.8
T{196.20 255,13 (204 .95 BA5 22'.! 75.290,77 215,40 281,53 |224. 15'20‘2 52
264.81/196.52 25557 208 27 | 887 | 223.07)201.21 213, rzlzn 97]224.47 292,96
— e : e b
265.251196.84 '256.01 205,50 |267. B850 !23 39 29!. 65 2]! o4 2‘ A
265.69[197.16 (256,45 205,91 - . B93 | 223,71} 292 09|216.36 282 .
268,13/197.48 256,89 |206.23 89S 224.03/292.53 216,68 21 9(225.43 | 201 2u
.57/197.80 (257,33 (206,55 898 | 224,35 /292,97 |217 00| El‘.! n.ns 75 (294,72
L01/198, 1’2 1257.77|206 .87 201 224.67 293,41 'H.'." 32 284, :I1'|22! 07295.16
- - o B TR Tt ror | |
267.45)198 .44/ 25! 21(207.19 o 904 224,99 284.61 226,38 |295.60
267.89(198.76 | 258.6% 269 908 225, :II ?M 39 211 ulllb 05 226,71 | 296.04
268,33/ 199,08 4 909 225.63 204, 'a':i 218,28 215 491227, o:i (206 .48
268.77|199 .40 . 912 225,95 295.17 218,80 28593 |227.35 |296.92
269.21|199.72 A f 915 :m 21' 295, sl :1- ” m 37(227.87 297.36

200.04 s ;;; 216 M '295 U&l!l' 24 ‘ZIC Il 297,80
.38 28 " | 226,91 296.49 219.56 287,28 .31 (298.24
68|26 209 .4 823 | 227.23|296.83| 219.88 287.69 .61 788.68

201.00 925 227,55/297.37/220.2 8.13|228.951299,12

271.41| 201 210.07 . 928 227.87 297 Il 1220.52 229.27(299.56

Nl

fepdEer S B ope ALY

271.85/201 .64 210.39 931 | 289,01 /229,59 300,00
201.96263,06(210.71 834 . 9(221 .ulus.urnn 91 (300,44
.28 211.03 . 936 220.83 299.13 /221 .48 259.89(230.23 (300,88
211.35 | 229.15(299.57 |221. ooiaw.a: 230.55301.32
211.87 2 | 229,47 300,01 (222,12290.77(230,87 | 301.76
211.99 P 229.79) 300, -ﬂt!n 44|291.2]1 (231.18|302.20
212,31 . 230,11 300.!!1223 .76, 291.65/231 .51 |302.64
212.63 230.43(301.33/223.08/292.09(231 .83

3j212.98 230.75 L77/223,40(292,53 (232,18
213.27 231.07[302.21 (223,72 292,97 2327 47 (303.9%

213.59 231.39 224.04)203.41|232.79
231.71 .08/224.36)/ 293,85 -11
232,03 224,68 294 .29 43
232,35/ 303.97|225.00| 294 .73 23

232.67 411225 32129817

232,983 225.64| 298 .61
233.31 225.06| 296,05
233.63 226.28|298. 459
233.95 226 .60 L93j23
234,27 226.92 7

2288
8

821

2].4 a7
21518

so8
ni .
Bl4 279.33
sle 279.77
"ne 2 %0.21

35832 | BBas® |EuEz

3
SSS3% | 3333 |P23B | ¥REE:

RagRl| Fie

COLUMN A. Rates spply o= vehicles weighing 3180 -y,
COLUMN B. Rates apply on vebicles weighing over 3130 pounds.
Tor explasstion of abbreviaticss reference marks or sysbols refer to concluding page.
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T_Ll.l'ﬂ WO. 304

== g 0
JOINT M1 mom{n RATES

[ Pu e
MiL ] CH!‘\mR “’Oﬂl'ﬁ

FATES APFLY FRON RATES APPLY FROM
FLINT. LANSING . T PONTIAC, | FLINT, LANSING, |
MICRIGAN MICHIGAN NICHIGAN MICRIGAN WICHIGAN MICHIGAN'

B A B B A A ] A B

.D5|267.24|297.81 308 .80 4, 246.44/324.211255.19 335 20
Jo7. 56 .31{309.24 255.114° 246.76|324.65
3o07. .88 .69/236.63| 309 .68 255.43|334 33| 247 .08
308. .20 3 310,12 258,79 247.4013
.52 57|237.27|310.36 256.07 |3 247.72 323.97/2

B4 300. 237.59'311.00 255.39 L65|248 .04 J?G.iIT?ﬁﬁ.?g

309, 116)300,45/237.91|311.44 255.71 |336.09| 248 .36 326 .85 | 257.11
310.13| 269,48 300.89(238.23| 311 .88 256.03 | 248.68 127,28 257.43
35 |4 00327.73 257,75/

310.57(269.80/|3 238.55)312.32 171 256,35 |136.97(249.00|
311.01|270.12 238.87(312.76 | 1174 256.67|337.41|249.32 .17|258.07

it b it gt LU et e
311.45(270,44 239.19/313,20 || 1176 | 256.99(337.85]249.64 ,61|258,39
311.89 76302, 313.64 9 | 257.31(338.20(249.96 9.05/258.71(340.04
312.33 314 257.631338.73|250.28 .49/259.03
312.77|271.40/303.53 257.9%51339.17,250.60 .931259.38'

| 258.27{339.61 | 25092 | 330,37 /259.67 | 341.36

313.21|271.72| 303.97|240.47 | i
313.65(232.04| 304 .41 |240.79|315 .40 1258.59|340.08|251.24 330,41 125999 341 .80
32.38 241.11(315 B4 | 258,91 |340.49|25]1 .56 {331 .25 |260. |
'531232.68( 30529241 .43/ 316 .28 259.23 (340, .88 131 .68

240.35|3 233.00 241.75|316 .72 | 259,55 |3 {252 20332.12

240.67 315.41|233132(306.17 (242,07 317,18 |259.87 |41, m:sz 5233257 |261.27 |343.56

240.99/315.85 ?331“ 4 " 9|317 ‘60 .? 42 25 252, M'KI!.G]. "26[.59 J44 .00
241.311316.29 ?33‘95|301.05 18,04 2 51|31? .691253,16]333,45 261.91 | 344 .44
1 .83[316.73(234,28 307 .49 |318 48 | | 280,83 (343,13 {253,.48 |333 .89 262,23 | 344 .88
J17.17{234.80 . |3II\ 92 1261,15/343.57 (253,80 | 334 .33 | 262, 85 (34532
317.61(234.92 308, 319,96 | 12“ AT 3“ ol l‘254 12 [334,77(262.87 |4
- - — - —
318.05/235.24 :I|9,H I {261.79 :!-“ l!ilz 41335.21/263.19|346.20
J18.49(235.56 ! 1 . J44.89 (254 .76 | 33565 (263,51 | 3146 .64
318.93/235 .88 . . 122 b .431345.33 (255,08 (336,09 | 263,83 | 147.08
262,75 | 345,77 | 255,40 336,53 |264,15 |47, 5?
37

319.37|236.20
319.81/236.52 310,57 27 2 2 261.07|246.21 255.1?|JJI.9’1‘

o F ubded Redati o 1258
320,25 236 .84 | 711.01 | 245,58 323, .19 346,65 (256,04 |37 .41 |264.79] 48,
320,69|237.16|311.45/245.91| | 5 347.0% 256,36 317,85 |265, 11| 34954
321.13|237.48|311.89| 246,23 333,88 || 1236 | 264, m 53256.68 | 134,20 265,43 | 349,28
321.57/237.80(312,.33|246.55 e 264 1 971257, 00 338.73 [265.75 | 49.72
32201 |238.12 |312.77|246 .87 | 323.76 || 1242 | 264 .67 | us .41|257.32 (339,17 266, n?-sm 18

322.45|238,44 [313.21|247.19] 324.20 T 1245 [264.99 348,85]257.64 339,61 [266. Jn]aso 50
322.89)|238.76 |313.65| 247 .51 | 324.64 || 1247 2ei.n1i:us_2s 257,96 .340.05|266,71 | 351.04
323.331239.08 |314,09|247.83 325,08 265,63 (349,73 | 258,28 | 340.49 | 267.03 | 351 .48
323.77]239.40 |314.53| 248,15 325.52 265.951350.17|258.60 340,93 267.35|351 .96
324.21|239.72 | 314,97 248.47| 325.96 266.27|350.61 | 258,92 341.47 |267.67|352.26

3246524004 |315.41| 248,79| 326.40 266.59|351.05(250. 21 341.81|267.99(352,80
325.09240.36 115,85/ 249,11/ 326.84 266,91 351 ,49|259.56 1142.25 .31|353.24
32%5.53|240,68 |316.29| 249.43| 327.28 ,23{351.93(259.88 142.69 .63|353.68
325.97|241.00(316.73] 249,75 327.72 ,5851352,37(260.20(343.13 .95(354.12
326.41|241.32|317.17| 250.07( 328.16 ,87]352 .81 |260.58 ,343.57 354.56

326.85 1 - ,19/353,25 (260,84 344.01
327.29 3 £ # 353,60 |261.16 | 344 .45
327.73 268,83 354,13 261 48 344 B!
J28.171242. w .92 . 354 .57 5 345.33
378.61|242.92 319,37 . 355.01 . 345.77|270.87| 356,76

346.21/271.19(357.20

243,24 319,81 * . . .
243.56|320.25 1288 . .76 [346.65(271.51357.64
243,88 320,69 31 § .08 1347.09|271.83|358.08
244 ,20]321.13 332. . 347.53]272.15| 358,52

3 271.07|357. Z:I a 347.97|272.47| 358,96

244.52321.57] 253, .27

244 .84 |322.01) 243,59 - 271.39,357.65 348.41]272.79|359.40
245,16 |322.45( 253.91 . . g:-:;g
245,48 (322,89 254.23 1307 : 265 .00 |349.73

8013 254,
;l:?g 3%3 e 7] 254. ﬁ 359.41 .32 350.17|274.07 361.16

(COLUMN A. Rates apply on vehicles weighing 3150 nds or less.
COLUMN B. Rates spply on vehicles weighing over 3150 pounds.
l¥or explanation of abbrevistions reference marks or sysbols, refer to concludisg page.
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TARLFT NO. 504

SECTION %O.2
JOINT MILEAGE COMMODITY RATES
DOLLARS PER VERICLE
O MILEAGES FROM BASING POINT - cmnm. hr.'HING

RATES APPLY FROM HATES APPLY

FLINT, LANSING, PONTIAC, FLINT, LANSING, PONTIAC
MICHIGAN MICHIGAN MICHIGAN MICHIGAN MICHIGAN MICHIGAN

I3 Iy A [ ® A n

272.99/ . . . .391361. | 4 J70. 85 : g 282,39 J?Z 60
273.31 & .96/ 351. 274.71 291273 4
273.83 " .28 : 275,03
a73. . .60 . 275.35

. 92 . 275.87

. 275.99

.56]353. o) |
276.83
276.95
77.327

.59
o1
.23, {
-1k -

A7 . 5.47|377.01 )?l! 12| .lﬁ'.l'

.18 . 5.79|: 5 4413681
.51|368. .89 |278.76|368.
79.83 3 .43|278.33 |279.08|389.09
.18 . 79|78, .40|369.53 |1
96 F : 279.72|369.97|2

COLIMN A. Rates apply on vebicles weighinog 3150 ds or less.
COLUMN B, Rates apply go vehicles weighing over 3150 pounds.
For explanation of abbrevistions reference marks,or symbols,refer to concluding page.
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TARIYY BO.504 29

I #0.4
ROUTIBG POR RATE BECTION NO.1

s pamod in this l\rulmy via the following routings to the states of Califormis,Colorado,
ldaho, Beveds , Ptah, pgton and VWyoming:
FROM FLINT, MICHIGAN
Vi 1&-&“. Carriers, Inc., to the Chicago and North Western Railway y Motor Vehicle
1 located at Proviso, 1l1ipois,thence via the Chicago,and North Vestera Railway
y to Council Bluffs, Jows or ,thence Union Pacific Railroad Company
,¥yoming, thence Commercial Carrlers, .« beyond .

to

FROM LANBING, MICHIGAN

YIA: C.& J.Comsercisl Drivesway, lnc., Industrial Transport,lnc. or Boward Sober, Inc.,to the
Chicago and Morth Western Railway y Motor Vehicle Terminal located at Proviso,
Illinois, thence via the Chicago and North Westers Railway Company to Council Bluffs,
Iowa or Premont,Nebrasks,thence via the Union Pacific Railroad Company to Cheyenns,
Wyoming, thence via Commercial Carriers, Inc. beyond.

TROM PONTIAC, MICKIGAN

ViA: Comtract Cartage Onmn‘ or Motorcar Transport Company to the Chicago and North Vestern
Railway Company Motor Vehicle Termical located st Proviso,lllinois,thence via the Chicago
snd North Westers Railway Company to Council Bluffs, lows or Fromont, Nebr ,thence vis
rih Oaion Pacific Railroad O to ¥ yoming, thence via Comsercisl Carriers,
nc. beyoad.

Rates named in this tariff apply vis the following routes to the states of California,Colorado,
Ldabo, . o, Dtsh, Vashingtos and Wyoming.
FROM FLINT, MICHIGAN
YIA: Automobile Carriers,lsc.,to the Chicago, Burlingtos and Quincy Railroad Company Motor
Vehicle Termisal located st Chicago(Cicero),1llisois,thence via the Chicago, Burlington and
g::-y Railroad to Cheyeuoe,¥yoming or via Chicago,Burlingtos and Quiscy Railroad
my to Cowmcil ﬂﬂu.lm or thence Un Pacific Railroad to
Cheyenoe, Wyoaing, thence via CosseTcial Carriers, Inc., beyond.

TROM LAKSING, MICHIGAN
Yik: C.b J.GC sl Dr

T ial rt,Inc. or Howard Sober,Inc.,to the

Inc.,
uicmihrumn and Quincy Railrosd Company or Yehicle Terminal located at Chicago

(Cicerc),111inois, thencs via the Chicago, Burlington snd Quim By to
Cheyonne, ¥Vyoming or vis the Chicago,Burlingtos asd Quincy Rai road Company to Council
Bluffs, Iows w‘h_-m‘[hmo Union Pacific Railroad Company to Cheyenne,
Wyoming, thence [ ers, Inc. , beyond.

TROM FONTTAC, MICHIGAN

¥1A: Comtract Cartage Company or Motorcar Transport Company to the Chicago, Burlington and
Quincy Railroad l:uwu&.iblar Vehicle Terminal at Chicago(Cicero),Illinois,thence vis the

Chicago, Burlidgton or enne, ¥ycaing or via the Chicago,
Burlisgton or Quincy Railroad Company to s, lows orww
thence Union Pacific Railroad Company to Cheyesne,Wyoming,thence via rcinl Carriers,

Inc, , beyond.
EXPLANATION OF ABSREVIATI REFERDACE WARLS Of STYWBOLS

EE
a3
iﬂ

o
EXPLANATION OF m EXPLANATION OF

.| Novada
. s + + +|Wumber or North
Carrier berein. Ore. . . mrﬂ

A

m%":g o

1

gogm
L
2R,

ternoon

. «|Port or Point

.|Bection

. | Bouth

. |Saint
 atrary e t
+ | Temporary thority
Unjon Pacific Railroad Co.
A e + « +|nited Btates
. |Truchs, tractors, trailers or . . .|By Vay of
wemi -trailers . . . |Namaly
. |Bo-forth Wash. . . .|Vashington
« «|Fort v« s o« +|¥isconsin

.| Interstate Commerce Commission . . |¥yoming

Idaho aw o o« |Weat

. .|Demotes New Polnt
. .|Denotes Reduction

. |Denotes increase

. |Denotes no change in rate
Denotes change which results in
peither increase mor reduction

oS,

- e
S

. (Aad
Dollar Sign
[Centn
Pounds
. |Perceat

to above. i

Waner ssrse
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SUPPLEMENT NO, 1
TO
MF=1.C.C. NO, 219

{OSHA AUTG TRANSPORT CORPORATICH

(MC=30837 )

SUPPLEMENT Mo, 1

For TvE TRANGRORTAT|ON OF

AUTOMCOILES

FROM KENOSHA, WISCONSIN

To POINTS IN

CALIFORNIA

ITEM 20 oF TARIFF FOR GOVERMI'G PUBLICATIONS

ISSUED: SEPTEMBER 2, 1960 SEPTEMDER S, 1960

ISSUED TO BECOME CFFECTIVE ON THREE
MERCE ComMiISsiIoN No, M

b

DAYS' NOTICE OY SPUGIAL

THMIIS10N OF THE
=cB8167 oF AUGUST 31, 1960,

INTERSTATE COM=

DEPARTURE FROM THE RULES OF TARIFF CIRCULARS

" SPECIAL PER=-
MISEION OF THE INTERSTATE COMMERCE COmMMISSION

13sucn Y

LYLE DEVUYST,

KEMOSHA , WIS

AYMIOLS,

PRAFVIATIONS, AFFERENCE "ANKT AN

TAR|IFF,

(153)




PIGGYBACK TRANSPORTATION

LIST OF PARTICIPATING CARRIERS 206]

THE LIAT OF PARTICIPATING CARBICRE 16 AS SMOWN ON PAGE J OF TARIEF, ANMC A5 AMENDCD BCLOV,

| AMEND CARRIER [ HhE SONCUSRENCE T SYMBOL

B e e H

ADD THE ATCHISON, TOPLXKA AND
SANTA FE RAILWAY CoMPANY CHICAGD, ILLINOIS FC 4 No, 2 5Fe

ADD CHICAGO, ROCK ISLAND AND
PACIFIC RAILROAD COMPANY CHicAGO, ILLINOIS CR1

e — —— 4

PAGE 3 OF TARIFF, AMCNDS
APPLICATION OF RATES

1TEM No, r SusgecT

S=h SUDSTITUTION OF RAIL FOR MCTOR SERVICE

Cancros l
L]

|

|

A. UNLESS THEL SHIPPEs DIPLCTS THAT TRAILER=CN=FLAT=CAFK SERVICE SHALL NOT BE PER-
FORMED, KENOSHA AUTO TRANSPORT CORPOAATION MAY, AT |78 OPTION, BUBSTITUTE TRAIL= l
ER=ON—FLAT=CAR RAIL SERVICE BETWEEN THE POINTS AND VIA THE RAIL CARRIERE MAMFD |
IN PARASRAPH 8 OF THIS JTCW FOR THE ACTUALLY AVAILADGLE MOTON CARARICR SERVICTS |
FOR WHICH KENOBHA AUTO TRANGPORT CORPORATION HAS LAWFUL OPCRATING AUTHORITY AS
A MOTOR COMMON CARRICR,

SUBJICT TO PARAGRAPH A OF THIS |TEM, TRAILEA=ON=FLAT=CAR RAIL SERVICE MAY oL SUB=
SGTITUTCD FOR HIGHWAY BERVICE BETWEEN KCNOSHA, WiSCONSIN, AND LOS ANGELES, RICH=
HOND, AND CAKLAND, CALIFOANIA, OR RAIL UNLOADING RAMPE WITHIN 10 MILES THEREOF,
OVER TME FOLLOWING ROUTES,

MOTOR CARRIER BETWEEN T— AAIL CARRIERS
KENOSHA AUTO TRAMGPORT | KENOSHAs WIS, ChW TO COUNCIL DLUFFS, IA,, OR FREMONT,
CORPORAT | ON AND NEGR,y UP TO LOS ANGELES, CALIF.,
LoS ANSELES, CALIF. oR
Ch To CHicaGo, ILL., 5Fe TO Los
ANGELTS, CALIF.

oR
C To DEp MOINES, IA., CRI To Tucum=—
CARI, No MEX,p SP TO LOS AMGELES, {‘Al..ll'..l.

KENOBHA AUTO TRANSPORT | KENOSHA, WIG | CtW TO Councit BLUFFS, IA.s OR FREMONT,
CORPORAT I ON AND NesR, UP To DGDEM, UTaH, 5P TO am.am.|
OAKLAND , CALIF, | EaLar,
ot
| ChW TO COUNLIL SLUFFS, lA.y OR FREMONT,|
| NEBR,, UP TO SALT LAKE CiTY, UTAM, WP |
T0 OAKLAND, CALIF. |
oR
CiW 70 CounciL JLUFFS, lAsy CB&0 TO
DENVER, COLO., DARGW To CaDEN, UTAM,
SP TO OAKLAND, CALIF,,
oR
CMW To CounciL BLUFFS, |A.y CBAQ TO
DENVER, COLO, DLRGW TO SALT LAKE CI1TY,
UTaHy WP TO OAKLAND, CALIF.,
oR
| CNe TO CHICAGD, ILLy S5Fe TO OArLAND,
CALIF. ,

on
‘r,!.'h 10 CounciL BLUFFS, IA,, CRI TO
| DENVER, COLO., D&ROW TO DGDEN, UTAM,
| 5P YO DAMLANDy CALIF,
| an
i."-.'u 70 CounciL BLUFFS, 1A., CRI TO
DENVER, COLO, DARGW TO SALT LAKE CITY,
| UTAH, WP TO UakLAND, CALIF,

|

FOR CXPLANATION OF AGBREVIATIONS, RCFERENCE MARKS AND SYMAOLS, SCE PAGE 2 OF TARIFF,
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PIGGYBACK TRANSPORTATION

TAR|FT, AMCND:
APPLICATION F RATES = COnNTIMND

SUBJECT

SUBSTITUTION OF RAIL FOR MOTOR SERVICE = CONTIMUED

AL RA I ERS

MOTOR CARRIER

AuTO TRANGPORT | KEUOSHA, WiS, CMW 1O COUNCIL JLUIFS, |A. OR FREMONT,
FORATION A KEMR,, UP TO GGCEN, UTAMg SP TO RICH=
MOMD, ZALIF,., |

o |
CHe TO CHICAGO, ILL.py SFg T2 ﬂlcmom.ll
CaLir, |

- |

CMW TO CounciL fUrFE, 1A., CT1 TO I

| DENVER, LOLD., LIRGW TO OQDEN, UTan, |

| | SP Tu 71CHMOND, CALIF, 1

C. WHEN SUBSTITUTCD TRAILER=ON~FLAT=CAR BCRVICE |15 PERFOAMED UNCER THE PHOVISIONS

OF THIB ITEM, THE RATCS MAMCD IN THIS TARIFF WILL APPLY FOR THE CONTINJOUS MOVE=-
MENT OF BHIPHMENTS FROM ORIGIN TO FINAL DEETINATION,

(NOTE: DEPARTURE FROM THE TEWMS OF THE RULES OF TARIFF CIRCULAR NOS, 20 AnD MF=No,
1S AUTHOR|ZED BY PERMISSION OF THE INTERSTATT CoMMEACL COMMIGSION NO,
M-27540, oF JuLy 25, 1960)

PAGE B OF TARIFF, AMIND:

RATE SECTION

LocaL SPECIFIC CommoniTY RATES IN CEnts AR 100 PourDs
FrROoM KENOEHA, WIBCONSIN
(Sec 1TEM 10 OF TARIFF FOR APPLICATION OF RATC LOLUMNS)

CaNCELS
40

HATE CoL'mye

TO

CaLIFORMIA

ALTURAE ...
ANAHE 1M, o 0us
ANTIOCH,

cePee

|

COROMADA, ¢+ 5 sassvurssssncasasngsan
COSTA MESA.

COVINAL uuses

CRESCENT CITY,

CULVER CiTYeusesssssnsnncssnsanas

X ITY

FRAESNO . csssssnsssssnasasssnsanas
FULLERTON

SARDENA,

ARDEN GROVE

LY s cessnsssssssnsssnannsnne

§9988 |S344B (94384

Sases

FOR EXPLANATION OF ABDREVIATIONS, REFERENCE MARKE AND SYMBOLS, SEE PAGE £ OF TARIFF.
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MF-l. C. C. No. 219

KENOSHA AUTO TRANSPORT CORPORATION

(MC-30837)

MOTOR FREIGHT TARIFF NO. 74

NAMING
LOCAL AND JOINT COMMODITY RATES
For the Transportation of

AUTOMOBILES

From Kenosha, Wisconsin
te points in

California

See Item 20 herein for governing publications.

ISSUED AUGUST 3, 1960 EFFECTIVE SEPTEMBER 5, 1960

Departure from the rules of Tarlff Circulars MF No, 3 and No. 20 is authorized by special permission of the
Intersiate Commerce Commission No. M-27540 of July 25, 1960,

ISSUED BY

LYLE DeVUYST, Vice President
BOX 351
KENOSHA, WISCONSIN

D&M _vme STEN PEINTING CO. ATLANTA. S8 (Printed in USA)

(157)

72199 O =62 =11




PIGGYBACK TRANSPORTATION

F

Abbrevistions, reference marks and mysbol= cxplanatios of
lgpll{nll--n ul Ratrs

dvance charges

Amepdments. ., .

Charges for rllra drlvpf

C.0.D.shipments .

Commodities not zrtopublr

Commodity description 2 g
Damaged and re jected shipseals rrturr.rd to urigin
Delayed and waiting time, . 4 .
Diversion or recoasignment.

Drop-off In Transit .

Esergency service via drive

Governing publications.

Loading and unloading

Order notify shipsents,

Operating authority

Keposha Auto Trlnlporl Cnr;ornlmn

Pick-up and Delivery. F

Protective covers .

Protection of cooling i)’lll‘lK lnd tuttrruq
Reconsigasent or diversion, 5

and undelivered fﬂllm
to intermediate polnts.

Special or extra equipment.

Stops enroute for servicing. rl\“bll nm or h:r equuwnl
Storage charges . .

Substitution of Rail For Motor Service.

Toll Charges
Tranait Privilege
Washing charge 5
Definitions.
Rate Section .

PALPUBRR LR ROASD

LI LA A L

T B

]

LIST OF PARTICIPATING CARRIERS

CARRIER [ ADDRESS

Chicago and North Western Ralleay Company. . «|Chicago,lllinois
Chicago,Burlingtos and Quincy Railroad C|-|:mr e . » {Chicago. l1linoas
Southern Pucific Company . . . .|San Francisco,California
Union Pacific Railroad . 3 . +|Omaha ,Neb,

The Deaver and Rio Grande Weste rn Rallroad Lmnny PP Denver ,Colorado
The Western Pacific Ratlroad Company . . - . .Is.n Francisco Califoraia

. Eﬂullﬂlm l’ ll!ﬂlivll?luﬂa w‘lml’. MARKS AND SYH'DDLS
" ABaR = .liml!\l’ll‘ll(ll\ EXPLANATION
OR B

ABBREVIATION EWIIT]W

SYMBOL
. |Morning. Spgs . . . .|Springs

.|Collection on delivery. St.. . . . .jSainat.

Interstate Comserce Comsission. Wiz, . . . .|Namely.

«|Junction. wi C |Winconsin.

.|Motor Freight. . vy -|Centn.

. |Mount . - 3 rBolllrn

.| Nerth o . «|And,

o | Number . . |Denotes no change in rate,
.| Numbe rs . « .|Denotes reduction in Tate,
.|Afternoon, % Y- .|Denotes increase in rate,
.| South, e .;le' Point .

DI?IHYIWS

=

et

it
~POX

=5
LiTee

e EENX
"t b

The term “vehicle® as applied tn the l.rln'ipnrl-llﬂn of shipsents in this l.ruf means any
nln;lc unit of the commodities named in Item No.l0 on which rates and charges apply.

'I:h- tfrl 'Truck:lond an uxed herein lrna- a tn.un :;ncludln( \ruci trailer and tractor-
semi-trailer combinations) lomded to full visible capacily,or to the minisus weight or
quantily mpecified,whichever is the lesser (smaller) guantity,subject to maxisus weight
or quantity vhere sp ied

TRUCKAWAY ‘rrurh-.; Service seans the tr tnn-pruuon of one or more vehicles as described herein
SERVICE when loaded into or upon carrier s equipsent conmtructed for the purpose.

SINGLE DRIVE- |Single Driveavay Service am referred [o im this tariff -nn: u-o movement of a single
AWAY SERVICE tor vehicle when driven under its owa power by authorized representative of the
carrier,

S RS
S 1 PMENT |A shipment shall be cr.mndn-rvc » consignment of any of the comsodities limted in this
| tariff,on ooe bill of lading or receipt,lo one consignee, lo one destination og one day,

DESTIRATION _l'nn ters “Destication” as applied herein seans one place of delivery.
Yor explasation of sbbreviations,reference sarks and aymbols see above.
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PIGGYBACK TRANSPORTATION

TARIFF SO, 74

APPLICATION OF RATES

SUB B

b UF RAL: FOR MUTOR SRRVILE

Lnless the sbipper Civects Lhat trailer-on-1lat-car service sball nut e perforsed, Kenosha Aulo
Transport Corporation may at 118 oply subsiitute tratler-on-flat-car rail service letween
the points and via the rail carriers named 1n Paragraph B of this 3 lur the actually
availably motor carrier services lur shich Ecnosha Auto Transport Corporation has lasful
operating authority as & sofor CommUn CAPTier

Subject to Paragraph A of this ites, tratler-on-flat-car rail service may ls subsistuled for
highway wervice beiscen Keaosha Wisconsin.and Los Ang wnd Oakland ,Californis. or raal
unlomding rasps within 10 miles thereol ,over the 1«

MOTOR CARRIER | mETvERN

Krnosha Auto Transport |
Corparation Kenosha  Wisooie: w Angrvlos. Calit

Kenowha Auto Transport
Corpuration 5 iy whklang.fal fow p Cominen b Biulis, la
1t Nebr. . LP la
lake City Liah WP to
lana Calaf
Kennsha Auto Transgort
Corporation, . ¢ Lty ! CNW 1o Counvs] Blulls,la.
ur Fre it Nebr, JUP to
Ophin . Utah . SP to Onkland,

Calil,

osha WIscons1n n CHY 1o Councal Bluffs, Ia.,
CBAQ to Denver Colo. .
D&RGY to Ogden,Utah, 5P 1o
Cakland, f.
ar service s prrforsed under Lhe provisions of this item,
the rates named in Lhas tarafd 1l apply fTor the conliovous mov nt of shipscnis from origin
1 to final destination,
| (MOTE: Departure from the terms of the rules of Tariff Curculars Nos .20 and MF-Nu.3 s suthorized
by permission of the Interstate Commerte Commission No M-27540.0f July 25.1960)

COMMODITY DESCRIPTION
The rates and charges named in this tarif! will apply on the trankportation of AUTOMOBILES, FREIGHT
AND PASSEMGER, INCLUDING THEIR PARTS AND EQUIPMENT MOVING THLREWITR,subject to the following
minimus weights
12,500 pounds on truckloads of 4 or less swehicles  (Apply Colusn lia) rates,)

14.500 pounds on trickloads of 5 vwhicles, (Apg iy Column 1{a) rates.)

mh pounds on truckloads of 6 velgcles. (Apply Columa T(b) rates.)
10,000 pounds on consignaents of mo than sia wr lem  tendered by ome comsignor on one day
for luading into not sore than two trallers. (Apply Colums 2(a) rates
E. 36,000 pounds on consignecntls of sore than six vehicles, tepdered by une coasignor on one day
for loading into Aot sore than two tratlers. (Apply Column 2(b) rates )
|The Jowest charges obtainable under the different rates and sinies applicable thereto, (or the
l actual guantities,if greater) d,
GOVERNING PUBLICATIONS
20 |This tariff is governed.as to mileage and distances, by sileage guide 6, Househuld Goods Carriers’
Bureau, Agent MF-1.C.C . No.7] . supplemcnts theretn and successive issues thereof
PICKUP AND DELIVERY
|Rates nased herein include pickup and delivery at points readily and conveniently accessible to
carrier's trucks. The carrier may drive each wehicle from point offered [or shipmeal to the
carrier’s own terminal yard located within the city limite of point of origin or adjacent thereto,
and in the event carrier’s vehicles cannot coaveniently make delivery directly to the consignee,
vehicles may be driven at destination from carrier’'s terminal to consigoee's place of business,
after preparing vehi ethod of delivery

DROP-OFF IN TRANSIT
Vehicles will be accepted at Eenoshs Wisconsin in less than truckload quantities,subject to the
fullowing conditions and service
A. In the absence of specific instructions to the contrary,vehicles in less-than-truckload
quantities will be accepled for transpurtalion at the rales nased berein at the truckload
minisum wright or quantity applicable thereto {or actual weight or guantily if greater),
B. Bills of Lading,shipping rr:elftn or other written ijastructions issucd by the shipper dir-

40 ecting that a less-than-truckload shipment tendered to the carrier be held for combinations

destinations, wust be cross-reflerenced with other bills of lading or shipping receipts to

infors carrier as to the composition of the truckload and the completion of the teader as
a truckload, Storage charges as provided in Item 130 of tariff will be applied on vehicles
held for comselidation into a truckload as provided for in this p Kraph,

(Concluded on follosing page)

|
‘ with other less-than-truckload shipsenis into a truckload consigned Lo lso or more

For explanation of abbreviations,reference marks and sysbols,see Page 2.




iYBACK TRANSPORTATION

TARIFY NO.T74

APFLICATION OF RATES € ontarue 4

301
SR

Lni- kb 15 Thisal® .

Vehicles wils be v ted at konushi, Wisconsin bn Jess ther tiucklond quant itivs, ~ubject tu the
tullowing coaditions and service: (Cuncluded)

C. Whisn & Shipsent moving aw & part of & trockload b= ek

ol stopped in transil irop-oll
or partial unloading, the rates to spply will fe dote

' ax lollies

1o Peragraph D,where U distance Do e D t dostination inal destina
ate destinatfon does i miles, the truckload rate f
Jestination sill apply,.pios $2.50 pey e

Sab ject o ph Dowhers the distancy (e fteor i Hirs drs1inat
tion.via in slate destinations excevds 70 wilos, rates sill
luoes sub j¢ r:' to minisun weight provisions iv paivagraphs Eand ¢ v
Pavagragh Dbe lim)

(A} Whean th tance boteevs ordgin and fical destination via intrrvediate destinas-
t vacwrd by sore than 75 siles the direct dintance bLEtseen UrigIn
tinallun,the rate to the highes! rated destindtion point will be

vach shipment  plus $2.50 por dosjination.

distance betseen origin and 11 cHtInALIon via Intermcolale destina-
rdu by mure than 75 eiles the dircct distance between origin and final
destinatiun, the rate to apply tu each shipment will be the trucklivad rate to the
4 dest jion point,plus 1 mills ($.004) per 10U pounds per mile for

wuch over 75 miles, plus $2.30 pov destination.

D. The charges for four vohicles soving to one destination as a lens=-than-truckload shipsent
moving un S-vehicle ur é-vehicle equipsent,or lor [ive vehicles soving 1u one destination
as a les han-1ruck-load shipsent soving on G-vehic le equipsent ,shall not # ed the appli-

ble truckluad ¢harges on the sase quantity of vehicles soving as & straight truckload.

{1) When such 1« ¢ Pive vehicles in & less-thap-trockload shipsont a consigned to that
pearest origin,thw rate to apply » the vehicle ur wehicles moving beyond
in the combination of the rate from origin to the (st de nation, minimue 3,000
pounds pei webic le and ¢ computed at four mills (§.004)
ainisum seight
intevecdiate fcslinations

pur puunds per aile
trom farst tu linal deslination,via
75 siles plus $2.50 per wvehicle.

(2) When such fuur or Tave vehicles in 8 less-than truckload shipsent are o Amigned Lo a
st inatl ton b vl the destinativn shich origin,and the distance bhetseen
amd final desiination,vis inlcres w1 inat iuns, cxceeds by moee Lhan 75
the direet distance betwoen origin and |.nal destination, ke rate to apply to
mer vehicle ur vwhicles in the truckl i% the rate to the hikhestl rated desti-
nation point plus four mills (§.004) per 100 18 per wile, sininus woight 12,500
pounds, ;ur such distances over 75 miles plus boper dusiinat sun

E. If the total woight of a truckload subject to This iieu 1% b ow
provided for in this tarilf evach shipsent included in such truckload shall be subjecy Lo &
sinisus weight equal tu tho sase proportion of the ap licable truckload minisus weight pro-

vided in ltes I0 as the actual weight of each shipscat bears to the mctual weight of the
truckload  except

the minisum trucklovad weight

(1) That where any umit in & 4-car
8 S-car load exceeds 2,900 ?on
3,000 pounds where applicable
unit in a f-car load exceeds 2

load exceeds 3,125 pounds in weight or shere any unit in
nds where applicable truckload minisus is 14,500 pounds,
truckload minimus weight is 15 000 pounds, or where aoy
33 pounds, the diflerence between sctual truckload
weight and the lﬂ‘}lltlbl. minimus truckload weight shall be allocated between the units

weighing below © per-unit weight named in this paragraph in the determination of the
total truckload charge  and;

(2) Whwre the truckload includes vehicles weighing not to exceed 2,500 pounds,the dilference
between the actual seight of such truckload ant Lhe minisus truc load weight prescri-
bed in Item 10 shali be lgmrl:uwd between Lhose shipsents coataining vehicles
weighing not to exceed 2, poandd in weight ip the sase fropurt\un as the nusber of

such vehicles in each shipsent bears Lo the Lofal number of such vehicles in the
truckload,

¥. If the total seight of & trucklomd subject 1o this ites #xceeds the ainisus (ruckload weights

provided far in this tariff,the charge for each shipsen! shall be delermincd by applying the
applicable rate per 100 pounds to the actual weight of each shipment in the truckload.

1.‘1!‘ Used .,

For explanation of abbreviations,reference mArks aod sysbols see Page 2.
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PIGGYBACK TRANSPORTATION

TARIFF B0, T4

APPLICATION OF RATES((Cou® {nu!)

SIBJECT

1 KAILS Tu INTERMEDIATE PUISTS

| When any point of destimation is not provided in this tarifl sith a cossodity rate froe point of
wrigln over s particular highway and such destination 18 butween |he considered origin and a

| puint to which a comsodity rate on the article is published herein,over the same ghway Irom

' such origin,apply on such article the comsodity rate to the aext re-dis o P to which a
comwodity rate is named thereon over the considered highway through the intersediate point excepl

} as provided in NOTES 1,2 and 1.

|

|

|

1

|

|

NOTE 1--When by reason of branch or Aiverging bighways there arv sore than one sure-distani puints
to which comsodity rates on the article from the cossidered urigin are nased herein,apply the
rale 10 the sore-distant point which,on that article from the same origin over the same highway,
results Ln the lowest charge.

NOTE 2--1f the intersediste point i1s located between (wo poOiInts to which comsodily r % on the
sase article are published in this tariff from the same origin over the same highway apply that
one of such rates which results in the higher charge, If due to branch or diverging highways
thers are two or sore next sore-distant points in the sase directiun,only that one of such points

, to which the lowest charge resul 41 considered in spplying the provisions of this ||0€1.

|NOTE 3--Where & lower rate can be detersined or whers the destination not shown is beyond any |
point to which & rate is published in this tariff.add four (4) milis per cwl. per sile to the

| rate to the point closest to the Acstination and nesrcr fto the point of origin 1o which a ratc
is named herein, :

60

AMENDMENTS
70 Vherever reference in sade to any role or item in this tariif,such relerence I8 Lo be constrend as
referring also to ssendeents or ro lssoes of such rule or ites J

LOADTNG AND UNLDADING |
Comaodities nased in Item Mo, 10 capabie of being operated under their own puser sill be luaded and |
unioaded at carrier s expense, utbvrsise loading and unlvading will be perforeed by shipper and
cunsignec,

COMMODITIES NOT ACCEPTABLE
Any comsodities described herein shich because dvlects sechanical
delivered tu consignee in the sasc condition as ehon tendered the cars i
size mprcial construction, or any ol her cause,cannol safely or practicably be handle
rier,will not be sccepted fur transporiation

EMERGENCY SERVICE VIA DRIVEAWAY .
Single driveaway service say be substituted in order to cowp lete dvlivery whon toBcks are
dimabled earoute,or because of ispassable ruads or In event of any her esergency  bul such scr-
jvice shall only be perforsed upun Sp cific authority from the uvener

—_—

STOPS ENROUTE FOR SERVICING, EXHIBITION,OR FOR BQUTPMENT
! Except as provided for in Item No 210, whea requested by shipper.vehicles ur shipsenis will bef
wtopped® en route st intersedinte puinis vis Airect or noreal routes for the installation uf equip-
|went exhibition, servicing.or for any ulher reason,at no extrs charge providing wuch stop does not
| require more than two hours, Theresfter,for each hour or fraction thereol, there whall be & charge
of §5.00 per hour,the total charge so produced not 1o exceed $50.00 for any pericd of 24 consecu-
tive hours.

If point of stop-off im not intersediate to final destination via direct or normal route the
rate from origin 1o final destination shall be determined by mdding to the rate applicable |rom
point of origin to poiat of stop-off four (4) mills per 100 pounds pe ile "
point of stop-off to final destination,mileage to be computed in accurdance b Ites No.2U,

REFUSED AND UNDELIVERED FREIGHT '
Shipsents refused or undeli ed for any reason beyond the carrier 8 control will be returned
to the rier & nearest terminal or placed in & public warchouse or gArage al destination or
point ne at the cost and risk of the owner and subject to & Liea fur all
transportiation and otber lawful charges including charges for storage.

ETORAGE CHARGES
At points of origin named In this tariff,rates published herein will include three days free
from the first 7:00 A.N. fo ing receiptl of comsoditive In truckload quantities and

1 when the act or failure to act by the consignor and or consignee results in st ke, the
charges will be &t the rate of 20¢ per wehicle pe or fraction thereof ,subject to a ™
char of 84.00 per month, Bundays and legal bolidays, neticsal state,or sunicipal i(but not half

holidays) will be excluded from the computation of free time but will not be excluded fros computed

tioa of storage charges after expiration of free time.

O S CRDER NOTIFY SHIPMENTS
Shipsents consigned To Order will not be mccepted,

lanation of abbrevistions, refersoce sarks and sysbols, see Page 1.
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PIGGYBACK TRANSPORTATION

TARIFT NO. T4

T APPLICATION OF RATAS (Cont buuer )

l AR SURJECT

b 3] WNMENT UR DIVERSIuS
Reconsignment or diversive of shipeents safe subject to the tari!f will be permitied, viz:

A change in nase of consignee, destination or route. Shipscots say be recomsigned sithout charge

at any tise before mhipment leaves the tersinal of originating carrier or poiot ol origin. Ship-

ments alter leaving origin terminal may be reconsigned at & charge of $2.00 per =hipsent in addi-
tion 1o charges provided below uader the lollowing conditions
(a) At the through rate froe origin to final destination published herein i1 sew destination

s beyond first destination and reaulls 1a Bo Aevialions in roule
{b) When a deviation ia route i caused by the recvonsigoment unal charues will bo as-

wessed oa the basis of 4 ills per 100 pounds por wile lur cach = r1 1ion thereol ln excess

of mileage {rom origin to final destisation vis th shortest practicable route

(e) When & reconsigneent results o & back-taul Irim original destination or fros point
stupped 1o treaxit, foward the polntl ol origin,charges sill be asscssed on the basis of rate from
point of origin to wriginal dustination or point stoppes plus 3 wills per W pounds per mile for
the additional wileage in excess of the milvage {rom point of oragin o original <estisation or

| stopping point thal the shipsent was carrier in saking the diversion.

' Unly one change in destinaiion sill by permitl un‘er this rule shen reconsigneent Lhstrue

tions are recelved alter shi at has jeft terminal at point of origin.

150 Recoasigneent st through rate from puint of origin Lo tinal destinative will not be clfected
| when shipsent has been unloaded from trénsportation wehicle at [irst destinativn (except as other-
| wise p ded). In such instances raie published from origin puint to first Aestination plus
'I charges computed in accordance with Ites No.50 will be asscssed subject Lo thruugh rate to final

Aostination as minieus. Shiperals via cosnecting lines may be diverted at the through rate from
origin to destination if the reconsigneent is accomplished before shipsents leawe interchange
paln

Recoasigneent st through rate fros point of origin to final destination will not be effected

when shipsent has been unlosded fros transportation vehicle at first destination (excopt as other-
wise provided). In such instances rate published from origin poiat to first destination plus
charges computed in accordance with Item No.50 will be assessed, Subject to through rste to fisal
destination 2% sinisus. Shipsents via connecting lines say be diverted at the through rate from

| origin to destination if the reconsignsent is accosplished before shipments leave interchange
points.

| All request for dlversion or reconsigneent sust be sade in writing and addressed (o the

| eriginating carrier at the address shown in this tariff.

b —— - - — - — S -

\ ADVANCE CHMARGES
Upon request,the carriers will advance for collection from the consignee Lhe lollowing

160 | charges:

| (m) Charges for cosnecting rall water or motor carrier lines. 3
(b) Frelght . storage.and otber lawful charges on commodities stored in public warchouse or garage.

| DELAYED AND WAITING TIME

\ Delayed and ur waiting time beyond the comtrol of the carrier,or caused by the act or fallure
#170 to act of consignor or consignee shall be charged at the rate of $5.00 per hour or fraction there-
of comsencing two hours after carrier s esployee has arrived at point of origin,point stopped,
and or polnts of delivery rvsrecuﬂ-lj- Charges for such waiting period amd ur delayed time shall
nut exceed 3 maximum of §50.00 for any period of 24 consecutive hours.

! €.0.D, shipments
€.0.D. (Collect on Delivery) shipsents will be bhandled at a charge of onc (31.00) dollar per
180 | whipweat in afdition (o the rates sased herein. The asount to be collected sust be indicated in
bold figures upon the face of the bill of lading or shipping receipt and also such collectioas
will be remitted to the shipper by the carrier withia five (5) days from the datc of delivery.

PROTECTION OF COOLING SYSTEMS AND BATTERIES - CARRIERS ™ LIABILITY
After carrier exercises due diligence to prevest dasage caused by freczing by completely
Araining cooling and heating Systes,or by accepting vehicles from the shipper containing anti-
190 | freeze for protection of cooling systes.carrier s liability from dasage caused by {reezing ceases.
Carriers will not be liable for #amage caused by freezing of batteries,or for dasage caused by
leaking brake fluids, lubricants battery acids,cooling system solutions, or other liquids
S Shvthatisinniin it A A N ————— = S
| CHARGES FOR EXTRA DRIVER
When requested by shipper and/or when required by state or Federal reguiations or othervise,
200  extra driver will be Iurnished l: the applicable rate for the sovesent plus 16 cents per mile
from poiat of origin to destination. When not requested by shipper.an extra driver IS necessary,
| notice of such requiresent will be given sbipper in mAvance of movesent of any such shipsent.
WASHING CHARGE J
210 Whea requestod by consignor or consignee, vehicles will be wasbed en route or at Acst it ion
» | before delivery at & charge of $3.00 per vehicle.
L Kt WA == 2ot
| SPECIAL OR EXTRA BQUIPMENT
220 Carrier will not be responsible for special or extra equipsent not sttached to the vehicie
unless specifically listes upon the bill of Iading or shipping receipt

For explanation of abbreviations,referesce marks and sysbols see Page 2.
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PIGGYBACK TRANSPORTATION

TARIFF B0, T4

APPLICATION I:I" RATES (leunnn

‘ | NN UPERATING AUTMORITY
i

The rates,rules and regulations nased in this tariff.apply on interstate or foreign commerce
oaly to the extent of the operating rights set forth below,and do oot apply from or to any polats
places not sp!(‘lllcllly authorized
uernhrur MC-J0KIT Bub Mo, 127
l?mmkmm over irregular routes in pecondary movemenls in Lhe truckaway service,
rom Kenosha W © points ia Uhe United States except those in Arizona.Colormdo,New Mexico,
Oklshoss and Texas,

Certificate MC-JOBIT, Sub 194
Autopobiles:in initial movescnls,in Lruckaway service over irregular routes from Kenosha Wisc.,

o |_(.u||u an Calafornia,Mevada .Oregon,and Washington.

| Certificate MC BUBIT, authnrizes Lransportation in interstate and [oreign comserce.as i motor
Common .n ier, over Arregular routles by the drivesway sethoa nl:
phalesin anitinl aovesents.

From Rrmosha Wiscoasin to all r-m.(-. and places in the Unitod Stales excepl those in
‘un.-n“:: and excepl to Mils. JNisconsin,

DAMAGKD ANU REJECTED Slllllm RETURNED TO OII\‘-IN
240 The rate applicable to damaged or rojected shipments returned Lo origin is the rate gublished
|b:~n in from urigin to point from shich shipsent is returncd.
| ~ TOLL CHAMGES
Where veference is made (o Thiy ites, apply the rates shown In the rate column to Lhe vwhicles
250 |in the movement and add to the total charges,the toll charges per’ wehicle shown in the toll charge
coluan,
¥Where any charges are constructed by the use of any intersediate rule or mileage rate, such
jcharges shall be subject Lo toll charges herelia pronﬂd.

PROTECTIVE
When requested by shipper,carriers will -uwl;'groutun covers for motor wehicles described
io Item 10 of Tariff or as asended,at a charge of 00 per wehicle.

TRANSIT PRIVILEGE
Subject to the conditions set forth in this Item, the rates and charges sased in this Tariff,
ar asended, include the privilege of stopping shipsents at carrier's (erminals in Moniebello
Richsond, Calif., for storage or other services im transit. a
date

Shipping papers on sovesents [rom the Lransil points sust bear notation showing
and number of the freight bill covering the sovesent {ros origie.

. Local rates and charges,other than those nased in this Itea applicable Irom origin to
destination,must be paid at the time of delivery of the shipsent to the transil poial.or
sithin the statutory credit period. No allowsoce will be made for pickup by comsignee sl
the transit point,or when shipment is forwarded from the transit poinl via asy carrier
other than t carrier [or which this tariff applies.

Privileges specified in this Item apply only on shipsents consigned to places of delivery
within 30 siles of the transil point used.

D. The services offered by carrier at the Lransit polnts,and the charges therefor.are as
follows

L) WABNENE: i e e b & « x5 v s s+ «51,50 par wehicle

(2) Storage. . . rr wehicle per day or fractiom
thereof l{orl.! tine to be cmwten from the moud 00 A M. following arrival of
the wvehicle at the transit point, Sundays,and the bolidays of New Years Day, Veteraos
Day. Independence Day, Labor Day, Thanksgiviag,and Chruuu‘nnll mot be counted
in computation of free time but shall be counted in computation of storage charges
after expiration of free time.

L‘!&r explapation d abbreviations, reference marks and symbols,see Puge 2.
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PIGGYBACK TRANSPORTATION

TARIFY NO.T4

RATE SECTION

“Local Spe

18

TO

CALIFORN 1A

(Al ameda
Alnambra
Alturas
[Anahe 1
Anluimch
4

Ihicudia
Artesia
|iulmrn .
{&Jh'r'&[n'hl
‘Banning

480

1
| Bashone
|Barstow

300 'Beaumont |
Bellflower
|Berkele

= el PG
| Bevorly Hills. 797

L 745

| T4S

749

797

.| Bl6
757
4759
.inuz

(Burlingase
‘Calexico .
320 |Cathedral City
Chico,
|Ciula Vista.
-(,mlm.u
|Calton
| Compton
Cum'..rd
| Corona
e
| Coronads
|Costa Mesa
|Covina
|Crencent City
|Culver City,

|'
i J0

40

HE:

797

4 .

|Daly City.

|Dmwin .| 790
Bl6

816
JTeT

.| Bl6

cafls

It L

RATE COLUMNS

770
708
| TOR
| 737
770

78S
| 737
736
T8
TT6

|BAR |
TZ |

Commadily Raten 1n Cent
From et

=

wr 10 Pounds
rmha. Wiscons i

an dar Apglirataan o f Eate Colusnsi

TO

CALIFORNIA

Glondale
Glendnrs
Leleta
Grass
{HOET M

Hasthorne
Ma ywar:
Hicmi

Hermosa Beach
Hullister.
Hol | ywood

antington

Beach

In.{]n‘-t---cl
430 Kelseyvil

King C:r,.

Laguna Beach

| la Julia

1 |La Mesa

|'v“.| (Lancastvr
La Puernte

Lamg Beach

Altos,
Luom Ange les
Los Banos.
Los Gatos
Lynwood

|Maderas

[

- “+
781
753
179
802

| TEE

Manieca.
470 ‘Marima

Martinez

Ilarrwnll

797
752

797 |

|ﬂl
e

575 | 897

| 730
770

4 | n28

799 |
b

79

784 !

754

797
Ll
Bls
T8
™7

el
. 197
. 831
. B
. 197

770

76
m
753
762
THB
778
Th%
769

794

76T
795
794
770
790
767
a7

T48

703
878 |
694

625
597
616
716 | 638
675 | 597
698 | 620
706 | 628
682 | 604
675 | 597

T 675 597
| 722 | 644
675 597
685 | 607
675 | 597

597
675 ' 587
703 | 625
680 602
| 678 | 597
717 | 639
675 | 597
695 | 817

797
791
754

I'-ut Los luolu
El Cajon .

El Centro.

El Monte .| 197
El Segundo 797
Encino ., .
Escondido.
Eureka . .
Fairfield,
Fallbrook

797
T9%
B&2

- Bl
( HO3

Fallon .
Fillmore
Fort Bri
Free 2 e e
Frelml(llmda County)

|81z

Fresno
Fullertos.
Gardena. 3
Garden Grove
Gilroy

I "20

iwa:

m

4

Merced .
|Mall Ullh-)-

704 | 626
675 | 507
689 , 611
875 | 597
675 | 597

'n,m,‘,.".,

.1r:|

|Monterey Park.
Muntrose .

Napa L
hlmna] City.

!{ vdles .
Nesport Bflfh
North Hollywood
Norwalk
Oakland.
-4

|Gvanside,
lOntario
Orange . . .
Orange Cowve
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Senator McGee. We will reconvene and continue with hearing the
witnesses at 1:15. That will provide you with an hour and 30 minutes
for lunch. The first witness after lunch will be Mr. Wheeler from
Casper. We were hoping we would be able to get him on while we
were still on television because he represents some of the Burlington
interests in the Casper area. This was not possible, We are on
schedule pretty well, however, in laying the groundwork from all sides
on this question.

We will reassemble in this room at 1:15.

(At 11:45 a.m. the meeting was adjourned until 1:15 p.m. of the
same day.)

AFTERNOON SESSION

Senator McGee. The afternoon session will come to order. We will
proceed with dispatch to the first of the witnesses. Let me urge now
in the afternoon portion of this that wherever possible you will submit
your full statement for the record and just look me in the eye or look
at the panel at the desk in the middle, or some other place, and give us
the heart of your testimony, so that you get the point across here in
the hearing. Let the details be carried in your full message in the
reporter’s notes. Thus we will be able to still hear all of those who
have manifested an interest in testifying, a substantial list of wit-
nesses. We deliberately went more slowly this morning in an attempt
to set the ground for comments. If we can have your cooperation it
would be deeply appreciated. Any shortcuts you can practice, any
brief statements supplemented by the lengthier report, will be deeply
alpJ[)‘mr‘inted‘

he first witness, Mr. Wheeler.

STATEMENT OF WARREN F. WHEELER, ASSISTANT GENERAL
MANAGER, BURLINGTON TRUCK LINES, INC.

Mr. WaerLer. Senator McGee, members of the staff of the subcom-
mittee, my name is Warren F. Wheeler. I am assistant general man-
ager of the Burlington Truck Lines, Ine. T have been employed by
that company in this and other supervisory capacities for more than
10 years. Before joining Burlington Truck Lines, T spent an addi-
tional 10 years in the highway transportation field.

Our company is a fully certificated common carrier under authority
granted by the Interstate Commerce Commission as well as by the
regulatory bodies of the nine States in which we operate. We have
extensive over-the-road truck operations in all the States in which
we operate, and we link 60 Wyoming communities by direct service
with more than 2,000 other American towns and cities in the United
States.

Four of the 38 piggyback-handling facilities of the Chicago, Burl-
ington & Quincy ']’{:li]mm'l are located in the State of Wyoming, at
Cheyenne, Casper, Sheridan, and Greybull, and you will note the wide
distribution of these points. Burlington Truck Lines, Inc., is a
wholly owned subsidiary of the Chicago, Burlington & Quincy Rail-
road, and, as such, performs for the parent company all terminal
handling of piggyback trailers except for switching of the flatears in
the railroad yards. Included in these services are the moving of the
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trailers on and off the flatcars, securing the trailers to the cars, pick-
up and delivery of the cargo, mechanical maintenance of the rail-
road’s trailer fleet, and a portion of customer relations, tracing of
shipments, and other clerical functions. All of our employees who
perform this pigeyback work are members of the Teamsters Union,
except for mechanies, supervisors, and a small segment of the clerical
force. At least half are directly or indirectly involved in some sort
of piggyback handling daily. Were it not for employment created
by piggyback, the number of Teamster members employed by our
company would be drastically reduced.

The Burlington is probably the leading piggyback operator in
Wyoming. An illustration of the benefits which piggyback service
offers the general public was the transportation of 143 piggyback
loads destined to the Atlas missile sites then under construction in
the Cheyenne area. During one 3-month period in 1960 we trans-
ported these trailers to Cheyenne from Omaha, Chicago, and Kansas
City. They contained huge components for use in the const ruction of
the missile bases. Since national defense dictated this construction
work, transportation was performed at Government expense. The
material was of such size and weight that the loads would have ex-
ceeded the maximum weight, length, and height laws governing high-
way operations in the various States through which they would have
had to pass had they moved via highway on a truck, and this would
have involved securing of special permits from the various States, and
in most cases State highway patrol escort, the expenses of which
would have been borne by all the taxpayers. Even without piggy-
back it is inconceivable that these shipments could have been carried
by trucks on the highways. Had they been transported in rail cars,
however, the lack of trackage facilities at the construction sites would
have necessitated transfer to trucks at Cheyenne. Such transfer
would have caused additional expense and risk of damage to the ship-
ments which might well have delayed construction at the missile site.

At any rate, the flexibility of piggyback service allowed delivery
of this sizable shipment to be made with utmost efliciency and the
Jeast possible expense. This illustration is typical of the many advan-
tages of piggyback transportation.

In view of the present outcries that are being raised against the
piggyback by affected competitors, it is important to understand that
the growth of the trucking industry was due, in large part, to the en-
terprise and competitive rate practices of early trucking industry
operators. We, and I include myself, because I was once an inde-
pendent. trucker, selected commodities which we desired to haul and
offered attractive rates and services that gained the traffic. It ap-
pears to me that present-day truck operators are accusing the rail-
roads of doing exactly this and infer that it has suddenly become
an evil thing. In other words, it appears to be simply a case of whose
ox is being gored.

Piggyback has captured the fancy of the American public and
gained the hearty approval of the Nation's shippers who recognize it
as a major advance in modern-day transportation. We submit to
this committee that there is never a time to turn back the clock of
transportation progress.

Senator, I thank you for the opportunity of testifying to the com-
mittee today.
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Senator McGee. Mr. Barton has one question.

Mr. Barrox. Mr. Wheeler, do you think possibly some form of
piggyback or some form of container service will eventually displace
the boxcar?

Mr. WueeLer. Not in its entirety : no, sir.

Mr. Barron. For the most part, though?

Mr. Waeerer. Well, T can’t say that, either, because in most cases
boxcar shipments are of a much greater quantity than can be put
into a container or a trailer.

Mr. Barron. You mentioned that your service was cheaper and
less subject to damage than rail service.

Mr. WaeeLer. In the particular instance which I cited it certainly
was.

Mr. Barron. Is that generally true?

Mr. WaeeLer. I wouldn’t say that it generally is; no, sir.

Mr. Barron. Thank you, sir.

STATEMENT OF E. L. SCHWOPE, ORDER OF RAILWAY CONDUCTORS
AND BRAKEMEN, CHEYENNE, WYO.

Mr. Scaworpe. Senator McGee, Mr. Barton, my name is E. L.
Schwope. I reside here in Cheyenne, Wyo. I appear today repre-
senting the Order of Railway Conductors & Brakemen. I am em-
ployed by the Union Pacific Railroad in the capacity of train
conductor,

My statement, I think, is quite complete. I am not going to go
through with it, it is too long, and you, in the interest of brevity,

want it shortened up.

From what I have heard here today, the expert testimony from both
sides, there is not much I can add to it, but I would like to leave you
with this thought. From what I have heard here today it is like a
bee sting. I apply this to the Teamsters. The bee stinger, it is a
known ‘El(‘l, is only one thirty-second of an inch long. It is their
imagination that makes it look like a hoe handle.

Senator McGee. It depends on who is getting stung.

I am grateful to you for your cooperation and the brevity of your
statement.

(Mr. Schwope’s statement filed with the subcommittee is as
follows:)

My name is E. L. Schwope. I reside in Cheyenne, Wyo., and I appear here
today representing the Order of Railway Conductors & Brakemen. I am em-
ployed by the Union Pacific Railroad in the capacity of train conductor.

The practice of piggybacking is not something new but has completed a full
cycle. The movement of new automobiles on flatcars by rail dates back as far as
the year 1921. Improvements in rail car design brough about the large auto-
mobile rail car which holds four standard size automobiles. With the advent of
a highway system in this great land of ours, along came the trucks and the drive-
away carriers which haul four or five automobiles over our highways. At first,
they were able to give a more satisfactory time delivery and rate. These two
items, delivery and cost, are of paramount interest to shipper, dealer, and cus-
tomer. To complete the full eycle, with further steps in automation and tech-
nological advance—in this case the improvement in flatear design—the railroads
are in a position to render the service of transporting the product from the
shipper to the dealer more promptly, in better condition, and at a lesser rate. We
are able to accommodate them, and we believe we should have this business and
are entitled to it as long as we are able to meet their requirements in a com-
petitive economy.
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Instead of meeting the competition of an economy such as ours, the trucking in-
dustry and the truckers are requesting legislation to raise the rates (railroad) on
this type of shipment, but in so doing they are not keeping the record straight
nor are they hewing to the line as far as the facts are concerned. The truckers
refer to what they call “the dangerous combination™—the railroads and the ICC.
The ICC Commission, ordinarily composed of eleven members, has a vacancy not
vet filled. Of 10 members, only 2 have any railroad background. One worked for
a State railroad association for a short time prior to 1950, the other worked for
a railroad for a few years after his graduation from high school. All of the
members of the ICC Commission have a legal background. We refute the claim
of a “dangerous combination.” This Commission only implements the laws of
the land which fall within the sphere of its authority and which, to say the least,
are not rigged for the benefit of the railroads or the employees thereof.

The truckers claim that because the railroads are able to deliver new auto-
mobiles for as much as 50 percent less than the truck haulers they are being
discriminated against through rate schedules and freight rates from other com-
modities being used to subsidize these piggyback shipments. It is claimed that
at best, all the railroads are receiving is out-of-pocket expense for these ship-
ments. In fact, they make the false allegation that we are delivering automobiles
at cheaper rates than are charged on sand and gravel. The chart attached to
and made a part of this statement will lay by the heels this allegation once and
for all. There is not a symbol of truth in it. Now, regarding out-of-pocket ex-
pense, the fact is that the average piggyback car earns about seven times more
revenue a year than the average boxcar. The truckers themselves admit that
this is a most lucrative business. Result: the truckers themselves contradiet
the out-of-pocket claim. All I have to add is that we on the railroad would
like to come up with the answer as to how to obtain a lot more of it. I wonld
like to state that I am not an authority on rates and the scheduling of them, and
I am not too sure that they are understood by many. If these be desperation
rates, as the truckers contend, let it be known that we are in favor of more
of the same rates on other commodities we can carry on the long-haul basis.

The only item that the truckers seem to be concerned about is a loss of
jobs—in other words unemployment. When this subject is brought up in a
group of railroad personnel it is not only a matter of prime concern, but a sub-
ject with which we are more than a little conversant. There is no other industry
in this great Nation of ours, in relation to size and scope, that has been plagued
with reduction of forces as has the rail industry. The truckers and their allies
lay claim to a loss of some 20,000 drivers in the last 29 years. They boast of
having more than 7 million people which is, I am sure, stretching the truth
more than a little. If this is a fact, let me point out that in the last year alone
the rail industry has suffered a loss of jobs in excess of more than 80,000. They
seem to contend that all their economic loss supposedly is to be laid at the feet
of the railroads. Even with their verbose claims of the advancement that we
have made in piggybacking, the carloadings on this Nation's railroads are around
12 percent lower than they were at the same time last year. When the truock-
ing industry and the truckers speak of unemployment, with their claim of more
than 7 million people, and ask legislation for some 20,000, what should we
ask for an industry that has lost more than half of its employees in the last
80 years and the fact that this amount runs into a figure in excess of 750,000
men and women? Most of this reduction in force can be attributed to the
truckers because of their ability to charge a lower rate and move the freight
over a public tax-supported right-of-way, namely our Nation's highways, while
the railroads have had to maintain their own right-of-ways, and in addition,
pay a heavy personal property tax.

I would now like to bring this to a local level for a time and cite some figures
that pertain to my own employer, the Union Pacific Railroad. Across the State
of Wyoming, we have three terminals for train crews. At the present date
Cheyenne, Laramie, and Rawlins are the three terminals. More than 300 con-
duetors who are qualified by the Union Pacific Railroad and ICC to operate a
train at this time are not performing this duty. It is understood that for a
conductor to handle a train he must also have an engineer, a fireman, and two
brakemen. a total of five men, Three hundred multiplied by five equals 1,500.
It also should be taken into consideration that when a train crew is put on or
pulled off, there are some 20 or 25 other persons involved as clerks, maintenance-
of-way employees, shop personnel, and on down the line. If you use the figure
of 300 multiplied by 25, you have some 7,500 job positions involved in a stretch
of about 500 miles on one railroad.
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I did not come here today to love my enemies, but to help my friends, the
railroads and their employees. I am proud to say that I am one of the em-
ployees and have been for more than 23 years.

It comes to my mind at this time that the trucking association and the truckers
are not vociferous in their propaganda in the amount they pay to the cities, coun-
ties, and the Nation. It is a known faect that cost-allocation studies made by
responsible Government agencies as directed by Congress, and to Congress no
later than January 16, 1961, brought forth the fact that the trucking industry
should pay a considerable amount more than they are being required to pay at
this time. I will also add that this is the judgment and recommendation of the
executive branch of the Federal Government at this time.

I would at this time be bold enough to request that you do nothing in the
legislative branch of the Government to curtail the operation of this Nation’s
railroads, as it has been proven time and again that nothing will compare to or
do the task of the steel wheel against the steel rail, now or in the future. The
only haul, high volume, and low cost advantages of railroading have and will
stand the test of time. It is most desirable to this Nation and to the welfare
of our millions of people that in time of peace, and much more so in the time of a
national emergency, that the railroads be maintained as a healthy part of our
economy. In this vein of thinking, I would like to extend these thoughts for
Yyour very serious consideration and judgment : We would like to see equal treat-
ment for all carriers, to make a balanced transportation system, an end result
being better service for all concerned. To this end I would suggest that where
tax money is spent to build and maintain air, highway and water facilities, a
sufficient amount to be charged to the organizations using the facilities to pay for
the construction and maintenance thereof. In other words, we would like to elim-
inate the subsidies. Also, we are in favor of the elimination of the inequitable
rate on State and local taxes and the repeal of the Federal excise tax which
amounts to 10 percent on passenger tickets. This type of taxation as it now exists
is destructive taxation and is becoming eatastrophic to the greatest transporta-
tion system in the world. We ask repeal of the exemption of the regulation
which gives trucks the right to agricultural commodities: if not that, exten-
sion of this freedom to the railroads. Also, we wonld ask the right to compete
with the barge lines in the hauling of bulk commodities or repeal of the regu-
lation.

Incidentally, we railroaders read newspapers also. Our railroad unions
have not asked for kickbacks for onr welfare funds when competitive trans-
portation systems have reduced our jobs. Frankly, T believe in competition.
This I can say with complete sincerity since I know that the railroads can do the
job cheaper and better in most cases.

In other words, all we ask is that the regulations be equalized. We are not
asking and have not asked for anything at this hearing that is detrimental to
this conuntry. What we are trying to make very plain is the fact that the rail-
roads made this country the great land that it is and, in fact, opened the huge
territory west of the Missouri River. All this is a historie fact. Without the
iron horse, it could be that there would not be 50 States as there are today.
Having played an important part in the developing of this great country, it is
our considered judgment that we should have an equal chance to compete for
our fair price of the business that requires transporting today. Last, but not
least, we desire and fully expect this opportunity on an equal basis with serv-
ice to all and malice toward none, as benefits this great democracy of ours.

APPENDIX I

Since the Teamster publications refer especially to the Frisco Railroad, on a
carload of automobiles shipped piggyback over that road from St. Louis to
Dallas (Irving), Tex., the railroad receives $480 per car. This is at the rate
of 3.48 cents per ton-mile and 67.5 cents per loaded car-mile. On a carload of
sand and gravel between the same two points, the railroad receives only
$167.30 per car, which is at the rate 6.7 cents per ton-mile and 23.5 cents per
loaded car-mile. As shown in the following table, the difference is even more
pronounced when the automobiles move on the new trilevel railroad cars:
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Railroad rates—~St. Louis—-Dallas

Automobiles (trilevel)

2P _| Sand and gravel

Cadillaes (12) | Small autos (15)

: - PR
Carload rate: . oo taneveniinasn BRI ] 1. M R $167.30,
Rate per ton-mile.... cemz| BoOnAS. . .....| 4.5 conts.. .| 6.7 mills,
Rate per loaded car-mile...... e eeamieomeenes] BT.06 cOnts.......| 87.06 conts.. .| W.50ents.
| |

Another example of rates as they apply to carload shipments of automobiles :

10 Cadillacs, St. Louis-Oakland, per carload $1, 578
12 Chryslers, Detroit-Oakland, per carload

Senator McGee. Mr. Verne Taylor.

While we are waiting I will put in the record a statement from Mr.
D. R. Macdonald, employed by Butler Bros. Division of City Products
Co., as general traffic manager. It was submitted for the record. He
is not here personally to testify.

STATEMENT oF 1. R. MaAcpoNALD, GENERAL Tra¥ric MaNaGerR, BuTLER, Bros.,
Divisox oF City Propvers Co., DEs PraiNes, L.

My name is D. R. Macdonald. I am employed by Butler Bros. Division of
City Products Co, as general traffic manager. I have been employed by Butler
Bros. for approximately 25 years in various traffic eapacities. I have served as
traffic manger of their branches at San Francisco, Chicago, and Los Angeles be-
fore becoming general traffic manager. My present address is in care of Butler
Bros., Wolf Road and Oakton Street, Des Plaines, 111

Butler Bros. Division of City Produets Co. is a merchandising and distributing
company operating nationally, serving as a source of supply for over 2,400 Ben
Franklin Stores, The Ben Franklin Stores are independent, locally owned
franchised variety stores, Butler Bros. Division also owns and operates over
300 variety stores under the name of T.G. & Y. and Scott Stores. There are also
seven full-line department stores operated in the Los Angeles, Seattle, and Butte
area.

So that Butler Bros. may adequately service its customers and stores, eight
warehouses are operated at Des Plaines, I1l.; Baltimore, Md.; Memphis, Tenn.;
Dallas, Tex.; Kansas City, Mo.; Minneapolis, Minn.; Los Angeles, Calif.; and
Stow, Ohio.

Butler Bros. utilizes all modes of transportation to serve its customers, parcel
post, express, truck, rail, and air, as well as operating our own truck fleets.
The mode of transportation selected is decided on the basis of cost, service re-
quired, and value and kind of merchandise being shipped.

Butler Bros, uses piggvback to and from several locations including Kansas
City to Denver, Cheyenne, and Casper to serve its customers. Butler Bros. has
been utilizing the piggvback facilities of the Chicago, Burlington & Quincy
Railroad for almost 2 vears in making shipments to these customers in Colorado
and Wyoming. Butler Bros. presently serves 28 customers in Colorado and 16
customers in Wyoming via piggyback.

If the railroads are denied the right to operate piggyback services, it will work
a hardship on Butler Bros. and add to the costs of our customers. There are
competitive truck rates from Kansas City to Denver, but there are no competi-
tive rates by truck to Cheyenne and Casper. Bntler Bros. would, therefore, be
forced to serve their Wyoming customers by direct truck which would add to
the congestion at their Kansas City warehouse and accrue less than truckload
rites to their enstomers rather than effect the efficiency of loading piggyback
trailers to Cheyenne and Casper and acerue to our customers the benefits of
the lower combination of charges.

Presently Butler Bros., Kansas City, loads out Thursday of each week a
total of two to four trailerloads of variety store merchandise to Denver, Chey-
enne, and Casper. These trailers break bulk at Denver, Cheyenne, and Casper
in accordance with tariff provisions. Distribution from Denver, Cheyenne, and
Casper is via common carrier truck.
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Batler Bros, and their customers have found the rates and service by piggy-
back to be both economical and dependable, and they are desirous of seeing this
service continue to be operated by the railroads. Butler Bros. feels that there
should be no artificial restraints placed on the technological advances of any
mode of transportation, other than those of a public safety nature.

We have seen the almost complete dieselization of our railroads’ motive power,
and advent of specialty ears for particular products. Too, we have seen the
growth of motor trucking, both in size of vehicles and companies or systems,
These advances have been healthy because they have reawakened competition
and benefited the public through more efficient and dependable service.

Piggyback is such a technological advance on the part of the railroads, and
should not be discouraged or denied. Another that has taken place in the last
few weeks is the Interstate Commerce Commission decision in the ¢ & 8 Con-
tainer case, granting to the general commodity truck carriers the right to invade
the historic area of the tank and specialized carrier and the railroads.

There have been major changes in distribution practices that have taken place
in the last 10 years, the majority of which have taken place in the last 5 years
and are continuing today at an accelerated pace. The one-time common practice
of receiving the total requirements of a commodity for a complete season or
extended period of time is rapidly disappearing. Today there is more emphasis
on investment and turnover. This has resulted in receipts staggered over a
period of time or season and in smaller segments.

The oftentimes higher carload minimum weight requirements of the railroads
have, in many instances, discouraged the movement of this kind of shipment via
boxear and made them attractive to truck movement. The advent of piggyback,
with its truck competitive minimum weights and rates, has placed the railroads
in a position to solicit this business on a comparable basis.

Congestion in many metropolitan areas have caused many plants and dis-
tribution warehouses to locate or establish in contignous suburbs. Because of
land costs, right-of-way difficulties, and track installation costs, it is not possible
many times to locate these units on rail sidings. It is possible in such a set of
given circumstances to have the railroads able to deliver the less than carload
shipments, but unable to participate in the more profitable ecarload shipments
as the additional car unloading costs and the hauling costs from the nearest
publie rail track to the plant takes them out of competition for this business.

Trueks, becanse of their mobility of not being tied to a fixed right-of-way,
have the advantage of being able to serve plants either on rail or off with equal
efficiency. The advent of piggyback has placed the railroads in a competitive
position to solicit this off-rail traffic and has allowed the receiver a choice of
gervices.

Railroad switching and interchange practices and necessities in terminal areas
many times slows delivery of carload shipments through those areas. Trucking,
with its relatively unhampered mobility, has had an advantage where service
has been a factor. The advent of piggyback has placed the railroads back in
a competitive position on delivery service.

It is not intended, and none of the previous statements should be construed
as advocating any extension of rail operating rights over those presently held.
What is advocated is allowing, by piggyback, a more flexible operation and
service by the railroads along their present lines and within their present
terminal and metropolitan areas,

If we are to have a progressive, healthy, and strong transportation system,
we must allow the different modes within that system to take full advantage
of the technological advances that can be utilized by them. The right to progress
should not be denied to any mode within the system, all segments should remain

~ free to experiment with and utilize new methods, materials, and equipment ;
otherwise they will stagnate rather than remain strong and vital.

Therefore, to that end, we pray that the Surface Transportation Subcom-
mittee find for, and support the premise that the railroads do have the right,
and should continue to operate and develop the service known as piggyback.

Senator McGee. You may proceed, Mr. Taylor.
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STATEMENT OF VERNE A. TAYLOR, UINTA COUNTY COMMISSIONER,
EVANSTON, WYO.

Mr, Tayror. Senator Mc(ee, Mr. Barton, I am Verne A. Taylor
of Evanston, Wyo. I am employed by the Union Pacific Railroad as a
foreman and have 33 years of service. I appear here today in behalf
of the people of Uinta County as one of their county commissioners to
testify how dependent onr county is upon the railroad in Uinta Coun-
ty. 1 want to thank this committee for allowing me to present some
facts and figures to substantiate my request to appear here today, at
my own request and without compensation from any source, and in
order that I may place before you some of the problems of Uinta
County and. its tax structure and what. may result if further regula-
tions are imposed upon our chief source of tax revenue, the Union
Pacific Railroad Co.

We people in Uinta County have had the pleasure of being. asso-
ciated for many years with a transportation company with an unim-
peachable record of prompt payment of all their tax obligations. As
county commissioner of Uinta County I am in a position to state the
facts and to help preserve the economy of our county.

I hope this committee will see the necessity for continuation of free
competition without further regulations in the piggyback method of
car and truck transportation on the railroads of our United States.

Uinia County is the s maliest county in the State with a, 2,080 square
mile area, a population of 7,410 and a total assessed valuation of $21,-
005.573 on which is collected $631,304 in total property tax for the
support of our county government, schools, and all other necessary
departments.

Our coanty is traversed by the Union Pacific Railroad with 6215
miles of right-of-way land, with 14214 miles of double passing and
spur tracks with an assessed value of $6,836,443. There are 39 perma-
nent structures with an assessed value of $57,540, other appurtenances,
tools, supplies and other lands not connected to the right-of-way bring
the total assessed value of all Union Pacifie property in Uinta County
to $7,083,008. The Union Pacific Railroad Co. will pay for their 1960
taxes $292,664.20. As our total property tax for 1960 is $631,304, the
railroad will pay 46.35 percent of the total property tax. With the
large percentage paid by the railroad to our county, I hope your com-
mittee will give serious thought to the enormity of the support the rail-
roads give our counties and States in our United States which have the
20od fortune to have railroad companies supporting their economy as
has the State of Wyoming.

The Union Pacifiec Railroad Co. paid to our county $248,790.76 in
taxes on only the right-of-way land and trackage to operate through
our county.

We people in Uinta County feel there is something amiss when we
have received absolutely nothing from the license registration in the
past 5 years from any interstate operated transcontinental bus nor
from any nationally’ known interstate operated truckline which
operates throngh our county. Nor have we received from any of the
above, any '{)I‘O?Ol‘t)' tax payable directly or indirectly to our general
county fund. We feel our support can go to no other transportation
media than the railroads when our economy is so surely guaranteed.

72199—02——12
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Hoping for your kind consideration in this Uinta County plea for
continued rail operation without further restrictive regulations, Sena-
tor McGee, and the rest of the committee, I close my case.

Senatorethm. As the county commissioner, do you have available
any figures or has anybody sought any figures as to what percentage
or fraction of your county income might come from bus stops or truck
stops within the county? I assume the businessmen don’t frown
upon their stopping there?

Tavror. Senator, we have perhaps one cafe and there is one
station that dispenses food and another one that dispenses diesel fuel.
Outside of that, there is no property that is owned by any of the
trucking companies in Uinta County.

Senator McGee. I was thinking not so much of the property, but
the other economic impacts it might have to keep the picture rounded.

Mr. Tayror. It is so small as compared to our tax picture we didn’t
bring it in.

Senator McGee. Your point is very well taken. I would suggest
I think it is appropriate that we do not seek to remove the Union
Pacific Railroad from Uinta County or put it out of business, nor
the trucks the other way, and that we are trying to strike this balance
here so we would hope that they would find it possible to make a lot
of truck stops in Evanston at the same time they keep the Union
Pacific going full tilt.

Mr. Tayror. We want to lose neither one.

Senator McGee. Did you have any questions?

Mr. Barton. No questions,

Senator McGee. The next witness, Mr. Ted Hayes.

STATEMENT OF TED HAYES, UINTA COUNTY STATE
REPRESENTATIVE, EVANSTON, WYO.

Mr. Hayes. My name is Ted Hayes and I am employed by the rail-
road company at the Evanston reclamation plant.
I want to thank you for giving me a few minutes before this com-
mittee today that I may 'five a few facts that are very important to
1

the people I represent in Uinta County.

The grst important statement I wish to make is that T am not re-
presenting the railroads nor am I being paid by anyone to be here
this afternoon.

Senator McGee. That is, you came here at your own expense?

Mr. Hayes. That’s right. I was elected by the people of Uinta
County to represent them in the State, and while it is my duty to do
all in my power to preserve the economy for the people I represent,
this is the reason I am here today.

I realize the amount of taxes that is paid by the railroads in each
county of the State; therefore, I am asking that very serious considera-
tion be given at this hearing today.

If the railroads are further restricted by more legislative regula-
tions, I feel, as do my constituents, that more burden will be placed
on each taxpayer in Uinta County and everyone here today knows that
the people have reached the limit on taxes.

For the benefit of this committee here today I have asked for the fol-
lowing information as a representative of Uinta County.
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The railroad employs 301 men and women in Uinta County with a
monthly payroll of g159,000 and an annual payroll of $1,908,000.
There are now 113 employees at the Evanston reclamation plant but
in normal times this numger reached 175 to 200 employees.

Senator McGee. Normal times being what? Do you mean summer-
time or some other year ¢

Mr. Hayes. I mean not a recession.

Of the present 113 employees, 93 own their own homes with an as-
sessed valuation of $141,113, which brings a tax return to the county
of over $7,000.

It is my contention if any other regulations are applied against the
railroads to curtail free competition in transportation of piggyback
system of automobiles, our present employment in this county would
be further reduced, which in turn would affect the economy of our
entire area.

I hope you will give my foregoing statements your favorable con-
sideration in your recommendations to the Senate committee.

Again I thank you for the time that I have taken at this hearing.

Senator McGee. Thank you very much.

Mr. Woodward.

STATEMENT OF TOM WOODWARD, 0ASIS SERVICE STATION & CAFE,
MEDICINE BOW, WYO.

Mr. Woopwarp. Senator Mc(ee, members of the committee, my
name is Tom Woodward. I am the owner of a partnership business

known as the Oasis Service Station & Cafe in Medicine Bow, Wyo.

Senator McGee. I have stopped there several times, mostly two or
three o’clock in the morning, coming back from the northern part of
the State. The coffee is good. I wasn’t driving a truck.

Mr. Woopwarp. Thank youn, We are not here to testify to the fair-
ness or the lawfulness or unlawfulness of piggyback operations, mere-
ly to point out at this hearing the effects it has on a small business such
as ours, which we presume it has affected other business of similar na-
ture across the country.

The figures that I will give will be brief, but these are based on fig-
ures of 1960 as compared with 1959, Gallonage figures on a retail basis
pumped through our pumps—and T might say that 80 percent of the
fuel dispensed at our place of business is to the trucking industry—in
1960 we had a decrease of 204,273 gallons of fuel, of gasoline, and
201,665 gallons in diesel fuel, for a total of 405,938 gallons decrease
in 1960 as compared to 1959. This represents a 4 cents a gallon loss to
the Federal Government or $16,237.32.

We realize this is a comparatively small figure as compared io the
figures that were given this morning in some cases, but again we
point out that this is a very small business.

Along the same lines our gross sales for the year 1961 were down
$103,005.42 as compared with 1959. Also, in regards to our em-
ployees, we employed at our peak in 1959, 29 emproyees, where now
we have a total of 16, and we feel that these facts are also reflected
on the economic condition in Wyoming.

I thank you for the opportunity of appearing.
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_ Senator McGee. May I ask you only a point or two? I don’t imag-
ine your books would be in a position to show this, but I think the
record ought to indicate nonetheless that it is a factor, the gas drop,
you said, was $103,000¢ '

Mr. Woopwarn. Approximately. That probably wouldn’t be just
piggyback because there is so much of it you can’t determine just
exactly how much would be due to piggyback operation.

Senator MoGee. That was the question I was going to raise. With
the decline in auto transport business in general, that is, fewer auto-
mobiles being moved, there is no way that you could measure what
fractions of that would reflect the ordinary decline in that business
or that which was taken up, on the other iand, by piggyback?

Mr. Woopwarn, The only thing that I could say in regard to that,
by talking to owners of service stations, which are strictly passenger
stations, they all more or less indicate business in 1960 was better
than 1959.

Senator McGee. Yes. I was thinking rather in terms of the de-
cline in the movement of automobiles by auto trailer. Auto inven-
tories are very high. They haven’t been able to sell as many as they
thought they were going to be able to sell. I assume that means they
were moving less by auto transport. Whether there would have been
a Rigg}rlr:lck operation or not there would have been some decline.

Mr. Woopwarp. There probably would have been some. Depends
on the amount of automobiles manufactured in 1960 as compared to
1961.

Senator McGee. T think the market shows the inventory is still

very high because of the holdover.

You have been very helpful. Thank you very much, Mr.
Woodward.

Mr. Fiala.

STATEMENT OF ROBERT J. FIALA, CHICAGO, BURLINGTON & QUINCY
RAILROAD CO., CHICAGO, ILL.

Mr. Frara. My name is Robert J. Fiala. I am manager of mer-
chandise traffic for the Chicago, Burlington & Quincy Railroad Co.
at Chicago. I report to the freight traffic manager-system on all
matters pertaining to piggyback sales and service and {m\'o worked
for various departments of the railroad for the past 23 years.

My prepared testimony is very brief and I will try to make it
briefer, but before getting into it I wanted to clear up a couple of

oints from this morning. You inquired of Mr. Roddewig if he had
figures for 1959 as to the percentage of trans ortation of new auto-
mobiles. I have a statement here prepared by the Association of
American Railroads, Bureau of Railway Economics in Washington,
which shows that in 1958 the percentage was 89.7 percent by tonnage
on the highway, and that in 1959 it was 91.9 percent. In my testi-
mony I refer to a figure of 92 percent. I merely rounded out that
91.9.

This same statement shows that in 1959 the truck revenue was 84.9
percent of the total. In other words, they handled 91.9 percent of
the tonnage and collected 84.9 percent of the revenue. I wanted to
get that in the record.
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Also, the first witness this morning submitted a paper as to the
five plans of piggyback. That witness was not a railroad representa-
tive and it wasn't read, so I have introduced into the record the
accepted definitions of the five plans that have appeared in all the
national magazines, and so forth, so there won’t be any question about
the proper definition.

Senator McGee. Thank you. That will be in the record.

Mr. Fiara. I would also like to submit two paragraphs because the
definition of the various types of plans don’t define piggyback as
such. We have been talking about it here but we haven't had a
definition. I would like to inject one paragraph defining it and one
telling what it isn’t, so we will know exactly what we are talking
about, and if anyone wants to take issue with me they can at a
later date.

Senator McGeE., Yes.

Mr. Fiara. Piggyback is a transportation service under which
freicht shipments are loaded in or on trailers and/or containers
equipped with under carriages for movement by highway to a rail-
road facility where the trailers or containers are placed on railroad
flatears for line haul transportation to another railroad facility where
the procedure is reversed and delivery made by highway.

Senator McGee. In other words, a trilevel car, for example, on a
railroad is not piggyback?

Mr. Fiara. The second paragraph takes care of that. The second
paragraph is: A piggyback 1s not a transportation service under
which the freight shipment itself is placed in or on a railroad car
for movement in rail service. This effectively rules out the move-
ment of new automobiles on multilevel flatcars as a piggyback service.

The reason I inject those two paragraphs is because my testimony
has to do with the piggyback service of our railroad and I do talk
a little bit about rates and other things and I don’t want to confuse
it with the carload movement on multilevel cars.

We must not permit the present controversy over the haunling of
automobiles to obscure the basic issues of railroad piggyback service.
These issues are simply these:

1. Shippers prefer and, in some instances, require piggyback
transportation.

9. Our railroad desires to provide this service to meet the needs
of these shippers.

3. Burlington’s piggyback rate policy is to meet the rates of
highway competitors, not undercut them. Where the shippers
themselves provide some of the transportation equipment and
costly terminal services, they receive the benefit of substantial
economies. ;

T will outline this procedure later in my testimony.

The hauling of new automobiles on specially equipped flatcars has
no more relation to standard piggyback service than does the hauling
of farm tractors, mobile homes, or other wheeled vehicles on flatcars.
At one time practically all new automobiles were shipped in specially
equipped railroad boxecars, but most of this trafic—92 percent, to be
exact——was lost to the truckers because they made lower rates and
were able to offer auto dealers the advantage of delivering the cars
directly to their doors. The recent development of multilevel, auto-
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carrying flatcars has brought back a small amount of this traffic to
the rails, but this is in no way related to the steady growth of regular
piggyback service during the past several years.

any shippers and receivers require door-to-door transportation
service because of their off-track locations or relatively slow switch-
Ing service in certain terminal areas. For off-track shippers, the
transfer of large quantities of freight from trucks to boxcars, or from
boxcars to trucks, is not only costly but can lead to loss, damage, or
delay to the freight shipment. In many cases consignees are unable
to receive carload shipments either because they have no rail siding
or because their business volume is not large enough to warrant buy-
ing in such quantities. 4

%‘he Burlington has provided door-to-door service for less-carload
freight shippers for many years. Piggyback service is simply an ex-
tension of door-to-door service to larger freight shipments, in this
case trailer loads.

Our railroad’s piggyback service is offered at rates comparable to
those of competing motor carriers. The shippers are using this service
in steadily increasing volume. After the Eurlington announced the
availability of piggyback service to the shipping public in 1955, the
number of trailer loads handled in piggyback service increased steadily
until, in 1960, 56,331 trailers were carried over our rail network. This
was a gain of 9,037 trailers over the previous year, which attests to
the increasing popularity of this service with shippers. In view of
the fact that our piggyback rates are comparable with truck rates,
the increase in our piggyback business is obviously not attributable to
rate considerations but to such other factors as the furnishing of good
equipment, dependable service in all kinds of weather, prompt settle-
ment of claims, and the general benefits that result from dealing with
an_experienced transportation organization.

While a considerable portion of our piggyback traffic has been recap-
tured from private, contract, or common carrier trucks, in many cases
we have substituted piggyback trailers for boxcars to improve the
service. Other carload traffic has been transferred to piggyback to
prevent its loss to trucks. While piggyback trailers move in railroad
freight service and thus maintain railroad employment, additional
employment has also been ereated for teamsters at terminal locations.
Mr. Wheeler’s statement of our trucking subsidiary definitely sub-
stantiated that.

The Burlington also offers shippers the substantial economies of a
special piggyback plan (plans ITI and IV were mentioned this morn-
ing) when they provide trailers and/or flatcars and also furnish their
own costly terminal handling service. These shippers subsequently
benefit from our realistic pricing of this terminal-to-terminal
transportation.

I want to stop right there and emphasize that where we are provid-
ing the complete transportation we are meeting the rates of the truck-
ers, but where the shipper himself provides the trailer or the flatcar or
the terminal services, which cost a lot of money, we have then at-
tempted to price the terminal-to-terminal or ramp-to-ramp transporta-
tion realistically to give him the benefit of the fact that he has
performed some of the service himself.
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Many shippers have for years provided their own private tank cars,
refrigerator cars, and other types of railroad equipment, and received
allowances for their use. It is important to understand that the fact
that if shippers can afford to provide their own truck trailers and per-
form terminal services, they can also well afford to operate their own
trucks over the highways, thereby completely eliminating all common
carrier transportation, both rail and truck. The Burlin n's pur-
pose in providing special piggyback services for this type of shipper is
to counteract the steady and dangerous growth of private trucking.

The Burlington maintains, at its own expense, a modern transporta-
tion plant which is operating at considerably less than full capacity.
We consider it a serious waste of a vital national resource to allow auf'
type of artificial restriction to prevent the natural and healthy growth
of piggyback service.

Thank you.

Mr. Bakrrox. Do you offer plan V services ?

Mr. Frara. Toa very limited extent. We are a party to some of the
plan V rates mentioned earlier on automobile traffic.

Mr. Barron. Do you plan to expand that? I know you offer the
other four plans.

Mr. Fiana. Yes: we offer all five, and we are feeling our way now,
seeing what it is that the shipping public seems fo want and demand.
That’s what we are trying to provide.

Mr. Barron. Which form do you prefer, which do you think is most
profitable to the railroad ?

Mr. Frara. Well, of course, where the shipper performs part of the
services himself and provides the equipment and we only provide the
transportation between terminals, obviously we are in a better position
perhaps to make money on that than we are some other, but they are
all priced to come out about the same. In other words, where we pro-
vide the complete service we charge higher rates.

Mr. Barton. Your charge is usually by the container, or by the flat-
car loaded with containers, we will say ?

Mr. Fiana. Usnally we figure it on a car-mile basis. There are
many other ways to figure it. The statement that I injected as to the
various plans contained some figures as to the car-mile earnings that
are figured on plans ITI and IV, and so forth.

Mt‘é Barron. Do these containers move generally on all commodity
rates?

Mr. Frara. No; we publish all types. We publish all commodity
and also specific commodity rates.

Mr. Bartox. Does the all-commodity rate have a tendency to be
used now more than the others in connection with containers?

Mr. Fiara. Not on our railroad ; no, sir.

Mr. Barrox. Thank you, sir. :

Senator McGee. Thank you, Mr. Fiala.

BURLINGTON TRAILER-ON-FLATCAR SERVICE ON LESS-THAN-CARLOAD FREIGHT

Burlington offers three types of trailer-on-flatear service on LCL freight de-
signed to expedite the movement by eliminating freight house handling.

Type 1: Door-to-door service on single LCL shipments in excess of 6,000
pounds under which road trailer is handled direct from shipper’s dock to TOFOC
ramp for piggyback movement to destination or nearest ramp point. Shipments
are then delivered direct to consignee's door, bypassing freight house handling
at both origin and destination.
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Type 2: Drop trailer service under which shipments are segregated and loaded
by shipper for certain general destination territory. Trailers are moved direct
from shipper's dock to TOFC ramp and piggybacked to most convenient break
bulk point for movement beyond, eliminating freight house handling at point
of origin.

Type 3 : Shipments are picked up by regular city trucks, taken to freight house
and transferred to line haul trailers for movement in TOFC or substituted
gervice to destination.

TOFC service is available to shippers upon request to and from all points at
which TOFC facilities are maintained as well as to and from adjacent towns
served by Burlington Truck Lines, Ine.

Senator McGee. Mr. Leichtweis.

STATEMENT OF LOUIS LEICHTWEIS, STATE REPRESENTATIVE,
BROTHERHOOD OF RAILROAD TRAINMEN, CHEVENNE, WYO.

Mr. Lercarwess. Senator McGee, members of the committee, ladies
and getlemen, my name is Louis Leichtweis. I am legislative repre-
sentative for the Trainmen, Brotherhood of Railroad Trainmen,
State of Wyoming. I work as a conductor on the Union Pacific out
of Cheyenne here and speak in behalf of those that T represent.

I have been dismayes(f at the attack that the Teamsters have made

against the piggyback service on the railroads because our members
have been seriously displaced, as you know. From 1921 we have lost
more than half of our railroad personnel and we have suffered this in
silence, although unhappily, and we have not gone to the committtee,
I expect we have written our Congressman, which is anyone’s preroga-
tive, and we think the thing should be handled that way.

The assertion has been made that we are hauling freight at rates
which are cheaper than the truckers can haul freight. We admit this
is true and we thank the truckers for the publicity they have given
us. Ithink it has been established that freight can be hauled for about
a cent and a half a ton-mile by rail, whereas it requires 5 to 6 cents a
ton-mile by truck.

‘When Congress amended the Transportation Act of 1958 by creating
a new section reading, in part, the part pertinent to this hearing, that—
rates of a carrier shall not be held up to a particular level to protect the traffic
of any other mode of transportation—
they recognized at that time what they termed “the deteriorating rail-
road situation as ominous.”

It has been brought out that the situation today, insofar as the rail-
roads are concerned, is still worse than it was in 1958, for these
measures which were given to the railroads in the Transportation Act
of 1958 were amended into the law. So, in spite of the fact that the
railroads received help then, it apparently wasn’t enough or conditions
were such at this time that they are in worse shape today than they
were then. Although the railroads are beginning to get some of their
business back after lowering the rates under the authority of this new
section, the railroad conditions, I say, are still worse than they were
in 1958. Employment on railroads is down to a 72-year low at the

resent time, of 708,000 men, which is less than half the force we
ad in 1929 of 1,687,000.

We think we are qualified to say what employment is. The Team-

sters complain that they have lost 15,000 drivers in piggyback truck
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service. It would figure that our loss is somewhere around 8§ to 10
times the rate of that of the truckers.

We don’t blame all of our loss of employment on the trucking in-
dustry. We know that technological progress has created a great
deal of this displacement of labor. However, we do feel that the em-
ployee who is displaced does share probably the harder burden of
technological progress than capital, who, of course, shares their loss,
too. There is no question but that many fortunes are lost; at the same
time these men in certain industries are being displaced from work,
capital is also suffering their losses, but if that which we call progress
is passed on and is benefiting society as a whole, T think then society
should pay part of the cost of this progress and not leave all the cost to
the unfortunate suffering unemployed and their families.

Of course, that brings in another aspect of the situation and I
won’t go further into that, but I think that we are touching into that
very heavily, both the truckers and the railroad employees and the
public; society should realize if they want the fruits of technological
progress they should share some of the costs with those displaced.

Senator McGee. Thank you very much.

_ (The statement of Louis Leichtweis as filed with the subcommittee
is as follows:)

“The survival of common carrier transportation as a part of the free enter-
prise economy of the United States is in danger.”

The above quotation sums up a study made by the American Enterprise Asso-
ciation in 1959. Many other studies, such as the one completed January 3, 1961,
by a special study group of the Senate Commerce Committee, concur with the
above report that our ponderons transportation system is indeed beset with
many serious problems.

Your presence here today, Senator McGee, to conduct this liearing called
by the Subcommitteee on Surface Transportation on the effect of piggsbacking
on our transportation structure is further testimony to the critical nature of
the problem. Let us review the question briefly.

Althongh traller-on-flatcar movements began as early as 1937, or while the
infant trucking industry was still wallowing in dirt roads, it was not until
1953 that railroads began reporting volume of this gervice. In 1955, 0.45 percent
of all earloadings were piggyback loads, but rapidly increased to nearly 2 per-
cont of all carloadings in 1960. At the present rate of gain, trailer-on-flatear
loads will no doubt account for a large share of total railroad business in the
future,

During this time railroads invested millions of dollars in the construction and
conversion of flatcars and trailers and in terminal facilities including new types
of trailer-rail transfer equipment.

This technological development soon began recapturing some of the business
which had been lost to the trucks many years previous (particularly automo-
biles), and competing with motor carriers for new business, now that the rail-
roads could offer dependable delivery coupled with lower railroad transportation
costs,

The Transportation Act of 1958 allowed the Interstate Commerce Commission
to abandon the umbrella theory of ratemaking, which had required railroads
to base their rates on the much higher truck costs. There is no longer any
valid reason why the ICC should not permit railroads to base their rates on
the lower railroad costs, The basic question here was whether the Commission
wonuld permit rail carriers to give shippers and the public the great economies
of this new service that would attract large volume of freight back to the rail-
roads. It is a case of the public interest demanding a decision for lower trans-
portation rates. Had the Commission been instructed to hold up piggyback rates
to truck ecosts, it would have placed a serious obstacle in the path of future
piggyback growth.

It was not long before the motor carriers felt the effect of the railroads’
new service through their decreased business. Unlike the railroad brother-
hoods, who had quietly though unhappily watched their memberships dwindle
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by almost 45 percent since 1946, while the truckers aided by the better public
buiit highways, faster and larger trucks, and a protective rate and tax structure,
were sapping the freight business away from the rail carriers at record rates.
Employment in all classifications of railroad service was down to a 72-year low
of 708,778 in February of 1961—Iless than one-half of the 1929 average of 1,687,-
000. While the International Brotherhood of Teamsters claim to have lost
15,000 drivers in the last 2 years, the railroad workers have lost 76,538 men
in the year preceding February 1961.

Compared to the declining revenues, dwindling employment, and falling busi-
ness on the railroads, with the exception of piggyback, the American Trucking
Association reports a very lusty business in a recent release *“American Trucking
Trends—1960” despite the slowdown caused by the current recession. This
report shows 120-percent increase in intercity truck ton-miles during the 1949-59
period; that truck registrations were up to 11.5 million from 8.3 million ; that
revenues had more than doubled during this period. This study shows where
most of their business came from also. In 1939, it reports railroads responsible
for 62.34 percent of intercity ton-miles to 9.72 precent for motortrucks. “In
1959 the picture in ton-miles had changed considerably” ; railroads were respon-
sible for only 45.38 percent and trucks had 21.83 percent of the business. In
spite of the small gains made by the railroads in piggyback service railroad
operating revenues were down 8 percent in 1960 from 1959 while 1960 revenues
of the regulated truckers were up some 4 percent over 1959 and 353 percent
greater than those of 1946. Motortruck fees paid to the State of Wyoming show
an increase in business of 19 percent in 1960 truck traffic over 1958,

It would appear to me, Senator, that if the Congress and the American publie
feel that the $36 billion investment in our railroads is necessary to our national
transportation structure, our national defense, and to relieve our congested
highways, that the above facts point up the need of helping the railroads, rather
than to knock this piggyback erutch out from under the railroads as advocated
by the motor carrier interests, by requiring railroads to maintain higher than
necessary rates so that competitors can compete.

If we agree that a strong, well-stocked, and well-financed railroad industry
is desirable to the public interest and national defense, all evidence points to the
necessity of allowing the railroads to fix competitive rates with other forms of
transport to pursue their inherent advantage of lower cost transportation. To
require the railroads to hold their rates up to truckers costs would unfairly
nullify the lower cost advantage of the rails, while allowing the trucks to eap-
italize on their inherent advantage of service but depriving the public of low-
cost freight rates.

Railroads must have a large volume business to produce the revenues neces-
sary to defray heavy State and local taxes and maintenance cost of their road-
bed and equipment. Toss of these taxes would be an irreplaceable loss to many
of the counties now largely supported by railroad taxes. The motortruck indus-
try pays no such taxes on its right-of-way, and according to recent studies, fails
to pay the cost of the building and maintenance of the roads they use by about
one-third according to the Burean of Public Roads. These costs necessarily
must be made up by other highway users, but as long as this condition exists,
it constitutes another unfair advantage which the truck industry maintains
over the railroads.

In summary, I feel that piggyback service is a splendid opportunity for the
railroads to regain large amounts of freight traffic they have lost to competitive
carriers. I think the widespread use of this service would be of very great
advantage to the entire country through the reduction of heavy truck traffic on
the highways and the achievement of lower transportation costs on thonsands
of commodities, which should mean lower living cost to every consumer. We
can assure the above objectives if we adhere to the well-established principle
of allowing competitive rates to prevail.

Senator McGee. Mr. Grant.

STATEMENT OF LEO P. GRANT, GENERAL CHAIRMAN, SHEET METAL
WORKERS DISTRICT COUNCIL NO. 105, CHEYENNE, WYO0.

Mr. Grant. Senator MceGee, Committee on Interstate Commerce,
I am Leo Grant, general chairman, District Council No. 105, Sheet
Metal Workers, which is a small craft of the railroad shop erafts. I
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formerly represented around 1,700 men. In fact, last night when I
came in I was instructed that T was to appear before this Commission
and I got out a short report. I checked my files. I found that during
the month of January 1954 we had total employees in this small dis-
trict of 1,695 ; for the month of February in 1961 we were down to 695.

In the days before the trucking industry began com veting with the
railroads, and especially on long hauls such as automo ile piggyback,
the Sheet Metal Craft, being one of the smaller crafts of the railroad,
totaled 1,695 to 1,750 employees. During our peak times we were
employing in this small craft at Cheyenne from 192 to 200 employees.
At Evanston, Wyo., we were employing from 41 to 50; in Green River,
Wryo., 45 to 60, in Laramie, Wyo., 28 to 30. At the present time we
have a total of 65 at Cheyenne, 9 at Evanston, 15 at Green River and
1 at Laramie, with a total of the entire system now standing at 695
compared to 1,700 a few years ago.

Since World War IT there has been a serious and continning decline
in railroad employment. 1In 1945 there were 387,374 employees in the
maintenance of equipment department on all class I railroads. In
1960 there were only 184,007 maintenance of equipment employees,
which represents a decline of over 50 percent and a loss in excess of
200,000 jobs since the end of World War II. As a consequence, the
ratio of maintenance of equipment employment to total employment
in the railroad industry dropped from 27.3 percent in 1945 to 23.6
percent in 1960.

Tn the last several years the trucking industry has gradually taken
over freight that rightfully belongs on the rails, and in so doing has
caused large furloughs of railroad employees, and further, we feel
that they are crowding the highways which are kept up by public
funds with trucks that are increasing in size to the extent that they
are becoming a hazard.

Having been a railroad employee and a taxpayer in the State of
Wyoming for over 40 years, I feel that the metlmd of transportation
known as piggybacking should, by all means, remain on the railroad.

Senator MoGee. Could I ask, in your terminology, what is the
meaning of the phrase “rightfully belongs to the railroad”?

Mr. Grant. What rate?

Senator McGee. No. You used the phrase here that trucks in
reg:f:n.t‘. years had taken over freight that “rightfully belongs on the
rails.”

Mr. Grant. Such as piggybacking.

Senator McGer. I was wondering about your use of the term
“rightfully,” what you use to define “rightfully.” Several today, on
both sides, have referred to the competition for business in this situa-
tion. I wondered what determined the preemption of right.

Mr. Graxt. Well, I mean by rightfully belonging to the railroad
industry, the piggybacking and the transportation of any such
freight, the automobile piggybacking, for instance.

Senator McGee. That 1s, that the truckers have no right to that?

Mr. Graxt. Oh, I don’t mean that. I don’t mean that. However,
the railroad industry was hauling automobiles before the truck in-
dustry began hauling them, is what I have reference to.

Senator McGee. In other words, the railroads originally had them.
I only questioned your use of the word “rightfully.”
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In your breakdown, T don’t noti¢e it in here again and we haven’t
come upon it quite yet, of any way of measuring how many men were
put back on or were given work at all because of piggybacking speci-
fically.

Mr. Graxt. Well—

Senator McGee. You have all the figures on what happens when
business falls off but no way of measuring what piggyback creates
in the way of jobs.

Mr. Grant. I have no way of measuring that. I am not a rate ex-
pert. I am merely telling you how many employees we have lost in
the last several years.

Senator McGee. Would you be in a position—well, no, that would
not be a fair question to you. One railroad man said to me out in the
hall here that he would like to mention that one of the little problems
they had was that whenever they got more automobiles by piggyback-
ing on the railroad the railroads just put another car on the train and
kept the same crew, at least there wasn’t an increase in employment.
But this would come in returns to the railroad, I suppose, so that they
could keep other facilities going; is that your interpretation?

Mr. Grant. Yes.

Senator McGee. Thank you very much.

Mr. Waechter.

STATEMENT OF HAROLD A. WAECHTER, FINANCIATL “TCTETARY,
LOCAL NO. 89, INTERNATIONAL ASSOCIATION OF MACHINISTS

Mr. Warcnrer. Mr. Chairman and committee members, I am
Harold A. Waechter employed by the Union Pacific for 32 years as
a machinist. T am financial secretary of Local 89, International As-
socintion of Machinists,

That statements I would like to make on the problem of transporta-
tion of pigghack cars by rail or truck are in the interest of the safety
of all the people using our highways. The opinions of the people I
have talked with concerning this problem are that our present high-
ways are not adequate for the everincreasing traffic. We have im-
proved the automobiles and made them faster. The trucks are faster
and much larger and the number on the road has increased many,
many times. But the highways have not been improved too much
and this has made driving very hazardous.

In the interest of safety of the traveling public we should encourage
railroad hauling and discourage more of these large trucks and trailers
from using our highways, especially when we have railroads that are
equipped to haul this freight efficiently and without endangering the
people in automobiles.

I have taken trips to Laramie when the trucks were hauling these
trailers loaded with new automobiles. When the roads were icy these
trailers would whip and slide. Going upgrade there would be three
or four traveling close together, going slow, and you couldn’t pass
them. Then going downgrade they would pass cars at a very high
speed. These are the things that make driving hazardous for the
average driver. A friend of mine drove from Boston to Cheyenne
last vear and he stated that he had never encountered such heavy truck
traffic and narrow highways as those between Omaha and Cheyenne.
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The railroads have made great progress in the past few years,
changing to diesel power, building new cars for transporting their
Joads and improving their tracks so as to make faster time. Because
of these things, they have been able to lower transportation rates.

It would be wrong to make laws that would discourage this kind of
progress.

Senator McGee. Your point, then, would essentially be less a matter
of competition, as far as that goes, than it was that the trucks consti-
tute too much of a hazard on the public highway ?

Mr. WagecaTer. That’s right. There’s a saturation point. They
want more traflic and our highways are just about as far as we can go.
Instead of improving our highways, making better highways, we
spend all our time just trying to repair the ones we've got.

Senator McGee. I was driving over the hill the other day when we
were having a ground blizzard. I might say a big truck in front of
me was a mighty delightful sight. I followed the red taillights. It
is my observation that probably the best drivers on the road are the
truckdrivers.

Mr. WarcuaTER. There is no doubt they are good drivers.

Senator MceGee. To call them the “knights of the road” is not car-
rying it too far. I hate to see them picked on in that respect. But
you do raise an interesting point in regard to congestion.

Mr. WaecaTer. I have seen them slip and slide and jackknife all
over when they were cmpty.

Senator McGee. 1 don’t know what the accident statistics would
show in that regard. I have no way of knowing. T want to commend
the truckdrivers for their skill on the highway.

Mr. Wagcarer. Oh, I do that.

Senator McGer. Mr. Perry.

STATEMENT OF C. R. PERRY, VICE CHAIRMAN, BROTHERHOOD OF
MAINTENANCE OF WAY EMPLOYEES, UNION PACIFIC SYSTEM

DIVISION, DENVER, COLO.

Mr. Perry. Mr. Chairman and members of the committee, my name
is C. R. Perry with office address of 500 Interstate Trust Building,
Denver, Colo. I have been employed as section foreman from 1916 to
1943, in which year I was elected vice chairman of the Brotherhood of
Maintenance of Way Employees, Union Pacific System Division.
During the last 15 years I have served the organization as general
chairman. I am also chairman of the Western Regional Association,
representing more than 27,000 employees of our craft in 18 Mid-
western and Western States. I appear on behalf of employees whom
T represent, in support of the railroads in the dispute which involves
the so-called piggyback traffic which is being presently handled by
your committee.

* From the period beginning in the early 1930, or about the time the
trucking industry began operations on a large scale until now, our
industry has lost a monumental amount of business to the truckers.
This has resulted in the decline of more than 50 percent of the number
of employees whom we represent, The same ficure is reflected in
other crafts employed by the railroad companies. There is little
doubt that considerable loss in rail business must have resulted from
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this competition, even though developmént of ‘other forms of trans-

otration, including bus, airline, and water lines have had effect.
Ve think the railroads are taxed in much greater proportion than are
other forms of public carriers. The railroads must bear the full cost
of constructing and maintaining their tracks, roadbeds, bridges, sta-
tions and other facilities incident to the operation of their business.
They are not accorded a fair chance in the competition for business.
In view of these conditions, on behalf of the employees whom we
represent, and their employers, we ask that you do nothing which will
further hamper the raircarriers in securing and expanding the busi-
ness involved herein. In every community through which the rail-
roads operate, they own considerable taxable property and pay a sub-
stantial part of taxes in all of these localities.

The railroad companies deserve an even break in their efforts for
existence. We know of no instances wherein they are subsidized in
furnishing the service they render today. You will readily recall
that during the two World Wars the railroads carried a tremendous
responsibility. Moving of immense amounts of war equipment, sup-
plies, and troops could not have been so successfully or efficiently ac-
complished without the railroads. Their efforts were greatly respon-
sible for the victory. Rail carriers should not be limited or regulated
in the field of competition to the extent that any appreciable number
of them will find it necessary to passfrom the transportation industry.
In such an event, should another national emergency arise, the Na-
tion’s business would be seriously handicapped. It is apparent our
national safety and well-being would be greatly imperiled. In addi-
tion, we believe you will agree that it is the use of our highways by
these mammoth trucks and vehicles which causes the astounding cost
of highway construetion and maintenance.

Senator MoGee. I hasten to inject there that because of the interest
in a national transportation policy that will take care of the country
adequately in a de%ensn crisis, that we are as much interested in the
railroads as we are in the trucks; we are as much interested in the
trucks as we are the railroads.

Mr. Perry. I understand, Senator. I would like to make this re-
mark. I understand that is your responsibility, you are a Senator
representing the people, not any one segment of the people, I under-
stand that, and your job here is not an easy one to figure out a fair and
equitable way to give the public the best and most efficient service, I
understand that. I am not mad at the truckers and I hate to see——

Senator McGee. Just because they run on the highway?

Mr. Perry. Well, no, I am lucky, Senator, I have followed some of
them up the hill when T was glad he was there, but Sunday going out
on the highway east of Russell, Kans., one big transport passed an-
other and if we hadn’t had room we would have met him head on. So
vou have that, too. But that can happen in a private ear, too. No, I
understand, I think your responsibility here is to come up with some
fair solution for this whole thing, and I might add, knowing you as I
do, I think it is in pretty good hands. T think you will judge it fairly,
I’'m not afraid of that.

The railroads are equipped to efficiently handle all the long-haul
traffic. They can do it without cost to the taxpaying public because
they furnish all their own facilities. At the same time, they continne
to pay their share of local tax in the communities which they serve.
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1 might say here, and I would like to stress that just a little, then I
will get out of your way, I served several years as clerk and treasurer
in several taxing units in Kansas, and we found that all the railroads
in nearly all the counties that they served paid from 25 to 33 percent of
the total tax. Tn a small school district running out across the country,
we figured on the railroad paying our teacher, but from the other
forms of transportation we didn’t get anything because they didn’t
buy even any gasoline in our communities. That is quite an item, I
think, that the local communities probably may not realize maybe
they do, but I do because I served there in that way.

In Oregon, when the Union Pacific was trying to abandon a little
railroad, just another illustration, the people from Oregon appeared
at Pendleton before the congressional committee, the Interstate Com-
merce Commission Committee, and said if they abandoned that line
they would have to cancel out the bonds to build a new school build-
ing because the value of the property wouldn’t do it unless the Union
Pacific run through that district. And the attorney for the Union
Pacific asked them if they thought that was the principal function
of railroads, to pay taxes so they could build school buildings.

That’s just another observation. I want to thank you, Senator, for
the privilege of appearing here.

Senator McGee. Thank you very much.

STATEMENT OF HOWARD L. BURKE, VICE PRESIDENT, NORTH
AMERICAN VAN LINES, CHEYENNE, WYO.

Mr. Burge. Senator McGee, members of the staff: T am Howard L.
Burke, president of Burke Moving & Storage, Inc., 2116 Ames Avenue,
Cheyenne, Wyo. I am also vice president of North American Van
Lines, which is one of the world’s largest moving organizations.

I was made to understand that this hearing was dealing primarily
with piggyback service. It is actually pretty hard to segregate piggy-
backing from all the other ramifications of the transportation indus-
try and without going into the history of the railroads and price-
fixing and price-cutting businesses many years ago before the Inter-
state Commerce Commission even came into being.

I have quite a voluminous report to give you. I will try and keep
n]ly remarks at this time very brief and try and highlight some of
them.

Now, as vice president of North American Van Lines T want it
clearly understood that we are not against piggyback. We use piggy-
back. We use it from Chicago to New Yo&.

Why do we use piggyback? We use it because some States have
their taxes on trucks raised so high that during peak seasons we
must go to some other form of transportation in order to continue
to give service. Many States require us to license a unit for a full
year, although we are only in that State for 1 month.

The only phase of {)figgvbackjng that I am against as vice president

of North American Van Lines is the fact that we can see the hand-
writing on the wall. We can see what can come. We can see that
right now with a rate of, I believe, $924 for use of a flatcar from,
say, Chicago to Los Angeles, our line-haul transportation on an
average shipment of 4,000 pounds and based on a rate of from 4,000
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to 8,000 pounds, we would have on our van line a gross revenue of
$4.600.

Now, there is nothing at all at the present time to prevent the rail-
roads setting up some sort of a dummy outfit, a cooperative, getting
together with some of the big shippers in the Chicago area that
sluppe(l lots of high-value })10(!11(-&-,. to the west coast and in effect
reduce our rates so that intsead of having a $4,600 line haul, we are
going to be up against a $924 line haul. That goes into the selective
rate cutting that the railroads historically have used w hen allowed
to use them to put competition out of business.

We have heard much today about car hauls. What bothers me is
why, when the ¢ar haulers, that is, motor transportation car haulers
started into business, why the railroads at that time didn’t meet com-
petition head on and go ahead and make their trilevel cars at that time.
But there again, the railroads never do anything unless they are forced
into doing it.  Rather than ¢ooperating with the motor transportation
industry many years ago they elected to fight them by every means
possible to get them off the highway.

You have heard some remarks here, too—I will try and wind this up
just as quickly as I can, Sen: wtor—about the truc lung industry taking
all this traffic away from the railroads, and I submit to you that the
railroads put themselves out of the lec.l. business. Right today I
would love to have the job, I would like to have the Bm]mghm Rail-
road or the Union Pacific Railroad hire me and I could show them
how to move more traffic, general freight commodities traffic, that is
now moving by truckline between C hwago and Denver, give better
service .un[e\'el_ytlml'"vlw If they wanted to do it, they could do it.
It is very simple for them to do it, but they don’t w ant to do it.

You will find that remark and the other related remarks in my type-
written statement to you. I want to say right now, anyone that is
here, I will be happy to stand up here and talk to all of you tonight for
as many hours as you want me to talk. I have been in this transporta-
tion business for about 30 years. I have been in every segment of it.
I have been a rate expert. I have been head of the motor vehicle
departments, I have had my own operation, I have been with general
commodity carriers, I am a student of transportation. If anyone
would like to have me sit with them all night tonight or all night
tomorrow night, T would be very happy to meet with them.

One thmrr I want to get back to here a minute. I mentioned about
this $924 for the use of a flat railcar to haul a couple of trailers from
ClllCJf'U to the west coast. Now, that is fine and dandy, but then the
railroads don’t allow me to use that rate. I have to pay the same rate.
The railroads, therefore, are in competition with themselves when
they do something like that.

Mr. Barrox. Mr. Burke, pardon me, is it not. the ICC that said you
couldn’t do that, rather than the railroads?

Mr. Burke. Well, now, the ICC might in a weaker moment have
said that; yes, sir. But the point I am getting at, sir, is this, that
where a first-class commodity ean move by the piggy back method from
Chicago to the west eoast, the railroads themsol\ es, if they moved that
shipment as an lc.l. or carload rate, are going to have to charge twice
as much money. As a legislator of the State of Wyoming, naturally
T am concerned with the fact that we are going to be called upon, if
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this continues unabated, to raise the rates of highway users. Of
course, one solution right now to that would be if Congress, instead of
diverting $1.7 billion a year to the general fund would put it in the
highway fund where it belongs and where we were told the money was
going to go, we wouldn’t have the problem that we are now faced with
in building all these highways. We live by a set of double standards
or double rules. The Congress of the United States says to all the
States, “This money that you collect for highways must be used for
highways, but when it comes to the Federal Government that is not
so becanse we want to use that money to feather our nests for some
other project.”

I think, Senator, that actually is about all that I need to say at
this time. I am sure that when you read my full report you may
find some things you wish to question me on. I will be very happy
to come back to Washington at my own expense and answer any
further questions that your subcommittee or your full committee
might wish to ask. Thank you very much.

Senator MoGer. Thank you very much.

Mr. Wendt.

STATEMENT OF JOHN F. WENDT, HOUSE OF REPRESENTATIVES,
STATE OF WYOMING, ROCK SPRINGS, WYO.

Mr. Wexpr. T hope T am not out of order, but this gentleman who
testified a few minutes ago made a statement about the railroads not
wanting that less-than-carload-lot traffic from Chicago to Denver. I

would like—

Senator MoGer. This was an editorial comment.

Mr. Wexpr. I would like to introduce a mimeographed statement
I have outlining three types of less-than-carload-lot service that we
offer in piggyback transportation between Chicago and Denver, for
the record, as a supplemental statement.

Senator McGEee. We will take it in at this time. We don’t want
to interject with rebuttals. If you want to submit them, it will follow
at the end of the record.

Mr. Wenor. T live in Rock Springs, Wyo. I am an employee of
the Union Pacific Railroad, in the car department, a member of the
Carmen’s Local 832, and I am here to represent the carmen and rail-
road workers in our particular area. Also, the people of Sweetwater
County as their representative in the State legislature, and of course,
the Union Pacific Railroad.

I have my printed copy here which I will go into and make as short
as possible.

Senator McGee. Thank you.

Mr. Wenpr. I present these comments and statements in the inter-
ests of railroad employees and, also, as I think, the economy and wel-
fare of Sweetwater County, State of Wyoming, which I represent in
the State legislature.

Tt would seem to me that in arriving at a decision regarding the
setting of rates, rules, and regulations governing the transportation
of all classes of freights, whether it be piggyback or otherwise, we
should weioh each as to its merits, safety to the public, moneysaving
to the public, and economy of the Nation.  We must analyze the be-
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inning of so-called automation, which has been very instrumental in

ringing about the present conditions. Railroads competed with rail-
roads when the turn from steam to diesel was brought about. Many
skills used in steam operation were not necessary in the diesel opera-
tion, so were furloughed and many with 35 and 40 years of service, and
a]t. the age when it was almost impossible to be employed by someone
else.

Following that turnover in operation, it was apparent that coal
was not necessary. So in our community the coal mines were shut
down, causing the layoff of some 2,000 coal miners. These people
who lost their jobs went into other fields looking for work and many
were absorbed by other industry, but not all, because of their age.
They did not ask to be subsidized or have the rules and regulations
changed or requested payments from the manufacturers of the diesel
units of so much per unit to help them.

During this time the trucking industry, which is vital to the Nation
and necessary, were increasing their business and expanding, and
when the final checking was done it was found that railroads were
shackled with rules and regulations which made it impossible to com-
pete and naturally gave them reason to request changes in the rules
to allow them to compete. They were granted some relief but not suf-
ficient to openly compete, to maintain their necssary income to op-
erate and retain their employees. Thus, more men were furloughed.

This, in line with progress, was met with the building of equipment
which made it possible for shippers to move their commogit.ies;
namely, cars ancr trailer trucks on flat cars, for much cheaper and
safer delivery, which over a period of time projected its service to such
an extent that it is now an accepted mode of transportation. This
affected the truck industry, which has immediately requested the
change in rules to help them meet the competition and also rates to
effect the shipments and with the thought of forcing the freight back
on the highways.

Mr. Hoffa says the danger of piggyback is that scores of Teamsters
are losing their jobs. He does not recognize the number of railroad
workers who have lost their jobs. I, as a railroad worker, feel that
each of us have our rights to protect ourselves and we have suffered
sufficiently while the Teamsters were growing that we lost half of
our union rgembe-rslﬁp. Let’s think : Is Mr. Hoffa’s motive selflsh or
progressive ?

The piggybacking, which is the issue, was handled by 19 railroads
in 1955 and it has proved so efficient that at the present time some 55
railroads are offering the service. It has increased from approxi-
mately 44,000 carlougmgs in 1954 to over a half million carloadings
in 1960. To me, it proves that that is the accepted mode of shipping.

Let’s compare the trucking industry with the railroads on a tax
basis. It is agreed that the truckers pay taxes both as property and
road tax. The road tax is paid only when used. Tt is also agreed that
the taxes paid by the truckers help to build and maintain Eighways.
They in turn are only held responsible to follow the rules and regu-
lations governing their operations. The repairs, upkeep and building
of new highways is the responsibility of the State. 3

Now, let’s look into the tax side of the railroads. They own their
own roads and they pay annual taxes which amount, in some cases,
to as much as 30 to 40 percent of the total taxes in some counties.
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This is paid whether 1 train or 100 trains travel the rails. They are
then restricted by rules and regulations far more severe than the
truckers, namely, agricultural commodities, for instance, and it is
their res 0nsibiﬁty and expense to maintain and operate their rail-
roads. The moneys needed for this must come from their income of
operation and no part is subsidized by taxes from the people. We
should consider these things.

We must not overlook the part played by the railroads in our na-
tional defense. Let’s set the record of the railroads and the part
they played in World War II. With only minor changes and addi-
tions, railroads almost doubled their movements of freight. This
was done with very few additional increases in manpower. A crew
of five people can handle 9,000 tons of freight between terminals.
How many trucks and people would it take to move this on the
highways and how much wear and tear would the roads and equip-
ment used suffer in doing it?

Equipment and personnel are a big factor in time of war. Rail-
roads moved 75 percent of all freight during the war, 90 percent of
which was military category, and moved and transported 97 percent
of the military personnel. This was done at a very much less cost than
it could be done by highway travel equipment at a large saving in
materials which are necessary in war. In an emergency at the present
time the railroads could double their operations with much saving in
time, which would be of the essence if war were brought on, which
could happen without too much notice, and being of the nuclear type,
time would be a great factor.

If railroads are shackled and forced to decrease their forces, re-

strict the maintenance of equipment and furlough forces, it would be

hard to produce the necessary results. Billions are spent to protect

the Nation, so let's recognize the part the railroads would play in

the defense of the Nation. Should we bf'. rules and regulations for
1

other interests saddle industry with hardships and fight for survival?

In closing, I feel that the security and welfare of the public in a
safety sense and economical sense should be of prime consideration,
and we as railroad workers do not ask concessions of anything un-
justifiable. Give us equality in rules and regulations and we will
meet. competition,

Senator McGee, I wish to thank you for the time I was allowed on
your hearing.

Senator McGee. Thank you, John. I want to thank you for a very
articulate statement.

Mr. Hunter.

STATEMENT OF L. A. HUNTER, RETIRED AGENT, CHICAGO, BUR-
LINGTON & QUINCY RAILROAD C0., SHERIDAN, WYO.

Mr. Honter. Senator McGee, gentlemen, my prepared statement
was prepared several days ago, being more or less in the dark as to
what to bring up. When a hearing has gone as far as this hearing
has gone, anything that anybody says from here on out is bound to
be more or less a repetition of what has already been said. T submit
my report as a retired employee of the Burlington Railroad. You
may wonder why a retired employee would have anything to worry
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about in the present hearing. But I might advise you that we retired
employees are just as much concerned about the future of an industry
that has supported us for the last 40 or 45 years as those who are
presently employed by that concern.

I am not going to read my report because time is of the essence,
and I want to get back to Sheridan this evening.

You stressed this morning that you had no desire to let any one seg-
ment of our economy be restricted at the expense of another segment.
That is my only reason for appearing here.

I thank you for giving me this opportunity, and I will be on my way.

Senator McGee. Thank you very much. Being a local citizen of
this part of the State, I hope it snows so hard you can’t get home.

Mr. HunTer. Sodo L.

(The statement as filed with the subcommittee is as follows:)

Gentlemen, what I may say at this time you may have already heard, and
I can only reiterate these facts known to me from my 44 years' experience in the
freight department of the Burlington Railroad.

It has been my experience to witness the decline of railroad business and sub-
sequently the loss of employment by railroad employees since the late 1920's
and early 1930's. This decline in business and subsequent layoffs caused a loss
to railroad employees of some 600,000 jobs.

From its infancy the trucking industry has been encouraged, and actually sub-
sidized, by the expenditure of billions of dollars by the Federal and State Gov-
ernments in the building of public highways. They had no right-of-way fto
purchase and no roadbed to maintain. The trucking industry today makes the
elaim that they finance more than their share in building and maintaining the
public highway system. However, I would wager that if the trucking industry
had to build and maintain their own roads that there would be no intercity
trucking.

However, getting back to the piggyback situation about which this hearing
is being held, down through the years the trucking industry has gone along hav-
ing the advantage of this unfair competition, absorbing business from the rail-
roads, causing a decline in railroad business and the loss of railroad jobs. They
apparently thought it was OK for railroad jobs to decrease while Teamster
jobs mnultiplied, and this very thing is still happening today.

As one small example of what has happened all over the United States, the
freighthouse at Sheridan, Wyo., where I was last employed, during the early
1930’s employed some 15 freight handlers, and today there is only 1 railroad
employee on that dock. The balance of the work has been taken over by frucks
and truckers.

This loss of business to the railroad industry was brought about, in part, also
by the fact that they were operating under a heavy weight of regulations that
were designed for a different age, while their competitors were encouraged to
help themselves to all the business they could get, which they did in a big way.

As yvou well know, by the early 1950's this decline in railroad business had
eaused the railroad’s financial situation to become very serious, serious enongh,
in fact, that it prompted the Congress and other Government agencies to make
a series of studies which were the forerunners of the Transportation Aet of
1958. With the passage of this act some of the restrictions were lifted and the
railroads were allowed to get back into more equal competition with other
forms of transportation by establishing rates which were really competitive, and
thus they were able to retrieve some of the business which had previously been
theirs and which had been lost to the trucking industry. The use of the piggy-
back is one of the examples of this regained bnsiness.

Tt seems that the Teamsters are alarmed about the loss of jobs which the use
of piggvback may cause them. By the same token, what about the some aAN0,000
railroad jobs that have already been lost to them? T8 the loss of a joh to a
teamster of more importance to the Nation than the loss of a job by a railroad
employvee?

T am now a retired employee and I, too, have a welfare fund to worry ahont.

I ask another question: Is the welfare fund of the teamster of more importance
to the economy of our Nation than the welfare fund of a railroad worker?
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In closing, it would seem that in our ever-expanding economy there is plenty
of room for the piggyback as well as the over-the-road truck, and why shounld one
truck service be restricted at the expense of the other? In addition, any use of
piggyback would in some small way relieve the congestion on our highways, and
in relieving this congestion it would certainly enhance the safety on our high-
ways, and this in itself is no small factor.

Senator McGee. Mr. Spracklen.

STATEMENT OF L. L. SPRACKLEN, PASSENGER CONDUCTOR,
C.B. & Q. RAILROAD, BILLINGS, MONT.

Mr. Serackrex. Senator MeGee and staff, T am L. L. Spracklen.
T live at 1029 Wyoming Avenue, Billings, Mont., at the present time.
I have been employed by the Burlington Railroad for 41 years and

9 months as a brakeman and conductor.
I am going to have to go along with Mr. Hunter. Anything I

would say would be repetitious.

There is one thing I would like to bring out: the fact that I was
a legislative representative for the Brotherhood of Railroad Train-
men for some 16 years here and I attended the legislature. We tried
to do something about equalizing what we thought was wrong about
the trucking and railroad industry but we didn’t get it done. But, as
I see it now. it was economics at that time and I think it is economics
now that we are regaining some of that. So, if the truckers are losing
their jobs, they want to remember that they took the jobs from us

in the first place.

I thank you, gentlemen, That’s all T have.

Senator McGee. Thank you very much, Mr. Spracklen.

(Statement of L. 1. Spracklen as submitted to the subcommittee is
as follows:)

My name is L. L. Spracklen, living at the present time at 1029 Wyoming
Avenue, Billings, Mont.

I have been employed by the C.B. & Q. Tailroad on the Sheridan divigion for
41 years and 9 months as a brakeman and a conductor. All but the last year
I lived in Sheridan where I worked in freight service. I am now working as
passenger conductor with the terminal at Billings. From 1947 until 1960 I
worked part time as State legislative representative of the Brotherhood of
Railroand Trainmen and attended the State legislature for each 40-day session
during that time.

As I understand it, this hearing is to determine if so-called piggybacking is
to the best interest of the public and if it Is taking employment from one class
of workmen to the benefit of another class. We know that it is serving the public
better by better service at a cheaper rate. That should be sufficient reason for
maintaining this service. Too, there is the factor of keeping the transports ont
of traffic for the long hauls, which should relieve some of the congestion on
our highways and streets.

As to the taking of jobs away from one group to the betterment of others,
that should not enter the picture as the trnckers took the business and jobs
from the railroads in the first place. I can well remember when all automobiles
were shipped by rail in cars built by the railroad companies especially for that
purpose. They were just plain big boxcars with wide doors. As time went by,
racks were put into them in order that more cars could be handled with safety.
However, the trucks came up with transports that could carry as many cars
with one trailer and tractor as could be hauled on a railroad ear. They were
moving them over highways built and maintained by the public, while the rail-
ronds were nsing their own tracks, built and maintained by the railroads, and
in addition, were paying faxes on all installations. The railroads and their
employees tried to correct these conditions by legislation but dune to strong lob-
bies of the truckers and their employees we were unable to get what we con-
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sidered a fair break. When the National Congress passed the multimillion
dollar superhighway bill some relief was given by placing more taxes on the
highway users. Then the railroads came up with the piggyback. This not only
applied to automobiles but to many other commodities. Railroad cars were
built that wounld handle more automobiles than could be handled on the trans-
ports. These are handled to distributing points, where, as 1 understand it, the
truckers again take over to distribute them.

I do not believe that taking over the trucker's job has anything to do with
the piggyback movement, as the railroads originally handled these cars and
other commodities that they are now handling with piggyback. The railroad
employees lost jobs to the truckers and they got them back when the business
was taken off of the public highways.

I believe the public is being better served by quicker service and at a more
reasonable rate. If the public is not receiving the benefit of these savings, I
do not think it is the faunlt of the service, That should be handled as a sepa-
rate issue.

If we are to take into consideration the loss of jobs by the different crafts, I
believe the railroad men have been hit harder than the truckers even after
getting some jobs back by piggyback. Automation has taken many employees
from the railroads and will take more, That is progress and the truckers will
have to face it, too.

Thank you, gentlemen, for allowing me to set forth my views.

Senator McGee. Mr. Smith.
Following Mr. W, D. Smith will be Mr. Schumm, Mr. Pendley, Mr.
Johnson.

STATEMENT OF W. D, SMITH, CHEYENNE, WYO0.

Mr._SMITJI. Senator McGee and members of the committee, my
name is W. D. Smith. I reside here in Cheyenne, 307 East Fourth
Avenue, and am employed by Commercial Carriers, Inc. I say em-

ployed. At the present time I am laid off due to the lack of cars to

aul; which I have hauled for the past 5 years. T am among the group
of men that have been hit very heavy by this piggyback service and it
is for this group I would like to speak here today.

At our terminal here in Cheyenne, which is a relay terminal of
Commercial Carriers, Inc., they have in years past in the peak season
ampllc(i)yed as high as 300 men. At the present time there are 23 men
working.

Senaﬁ)r McGee. Twenty-three?

Mr. Syura. Twenty-three. Even though they are more or less
more in part-time work than in full-time work. There are at times out
here on the waiting list to load as high as 18 men.

Senator McGee. How many of those men own their rigs?

Mr. Syrra. Well, last year at this time we had better than 150 men.
Not all owned their own rig. Two-thirds own their own equipment.

Senator McGee. Two-thirds of the 1507

Mr. Syrra. Yes.

Senator McGee. At least they own them in partnership with some-
body, they were making payments on them#

r. Ssara. A good deal of that is partnership with the finance
company.

Senator McGee. Iown some property that way myself.

Mr. Syrra. We are attempting to buy this equipment and pay for
it. Most of us own our own homes and of course we are attempting to
buy those, too, and pay for them. I have been unemployed since
October of last year because of this piggyback service. It is not much
encouragement to us to hear that this is progress. It may be progress.
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We don’t deny the fact that piggyback is a suitable way, a good way

to transport automobiles. Many automobiles can be transported in

this way, But we feel that the public is actually the ones who are

taking the beating on the whole thing. I don’t think, as far as the

ﬁenera] public is concerned, that they are being served by this piggy-
ack service.

First of all, they say that this service is cheaper than the service
of trucks. Itis. But the public hasn’t benefited from this yet as far
as we can find out.

. S({lanator McGee. By that you mean what, the public hasn’t bene-
te

Mr. Syrra. The new car dealers tell us that the consumer pays the
sam(]a price in freight on his new car as he did when it was shipped by
truck.

Senator McGee. That is, your position on that point is not so much
involving the railroads and piggybacking as those who benefit from
the railroad rates who, acconfing to your informants, at least, are
not passing it on to the consumer #

Mr. SmrrH. Yes.

Senator McGee. Two or three times that has come up today.

Mr. Saara. As far as being able to give statistics on this, I am not
in position to do it, but they say this is the cheaper mode of transporta-
tion. Well, it may be and seemingly is, and it is attractive to the manu-
facturers, but if the rails are not getting this full freight that the
consumer is paying, then somewhere down the line somebody is bene-
fiting by it.

Senator MoGee. What would be your position on this? Suppose
it were to be established that the real savings were being passed a{ong
to the consumer ?

Mr. Sarrn. If that were established, I would say it would be good
for the consumer, but the general public would not necessarily benefit
too much by this service because—

Senator McGee. Just those who would buy cars?

Mr. Sarrra. The consumer would be the only one that would bene-
fit by this service. This piggyback service has cost a lot of jobs for
a lot of people, not only we in the trucking business, but there are
many, many small businesses who have, as has been testified, cut their
help down, have lost money, and face the posibility of having to close
up shop because they don’t have enough business to exist, and this is
getting more prominent all the time. That is clear across our country.
That is not in one county or in one State but that is nationwide, and
we feel that there will be many, many small businessmen put out of
business if this is allowed to continue. It is something that we feel
is not good for our country as a whole, our economy.

I think this has played a part in our economy, this recent recession
we have gone through, I think this piggyback has had a big part in
that, not by any means all of it, but it would have lessened a good deal
if men were working, and the 15,000 men it is estimated are out of a
job directly in the trucking industry from this piggybacking we feel
is a considerable number. But then other people who are dependent
on truck service and trucks running down the highway, many of them
are out of jobs, too.
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Senator McGer. Does any one of the agencies interested in this
kind of thing have any estimate or any study that projects the people
who arve dependent upon, let’s say, 15,000 truckers for their jobs!
In other words, gas stations, cafes, that sort of thing. Has there been
a breakdown attempted ?

Mr. Syrra. There is a breakdown—I think the people in Michigan
have attempted to make a breakdown on this covering all phases of
small business, ineluding the truckdrivers themselves, and I do not
have those figures, they haven’t been available to me, but I believe this
committee which is in Michigan, which is made up mostly, T under-
stand, of truck people, have broken this down to how many businesses
do depend on trucks and what effect it has had on them. From what
I have heard of this the fieure is quite staggering.

The railroad speaks of the people that they have laid off through
various means for various reasons, and I think this compares, all the
people that are employed in this country from the pigeyvback service,
even in small businesses and other places, is comparable to their figure
of layoff. And so we think it is a bad thing for the country.

As far as a mode of transportation, it has its merits. We think it
is a good mode of transportation but we begin to wonder just how
much progress the economy of our country can stand., We don’t
think it will go too far.

They say we don’t pay our taxes. We pay a good deal of tax
ranning the trucks down the road. They say we pay them only when
we use the road. Well, it wouldn’t be fair, like my truck has been
parked now, it has been parked since October; if I were paying high-
way taxes on that truck when I don’t have any income, I can’t see as
that would be so fair, either. But when I do go down the road it
amounts to a good deal. Tn fact, the minimum 1 pay per mile on my
truck in State and Federal tax for wheel tax and fuel tax alone is 5
cents & mile. That’s the minimum. That's the cheapest we get by.
Tn most cases it is a good deal more than that, and of course we have
various taxes on top of that.

Tt seems to me this lecislation—ywell, in the first place, the railroads
say this is automation, this type of shipment. We very st rongly dis-
agree with that. This is not automation. Tt is still aufomobiles
being transported on cars of the railroad, being pulled by the rail-
road down the track. It isnot automation. It 1sjusta different way
of doing it which has completely taken the business away from us,
and this is, we feel, a direct result of legislation that has caused this
as interpreted by the Interstate Commerce Commission, and the rail-
roads say that we have no right to come to this committee for some
help, but after all, it was all started in legislation that gave the rail-
roads a right to ship like this and we feel we do have a right to ask
this be made fair. We have no intention of trying to say that we can
do without railroads or that we want to do without railroads or that
we want to do without piggyback. We are not saying that. But we
think rates should be set up fair on this situation, that we in our
work ean have our share of it, too, not all of it going to the railroads
and us being out of work and being forced into bankruptey because
of this,

We are desparately hoping something will be done because we are
in a bind. Many of us have lost equipment already. Many more
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of us face the same possibilities. This is an investment that we have
put in these trucks that have been built up over the years. When
we lose our truck we have lost everything we have invested in it and
a good many years' work, too. We don’t think it is fair that legisla-
tion should be made against us that would close us up as small busi-
nesses, not only us but many other small businesses throughout the
country, especially when, as far as we can tell or see, that it is not
helping the American public to any extent at all. They are not bene-
fiting from this type of service.

Another thing I would like to add is the fact that whoever the
people are that are receiving the profit off of the shipment of these
cars, and we have reason to believe that it is the auto manufacturers
themselves, which runs into millions and millions of dollars that they
are making of profit on shipping these cars piggyback, we maintain
that is the only reason they are going to 100 percent piggyback on
their long-distance haul. We believe if this profit were taken from
them that the rate wouldn’t be as important as it is now and that
service and other things would enter into it when choosing the mode
of transportation they would use in transporting their product.

That’s about all I have to say. We certainly want to thank you,
Senator McGee, for your efforts in holding this committee meeting
here.

Senator McGee. Let me ask you, how much does a driver who owns
or is paying on a rig, how much does he have in it? What does one
cost ?

Mr. Syrra. Mine personally, I paid—this doesn’t include finance
charges—it was $21,863, the original cost.

Senator McGee. Is yours an average rig?

Mr. Syori. It is a very plain rig. It isa rig that wasn’t—I bought
it especially for the job of hauling automobiles.

Senator McGee. In other words, it is difficult to convert these rigs
to some other purpose ?

Mr. Sarrrs. It wouldn’t be anything severely difficult in converting,
it ecould be done.

Senator McGee. There is a possibility of conversion?

Mr. Sarra. With additional cost.

Senator McGee. Would it be fair—you said there are 150 men out
here and two-thirds of them have an interest in their own rigs—if we
were to multiply, two-thirds of 150, or 100 times $21,000, would that
be a fair statement of the investment of this particular group that is
unemployed ?

Mr. Sarra. It is.

Senator McGee. I was trying to get the size, in perspective, of the
particnlar group clearly, in relative economic circumstances. I think
this is a matter of no little concern, regardless of other issues that are
at stake in this question. I think you have made that very clear and
you have made a very rational statement on the overall picture. I
want to commend yon for that, too.

Mr. Sarm. Thank you, sir. One other thing I would like to
answer. as far as taxes are concerned, not only taxes on the equipment,
but we individuals operating these trucks that we own in this business,
we pay taxes, income taxes as individuals, not as large companies or
corporations. There are not any loopholes, no more than for any
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private citizen, in this tax. We think there would be much more tax
derived from this freight if shipped by trucks rather than railroads
because it is consumed within themselves, even some of them operate
at a loss, and from what little we know about that we don’t believe
there would be any income tax on this freight paid if they were operat-
ing at a loss.

That is another point T wanted to make, that we believe there would
be more tax money for our Government and State if they were shipped
by truck rather than by rail.

Mr. Bagron. Mr. Smith, what practical solution do you have to the
problem? Would you have the railroads raise their rates so you folks
could compete, or what. is your proposal ?

Mr. Syrra. T believe that would be a help because I believe that
they are—I don’t believe honestly, if it was completely figured out,
that they are receiving compensatory finance or revenue from these
CATS.

Mr. Barrox. Remember, a compensatory rate is one that covers
out-of-pocket costs. Don’t you think they are making out-of-pocket
costs?

Mr. Sxarri. It may be, perhaps they are. T don’t know the railroad
figures. But one thing I believe, they have tried to get as low as pos-
sible their rate in shipping these cars. I think a good deal of reason
for unemployment on the railroad is they are trving to cut their
operating expense to the extent of asking the ICC for lower rates.

Mr. Barron. Pardon me at that point. Do you think they would
cut. their rates any lower than necessary to get the business? Why
would they do that?

Mr. SmrrH. Yes, I think the railroads—I believe they would cut the
rates to the extent of destroying their competition.

Mr. Barron. If they cut rates just enough to get the business away
from you, they can destroy you just as effectively as if they haul it for
nothing, can’t they ?

Mr. Syrra. Definitely. T think that is what they have done. As
far as my solution to the whole thing, it would be that, like I say,
we are not adverse to piggyback, we think it is a good service, but we
don’t think that we should be completely destroyed and this segment
of the trucking industry destroyed because of it. I think we should
still have our share of this freight.

Senator McGee. Do you think there is some middle ground there
that wonld keep you alive and going

Mr. Syrra. Yes.

Senator McGee. Without really materially affecting the railroads’
economy? Isthat your point?

Mr. Syara. That's right, I really do. The railroads say—it was
just said a few minutes ago that the railroads are in worse shape
today than they were even in 1958. Now, they received all this traffic
on iheir cars, on the rails, either in the form of bilevel or trilevel or
piggyback and all the long-distance car movement this year, prac-
tically all of it, has been by the railroads. If it doesn’t compensate
them any better than that, what good is it doing if they are in worse
shape today even than they were in 19581

Senator MoGee. Of course, there are other elements of the railroad
business, not just piggyback. With a recession nationwide it is bound
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to have its effect. Of course, turned around the other way, your
dependence is on one economic train of thought and that is the trans-
portation of automobiles, whereas the railroads can spread theirs out
at least over many other alternatives; even at the risk of some small
loss they still are going.

Mr. Syrra. Yes.

Senator McGee. You as an individual are out of business. There
is one margin of difference there, that’s true, but I think in fairness
it ought to be kept in mind, and I think the records show, that the
railroads’ return is less today than 2 years ago. It would be much
less were it not, I assume, for piggyback. But that isn’t sufficient to
make up for the losses in other (:Lamle]s of traflic.

Mr. Syxra. We believe this, they have cut rates that are in most
cases at least 50 percent below ours. If they are to rise above their
cost enough, if they ave hurting so bad, why can’t these rates be in-
creased ! They could stand a rate increase on these automobiles very
greatly, they could stand it, and it would be good for them if they had
a rate increase. But, like I said, we believe that the auto manufac-
turers themselves are the ones that are greatly profiting by this type of
shipment and if this profit were denied them, that their desire to go
100 percent rail on long distance would be greatly reduced. We believe
then that we would come into being again and the trucks would get
their share of this traflie, too.

Senator McGer. Let me see if I can reconstruct your answer to Mr.
Barton’s question about what the solution would be. As I follow you,
you believe it would be possible to take this latitude that has been
given the railroads for rate adjustment to compete and tighten that, as
I understand your suggestion, a bit, to whatever margin is necessary,
so it would put the 150 multiplied by whatever the numbers are in
similar situations in auto transport back in business so they are run-
ning their rigs again. And this would still not be fatal to the rail-
roads. The question would be, in drawing the line, where would it
leave quite unaffected the railroads’ unemployment question, this is a
question, too, where it ties into it and yet keep your chin above the
water.

Mr. Syrra. Yes, I think that would be the solution.

Senator McGer. That says what you are getting across here?

Mr. Sarre. Let the rails keep the piggyback, let them haul the new
cars, I mean a fair share of them, because it stands to reason our popu-
lation is increasing, there are going to be more cars built all along,
this is going to increase. If the railroads were getting their fair rate
out of them or the rate they could be getting out of the cars, they could
stand to lose some of this traffic and still come out with a profit on
the whole thing and it would still support the auto haulers in this
country, also. Like was mentioned today before, I believe there is
enough freight in this country of all types to keep both segments in
business.

Senator McGee. Particularly, you think there is enough auto
freight to share the market and keep both operations going ?

Mr. S»yora. Very definitely.

Senator McGee. Thank you very much.
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(The prepared statement of Mr. Smith follows:)

I am making this statement on behalf of myself and all other truckers engaged
in the transportation of new automobiles, and particularly for the group of men
working out of the Commercial Carriers, Inc. relay terminal in Cheyenne.

I have been in the trucking business for the past 10 years, the last 5 years
employed by the former Western Auto Transporters, Inc.,, now known as Com-
mercial Carriers, Ine, My income has been derived from the transportation of
new automobiles by truck from Cheyenne, Wyo. to most of the States west. I
am known as a leased operator, which is a company driver in every sense of the
word, except that I furnish and drive my own power unit or truck. In leasing
my truck to Commercial Carriers, Inc., I receive 65 percent of the gross revenue
of all loads that I haul. Out of this I pay all upkeep on my truck, all fuel, oil
and tires, my driving wages, and, of course, payments on my truck as well. Out
of the 85 percent the company keeps it furnishes the trailer, except for tires,
insurance, all permits, fees and tolls for all States the truck is operated in, and
the bookkeeping that is directly related to the company. The leased operators
in the auto transport industry are a rather large group of men who individually
operate a small business, each of us having a substantial investment in our
equipment.

The Cheyenne terminal of my company normally employs from 200 to 300
men and trucks. Since the first of this year there have been 23 men working.
I, myself, and others with less seniority have been laid off since October of
last year. This same sitnation exists in all other car-hauling terminals through-
out the country. Sinee being laid off many leased operators have lost their
equipment and their entire investment and many more face the same possibility.

We feel that we have been greatly discriminated against by the national
transportation policy in the Interstate Commerce Act, section 15A(3). This
has given the railroads a monopoly in the long-distance shipment of virtually
all new automobiles because they are allowed to offer freight rates to the auto
manufacturers that are so low that it makes competition with trucks impossible.
The railroads claim they are creating competition with their low rates, but on
the contrary, we believe their present ambition is to destroy competition, name-
ly, the auto transporters in the trucking industry. If they are allowed to con-
tinue to use such low rates in piggyvback service, then other phases of trucking
will suffer as have the auto carriers, which in faet they already have to some
extent. The piggyback, bilevel and trilevel service of the railroads is not only
causing widespread unemployment in the trucking industry and in many other
businesses that are dependent on trucks, but is also causing, we believe, a great
amount of unemployment within the railroads themselves.

We believe the reason for this is that in their attempt to monopolize the
transportation industry they are showing no consideration to anyone, not even
their own employees. The economy and welfare of our counfry does not seem
to interest them, either.

The railroads are trying to reduce their overall operating expenses even to
the extent of laying off all of their employees that they possibly can so they
can show a low operating cost to the Interstate Commerce Commission, who
in the past 2 years or so have used this cost as the base to their rate structure
instead of the commodity itself.

This is not right or fair because we believe the railroads are not giving
their true operating costs to the ICC for this reason: They give their cost as
so much per ton-mile when their true cost should be so much per carload-mile,

For an example, say their cost of operation is 10 cents per ton-mile (we do not
claim that this reflects their actual cost in any way) in their shipment of many
commodities, they load 40 or 50 tons on a ear, but in the shipment of automobiles
they cannot possibly carry more than 30 tons on any one car and the majority of
their loads by far would average closer to 20 tons, whether they be piggyback,
bilevel or trilevel. In using the supposed cost figure of 10 cents per ton-mile their
carload cost per mile wonld be $4 to $5, except for automobiles which would only
be $2 to $3 at the most, In their cost figures to the ICC the railroads are saying
in effect that they can ship a ecarload of new antomobiles for approximately half
or less the cost they can ship other commodities. This they cannot do and as
proof of this, take the total amount of freight the railroads haul, multiply it by
the freight rates they use for the piggyback, bilevel and trilevel shipment of
automobiles, compare the total revenue with the total cost of operation over the
period of 1 year and we feel sure the railroads would be bankrupt.
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There was a petition passed around by a railroad asking their employees to
sign. It was in effect a request, supposedly by the employees, that nothing would
be done by any Federal body that would disrupt the railroads’ plans for their
piggyback service. The employees were promised that more men wotuld be called
back to work if the rails ean keep this service, We maintain that the rails will
be foreed to haul men back to work whether they can keep piggyback service or
not, so they can get their equipment and roadbeds back to first-class operating
condition again.

It seems that the railroads, in laying off their employees, have done so for a
dual purpose. First, it cuts their operating expense so they can apply to the
1CC for lower rates that will force their competitors out of business, and second,
so they can say they are so financially pressed and such a large amount of busi-
ness has been taken from them by other modes of transportation that they have
been forced to lay off thousands of employees. By this they hope to soften the
attitude of the public so that when they request more subsidies from the Federal
GGovernment either in the form of cash, a reduction in their State and Federal
taxes, keeping their piggyback service or whatever, that the likelihood of this
being granted would be increased. In the meantime the economy of our country
suffers, not only from unemployment but also from a great loss of taxes on both
State and Federal levels because of the railroads’ piggybaek service. If this
were automation it would be different because that is a monster we all must step
aside for, it seems. But this was brought about directly by the legislation of the
17.8. Congress as interpreted by the 10C. If the Federal Government is going to
control interstate commerce, which it does and should, we ask that it be done in a
fair and impartial manner and that freight rates be established that are fair,
competitive, and most of all, compensatory.

We also understand from new car dealers that the dealer is charged the same
amount of freight on a new car that is ghipped by rail as he did when it was
shipped by truck. If there is such a savings in rail rates, then the consumer
should get the advantage of it, but we are told that the auto manufacturers
are the ones that are reaping the benefit of this rail service in the form of
huge profits. The consuming public shonld not be forced to pay for something
it does not get and Is entitled to the protection of the Federal Government from
such practices by Big Business, because it has no one else to look to for this
kind of protection. However, if the auto manufacturers were denied this profit,
their desire to use railroads for almost all of their long-distance shipments
would be greatly reduced. After all, the consumer is the one that pays the
freight on all new autos and so the freight rate is not necessarily the dominat-
ing factor in choosing the mode of transportation. Service becomes just as
important, and perhaps more so, and trncks ecan still give better service than
rails even with, as they say, their new and improved method of transporting
automobiles.

The railroads claim that the trucking industry receives large subsidies from
the Federal Government because of use of public streets and highways. This
is good for the rails when they say this because it builds up resentment against
trucks by the publie, who start to wonder (because there is no information avail-
able to them) why something isn't done by the Government to make these trucks
pay for the use of the highways. We honestly believe the trucks do pay their
fair share. Before the start of the Federal highway program in most States
trucks were paying 40 percent to 50 percent of the cost of highways. For us
who operate in the Western States we pay a minimum of 5 cents per mile for
wheel tax and fuel tax alone. We also pay tax on the trucks we buy, oil we
use, tires, parts we buy for repairs, our registration plates, a permit for every
State we operate in, inclnding fuel permits, Federal use tax fee, ete. In addi-
tion, we pay State and Federal income tax, not as large companies but as in-
dividuals. It is estimated there are about 15,000 truckdrivers laid off because
of piggyback operation, the majority being auto transporters, many of which
are leased operators. It is easy to see that the Government is losing a large
amount of tax money that will not be paid by the railrads, for this revenue
they receive from transporting autos is consumed within themselves because
they have more tax loopholes than we as individuals do; then, too, we understand
that many railroads are operating at a loss and, as far as we know, would pay
no income tax at all.

Trucks also help support many types of businesses, such as parts suppliers,
truck garages, service stations, truck shops, cafes, motels, hotels, tire stores,
insurance companies and the drivers' income spent in their community. Since
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the auto transporters have been taken off the highway, many who worked for
these small businesses have been laid off or have had their working hours per
week shortened. If piggyback service continues, many of these concerns will be
forced to close.

We sincerely believe the trucking industry is good for our Nation and our
economy and in forcing it off the highway it is detrimental to the American
people. In any national emergency, trucks would become most important be-
cause of their mobility and individual power.

In summing up, we are glad for this opportunity to express our views even
though it seems we are fighting something we cannot see and most certainly do
not fully understand, so we are relying on the understanding, wisdom, and good
judgment of this committee. And we earnestly hope that in viewing our plight,
we will be considered as we really are—responsible, taxpaying citizens, inter-
ested solely in getting back our rightful jobs and not simply as a group of Jimmy
Hoffa's teamsters.

Senator McGer. Mr. Schumm, I am advised that you have agreed
to file your statement,

Mr. Scaumm. Yes, sir.

Senator McGre. We appreciate your effort in that respect.
hWou]d you identify yourself for the reporter while you are right
there ?

Mr. Scaumy. L. E. Schumm, vice chairman, Order of Railway

Conductors, Casper, Wyo. Thanks a lot.
Senator McGee. Thank you very much.

(The statement of L. E. Schumm as filed with the subcommittee is
as follows:)
STATEMENT oF L. E. S8cHUMM, CASPER, W¥O0.

The purpose of my being at this hearing is to help clarify some of the charges
that have been made against the railroads in their latest try at a comeback,
Namely the piggyback transportation of merchandise and new automobiles.

I have been around and associated with railroads all my life, first with my
father, who was a telegrapher for 40 some years, and now as a conductor for
the Burlington. I have seen the way trucks have eaten into the railroads’
traffic. As a boy I have seen locals pull into the station with 8 or 10 merchan-
dise cars, today we don’t have a merchandise ear in weeks. We all know where
it went, the trucks took it by giving the shipper lower rates, and also they could
bring it to the shippers’ door. This was competition they said.

Back a few years I can remember when all new automobiles were shipped by
rail, with the passing of time and the rebuilding of our highways, and the in-
vention of an auto rack for trucks, the trucks took over again, at a lower rate.
This they said was competition. Now the time has come, thanks to the Trans-
portation Act of 1958, and the building of special flatcars that can hold 10 or
15 cars, the railroads are making a comeback. Back a few years they wanted
us to become competitive, now when we have finally become competitive they
are screaming for the Congress to stop us.

The overall result of the regulatory policies that tied the railroads’ hands
in competing with the newer form of transportation, together with the other
considerations mentioned, has been a precipitous decline since 1930 in the
portion of the Nation’s freight business handled by the railroads. In 1930 they
moved 74 percent of all intercity freight, calculated by ton-miles. In 1960
they transported only 45 percent of the intercity business.

By the early 1950's the railroads’ financial sitnation which had been worsen-
ing since the early 1930°s began to cause really grave concern, this prompted
a series of studies by Congress and various Government agencies, and these
were the forerunners of the Transportation Act of 1958.

One of the most important provisions of the Transportation Act of 1958
was its clarification of the ratemaking provisions of the existing law.

The railroads are now exercising their recently established right to compete,
as Congress clearly expected them to do, they are trying to bring about an
orderly adjustment of the rate structure more nearly to reflect transportation
costs, rather than leave the rate struecture rigidly tied to philosophies which
have been unrealistic for many years.
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The railroads are cooperating with shippers in developing means of providing
more satisfactory transportation services, and means of providing reduced
transportation costs. They are sharing the resulting savings with the shippers.

All of this is producing more business for the railroads (business the rail-
roads once had). And in no area of transportation have the results been more
spectacular than in the explosive growth of the piggyback.

These things are the happenings that have led to the Teamsters taking the
warpath against the railroads and the ICC.

Without the right to compete, spelled out by Congress in the Transportation
Act of 1958, the future of the railroad transportation in the Unijted Stutes
would be bleak indeed.

1 think this dispute is more than a guestion of labor displacement, as the
Teamsters are emphasizing. Both the trucking and the railroad industries
have been rapidly lesing employees in the past few years. Since 1951 the
railroads have laid off 400,000 men, while the Teamsters lost 20,000 drivers in
the past 2 years. Unemployment in the overall transportation industry will
not be solved by a readjustment of rates.

I feel that with the right to compete securely established in the business of
transportation as it exists in every other phase of American economy, railroad
management and railroad workers can meet the challenge of the future with
confidence.

It is not pleasant to see the loss of job opportunities in any industry, be it
truck driving, railroading, or in any other industry.

But competition is competition and that is what made the United States the
great country it is.

Not so many years ago the Teamsters, because the trucking industry had
worked out a more competitive arrangement, took a lot of jobs away from the
railroads. I cannot recall any hearings designed to help stem the flow of jobs
away from the railroads. The public reaction then was this: If the railroads
want the business back, let them get competitive.

So I think in closing that the same thing should happen now. Let the truckers
get competitive.

Senator MoGee. Mr, Pendley, I understand that you have agreed
to file a statement, if you would identify yourself for the reporter.

Mr. Pexprey. William Perry Pendley, secretary of ILocal Union
106, Sheet Metal Workers, International Association.

Senator McGee. Thank you very much.

(The statement as filed with the subcommittee by William P. Pend-

ley is as follows:)

I am William P. Pendley, secretary of Local Union No. 106, Sheet Metal
Workers International Association.

I appear before you because I, as a railroad worker, have a stake in these
proceedings. I have two sons in school who are dependent on me for an edu-
cation so as to be better equipped to fight life’s battles which seem to become
greater in number and proportion with each passing day. To be able to provide
them with such an eduecation, I am dependent on my job as a railroad mechanic,
Therefore, I am as concerned about my job as the next fellow is about his,
and as you can see, I am at an age where jobs are not easily obtained.

I have been with my present job 24 years but it was not the beginning of my
railroad employment. I had 14 years service with another railroad in another
State and it wasn't by choice that I came to Cheyenne, Wyo.—it was by necessity.
I was not alone—there were many others who were forced into a like situation,
the necessity of a job whereby we counld earn our daily bread.

Yes, we were forced into this situation largely, if not wholly, by the ever-
increasing inroads made by the trucking industry into the transportation field
at that time. That was a time when the railroad workers were unemployed and
the truckers were working, the trucks were running, and the railroad equipment
was sitting idle in the yards.
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How could the truckers make such an inroad as this? Low-cost transporta-
tion and it was legal, too, just plain old fair competition, and the railroads were
helpless to do anything about it. They couldn't cut their prices one cent with-
out the consent of the ICC, but the trucks could haul for whatever price they
wished to charge.

But now, after nearly 30 years, the stranglehold on the railroads has been
removed and at last they have been given some freedom to operate on a com-
petitive basis, the right to furnish the public a lower cost transportation, and
by so doing, regain at least a portion of business that was taken from them by
the trucks, and by the same method, lower-cost transportation.

One argument I have heard the truckers giving is that none of the saving in
the cost of transportation is passed on to the purchaser. Well, once 1 bought
a new car and I asked the salesman, “How do you ship?” He said, “We ship
some by rail and some by truck,” but he didn’t say here is one shipped by truck,
it is $50 cheaper than those shipped by rail.

I do not wish to imply that the truckers and the trucks have no place in the
transportation field because they most certainly do. They are here to stay,
but they didn't get here by holding their prices up to those of the railroads but
by lower prices than the railroads were allowed to charge. They were permitted
to charge as they chose and it was fair competition.

If it was fair competition by the trucks 30 years ago, then it should be fair
competition for the railroads today.

Thank you.

Senator McGee. Is Mr. Johnson here?

STATEMENT OF L. R. JOHNSON, CHEYENNE, WYO.

Mr. Jouxsox. Mr. Chairman £nd committce members, my name s
L. R. Johnson, local chairman of No. 106, Sheet Metal Workcrs In-
ternational Association, secretary of the local federation of shop
erafts, homeowner, and resident of Wyoming more than 31 years.

I appear at this hearing to oppose legislative action proposed by

the International Brotherhood of Teamsters, seeking to halt the
movement of truck trailers and automobiles by rail on specially built
railroad cars.

1. The Teamsters claim to have lost several hundred jobs in Wy-
oming due to the piggyback movement of merchandise. Losing jobs
is not a new thing to the people in the railroad industry—we have
lost several thousand due in no small part to the inroads of the truck-
ing industry. However, I must say some employees in both indus-
tries are victims of progress, due to automation.

9. Teamsters claim the railroads haul piggyback cars at a rate so
low they do not pay as they should. (entlemen, when you have
worked for a railroad for more than 26 years as I have, you would
be sure that claim is just so much hot air.

The facts are: Due to technological advancement in the railroad
industry and the enactment of the Transportation Act of 1958, the
railroads are finally free to compete with other types of transporta-
tion. This is competition, a basic right of free enterprise, and should
not be stifled.

3. To railroad employees at Cheyenne, the Teamsters’ action sug-
gests that the trucking industry cannot actively meet honest competi-
tion and are trying to legislate us out of our jobs.

4. As a resident and taxpayer in the State of Wyoming, T feel the
trucks are not paying their share of the construction and mainte-
nance of our hichway system. They not only cause faster deteriora-
tion, they create hazards to residents and vacationing motorists.
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Whereas, in national emergency, with extensive piggyback hauling,
the highways would be open for defense operation, as they were in-
tended. Also, the special railroad cars could be utilized for various
and unusual movements by the Government.

I thank you for the privilege of appearing before this committee,
and I trust you will consider the inequities of this proposed legislation
and act accordingly.

Senator McGee. Thank you very much, Mr. Johnson.

Mr. Wilson, I understand you have agreed to file a statement.

STATEMENT OF HARRY WILSON, BROTHERHOOD OF LOCOMOTIVE
ENGINEERS, CHEYENNE, WYO.

Mr. Wison. Senator McGee and gentlemen, I wonder if it would
be adding fuel to the fire, if this snow gets heavier we will probably
have to piggyback the trucks out of Cheyenne, I don’t know,

Senator McGee. Not only the trucks, but the subcommittee.

Mr. Wison. I have one paragraph here. I represent the locomo-
tive engineers in Wyoming and I am employed by the Colorado &
Southern. T have one paragraph here.

I understand that the ICC can regulate rates for the railroads be-
cause statistics are provided. I also understand the ICC cannot get
elementary statistics from the truckers. The ICC does not even know
how many of the trucks on the road are engaged in interstate com-
merce, what they haul or how efficient they can be at it.

Senator MoGee. I am advised by counsel the reason for this, how-
ever, in part, is that the trucking involves all the farm trucks as well,
and this is a little more difficult to control. I didn’t want this to be
attached to the truckers we are talking about here.

Mr. Wirsox. I understand it is about a third. Another thing is, I
wonder how the Government will explain to the people that an agency
set up to protect the people can do them harm by driving traffic into
uneconomical channels, depriving management of its prerogative and
the Nation of lower freight costs, as a student of history, they have
been able to do it in the past different times. I wonder how they will
do it on this.

Thank you, gentlemen. That’s all.

Senator MoGee. Thank you very much.

(The statement as filed by Harry Wilson with the subcommittee is
as follows:)

I have two axes to grind, a double-bitted one. One as the BLE chairman repre-
senting the engineers and firemen in the Wyoming district and the other as a
citizen of this country.

The ICC was set up to protect the Nation against railroad monopoly. Now,
where is the monopoly? Trucklines, pipelines, inland waterways, and private
autos, all share in the transportation field.

Piggyback is the one bright spot for the railroad that has been brought into
being against this competition by American business initiative and labor. We are
taking back business that we once had and that the truckers were able to get
through unrealistic rates and unfair taxation on the railroad.

How does this affect railroad employees? It is the Nation’s concern as well
as the railroad brotherhood's. More than 2 million in 1920, 1 million in 1940 to
less less than 700,000 today, to working an extra yard engine in the Cheyenne
yai‘tlliz. effect of piggybacking on the people of Wyoming and elsewhere in the
United States means some relief from a major headache. The growing thousands
of huge trailer trucks and now tandem trucks crowding the roads adding to
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traflic hazards and the already backbreaking load of taxation due to heavy
trucks breaking down existing roads and the necessity of building superstrong
highways, of which the trucks are not paying their share, the end result is a
subsidy for the truckers and unfair competition for the railroads which must
maintain their own road and still pay high tax into this community.

What is more, the truckers are not true common carriers as they take only the
business they want or are equipped to handle. They compete selectively. The
railroad offers and does take anything other carriers take and all the business,
high or low profit.

The ICC can regulate rates for the railroads because statistics are provided.
But the ICC cannot get elementary statistics from the truckers. The ICC does
not even know how many of the trucks on the road are engaged in interstate
commerce, what they haul or how efficient they can be at it.

How can the Government explain to the people than an agency set up to protect
the people can do them harm by driving traffic into uneconomic channels depriv-
ing management of its prerogative and the Nation of lower freight cost?

Is railroad labor expected to lay down and lose our employment because the
truckers want, and, yes, demand, that they have no competition? Is this the
American way of life?

Senator McGee. Mr. Gavin.

STATEMENT OF W. E. GAVIN, CHEYENNE, WYO.

Senator McGee. Would you give your name to the reporter?

Mr. Gavin. W. E. Gavin, local chairman, B. of R. T., Colorado &
Southeran Railroad, here at Cheyenne.

Senator McGee. You wanted to file your statement ?

Mr. Gavin. Yes.

Senator McGee. Thank you very much.

(The statement as filed with the subcommittee by Mr. Gavin is as
follows:)

1 believe that turnabout is fairplay in that the railroads are trying to get
back traffic that they, in the first place, lost to the trucklines in the last few
years. I believe this to be fair as it can get. The truckers say that they have
lost 20,000 truckdrivers in the last 1 or 2 years; the railroads have lost, in
comparison, 80,000 workers.

Road upkeep. The railroads have to maintain their own roads, this takes
many hundreds of sectionmen ; the railroads also have to pay taxes. The trucks
run over the taxpayers’ roads. Although the trucklines do pay taxes, they do
not pay enough taxes for the roads they tear up. If the trucklines would have
to maintain their own roads, they conld not possibly compete with the railroads.

The truckdrivers say that it is not right for the railroads to haul piggyback.
[ believe that the more trucks that do not hog the roads, the safer it will be on
the roads for the taxpayers that pay for the roads that the trucks tear up.
Trucks hauling gas and explosives should be kept off' the highways. These are
things that the railroads have never brought up. I believe that if the railroads
can get this business back by hauling piggyback, then this is where the business
should go.

For vears the railroads have stood by and watched the trucklines take busi-
ness from them. Due to the Government levying high taxes on the railroads in
the past, this kept the railrond companies from giving fair rates to compete
with the trucklines.

The railroads have started on a comeback due to the use of piggybacks. This
is the railroads last chance to stay alive. We would appreciate your help in
keeping the railroads alive.

Senator McGee. Mr. Clopton.
STATEMENT OF ROBERT L. CLOPTON, CHEYENNE, WYO.

Mr. Croprox. I am Robert L. Clopton, 1920 East Pershing Boule-
vard, Cheyenne, Wyo., division foreman for the Colorado & Southern
Railroad in Cheyenne.
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Piggybacking is certainly one of the newest steps in progress made
by the railroads. In this manner they have competed with the truck-
ing industry to regain a portion of the shipping lost to them years ago.

In the interest of the security of the railroads and the possibility
of more jobs being available to railroad workers, I believe they should
have the right to continue to compete with the trucking industry for
this modern rail service.

Senator McGee. Thank you very much.

Mr. Hoskins.

STATEMENT OF DAVID G. HOSKINS, CHEYENNE, WYO.

Mr. Hoskins. Senator McGee, members of the committee, my name
is David G. Hoskins. I reside in Cheyenne. I am an employee for
the Colorado & Southern Railroad working in the capacity of con-
ductor, and I am the local chairman for the Order of Railway Con-
ductors & Brakemen, union representation of those men, and I think
our position has been prety well covered for the record and any legis-
lation pertaining to hauling piggyback operation would be against
our will. Thank you.

Senator McGee. Thank you very much, Mr. Hoskins.

STATEMENT OF EVERETT PHILABAUM, CHEYENNE, WYO.

Mr. Philabaum.

Mr. Pramasaum. I am Everett Philabaum, secretary of Carmen’s
Union, and to avoid repetition I am filing my statement.

Senator McGee. Thank you very much. It will be carried in full.

(The statement of Everett Philabaum as filed with the subcommit-
tee is as follows:)

My name is Everett Philabaum. I am a carman and inspector working for
the Union Pacific and live in Cheyenne. I am secretary of the Cheyenne Lodge
of Railway Carmen.

After reading of the highway users’ claims of unjust rates on handling ship-
ments of so-called piggyback loads, it appears they, the truckers, have lost sight
of the origin of such loadings.

For at least 30 years I have seen and worked on such load on railroad flat
cars, such as plate steel, block base powerplants, roadbuilding machinery,
trucks, tractors, and numerous bulky and oversize equipment loads. There
was no trucks attempting to handle such large heavy equipment in the early days.

During these same years, and until the post World War II years, I have
worked on automobile cars loaded with new autos from the time they were
elevated with wooden braces, and later with mechanical loaders.

Now it is open knowledge who first hauled automobiles, and so the question
is, who was first to have favored consideration in the making of rates. When
trucks grew in power to handle such loads and suitable trailers were built,
the railroad industry experimented with load racks but were unable to secure
loadings, due to the lower rates allowed trucks.

Then, due to progress in railroad power and operation procedure the rail-
roads could compete in delivery with competition, they asked and received
hauling rates at which they could profitably handle such piggyback loads, which
has now proven satisfactory to the shipper.

Senator McGee. Mr. Ahern.
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STATEMENT OF ALBERT M. AHERN, CHEYENNE, WYO.

Mr. Aner~. I am Albert M. Ahern of Cheyenne, Wyo., representa-
tive of Boilermakers Union, Local 46. I am now employed by the
Union Pacific Railroad and have been in their employment for 37
years.

I know we are running short of time, and I feel that the committee
will go along and handle this properly for our organization. Thank
you.

Senator McGer. Thank you very much, Mr. Ahern.

(The statement of Albert M. Ahern as filed with the subcommittee
is as follows:)

1. Albert Ahern of Cheyenne, Wyo., represent the International Boilermakers
Union, Local 46. I am now employed by the Union Pacific Railroad, and have
been in their employment for 37 years,

The modern efficiency of the piggyback and special-purpose-built railroad cars
will help the economy of the United States, and make the U.S. military transport
more versatile in time of national emergency.

Due to the new technology and modern equipment the advance progress offered
by the piggyback and specialized railroad ears should in a few years make most
of the present day railroad box ears system obsolete.

This changeover for new equipment will require millions of working man-
hours on the part of American labor to build and maintain.

This program will require millions of dollars derived from railroad earnings
to finance the new conversion of equipment and material on part of the railroads.

This program will also eall for thousands of truck trailers to be built to carry
freight to and from the railroad freight terminals, and for military fransport.

The answer to this program will be its economy in dollars saved for the
American publie, in safety for the traveling publie, and from road hazards by
putting the heavy long haul of freight on a private roadbed built to handle
heavy freight, so the traveling public may enjoy their own superhighways.
This program will speed the freight, saving time and money for the consuming
publie.

The versatile performance of this new type of railroad cars and truck trailers
will be a big improvement for the military tramsport, in time of national
emergency.

We ask you, please, do not pass any legislation that will hinder this national
transportation program so vital to the public and military of these United
States.

Senator McGer. Mr. Schoel,
STATEMENT OF GILBERT E. SCHOEL, CHEYENNE, WYO.

Mr. Scrogr. My name is Gilbert E. Schoel, president, International
Brotherhood of Firemen & Oilers, Local 579, Cheyenne, Wyo., em-
ployed by the Union Pacific, Railroad Stores Department.

I feel my statement has been very well covered by the rest of the
members here today. Thank you very much for your time.

Senator McGee. Thank you.

(The statement of Gilbert E. Schoel as filed with the committee 1s
as follows:)

Mr. Chairman and committee, piggybacks are an advanced form of transporta-
tion and are essential to the national transportation problem.

A few years back the railroads were handling the bulk of the country’s freight,
but through modern advancement the trucks came into the picture and began to
siphon off a large portion of the Nation’s railroads’ freight business.

The trucks took practically all of the new ear hauling because they could give
better service at a lower cost, which resulted in a terrific loss to the Nation’s
railroads. The railroads, in order to save their business, were forced to make
other arrangements to handle this freight business that the trucks had taken
from them.
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After much research and expense to the railroads, they provided a new type of
service known as piggybacks, which consists of a newly built and designed flat
car with facilities to tie down truck trailers for transporting them from one
destination to another.

This service is much more practical and economical to the shipper. It removes
a large portion of the heavy-loaded trucks from the highways, making them
much more safe and pleasant to travel with our families. It also helps to keep
our highways in better condition because all the heavy-loaded trucks do consid-
erable damage to the highways.

If the truckers feel that they are not receiving a fair share of this freight
business, let them compete on a competitive basis by building their own roadway
and maintaining same, paying taxes on all of their roadways, the same as the
Nation's railroads have to do.

Piggyback service has heen proven and should be left alone to grow with

America,
Senator McGee. Mr. Nielsen.

STATEMENT OF J. L. NIELSEN, CASPER, WYO.

Mr. NierseN. My name is J. L. Nielsen, legislative representative of
Natrona Lodge 845, Brotherhood of Locomotive Firemen & Engine-
men of Casper, Wyo. I am employed by the Burlington Railroad, and
in view of the fact that what I have is mostly repetitious, I will just
file it with you people and I thank you very much. |

Senator McGee. Thank you very much for your interest in coming

here, Mr. Nielsen. : ’ ;
(The statement of J. L. Nielsen as filed with the subcommittee is as

follows:)

The Honorable Senator Gale McGee: I, J. L. Nielsen, legislative representa-
tive of Natrona Lodge 845, Brotherhood of Locomotive Firemen & Enginemen
of Casper, Wyo., wish to present our opposition to any legislation in regard to
placing any more restrietions on the railroads of the United States. We feel
that there are a great many restrictions on the railroads which should be re-
moved, such as excise iax on passenger fares and freight.

James Hoffa, president of the Teamsters, has a desire to restrict the railroads
in the movement of freight on the railroad systems of America so some 20,000
truckdrivers can have jobs. It is our contention that by the use of piggyback
form of shipping various commodities the railroads are only getting back some
of the business that was formerly hauled on the railroads of this Nation. The
railroads have around 400,000 employees presently laid off on account of the
loss of business to trucking and other forms of transportation that are being
subsidized by the National Government. The Government builds the highways
for the use of trucks and buses to compete with the railroads. By the same
token the Government bunilds and maintains airports and landing fields so air-
plane transportation companies can compete with the railroads. The railroads
have built their own lines, must pay taxes on their installations and maintain
them at great expense, They have had no “handouts” from the Government.

It is our contention that if the raflroads can haul their various types of
merchandise at a more economical and realistic price for the consumers, the
consumers are entitled to such savings. We do not see any need fo pass laws
taking that economie privilege away from the railroads while granting it to their
competitors. According to the U.S. Labor Department the productivity of the
railroad workers is the highest in the Nation, so it stands to reason that a five-
member crew ean haul a train of 50 to 125 cars much cheaper per car than a
truckdriver ean drive one truck the same distance with only about one carload
of merchandise. The railroad workers did not ask for legislation when their
jobs were taken away by all the other forms of transportation.

Furthermore, by using the railroads for long-haul freight and passenger busi-
ness the highways can and will become safer for travel. The trucks are hard
te pass and they take up most of the space on two-lane highways. It is quite
disconcerting to meet one of those monsters on the highway at night or when
the weather is bad.




210 PIGGYBACK TRANSPORTATION

Because of the interest you have shown in the welfare of the railroad workers
and our problems we felt we could eall upon you once more to protect our
interest in pending legislation. We know you will give this your attention and
we are most grateful to you for all you do in our behalf.

Senator McGee. Mr. Reed.

STATEMENT OF DONALD A. REED, CHEYENNE, WYO.

Mr. Reeo. My name is Donald A, Reed. I represent the unem-
ployed railroad worker in Cheyenne. There are are approximately
30 percent of us unemployed. I have broken it down and I have
used my earnings for the past 8 years as a rule of thumb for you to
go by and this is slightly more than half of what I feeling a living
wage should be.

I am proud to work for the railroad, I am proud of the railroad,
and I am proud that I voted for you, Senator.

Senator McGee. Your point is, being a man dedicated to railroads
as far as employment is concerned, you are unemployed ?

Mr. Reep. That's right.

Senator McGEee. You want every consideration to be given so that
employment can increase as far as the railroads are concerned ¢

Mr. Reep. Yes, if the railroad prospers, I prosper.

Senator McGee. Thank you very much. These personnel figures
will be of interest in the record.

CHEYENNE, WYo., April 10, 1961.
Honorable Senator McGee and Commitiee:

The following facts are submitted for your thoughtful consideration.

As of this date, April 10, 1961, the following conditions exist relative to train
service working conditions in Cheyenne.

Cheyenne is the home terminal for the fourth district Nebraska division freight
trainmen, and home terminal for the fifth district Wyoming division trainmen.

Fourth district has 115 men on roster; 32 men are unemployed; 13 additional
men are on extra board: 70 have regular employment, Junior trainman having
Eegll:)lf‘; employment began his employment with Union Pacific Railroad May

Fifth district has 104 men on roster; 57 men are unemployed ; 7 additional are
on extra board: 100 men have regular employment. Junior trainman having
regular employment began his employment with Union Pacific Railroad June
b, 1942,

Eleven men are junior to me in seniority on fourth district; have had less
employment than I.

I am the junior conductor on the fourth district, and at present it looks like
it will be 15 to 20 years before I am ever in charge of a train.

The following is my personal résumé for your guidance :

I have averaged $259.30 per month gross income in the past 8 years as an
employee. Itemized as follows:

At age of 33 I secured employment as brakeman with the Union Pacific Rail-
road, July 3, 1953, fourth district, Cheyenne, Wyo., to Sidney, Nebr.
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Gross income
22 493. 43
1, 142, 42

8. 83

. 98

Brakeman :

1957 (includes $1,052.73 gross sheet metal helper in Union Pacific
4, 362, 83
. 24
29

3 336, 12

Total, 8 years, 12 months per year e eemmmmm e mm e 24, 806, 0T
Average gross income per year for 8 years_ 3,100. 76
Gross income per month . 39

Year 1960:
Gross income includes $157.45 as switchman in Cheyenne yard... 3, 336.
668,

Income tax refund on 1960 earnings oo e
Net income railroad earnings.
Net take-home pay per month

Out of this I had to pay away-from-home lodging and meals.

I was furloughed and recalled in 1960 eight times as follows:

1. Furloughed January 4; recalled April 9. 2. Farlonghed April 14; re-
called May 1. 3. Furloughed May 4; recalled June 15. 4. Furloughed June
17 ; worked as switchman, Cheyenne yards, June 29 to July 7 ; recalled July 8.
5. Furloughed September 12; recalled September 21. 6. Furloughed Septem-
ber 26: recalled October 1. 7. Furloughed November 2; recalled November
3. 8 Furloughed November 9: recalled December 17,

So far in 1961 I have earned $42.46 gross income, less deductions of $25.99.

One point I wish to make clear is that it is very difficult to obtain employment
during periods of unemployment, when you tell your prospective employer the
truth that you have seniority on the railroad because you are so inconsistent in
your availability.

I have an honorable withdrawal eard from Teamsters Local No. 204, Omaha,
Nebr.. but never have heen able to secure employment through the Cheyenne
local during periods of railroad unemployment.

I have secured temporary employment at Fort Warren Air Base. I have tried
to sell and have sold electric welders, battery rejuvenator, and cemetery plots.

During the past eight seasons the only regular job my seniority has ever allowed
me to hold is a local switcher operating out of Sidney, Nebr., our away-from-
home terminal, 100 miles from Cheyenne. This necessitates being away from
home and family a week at a time and, of course, additional away-from-home
Lexpenses.

1 still own and operate my 1949 Frazer car which I owned and was free of
debt hefore T secured railroad employment. I have hanled home and sawed by
hand railroad ties and serap lumber to save on my fuel hill,

Last vear I had to cash an insurance policy and dividends to pay for much
needed dental work for myself, wife, and son.

Our major appliances—stove, refrigerator, sweeper, and washing machine—
are 10 to 15 vears old and should be replaced.

Respectfully submitted.

Senator McGee. Ts Mr. Miller here?

Doxarp A. REED,
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STATEMENT OF EMERY L. MILLER, LARAMIE, WYO.

Mr. Mrrer. Senator McGee and the committee, T am a former field
auditor for the Department of Revenue of the State of Wyoming. I
resently am owner of an apartment house and filling station business
m Laramie, I was9 years trying to become a railroader and gave it up
as a lost cause because of the way the trucking industry was affecting
the railroads. Isaw the handwriting on the wall, but yet I have main-
tained my rights as a railroader. I am a brakeman of 9 years, but
here are the facts the way I look at them.

I hired out in 1953 and I had 514 months’ work. There were 38
men back of me that hired out. At that time I was the 352d man on the
seniority list, and today I am the 288th man on the list, a net gain of 63
men who have either quit or died.

During 1956 when the trucks started to haul the cars out of Kansas
City with General Motors, I tried to purchase a Chevrolet in Laramie
and was told that the docks were closed as far as the railroads were
concerned and I would have to get it by truck. That same year I only
worked 30 days.

Piggyback started coming in on the railroads in 1958 and we were
only down to 39 turns, but I got on about 30 days. Last year I never
even got on and this year I doubt if I will get on. Nine years later,
with a gain of 63 men, still can’t get work as far as the railroad goes.
But the way I look at it, I am not so interested in whether T can work
on the railroad or not, but I am interested as a taxpayer. I think the
way to help the trucking industry and to help the railroad and make
a better job for a trucker, if the trucks were hauled in town by over
the railroad a guy could operate his cab and take it off the railroad and
deliver it locally, and the railroads who are suffering from lost trans-
portation, if they are allowed to continue progressing with this piggy-
back system, T am sure they will progress, and I am strictly against any
legislation that is going to hinder piggvback. T can see that piggy-
backing is going te help the trucking industry; it is going to help the
railroad. That's what I am here to state,

Senator MoGee. Thank you.

Mr. Lumborg.

STATEMENT OF 0. R. LUMBORG, WASHINGTON, D.C.

Mr. Loveora. Senator McGee, my name is O. R. Lumborg. T am
vice president of the Order of Railroad Conductors & Brakemen. 1
am also associated with the Railway Labor Executive Association in
Washington, D.C., where we maintain an office in the Railway Labor
Building.

The primary job that T do is legislation. T travel the country from
coast to coast, from the Canadian border to the gulf,

I am going to try not to be repetitious. You have heard many
men of the railroad industry locally speaking their views in regard
to the piggybacking subject. I might say that as I travel across
the country and from my past experience of 40 years and the last 10
years in the labor movement, that the piggybacking, back in the
twenties and the thirties, was generally carried, as sustained by the
records, by the railroads. Along in the fifties the piggybacking be-




PIGGYBACK TRANSPORTATION 213

came quite popular on the highways, and I want to be sure and leave
this impression, that railroad labor is by no stretch of the imagination
mad at the trucking industry or the Teamsters in any way, shape, or
form. I think that competition is extremely helpful. I think it is
what makes this country what this country is today, and I think that
I can say without reservation that the piggybacking industry created
a better industry than what we had in the past years in the railroad
movement, because today as the railroads are regaining the piggy-
backing business, they are running more trains, probably shorter on
less tonnage because it is considered some of the prime business, and
it has very definitely shown a stimulation or an increase in our em-
ployment across America, and I say without reservation that the
Railway Labor Executive Association in Washington, which operates
the 22 railroad labor unions, the 743 men within this industry are
very, very much in favor of the statements that were made by the
railroad Tepresentatives and what has been said in behalf of the
piggybacking here. I think that competition is good—it is whole-
some to have good competition.

I think it is only fair to leave this thought with you, that if the
railroad could handle this tonnage for less, they should be given that
opportunity, and I think it is like any other business, that the fellow
who goes out there and does the job for the public and does it better
on the basis of both rates and time should be given the opportunity
to haul that business.

I might say that as far as the labor unions within the railroad in-
dustry are concerned, we haven’t even gone in and written agreements
with the carriers to permit some of the passenger trains in America
who could have been pulled off, who were running at a loss, to handle
piggyback on their passenger trains, as part of their equipment. It
meant that those trains were saved, they were left on the rail for
the good of the public. It gave the railroads enough of an income
so they were able to maintain those trains on the rail, and the result
of it was, it was a good, healthy thing to the industry, and I am
bitterly opposed to anything that would destroy the competition of
piggybacking. I think in this great country of ours there is plenty
of room for both the trucking industry and the railroad industry.
But in closing I want to say this. I think it should be strictly on a
competitive basis and I think whoever can do the best job the cheapest
and the fastest should receive that business.

I thank you very much for appearing. i

Senator MoGee. Thank you, Mr. Lumborg. If you still have mis-
givings about our snowstorm outside, I just talked to Mrs, McGee in
the intermission and it is raining cats and dogs in Washington. So
take your choice. ;

That’s the end of our list here. I want to ask if there are any
who have not been heard whom we have overlooked or anyone who
would like to file a statement for the record.

Mr. Lussore. I might say, Senator McGee, I will file an additional
statement within the time required on behalf of our organization.

Senator McGee. Fine. The record will be open for 2 weeks, 14
calendar days after this hearing closes.

I want to put in the record a letter from a member of the Wyoming
Automobile Dealers Association in which there was some confusion
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raised about who was making money off of whom in the rates being
charged on piggybacking, and I think it belongs in the record so
that the subsequent considerations that may be entertained will show
that there was no suggestion in this hearing by any participant that
the automobile dealers in Cheyenne or in Laramie or in Greybull or
in Cody were making any money off of anybody’s plggyb:u:]{. The
only suggestion that has come up here—and it has come from two
members testifying in behalf of the truckers and two members in
behalf of the railroads—that they don’t know whether the automobile
manufacturers are passing along this saving. But that’s beyond the
scope of this particular hearing. I think the record should clear
up this point in view of the correspondence that came from a member
of the Wyoming Automobile Dealers Association.

This is Wyoming correspondence that has come into my office and
the committee on the subject of the hearing itself, and I would ask
that that be made a part of the record. The out-of-State r‘on‘eslmn(b
ence is in the much thinner folder and that likewise will be added to
the files.

WryoMING AUTOMOBILE DEALERS ASSOCIATION,
Cheyenne, Wyo., April 1, 1961,
Hon, GaLe W. McGEeE,
U.8. Senator,
Senate Ofiice Building, Washington, D.C.

DEAR SENATOR McGeE: The franchised automobile dealers of Wyoming have
read with considerable interest the newspaper article with Washington (UPI)
dateline under the heading “Piggyback Hearing Defended by McGee.”

I quote the last paragraph of the article:

“Complaints have also been received by the committee that the automobile
dealers who utilize the piggyback system of transport are ‘pocketing’ the savings
on freight rates and are not passing them on to the consumer,” he said.

It is evident that you are not in possession of the correct information im
regards to the above quote. Automobiles are delivered to the dealers with
freight charges prepaid by the factories with freight charges added to the
dealers’ invoices. The exact amount of such freight charges as shown on the
dealer invoices is charged to the consumer; no more, no less. I believe that
investigation will reveal that freight rates on automobiles today are consider-
ably less than that of years past, which is possible only because of factory
negotiations with the carriers.

The dealers are not pocketing any savings, as you state; and we believe, in
all fairness to the Wyoming automobile dealers, a public correction of your
statement should be made in the press.

We are in receipt of a letter from Larry Meredith, managing director of the
Wyoming Trucking Association, who advises that it is your feeling that our as-
gociation might have something of interest for the committee holding the hear-
ings in Cheyenne on April 10. In discussing the matter with our association
president, Mr. W. L. Riley of Sheridan, we have concluded nothing constructive
could be offered by us other than our foregoing statement in this letter.

A reply at your earliest convenience will be appreciated.

Respectfully yours,
ArcHIE W. SHAFER,
Ezecutive Vice President.

ApriL 4, 1061,
Mr. ArcHIE W, SHAFER,
Executive Vice President, Wyoming Automobile Dealers Association,
Cheyenne, Wyo.

DeAr Me. SHarer: In reply to your letter of April 1, T should like to point out
that the newspaper article which you mention simply contains a listing of some
of the types of complaints which have been received by the committee.

To ascribe the sentiments of the complainers to me or to any member of the
subcommittee wonld be quite inacecurate. It is the purpose of the planned hear-
ing to gather information in this complex area. We certainly accept your de-
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cision not to testify and assure youn that the suggestion that you might be inter-
ested in doing so was only made to offer you the opportunity in case you felt an
appearance would be appropriate.
Sincerely yours,
Gare W. MoGeE, U.S. Senator.

Senator McGee. And now I would say as we reflect over these many
words and these excellent contributions that have come from all sides
today, that it is possible to see the interrelation of the personal dif-
ficulties that really represent the kind of problem that we are con-
cerned with here.

Everybody is concerned about employment. They don’t want a man
out of a job if it can be helped. We are interested in getting enough
business to put a man back at work if that is at all possible. But it
has been very difficult to learn here today where, for example, the
pigzybacking operation puts someone to work. Likewise it has been
difficult to learn to what extent, it has taken people out of work, for
the very simple reason that the downtrend in business activity has also
had an effect. Up until now it is impossible to obtain the figures,
the breakdown that would show which percentage was due to the
broader business downturn, and which was due to the question at issue
here. T think nonetheless the real fact of unemployment among some
of the auto transport drivers is more readily understood as an item
within itself. I think one of the suggestions made here was a very
reasonable one, that there be an exploration, at least, for a reasonable
area in which it might be possible to keep them afloat somehow and still
keep the interests of all groups going. What it would show in terms
of the exploration by the experts, the experts themselves will have to
say.

The purpose of this hearing was to make these areas of overlap-
ping interests a little clearer so they can be examined by those whose
business it is to try to keep these adjustments as fair as possible. The
real burden, then, was not how to get the truckers off of the highways
nor how to push the railroads back to where they used to be. The
real issue was to try to inquire into the fairness of ratemaking op-
erations in the broadest possible interest. That has been the whole
point, the whole focus of the questioning today. Tt has been the per-
tinent part of the testimony that has been supplied today because it all
comes back to our deep concern in the Congress for a wise, a sound,
and a far-seeing national transportation policy in which all of the
segments of transportation media are strong and basic parts in the
national interest. -

Out of the hearing has come a reference again and again as to the
benefits the consumer may be deriving from the economies of piggy-
back. I think I would be remiss not to mention that, although it is
beyond the scope of this hearing by this subcommittee at this time. I
certainly will be one to recommend that the proper individuals, whom-
ever they may be, have a look at the other end of this someplace in the
proper way to determine whether these economies are being passed
on to the consumer. ; d

Again, the consumer has but one spokesman, one voice, and that in
his servant in the Government. :

That winds up the hearing. I thank you all for your patience and
your “sit-ability.” You have been enduring in every reS{)ect. I per-
sonally have had a liberal education from the testimony that you pro-
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fessors have supplied here to a freshman student in trying to under-
stand more fully and more fairly the intricacies of this transportation
question.

I want to thank Frank Barton, the counsel from the staff, for coming
all the way out here from Washington, also Chuck Whittemore of my
staff. I want to thank all who have made these facilities available.

In particular, I want to thank Mrs. Durkee for not only rendering
us a real service in distributing these materials but in adding to the
beauty of the surroundings, and we thank TV station KFBC for hav-
ing carried a large portion of our morning discussions to the commu-
nit._\', both here and through an arrangement with KTWO in Casper,
to the Casper area.

That’sall. Thank you again, and goodby.

(At 3:30 pm., hearing closed.)

WryoMmiNg CORRESPONDENCE SUBMITTED TO THE SUBCOMMITTEE

Evaxsron, Wyo., March 11, 1961,
Hon. GAre McGeE.

DeARr SENATOR: It has been brought to my attention about the Teamsters Union
complaining about the railroad piggyback practice taking jobs from them. Have
they stopped to think of the time when this was regular railroad business, along
with fruit transportation and a few others, that the trucking business took with-
out a blink of an eyelash.

We sincerely hope that you will uphold the laws against monopoly and power
trusts of business. When it comes to laws and regulations against fair competi-
tion, pleagse don't support such laws. What difference does it make whom does
the hiring of labor, so long as the jobs are furnished for the laborer?

They are misrepresenting their cause by saying a crew of three men do the
work of a great many truckers. This is not so. Do yon realize how many other
jobs are inecluded in keeping these frains going? Freight agents, dispatchers,
switchmen, machinists, section crews, ete.

Please uphold all business’ right in this country for working in fair competition.

Yours truly,
Mr. and Mrs. James H, Coox.

EvanstoN, Wyo., March 11, 1961.
Hon. GALE McGER

DeAr Sm: It has been brought to our attention about the Teamsters Union
complaining about the railroad piggyback practice taking jobs from them, Have
they thought about the time when this was regular railroad business, along with
fruit transportation, and a few others, that the trucking business took without
a blink of an evelash?

We sincerely hope that you will uphold the laws against monopoly and power
trusts of business. When it comes to laws and regulations against fair compe-
tition, please don’t support such laws. What difference does it make who does
the hiring of Iabor so long as the jobs are furnished for the laborers.

They are misrepresenting their cause by saying a crew of three men do the
work of a great many truckers. This is not so. Do you realizé how many
other jobs are included in keeping these trains going?—freight agents, dis-
patchers, switchmen, machinists, section crews, ete.

Please uphold all businesses’ right in this country for working in fair
competition.

Yours sincerely,
Ruta R. Cook.

Evaxsrox, Wyo., March 11, 1961,
Hox. GALE McGEE.

DeAr Sir: It has been brought to our attention about the Teamsters Union
complaining about the railroad piggyback practice taking jobs from them. Have
they stopped to think of the time when this was regular railroad business, along
with fruit transportation, and a few others, that the trucking business took with-
out a blink of an eyelash?
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We sincerely hope that you will uphold the laws against monopoly and power
trusts of business, When it comes to laws and regulations against fair compe-
tition, please don't support such laws. What difference does it make who does
the hiring of labor so long as the jobs are furnished for the laborers.

They are misrepresenting their cause by saying a crew of three men do the
work of a great many truckers. This is not so, Do you realize now many
other jobs are included in keeping these trains going?—freighl agents, dis-
patchers, switchmen, machinists, section crews, ete.

Please uphold all businesses’ right in this country for working in fair
competition.

Yours truly,
Mr, and Mrs. RusseLn D, Coox.

Meprcine Bow, Wyo., March 10, 1961,
Senator Gare MoGEE,
Senate Office Building, Washington, D.C.
Senator J, J. HickEey,
Senate Office Building, Washington, D.C.
Representative Witriam H. HARRISON,
House of Representatives, Washington, D.C.

Dear Sms: I wish to go on record as being in favor of the continuance of ex-
panded piggyback rail-truck service, as opposed so strongly by the Teamsters
Union, headed by James Hoffa.

1 work for the Union Pacific and naturally have a direct interest in this matter,
However, I do not ask favors for the railroads, I do ask that you give every con-
gideration to fair handling of the problem so that both the trucking and railroad
industries get a fair solution.

Although doubtless many teamsters' jobs have been lost as a direct result of
piggyback service, I believe many of their lost jobs are also a result of the current
business recession, which has also cost many railroad jobs. Also, for over about
30 years railroad jobs by the hundreds of thousands have been lost, in large part
due to trucking inreads, part of which was justified, part of which was due to
the railroads not being able to compete because of outdated ICC regulations on
them from another era, which were no doubt necessary when set up.

It seems to me that if one form of transportation can handle a certain com-
modity profitably at a lower rate than another, then it should be allowed to do
so, and the public will thereby benefit by such lower rates. For instance, rail-
roads have long been in an uncompetitive position and overregulated in the case
of most agricultural commodities. Trucks have the inherent advantage of door-
to-door service, therefore it seems to me railroads must be allowed to compete in
the fields they ean handle, to survive. Certainly all forms of transportation are
needed and have their place.

In this connection, it seems to me the idea of a national transportation poliey
ghould be given every consideration, and that it offers best hopes for a long-range
solution to these and other problems which would be fair and equitable to all.

Mention has been made in Teamsters literature of the tremendous loss of road-
building revenues (estimated at many billions of dollars) due to piggyback in-
roads on the trucking industry.

However, it seems to me that these roads are necessarily built heavier and more
durable specifically to take eare of heavy trucks, which we all know do more to
wear out roads than they will admit or are willing to pay for. If piggybacking
canses less wear and tear on these roads, then maintenance costs will not be so
high, and T fail to see where the public will be the loser. ILess maintenance
costs and lower freight rates as a result of competition certainly would equalize
the loss of direet roadbnilding revennes from the trucking companies.

I don’t believe in taxing the trucking companies more than their fair share,
but I agree with President Kennedy's recent recommendation that they be
taxed an amount in proportion with their use of the roads, which T am sure
has not been done in the past. After all, the railroads must pay all the costs
of the maintenance of their rights-of-way, and still pay their fair share of taxes
for support of Government activities from local to national levels.

Yours very truly,
L. B. LawToN.
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STATE oF WYOMING,
THIBTY-SIXTH STATE LEGISLATURE,

HoUsSE OF REPRESENTATIVES,

Evanston, Wyo., March 8, 1961,

Hon. Gare McGeg,
U.S. Senator,
Washington, D.C.

DEAR SENATOR: Since I have returned home I have heard a lot and read about
the Teamsters Union and' the President of the Teamsters Union, James Hofla,
wanting Congress to pass laws in behalf of the Teamsters against the railroads
hauling automobiles piggyback.

1 know you don’t unuerstand all the problems that we had to go through when
the trucks took the automobile business away from us.

We had to accept it, and we lost men because the business went to the
trucks, but we didn’t ask Congress to pass laws against the trucks but tried to
meet the competition with something better and finally got the piggyback to use
in transporting automobiles to the public.

To us it's a fine and fast way to serve the people of the United States as
well as being removed from the overcrowded highways.

We as railroaders had this business in the first place and we feel we are only
getting back what rightfully belonged to us.

I have been a railroader for 37 years and through the years I have watched
the trend of the trucks.

In comparison, the railroads employee men and women, maintain their own
tracks, roadbed, and equipment in every town they operate in and out of.

They maintain shops and have men working for them in every town they
operate in.

They pay taxes in every town, county, and State they run in and out of.

In Uinta County alone they pay taxes amounting to about $300,000 a year.

The railroad employees men here and in turn they have taxes to pay here.

Just what does the trucks pay in comparison and how may taxes to pay here,
in each town, county, and State they run through and how many men are
employed in each town by the trucks?

I know and have known for a good many years that we as well as the railroad
pays taxes to help maintain the highways the trucks operate on.

But now thanks to my President he has also told the trucks they are not pay-
ing their fair share to help maintain the highways and he sure has proof to
back up his statement.

I also firmly believe that the airplane and waterways along with the trucks
should all pay their equal share in taxes the same as we and railroads do,

Being a chairman of my labor organization and president of Local Federation
105, T know we will get more men back to work if the railroads could have the
same consideration as other facilities have been getting at the expense of the
taxpayer.

Being a junior in the legislature this year, it didn’t take me long fo find ont
how fast the trucking organization was pushing legislation through at the
expense of everyone else,

I also found out right quick that the trucks don't like the ton-mile tax bill
passed in the legislature a few sessions ago.

My only regret is I wish we conld have raised it this session.

May I ask that when you have a hearing on this legislation you will give it
your serions consideration.

Sincerely,
Ten HAYES.

BroTHERHOOD RAILWAY CARMEN OF AMERICA,
Evaxstox LonGe, No. 1033,
Evanston, Wyo., March 14, 1961.
Hon. Gave McGEE,
Renate Office Building, Washington, D.C.

Dear SexaTtor: I believe that my job is jeopardized. In the last 10 years the
railroad has laid off 50 percent of their employees and some road has more than
50 percent. I believe the number one job to be done for transportation in our
conniry todav is for Congress to pass laws so transportation can compete. Com-
petition is what makes good business. Any help you can give us would sure
be appreciated.

Yours truly,
Very E. WiLroveHRY, Local Chairman.,
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EvaANsTON, WYO., March 11, 1961.
Hon. Gare McGes,
Senator, Senate Office Building, Washington, D.C.

DeEAR SENATOR: It was my privilege to take part in a diseussion concerning
piggyback in a discussion at a recent meeting of Machinists Local 1188 here at
Evanston, Wyo.

Having been employed by the Union Pacific for more than 30 years, I have
seen many changes from time to time in the progress of railroads.

It would seem to me that the piggyback way of transportation would be safe,
economical, and faster. It would also mean employment for railroad men and
others who are at this time unemployed,

Your support in the legislation laws protecting our interests will be greatly
appreciated.

Yours very truly,
Arron D. CoLEes,
Machinist, Union Puacific Railroad Co.

INTERNATION AL ASSOCIATION OF MacHiNisTs Lopce No, 1188,
March 11, 1961.
Hon. GarLe McGeE,
Senator, Senate Office Building,
Washington, D.C.

DEAR SENATOR: Reference is made to the complaints from the Teamsters Union
in regard to the piggyback taking their jobs. Machinists Local 1188 wishes
to bring to your attention the importance and effect the legislation will have
upon this problem.

As you know, the railroads at one time had a large portion of the automobile
transportation. By giving better and faster service, at a lower rate, we are
wondering why the railroads shouldn’t have the business again,

We will appreciate what help you can offer on law changes which would give
the railroads an equal chance to compete with the business. This we feel would
employ more men and would in turn relieve a portion of the unemployment
situation which exists at this time.

Yours very truly,
ArtoN D. CoLES,
Recording Secretary,
Machinists Lodge, Local 1188.

Evaxston, Wyo.,, March 11, 1961.
Hon. GALE MoGEE,
Senate Office Building, Washington, D.C.

DEAR SENATOR: As the wife of a railroad worker I am very much concerned
with the attempts of the Teamsters Union, under the direction of Mr. James
Hoffa, in their attempt to get Congress to do away with the piggyback hauling
on the railroads.

May I urge you to support the railroads in their attempts to gain an op-
portunity to compete with other forms of transportation on an equal basis.

Yours very truly,
Mrs, L. J. BURDETT.

Evansrox, Wryo., March 11, 1961.
Hon. GarLe McGEE,
Senate Office Building, Washington, D.C.

DeAR SeExaTOR: You are no doubt well aware of the efforts of the Teamsters
Union, under the direction of their president, Mr. James Hoffa, to incite the
Members of Congress to pass legislation which would deprive and deny the
railroads of this country the privilege of competing for the so-called piggy-
back hauling of automobiles by rail.

As a railroad worker of many years, I have been concerned with the obvious
inability of the railroads to compete under the unfair regulations under which
they are forced to operate and the subsequent reduction in the number of work-

ers employed.
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I would appreciate your consideration and support for legislation which would
favor the railroads and railroad workers.
Yours very truly,
Mr. and Mrs. LAURANCE J. BurbDETT,

Evanston, Wyo., March 10, 1961.
Hon. G. McGEeE,
U.8. Senator, Washington, D.C.

Dear Sie: I would like to take this opportunity to ask you for your support
in defending the right of the railroads of the United States against the truckers
in regards to the piggyback transportation of the new automobiles.

It has just been the last few years that the truckers hauled the new autos via
public highways and now they have the idea that it is their work even though
the railroads can haul the autos at a savings to the public and still make a
profit for themselves.

Thank you for anything you can do in this line, I remain,

Yours very truly,
Avrpert T. JoNES.

Evansron, Wyo., March 9, 1961,
Mr. GarLe McGEE,
U.S. Senator,
Senate Office Building, Washington, D.C.

Dear Sexaror McGeg: I, a railroad man, would like to voice my opinion on
the piggyback situation as it now exists in the transportation business.

The foundation of our democracy is the right to compete which should be
unanimously supported by all men of all walks of life. Whether he be a railroad
man or a teamster, or a bricklayer, or what, competition is what makes good
business, and good business is what strengthens our economy. So to have a
good economic standard, the right to compete ghould be unanimously supported.

A teamster's job is no more important than a railroader’s, so if the automo-
bile industry is drawn to the railroads for their shipping, let it there stay.
Without the right to compete our economy would be worthless.

So, Senator, it is my strong desire that you support the right to compete and
let the railroads keep the piggyback business where good competition draws it.

Respectfully yours,
GERALD R. CARTER.

EvansToN, Wxo0,, March 11, 1961.
Hon, GALE McGzE,
U.8. Senator, Washington, D.C.:

I am writing you to ask your support to defeat any opposition to the Trans-
portation Aect of 1958 which gives the railroads the right to make competitive
rates on compensatory basis to the end they might recover business which was
lost to trucklines and other common carriers.

I especially refer to the attack being made by the Teamsters Union in refer-
ence to piggyback operation, which they had monopoly on until the Interstate
Commerce Commission gave the railroads the right to make rates on this traf-
fic by which it made a faster service for the shippers and at a cheaper rate
than the trucks were charging.

As you know, the railroads have been hard hit by competition of other com-
mon carriers, when the ICC would not allow the railroads to reduce rates to
compete with other common carriers, which with other conditions has resulted
in loss of 750,000 employees in the past few years.

The railroads are very large taxpayers for schools, highways, etc., while
they have to maintain their own roadbed right-of-way, and the railroads are
badly needed in time of the Nation’s defense and the railroads should be kept
in a healthy condition.
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The charges and allegations being made by Mr. James Hoffa, president of the
Teamsters Union, are distorted and untrue as verified by the facts which are
borne out in the rates as published in tariffs on file at railroad and traffic offices.

I humbly submit this letter for your consideration.

Respectfully,
CHARLES R. TATE,
Foreman, Bridge & Building Department,
Union Pacific Railroad Co.

MAagcH 9, 1961.
Hon, GALE McGEE,

DeAr SENATOR: I have read about the Teamsters Union complaining about rail-
road piggyback taking jobs. The railroad had this business before and are getting
it back again by giving better service, If they can handle autos faster at lower
rates, why should not the railroads have this business? At least it has kept
many railroaders along the line in Wyoming working that might not be so
otherwise. We are asking that you give all the help you can on law changes
that will give the railroads an equal chance to get the (remainder of this letter
not reproduced.)

GreEN River, Wyo., March 9, 1961,
Senator GALE McGEE,
Senate Office Building,
Washington, D.C.

DeAr Sik: Due to all the protests and other ways that the trucking companies
and Teamsters Union have taken against the railroads in their handling of
piggyback movement of automobiles and trailer merchandise, in this world of
free enterprise.

I earnestly solicit your support, In favor the railroads being able to compete
in the movement of this class of traffic, without any laws or restrictions as pro-
posed by the trucking companies or Teamsters Union.

Thanking you in advance for what you may be able to do.

I remain respectfully yours,

Burt INOSTER,

LAraMIE, WYO.
Mr. GALE McGEE,
Senate Office Building, Washington, D.C.

Dear Sexator: I am Mr, Floyd A. Adams, and I live in Laramie, Wyo., the
greatest town in the West, I work for the Union Pacific Railroad as a car-
penter on the B. & B. bridge gang No. 1214 out of Cheyenne, Wyo. About the
piggyback on the railroad, I think it is a safe way to move cars and trucks.

1 have been driving my ear from 5,000 to 6,000 miles a year on the Wyoming
highways, and I have seen some awful tienps due to trucks hauling cars. When
we are driving, and have to go from one town to another we take Highway 30
west, as we are driving west we meet up with trucks that are hauling cars,
not just one truck but as many as five or six, and they are about 20 feet apart,
and some 10 feet apart. I have seen them try to pass one another. I myself
don't think it is safe to travel on the highway with them.

So please keep the cars and trucks moving by piggyback on our railroads.

Yours truly,
Froyp A. ADAMS.

MarcH T, 1961.
Hon. GAre McGEE,
Benate Office Building, Washington, D.C.

DeAr SENATOR: I am writing you to ask your support to defeat any opposition
to the Transportation Aet of 1958 which gave the railroads the right to make
competitive rates on compensatory basis to the end that they might recover
business which was lost to truck line and other publie carriers.

I especially refer to the attack being made by the Teamsters Union in refer-
ence to piggyback operations.

I have seen thousands of railroad employees whose jobs have been abolished
in the past years becanse of business taken over by other carriers. We are
merely gaining back, with the help of fair regulations, what we lost in the past
years,
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It seems to me that the number of trucks on our highways at the present time
is menace enough, without giving them the free hand to place even more there.
It is hard to shrug off the thousands of dollars it cost the taxpayers to build
and maintain our highways and have them torn up by the many trucks that use
them.

If the railroads have to pay their own way and can still give the public better
and more economical service, why shouldn’t they be allowed to compete fairly
with the other carriers?

Sincerely,
M. E. THIESEN,
Ticket agent, Union Pacific Railroad Co.,
Evanston, Wyo.

GreEN River, WYo., March 8, 1961.
Hon. GALE McGrE,

Benate Office Building, Washington, D.C.:

As a member of the Senate Committee on Interstate and Foreign Commerce,
I would strongly urge you to give very careful consideration to any legislation
that would place any restrictive bonds on piggybacking as seen on the railroads
in its present form.

If you and your colleagues yield to the pressures of the Teamsters Union, the
railroads will lose considerable ground gained by the Transportation Act of
1958.

My job is in jeopardy and I'm worried.

Looking forward to your giving this matter very thorough consideration,
I am,

Very truly yours,

Epwarp R. BRITTENHAM,

Evaxston, Wyo., March 8, 1961.
Hon. GALE MoGEE,

Senate Ofice Building, Washington, D.C.

Dear SENATOR: I am writing you to ask your support to defeat any opposi-
tion to the Transportation Act of 1958 which gave the railroads the right to
make competitive rates on compensatory basis to the end that they might
recover business which was lost to trucklines and other publie ecarriers.

I especially refer to the attack being made by the Teamsters Union in refer-
ence to piggyback operation which they had a monopoly on until the Interstate
Commerce Commission gave the railroads the right to make rates on this traffic
by which it made a faster service for the shippers and at a cheaper rate than
the trucks are charging.

If the railroads have to pay their own way and still give the public better
and more economical service, why shouldn’t they be allowed to compete fairly
with the other carriers?

Respectfully,
F. D. BAKER,
Ticket Clerk, Union Pacific Railroad Co.

Horse CreEx, W¥o., March 8, 1961,
Hon. Senator Gare McGEE,

Washington, D.C.:

This is to advise you Teamsters President James Hoffa has been conducting
a very active campaign against railroads piggyback service. Figure about half
of his statements are more or less true.

The railroads are not asking for anything but a square deal. They are pay-
ing for their own roadbed and maintain it without asking for taxpayers help.
When there is a bad blizzard they open it at their own expense, But the trucks
Just wait for the State to open the roads for them at State expense. Also if they
were not checked half of them would load these trucks so much overload as to
break our roads down in no fime. Also the truckers are the one to make
profit from the new roads being built for them not the railroads which they are
trying to ruin.
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They sure hate to pay their fair share of road construction but they are the
only ones to profit from it.
It would be much more pleasant to drive over highways if it were not for the
trucks on them trying to run you off the road sometimes.
When this comes up before Interstate Commerce Commission please see that
the railroads get due what is coming to them.,
H. MAARSINGH.

CHEYENNE, W¥o., March 28, 1961.

Dear SenaToR McGee: I have just read about your meeting which you will
hold in Cheyenne, Wyo., April 10 on the piggyback railroad operation.

I am a professional driver. 1 have been for the last 13 years, employed by the
Kenosha Auto Transport Corp. of Kenosha, Wis. At the present time I am 52
years of age, and it seems that my days as a truckdriver are coming to a very
drastic end ever since the ICC granted the railroads which I call the selective
rate, for the benefit of the railroads only.

If the railroad can haul a new Rambler from Kenosha, Wis., for $180 per car
and before the truckers lost this to the piggyback we hauled a new Rambler for an
average of $220 of which the American Motors Corp. had a saving of $40 per auto.

Since September 1960, I have kept a pretty close watch on the number of loads
going to the west coast (Los Angeles and Seattle, Portland areas).

September 1960 to March 1961, a period of 7 months, American Motors Corp.
has shipped approximately 40 trailer loads per working day. They have saved
from the difference in piggyback and truckers cost of transportation, the stag-
gering sum of $1,344,000, which goes to American Motors Corp. and their stock-
holders only, and not in any way to the general public.

Summary of the difference of piggyback and truckaway methods:

September to March: 7 months times 4 weeks equals 28 weeks; 28 weeks times
5 days loading per week equals 140 days loading ; 140 days loading times 40 loads
per day equals 5,600 loads; 5,600 loads times 6 antos per load equals 33,600 autos
shipped ; 33,600 autos shipped times 340 saved by shipping piggyback, per auto
equals $1,344,000 saved by American Motors for the benefit of American Motors
Corp. and their stockholders.

Just think of where this money will not benefit the general publie, only the
American Motors Corp. and a very few stockholders.

Now let's compare the same number of loads shipped by truck:

Loads shipped, 5,600; average pay per load to Denver, $400. This amounts to
the sum of $2,240,000.

Cost of delivery from Kenosha to Los Angeles by driver; 10 days is a round
trip:

Gas and oil and truck expense per trip, 2250; 10 days lodging and meals at
$6 per day, 260 ; total, $310.

This sum is what the truck driver spreads across the various States he travels
in just by himself (not for license permits and ete,)—5,600 loads in the last 7
months, cost per trip by driver, $310 equals $1,736,000.

Now where does the public benefit by these comparisons? Pigeyback benefits
the manufacturer only, truckaway metlod benefits all the general public across
the Nation.

Senator McGee, I am only a so-called truckdriver, who is crying because the
railroad piggyback is cutting rates on new autos, rate cutting so low that we the
truckers cannot compete with them.

Instead of a selective rate for the benefit of the railroad piggyback method,
let’s try and get a competitive rate so both, the railroad and the truckers, can
gurvive,

You can see for yourself that, if the cost of shipping a new anto from Kenosha,
Wis.. to the west coast, could be put on a more fair basis, here is what can
happen :

Hggyhnck method, $180 per auto; truckaway method, $220 per auto; difference
in transporting 40 per auto.

Competing rate for the railroad and the truckaway methods: Piggyback meth-
od. §200: truckaway method, £200, no difference in transporting.

In closing I sure hope something will come of all these meetings, and T do also
thank you for your time in reading these pages.

I remain,
E. J. WAILsSH.
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SENATOR GALE McGEE: T would be very happy to know if you do receive this
letter and would very much appreciate it if you could answer this letter,
Thank youn again,
I remain,
Mr. Epwarp J, WaLsu, Kenosha, Wis.

Laramre, Wyo., March 25, 1961.
Senator GALE McGEE,
Senate Office Building, Washington, D.C.

Deas SenaTorR McGEE: As a lifelong resident of Wpyoming I wish to ask yon
as Wyoming’s senior Senator and as a member of the Senate Committee on In-
terstate and Foreign Commerce to be in opposition to any legislation that would
restrict the Nation’s railroads in the movement of freight traffic and domestic
commerce by so-called piggyback movement.

The Nation’s railroads surely should be allowed to compete for the Nation's
transportation business on an equal level with other forms of transportation
(especially truck and air which are heavily subsidized by Federal and State
funds) without being restricted by Government legislation.

I am sure the publie is very much in favor of piggyback freight traffic and the
savings and convenience is much to their liking. I think any Congressman who
would allow Mr. Hoffa to impose any restrietion, reprisal, fine, or threats, either
through legislation or business or labor contracts on those shippers who use this
service will be doing a great disservice to the people of his State and the Nation.

Our highways will be much safer for the traveling public with some of these
traveling boxears moved to the railroad, and it will provide a little more income
for the railroads to help pay the taxes that they pay to help support our schools
and other public institutions.

I will appreciate your support in this matter and will be glad to learn what is
being done in this regard.

Sincerely yours,
VoLyey BE. BLACK.

Evaxsrox, Wyo., March 8, 1961.

Hox. SexATor MeGee: T am writing this letter to vou on behalf of myself,
my job, and my employer which is the Union Pacific Railroad.

Mr. James Hoffa, president of the Teamsters Union is backing a bill or Fed-
eral legislation to stop the railroads from piggybacking.

Now the railroads gained this business through free enterprise, and very
stiff competition, and the right to compete for the transportation dollar,

The truckers do not lose all of the business because they transport the cars
in merchandise to a car pool then the railroads piggyback them to distribution
points and then they are trucked to individual dealers.

The truckers have already faken a lot of the rail business. I urge you to
vote against this legislation. Keep up your good work and may God bless you.

Yours truly,
RoserT HUTCHINSON,

UntoN PActric Ratiroan Co.,
Evanston, Wyo., March 7, 1961,
Hon., GAare McGEE,
U.S8. Senator,
Senate Office Building, Washington, D.C.

DeAr SExaTor: I have just read a statement made by Mr. €. M. Roddewig,
president of the Association of Western Railroads, wherein he indicates rail-
readers’ jobs are again in jeopardy due to the Teamsters Union action in want-
ing Congress to hold back railroad piggyback service. It is hard to understand
how they can expect Congress to pass a law that would require railroads to
increase their rates more than necessary and thereby cause them to again move
over the highways, instead of by rail, is beyond my comprehension. The rail-
roads did not ask for any such stipulations when the trucks took this and other
business from them, even though they used the highways built with taxpayers
money, and could thereby operate cheaper and at lower rates. Therefore, am
certain yon will not be fooled or taken in by any such propaganda as fostered
by Mr, Hoffa and his Teamsters Union.
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Would also appreciate very much your good and careful consideration of the
following items that should come before Congress and give your support to any
or all of them to help the railroads receive equal treatment.

1. When and where tax money is appropriated and spent to build highway,
water, and airway facilities, proper and adequate charges should be made
against commercial interests using these public financed facilities for private
profit by the Government. (Noted in the newspaper recently that President
Kennedy brought this to public attention by stating that trucks have not and
do not pay their fair share of taxes and in so stating this, am sure he has
sufficient evidence to support that statement. Several years ago, Wyoming
found this out when the legislature passed a ton-mile bill to finance the high-
ways. )

2. Lift the erushing burden of inequitable taxes from the railroads.

3. Repeal of the excise tax on passenger fares or tickets and thereby en-
courage travel by rail and curtail the continual dwindling of their services.

4, Modify or bring up to date tax policies relative the depreciation of and
stimulate new investment for improved railroad plant facilities. This too would
help improve passenger services.

5. Normalize the exemption from regulation now given trucks when handling
agricultural commodities which exceed the direct help to farmers and ranchers
as was originally intended.

6. Give the railroads an equal opportunity to use the highways, water, and
airways, which rail taxes help provide. This would give all carriers freedom
to diversify their services.

There is an unlimited amount of work necessary on the railroads to be done
for improvements and repairs and if the regulations that prevent or keep them
from free competition are corrected, it obtains they will be able to get their
fair share of transportation business and when and if this is accomplished,
they will be able to give better service and railroaders will get their jobs back.

Thanking you kindly for your assistance, which I am sure all railroaders
expect and would appreciate from you.

Sincerely yours,
D. A. WEISSE.

Evaxsron, Wyo., March 8, 1961.
Hon. GALE McGEE,
Senate Office Building,
Washington, D.C.

Dear Sexator: I am writing you to ask your support to defeat any opposi-
tion to the Transportation Act of 1958, which gave the railroads the right to
make competitives rates on compensatory basis to the end that they might
recover business which was lost to trucklines and other public carriers.

I especially refer to the attack being made by the Teamsters Union in refer-
ence to piggyback operation which they had a monopoly on until the Interstate
Commerce Commission gave the railroads the right to make rates on this traffic
by which it made a faster service for the shippers and at a cheaper rate than
the trucks are charging.

As vou know the railroads have been hard hit by competition of other common
earriers, when the ICC would not allow the railroads to reduce rates to com-
pete with other common ecarriers, which with other conditions has resulted in
loss of 750,000 employees in the past few years.

After all. the railroads are very large taxpayers and maintain their own
right-of-way, and in time of war they are the backbone of the Nation's defense,
but in order to do this they must be kept in a healthy financial condition, and
the only way that can be done is to keep abreast of the times, with adequate
revenues which ean be secured through the right to change their rate to compete
with other forms of transportation.

The charges and allegations being made by Mr. James Hoffa, president of
the Teamsters Union, are distorted and untrue as verified by facts which are
borne out in the rates published in tariffs on file at railroad offices.

T submit this letter for your consideration.

Respectfully, J.OM
. U, MYER,

Chief Clerk to Freight Agent,
Union Pacific Railroad Co.
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Evansron, Wrxo., March 8, 1961,
Hon. GALE McGEE,
Senate Office Building,
Washington, D.C.

Dear SexaTor: I am writing you to ask your support to defeat any opposi-
tion to the Transportation Act of 1958 which gave the railroads the right to
make competitive rates on ecompensatory basis to the end that they might re-
cover business which was lost to trucklines and other public carriers.

I especially refer to the attack being made by the Teamsters Union in ref-
erence to piggyback operation which they had a monopoly on until the Inter-
state Commerce Commission gave the railroads the right to make rates on this
traffic by which it made a faster service for the shippers and at a cheaper
rate than the trucks are charging.

As you know, the railroads have been hard hit by competition of other common
carriers, when the ICC would not allow the railroads to reduce rates to compete
with other common ecarriers, which with other conditions has resulted in loss
of 750,000 employees in the past few vears.

After all, the railroads are very large taxpayers and maintain their own
right-of-way, and in time of war they are the backbone of the Nation’s defense,
but in order to do this they must be kept in a healthy financial condition, and
the only way that can be done is to keep abreast of the times, with adequate
revenues which can be secnred through the right to change their rates to
compete with other forms of transportation.

The charges and allegations being made by Mr. James Hoffa, president of the
Teamsters Union, are distorted and untrue as verified by the facts which are
borne out in the rates as published in tariffs on file at railroad offices.

I submit this letter for your consideration.

Respectfully,
D. K. RATCLIFF,
Freight Agent, Union Pacific Railroad Co.

EvAxsroN, Wyo., March 9, 1961,
Hon. GaLE McGEE.

DEeAR SEvaToR: I believe competition in industry is the lifeblood of industry.
Let the railroads carry piggyback, if they can do it cheaper.
Yours truly,
ArperT TAYLOR.

Evansron, Wyo., March 9, 1961.
Senator GALE MoGeR,
Senate Office Building, Washington, D.C.

DeAr Sir: Please oppose any attempted legislation brought about by Team-
sters Union, in connection with piggyback transportation on railroads.

We of the railroad industry and railroad unions feel this means of trans-
portation originally was handled by railroads, and we do not feel the teamsters
have any more claim than do railroads in this type of transportation.

Please work for railroad interest. Our jobs are also in jeopardy.

Yours truly,
Georae E. LiTMUs,
American Railway Supervisors Association, Local No. 141.

Marem 9, 1961,
Hon. Senator GALE McGEE,
Senate Office Building, Washington, D.C,
DeAR Sik: T keep reading that the Teamsters Union has declared war on the
piggybacks.

Piggyback is a picturesque name that is applied to the transportation of truck
trailers on specially developed railroad flatears basically transporting new trucks
and auntomobiles.

If you see a procession of truck trailers breezing across the country on a
railroad train—instead of each trailer being pulled over the highway—you will
understand why the Teamsters are so concerned. They think there should be
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a law against it. T think the railroad should be allowed to compete for their
fair share of this business without being subject to unfair attacks by the Team-
sters and biased regulator agencies.

If the railroad can keep the piggybacks it will keep and possibly increase the
employment across the southern part of the State.

Your cooperation in the Senate to help keep competition fair will be greatly
appreciated.

Sincerely yours,
Jouaxn E. HARrgRIs,
REvanston, Wyo.

BEvaxsron, Wyo.
SENATE OFrFICE BUILDING,
Washington, D.C.

Dear Sies. In regards to piggybacking, the No. 1 job to be done for transporta-
tion is the right to compete. That is what our country has been built on. It
drives us on to think and develop and do a better job.

The one that can meet the challenge and provide a more satisfactory trans-
portation service and low cost and savings to the publie,

The railroads must and do install and maintain their own rights-of-way, where
highways are kept up by the taxpayers' dollars. Let's keep our free agency and
keep America free.

Sincerely yours,
Mr. GALEN HANSEN.

EvaNsTON, WY0., March 9, 1961.
Hon. GAarte MoGEE,
Renate Ofice Building, Washington, D.C.

Sik: In every truck stop diner across southern Wyoming, particularly on
Highway 80, is a huge poster put up by the Teamsters Union, stating that rail-
road piggyback operations are depriving the truckers of millions of dollars a
year.

1 am a member of the International Association of Machinists, Loecal 1188, of
Evanston, Wyo., with 38 years' service on the Union Pacific Railroad, with 10
more years to go before I reach retirement age. As I have traveled the highways
in Wyoming, I have noticed an ever-increasing pumber of trucks on the highways
and a corresponding decrease in the number of men employed on the railroad.
However, lately, there haven't been as many auto transports on the highway and
this has been because the railroad is hauling the new cars piggyback. I believe
this has been the reason for as many men being employed in the railroad service
as there are. If it wasn’t for this “shot in the arm,” I sincerely believe there
would be considerably less people employed in the railroad industry.

Another reason for concern, at least out here, is the number of trucks that
will be using the highways after the new interstate highways have been com-
pleted. With moderate grades and wide road, gentle curves and no towns to
go throngh, the trucking industry will increase by leaps and bounds until our
new four-lane highways will be a two-lane for passenger cars and we will be
right back where we started.

I sincerely hope that we in the railroad industry have your support for what-
ever bills are introduced in the Senate and all we ask for is an even break to
compete fairly with the trucking industry.

Sincerely,
Froyp BROWN.

EvansTox, Wyo., March 9, 1961.

Hon. GALE McGER.

Dear SExaTor: I have read many articles in regard to transportation and I feel
that the railroads should be given an equal chance to compete with other forms
of transportation. If changes in the law would help this situation, as a rail-
roadman I am hoping you will give your support to this idea.

Yours respectfully,
A. A. BENSON.
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EvaxstoN, Wyo., March 10, 1961,
Hon. GALE MoGEE.

Dear SENATOR: I am a railroad worker, have worked for the railroad for 20
years, but the future looks very dim for a lot of us unless something is done
for the railroad to help them get back on their feet. I think that you can help
them very much on the bills that are coming up in the future such as the piggy-
back deal. I think the railroad is entitled to them as well as anyone else if
they can get them. The whole country needs the railroads, so I hope you will
do everything you can for them and us. Thank you very much.

Yours truly,
RUSSELL HARVEY.

Evaxston, Wxo., March 10, 1961.
Hon. GALe McGEE.

Dear SExaTor: I am asking you to give all the help you can on law changes
that will help the railroads and give them equal chance for business to be
hauled over the railroads.

I understand that they are going to try to do away with what they eall pigey-
back cars.

The railroads pay most of the taxes that the trucking business iz done on,

It will mean a great loss to the railroad employee if we lose this with other
work that we have lost by motivation, this will cause more unemployment.

Yours respectfully,
LorENZO A, SMITH,
Vice Chairman of Local 1188,
Association of Machinists.

Evanstox, Wryo., March 10, 1961,
Hon. GArLE McGEE,
Senate Office Building, Washington, D.C,

DeAr SeExator McGee: There is much discussion at this time regarding Team-
sters Union asking for hearings and/or legislation from Congress regarding
piggyback transportation of automobiles on railroads.

Being a railroad worker, I am very much concerned over Mr. Hoffa's obvious
intentions to attempt to do away with this form of transportation and his
demands of &5-per-trailer fee.

I shounld like to urge you to support the railroads in any hearings or legisla-
tion that has now or will be brought before Congress.

Sincerely yours,
Mrs, Rurnm €. O"HARA.

EvanNsTtoN, Wyo., March 13, 1961.
Hon. GAare McoGeE,

DeAr Sexator: I am employed as a machinist for the Union Pacific Railroad,
80 am most interested in the efforts of the Teamsters Union to take the piggy-
back transportation of new automobiles away from the railroads,

It seems to us in the railroad business that the railroads should be entitled to
a fair share of all transportation, and hope you do what you possibly can to
attain this goal.

Many railroad workers are unemployed in Wyoming, mostly dne to loss of
traffic to the trucks. We think the railroads can haul as cheaply and efficiently
as the trucks, if they have the chance.

Thank you,

Warter M. SOHERER.

March 11, 1961.
Hon. GAre McGeg.

Dear Sexator: I am a railway worker and would like to continue to be. But
if any legislation is passed that would keep the railroad from fair competition
with truckers, ete., I would not last very long on my present job, which I've held
for 20 years.

We here at Evanston will thank you for anything you can do in our behalf.

Sincerely yours,
Rarrm R. HArvEY, JR.
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HvaxsroN, Wyo., March 19, 1961.
Hon. G. McGEE,
U.8. Renator, Washington, D.C.

Dear Sexator: I am writing you regarding legislation that I understand is
coming up to restriet railroads from competing in the transportation of auto-
mobiles by so-called piggyback method.

1 can remember when the railroads moved all the autos from the manufacturer
to the consumer. Then the trucks stepped in and did all the transportation.
Now the railroads, since the 1958 Transportation Act; are in a position to com-
pete for this work and from a standpoint of the men employed the railroads have
taken a great loss. Now that they are in a position to compete with the truckers,
I wish you would give the railroads your support in this well-deserving legis-
lation.

Yours truly, 5 =
oHN F. IMSTON.

Rawrins, Wyo., March 9, 1961.
Hon. Gate W. MoGeE,
Senate Ofice Building,
Washington, D.C.
Deak Sie: I am a railroad employee, and as such, am very much concerned
with the current campaign being conducted against railroad piggyback serviee.
The future of the railroads is at stake. Railroads should be freed of dis-
eriminatory ICC rates, and must be free to compete for their share of the
transportation business without discriminating laws. If railroads can move
automobiles and other commodities more economically and efficiently than trucks,
they should be given every opportunity to do so,
Your support in defense of railroad piggyback service will be appreciated.
Very truly yours,
B. M. ANDERSON.

EvanstoN, Wyo., March 10, 1961.
Hon. GArLE MoGEE,
U. 8. Senator,
Senate Ofiice Building, Washington, D.C.

Drar SeExATor McGee: I have just read an article which states that Mr.
James Hoffa and his Teamsters Union has declared war on all piggyback trans-
portation by the American railroads.

This article states that unless action is taken by the U.S. Congress to curtail
pigeyback transportation by rail, that 15,000 teamsters jobs are in jeopardy.

I am sure that you are aware that since the advent of truck transportation
that we railroad employees have suffered the loss of over 400,000 jobs on the
American railroads.

I am sure the railroads are asking no more than a fair chance to sell their
ware, which is transportation. Therefore, I would respectively ask that you
give serions consideration to any legislation that might come before yon ask-
ing curtailment of piggyback transportation by railroads and that you vote in
favor of the railroads, thereby doing justice to our American railroads and
helping to put some of those 400,000 unemployed railroad workers back on the
job.

Respectfully,
T. C. THOMPSON.

Evaxsrox, Wyo.,, March 10, 1961.
Hon., Gare McoGEE,
U/.8. Senator,
Renate Office Building, Washington, D.C.

Drar SExaTorR McGEE: T have just read an article which states that Mr.
James Hoffa and his Teamsters Union has declared war on all piggyback trans-
portation by the American railroads.

This article states that nnless action is taken by the U.S. Congress to curtail
piggyback transportation by rail, that 15,000 teamsters jobs are in jeopardy.

T am sure that you are aware that since the advent of truck transportation
that we railroad employees have suffered the loss of over 400,000 jobs on the
Ameriean railroads.
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I am sure the railroads are asking no more than a fair chance to sell their
ware, which is transportation. Therefore, I would respectively ask that you
give serious consideration to any legislation that might come before you asking
curtailment of piggyback transportation by railroads and that vou vote in
favor of the railroads, thereby doing justice to our American railroads and help-
ing to put some of those 400,000 unemployed railroad workers back on the job.

Respectfully,
JorN W. FESSLER.

Sumosmont, Wyo., March 18, 1961.
Mr. GALe McGEE.

Dear Sir: In order to introduce myself, I have lived in Wyoming since 1924
and have been working for the Chicago, Burlington & Quincy Railroad since
1937, in the track department, Not only for myself, but for the laborers who
work under me, I ask for a fair deal, as for the Teamsters and the piggyback
situation on the railroad. I don't see why every bit of help should go for the
cross-country truckers. That is just like casting an elder laborer for a younger
one. The railroads were doing their share before there were trucks., There is
actually no comparison in the amount of taxes that the railroads pay over what
the trucks pay in support of education, protection of the law-enforcement officers,
and other things that railroad taxes may be used for.

Sir, I do feel that the larger trucks on our highways have done far more
damage to the roads (highways) than what they are paying in taxes. There
should also be some consideration of the safety part of people driving on the
highway. The truckers should at least pay their fair share of taxes, until the
hirhways are repaired and built safely enough, for passenger car travel, along
with truck travel. Don’t you feel that there is quite a difference in the amount
of fuel taxes, paid by the carowner and truck companies, considering the dam-
age and safety standpoint?

I am a solid backer of yours, and do hope youn have consideration for us many
railroaders in Wyoming and other States. I will close for now, and thanking
you for doing your very best,

Yours truly,
CrarEnceE U. Mooge.

UNIoN PACIFIc RAILROAD,
Cheyenne, Wyo., March 17, 1961.
Hon. Senator GarLe McGEE,
U.8. Benate Building, Washington, D.C.

DeAr SexaTor McGEeE: I have followed with a great deal of interest the present
controversy concerning the railroads’ right to engage in piggyback service and
which has been so openly opposed by James Hoffa, president of the Teamsters
Union.

I am sure you have received letters, in fact, probably several hundred, concern-
ing this important question. However, I think one very simple fact, and which
I hope you and your associates do not overlook, is the lower cost to consumers
which this modern method of transportation affords. Certainly, with the high
cost of living today, any reduection, I am sure, is welcomed by all of us.

As a sales representative for the Union Pacific Railroad here in Wyoming
for the past several years, it’s a real pleasure to be able to go out and offer
the shipping public services which heretofore have been restricted, because of
outmoded regulations against the railroads. There is no question, this piggy-
backing has had a great deal of bearing in keeping additional railroad em-
ployees working here in Wyoming.

I can assure you, Senator, the railroads are not asking for any favors, but
merely a chance to compete with other forms of transportation, and which this
piggybacking is very justifiably doing. 3

Consequently, anything to hamstring the railroads’ right to compete, through
legislation or exaggerated facts and pressure brought by Mr. Hoffa, should be
vigorously opposed, and I am confident you and other members of the Senate
Interstate Commerce Committee, after obtaining the proper information, will
direct your efforts toward this end.

Sincerely,
C. E. Sroxg, Traffic Agent.
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EvANSTON, WYo0., March 15, 1961.
Senator Gare McGEE,
Senate Office Building, Washington, D.C.

DeAR Sik: We as representatives of railroad labor are very much interested
in the piggyback situation as it is being put to the public by the Teamsters.

The Teamsters, claiming to have lost 15,000 truckers due to piggyback opera-
tions, seems to be a weak argument when compared to 450,000 railroaders having
been furloughed due to automation and trucking.

Inasmuch as most of the trucking business originally belonged to the rail-
roads, we feel that any legislation hindering railroads from fair competition
would be very unjust.

Therefore, we ask that if and when any such legislation should come before
you, that you will give it your most able consideration.

Yours truly,
LocAL FeperaTED SzHoP Crarrs No. 105.
Tep HAYEes, President.
Werpos G. RoBerTs, Secretary.

WyoMING STATE LEGISLATIVE BOAERD,
BrOTHERHOOD OF RAILROAD TRAINMEN,
Cheyenne, Wyo., March }, 1961.
In re Cheyenne truck hearing, April 8.

Hon. GAare W. McGEE,
Senate Office Building, Washington, D.C.

Deasr SexaTor: In view of the legislative activity being engaged in by the
trucking industry, it is pertinent that some of their charges against the railroad
industry be answered.

The Brotherhood of Railroad Trainmen have never opposed highway legisla-
tion, or the use of highways by trucks, even while the rate structure allowed
trucks to drain away large amounts of rail business; if such legislation pro-
vided controls which levied user charges proportionate to highway cost and
maintenance and, second, would prevent present and future use of highways
by vehicles in excess of highway capacity.

However, since present rates allow truck trailers to be hanled more economi-
cally by rail, in some cases, we have heard many expressions of satisfaction
from motorists who were becoming alarmed at the risks of the road, due to in
part to heavy freight traffic. The problem is becoming so serious that considera-
tion must be given to the question of eliminating unnecessary freight traffic from
multiple use highways, or construction of freight highways.

1 eall your attention to some of the recent tragic train collisions with tank
trneks af railroad crossings. Last spring the San Francisco Chief collided with
a tank truek carrying some 7.000 gallons of crude oil. The engineer and fireman,
the truckdriver and 11 passengers were cremated alive and 109 other passengers
were injured, some permanently. Property damage and liability was esti-
mated at 83 million, For the third time, the Railroad Brotherhoods asked the
1CC to investigate this and similar accidents, and were again refused, although
Congress has assigned the ICC with primary responsibility for the safety of both
trains and trucks. Would it not be in the publie interest that dangerous loads
be kept off the highways when other means of transport are available?

The rate dispute appears to be more than a question of labor displacement as
Mr. Hoffa seems to be emphasizing, Both the trucking and railroad industry
have been rapidly losing employees in past years. Railroads furloughed 35,000
employees in 1960, while Hoffa says he lost 20,000 drivers in the last 2 years.
Since 1951 railroads have laid off- 400,000 men or one-third of their work force.
Unemployment in the overall transportation industry will not be solved by a read-
justment of rates, where technological advances and improvements are being in-
troduced every month in both industries, and the productivity of employees have
been rising faster than wages. Unemployment, therefore, plays a large part
in the problem.

It would appear that it is neither necessary nor desirable that the rate struc-
ture be regulated so that trucks would compete successfully with the lower cost
railroad transportation on the long haul, and then to subsidize the railroads.
This would amount to the subsidization of both industries, which might be justi-
fied in some areas by the needs of national defense or better service. There is
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a large and legitimate area not serviced by railroads and the shorter hauls ean
be more economically made by trueks. The rate structure should be such that
the two industries would complement each other, rather than to compete for
the long haul.
With warm personal regards.
Sincerely yours,
Lovis LeicaTwers, Chairman.

EvanstoN, Wyo., March 15, 1961.
GALE McGEee,

Dear Sm: I am writing to you in regard to the railroad piggyback situation
in which the truckers union wants to charge railroads for every truck that is
hauled piggyback. Now I do not think this is fair competition to charge railroads
for truckers union’s welfare as the railroads have a lot of men out of work too.

The railroads do not ask the truckers to contribute to their men's welfare.
All we want is a fair chance to compete for business on a fair basis.

I think it would be more fair if they contributed more to highway upkeep.

Respectfully,
MrrtoN BURTON.

WYOMING AUTOMOBILE DEALERS ASSOCIATION,
Cheyenne, Wyo., April 1, 1961,
Hon. Gare W. McGEer,
U.8. Senator, Senate Office Building,
Washington, D.C,

DeAr SExaror McGee: The franchised automobile dealers of Wyoming have
read with considerable interest the newspaper article with Washington (UPI)
datelire under the heading “Piggyback Hearing Defended by MeGee.”

I quote the last paragraph of the article:

“Complaints have also been received by the committee that the automobile
dealers who utilize the piggyback system of transport are ‘pocketing’ the savings
on freight rates and are not passing them on to the consumer, he said.”

It is evident that you are not in possession of the correct information in regard
to the above quote. Automobiles are delivered to the dealers with freight charges
prepaid by the factories with freight charges added to the dealers’ invoices.
The exact amount of such freight charges as shown on the dealer invoices is
charged to the consumer, no more, no less, I believe that investigation will reveal
that freight rates on automobiles today are considerably less than that of years
past which is possible only because of factory negotiations with the earriers.

The dealers are not pocketing any savings as you state and we believe in all
fairness to the Wyoming automobile dealers a public correction of your state-
ment shonld be made in the press,

We are in receipt of a letter from Larry Meredith, managing director of the
Wyoming Trucking Association, who advises that it is your feeling that our
association might have something of interest for the committee holding the
hearings in Cheyenne on April 10. In diseussing the matter with our associa-
tion president, Mr. W. I.. Riley, of Sheridan, we have eoncluded nothing con-
structive could be offered by ns other than our foregoing statement in this letter.

A reply at your earliest convenience will be appreciated.

Respectfully yours,
ARCHIE W. SHAFER,
Ewxeccutive Vice President.

ArriL 4, 1961,
Mr. Arone W. SHAFER,
Ewrecutive Vice President,
Wyoming Automobile Dealers Association,
Cheyenne, Wyo.

DEeAR Mg. SHAFER: In reply to your letter of April 1, I should like to point out
that the newspaper article which you mention simply contains a listing of some
of the types of complaints which have been received by the committee,

To ascribe the sentiments of the eomplainers to me or to any member of the
subcommittee wounld be quite inaccurate. It is the purpose of the planned
hearing to gather information in this complex area. We certainly accept your
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decision not to testify and assure you that the suggestion that you might be
interested in doing so was only made to offer you the opportunity in case you
felt an appearance would be appropriate.
Sincerely yours,
Gare . MoGee, U.8. Senator.

TowN OF HVANSTON,
BEvanston, Wyo., April 8, 1961.
Hon. SExaTor GALE McGEE,
Cheyenne, Wyo.

DEAR SExATOR: If it is at all possible I would request you to make this letter
a part of your hearing today on the transportation problem commonly referred
to as piggyback operation.

I feel sure that today I represent the major part of the 4,800 citizens of
Bvanston, Wyo., in what I have to say.

We here in Evanston feel the pinch of this recession of the past few years.
Our railroad employment in the local shops, also in the transportation depart-
ment, and in the various other services have steadily declined, we have more
men laid off and for a longer length of time lately than ever before. Our
freight and passenger service has declined to a very low level, and as a result
the economy of our community has declined with it.

With this new operation of piggybacking various commodities it would be
the shot in the arm that railroads needed to fairly compete with other modes
of transportation. We feel that if the railroads can keep in the competitive
field of transportation then they can get back on their feet and we people in
the cities and towns along the railroad right-of-way will feel the economic boom
along with the railroads.

I think, in fact I know the railroads are not asking, nor do they expect to
have any special favors given to them nor any extra legislation passed for
their special benefits, all they ask and hope for is fair equal legislation for all
modes of transportation, they want to be put on an equal basis with all other
transportation. America is made up of free enterprises. Let's keep it that way.

I could take up a lot of your time and tell you how many railroad employees
that have been put out of service by the trucking industry, but I am sure you
are aware of all those figures,

T conld also take up your time and tell you all the untruths and fallacies
being circulated against the railroads and the ICC but again I am sure you
have been given the true facts of this case and will take them all into con-
sideration.

I know that you realize that it is due to the spectacular development and
technological breakthroughs in particular problem areas that has bronght abont
new equipment and methods of railroading that has brought the railroads back
into the competitive field and I am sure you realize that it is we the consumers
that will benefit from this overall better and cheaper form of transportation.

In conclusion 1 would like to state the position and feeling of myself and of
the people of Evanston, Wyo., we hope you and Congress can make even a
wider freedom in the field of compefitive ratemaking, also keep all of our
enterpriges in America free. If this is done I know America will remain great.

Thanking you for your time and consideration, I am,

Very truly yours,
HAroLD F. RAYROURN,
Mayor, Town of Evanston, Wyo.

CasrEr, Wyo., April 8, 1961.

Dear Senxator MoGer: I fail to see why the railroads must be penalized for
doing a hauling job so efficiently that they can underbid the trucks for the
business.

It has been my impression that competition in the marketplace set the price,
not Jimmy Hoffa and the trucking industry.

Why must the automobile purchaser be penalized in rising freight rates? If the
governmental regulatory bodies increase the cost of shipping a car, the increase
will be paid by the purchaser.
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And why is Government meddling in the business operations of private com-
panies?
If the railroads can haul cheaper than the trucks, I say let them. We don’t
build highways for railroads.
Sincerely yours,
DaAxN J. SaNTO.

LincoLN CoOUNTY
Woor GROWERS ASSOCIATION,
Cokeville, Wyo., March 31, 1961.
SURFACE SUBCOMMITTEE, SENATE INTERSTATE AND FOREIGN COMMERCE COMMITTEE,
Senate Office Building, Wasghington, D.C.

Dear Smes: In following instructions given by members of my organization I
am sending a copy of Resolution No. 16 adopted by the Lincoln County Wool
Growers Association at its 55th annual convention in Cokeville, Wyo., March
81, 1961. The resolution is as follows :

The economy of Wyoming is affected by the prosperity of the Union Pacific
Railroad Co, The technical development of piggyback transportation increases
its prosperity and will undoubtedly be extended to the transportation of livestock.
Therefore, we urged the continuation of piggyback transportation and instruet the
secretary to send a copy of this resolution to Senator Gale W. McGee's committee
as evidence of favor thereof.

Thank you for your consideration.

Pavr. W. HUTCHINSON,
Secretary, Lincoln County Wool Growers.

EvansroN, Wyo., March 9, 1961.
Hox. GALe McGEE.

Dear SeExartor: I have been reading about the Teamsters Union complaining
about the railroads’ piggyback. The railroads had this business before and are
getting it back because of better service. I think the railroads should be able to
compete with competition. They -have a lot of men laid off and I think this
would help bring them back to work. I hope you will please give the same
consideration.

Respectively yours,
Ray N. WHITING,
Union Pacific Railroad Shop Employee,

CHEYENNE, WYo., March 21, 1961.
Hon. GArLe McGEE,
U/.8. Senate,
Senate Office Building, Washington, D.C.

Sir: The railroad dispatehers in the Cheyenne office are very much interested
and have been watching the publicity in connection with the piggyback hearings
to be held here April 10.

We see the trains go through Cheyenne every day with piggyback business.
We know that we have many extra trains through southern Wyoming because
of this, and that it is keeping a lot of railroad men working, as well as furnish-
ing much needed revenue to the company., We also know that, in years past, the
railroads had this automobile business in boxcars, and there was no great con-
cern in Washington when the truckers were able to take the business from the
railroads. Now that the railroads, through improved ears, improved service,
and lower costs, are able to handle this traffie, it is surely in the public interest
and there is absolutely no reason for laws being passed that would restrict
the service.

The fact is the highway earriers have had the benefit of a subsidy for years
to build their industry, their roadway being provided with tax money, and now
that President Kennedy has confirmed this and' studies prove.they are not
paying their fair share, they seem to expect further protection or advantage
g0 they can handle the automobile business, the public to pay the bill by way
of increased freight charges.

We have seen the railroads when business was good and the money available-
put in such improvements as the line change, west from Cheyenne, the centralized:
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traffic control that we use every day in dispatching trains, and we know that
when the railroads have the money, they spend a good share of it for improved
facilities to improve the service to their customers, all of which puts men to
work. We hope it will be your aim to take off some of the old regulations, such
as the eastbound fruit and vegetable business throngh Wyoming. The railroads,
because of their regulations, cannot compete with the trucks on an equal basis.
In other words, we think Congress should be trying to equalize the competition
instead of adding more burdensome regulations only because the Teamsters
Union and the truckers want them.

The undersigned, and we are sure the other railroad people in Wyoming, will
appreciate your support to help the industry so, at least, no more burdens are
added to their efforts to remain competitive.

Yours very truly,
THE TrRAIN DispATCHERS, UNION PACIFIC RATLROAD.

Yobegr, Wyo., March 25, 1961.

Hon. GALE McGEE :

As Teamsters Union President Hoffa has been conducting a vigorous cam-
paign which would eliminate the railroad piggyback service, we are deeply con-
cerned. If the piggyback service helps us keep our jobs, it is also helping an
industry to survive.

We hope you will endeavor in your committee to make regulations that will
be equal to both the railroads and trucks alike. We do not want more for the
railroads than for the trucks, and we regret that the trucking industry has appar-
ently suffered: however, we railroaders have also found our ranks eut. I am
employed again but half of the employees in our division of maintenance of
way are still out of a job.

Respectfully yours,
HeNrY W. ACKLEY.

GreEN RiveEr, Wyo., March 2}, 1961.
Senator McGEE,
Washington, D.C.

Sir: In regard to piggybacking on railroads, I can't understand why the
Teamsters Union is placing this matter in the hands of our Government but since
they are I would like to say I remember a couple years back when two gentlemen
came in our office and ask for a favor, results show they received it and now we
are asking you to return that favor or at least do your duty and give us a fair
break in this matter.

Unless the railroads are permitted to at least share in this business then there
is o more liberty and justice for all.

I think we should try keeping these trucks off the highways as much as pos-
sible anyway since they not only do great damage to our roads, drive as though
the whole thing belongs to them and force the people in smaller vehicles (who
pay for building mosi of the roads) off the highway and into the diteh, théy
evidently don’t believe in justice or they wouldn't say to our Government, give
it all to us,

Here's hoping for justice for all.

With best wishes for your success in the future.

Respectfully,
G. N. Buwi,
Train Dispatcher, Union Pacific Railroad.

UisTtA County, Wyo., Boarp oF CoUNTY COMMISSIONERS,
Evanston, Wyo., March 11, 1961.
Hon. GaLe McGEE,
I'.8. Senator,
Senate Ofiice Building, Washington, D.C.

DEar Sexator McGei: We, the undersigned County Commission of Uinta
County, State of Wyoming, do hereby earnestly request your participation in
combating legislation detrimental to or against the removal or enrtailment of
piggvback transportation service on the railroads in the United States.
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The Union Pacific Railroad having been a prime factor in the development of
the State of Wyoming and Uinta County, also being a large confributor to the
economy of our county in the annual payment of $292 644.20 in taxes, this being
46.35 percent of the ftotal county tax, we feel that any curtailment in the
revenues of the Union Pacific Railroad will ultimately be felt in our county.

We therefore again request your indulgence and help in restraining the con-
certed move by James EHoffa and the Teamsters Union against the railroads.

Respectfully yours,
Boarp oF CoUunNTyY COMMISSIONERS,
HiecaT M. Prorrir, Chairman.
Oscar M. DamnqQuisr, Member.
VERNE A. Tavyror, Member.

We firmly believe in fair competition in transportation and have full confi-

dence in your actions,
HicuT.

CHEYENNE, WY0., March 20, 1961,
Senator GALE McGEE,
Senate Office Building, Washington, D.C.

Dear SexaTorR: We, the undersigned members of the American Railway
Supervisors Association, employed by the Union Pacific, Railroad, respectfully
request your aid in defeating any bills proposed before the National Congress
to curtail the so-called piggyback service now being offered by the railroads of
the Nation.

We respectfully call your attention to the enclosed booklet prepared by the
Association of Western Railways, whieh discusses this problem from the stand-
point of the railroads. We think you will find this booklet interesting and con-
taining some convincing arguments regarding the traffic needs of the Nation's
railroads.

The piggyback service has proven very satisfactory to the shippers and has
restored considerable tonnage of automobile traffic to the railroads. Any cur-
tailment of this traffic by punitive legislation wounld prove detrimental to the
employment status of many railroad employees in your State and add to the un-
employment burden now facing our country.

We, therefore, respectfully petition your assistance against any and all legis-
lation of this type.

Respectfully,

P. A. Schoeneberg, Distriet Chairman, ARSA ; Ralph Givers, J, C.
Broussgard, Kenneth Griffith, L. M. Keating, G. Hofferbe, Dave
Stallings, Perry L. Grunden, Phillip M. Mercado, H. J. Jones,
Ed A. Kahleen, Wm. G. Shaw, W. James Fasen, Manuel B.
Varela, Henry Weicheem, John E. Hewitt, Orville L. Lemaster,
Joseph R. Marquard, Jr., Henry P. Rice, McKenzie Berkley, John
A. Bogensberger, Bruce Hopkins, Louis A, Wendzel, John H. Cole,
Leo P. Grant, Jr.

EvaxsrtoN, Wyo., March 7, 1961.
Mr. Gare McGEE,
/.8, Senator,
Senate Office Building, Washington, D.C.

Mr. MoGee: What is all this hub-bub about the Nation's railroads stealing
piggyback auto transport business from the highways? Let us look back and
see who stole what from who.

Long before there was ever a truck built that was big enough or strong enough
to haul even one automobile, the railroads had been transporting thousands
of carloads of autos clear across the Nation very safely and very satisfactorily.
It was then the first steal took place, when the highways blossomed with the
piggyback auto transport. (All that has happened is, we are getting back
some of our original business.)

Not only that, but the Union Pacific Railroad has educated every student
that has gone to school in my State since the first train chugged across. What
a paltry pittance the truck companies pay in comparison to the gigantic tax the
railroad pays my State every year.
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Because of the green pastures the railroad has put my State in, not one of
the citizens have ever had to pay 1 cent for State income tax. A great majority
of the States are not blessed with this added income, and have to pay the bill
themselves.

In conclusion: Who builds and pays for these fine paved highways across
the country?—The taxpayers. Who pays to remove the snow, maintain and
build the fences, keep the lines painted, and all the other heavy expense?—
The taxpayers. Who pays for all the upkeep?—The taxpayers. But who causes
all the damage, and makes a fine living doing it?—The trucklines. And then
go up these fine highways with signs on their backs bragging that they only
have to pay 30 percent to tear them up.

We in our little autos putting up the highways couldn't hurt that fine road-
bed if we tried, pay a nice big gasoline tax to the State on every gallon we
buy, but the big trucks use a cheap fuel oil and heat the gas tax completely.

Now the scales are just a bit unbalanced so far as fairplay goes, so let’s
tip them clear over:

Who pays for all the gravel, ties, spikes, steel rails, switches, signals, towers
bridges, depots, surveying, and construction of a railroad right-of-way, and
all of the gigantic storage yards, switching yards, and stockyards? Not the
taxpayers; the railroads foot this bill themselves. And then turn around and pay
the people of the State a stupendous tax each year, because they were built to
serve these same people.

Does the State maintain the upkeep on this roadbed? Not one penny. The
railroads pay for all the roadbed maintenance, electricans, linemen, big shops
and all ont of their own pocket, and I have yet fo see a sign on a railroad car
claiming “We pay 100 percent of this and that.”

The milliong of men making a fine living from the railroads without one penny
of expense to the taxpayers is the last item.

Where are the seales of fairplay pointing now? I think the hauling of autos
should remain where it began, with the railroads. And as a taxpayer, I want you
to vote for what will benefit my State the mosi—with the railroads.

Respectfully,
P. E, NELSON.

CHEYENNE, WYo., March 2}, 1961.
Senator GALE MCGEE,
Washington, D.C.

DeAR SENATOR: As a fellow citizen of Cheyenne, Wyo., I am writing to yon
concerning the piggybacking the railroad is doing to the trucking business.

The way I see it is that it has taken a lot of money out of circulation.

The railroads at the present time are moving more freight than ever in history,
but they are still laying off men. So what would happen if they had all of the
freight business,

In the trucking of freight there are more employees per ton of freight than
there are now in railroads, so if we want to stimulate the economy of this conn-
try thisis a way.

Now as for additional Federal tax or State on the trucks. If we were to put
more trucks on the road today, it would increase the revenue, cut unemployment,
Inerease Federal income taxes, then the employee would be able to buy gasoline
to take his family on a Sunday drive. I sincerely believe it would work out.

Yours truly,
ErxesT J. KEPLEY.

THERMOPOLIS, WYO0., March 18, 1961.
Senator GALE McGEE,
U.8. Senale,
Washington, D.C.

DEAR Sig: This is a protest regarding this preposed, additional Federal high-
way taxes. Such legislation, if passed, would be a destructive blow to the truck-
ing industry and definitely, put a large amount of the smaller trucking concerns
out of business,

72190—62 16
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We figure we are taxed to the very limit as it now stands, Before raising the
ante, would you please give the proposed highway legislation due consideration
and then vote it “down.”

These are not only my convictions but 95 percent of the citizens of this and
surrounding communities.

Yours truly,
Darnras 0. Downing TruckinGg Co.

CHEYENNE, W¥yo., March 23, 1961.
Hon. GALE W. MoGEE,
Senate Office Building,
Washington, D.C.

DEAR SENATOR : Your article which appeared in the Tribune last night deserves
commendation. In it you stated that the Congress must protect the rights of the
people in the dispute between the railroad union and that represented by “bad
guy' Hoffa, in the piggyback matter,

It seems that the railroads have finally stopped acting like ostriches and have
teamed up with the producers of motor vehicles, the result of which will be to
reduce the cost of cars to the consumers., It is hoped the dealers will soon
pass on the savings to the buyers.

My sympathies are with the railroad. I think Senator Joe's are too. 1 am
some what happy about the internecine strife between the two unions. For once,
management may back away and let the unions go at it. It is not teo different
than when the Government could sit back and permit the gangsters of the thir-
ties to destroy each other.

From the public point of view, which you espouse, I think it is clear that the
railroads should have the long haunls. Certainly the operation reduces the con-
gestion upon and the cost of maintenance of our highways. I firmly believe the
piggyback approach makes sense. 1 hope you will help it and the railroads
survive.

Respectfully yours,
Pri. WHITE.

CHEYENKE, WYo0., March 11, 1961.
Senator GALE W. McGEe,
Senate Ofice Building, Washington, D.C.

Dear Me. McGEE: The railroads of the Nation at the present time are in dire
need of assistance. Without the right to compete, as the Teamsters would have
it by eliminating piggybacking the future of the railroad transportation would
be bleak.

In times of emergency the railroads are the first line of defense so the country
cannot afford to weaken that vital service.

As a railroad worker I urge you to vote against any bill that tends to destroy
legitimate competition.

Yours very truly,
Froyn J. ARTIST.

INTERMOUNTAIN CHEMICAL Co,,
Green River, Wyo., March 24, 1961,
Hon, Gate W. McGEE,
Senate Office Building, Washington, D.C.

Dear SExaTorR MoGEE: We have no torch to carry for either the railroads or
the trucking industry, although it appears obvious that the trucking industry
is not bearing its full share of highway construction or maintenance costs,

However, we feel very strongly that, in the case of the piggyback problem,
Congress should not legislate against progress at the expense of the publie.
Certainly Congress would not legislate against the tractor although it reduced the
number of farm employees required in the country.

If the railroads have found a way to supply transportation more efficiently,
this is fine. It's up to the trucking industry to do likewise and not to go crying
to Congress.

v truly yours,
o Al E. L. Strour, Resident Manager.
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MarcH 21, 1961.

Dear SENATOR McGEE: May I present my views in regard to the controversial
question of shipping automobiles by piggyback on railroads. I feel that I can
gpeak with some authority on this guestion, due to being connected with the
truck auntomobile transporting industry, especially as it affects Cheyenne and
Wryoming,

Here are the facts as it affects our terminal in Cheyenne: As late as August
of 1960 we had 142 drivers and a like number of units running out of Cheyenne,
As of March 1961 our drivers are now cut to 24. The maintenance shop person-
nel has been cut from 30 to 5 as of the same dates. The results of this is un-
doubtedly contributing to the recession in this State inasmuch as the small shops,
service stations, cafes, ete., benefit from these trucks running. The State also
must be suffering quite a loss of gasoline tax, license fees, ete. Naturally our
terminal is a very small segment of the automobile transporting industry but
I feel that it is affecting every State in a like manner. 1 realize that car sales
are not up to par this year. However, drivers and mechanies that are laid off
cannot buy cars or other merchandise.

According to what information I have, it seems that an equalization of freight
rates is badly needed. It is my understanding that the railroads are hauling
these cars at third- or fourth-class rates, or at the same rates they wounld haul
rough commodities, such as coal or rock. 1 believe the Interstate Commerce
Commission controls these rates and it would seem like a congressional investi-
gation is in order, but according to rumors here, a large percentage of the ICC
personnel is either railroaders or ex-railroaders.

From what information I can gather, there is no one thing that has affected
80 many people economically over the United States as has hauling automobiles
on the railroad.

I have faith in your ability to impartially investigate this condition and do
your utmost to correct it.

Yours truly,
H. L. Loxg,
Shop Superintendent,
Commercial Carriers Inc.

IrRwWIN'S,
Douglag, Wyo., March 16, 1901,
Senator GALE McGEE,
Washington, D.C.
DeEAr SENATOR: I note you will be having a meeting in Cheyenne on the piggy-
back railroad hauling.
Please turn the raflroads and trucks loose from restrictive competition rules
Let's quit running everyone's business.
Sineerely,
CHARLES G. IRWIN,

Rawrixg, Wyo,, March 11, 1961,
Hon, GALE McGEE,
U.S. Senator from Wyoming.
Smk: I am an employee of a trucking company, and I wish you to protest
President Kennedy's truck tax increase proposal.
Thank you,
E, Leg KULING.

CHEYENNE, WYo., March 11, 1961.
Hon. GALE MoGEE,
U.S8. Senate, Washington, D.C.

Dear Sir: In regard to present legislation now pending in regard to the regu-
lation of the piggyback service now so efficiently performed by the railroads,
as a railroad employee I am asking that you give favorable consideration to the
railroads who are the backbone of transportation in our great State of Wyoming,

Sincerely yours,
J. A. CARPENTER,
Secretary-Treasurer, Union Pacific Railroad.




240 PIGGYBACK TRANSPORTATION

WasHAKIE COoUNTY DEMOCRATIC CENTRAL COMMITTEE,
Worland, Wyo., March 13, 1961,
Senator GALE W. McGEE,
Kenate Office Building, Washington, D.C.

DEAR SENaTOR: I sincerely hope you oppose the truckers' attempt to limit
the railroads’ piggyback operations, in the Cheyenne hearing, April 10. This is
one of the very few ways we have in getting back business that the truckers
have taken away from us.

Sincerely,
JERRY RILLAHAN.

CHEYENNE, WYo., March 13, 1961.
Hon, GAaLe. W. McGEE,
U.8. Senate Office Building, Washington, D.C.

DEar SExatorR McGEE: As the result of actions of the Teamsters Union to
curtail, or even eliminate piggyback service by the railroads, I feel you should
know of the opinions of we railroad employees.

It is a well-known fact, the hard enough times we are having, without having
the Teamsters Union attempting to muscle in on something that belongs to the
railroads in the first place.

It is truly a Dblessing to drive on the highways nowadays and not run up
against one of those overgrown monsters that tear up our highways.

I am convinced that you are in Washington to represent the people that put
you there and also I am convinced that you are doing a terrific job of it.

Therefore, in conclusion, may I urge you to use every means at your command
to oppose vigorously any legislation that would take our piggyback service away
from us? It is commonsense that the railroads can do a much faster job, more
efficient, and perform far better service than any truck ean. And too, the
railroads aren’t tearing up our highways.

Very truly yours,
RarrH W. LACKY.

WyoMING STATE LEGISLATIVE COMMITTEE,
Laramie, Wyo., March 11, 1961
Hon. GaLe McGEE,
Senate Ofice Building,
Washington, D.C.

Dear Sir: With reference to the Teamsters' complaint against the railroads
in regards to piggyback or rail-trailer service.

We cannot understand how the Teamsters can ask the ICC to raise various
rail rates so that they may take this business away from the railroads. If
these rates are raised, the public will have to bear this extra cost and at the
same time provide highways for the truckers to operate on.

You are probably aware that several years ago the railroads handled practi-
cally all of the automobiles that were shipped and that the railroads had raised
their rates to such a point that the trucking industry through lower rates were
successful in taking this business away from the railroads, At that time a large
number of railroad employees were laid off due to the decrease in business and
I do not recall any attempt by our organization to pressure the ICC into rais-
ing the truck rates higher than the railroad rates so that railroad employees
conld regain their jobs.

While we can sympathize with the teamsters who are out of work, we at
the same time would loose a large number of railroad workers if the railroads
were required to price themselves out of business.

We wish you would consider this subject very carefully when you hold your
hearings for we as railroad workers believe that every citizen benefits when
there are competitive freight rates.

Sincerely,
H. M. Bravororp, Jr., Chairman.
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MarcH 15, 1961.

Hon. GALeE MoGEE,

DEeAR SExaTOR: I have seen numerous newspaper articles, magazine articles,
and other publicity about the condition of the railroads. Most of these articles
indicate to help the railroads some law changes will be necessary.

I have read that changes in depreciation, the passenger, and unnecessary regu-
lations that stop railroads from giving more truck service to shippers, are
some of the things that are unfair and stopping the railroads from meeting
competition on equal terms.

I hope you will give some special attention to the railroad bills to give them
a chance to compete and get ahead instead of continuning to go backward, with
continual reductions in employment. I believe with fair treatment the railroads
would get the business they can handle best and many railroaders would get
back to work.

Thanks,
Mr. and Mrs. EMMeETT CROOK.

SHERIDAN, WYo, March 12, 1961.

Senator GaLe W. McGEE,
Senate Office Building,
Washington, D.C.

Dear Sexator McGee: I hope you will give your full consideration to the
present attack on railroads by trucks.

I firmly believe in true fair competition. The railroads have been keeping
up their right-of-way all through the years when business has gradually been
taken over by trucklines. Now with a new method of transportation commonly
known as piggvbacks becoming more prominent and the prospects looking a bit
brighter for the railroads and its employees we find Hoffa's Teamsters crying
“unfair.” Surely we railroaders dont’ like to be laid off any more than the
truckdrivers like unemployment.

All the railroads need is fair competition and they will prove that they can
provide eflicient and economical transportation and that we don't need a war
to bring the railroads to their true place on top for dependability.

SRincerely yours,
BErNARD J. MARRON.

Evaxsron, Wyo., March 13, 1961.
Hon. GALE McGER,
Senator from Wyoming,
Senate Office Building, Washington, D.C.

Dear Sie: I am writing you in regard to Mr. Hoffa trying to outlaw piggy-
back transportation on the railroads. Please resist any legislation to that effect,
as I feel that Mr. Hoffa and his drivers have ridden the gravy train long enough.
I am 56 years old an an employee of the Union Pacific Railroad at this point
with some 35 years railroading experience and am at present the youngest man
working in my craft. I do not feel that the railroads should be discriminated
against in this manner, and I wish to ask you to protect any such action at-
tempted by Mr. Hoffa.

Respectfully yours,
CrLiFrorp C. STUART.

GREYBULL, WYo0., March 13, 1961.
Hon. GAaLE McGEE,
Senate Committee on International and Foreign Commerce,
Senate Office Building, Washington, D.C.

My Dear Sexators I am writing this appeal to impress the importance of
good judgment in your decision on the piggyback question.

First I would like to point out the stand the Government has taken when the
the operating department wanted to strike to gain their point, quote “The rail-
roads are a first line in transportation hence a strike would tie up the country,”
end of quotation. The result was an injunction.
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Now, a question, if they the railroads were a first line of transportation at
those times, are they not still? If they still are first lines in transportation, have
they not the right to compete for the haul on any commodity without being penal-
ized or hampered by anyone?

The railroads helped build this country, they handled freight when there was
no other means; but now we have trucks and they want the gravy.

When other modes of transportation are stalled the trains go, why let the
t;‘l:lins«' haul only in foul weather, why not give them the right to compete without
shackles,

I, as a railroader for 30 some years, feel that we the railroad and the workers
like myself have been getting a raw deal.

Hope to have a favorable vote, and thanking you for your interest.

Very truly yours,
C. W. BELMORE,
C.B. & I., Casper Division.

CHEYENNE, W¥o., March 15, 1961.
Hon, Gare W. McGEE,
U.8. Senator, Washington, D.C.

Dear SENator McGeE: In the interest of protecting my job as well as the jobs
of many others at Cheyenne and over the Union Pacific Railroad system as a
whole, I desire to take this opportunity to request that you vigorously oppose
the Teamster Union efforts to destroy piggybacking by discriminatory legisla-
tion.

In their attack on the railroads in this matter, the Teamsters do not tell the
entire story by any means. They do not, of course, say that this movement of
new automobiles, for example, was formerly railroad business, and that the
truckers actually caused it to be diverted to them from the railroads by way
of changes in rates and service, which is the very means by which the railroads
have gotten the business back to the rails.

All forms of transport should have equal freedom to compete for the trans-
portation business of our country and that is all the railroads are asking for.

The railroads must and do install and maintain their own right-of-ways ; there-
fore, should be allowed to compete for their fair share of transportation busi-
ness without being subject to unfair attacks by the Teamsters and biased regzu-
latory agencies who permit the competitors of the railroad to invade the field of
transportation unfairly and tear up our public highways, which the railroad tax
dollar helps to maintain,

In the best interests of the State of Wyoming and the railroad workers in this
community, your efforts on behalf of the railroads will be greatly appreciated.

Rincerely,
Juria E. PHELPS.

CHEYENNE, Wyo., March 14, 1961,
Hon., GaLe W. McGEeE,
I.8. Senator,
Washington, D.C.

DeEAR SENATOR MOGEE: As a citizen and taxpayer in the State of Wyoming and
an employee of the Union Pacific Railroad Co. for more than 40 years, I earnestly
solicit your support in opposing the Teamster Union efforts to destroy piggyback-
ing by Federal legislation.

The piggvback carriage of new automobiles, as well as other commodities in
containers, is returning to the railroads because the railroads have established
fair rates on a competitive basis to get the business back.

The railronds must and do install and maintain their own rights-of-way;
therefore, shonld be allowed to compete for their fair share of the transportation
business without being subjected to unfair attacks by the Teamsters and biased
regnlatory agencies who permit the competitors of the railroads to invade the
field of transportation unfairly and tear up our publiec highways, which the
railroad tax dollar helps to maintain,

In the best interests of the State of Wyoming and the community of Cheyenne,
as well as in the interest of protecting jobs for the railroad workers, anyvthing
that yon ean do to assist the railroads in their fight for the right to compete
without unfair restrictions, will be greatly appreciated.

Sincerely,
8. A. Tarri1s.
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CHEYENNE, WYo0., March 15, 1961.
Hon., Gare W. McGEE,
U.8, Senator,
Washington, D.C.

DEAR SENATOR McGee: In the interest of protecting my job and the jobs of
many other employees at Cheyenne with the Union Pacific Railroad Co., I desire
to take this opportunity to ask that you vigorously oppose the Teamster Union
effort to destroy piggybacking by diseriminatory legislation,

In their attack on the railroads in the matter of piggvbacking, the Teamsters
do not present the complete picture. They do not state, of course, that this move-
ment of new automobiles, as an example, was formerly railroad business, and
that the truckers actually caused it to be diverted to them from the railroads
by way of change in rates and service, which is the identical means by which
the railroads have regained some of this business. Fair competition in meeting
the needs of the shippers and bringing benefits to the public is what has resulted
in this increased business for the railroads. At this time the railroads are
hauling this traffic in the most economical manner and under rates approved
by the Interstate Commerce Commission, the appropriate authority, and 1 ask
that you use every effort at your command to enable the railroads to continue
to compete for their fair share of the transportation business.

The position of the railroads that they are just winning back a portion of the
business that the trucking people took away from them in the first place becanse
the truckers were not heavily burdened with taxes, maintenance, and other
expense for rights-of-way, terminals, signal and safety devices, ete., is fully
justified.

Your efforts in behalf of the railroads will be greatly appreciated.

Sincerely,
Louist A. TARRIS.

CueyYeNNe, Wyo.,, March 15, 1961.
Hon. Gare McGeEer,
United States Senate, Waghington, D.C.

Diar SENATOR McGEE: As a taxpayer and a railroad employee, I solicit your
attention and careful consideration of the subject of piggyback.

Piggvback has been the means of returning to the rails a considerable amount

flic, more recently transported over the highways by trucks. The Team-
sters' Union has been making a great fuss about the adverse effect on its mem-
bership of the return of this traffie to the rails. In their attack on the railroads
in this matter, the Teamsters do not tell the entire story., They do not, of course,
say hat this movement of new antomobiles, for example, was formerly railroad
business and that the truckers actually caused it to be diverted to them from
the railroads by way of changes in rates and service, which is the very means
by which the railroads have gotten the business back to the rails. Fair com-
petition in meeting the needs of shippers and bringing benefits to the publie is
what has resulted in this increased business for the railroads, and there isn’t
any sense fo the barrage of propaganda by the Teamsters that piggybacking is
uneconomical. All forms of transport should have equal freedom to compete
for the transportation of our conniry.

This attitude by the Teamsters Union is a direct attack on the jobs of rail-
road men. This service provides traffic and gives more work for railroad em-
ployes, and this progress in railroad transportation by the use of improved
freight equipment gives the shipper what he wants and it gives it to the shipper
at rates arrived at under fair competition.

I believe this problem to be a very important one and deserving of your careful
consideration.

Sineorrely,
R. A. WATTERS.

Bvaxstow, Wryo.,, March 13, 1961.
Hon. GArr McGEE,
Senate Office Building, Washington, D.C.
HoxoRrABLE SENATOR MoGEE: Regarding the piggyback hearing at Cheyenne on

April 10.
That looks to me like a case of Joe had some apples. Jim got them away from
him. Then Joe got them back and Jim runs to Dad to get them back. The rail-
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roads for a aumber of years hauled all the automobiles and other freight. The
trucks took a large part of the business away from the rails. The rails regained
some of the business and now the trucks are crying. It seems to me there is a
staggering amount of far more important hearings and legislation to be handled.
Why not do something for the little man? Remember if it were not for the votes
of the working people you would not be where you are today. The millions of
unemployed and tax burdened people need far more help than the trucks or the
railroads.

During the last two wars there was a tax on excess profits. Were that tax or
one more restrictive to be enacted that would limit the amount of profit a
corporation could make there would not the be incentive to lay off so many
employees,

Remove some of the tax loopholes in the present income tax law so that the
person that can afford to pay is required to do so.

Some time ago I received a letter from the Utah Power & Light Co. regarding
a dam on a tributary of the Snake River. At the present time there is the
Jackson Dam, Palisades Dam, and the American Falls Dam all on the Snake
River within a highway distance of 205 miles. What do we need with more
dams on the Snake River. My opinon on that dam is “No.”

Very sincerely yours,
T. P. WILLEY.

Evaxsron, Wyo., March 11,1961.
Hon. Gare McGEE.

DeAr SeExator: It has been brought to my attention about the Teamsters
Union complaining about the railroad piggyback practice taking jobs from them.
Have they stopped to think of the time when this was regular railroad business,
along with fruit transportation and a few others, that the trucking business took
without a blink of an eyelash.

We sincerely hope that you will uphold the laws against Monopoly and Power
Trusts of business. When it comes to laws and regulations against fair competi-
tion, please don’t support such laws. What difference does it make whom does
the hiring of labor, so long as the jobs are furnished for the laborer?

They are misrepresenting their cause by saying a crew of three men do the
work of a great many truckers. This is not so. Do you realize how many other
jobs are included in keeping these trains going? Freight agents, dispatchers,
switchmen, machinists, section crews, ete,

Please uphold all businesses' right in this country for working in fair
competition.

Yours truly,
Mgzs. NapeEne 8. Cook.

Evaxsron, Wyo., March 11, 1961.
Hon. GarLe McGEE.

Dear Sm: It has been brought to our attention about the Teamsters Union
complaining about the railroad piggyback practice taking jobs from them. Have
they though about the time when this was regular railroad business, along with
fruit transportation and a few others, that the trucking business took without
a blink of an eyelash?

We sincerely hope that you will uphold the laws against Monopoly and Power
Trusts of business. When it comes to laws and regulations against fair competi-
tion, please don't support such laws. What difference does it make whom does
the hiring of labor, so long as the jobs are furnished for the laborer?

They are misrepresenting their cause by saying a crew of three men do the
work of a great many truckers. This is not so. Do you realize how many other
jobs are included in keeping these trains going? Freight agents, dispatchers,
switehmen, machinists, section crews, ete.

Please uphold all businesses’ right in this country for working in fair
competition.

Yours sincerely,
Mr. and Mrs. Earr B. Cock.




PIGGYBACK TRANSPORTATION

EvansToN, Wyo., March 11, 1961.
Hon. GALE McGEE,

Dear Sir: It has been brought to our attention about the Teamsters Union
complaining about the railroad piggyback practice taking jobs from them. Have
they thought about the time when this was regular railroad business, along
with fruit transportation and a few others, that the trucking business took
without a blink of an eyelash?

We sincerely hope that you will uphold the laws against Monopoly and Power
Trusts of business, When it comes to laws and regulations against fair com-
petition, please don’t support such laws. What difference does it make whom
does the hiring of labor, so long as the jobs are furnished for the laborers.

They are misrepresenting their cause by saying a crew of three men do the
work of a great many truckers. This is not so. Do you realize how many
other jobs are included in keeping these trains going? Freight agents, dis-
patehers, switchmen, machinists, section crews, ete.

Please uphold all business’ right in this country for working in fair com-
petition.

Yours sincerely,
Doris . CooK,

LARAMIE, WYO,, March 9, 1961.
Hon. Jor HICKETY,
Senator.
Hon. GaLe McGEE,
Senator.
Hon, Wirrzam H. HARRISON,
Representative,

GENTLEMEN : It has been called to my attention, that the Teamsters Union is
trying to get legislation passed that would prohibit the railroads from piggy-
backing.

Now piggybacking has become a large business for the railroad in the past
few years, and as you gentlemen all know the railroads are very vital to the
economy of the State of Wyoming, with its vast timber operations, its coal in-
dustry, and other industries too numerious to mention; therefore in my estima-
tion anything that helps the railroads helps the State of Wyoming, and we
need all the help we can get.

Due to the loss of business to the railroads there are now many men unem-
ployed in the timber operations, that depend mainly on the railroads for the
use of their products.

Driving on the highways will be much less hazardous with the transports being
eliminated from our interstate highways, and this will surely cut down the
death rate of traffic accidents to the Nation,

In eonclusion, I would sincerely appreciate any legislation yon may see fit
to introduee in the favor of relief for the railroads.

Sincerely yours,
A. M. EvANS.

CHEYENNE, WY0., March 15, 1961.
Hon. GarLe W. MoGEE,
/.8. Senator,
Washington, D.C.

DesR SENATOR McGEE: In the interest of projecting my job as well as the
jobs of many others at Chevenne and over the Union Pacific Railroad system as
a whole, I desire to take this opportunity to request that yon vigorously oppose
the Teamsters Union efforts to destroy piggybacking by discriminatory legis-
lation.

The railroads maintain, with justification, that they are just winning back a
little of the business that the trucking concerns took away from them in the
first place because the truckers were not so heavily burdened with taxes, main-
tenance, and other expenses for rights-of-ways, terminals, ete. The railroads
have now devised ways to handle the long distance auto and related shipments
for considerably less than the truckers charge, and at the same time at a profit
too.
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All the railroads ask is the right to compete freely for their fair share of the
transportation business and that the American system of free competitive en-
terprise be allowed to function without unjust legislation as proposed by the
Teamster Union.

In the best interests of the State of Wyoming and the railroad workers in this
community, your efforts on behalf of the railroads will be greatly appreciated.

Sincerely,
Joux R. NEAGLE,
Care of store department, UPRR Co.

Evansron, Wyo., March 14, 1961.
Mr. GALE MOGEE,
Senate Office Building, Washington, D.C.

DeAr SENATOR: As you know the truckers headed by Mr. Hoffa are trying to
stop the railroads from progressing from a business that the railroads had from
the beginning. Now that the railroads are beginning to get some of the busi-
ness back, they want to stop this progress called piggyback.

I have worked for the railroads for 25 years and have been 1aid off a lot on
account of the trucks taking business. As a matter of fact there have been
thousands of men laid off on railroads on account of trucks.

I think the railroads should be able to continue with this progress now that
they are getting business back. I do not thiuk it is any worse for truckers to
be laid off than railroaders. I wish you would take this problem into
consideration.

Sineerely yours,
Lro C. WANNAMORE,

CHEYENNE, WYo., March 16, 1961.
Hon, GALE W, McGEE,
U.8. Senator, Washington, D.C.

DeAr SeExatorR McGee: In the interest of protecting my job and the jobs of
many other employees at Cheyenne with the Union Pacifiec Railroad Co., I desire
to take this opportunity to ask that you vigorously oppose the Teamster Union
effort to destroy piggybacking by discriminatory legislation.

In their attack on the railroads in the matter of piggybacking, the Teamsters
do not present the complete picture. They do not state, of course, that the
movement of new automobiles, as an example, was formerly railroad business,
and that the truckers actually caused it to be diverted to them from the rail-
roads by way of change in rates and service, which is the identical means by
which the railroads have regained some of this business. Fair competition in
meeting the needs of the shippers and bringing benefits to the public is what has
resulted in this increased business for the railroads. At this time the railroads
are hauling this traffic in the most economical manner and under rates approved
by the Interstate Commerce Commission, the appropriate authority, and I ask
that you use every effort at your command to enable the railroads to continue
to compete for their fair share of the transportation business,

The position of the railroads that they are just winning back a portion of the
business that the trucking people took away from them in the first place because
the truckers were not heavily burdened with taxes, maintenance, and other
expense for rights-of-way, terminals, signal and safety devices, ete., is fully
Justified.

Your efforts in behalf of the railroads will be greatly appreciated.

Sincerely,
Howin R. RoTaMaAN.

LaraMie, Wyo., March 16, 1961.
Hon. GAre McGeE,
Senate Office Building, Washington, D.C.
Dear SeExaTor: I note that the Teamsters Union under the direction of Mr,
James Hoffa are very much steamed up about the piggyback method of handling
freight by the railroads of the United States.
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They are making very wild statements that the ICC is being dominated by
members favorable to the rail carriers, etc. And are asking that the Govern-
ment take steps to stop unfair competition by the railroads.

While we are certainly sympathetic in their desire to keep their truckdrivers
employed, we see no reason why the railroads should be forced to keep their rates
at such a level that there is no real competition.

Certainly no one has done much shedding of tears about the thousands of rail-
road employees who have been laid off and joined the unemployed during the
past several years, due to the completion of other forms of transportation and
knowing that due to rigid restrictions that their employers, the railroads of the
Nation, were hamstrung in trying to meet this competition.

Will you not give any requests to further restrict competition a very careful
serutiny and make the decisions that will serve the Nation as a whole. Certainly
this Nation has grown great on the basis of wholesome competition.

Sincerely yours,
Geo, F. SHELTON.

OuT-0F-STATE CORRESPONDENCE SUBMITTED TO THE SUBCOMMITTEE

CorLopADO STATE LEGISLATIVE COMMITTEE,
BROTHERHOOD OF RATLWAY & STEAMSHIP CLERKS,
FreieuT HanpLERS, ExprEss & StaTiOoN EMPLOYEES,
Denver, Colo., April 10, 1961.
Hon. GALE McGEE,
U.8. Senator, State of Wyoming,

DEAR SENATOR MCGEE: At this hearing conducted by you at the Wyoming
State Capital at Cheyenne, Wyo., April 10, 1961, desire on behalf of our organ-
ization, to formally protest the efforts of the Teamsters Union to amend the
Interstate Commerce Act, to force the Interstate Commerce Commission to in-
crease piggyvback (trailer on flat car) rates and to impede the railroad indus-
try efforts to expand and further improve this wanted and necessary service
to the public.

It is inconceivable to us that the Congress will permit the destruction of this
gervice on our vital American railroads, by preventing them from establishing
competitive rates for this service, which is being utilized by thousands of satis-
fled shippers, and this service should be encouraged, not hampered.

We certainly regret the Teamsters chief complaint that this necessitates the
loss of jobs by their union, but as everyone knows, over the past several years,
employment on the railroads has been dwindling, due to the loss of business
to the trucking industry, and we have every right to protect ourselves and
utilize every fair and legal method to advance our industry, which is so vital
to our peace and for national defense.

Therefore, we strongly urge you not to be influenced by the powerful pressure
of the trucking lobby, and view this situation in a fair and impartial manner.

Our railroad industry has for several years been hampered by overregulation
and unfair taxing policies and we feel this is no time to place further restrie-
tions on them, and by all standards of equity and justice, the Teamsters Union
complaints are not justifiable, and your support in resisting the Teamsters
attitude in this matter will be greatly appreciated by our entire membership,

With kindest personal regards, I remain,

Very sincerely yours,
Max Karrz, Secretary-Treasurer,

MANUFACTURERS SHIPPING ASSOCIATION, INe,
Seattle, Wash., April 3, 1961.
Hon. G. W. McGEex,
Senate Office Building,
Washington, D.O.

DEAR SENATOR : This will be a followup of the reply just received from Senator
“Bob" Bartlett of March 30 wherein he advises my prior inquiry dated March
923 has been referred to your office. The subject relates to the forthcoming
hearings covering piggvback operations now set for Cheyenne next Monday
April 10. By reason of the short interim it appears timely to forward this
addendum today.
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As you will have noted from my query we are vitally concerned with the
subject of piggyback operations thus the scope of the above-noted hearings could
be most important. If same is held strictly to the transit of automobiles, our
interest would be more of a secondary concern. On the other hand, we have
been utilizing loaded containers over a full year and certainly must oppose
any attempt to impose such apparent attempts to curtail or restrict such usage.
The basic economies and expedited schedules realized thereunder do reflect a
progressive step forward in modern transportation. This should not be jeop-
ardized by selfish group objectives.

The Traffic World of March 11, 1961, reproduced excerpts of reply thereto
submitted to Representative James Van Zandt in the House on March 2, which
prompts this enclosure for your prompt reference. The views are well stated
and we desire to give full support thereto.

In the meanwhile we are anticipating your response as to the scope of in-
formation to be adduced at Cheyenne. Thank you very much.

Very truly yours,
LreweELYN C. JONES.

(Enclosure follows :)

REPRESENTATIVE VAN ZAxpT DEFENDS ICC MEMBERS, PIGGYBACKING AGAINST
TEAMSTER (HARGES

In answer to charges by the Teamsters’ Union that the Interstate Commerce
Commission is prorailroad and has deprived automobile transporters of long-
haul business, Representative Van Zandt, of Pennsylvania, has asserted that
members of the I10C are men of high caliber and that piggyback service is a
still-better service at lower cost.

Representative Van Zandt took note of the Teamsters Union charges in a
speech he made to the House March 2. Specifically, he referred to a brochure
recently issued by the union: “A Dangerous Combination: Ralilroads and the
ICC Threaten to Destroy a Vital Segment of the Trucking Industry and With
It the Jobs of 15,000 Teamsters” (T.W., December 3, 1960, p. 37).

“The Teamsters’ publications,” Mr. Van Zandt told the House, “have stated
that the 1CC favors railroads, is railroad oriented, and have charged that the
ICC has been packed with prorailroad people. Nothing could be further from
the truth.

100 MEMBERS PRAISED

“Of the 10 commissioners presently on the ICC—there is 1 vacancy—only
2 have had railroad experience of any kind. One of these spent 6 years in rail-
road work, leaving in 1925, and the other, 3 years with a State railroad associa-
tion, leaving in 1949,

“Nine of the commissioners have legal backgrounds, and all 10 had distin-
guished themselves in private or government work before their appointment to
the Commission. One is a former Lieutenant Governor of Kentucky, president
of the senate of the Commonwealth of Kentucky and special circuit judge; an-
other is a former assistant attorney general of Colorado; another is a former
assistant attorney general of Texas, and another a former Member of Congress
and General Counsel of the U.8. Post Office Department.

“The Nation is fortunate indeed to bave attracted men of such high ealiber
to direct the affairs of this unit of Government.”

Representative Van Zandt then took note of other assertions in the Teamsters’
brochure.

“The Teamsters sometimes contradict themselves,” he said, “On the one hand,
they charge that railroad piggyback rates are so low as to cover only out-of-
pecket costs or less; on the other, they quote figures to show that earnings of
the average piggyback car are over seven times higher than those of the average
boxear, and conclude by saying: “These figures illustrate what a lucrative
operation piggyback really is.”

CAN'T HAVE IT BOTH WAYS

“(Clearly the Teamsters cannot have it both ways. If piggyback is a lucrative
operation for the railroads, and there is every indication that it is, then it cannot
be held that piggyback rates are below cost or meet only out-of-pocket costs.

“With these reckless charges of unfair competition and ICC prejudice exposed,
the Teamsters’ real purpose becomes unmistakably clear. That purpose is to
require railroads to maintain rates higher than necessary.
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“The concern of the Teamsters is the alleged loss of employment for truck-
drivers, which they foresee if piggyback is allowed to expand. Naturally, we all
sympathize with anyone who loses his job and is forced to seek another, whether
for reasons of advancing technology or any other. But let me remind the Con-
gress what has happened to employment opportunities for railroad men during
the last generation, due in no small part to the loss of business to trucks.

“During the past 30 years, railroad employment has been cut in half—from
1,511,000 in 1930 to fewer than 750,000 today. Employees thus displaced have
had to find productive employment in other fields, which is what anyone else
would have to do whose job has been abolished.

“My answer is simply this: I am not now and never will become a party to an
effort to block progress in any field, especially in transportation. Nor will I be a
party to any attempt to subordinate the public welfare to narrow interests, and
I am confident that the answer of my colleagues in this body and in the Senate
will be the same.”

PrrrerurcH PLATE GLass Co.,
Cheyenne, Wyo., April 3, 1961.
Re Senate hearing on piggyback hauling by railroads, Cheyenne, Wyo., April 10,
1961,
SUBSURFACE TRANSPORTATION COMMITTEE,
INTERSTATE AND ForeleN CoMMERCE COMMITTEE,
Senate Office Building, Washington, D.C.

GexTLEMEN : I am writing you this letter expressing our opinion as a user on
the above problem and trust that you will make it a part of the above
proceedings,

Pittsburgh Plate Glass Co. operates a warehouse in Cheyenne, not on rail track-
age, at 2010 East 13th Street. We employ on the average of 25 people the year
around at this location. We have a great many of our shipments delivered by
piggyvback as we combine the lower rail rate with delivery to our door. The
savings to us over full truck rate or in full rail rate are considerable, considering
we are not on trackage,

With the competitive situation we are faced with, we must take full advantage
of any savings possible if we are to remain in business. May I eall your attention
to the statement of Mr. Robinson F. Barker, vice president, Pittsburgh Plate
Glass Co., before the U.8. Tariff Commission hearing on sheet glass, March 15,
1961.

Yours very truly,
V. B. Sering, Manager.

Uxniox Pacrrie Rarcroan Co.,
Omaha, Nebr., March 7, 1961.
Hon. Carr CURTIS,
Benator from Nebraska,
Senate Ofice Building, Washington, D.C.
Hon. GrLEN CUNNINGHAM,
Member of Congress,
Houtze Office Building, Washington, D.C.

GENTLEMEN : You are familiar with the eurrent unreasonable and inconsistent
campaign being conducted by James Hoffa, general president of the Teamsters,
to convince the Members of Congress that the railroads shounld be legislated
out of their right to compete with other forms of transportation for the
privilege of giving industry and the Ameriean people the best and most eco-
nomieal transportation services through the most modern methods such as are
being employed in the piggyback operation.

The railroads of the United States of Ameriea hold a high place of honor in
the history of the growth and development of our great country and today are
vital for the continuned economic growth of our people and defense of our
American way of life.

For a number of vears, because of unfair competition from transportation
svstems being subsidized by public funds and using publicly owned rights-of-
way, the railroads have been forced to release hundreds of thousands of em-
plo:vees from their service. The Transportation Act of 1958 improved the
position of the railroads to some extent; however, only through such natural
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developments of service methods as are being realized in the piggyback program
can the railroads hope to satisfy the needs of the American people and their
industries. The only desire of the railroads and their employees is to furnish
American public and private enterprise with the particular services which the
railronds alone can perform with incomparable superiority if allowed to com-
pete for this privilege in a situation of natural freedom in normal business
development.

James Hoffa has been negotiating new contracts with trucking companies in
the Midwest in which he demands that these companies pay a fee of $5 into
the Teamsters welfare fund for every trailer moved by rail. We sincerely hope
that Mr. Hoffa and his Teamsters will be restrained from shackling American
industry by such methods for personal and obviously undeserved gain.

Your dependable, intelligent, and impartial consideration of this serious
situation is greatly appreciated.

Respectfully yours,
H. BE. SHUMWAY,
General Superintendent of Transportation.
F. F. GETSFRED,
Assistant to General Superintendent of Transportation.
H. W. Haury,
Assistant to General Superintendent of Transportation.

Cownbprey, Coro., March 26, 1961.
Senator GaLe McGEE,
Washington, D.C.

Dear Smm: I have been a railroad worker for 10 years. I would like your
help to allow the railroads to compete against the Teamsters Union and truck-
lines. We all know that the railroad can handle most satisfactorily and eco-
nomically and all of this is producing more business for the railroad and more
seeurity for us railroaders. Railroads pay more taxes which goes to support
of education for our children.

Yours truly,
Mavricio C. SANCHEZ.

BurLINGTON LINES,
TrarF1ic DEPARTMENT,
New York, N.Y., Marech 24, 1961.
Hon. GALE McGEE,
Senate Office Building, Washington, D.0.

DEAR Sexator: I know yon are conversant with the campaign of the truck-
ing industry, of which Mr. Hoffa is the sparkplug, to downgrade and make
every attempt to kill the fast growing piggyback service of the railroads. If
he is permitted to get away with this attempt, it will be a sorry day for the
transportation system of our country. You are in a position to know better
than so many others the fact that all the railroads are trying to do is show
some of the initiative which so many of our critics claim is nonexistent on the
railroads today: also, to do no more than reclaim business which at one time
was ours and which was skimmed off the top by the highway carriers and which
we are just trying to recapture. This is business which once was ours and now
that the trucks have it all to themselves, they are, naturally, reluctant to see
us get any part of it back.

Their cry about truckdrivers being put out of work makes no mention of the
number of rail employees who have lost their jobs in the last 10 years simply
by reason of the fact that the trucks took our business away and have now
eut our proportion of the intercity tonnage to about 45 percent in 1960 from
what had been not too many years ago as high as 74 percent of the total move-
ment. The rail payrolls have steadily decreased and this is just one sincere
effort which we are trying to make by giving the shippers of the country an
improved service at lower rates in order to reclaim what is rightfully ours.
Frankly. I don’t think the truckers or Mr. Hoffa are fooling you one bit and
I sincerely hope that you will use your good offices and your knowledge of the
truck picture to convince your fellow committee members of the selfishness and
the viciousness of Mr. Hoffa’s methods in this case.
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We need these rail carriers badly from the national defense standpoint, if for
no other reason, and unless they are permitted to help themselves, God help our
great country and what would happen to us if these railroads are allowed to
deteriorate any further.

May I hear from you, Senator, on this subject?

Very truly yours,
J. W. BRENNARN,
Assistant Vice President, Trafic.

La Junra, Coro., March 18, 1961.
Senator GALE MCGEE,
Senate Office Building, Washington, D.C.

Honorapre Sie: I am a railroad man and would like to express my views on
the railroad piggyback transportation. Now, not just because I'm a railroader
but beeause of what is fair and just and what even a blind man can see.

The railroads have been getting a roughshod deal for many years now which
in turn has affected their profits and at the small end of the horn, the employee.

The railroads pay taxes to support the building of roads to cut their own
throats, and out of proportion to the truckdrivers.

I also drive a pleasure car, my tax is 10 cents per gallon for roadbuilding and
my car weighs 3,200 pounds.

Most all truck operators use distillate and he pays about 3 cents tax and his
truck weighs from 10 to 25 tons. Tearing up the roads and entting my employer's
and my throat, depriving us of the revenue.

The railroads have ploneered the country from the East to West, from North
to South, now comes the trucker and wants a monopoly of the transportation,
and squeal because the railroad are trying to subsist by eking out a sustenance
that's all, and a fair deal.

The railroads have built and maintained their own roads and have been
taxed to build roads for the trucker, can he say the same? No.

This is my views and hope you give it due consideration.

Yours very truly,
CaArLES L. WEST.

MArRgHAM ApverTisinGg Co.,
Scottsbluff, Nebr., Marech 1}, 1961.

Dear Sir: I see in a trade paper that the railroads are coming under attack
again by the Teamsters Union trying to stop the practice of transporting trucks
on railroad flatcars.

And T wish to voice my opinion on the subject. The restrictions now placed
on railroads have kept them from plans of improvement and I am against any
further restrictions on this means of transportation.

Sincerely yours,
M. E. CoRYELL.

WaLpEN, Coro., March 12, 1961.

Hon, GALE McGEE,
17.8. Senator, Wyoming,
Senate Committee on Interstate and Foreign Commerce.

I am an employee for the Union Pacific Railroad Co. in the Wyoming division.
I work up here in Walden, Colo., a distance of 65 miles from Laramie, Wyo., and
work almost for 30 years. Today my job is in jeopardy. That union of Mr.
James Hoffa and the Teamsters want to put the railroad out of business. I'm
for the railroad in the Nation. I make living for me and my family. I live in
the State of Wyoming for long time before I came to Colorado and my wish
is that hope you vote in favor of all railroad.

Thanking yon,

Yours as ever,
FrANK J. Soro.
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Marcu 13, 1961,
Senator GALE McGEE,
Washington, D.C.

Dear Sir: One trip out of here over these mountain roads competing with a
truck carrying two long trailers of cattle would certainly change anyone’s
mind about what railroads are supposed to do. Haul freight, that's what, and
roads are built for people. As for the railroad piggyback operation, why not?

For one thing only, if for nothing more, it's safer for the people than fruck
piggyback and we have all seen that, I am sure,

The future of railroads depends on the right to compete with other forms of
transportation, also the future of all railroad workers. Sure railroads install
and maintain their own right-of-ways, pay taxes on these rights-of-way for the
support of education, welfare and all similar services of State and local govern-
ments, Surely they have that right to compete. Who has a better right—they
are pioneers.

For your help we would be grateful.

Respectfully yours,
Mrs. Fay E. Soro.

DENVER, CoLo., March I8, 1961.
Hon. GALE MoGEE.

Dear Sir: We are writing regarding all this propaganda being put out by Mr.
Hoffa and the Teamsters, trying to knock out the right of the railroads to haul
piggyback transportation.

We wish to call attention to the faet that there also happens to be several
thousand rail workers whose jobs are at stake in this thing and in view of the
fact the railroad business has steadily declined in the past 30 years while the
trucking industry and the airlines have greatly expanded, I believe this deserves
some consideration.

We are not asking for all of the business, as is Mr. Hoffa. We are only ask-
ing for the right to compete fairly, which right has been denied us far too long
by the obsolete regulatory policies, devised when we had no competition. This
is particularly galling to the railroads and rail workers when our tax dollar
goes to repair the public highways which the trucking companies tear apart by
their heavy equipment, a continuing outrage, when we have to maintain our
right-of-way with ne subsidies from anyone.

We strongly urge you to look at the facts, and are sure that if yon do, you
will vote against any attempt to further curtail the railroad industry and its
workers.

Very truly yours,
JOANNE WILLIGANZ,
Claim Investigator,
The Colorado & Southern Railway COo.

Dexver, Coro.
Senator GaLe M, McGEE,
Senate Office Building, Washington, D ,C.

Deanrn Mg, MoGeE: As you are a member of the Senate Interstate and Foreign
Committee I would like to know how you are working on the Interstate Com-
merce Commission rates for the railroads shipping trailers and automobiles for
less than the trucking companies ean.

With railroad rates 50 percent less than the trunckaway companies ean charge
for hauling automohiles the truckaway companies are forced out of business,
all the drivers are put out of work.

How much revenue from gas tax, road tax is the Federal and States lost for
highway programs with the railroads hauling the cars that the trucks have
hauled before.

The freight companies are pufting their trailers on the railroads too, putting
more men out of work and the States are not getting any highway tax. The
railroads are now wanting Federal aid so they won't go bankrupt, but are not
caring what happens to the truckaway companies, can the trucking companies
get Federal aid.

With all the trailers going piggyback through Wyoming the State eannot col-
lect revenue from the railroad.

(Can you help our trucks.

Sincerely yours,
NeRe L. WiLLiams.
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WaLDEN, CovLo., March 21, 1961.
GALE McGEE,
RSenate Commitiee on Interstate and Foreign Commerce.

Diak Sme: Regarding the pamphlets of “Your Job is in Jeopardy,” “Rail
Progress is Threatened,” and “Teamsters Want Congress To Halt Growing
Piggyback,” put out by Clair M. Roddewig, president of the Association of
Western Railways, Union Station, Chicago, I11.

I wonld like to comment that my job is in jeopardy. I have my wife and three
children and myself who depend on my job on the railroad. The railroad trans-
portation is very important to our country. They give us faster and safer
services.

Also the railroad helps our schools.

On our small community the railroad will pay a large sum of money for eur
public school, which is very important to us as my three children attend this
school.

My family and I are very proud to be a member of the railroad. So we ask
you, please help us.

I thank you.

Sincerely yours,
Jor L. MONDRAGON.

Cowbprex, Covro., March 23, 1961,
Senator GALE McGEE,
Washington, D.C.

Dear Sim: Many thousands of rail jobs have already been eliminated by the
unhampered growth of trucklines, many sections have been closed. The rail-
roads are loaded down with regulations and the trucklines fly over the highways
with earefree abandon and all the freight.

The iroads piggyback operation is not only a better way of transportation
but & promise of more jobs for railroad workers, many of them out of work for
a long time,

I ask only that you see things are kept fair and the railroad allowed to
compete.

Respectfully yours,
Frank E. GEORGES.

LiviNesToN, MonT., March 31, 1961.
Hon, GALE MCGEE,
Washington, D.C.
Dear Sir: Please do everything possible to keep the piggyback business on
the rails. All we ask is a fair break.

Thanking you.
J. W. Mason.

MAYDAY ! MAYDAY !

Railworkers jobs are under attack on another front.

Teamster “Hoffa” wants $5 for every trailer hauled piggyback on the rails
after February 1, 1962.

You now know the power of the pen—put a note at the bottom of this and
gend it to these Congressmen * * *,  Now. This we believe—

“Whenever our railroads can move any commodity more economically and
efficiently on their rails than trucks ean on our public highways and at satis-
factory speeds to our customers, the rails should have that business without any
strings attached.”

That's how the trucks got the business from us in the first place. So what's
their beef? The trucks have no right to a headstart in this race.

Congressmen : Give us the right to compete fairly and a management willing
to try instead of cry and we the employees will relegate all the truck business
to the local level. We ask only an equal opportunity.

LivingsToN ANTI-MERGER COMMITTEE,
(Opposed to NP-GN-CBQ Merger).
MagrcH 27, 1961.

72190—62- 17
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Dexver, Coro., March 25, 1961.
Mr. GALE McGEE,
Senate Office Building, Washington, D.C.

DEAR SexATor: I understand Mr. James Hoffa and the Teamsters Union are
conducting a campaign against the use of piggyback service by the railroads and
are attempting to have legislation enacted to serve their purpose. Since you are
a member of the Committee on Interstate Commerce I am writing you about this
matter.

As you know, the railroads in general are having financial difficnities, partly
due to truck competition due to operating over publicly owned facilities, We
feel that nothing should be done to hinder the railroads from doing what they can
to compete with other forms of transportation and I ask your support in the
matter,

Yours very truly,
G. A, Hurcnison,

Dexver, Coro.

DEeAR Sik: I want to say that I find the truckers of Teamsters Union are unfair
in trying to stop the railroads from interstate trade with any company they so
desire,

In the first place, railroads were transporting material long before truckers
became an institution and that they have as much right to do so as any other
competitive trade in whatever manner they wish.

This bill in favor of Teamsters would seriously cripple railroad freight trade
amdl it already is competing with air service for both passengers and freight. They
have not suggested that airlines stop their trade competition so why truckers?

I sincerely hiope you will consider this side of the issue before voting on such
a change.

Sincerely,
Louts DROTAR,
Burlington Railroad,

DENvVER, Coro., March 13, 1961.
Senator GaLe McGeE,
Senate Office Building, Washington, D.C.

DEear SENATOR McGEE: We are writing you concerning the proposed piggyback
bill legislation. We feel that the railroad industry will be greatly hampered and
destroyed if such legislation is passed. The railroads, we feel are still a vital
factor in our economy. We don't want them destroyed.

S0 we hope you will see fit not to vote for such piggyback legislation.

Sincerely yours,
Mr. and Mrs. L. P. GRATER.

DARvILLE, ILL.,, March 30, 1961.
Hon. GAarLe McGEE,
Senate Ofice Building, Washington, D.C.

Sm: I am a legal and qualified citizen of the United States of America and
have for the past several years exercised my right to vote in the State of Illinois.

Recently I have noted in the newspapers, magazines, TV programs and through
club speeches that certain interests are making claims that the Interstate Com-
merce Commission has favored the railroads in the development of service by
piggyback.

It is my opinion that an efficient and economiecal transportation system shonld
be developed in this country and I feel it is the right of the railroad companies
to compete: also, that their movement should not be impeded by political pres-
sures hrought by groups who seek benefits by regulations which would deny them
the right to compete.

Therefore, as a member of the Senate Committee of Interstate and Foreign
Commerce, I am requesting that you give this consideration when bills are
presented for legislation which would affect the transportation industry of this
country.

Yours truly,
D. L. CRONKHITE.
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UstoN LARE, MicH., March 30, 1961.
Senator GALE W. McGEE:

I'm writing to you because I understand that hearings will start in Cheyenne,
Wyo., on April 10 in connection with the rate regulation. You are “people
of Wyoming” representative and should be very much interested in their wel-
fare. 1 sincerely hope that you will insist on seeing facts and figures on this
subject, that you insist that the railroads’ rates as shown and just exactly
how they make up the difference in what they are losing by their illegal rates
in the car-hauling industry. Their rates in the car-hauling industry are almost
one-half under that of the truckers, so they can't be making money there.
Naturally, they have to raise their rates on something else ; one thing is the U.S.
mail. Here the general public has to pay extra for stamps and so forth, so that
the railroads can cheat thousands of men out of their jobs and close down
thousands of small businesses. The railroads are causing this to happen all over
tlie United States and not just in Wyoming. 1 know that the railroads have
always been the truckers’ competitor, but with the rate that they've been al-
lowed to haul for, anyone with any commonsense al all surely knows that it has
to be illegal. Otherwise we could stand a fair chance to compete with them.
Someone in Washington surely must care what is happening to the citizens of
the United States. For this discriminatory rate of the ICC and the railroads
is hurting just as many other people as it is the truckers.

I sincerely hope that you will keep an open mind and weigh both sides to
the question before making your decision. All really that the truckers are ask-
ing for is a fair fight and a fair chance at the industry and not for everything
to be one-gided.

Sincerely,
James B, CRENSHAW.

e, MicH., March 25, 1961.

Dear Srr: When you ran for election if a rule that said “Democrats win with
50 votes and Republicans must have 75 or vice versa, would each of you have an
equal chance to win? That is what my husband as a trucker faces when he
must haul cars as first-class freight and trains haul third- and fourth-class
freight. He hasn't worked but a month and a half out of 8 months. I'm sure it
was designed to help the rails but let us find a better way than “human sacrifice”
which is just what this section 15a(3) has brought about. When whole sections
of the trucking industry is fed to this “iron monster” as a tonic. yon can imagine
the thousands of people going without proper medical care, food, schooling, and
many other necessities. My husband worked for ATI, Wixom, Mich;, for 8
years. Now he's unemployed. Would you correct this situation while there is
still time. May God lead you in your work.

Mrs, Buras HEARST.

New Haves, Ixp., March 22, 1961,
Senator Gare W. McoGEE,
/.8, Senate Building,
Washington, D.C.

Honorable McGeg:; The proposed amendments of section 15a(3) were read to
ns at the last meeting of the Truckaway Wives (National), Inc. We are all
in favor that the amendment be enacted.

I am the wife of a truckdriver hauling piggyback trucks. If we do not get
some legislation soon to stop the railroads on objectionable rates because the
10C has permitted it, and delay hearings to prevent it, my husband will soon
be among the many thousands now out of work. It will mean he will be too
old to get another job and {oo young to retire. It will also mean he will not
have health insurance or his pension fund.

He is only one of thousands in this predicament. Like an unbroken chain
letter this situation goes on to affect the welfare of the whole Nation., Filling
station, motels, restaurants, hotels, tire industry, truck manufacturing, repair
shops, and every taxpayer in the Nation will soon feel “the squeeze.”

In 1959 total revenue from motor fuel, vehicle registrations, and motor car-
rier taxes was $5.1 billion. If this source is shut off it will be taken from the
taxpayer's pockets,

We also feel that President Kennedy is making a grave error to ask for an
increase in tariffs on trucks. They are already overburdened. This bill should
be voted against. 1 would appreciate hearing from you about this, as to your
ideas and what if anything is being done about it.
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We are a group of women who have organized to get some legislation for
our husbands who are still left in the trucking industry, and to help put those
back to work who are laid off through no fault of the companies where they
worked. In just a few weeks this organization has grown into a national
thing. It is nonunion, nonpolitical. 1 assure you there is going to be thou-
sands of women who will be well informed as to how those holding offices have
voted by the next election, we in turn are eduecating our husbands as we learn
who is doing what, many of them are already attending our meetings as guests
to get information. We have already decided come next election to vote for
what a man has done not what his polities are.

Yours sincerely
Witva WEersT.

Prrrspeurcn Prate Grass Co.,
Cheyenne, Wyo., April 3, 1961.

Re hearing on piggyback hauling by the railroads, Cheyenne, Wyo., April 10,
1961.

U.S. Senator Gare W, McGEE,

Senate Office Building, Washington, D.C.

Deak SeExator MeGee: Attached is a copy of a letter I have just written on
the above subject. Our position is very clear in that the Government has asked
the railroads to become competitive. Now that they are, they should be allowed
to remain competitive. We have weakened our domestic basic industries too
much already.

Yours very truly,
V. B. SrrinG, Manager.

Aprrir 3, 1961,
Re Senate hearing on piggyback hauling by railroads, Chevenne, Wyo., April 10,
1961,
SUBSURFACE TRANSPORTATION COMMITTEE,
INTERSTATE AND ForeicN CoMmMERCE COMMITIEE,
Senate Office Building, Washington, D.C.

GENTLEMEN : I am writing you this lefter expressing our opinion as a user
on the above problem and trust you will make it a part of the above proceedings,

Pittsburgh Plate Glass Co. operates a warehouse in Cheyenne, not on rail
trackage, at 2010 East 13th Street. We employ on the average of 25 people
the year around at this location. We have a great many of our shipments
delivered by piggyback as we combine the lower rail rate with delivery to our
door, The savings to us over full truck rate or in full rail rate are considerable,
considering we are not on trackage.

With the competitive sitnation we are faced with, we must take full advan-
tage of any savings possible if we are to remain in business, May I eall your
aftention to the statement of Mr, Robinson F, Barker, vice president, Pittshurgh
Plate Glass Co., before the U.S, Tariff Commission hearing on sheet glass,
March 15, 1961.

Yours very truly,
V. B. Spring, Manager.

UNIoN PACIFICc RAILROAD,
Cheyenne, Wyo., March 7, 1961,
Hon. GALE W, McGEE,
V.8, Senate Office Building, Washington, D.C.

DeAR GarLe: T telephoned you last week and in your absence, talked to Mr.
Joe Davis about a report we had in connection with the possibility of Senate
committee hearings as a result of the action of the Teamsters in protesting
railroad piggyback service.

1 would appreciate very much your office advising me in the event hearings
are arranged, especially date of hearing in Wyoming. I would also appreciate
a copy of any bill that might be introduced to, in any way, change regulations
affecting piggyback service.

Mr. John Loomis sent you the Association of American Railroads’ cirenlar,
“Pallacies About Piggvybacking and the Faets,” which I believe well ontlines the
railroads’ viewpoint and I hope will be helpful for your information and file.
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I find because of the action of the Teamsters, the railroaders in this area
are showing increased interest in this matter of piggyback service. Attached
is an article by the Railroad Yardmasters of America, which seems to explain
the railroad labor viewpoint. The attached editorial also raises a good question.

With kind personal regards,

Sincerely yours,
C. E. ASTLER.

[From the Wyoming State Tribune, Mar. 6, 1961]
TaeE FieHT 0N PIGGYBACKING

On the basls of some contracts already negotiated, Jimmy Hoffa's Teamsters
Union will eollect $5 from the shipper for each truck trailer earried piggyback
on the railroads,

It i8 a measure of just how tough FHoffa is going to be in his all-out battle
to halt the rapid growth of piggybacking, a combination developed by railroads
that utilizes the truck from the shipper to freight yard and the steel rails instead
of the highway for city-to-city haul.

The device is taking a lot of business away from the truckers. If seems like
a fair turnabout. For years on end now the truckers have been taking business
away from the railroads, in wholesale lots.

It's competition, with a capital “C.” But Mr. Hoffa is going to try to wreck
it—not by becoming more competitive—but by exacting fees, or by legislation,
or by some other means,

Think a bit about that 85 fee business. How that idea can spread if it takes
root. The barber could collect each time we shave ourselves, The restaurant
could bill us for every meal we eat at home. The ecabdrivers could nick our
pocketbook every time we drive the family car downtown.

We would be there too, with our hand out, every time a potential reader
takes some news—dug up by the newspapers—oll the radio or TV.

[From the Railrond Yardmaster, January-February 1961]
Bamry COMMENT BY OUR PRESIDENT—RAILROAD YARDMASTERS OF AMERICA

Piggyback has been the means of returning to the rails a very considerable
amount of traffic more recently transported over the highways by trucks. Old
records show this sort of thing was used long before there was such a thing as
a motorized truck, or concrete highways upon which to operate such motorized
vehicles. The Teamsters Union through the magazine the International Teamster
has been making a great fuss about the adverse effect on its membership of
the return of this traffic to the rails. The union acknowledges the growth of
piggyback to be “fantastic” and, correctly, that it is on the increase, and, we
add, properly so.

In their attack on the railroads in this matter, the Teamsters do not tell the
entire story by any means, They do not of course say that this movement of
new automobiles, for example, was formerly railroad business, and that the
truckers actually caused it to be diverted to them from the railroads by way
of changes in rates and service, which is the very means by which the railroads
have gotten the business back to the ralls,

Fair competition in meeting the needs of shippers and bringing benefits to the
publie is what has resulted in this increased business for the railroads and
there is not any sense to the barrage of propaganda by the Teamsters that piggy-
backing is uneconomical. On the contrary, this is simply a selfish attitude on
the part of that union which is asking—demanding rather—that the Government
impede transportation progress. It all hoils down to a question of who is
giving way and under rates bearing the approval of the Interstate Commerce
Commission the appropriate authority.

The Teamsters Union is not facing up to the economical facts of this highly
competitive age when it seeks to pressure Congress and the Interstate Commerce
Commission into holding back transportation progress by imposing artificial
restrictions against moving this traffic on the railroads. All forms of transport
shonld have equal freedom to compete for the transportation business of our

country.
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This attitude by the Teamsters Union is a direet attack on the jobs of railroad
men. This service provides traffic and gives more work for railroad employes.
The Teamsters Union is trying to wipe out this railroad employment. It is
urging its members to put pressure on Congress to pass legislation that would
curb this competition. But this improvement, this progress in railread trans-
portation by the use of improved freight equipment gives the shipper what he
wants and it gives it to the shipper at rates arrived at under fair competition.

Naturally no one wants to see employees lose their jobs, but it is an indis-
putable fact that over the years railroad employes have seen their jobs dwindling
because of decline in freight traffic resulting to a considerable degree directly
from the loss to the trucks of this traffic which is, at last, being returned to the
rails and now when our better service to meet the needs of the shippers brings
this once-lost traflic back to the rails, railroad employees can properly (and
should) stand up and challenge any unfair criticism directed to the railroad
service they are providing for these satisfied shippers.

Railroad employees in all parts of the country have an obviously direct interest
in this situation; many of their jobs are at stake and they should not hesitate
to let their Senators, their Representatives in the House, their Governor, legis-
lators and other public officials know the facts in this situation.

We send directly to our membership additional information on this subject,
one that is vital to their welfare.

LiaraMIE, Wyo., March 9, 1961.
SENATOR McGEE: I am against Mr, Hoffa's attack on the railroad piggyback
service,
This business was railroad business for many years, so why should he com-
plain when we are trying to get the husiness back on rails again.
The railroads should be allowed to compete and not be restricted by so many
regulations that prevent it.
Other carriers are not paying their fair share of taxes now, that enable them
to operate on our highways.
3ILLY BROWN.

Rawrins, Wyo., March 1o, 1961.
Hon, Gare W, McGEs,
Senate Office Building, Washington, D.C.

Dear Sm: As a railroad employee, I am very much concerned with the cam-
paign being condueted against railroad piggyback service.

I believe that wherever railroads can move automobiles or other goods more
efficiently and economically than trucks do, they should be given every oppor-
tunity to do so, not only in piggyvback service, but in all other areas as well,

Railroads should be free to compete for their share of the transportation
business without being subject to diserimination.

Younr support to this end will be appreciated.

Very truly yours,
W. H. Foro.
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Rawrins, Wxo.,, March 10, 1961.
Hon. Gare W. McGEE,
Nenate Ofice Building, Washington, D.C.

DeEar Sie: As a railroad employee, I am very deeply concerned with the cur-
rent campaign being conduected against railroad piggyback service.

Railroads should be free to compete for their share of the transportation busi-
ness without being subject to discrimination. Wherever railroads can move
automobiles or other commodities more efficiently and economically than trucks
do, they should be given every opportunity to do so.

Your support in defense of railroad piggyback service will be appreciated.

Very truly yours,
Viorer M. RADAKOVICH.

RAawLINS, Wyo., March 10, 1961.
Hon. GALE W. McGEE,
Senate Office Building, Washington, D.C.
Dear Sie: I am a railroad employee, and I am very much concerned with
the current eampaign being conducted against railroad piggyback service.
Railroads should be free to compete for their share of the transportation busi-
ness without being subject to diserimination.
I would appreciate anything that you can do to help the railroads retain
and develop this piggyback service,
Very truly yours,
C. H. Jouxson.

Evansron, Wryo., March 10, 1961,
Hon, GALE W, McGEE,
Senate Office Building, Washington, D.C.

DeAR Sm: I have worked for the railroad for the past 25 years, and I am
deeply concerned with the current campaign being conducted against railroad
piggyback service.

I would appreciate anything that you can do to help the railroads in keeping
and developing this service.

Very truly yours,
J. 1. McPHIE.

RAawrLins, Wyo., March 10, 1961.
Hon, GALE W, MCcGEE,
Senate Office Building, Washington, D.C.

DEAR S1r: Asa railroad employee, I am very much concerned with the current
campaign being conducted against railroad piggyback service.

I believe that the railroads must be free to compete for their share of the
transportation business without being subject to discriminatory laws. If rail-
roads ecan move automobiles and other goods more efficiently and economieally
than trucks do, they should be given every opportunity to do so, not only in
piggyback service but in all other areas as well. The general public and every-
one will gain.

Your support in defense of railroad piggyback service will be appreciated.

Very truly yours,
W. F. CONNER.

Rawring, Wyo., March 10, 1961.
Hon. GALE W, McGEE,
Senate Office Building, Washington, D.C.

DeAr Me. McGee: I cannot understand why, in a country like ours, built up
under a democratic system of government and competitive basis of business,
business from the smallest one-man stand to our giant industries have slid back to
where they all want legislative action against competition.

In the case of our railroads, this type of legislation has been the major cnt-
back in employment, along with automation or pushbutton type of railroading.
In the past 20 or more years, the railroads have been kept out of direct com-
petition by this type of legislation and redtape. 1T feel that the railroads should
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be permitted to compete with all types of transportation, especially when such
transportation is operating under Government subsidy.

In the piggyback case, the railroads have not only saved the public millions
of dollars by preventing accidents on the highways already crowded by big
trucks, but have, in fact, saved many lives by transporting the trucks on trains
to their destinations. This can be proven by checking all the accidents on our
highways today; there is usually a truck directly or indirectly involved.

I believe that letting the railroads compete will give many of the men with
20 or more years’ seniority, now ecut off, a job.

At this time I wish to thank you on your stand on our wilderness bill. I
would also like to see you sponsor a multiple-use bill for our public lands now
under Bureau of Land Management. Their interpretation of multiple use at
present seems to be two or more grazing leases fenced to discourage and confuse
the public as well as game.

Yours sincerely,
H. L. TrEJO.

WYOMING STATE LEGISLATURE COMMITTEE,
Laramie, Wyo., March 8, 1961.
Hon. GALE W, McCGEE,
U.8. Senator,
Washington, D.C.

Dear Sir: I understand that the Teamsters Union is asking the Interstate
and Foreign Commerce Committee of Congress for hearings to curb the rail-
roads of the country, in their piggyback operations, of automobile transportation.

I believe their main objections to piggyback operations is that they will lose
several thousand jobs, but they do not take into consideration the amount of
railroad men that have lost their jobs through automobile transportation by
truck transport.

I believe that the railroads should be allowed to compete, at least on equal
bagis, with the trucking industry and under the free enterprise system, are
entitled to all the business they can get.

Will you please support the railroads, and railroad labor, on any hearings,
or legislation tending to curb the piggyback operation that has or will come
before Congress.

Very truly yours,
Crcir M. CALDWELL,
Secretary-Treasurer.

Rawrins, Wyo., March 9, 1961.
Hon, GALe McGEE,
Senate Office Building,
Washington, D.C.

Dear Sir: As a railroad employee, 1 am very much concerned with the current
campaign being conducted against railroad piggyback service.

I believe that railroads must be free to compete for their share of the transpor-
tation business without being subject to discriminating laws. Wherever rail-
roads can move automobiles or other goods more economically and efficiently than
trucks do, they should be given every opportunity to do so.

I would appreciate your support in defense of railroad piggyback service.

Very truly yours,
W. R. TuEL.

Evaxston, Wyo., March 9, 1961.
Hon. GaLe W. McGEE,
Nenate Oflice Building, Washington, D.C.

DeEArR SENATOR: As you know, I am a railroad employee, and former union
representative, and am much concerned with the current campaign being con-
dueted against railroad piggyback service.

Railroads should be freed of the discriminatory rates in ICC regulations:
whenever they are able to move commodities at a cheaper rate than other forms
of transportation, they should be allowed to do so. The general public and
everyone gains.
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The future of the railroads is at stake, and any support in defense of laws to
permit railroads to compete with other formsg of transportation will be appre-
ciated by me and my coworkers.

Kindest personal regards,

J. W. STONEBRAKER.

RawLINS, WY0., March 9, 1961.
Hon. Gare McGEE,
Senate Oflice Building, Washington, D.C.

DEag Str: As a railroad employee, I am vitally interested in the campaign be-
ing condueted against railroad piggyback service.

I believe that wherever railroads ean move automobiles or other goods more
efficiently and more economically than trucks do, they should be given every
opportunity to do so, not only in piggyback service, but in all other areas as well.

Railroads must be free to compete for their share of the transportation busi-
ness without being subject to diserimination.

[ therefore respectfully solicit your support in defense of railroad piggyback
gervice.

Very truly yours,
MAY McFEETERS.

LARAMIE, Wyo0., March 7, 1961.
Senator GALE MoGEE,
Senate Office Building, Washington, D.C.

DeAsr SENATOR MCGEE: As a railroad man and a private citizen, I want you to
know that I and my family are definitely against Mr. Hoffa's attack on the rail-
road piggyback service.

For many years the railroads had this business of hauling antomobiles, ete.,
and I have seen many jobs lost because this business was lost to other earriers,
some due to the fact that the railroads have been shackled by unfair regulations
that permitted other carriers to obtain this business; now, because the rail-
roads are back in competition, they are calling on the Government for help; I
believe in free enterprise and competition and if the railroads can deliver and
haul this material at a more economical and faster service I believe they should
be allowed to do so, at least let them compete with other carriers in a fair
manner to everyone.

1 don’t believe the other earriers are paying their fair share in taxes as com-
pared with the railroads, who have to maintain their own highways, stations,
ete.,, where the other carriers operate on highways maintained by your taxes
and mine, and I think this is unfair.

1 urgently request that you do all in your power to see that the railroads
are given a fair shake and be allowed to compete with other carriers in a
fair and equal manner. After all, I have to work and pay my taxes also.

Sincerely yours,
CrLE0 G. WARD.

Greex River, Wyo., March 6, 1961.
Hon, GArLe McGEE.

Sir: I would like to bring to vour attention the vicious attack Mr. Hoffa is
conducting on the newly developed service namely piggyback hauling.

No one has ever did any good for our country by standing in the way of
progress, be it missiles or a form of transporta tion.

We the people of Wyoming have faith in you to render good judgment or
we would not of elected you to your present position.

I am sure you would like to hear the voice of the people you represent.

Mr. James Hoffa should heed the words of President Kennedy's inaugural
speech about those that ride to power on the back of a tiger.

1 for one urge you help take action to hold Mr. Hoffa in check and not let his
doubletalk and threats bring any bearing on your decision and judgment.

Yours sincerely,
K. D. MoRrGAN,
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CHEYENNE, W¥Yo., March }, 1961.
Hon. GALE McGEE,
U.8. Nenate, Senate Office Building,
Washington, D.C.

Dear SExaToRr: I am writing to you at this time concerning the current con-
troversy prompted by publications of the Imternational Brotherhood of Team-
sters. This is opposed to modern means of transporting automobiles by rail
rather than on highway trucks.

As you are aware, affer the Second World War, the railroads lost a great
majority of this business because the highway carriers delivered a more desir-
able service. This was a contributing factor in the great loss of employment in
the railroad industry. And this traflic remained with the highway carriers as
long as there was nothing better for the patrons of American transport.

Now again through the advancement of technology and through the American
form of freedom in business enterprise, these patrons in transportation are hav-
ing a choice in shipping their product in a more modern manner which still
offers the carrier a chance to make a profit. I feel certain that you will agree
that in our country there should be no penalty to a person or a company for
choosing to use one form of transport over another any more than you or I
should be penalized for our purchasing one item in favor of another.

The officers and membership of the IBT have charged our Interstate Com-
merce Commission and railroad management of being partners in bringing hard-
ship upon the trucking industry. This is not a fact. We are still privileged in
this country to have functional laws, integrity in government, and generally
good management in business. I feel that if the railroads in regaining this
automobile traflic had violated any law, then certainly, being regulated to the
degree that they are, they would have been instructed to cease any practice
which violated the law. However, from what I read, the IBT would disregard
the rate provisions of the Transportation Act of 1958 and have the ICC order and
maintain “umbrella” rates to protect their interest at the expense of the patron
and others in the transportation industry.

I am pleased to have this opportunity of registering with you my opposition
to any restrictions of the railroad industry being asked by the IBT and would
ask you to support only a position of furthering complete freedom to compete
for America’s transportation dollar by those industries in the transportation
business.

Sincerely yours,
LAWRENCE R. THORNOCK.

CHEYENNE, W¥o0., March 3, 1961.

Hon, GALE MoGEE,
17.8. Renator, Wyoming,
Senate Office Building, Washington, D.C.

Dear Sexator McGee: As a former student of yours and graduate of the
University of Wyoming, it is with pride that I can address this to you, a
member of the Senate Committee on Interstate and Foreign Commerce.

Having an employment relationship in the administrative department of one
of the Nation's finest class I railroads, it is with growing concern that many
of our people view our position in relation to that of the heavy trucking indus-
try and the methods used by it in absorbing all the practical advantages of
Federal rules and regulations. In the past months, the railroads of this Nation
have been fighting to regain lost traffic against almost overwhelming odds. To
anyone who has not given particular attention to the gituation, there probably
appears to be no apparent problem ; however, with little research one can notice
how railroad service has been curtailed with the resultant shrinkage of pay-
rolls during the past 10 years.

Since railroads are public utilities their activities, as you well know, are
almost entirely policed and controlled by the Interstate Commerce Commission.
It is understandable that the Commission also governs policies of the other
modes of public transportation in a like manner and is, therefore, the recipient
of criticism from all who are so governed. Be that as it may, when enongh
pressure is brought to bear upon this body, it is bound to be influenced and we
feel that a great amount of pressure will be applied in the near future by the
Teamsters Union along with some small trucking firms. Their prime target will
be piggyback trailer hanling by the railroads of America.
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With the passage of the Transportation Act of 1958 there has been noticeable
progress made in the developing of more competitive freight rates and sched-
ules which are all for the benefit of the consumer. In keeping with new de-
velopments for achieving better service at lower costs, the railroads of America
have introduced piggyback service. Briefly, piggyback means transportation
of truck trailers on railroad flatcars. This new service has met with enthusiasm
and is growing bigger and better with every passing day.

Quite naturally, the removal of trucks from the Nation’s highways is rapidly
becoming a thing of great concern to the Teamsters. Undoubtedly, they will
agitate Congress and the ICC for assistance. They have enjoyed their sue-
cess in the past by absorbing traffic that was originally hauled by rail and it
will take little imagination to see what the reaction will be now that the *“shoe
is on the other foot.”

Mr, Senator, we who are employed by the Nation's railroads, implore you and
your constituents, to respect the rights of free competition. Do not be falsely
impressed by claims that the piggyback rail hauling gervice is wrong. The rail-
road system in America has been suffering long enough to allow other so-called
infant industries to get on their feet.

We will all appreciate your highly respected support in consideration of this
matter.

Yours very truly,
TaoMas J. Hix,
Statistician, Union Pacific.

DENvVER, Covro., March 6, 1961 (Received).
Hon. GALE McGEE:

I am an employee of the Union Pacific Railroad here in Denver, and being
the U.P Railroad serves Wyoming, I selected your name on the Senate Com-
mittee on Interstate and Foreign Commerce to write to.

[ have read with alarm several articles, the gist of which deals with the
Teamsters Union and their plans to curb, if not eliminate, the piggyback service
the railroads of the United States are now giving to their shippers. I have 14
vears railroad service, and know what it means to be laid off. I am proud to see
the railroads of this Nation wake up, go out after the freight business, and give
the shipper excellent service tailored to his requirements. When the trucking
business expanded, it took away from the railroads a lot of the freight they had
previously handled. The railroads, due to loss of revenue, laid off many men, and
now when the railroads want to compete for the business, the Teamsters cry
sanfair.” Let's give the railroads the “green hoard” and I say, the more piggy-
backs the better. Clear our highways of the trucks.

Sincerely,
Mavrice L. KuNbE.

TorrINGTON, WYO,,
March 3, 1961.
Hon. Gare McGEeE,
Senate Office Building, Washington, D.C.

DEAR SENATOR MoGEE: Being aware of the pressure being brought to bear on
our Congress by the Teamsters Union regarding their attempt to outlaw our
so-called piggyback transportation of automobiles and other kinds of freight,
1 would urge you to do your ntmost to keep this business on the rails and off
the highways. This type of commodity originated with the railroads and it
rightfully belongs to them and not to the trucking industry.

1 am sure yvou will let your better judgment decide which is best for our
country.

Respectfully yours,
Carr . HANSEN.

Uxiox Pacrric Rarrroan Co.,
Pine Bluffs, Wyo., March 3, 1961.
Senator GArE McGEeR,
Senate Office Building, Washington, D.C.
Dear StR: We wish to fight the Teamsters Union headed by Mr. James Hoffa
who is fichting the railroads. Because the Teamsters don't install and maintain
our highways through our great State of Wyoming.
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And the railroads must and do install and maintain their own rights-of-way.
Why, then, should not the railroads be allowed to compete for their share of the
transportation business without being subjected to unfair attacks by the Team-
sters and biased regulatory agencies who permit their competitors to invade the
field of transportation unfairly and tear up our public highways which the rail-
road tax dollar must help to maintain.

Many thousands of rail jobs have been eliminated by the growth of trucklines.
The railroads have already suffered from burdensome regulations which permits
them, in many ecases, from enjoying their inherent advantages.

That is why we are writing to you sir on account our jobs are in jeopardy if
You let Mr. Hoffa fight the railroads of our Nation and Interstate Commerce
Commission. So fight this man against any Government assistance to his union
the Teamsters. We are depending on your representation on account we eannot
fight him ourself. So fight and fight him.

Respectfully yours,
A. E. McCabe, E. T. Wolfert, J. H. Smith, R, E. Sayers, J. R. Sayers,
C. A. Wige, W. F. Behrends, Murrin Keenan, C. F. Kohli, P. D.
Medina, Max Roa, Francis Spier, Jesse Villegas, J. R. Walker,
Lester Wood, H. P. Gareia, Jr., R. 8. Haines, R. D. Wood.

CHEYENNE, Wyo., March 7, 19G1.
Hon. GALE W. McGEE,
U.8. Senator,
Washington, D.C.

Diear SexaTor McGEE: As a citizen and taxpayer, as well as railroad employee
for better than 30 years, in the States of Nebraska and Wyoming, T solicit your
help to oppose the Teamster Union efforts to destroy piggybacking on the Na-
tion's railroads.

Obviously the railroads are merely showing once again that they are the back-
bone of our Nation’s transportation service and that the awesome efficiency of
the steel wheel on steel rail is unbeatable. But along comes the Teamsters'
Union and some trucking companies with a massive attack on this modern
service.

We have seen many hundreds of rail jobs in the State of Wyoming., which
are so important to the economy of this State, eliminated by the growth of the
truck lines. We are now regaining some of the business that we lost, by our
own efficiency and aggressive effort of the railroad workers doing a superb job
of providing eflicient and ecomomieal transportation under management that
seeks new business 1inder competitive conditions.

The railroads must and do install and maintain their own rights-of-way. Why
then, should not the railroads be allowed to compete for their fair share of
the transportation business without being subjected to unfair attacks by the
Teamsters, who in my opinion are invading the field of transportation unfairly
and tear up our public highways, which the railroad tax dollar must help to
maintain.

I trust I may depend on you to assist in any means at your command to the
end that we may be assared of safe, economical, and efficient transportation in
this State as well as the Nation.

Sincerely,
E. L. CocHRAN.

(The following communications were subsequently submitted for
the record :)

STATEMENT OF T. V. BREITENBECK, TRAFFIC MANAGER OF THE NATIONAL
AUTOMOBILE TRANSPORTERS ASSOCIATION

My name is T. V. Breitenbeck and I am traffic manager of the National Auto-
mobile Transporters Association, with its principal office at 1616 P Street, NW.,
Washington, D.C. My own office is located at 2856 First National Building,
Detroit, Mich., This is a nonprofit association, composed of voluntary members
who are engaged in the transportation of automobiles and other motor vehicles
under certificates of public convenience and necessity or permits issued by the
Interstate Commerce Commission. With few exceptions these carriers are not
authorized to transport any other commodities and must rely entirely npon auto-
mobiles to meet their cost of operation and provide a reasonable profit, At the
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recent hearing in Cheyenne, Wyo., April 10, 1961 there were various matters
diseussed which seemed to require clarification. They are as follows:

(1) When automobiles are transported by the railroads in piggyvback service
the rail car must return loaded with two empty trailers. Where bilevel or tri-
level rail ears are utilized, these cars are not adaptable to other loading and,
therefore, must be returned empty. Consequently, the revenue per car-mile on
this traffic must be computed on round-trip mileage. Furthermore, the rail
tariffs on piggyback service undertake to return the empty trailers and the
published rates cover the round-trip movement of loaded trailers in one direction
and empty trailers on return. Mr. Showalter presented an exhibit showing a
movement from Proviso, Ill., to Cheyenne, Wyo., on piggyback service with a com-
puted revenue of 66 cents per car-mile. However, this was computed only on the
one-way mileage and the actual revenue is only 33 cents per car-mile. Similarly,
where he showed revenue on trilevel service of 85.4 cents per car-mile, the true
revenue is only 42,7 cents,

(2) The railroads attempted comparisons between rates on automobile parts
and those on new automobiles which were equally misleading. The published
rail rate on trilevel cars from Detroit to Los Angeles is $2,104 for the transporta-
tion of antomobiles. These cars will load 15 compacts, and thus the rate is §150
per vehicle. Similarly, the published trilevel rate from Kansas City to Los
Angeles of $1,704 produces a rate of $115 per automobile computed at 15 auto-
mobiles to a trilevel ear. Apparently, the railroads utilize the boxear rates on
automobiles in making their comparisons, but this rate is meaningless because it
does not move any auntomobiles. Actually, the existing rates on piggyback and
trilevel cars produce no greater revenue to the railroads than the automobile
parts and in many cases produce substantially less. We are reliably informed
that some of the automobile manufacturers have already demanded that the
railroads reduce their rates on parts to a level comparable with the depressed
rates on automobiles, and this will result in a further unnecessary reduction in
rail revenue.

(3) 'The initial effect of the selective rate cutting on automebiles by the rail-
roads was to divert traffic from the motor earriers, but now the railroads are
waging n competitive fight between themselves which is becoming increasingly
severe. For example, initially a rather substantial quantity of automobiles were
moved from Proviso, I1l. to Cheyenne, Wyo. via rail and thence via truck to
finnl destinations in the West. However, other railroads have now published
competitive rates via all-rail from Detroit to Oakland, Calif., Detroit, Chicago,
and Kenosha, Wis. to various railheads in Montana, Colorado, Washington,
Oregon, and several California points. The publication of these rates will divert
most of the automobile traflic previously moving through Cheyenne and will dry
up practically all of the revenue now accruing to the State of Wyoming from
truck licenses, mileage and fuel taxes paid by the motor carriers who have been
providing the connecting service at Cheyenne, This process of diversion from
one railroad to another has already set in and it has now become clear that all
of the railroads will unnecessarily suffer revenue losses as a result.

(4) The rail earriers themselves can see that they have already diverted
approximately 1 million automobiles annually which previously moved via
highway and make no secret of the fact that they are out to capture 70 percent
or more of the automobile traffic. (For example see February issue of Modern
Railroads, p. 53.) As a result, the motor earriers have already laid off more
than 4,000 highway drivers in the past year, a reduction approximating 20 to
25 percent, and more than 5,000 automobile tractor-semitrailer combinations are
idle. By comparison, the nature of railrond operations is such that most of this
traffic is simply moved on existing trains and does not result in any added
employment of railroad employees.

(5) The rates now being published by the railearriers on antomobile traffic
moving either in piggyback or trilevel cars are generally abandoning the estab-
lished principle of rates per hundred pounds. Instead, a flat charge per car-
load is being established regardless of the weight of the individual automobile
or the total weight of the carload. In a recent proceeding before the Interstate
Commerce commission it was shown that this results in revenues per ear-mile
on automobiles which are no higher than revenues per car-mile earned on bulk
salt or coal. For example, from Detroit, Mich., to Jersey City, N.J., the rates
on salt produce a carload revenue of 8348, or 55.15 cents per car-mile, while
the piggyback rate on automohiles is $334.50 for the movement of automobiles
from Detroit to Jersey City and the return movement of the empty trailers,
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This produces a rail revenue of 53 cents on the one-way miles but actually
only 2614 cents on the total mileage.

(6) Traditionally, both the rail carriers and the Interstate Commerce Com-
mission have recognized that many low-grade commodities such as salt and coal
are not capable of bearing their fair share of the railroad overhead cost.
Consequently, many of these commodities move at so-called out-of-pocket cost or
slightly above. On the other hand, high-valued commodities such as automo-
biles are fully capable of meeting more than their statistical portion of the
overhead ecost and these commodities must make up the major portion of the
rail overhead costs. Thus, within the United States the ratio of rail revenue
to fully distributed cost in the transportation of automobiles has been almost
double that of commodities such as coal and salt. However, cost studies which
have recently been made on the automobile rates now being published by the
railroads show that these rates are generally returning no more than out-of-
pocket cost plus a portion of the overhead burden equal to that of low-grade
commodities, While it is true that these low-grade commodities generally can
be loaded much heavier to a earload than automobiles, this does not appear to
offer any sound reason why a carload of a high-valued commodity such as
automobiles should return no more revenue than that of such low-grade com-
modities as coal and salt. Thig is particularly true in view of the faet that the
automobiles require a rail ear 85 feet long compared with the low-grade com-
modities which use rail cars from 40 foot 6 inches up to 50 feet long.

(7) The railroads have attempied to argue that if they are required to raise
their presently reduced rates on automobiles they would also have to raise
rates on basic commodities such as wool, soda ash, wood chips, ete. This is
clearly fallacious. As previously shown, all existing concepts of ratemaking
recognize the value of service as an important factor and a commodity such
as automobiles having a high value (in this case about £1 per pound) has
traditionally carried much higher rates than that on low-valued commodities.
Thus, automobile rates from Detroit have previously ranged from 75 percent of
first-class upward while the selective rate cnts recenfly published by the rail-
roads have reduced this level to approximately 20 to 40 percent of first-class,
or substantially lower in the classification seale than commodities such as glass,
pipe, graphite, paper, rough engine parts, castings, forgings, and many agri-
cultural and forest products, These reduced rates on automobiles cannot possi-
bly provide a proper return for such a high-valued commodity and eannot carry
any substantial portion of the rail carriers’ overhead burden which has been
traditionally shifted from low-grade traffic to such high-valued commodities.
Thus, it will be necessary to increase the rates on the low-valued commodities
in order to carry this overhead burden which ean no longer be carried by these
extremely low rates on automobiles ranging from 20 to 40 percent of first-class.

(8) The growth of the motor carriers in the transportation of automobiles
was not achieved through eutthroat ratemaking by the motor carriers. Obvi-
ously, having no other traffic to transport, these earriers had to make a profit
on automobile traffic. The antomobile manufacturers have repeatedly testified
before the Interstate Commerce Commission that their substantial use of the
motor carriers was because of superior service as compared with rail boxear
service and that they would pay a premium for truck service, These same manu-
facturers have recently testified that rail piggyback or trilevel service has none
of the disadvantages inherent in boxear service and is just as fast or faster
than highway service. Consequently, the manufacturers state that the rail-
roads have no service disabilities and they will pay no premium for truck
service. Consequently, the railroads have no competitive necessity to under-
cut truck rates and when they publish piggyback or trilevel rates 30 percent
or more under truck it is apparent that the purpose is complete diversion of
truck traffic.

(9) While the motor earriers are willing to work with the railroads in a
coordinated service, they see no reason why the motor carriers and the rail-
roads should engage in cutthroat competition on such a high-valued commodity
such as automobiles and for the benefit of antomobile manufacturers who are
well able to pay their fair share of the transportation burden. Where joint
rates have been published, the motor carriers have generally received revenues
comparable to that received in all-highway service. The motor carriers eannot
subsidize automobile traffic by revenues on other traffic as the railroads are
doing and the motor carriers cannot pass their overhead costs along to other
commodities in the form of increased rates on such commodities.

I sincerely appreciate the opportunity to present this additional data and
hope that it will clarify the rather confusing and misleading data that was sub-
mitted at Cheyenne.
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StaTE OF WYOMING,
THIRTY-SIXTH STATE LEGISLATURE,
HousgE or REPRESENTATIVES,
April 19, 1961,

I am Pete Zanetti, State representative from Sweetwater County, president
of Zanetti Bus Lines, Inc, and Zanetti Riverton Bus Lines, Inc. I reside at 1000
Clark Street, Rock Springs, Wyo.

I wish to submit this statement to your committee as State representative.

1 was present at your subcommittee hearing concerning piggyback, in Chey-
enne, Wyo. April 10, 1961. The testimony and statements were very interest-
ing, but the real issues, 1 feel were only touched. You repeatedly emphasized
the important factors but I feel they were side-stepped by most of the statements
presented.

To me the important questions are:

1. Is piggyback affecting the national economy of the United States, if so
will it eontinue to do so in the future?

2. Is piggyback an attempt by the railroads to eliminate the trucking indus-
try, by using lower rates and losing money, and covering their losses with the
higher rates of other commodities? Then when the trucking industry is non-
existent apply for higher rates because of their low net profit on those items
which they are hauling piggyback.

4. Are the saving on the lower piggyback rates being passed on to the shipper
and/or the consumer? If not, who is taking advantage of this situation?

4. 1s this a foot in the door for the railroads to enfer into common owner-
ship? It has been their desire to enter the trucking business for some time.

5. Is unemployment increased substantially as a result of piggybacking?
Or is the railroads employment increasing to compensate for the unemploy-
ment of the truckers and associate businesses of the truckers?

6. Is the ICC permitting the rails to use lower rates, giving them an unfair
advantage over the trucking industry, which is regulated as to size, height,
weight, length, ete.?

7. Will our national safety be endangered resulting from a reduction of the
trucking industry?

8. Are the railroads overtaxed as they claim?

Question No. 1. It definitely does affect the national economy, beginning
with the auto transportation industry, which is at the present mostly affected
by piggyback. Taking 20,000 trucks and trailers off the highway has not only
layed off 20,000 truckdrivers, but has touched on practically every other seg-
ment of our whole economy throughout the United States, It has affected
the Federal Government as far as revenue is concerned (fuel, taxes, taxes on
tires, parts, equipment, ete.). State government has been affected in the same
manner.

The unemployment has touched practically every field—service stations, me-
chanics, motels and hotels, eating establishments, tire manufacturers, parts
manufacturers, truck manufacturers, steel industry; you can name every type
of business which has been involved in unemployment.

Question No, 2. Is piggybacking an attempt by the railroads to eliminate
competition and the trucking industry? It could be, by using lower rates until
the truckers are out of business, then apply for higher rates,

Question No. 8. Are the savings on the lower piggyback rates being passed on
to the shipper and/or the consumer? To date the savings have not been passed
on to the consumer. The auto transport companies that are using piggyback
today are making an exorbitant profit because they are charging the truck rate
and are getting the lower piggyback rate. This saving is not passed on to the
consumer even though the anto transportation truckers are dwindling out of the
picture. The auto manufacturers have pretty well taken this over. They are
making car delivery to the loading dock and contracting with the smaller anto
transporters for unloading and delivering, still charging the regular truck rate,
g0 the auto manufacturer in this particular instance is the one that is making
the profit by pizgvback or use of trilevel cars. Now this is just part of the
trucking industry going piggyback. Let us look at the other forms of piggy-
back. Other commodity truckers, such as PIE, Consolidated, and other inter-
state truckers, are also charging regular truck rates to the consumer from point
of orlgin to destination. A statement made by an employee of PIE was: “They
can ship a trailer from Denver to Chicago and back to Denver for what it wonld
cost to pay the drivers alone.”” Now if these savings were all passed on to the
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cousumer, by law, most of these piggybacks would automatically go back on
the highways. If the truckers could only charge piggyback rates from point
X to point X, while on the railroad there would be no profit for the trucker,
whereas if he were running on the highway be would still be making some
profit ana he would undoubtedly put them back on the highway.

The interstate carrier other than the auto transports have said very little for
or against piggybacking because—

(1) If they cannot charge any more than piggyback rates, while on the
rails there would be no more profit, then they would be opposed. This is
one of the areas they are afraid might be touched upon.

(2) They are not in favor of all five plans of piggyback, Some of these
plans will allow the private carrier to ship piggyback. When the private
carrier realizes he can save hundreds of dollars by shipping piggyback, he
will do so. Companies such as Safeway, 1GA, ete., who in most cases have
their own tractors and trailers for making deliveries to their own branch
stores from their warehouses, are in a position to ship piggyback rather than
ship by interstate carriers. This would be disastrous to the interstate car-
rier. If private carriers go to piggyback the interstate carrier would be
practically out of business.

Question No, 4. Is this a foot in the door for the railroads to establish common
ownership? Several years ago the railroads attempted to get permission to put
on their own trucks for loading and unloading their merchandise shipped by rail
without having authorities of any type for their trucks., This was rejected.
This might be another method for them to come in the back door and enter the
trucking business. The piggyback has hurt many of the smaller truck operators;
in fact, it has put a sizable number out of business. It is very possible for the
railroads at such a time to take advantage of this situation and use the small
trucker who is nearly out of business. Offer him a few thousand dollars for his
authority, which would look good to a small trucker at the point of bankruptey,
thereby automatically putting the railroads in the trucking business.

Question No. 5. Unemployment: It is difficult to estimate the number of un-
employed as a result of piggyback. The statement presented by the owner of the
Oasis Service Station at Medicine Bow (a town of a couple hundred popunliation)
showed a decrease of almost 50 percent due to the reduced number of trucks on
the highway. Now if this would affect a service station with a forece of 25 to 30
employees, reducing it to 16 employees, what effect would it have on unemploy-
ment from coast to coast? This is only talking about service stations. The in-
crease of unemployment of other concerns who are indirectly connected with
the trucking industry would be enormous, because the trucking indusiry touches
practically every phase of our economy.

The railroads have admitted, except for a few clerieal workers, their employ-
ment has remained the same. I am not speaking for or against piggyback. I do
know that if the savings from piggyback were passed on to the consumer, the
figure would be enormous. If the savings were only $25 per automobile, with 4
million automobiles being hauled, $100 million would be put in the hands of the
consumer, making it possible for them to spend for other commodities, therefore
helping to stabilize the economy. It wounld also tend fo create more employment.

I do know that there ig no other industry in the United States that would hire
more people than the trucking industry, becanse for every truck on the high-
way they must have a driver, for every 5 trucks a mechanie, for every 20 trueks
a service station attendant, for every 25 trucks it means 1 more man for fire
manufacturers, etc. The railroads add one more car to their train and employ
very few more, as they have stated.

The railroads have complained about the trucking industry taking away their
business, but if you look at their freight tonnage it has increased year after year
regardless of the trucks, and through automation they have slashed their em-
ployment year after year.

Question No. 6. How the railroads use rate cuts fo destroy trucking: The ICC
permits the railroads to use lower rates, giving them an nnfair advantage over
the trucking indnstry because of these factors—the trucks are controlled by regn-
lation, such as the length, width, height, and weight per axle. He is not allowed
to pull double hottoms which would enable him to hanl twice as much with one
driver and tractor. He is hampered by underpnsses hecause of the low clearance,
<o all in all the trucker is limited to what and how much he can hanl. On the
other hand, the railroads are not limited by regnlation as to height, weight, ete.
Arnto transports are further restricted to the transportation of autos and other
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motor vehicles and are not permitted to haul any other commodity. In most
cases he can go loaded only one way because of this restriction.

The railroads are now asking for bids from the truckers in various States,
for loading, unloading, and delivering the railroad-owned auto trailers. The
reason being, the intrastate trucker is not regulated by the tariff, so he can
actually cut rates within the State, therefore hauling for much less than the
interstate earrier. The interstate earrier is bound by the tariff so he cannof
bid and haul for less, even on the short hauls.

Question No. 7. Will our national safety be endangered as a result of reduction
of the trucking industry? I know definitely it will because if the piggyback
continues for a long period of time the tractors used for making short deliveries
will not be maintained to make the long hauls. The tractors will not be replaced
beeause on short haul jobs there would be no reason to replace with new ones.
There would also be a large reduction of the number of tractors. In the event
of a national emergency and our railroads were destroyed or traffic impaired,
and the trucking industry had to start from seratch as we did in World War 1T,
it could be disastrous.

Railroads are undoubtedly necessary and essential, but they are limited inas-
much as they can only haul to designated points. The trucks are vital because
they can transport and serve areas which cannot be serviced by railroads. In
time of war it would be virtually impossible to supply all parts of our country
by rail.

Question No. 8. Railroads were built upon a foundation of land grants and
enormous cash subsidies: They have never come close to repaying the debts to
the Government through lower rates. Finally the Government wrote off the debt,
because of railroads’ eries of losing money and they were unable to pay the debt.
The railroads are complaining of the enormous property taxes they are paying.
They received the land free and if they don’t want to pay taxes on the land there
are thousands upon thousands of us who would like to buy this land for a nominal
price and be happy to pay the property taxes. The railroads just don't want to
sell the land. They can’t have their eake and eat it too.

If we take the trucks off the highways, somebody will have to be taxed to build
highways, so the only place we could do this is increase the taxes to the railroads.

The largest difficulty the railroads have is in their passenger service, where
they claim to have been losing money for years. I cannot see where they are
losing money on the passenger service when all pullman cars are on a rental
basis according to revenue derived from the number of passengers hauled. If
one-half of these cars were drawn up and down the rails empty, it would not cost
them a dime. The initial cost of the engineer, fireman, etc., would still be the
same if they pulled 1 loaded passenger car or if they pulled 20. Take a look at
their freight profits; it more than takes care of the losses, if any, of their pas-
senger service. Congress should not brush this off but should stop using the
railroads’ diagnosis and preseription for what ails them. The railroads are 20
years behind; they should be advanced to the point where they could be using
the monorail type of service, for faster and more efficient service. They do not
advance or progress unless they are forced to do so.

In conclusion, I ask that all angles of this situation be reviewed by the com-
mittee and given serious thought. We need the railroads, we need the trucking
industry, we need more employment, we need security, we need competition.
Thank you.

Since1 ely yours,
PETE ZANETTI.

Sers AN Exampre oF HicHER PAY, Lower CosTs

In these days when U.8. corporations are crying that they ean’t compete with
European manufacturers becanse they pay higher wages, an Italian firm, the
Olivetti Co., has come into this country to show American managements the
errors in their ways.

There was a tipoff to the story recently when full-page newspaper ads in 98
daily newspapers announced a new line of Underwood typewriters. But the
interesting details were supplied last week by the Machinist, weekly paper of the
Machinists’' Union.

When Olivetti bought control of Underwood in the summer of 1960, the com-
pany was dying on the vine. The 2,500 workers at its Hartford, Conn., plant
had gone through a period of no pay hikes. There had been a series of layoffs.

72199—62——18
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Mobilizing some $51 million in eash and eredit, Olivetti brought in new ma-
chinery and engineering techniques, streamlined operations, eut produection costs
by 30 percent, bolstered its service units in other U.S. cites.

Also, it signed agreements with the Machinists' Union for two 5-percent in-
creases in wages and other benefits for its Hartford employees and stepped up
the plant’s work force to 3,300.

Ugo Galassi, president of Underwood-Olivetti, told the Machinist that the
key to future success is a simple one: “Mass production. We won’t make big
profits, We'll make a little on each typewriter. * * *»

Pointing out that production costs in the United States will compare favor-
ably with those Olivetti has in Italy and elsewhere in BEurope, Galassi asserted :
“It’s not true that higher wages in the United States are pricing American
products out of the world market.”

He had something else to add, too: “You know, in Europe, there is less turn-
over. We don't lay off a man because inventories are too low. We like to talk
about people value, instead of book value.”

BurMAN CurevroLET CoO.,
Laramie, Wyo., April 7, 1961,

Senator GALE McGEE,
U.8. Senate,
Senate Office Building, Washington, D.C.

DEAR SENATOR: I have been thinking about the quotation “dealers who utilize
the piggyback system of transport are ‘pocketing’ the savings in freight rates
and not passing them on to the consumer.”

Who are your advisers? Don’t you know that the dealer pays the factory
cash before the new car ever leaves the factory including the freight?

Do you know about the Labeling Act on every new car? Do you know that
we cannot specify how our cars are to be shipped?

Dealers surely are not “pocketing” very much of anything. The return on
sales according to National Auto Dealers report for 1960—was about 0.05 percent
on sales. That is less return than most chain grocery supermarkets. How
many business lines do you know of operating on such a thin margin?

Why not take the shackles off Government regulations of the railroads and
let them go after the freight business of all commodities on a basis of which-
ever carrier can give the best service at the best price? The railroads furnish
and maintain their own roadbeds while the taxpayers maintain the highways.
Maybe the trucks pay their share, but I don't know. I doubt it and we are in
the business of selling trucks—so if we were selfish we would favor the trucks.

Let us hope Congress stays out of this fight and let the best service win out in
the long run.

Yours truly,
Ross BUurMAN, President.

R16GAN'S AUTOMOTIVE SERVICE,
Jackson, Wyo., April 6, 1961.
Hon. GALE McGEE,
Senate Office Building, Washington, D.C.

Dear SExaTor: Just a short note to give you my feelings on the hearing you
are to hold in Wyoming next week.

As you know we have a flat-rate charge on all our automobiles from the com-
pany. It makes no difference if these cars are haunled by truck or the so-called
piggyback, and then trucked to our loeation. It is our opinion that the means
used by any company to deliver their product to their dealers should be left up
to them as long as the said dealer is getting good service. It is my opinion that
this is not a field where the U.S. Senate should be investigating as it is a good
healthy game of competition, which is healthful to our way of life.

Thanks for letting me express my views and give my best regards to Senator
Joe when you see him.

Very truly yours,
GARL RicGan.
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Uniox Pacrrrc Ramroan Co.,
Cheyenne, Wyo., April 19, 1961,
Senator GALE McGEE,
Senate Office Building, Washington, D.C.

Deas Mr. MoGee: Although many men and women may not feel the “touch”
of the railroad industry on their personal lives, I am certain you are in a posi-
tion in the Government to accelerate your thinking and actions into the avenues
and veins of participating in favor of Wyoming railroad peoples, whom I be-
lieve have established themselves longer and more thoroughly upon the soil of
Wyoming than have others, with the possible exception of the cattle industry.

In the present distress of piggybacking, I feel very strongly that our Congress
ghould not provoke any legislation against progressive extensions of transporta-
tion and especially against our four freedoms.

I am sure you will agree that if the railroad systems have found a means
of transporting goods more efficiently, with speed and safety, it should certainly
be up to the trucking industry to do the same.

Your efforts in supporting the railroad piggyback issue in our Congress will be
a conerete boost for railroad families everywhere.

Yours truly,
CrLARK S. KRICKBAUM.

CHEYENNE, WYo0., April 10, 1961.

Hox Sexartor Gare McGee: I had the pleasure of being in Cheyenne on this
somewhat cloudy and dismal day. But watching the committee meeting held
at the capitol building, I was somewhat relieved that at least something was
really getting started on this piggyback method of transporting new automobiles
across the country.

I would have been very happy to testify at this meeting, but I am not very good
at speaking before such a large audience, but I think I can do better with pen
and paper.

I am submitting a few pages with this letter to you, hoping that they may be
included in the record of your meeting in Cheyenne, Wyo.

I also wish to thank you, for your interest in giving your time, to hear the
story from both the railroads and the truckers.

I remain,
EpwArp J. WALSH,

Kenosha, Wis.

My name is Edward J. Walsh; my occupation, truckdriver.

I work for Kenosha Auto Transport Corp., located at Kenosha, Wis.

I own my truck, and I have worked for Kenosha Auto Transport Corp. for the
past 13 years, transporting new antomobiles from coast to coast. Up until
August 1960 most of the new automobiles manufactured in Kenosha, were by the
American Motors Corp., makers of Rambler cars, were shipped by the truck-a-way
method.

In August 1960 American Motors Corp. decided to ship their Rambler auto-
mobiles by the piggyback method and all the Ramblers that go to the west coast
are now shipped by rail piggyvback 100 percent.

The drivers who were employed at the Kenosha yard have dropped from 800
drivers in 1960 to 203 drivers in 1961, or a loss of employed truckdrivers of 687.
This is just at our terminal in Kenosha. In the other three vards located here,
namely; (1) Arco Auto Carriers, (2) Speedway Transports, (3) Highway Auto
Transport, there were over 1,000 truckdrivers, and most of these drivers own
their trucks. These men were not called back to work this year, 1961.

Amount of Ramblers shipped by the railroad piggyback method, from Aug. 1,
1960, to Apr. 1, 1961, total 8 months

Six-car trailer loads per day 40
Six-car trailer loads per week 200
Six-car trailer loads per montho_________ 800
Six-car trailer loads for 8-month period.. 6, 400
New antos shipped in this period 38, 400
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This I have watched very close, and these figures can be less than the actual
number of new automobiles shipped in this period.

Cost of shipping by truck (minimum) per automobile. $220
Cost of shipping by rail piggyback per automobile___ = 180

Difference in the two methods of transporting new automobiles, per

Total savings by American Motors Corp. will be 38,400 automobiles at $40 per
automobile or $1,536,000.

When the 1961 Rambler cars were introduced to the publie, inerease on all
models was to the consumer from $20 up to $60 on all the 1961 Rambler automo-
biles.

Since August 1, 1960, when the 1961 models came out American Motors
Corp. has not announced any drop in the consumers cost of Rambler automobiles,
so, therefore, with the increase of new 1961 Ramblers plus the saving in trans-
porting new automobiles by the rail piggyback method American Motors Corp. is
surely way out in front with profits to the manufacturing and their stock-
holders only this amount is well over $3 million for the first 8 months produc-
tion of Rambler cars.

Now, Senator McGee, let's take this same number of Ramblers shipped
from Kenosha to the west coast area, which includes California, Oregon, and
Washington, and compare with truck transportation method.

1. It takes 10 days to make a round frip to the west coast with a load of 6
ne \\ automobiles.

Forty loads per day means 10 days or 400 loads which means 400 trucks
smrl drivers are necessary to move these loads.

3. The employment of truckowners and drivers at Kenosha yard of K.A.T.
Corp. would have to be increased by at least 400 drivers.

4. The cost of each driver in making a round trip is as follows :

1 Cost of fuel (gas or diesel)______

. 10 days’ lodging (minimum "“\".r‘ll
'3 10 days’ meals (minimum $3)______ .
4. 10 days’ driver's miscellaneous exlw_-m-'o__. £

Driver's expense per round trip

5. The total cost just for fuel, eats, and lodging represent $275 or $45 per car
on each loar

6. This S‘.’.?.“; is spent in at least 7 or 8 Western States, all along the route
which is 2.172 miles one way, or 4344 miles round trip, the driver stops at
various gas stations, motels, restaurants, clothing stores, drug stores, ete, at
which he spends a small amount of this expense at each stop.

7. The Savings American Motors Corp. saves on each new aufo shipped by
pizgyback which amounts to $40 per car, will not go to the consumer but to the
manufacturer and its stockholders only,

8. If these same Rambler autos were shipped by trucks then this $40 per car
per load would be distributed across the Nation by the drivers on each round
trip, then this money really gets back to the general public.

9. The savings by the manufacturer of Rambler autos which show to be
$1,5636,000 to American Motors Corp. and stockholders only.

10. The expense of truckdrivers for this same amount of $1,536,000 is distrib-
uted to the general public.

In summing up my report to you I have this to say : Sure we need the railroad
piggvback, and we also need the trucking industry, but when one method of
transportation is trying to destroy the other then I think something should be
done.

Truckers on the highways are restricted to 50, 60, and 65 feet in overall length.
On the other hand, the railroad piggyback trailers either bilevel, trilevel or piggy-
back are from 50 to 100 feet in length. This surely is not fair competition.

The truckers limit per load from Kenosha, Wis., consisis of six Rambler autos,
on S0-foot overall length,

The railroad pigeyback carries 12 new Rambler autos on 88-foot rail trailers.

This is not fair competition; we truckers cannot possibly compete with this
method of fransportation. The only way we could have fair competitive trans-
portation of new autos is that the rate which was approved by the ICC for this
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method by the railroad piggyback of transporting new autos be on a more coms-
peting basis, than that which is now on a selective rate, which gives the railroad
piggyback a very unfair chance to put all the ear haulers or the truck-a-way
companies completely out of business.

This has shown a large inerease of unemployment wherever there is a truck-a-
way company who is engaged in the auto transportation business.

In closing, Senator McGee, I wish to thank you and all of the members of the
Interstate Commerce Commission who will help to straighten this problem, so
both the railroads and the truckers will survive,

We all know that sometimes the railroads need the truckers, and also the
truckers also need the railroads, so let’s have a little harmony in the transporta-
tion business, and in the end, then maybe the consumer will benefit from both
the railroads and the trucks.

Thank you again.

I remain,
EpwARrDp J. WALSH.

Ux~rox Pacrric Deror,
Cheyenne, Wyo., March 28, 1961.
Hon. GarLe McGEE,
U7.8. Senator, U.8. Senate Building, Washington, D.C.

Dear Sie: In reference to the attempt by the Teamsters Union to curb com-
petition from the railroads by seeking to put a stop to piggybacking by congres-
sional action: We, as railroaders, feel that we have been discriminated against
ever since the first truck rolled down the highway. We have stood by and watched
railroad jobs cut in half because we have been prevented from competing with
the trucklines. At the same time, we have been paying heavy taxes to build and
maintain highways strong enough to carry vehicles 50 times as heavy as our
automobiles. And we mean paying through the nose, because 50 percent of the
mileage on our cars is on city streets, not highways.

The Railroad Act of 1958 gave us our first incentive to regain our proper place
in the transportation field. The long haul especially belongs to us and if Congress
takes away the rights to compete in that field, they take away our rights as
Americans.

Respectfully,

Employees of the Communication Department :

D. C. Martin, B. J. Zilo, Margie 8. Huffer, C. M. Schubert, H. J. Anders,
gvelyn George, E. J. McKinley, Ralph E. Gano, Jr., Bertha L.
Slagle, L. 8. Cashman, Jr., N. W. Nelson, N. T. Nuhu, Eunice M.
Coonish, Mrs. Mary L. Kimmell, Leo P, Kremer, H. Gardner, and
R. L. Green.

BvAxsTON, WY0., March 25, 1691.
Hon. GALE McGEE.

Dear Sexator: I have been reading about the Teamsters Union complaining
about railroad piggyback taking jobs. The railroads had this business before and
are getting it back again by giving better service. If they can handle autos faster
at lower rates why should not the railroads have this business. At least it has
kept many railroaders along the line in Wyoming working that might not be g0
otherwise.

We are asking that yon give all the help you can on law changes that will give
the railroads an equal chance.

Respectfully, Ly
oe O, Serrz.

TaE ORDER OF RATLROAD TELEGRAPHERS,
Untox Pacrrro Ramgoap Co., FASTERN LINES,

System DivisioNn No. 6,
Carter, Wyo., March 28, 1961.

Re controversy over transporting automobile truck trailers on railroad cars.

Senator GALE W. McGEE,

U.S. Senate, Washington, D.C.

(Attention Senate Surface Transportation Committee).

I personally feel that the step taken by railroads in our Nation to enter into
this new form of transportation is merely a display of American ingenuity and
free enterprise, which is the basis of our economy and national security. Free




274 PIGGYBACK TRANSPORTATION

enterprise, the parent of competitive industry, has always been responsible for
a better product for the price.

In years past, before the advent of trucks of any size, railroads did all the
long-distance hauling of freight, Through the years trucks have gradually
drawn more and more freight traffic away from the railroads until the present,
where trucks pose as a major competitor. Rail freight traffic lost to the trucking
industry was lost without much opposition by the railroads, yet trucks are haul-
ing the very commodities hauled by railroads. Now when the railroads make a
bid to haul autos loaded on truck trailers the truckers complain bitterly.

Would like fo call to your attention the fact that automobiles were transported
by rail many years before trucks entered the picture. Also to the fact that the
trucking industry recognizes the new method of transportation as being attrae-
tive, otherwise how do the truck trailers loaded with automobiles end up on
railroad flatecars?

We should not overlook the value of this type of transportation in time of
national emergency. It's something that has never been tried before but it's
working out well for the consumer or it would not have been continued. The
vast number of vehicles that could be transported in this fashion would be of
great military value. A trainload of vehicles, for instance leaving Omaha, would
arrive in Los Angeles in just a few short days ready for the tractors or trucks to
couple to the trailers and deliver. A trainload. It's hard to visualize individual
trucks on the highway to meet this demand.

For reasons stated, I respectfully urge you to support this method of trans-
portation.

Yours truly,
JESSE R. BARTLETT.

Law Orrices oF CORTHELL AND KINng,
Laramie, Wyo., April 12, 1961.
Hon. GALE McGEE,
U.8. Senator,
Senate Ofice Building, Washington, D.C.

DeAr SENATOR McGEE: As a member of the Senate Committee on Interstate and
Foreign Commerce, you will, I am sure, appreciate an expression of the views of
a constituent with respect of the current campaign by the Teamsters’ Union for
legislation to discourage so-called piggyback shipments.

It is my opinion that the piggyback device combines the advantages of rail and
truck transportation, to wit: the economy, speed, and dependability of trans-
portation by rail, and the convenience and flexibility of truck shipment. The
Nation's shippers and consumers are, I submit, entitled to the most efficient and
most economical system of transportation of goods possible in our society. The
legislation sought by the Teamsters' Union would, in my view, deprive the coun-
try of the advantages referred to, solely for the purpose of satisfying the in-
terests of the Teamsters.

Kindest personal regards.

Very truly yours,
Joax A. King.

BROTHERHOOD OF RAILROAD TRAINMEN,
Lonce No. 763,
Casper, Wyo., April 8, 1961.
SUBCOMMITTEE ON SURFACE TRANSPORTATION,
In care of Senator Gale McGee,
Capitol Building, Cheyenne, Wyo.

Sies: A great amount of interest has been generated here in Casper, Wyo.,
among members of railway labor groups and the general public on the piggy-
back question which has resulted in a congressional hearing at Cheyenne,
Wpyo.. scheduled for April 10, 1961.

It has been reported that Consolidated Freightways are planning quite exten-
sive piggyback shipments from Chicago to Casper en route to the northwestern
part of the United States. It is apparent that Consolidated and other motor
carriers view these operations as a savings in costs and this could result in
lower rates being passed on to the public.
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It is our contention that if the railroads can haul their various types of
merchandise at a more economical and realistic price for the consumers, the
consumers are entitled to such savings.

Some figures which are worth thought are those released by the Railway Age
magazine which to our knowledge have not been disputed: Railroads show
192 ton-miles for each gallon of fuel expended as compared to trucks which
show 55 ton-miles for each gallon of fuel used. Railroads produce 988,659 ton-
miles for each employee while trucks produce 172,165 ton-miles for each em-
ployee. These would be important figures to consider in a wartime economy
or situation. According to the U.S. Labor Department the productivity of the’
railroad workers is the highest in the Nation.

James Hoffa, president of the Teamsters, has a desire to restrict the rail-
roads in the movement of freight on the railroad systems of America so some
20,000 truck drivers can have jobs., It is our contention that by the use of
piggyback form of shipping various commodities the railroads are only getting
back some of the business that was formerly hauled on the railroads of this
Nation., The railroads have around 400,000 employees presently laid off on
account of the loss of business to trucking and other forms of transportation
that are being subsidized by the National Government. The Government builds
the highways for the use of trucks and buses to compete with the railroads.
By the same token the Government builds and maintains airports and landing
fields so airplane transportation companies can compete with the railroads. The
railroads have built their own lines, must pay taxes on their installations and
maintain them at great cost, They have had no handouts from the Government.

With our tremendous increases in population resulting in ever-increasing
numbers of motor vehicles using our highways, it would seem that as much as
possible of our freight shipments be moved by rail. Piggyback operations are
one method in which this ean be done to alleviate a most serious problem.

Because of the interest you have shown in the welfare of the railroad workers
and our problems, we felt we could eall upon you once more to protect our
interests in pending legislation. We know you will give this your attention
and we are most grateful to you for all you do in our behalf.

Respectfully,
L. F. Nicora,
Local Chairman,
Vice General Chairman, BRT, C.B. & Q. RR.

BROTHERHOOD OF RATLROAD TRAINMEN,
Longe No. 763,
Casper, Wyo., April 6, 1961,
SUBCOMMITTEE ON SURFACE TRANSPORTATION,
Care of Senator McGEE,
Capitol Building, Cheyenne, Wyo.

Sms: A great amount of interest has been generated here in Casper, Wyo,
among members of railway labor groups and the general public on the piggy-
back question which has resulted in a congressional hearing at Cheyenne, Wyo.
on April 10, 1961.

It has been reported that Consolidated Freightways are planning quite exten-
sive piggyback shipments from Chicago to Casper enroute to the northwestern
part of the United States. It is apparent that Consolidated and other motor
enrriers view these operations as a savings in costs and could result in way of
lower rates for the publie.

Some figures which are worth thought are those released by Railway Age mag-
azine which have not been disputed to our knowledge: Railroads show 192
ton-miles for each gallon of fuel used as compared to trucks which show 55 ton-
miles for each gallon expended. Railroads produce 088,659 ton-miles for each
employee while trucks produce 172,165 ton-miles for each employee. These
would be important figures to consider in a wartime economy or situation.

With our tremendous increases in population resulting in ever-increasing num-
bers of motor vehicles on our highways it would seem that as much as possible
of onr freight shipments be made by rail. Piggyback operations are one method
in which this can bhe done to alleviate a most serious problem.

We respectfully submit the above statement for your consideration at the
hearing in Cheyenne.

Respectfully yours,
A. Kozag, Secretary.
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GREEN RIVER CHAMBER OF COMMERCE,
Green River, Wyo., April 7, 1961,
Hon. GALE McGEE,
U.S. Senator, Senate Ofice Building, Washington, D.C.

My DEAR SENATOR: With reference to the trucking industry engaging in a full
scale campaign to curb railroad piggybacking through legislation.

For many years the railroads have been handicapped by legislation to explore
the transportation field and as a result their traffic has declined and many rail-
road employees have lost their jobs and security. The Transportation Act of
1958 has given the railroads an opportunity to recapture some of this traffic that
was lost to the trucking industry ; namely, the automobile traffic, and some of this
traflic is again moving on the railroads because under the 1958 Transportation
Act the railroads were given the right to haul automobiles in piggyback service.

The railroads always have been the backbone in any State, our Nation, and
communities, especially in this great State of Wyoming. I feel that the people in
Wyoming owe much to the railroad industry for developing our natural resources
and in the southern portion of our State the railroad is contributing a large
amount in taxes hecause of the large investments. The trucking industry to
my knowledge has very little invested, especially the tramscontinental lines:
their contribution in taxes is very litile compared with the railroads, but still
the trucks have the privilege of using tax-free highways. Here in Green River
the truckers have nothing invested nor do they employ any permanent people
here and yet they deliver 60 percent of Lel. merchandise into Green River be-
cause the railroad cannot compete with the trucklines due to ICC regulations.

I feel that the trucking industry should come under the same 10C regula-
tions that now govern the railroads, equalize regulation, grant railroads the
same opportunity others have to use the highways, waterways, and air facilities
which rail taxes help provide and giving all carriers the freedom to diversify
their services.

Your sincere consideration in this matter will be highly appreciated.

Nincerely yours,
A. C. Gexz, President.

KeMMERER, WYyo., April 5, 1961.
Senator GAare McGEE,
Benate Oflice Building, Washington, D.C.:

This is to advise you that we are very well satisfied with the service being
given on the deliveries of cars from Ford Motor Co. However, some of the cars
are in a very dirty condition when received. We can't say who is responsible,
the railroad or convoy company. We have protested to convoy company.

Sincerely,
Jun WITHERSPOON,

CHEYENNE, WYO., April §, 1961.
Hon. GALE W. McGEE,
Senate Office Building,
Washington, D.C.

DeAR SExaTOR McGEE: As a voter and a railroader T wish to express my views
regarding James Hoffa trying to get legislation against piggyback.

It was perfectly all right with Mr. Hoffa when his truckdrivers were taking
jobs awayv from railroaders. Instead of erying to Congress and velling foul, we
did something about it. Seems to me that if Mr. Hoffa is as good as he is sup-
posed to be, he would be able to work this out in some legal way, without making
the Government the scapegoat.

Very truly yours,
LEws A. GRAF.

TorrixagTON, WYO., April 6, 1961.
Mr. Gare McGEE,
U.8. Senator,
Senate Office Building, Washington, D.C.

Hoxorasre Sik: In recognition of your important pesition on the Senate Com-
mittee on Interstate and Foreign Commerce, I wish to address to you my great
concern about the stranglehold that Mr. James Hoffa and his Teamster Union
is endeavoring to clamp onto the American people.




PIGGYBACK TRANSPORTATION 277

We pay tribute to the Unkonwn Soldier as a symbol and a representative of
all who have suffered and died to establish and preserve our form of government
by the people and for the people. Are we going to turn this tribute into a
mockery by allowing a minority group to become a virtual dictator in our midst?

I believe that your congressional committee can help to put a roadblock in
the path of Mr. Hoffa’s ambition if you will. I trust that you have the willing-
ness to do so.

Yours sincerely,
Ira D. CROGHAN.

LincoLNy County WooL GROWERS ASSOCIATION,
Cokeville, Wyo., March 31, 1961.
SURFACE SUBCOMMITTEE,
Senate Interstate and Foreign Commerce Committee,
Senate Office Building, Washington, D.C.

DEeAr Sigs : In following instructions given by members of my organization I am
sending a copy of Resolution No. 16 adopted by the Lincoln County Wool Growers
Association at its 55th annual convention in Cokeville, Wyo., March 31, 1961.
The resolution is as follows:

The economy of Wyoming is affected by the prosperity of the Union Pacific
Railroad Co. The technical development of piggyback transportation increases
its prosperity and will undoubtedly be extended to the transportation of livestock.
Therefore we urge the continuation of piggyback transportation and instruct
the secretary to send a copy of this resolution to Senator Gale W. McGee's
committee as evidence in favor thereof,

Thank you for your consideration.

Paur. W. HurcHINSON, Secrctary.

STATEMENT OF GILES MORROW, GENERAL (COUNSEL, THE FREIGHT FORWARDERS
INSTITUTE, WaAsHINGTON, D.C.

During the course of the hearings on the subject of piggyback service held in
Cheyenne, Wyo., on April 10, 1961, Senator Gale W. McGee, presiding, granted
permission for the filing of statements for the record within 14 calendar days
after the close of the hearings. This statement is filed pursuant to that author-
ity, on behalf of the Freight Forwarders Institute.

The Freight Forwarders Institute is a national organization representing
freight forwarders subject to regulation under part IV of the Interstate Com-
merce Act. The members of the institute, by dollar volume and tonnage handled,
perform a great preponderance of the forwarding business done in this country.

The institute did not request authority to appear at the hearing in Cheyenne
becanse it was our understanding that only local interests would be heard and
that the inquiry was to be limited to consideration of matters relating to the
transportation of new automobiles. We now find it necessary to file this state-
ment because two of the witnesses at the Cheyenne hearing attacked freight
forwarders and their practices ineident to piggyback operations and one of them
dealt extensively with the issues in proceedings now pending before the Inter-
state Commerce Commission for deeision which are of great moment to the for-
warding industry,

Since these matters, unfortunately in onr view, have been made the subject
of argument before the subcommittee, we deem it of utmost importance that the
record be made full and complete, for as it now stands it is very incomplete and
conld be dangerously misleading,

For completeness, it will be necessary to include here certain explanatory and
background material.

Freight forwarders are common carriers of freight who, by definition, assemble
and consolidate shipments of property, and break bulk and distribute such ship-
ments, utilizing for the line-haul movement of such property the services of com-
mon carriers subject to part I, II, or IIT of the act. For the assembly and dis-
tribution service forwarders nse predominantly motor carriers. For the ter-
minal-to-terminal movement of the consolidated consignments forwarders use
railroands very largely, although motor carriers are employed to some extent for
such movements.
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Freight forwarders are not empowered, as are the motor carriers, to make
joint rates with railroads, and hence until the railroads began to publish open
tariffs rates for piggyback service, in 1958, there was no lawful method by which
forwarders could utilize the piggyback principle. In the so-called New Haven
case (Movement of Highway Trailers by Rail, 293 1.C.C. 93), decided by the Com-
mission in 1954, it was held that railroads might publish rates for the movement
of the trailers of freight forwarders and commerecial shippers. It also was held
that railroads might handle the trailers of common earrier motor carriers under
a so-called substituted service plan, whereby the railroads receive a flat agreed-
upon amount for hauling the trailers, such amount being considered, legally, a
division, though it has none of the hitherto accepted characteristics of a division.
Further, it was held that railroads and motor carriers might enter into joint-
rate and through-ronte arrangements for the piggybacking of truck-trailers, on
the basis described in section 216(c¢) of the Interstate Commerce Act.

The substituted-service plan, referred to above, came to be known as plan 1
piggybacking, and it has been in use since 1954, although it has net grown signifi-
cantly. Rates for plan ITI piggyback service were published in 1958, and shortly
thereafter, still in 1958, plan IV rates were published. Plan III provides for
the hauling by the railroads of shipper-owned trailers on rail-owned flatears,
while under plan IV the shipper furnishes both the trailers and the flatears.
Plan V, based on true joint rail-truck rates, made its appearance in 1959, and its
main use has been in the transporting of new automaobiles under joint rates
between rajlroads and automobile haulaway earriers.

Freight forwarders began to use the plan IIT and plan 1V rates immediately
after they were published, and have continned to use such rates and services
on an increasing scale ever since. Forwarders found that because of the higher
minimum weights published under plans IIT and IV for the movement of two
trailers on a flatcar—weights ranging from sixty to seventy thonsand pounds—
they could themselves publish rates on larger volumes than previously, and
still effectuate consolidation. Thuas forwarders, in 1958, began to publish
go-called volume rates on a wider secale,

The motor carriers protested all of such freight forwarder volume rates
as they were filed, and asked for their suspension, and against many of those
already in effect they filed formal complaints, They took the same action with
regard to plan III and plan IV rail rates, In some eases the forwarder and
rail rates were suspended and in others they were drawn into issne by investi-
gation or complaint. The T-month suspension period has, of course, expired,
and all such rates are now in effect, though the pendency of the litigation has
undoubtedly restricted the extension of similar rates to wider territories.

In the leading ecase involving freight forwarder volume rates, I. & 8. Docket
No. 6993, Forwarder Volume Commodity Rates Between Chicago and New York,
the Commission approved the rates by decision dated September 4, 1959, and
reaflirmed its decision on April 8 1960. Motor carrier interests appenled the
decision to court, and it is now pending in the U.S. Distriet Court for the
Southern District of Indiana, where it will be argned on Juone 8, 1961. The
case is styled Fastern Eaxpress, Inc., et al., v. U.8. and I'nterstate Commeree
Commission, et al., civil action No, TH-59-C 50.

Several cases involving plan IIT and plan IV rail rates, tried separately,
were combined for oral argument before the entire Commission on November
2, 1960. They now are before the Commission for decision. In one group of
cases, generally referred to by the citation No. 32533, Fastern Central Motor
Carriers Assn., Inc. v. B. & 0. R.R. Co., et al., Examiner George A. Dahan
wrote a proposed report condemning the plan IIT and plan IV rail rates involved,
This report was quoted extensively by Witness William E. Myrick at the hearing
in Cheyvenne. In another case, Examiner Lawrence B. Dunn rendered a report
finding the involved plan IV rates lawful in all respects. Both of these reports,
together with the extensive record, are now under serutiny by the Commission
as it prepares to render its decision.

The cases involving rail piggyback and freight forwarder volume rates have
heen well and ably tried. All interests, earrier and shipper alike, were heard.
At the Interstate Commerce Commission the record is closed. The court is
soon to hear argument in the Forwarder Volume Rate case. We think it is
exceedingly unfortunate that the issnes involved in the pending cases ghould be
made the suhject of debate before a congressional subcommittee. Nevertheless,
statements and arguments were made at the Chevenne hearing which we, as
vitally interested parties, are compelled to answer.
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Witnesses I.. E. Meredith, for the Wyoming Trucking Association, Inc., and
William E. Myrick, for Line Drivers Local Union No. %61 of the Brotherhood
of Teamsters, attacked the role of the freight forwarder in the piggyback
pieture, as well as the plan III and plan IV rail rates. The purpose of this
statement is to analyze and answer the arguments of these two witnesses, insofar
as they pertain to the forwarding industry.

Mr. Myrick took as his text the proposed report of Examiner George A. Dahan
in docket No. 32533, cited above, which report, as I have indicated, is now
before the Commission along with the record in the proceeding. Mr. Myrick
used extensive quotations from the Dahan report, relying on the examiner's
statements as though they were facts, and on his conclusions as though they
were legally correct.

As a matter of fact, any uninformed reader of Mr. Myrick’s statement could
easily obtain the impression that Mr. Dahan's report is final and conclusive.
Introducing his first quotation from the report he says that “in a very recent
case,” instead of “in a pending case.” Introducing his final quotation Mr.
Myrick first cites the proceeding and then says that it was “decided in 1960.”

Docket No. 32533 has not been decided. Examiner Dahan's report has not
been adopted or approved by the Commission. It is a report of some 135 pages
literally bristling with caustically framed statements, samples of which Mr.
Myrick has selected to quote. No document in recent history has been so
thoroughly analyzed and rebutted by railroads, forwarders, and many, many
shippers.

Inasmuch as Mr. Myrick has quoted so extensively from Examiner Dahan’s
report as proof of what it purports to say and in substantiation of his own
theories, we think the record of the hearing should include a copy of our excep-
tions to the report. Accordingly, a copy of such exceptions is attached hereto.
We respectfully commend it to the eareful attention of anyone anxious to under-
stand all of the facts with regard to the points which Mr., Myrick undertook to
mike.

Mr. Myrick brought the freight forwarder into his dissertation with two mis-
statements of fact, both of serious import and both inexcusable when the facts
are so readily ascertainable. He says that there have been “serious inroads
made upon the national poliey of regulated earriage.” Since the war, he says,
the Nation has seen “an amaszing growth of two types of organizations which,
while engaging in the transportation industry remain unregulated and nearly
uncontrollable.”

Who are these two unregulated and nearly uncontrollable agencies? The first,
Mr. Myrick says, is the private carrier, For the second, let me use his own
words :

“Secondly, the business of forwarding freight has also seen a tremendous
postwar growth. From 1945 to 1957, the amount of freight tonnage originated
by freight forwarders increased over 100 percent.”

Mr. Myrick goes on to say that of course forwarders “are now subject to the
Interstate Commerce Act,” but why does he include them as the second of the
“unregulated and nearly uncontrollable” agencies?

The big question, theugh, is where Mr. Myrick got his figures to show that the
freight tonnage originated by freight forwarders increased over 100 percent from
1945 to 1957, Since 1942 the ICC has published complete statistics of forwarder
operations every 3 months, and a more comprehensive set of figures annually.
The quarterly figures are published in statement Q-950. Forwarder annual
figures are published as part I of “Transport Statistics in the United States.”

To correct the record, freight forwarders originated 3,944,629 tons of freight
in 1045. In 1957 they originated 4.209.958 tons. That is an increase of less
than 10 percent, but Mr. Myrick picked the wrong years to compare. In 1958
forwarder tonnage was less than it was in 1945. In 1959 forwarder tonnage
was less than it was in the first really postwar year of 1946. The fact is that
with only minor variations freight forwarder tonnage has remained on an al-
most constant level since the industry was regulated in 1942,

Since Mr. Myrick spoke for the “national policy of regulated carriage,” he
should have pointed out to the subcommittee that the railroads have not fared
any better than the forwarders since World War II. Railroad ton-miles were
less in 1959 than they were in 1946,

Where, then, did the traflic go? Some of it, as Mr. Myrick says, went to pri-
vate carriage. But he should also have said that ton-miles of federally regulated
motor carriers increased from 19 billion in 1939 and 27 billion in 1945 to 79
billion in 1958, This is the industry which the subecommittee is asked to believe
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is being driven out of business by the railroads and by freight forwarders whose
tonnage has not increased since the war despite the phenomenal increase in
national productivity.

Next, Mr. Myrick states that the real effect of what he calls “lower rates for
rail transportation,” by which he means piggyback rates, is to “aid these two
groups,” meaning private carriers and freight forwarders. Taking first the
matter of private carriage, the railroad respondents in docket 32533 showed
by indisputable evidence that the plan IIT rates involved in that proceeding
were basically designed to recapture traffic iost to private carriers and that they
were the only medium by which the railroads have had any success in combating
such ecarriage. Numerous shipper witnesses testified either that they had
switched from private carriage to plan IIT piggyback or that they had inter-
rupted plans to buy their own trucks because of such rail service.

Mr. Myrick quotes a statement from Examiner Dahan's report reading as
follows :

“The plan III and plan IV rates and charges have widened the spread to such
an extent that the door to Pandora’s box has opened wide. The freight for-
warders have expanded the area of their businesses."”

To this statement we responded, in our exceptions to the report, in the
following language:

“The report does not—and could not under its governing philosophy—concede
any public benefits from the expansion of the area of forwarder business, in
spite of the fact that the public must see some benefits or it would not buy
the service. No note is faken of the testimony submitted in behalf of freight
forwarders showing the many advantages in terms of better service to the
public which plan IIT and plan IV piggyback afford them (exhibit E-94, tran-
seript B-35). In fact the public seems to have been lost sight of completely
by the report, for the examiner goes on with his ‘Pandora’s box' thesis by
saying, ‘They [forwarders] have established and intend to further establish
volume commodity rates the same as the truckload and carload commodity
rates of the underlying motor and rail common carriers’ (p. 119). The Com-
mission has already held that there is nothing wrong with the principle of
forwarder volume commodity rates, and the examiner does not disagree, but
he deplores the fact that forwarders are able to establish them on the same
basis as the truck rates. This is tantamount to saying to the forwarders, ‘You
may establish volume commodity rates so long as they are not competitive with
the trucks.”

The examiner's report, in the gquotation used by Mr. Myrick, goes on to say
that the rail piggyback rates enable forwarders to “undercut” motor carrier
rates. This statement is made repeatedly, but only a single example has ever
been made a matter of public record, and that, as we clearly showed in our
exceptions, was a mirage. Here is what we had to say on the subject :

“Although the examiner discnsses throughout the report the alleged devastat-
ing effect of freight forwarder competition on motor carriers as a direct result
of plans III and IV, there is only one reference to such competition which is
based on fact and not on fear. That appears at page 119 as follows :

“ Moreover, the plan IV rates and charges enable them [forwarders] to
undercut motor common carrier rates. For example, Universal has diverted a
substantial volume of traffic from a motor common carrier by undercutting the
section 22 rates of the latter.’

“That is the entire statement, and the ‘example’ is not oné chosen from many,
as the language seeks to infer, but it is the only example of the kind of record.
This ‘horrible example’ ought to be examined with care. The uncontroverted
evidence shows that the forwarder did not ‘undercut’ the motor carrier rates
in this case. Motor carriers had been providing a service for Government traffic
which was based on the assembly and consolidation of individual shipments
into volume lots for line-haul movement. The motor earriers made a charge for
the assembly, consolidation, break bulk, and distribution which are integral
parts of freight forwarder service for which no additional charge is made,

“Thus, by establishing a line-haul rate precisely the same as that of the
motor carrier, the freight forwarder was able to save the Government 30 cents
per hundred pounds, the additional eharge which the motor earriers were making
for services, over and beyond their normal transportation functions. In addi-
tion to saving the Government 30 cents per hundred pounds on this traffic, the
forwarder witness who put the example in the record testified that the shipper
had advised him personally that the forwarder service was faster than that
which he had previously received (transeript W507-W500).
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“We submit that this is neither unhealthy nor unlawful competition. The
Government is entitled to the benefit of the lowest cost and best service for
moving its traffic that the common carrier system can provide.”

Mr. Myrick has used other quotations from Examiner Dahan's report, and
in our formal exceptions we have answered each and every finding and con-
clusion of that report. It would cause this statement to run to inordinate
length to take up and answer each of the examiner’s statements and conclusions
which have been used in Mr. Myrick's testimony, but we hope that before any-
one accepts such statements as fact he will take the time to read our answers
enclosed herewith.

Mr. Myrick has made what amounts to a plea for the adoption of the Dahan
report, but he made it 6 months too late, and in the wrong form. The Dahan
report was argued before the Interstate Commerce Commission on November
2. 1960. Now, before the Commission has rendered its decision, the plea is
made to your subcommittee—although no bill is before the subcommittee for
action—to “consider favorably Semate bill 1197, which will only define by
statute for the Interstate Commerce Commission the duty which they now hold,
to prevent and prohibit destructive competition through selective rate reduc-
tion within the national transportation system."”

The charge that destruective competition is being engaged in through “selec-
tive" rate reductions, and that traditional patterns of ratemaking are being
destroyed, is one of the most persistent arguments advanced by those who now
seek to cirenmvent or reverse section 15a(3) of the act. The fact is that there
is mo “traditional” pattern of rates today. Competition provided the railroads
by the yvoung and growing trucking industry began to render traditional con-
cepts of classification and ratemaking obsolete as much as 30 years ago.
Changing conditions in manufacturing and merchandising aided the process of
obsolescence.

Prior to regulation the trucking industry, of course, was under no legal com-
pulsion to make rates according to a classifiecation or any other basis. Truck
equipment was produced in a multiplicity of sizes and the capacity of the
equipment tended to be the yardstick for pricing truck service. To meet this
competition the rallroads found it necessary to establish exceptions ratings,
commodity rates, and all-commodity rates.

When motor carriers were regulated they simply filed the charges they had
been making in the form of tariffs, which were immune from suspension.
What happened to the rate structure can be traced through ICC decisions. In
Olass Rate Investigation (262 1.C.C. 447 (1939)), a decision rendered only
3 years after motor carriers filed their first tariffs under regulation, the Com-
mission said:

“In recent vears the importanee of the classifications as factors in the deter-
mination of freight charges by rail has lessened. This situation has been
brought about by the establishment of innumerable exceptions which take prece-
dence over the classifications, and by the use of commodity rates.”

The reason for abandonment of classification and for establishment of excep-
tions ratings and commodity rates was given by the Commission: “To meet
motortruck and other competition.” A study referred to in the Commission's
decision showed than 85 percent of all freight moving in rail carload service at
that time moved on commodity rates, and only 4 percent moved on class rates.
Testimony submitted in docket 32533 shows that as of the present time only 1
percent of rail earload traffic in official territory moves at class rates.

A point was reached, of course, where the competitive situation worked both
ways, and motor earriers were authorized to establish all-commodity rates to
meet rail competition. In Trunk Line Mofor Carrier Rates (20 M.C.C. 741
(19419 ). the Commission authorized motor carriers in frunkline territory to
establish a mixed-truckload commodity rate, stating :

“So-called all-commodity freight rates have been approved in other proceed-
ings, and where, as in the matter now before us, the rail earriers maintain such
freight rates approved by the entire Commission, the motor carriers in fairness
should be permitted to establish them on compefitive traffic.”

Motor carriers now need flexibility and freedom in ratemaking no less than
railroads, and the cure which Mr. Myrick suggests for what he believes are the
ills of the trucking industry—rigid, statutory floors under competitive rates—
wonuld be a two-edged sword that well conld destroy the trucking industry. At
all events it Is time that we stopped referring to “selective” rate cutting, as
though the word “selective” had some sinister meaning. The railroads have had
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no choice but to compete with motor carriers on a selective basis since the motor
carrier industry eame into the picture with its selective rates 30 years or more
ago.

Mr. Myrick speaks, as others have, of the low rail piggyback rates, and infers
that they cause railroads to raise their rates on other traffic. Nothing could
be further from the truth. The railroads dealt adequately with this contention
at the Cheyenne hearing, but it is worthy of further notice because it indicates
a lack of information on basic facts.

Mr. J. E. Gilliland, vice president of the Frisco Railroad, introduced evidence
at Cheyenne to show that his railroad’s earnings per ton in 1960 were $27.65
on new automobiles as against $1.01 per ton for gravel and sand, $1.33 for
bituminous coal, $2.26 for iron ore, and $6.01 for manufactures and miscel-
laneous, generally consisting of many high-grade commodities. Mr. Gilliland
pointed out that if it were not for the high revenue which the railroad receives
from commodities such as automobiles they could not survive on the low-grade
commodities. Among 80 commodities, which a 1960 study made by 1CC shows
do not pay their full cost, are products of the farm, feed, and many other basic
commodities. Shall we require the railroads to raise their rates on these com-
modities by entting off their right to compete on such profitable tonnage as auto-
mobiles?

One final statement by Mr. Myrick is worthy of notice. He says that “we
cannot allow the destruction of an entire controlled system of transportation
through the actions or inactions of a regulatory agency, which either by ig-
norance, negligence, or preformed intent ignore one of the basie concepts of
our form of government, as well as the declared public policy of the statute to
which the agency owes its existence.”

The foregoing is truly an outrageous statement and an unfair and unwar-
ranted indictment of a body of men who have succeeded to and carry on the
traditions of three-quarters of a century of unquestioned integrity, spotless
reputation, and the highest order of intelligent public service.

First of all, who suggests that “an entire controlled system of transportation”
is about to be destroyed? Mr. Myrick seems to speak for the motor carriers,
and the industry continues its fabulous growth, as compared with a declining
railroad industry. He no doubt would like to maintain as the status quo the
situation that has existed for a long time now in which the motor carriers
obtain more and more and the railroads less and less of the Nation's traffic.

And what is the “basic coneept” of our form of government that these 11 men
are charged with ignoring? It must be “umbrella” ratemaking, for that is
what Mr. Myrick would substitute, through bill 8. 1197, for the policy of greater
freedom in ratemaking unquestionably represented by section 15a(3).

The intent of section 15a(3), as spelled out in the report of the Transporta-
tion Subecommittee and endorsed by the full Committee on Interstate Commerce
of the U.S. Senate, is clear beyond any room for quibbling or doubt. Just a few
quotes from the report, No. 1647, 85th Congress, will make that meaning clear:

“The subcommittee recommends, therefore, that the Commission consistently
follow the principle of allowing each mode of transportation to assert its in-
herent advantages, whether they be of service or cost” (p. 18).

“The subcommittee anticipates that the broad effect of this amendment will
be to encourage competition between the different modes of transportation to
the benefit of the shipping public” (p. 18).

“The ability of one mode of transportation to operate with a rate lower than
competing types of ftransportation is precisely the sort of ‘inherent advantage’
that the congressional poliey requires the Commission to recognize.” (Quoted
with approval from Supreme Court decision in Schaeffer Tpn. Co. v, U.8., 855
U.S. 83.)

To mintain that these statements do not represent the true policy of Con-
gress, and that the agency charged with implementing that policy has failed in
its duty if it does not apply restrictive, umbrella-type controls to competitive
rates. is utter folly. But to charge the agency with ignoring the law while it
is still considering the basic issues of the landmark cases under the revised
statute is inexensable.

It seems to have been entirely overlooked that section 15a(3) admonishes
the ICC to give due consideration “to the objectives of the national transporta-
tion poliey” and that prevention of destructive competitive practices is only one
of the several ohjectives of that policy. Of equal importance is the mandate
of policy to “preserve the inherent advantages™ of each mode. The freight for-
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warders and the railroads are now undertaking to assert their inherent advan-
tages, as the 1958 act suggests, and one of the cardinal purposes of section
15a(3) is to insure that they may do so without being required to hold an um-
brella over services which do not have the same inherent advantages.

Turning now to Mr. Meredith's statement, it appears that he has undertaken
to reargue the New Haven case (previously cited herein), as well as the For-
warder Volume Rate and Rail Piggyback cases. He says that the New Haven
case not only authorized rail invasion of the motor carrier field but also per-
mitted freight forwarders to engage in motor carrier service in direct competi-
tion with independent motor earriers. The decision did not do either of those
things. It was rendered in 1934 and no one has appealed it to the courts.
Surely if the motor carriers are so convineced that the decision will destroy the
entire industry they would have tested its validity in court.

Mr. Meredith states his opinion as to what a freight forwarder has always
been “conceived of” and “envisioned” to be, and concludes that it is wrong
for railroads to transport forwarders' loaded highway trailers under plans III
and IV. The same conceptions of a forwarder were urged on the Commission
in the Forwarder Volume Rate case, I. & 8. Docket No. 6993, heretofore cited,
and the Commission said they had no merit, stating :

“The protestants presented exhaustive summaries of testimony before the
committees of Congress in 1940-41, prior to the enactment of legislation regulat-
ing freight forwarders under part IV of the act, and cited decisions of this
Commission purporting to show that freight forwarders are limited to the hand-
ling of small shipments. The respondents likewise made reference to those
proceedings, and to certain Commission decisions. These presentations do not
establish that freight forwarders are restricted to the handling of small ship-
ments only, nor does section 402(a) of the act limit the maximum weight of a
shipment which may be handled by a forwarder.”

This decision, of course, has been appealed to the court, but until the decision
is overturned it is the law, and reasserting views that the Commission has over-
ruled will not make them so,

Attention is directed to one final argument advanced by Mr. Meredith. Mr.
Myrick also made the same argument. Mr. Meredith says: “In a recent exam-
iner’s report on one of our complaints, the examiner found that certain plan
ITT and IV rates were set at approximately 11 to 17 percent of the first-class
rate.” He was referring to the Dahan report in docket No. 32533 which already
has been referred to, and he is approximately correct in summarizing what the
examiner said in the preliminary portion of his report.

But despite this mathematical computation made by the examiner, he did
not find the rates to be noncompensatory, for he could not. The comparison
of rail plan III and IV rates with first-class rates is meaningless and has no
probative value becaunse there is no basis of comparison. First of all, as we
have shown, the classification has very little meaning or use today. Beyond
that, however, the service provided under plan I1T and IV rates is a new service,
bearing no relationship to conventional boxear service. The rates cover only
the line-haul portion of the total service, whereas the classification ratings con-
template performance of the total transportation service,

The plan IIT and IV rates reduce rail transportation to its essence—the line-
haul movement of freight that has bypassed expensive terminal handling, requires
very little switching, has been prepackaged by the shipper in his own trailers,
sometimes also on his own flatears, and is almost damage free, Furthermore,
the plan ITI and IV rates apply whether the trailers are loaded or empty, thus
eliminating or drastically reducing the 40-percent empty return-load factor which
the shipping public has been paying for in its freight rates all these years.
There is simply no basis for comparing rates for this new and radically different
service with class rates that were rendered obsolete largely by the motor carrier
industry beginning 30 years ago.

So long as Examiner Dahan has been quoted so extensively on the record of
this hearing. we think it would be appropriate to close this statement with a
quetation from Examiner Dunn, who at about the same time and in a proceeding
covering similar service, found certain plan IV rates to be lawful (docket No.
33021). Examiner Dunn said:

“For 50 years, more or less, after the passage of the original act to regnlate
commerce, many essential features of which are still the cornerstone of the
Interstate Commerce Act, lower rates were something to be highly encouraged
by the Commission. In these days of high prices and inflation, they should
again be encouraged, rather than discouraged.

» * L L




284 PIGGYBACK TRANSPORTATION

“It might just possibly happen that under this plan, and the other TOFC
plans now in operation, the railroads may eventually find their best area of
operation under ‘coordinated’ or ‘integrated’ transportation, concerning which
there has been so much study, investigation, and prediction among transporta-
tion experts, administrators, and legislators of recent years.”

Phere is the issue and the hope for the future. The question is whether we
are going to require the railroads to hold an umbrella over the rates of com-
petitors, and thus prevent the application of technological improvements and
new methods of operation from being reflected to the advantage of the shipping
public in the form of reduced freight rates.

If we turn our backs on that kind of philosophy and view the potential of
piggybacking in the light of its greaf incentive toward coordination and inte-
gration and its tremendous advantages to the shipping publie, it will be found,
we submit, that there is not mueh substance to the great tumult that is being
raised today. If all of us will concentrate on how to make piggybacking work
to the advantage of everyone instead of how to stop it in the interest of a limited
few, we will make progress in transportation. If we stop progress in transporta-
tion. at the insistence of entrenched interests, we will weaken the economy and
the defense posture of the Nation at a critical period in history.
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