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Has been unable to overcome effects of low rates and slow
increase in traffic

HE Great Northern anmual report Jor 1924 shows

net income afier charges of $17,941,600, equiv-

alent to $7.19 a share an the $249,558,418 put-
standing preferted stock. Net income in 1923 was
$18,067.947, equivalent to $7.24 a share. The 1924 net
income was the lowest with one exception, namely, 1922,
for many years of Great Northern history, although it will
he noted that the net income for 1924 was only sbhghtly
less than that for 1923,

The chief trouble with the Great Northern seems to be
nothing else than that it is a northwestern road. This
makes it worth while to ascertain how the property may
stand m comparison with the other roads in the north-
western region or with the roads in the western district
as a whole.

There is presented in Table [ a comparison based
principally on the data which appeared i the artiele in

enue per ton per mile in the northwestent region wis
46 per cent; in the western district as a whole, 43 per
cent, while for the United States as a whole there was
an increase of 38 per cent. In revente ton-miles the
northwestern region showed in 1924 as compared with
the Hscal year ended June 30, 1916, an increase of only
3 per cent, whereas the western district showed an in-
crease of 21 per cem and the United States an increase
of 14 per cent. As a result of this combination of cir-
cumstances, chiefly, the net railway operatmg income oi
the northwestern carriers in (924 was 29 per cent less
than their standard return during the period of federal
conirol, or their average annual nct railway operating
income for the three vears ended June 30, 1917. The
western district as a whole showed a decrease of 7 per
cent and the United States as a whole an ferease ol 9
per cent. Tn the southern and southwestern regions as
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The Great Northern

the Railweay Age of July 25, entitled “The Trend of Rail-
way Earnings Shown in Charts,” by H. M. Sperry. In
that article comparisons were made of the revenue ton-
miles ar] revenue per ton-mile of the several reginns for
1923 and 1924 with the figures for the year ended June
30, 1916, and similarly the net railway operating income
of the regions was compared with their standard return
{for operations during the perind of federal control. While
the Sperry study did not attempt to take sides in the pres-
ent controversy relative to the reorganization of the Chi-
cago, Milwaukee & St. Paul, which is serving to throw
so much light on the situation of the northwestern Lar
riers, figures 2 and 3 of the article apparently did show
that it was lack of traffic as much as the unfortunately low
rate level which was handicapping the roads in the nerth-
western region.

Thus, in comparing 1924 with the fscal year ended
June 30, 1916, it was developed that the increase in rev-

a result of substantial increases in traffic and with ib-
creases i the rate level about the same or less than that
of the northwestern region the increase over the standarid
return in 1924 was 42 and 41 per ceat respectively.

Rate Increase Only 38 Per Cent

Table T shows how the Great Northern fits into this
picture,  Its revenue per ton per mile i 1924 is secn
to be but 38 per cent in excess of its revenue ton-mile
earnings for the year ended June 30, 1916, an increase
mich below the admittedly small inerease for the north-
western region as a whole, likewise below the mcrease
for the western district and substantially below the m-
crease for the country. As concerns Great Northern
trafite, in 1924 as compared with 1916 there was an in-
crease of 3.6 per cent—abnut the sanie as the northwestern
region’s increase of 3 per cent but trailing the Agure of
21 per cent for the western district and the figure of 14
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perowent Tor the Unrted States, However, whereas in
1424 the northwestern region had net railway operating
i1_1mme 29 per cent less than the standard return, the
Great Nourthern hadl o decrease of 1547 per cent,  This
per cent, while showing a betler result than the region,
was not a3 sanisinctory as was shown by the western
chstrict’s 7 per comt decrcase and not nearly as satis-
factury as the Ubited States’ 9 per cent increase. The
hgures 1 the table include also data for 1923, These
figures are better than those for 1924 but the relation-
ships as between the Great Northern and the groupings
witl which it 15 compared are about the same as in 1924,
Tu either case the Greut Northern has had about the same
increase in traffic as the northwestern rtegion. It has
had o substantially smaller increase in revenue per ton
per mile but 1t has not suffered so greatty from the stand-
poitet of its net rallway operating income as ity neighbor
roads in the northwest.

Is Great Northern Suffering from Lack of Traffic?

These details would seem to indicate that the Great
Northern is at the present time suffering from a low-
rate level and from lack of traffic alike. In some way,
however, it has so improved its efficiency of operation
that winle fts net micome has suffered (o great degree 1t
has not suffered to quite the same extent as have the
roads in the northwestern region as a whole.

The full significapce of the Great Northern's increase
of it 3.6 per cont in 1924 as compared with 1916, or of
the crease of 12 per cent for 1923, 15 best understood
when 1t is realized that prior to the war ratlway traffic
on the railroads of this country as o whole used to double
in about 12 tw 14 years, or on the average of 7 or 8 per
cent a year. The year ended June 30, 1916 was the best
year in Great Norvthern’s history up to that time, The
{raffic for the year 1916 has been exceeded in every
year since with the exception of three, However, the
fact that in 1923 the increase over 1916 was but 12 per
cent or about tlie average of 114 per cent a year would
seem to justifly those who speak of the lack of prosperity
in the Nortluwest, of the handicaps of Danama Canal
contpetition or, indeed, it may indicate that the period of
expansion in the northwestern region ol this country has
temporarily ceased.  As far as the traffic figures indicate,
the sttuation is ot good.  As concerns the increase of 38
per cent in rales for the past BL4 years with the in-
crease in costs that has taken place in this time, it is indeed
surprising that with this small increase the Great
Northern should have heen able 1o come through as well

as it has
More Ore—Less Lumber

The Great Northern differs irom its two leading neigh-
hors in the northwestern region with respect to its heavy
traffic in iron ore on the one hand and its considerably
smaller volume of lumber traffic on the other. The ore
traffic in 1924 totaled 13,539,021 tons and constituted
428 per cent of the total revenue tonnage. This indi-
cates that ore hears about the same relation to Great
Northern affairs that coal bears to the operations of coal
carrying roads. The 1924 ore tonnage was 23 per cent
less than i 1923 but in 1923 the ore tonnage was about
the largest in the road's history—the expression “about
the largest” beinyg used advisedly hecause it is only since
1920 that the reat Northern has been reporting freight
commodity statistics in its annual reports. The 1923 core
tonnage totaled 17670007 and it was 49 per cent of
the rtoad's total revenue tonnage, The importance of

the ore tonnage is that its volume varies with the pros-
perity of the steel industry and not with the agricultural
prosperity of the Northwest. The steel industry has been
rather more prosperous than has agriculture in the North-
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west, so it is to De supposed that iron ore, except as its
volume has varied with the marked variations in steel
production, has beent somewhat of a sustaining factor
m the Great Northern's general situation. In the re-
cently issued Great Northern annual report, the view is
cxpressed that the ore traffic in 1925 will be about the
same as it was in 1924,

In 1924, the Great Nopthern carried 3,500,672 tons of
products of forests wheréas the Northern Pacific moved
8,713,309 tons and the Chicago, Milwaukee & St. Paul
10,134,257 tons.  In each case the 1924 figures were less
than those for 1923, The Great Northern's percentage of
products of forests to total revenue tons was 10.5 per

Marth- .
Great westarn Western United
. Northern Region Distriet states
\— | ai
T S
B a5
—
2t
i1
Ei 3 ¢
_ -7
6
)
LEGEND:
Revgnig Ton Miles Revergpfer Jon!
7 Ferieal fncrrare Mide for Leatin Hed Renlwgy Operafing
% 1524 pyar vear creasg JAd over incame Ferlentinereae
A ended umi 356 year endled Jon K% 1924 averfandardReturs

Comparison of Trend of Great WNorthern Traffic and Earnings

cent while that of the Northern Pacific was 36.3 per cent
and that of the Milwaukee 21.5 per cent, [t has been
faicly generally agreed that the competition of the
Panama Canal has been felt most acutely by the north-
western roads with relerence to their lumber trafic. Be-
cause of the Great Northern’s comparatively small pro-
portion of lumber traffic it has been believed that the
Great Northern has probably suffered less from Panama
Canal competition than have other roads. 1t is, of course,
to be borne in mind that Panama Canal competition has
also been pointedly effective with reference fo high grade
traffic moving westbound in cars otherwise being returned
empty for lumber traffic,

However, it was noted above that in a comparison with
1916 the Great Northern increase in traffic has been only
about as great as for the ngrthwestern region as a2 whole.
In 1923, the Great Northern moved only 12 per cent
more revenue ton-miles than in the year ended June 30,
1916, and in 1924 only 3.6 per cent more. The Northern
Pacific moved less revenue ton-miles in either 1923 or
1924 than in 1916, The Milwaukee, inclusive of the
Chicago, Terre Haute & Southeastern, carried 14 per
cent more revenue ton-miles in 1923 than in 1916, and
in 1924 5 per cent more. It apparently is not difficult to
explain why the Great Northern and the Milwaukee have
had increases in their traffic since 1916—however com-
paratively slight as compared with pre-war rates of in-
crease or increases iu the country as a whole—while the
Northern Pacific has had a decrease. The ansaver is to
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be found i the fact that the greater development of the
branch line or feeder mileage of the Great Northern and
the Milwaukce 1s in the castern part of the northwest
while the Northern Pacific has developed more in the
western part. Whatever may be the cause—yreater di-
versification of agriculture, the ore trafic or whatever
else—it appears that the eastern section of the northwest
has had a greater growth as far as railway traffic volune
is concerned than has the western scction,

The Chicago, Milwaukee & St. Paul's Traffic

At this point a slight digression may be in order. It
was noted above that the Milwaukee, inclucing its receutly
acquired subsidiary, the €T H. & 5. L, woved 14 per
cent more revenue toft-miles in 1923 than in the year
ended Jume 30, 1916. This compared, it will be noted
from the Agures presented in Table I, with increases of

Taute [—GREAT NORTHERN TRex0s CoMr+RED wiTil Tu0%e oF OTHER Roans
I¥ NORTHWESTERN RIslon, WrsTrey DsTwICT arp diTen STaTEs

Net rajlway operating meome for 1923 and 1934 shown in percentage of
standard return, Revenue ton-mules and pevepue et ton-mile shewn
in percentages of figures for year ended Tume 30, 1914

Great Moctbwestern  Western Tnited
Netthern Region Dhstrict Stlates

Stamdard retury - $25.066 681 F145.734,272 $404,692,75]1 $906 844 745
1423.—Ner talway gperat-
me inegme ... .. 20,731,997 112,336,458 374,554,464 983 736,225
% of stendard return,. 227 Ti46 LS5 108.47
1924—Net 1y on tneome, 24,201,287 104,873,704 378,080.591 987,133,437
T0.51 9147 108.B5

% of standard retuom., 8442
1816—Rev. vonmides, thous, 7,809,817 45.012.21_@_ 312,846,134 340,689,980

1920—.Rev ton-mijes, thons. 8,738,273 S(n255,257 137,142,098 413,479.011

% oof 196 . L. 1209 (11,64 12t.52 12137
19Z4—Rev, top-miles, thous 3,093,010 46,394 281 136,082,645 188,872,929
o oof 1916 .., [ 10063 193.08 1:0.59 11414
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1923—HRev  per o ten mile,
cents ., .- 1070 1131 1.22% 1.118
% of 1516 . . L 13878 145.37 145.67 15755
1924 —Rev. a1 weanile
CENLE L .- e 3 0G4 1137 1.20% 1116
ool 1916, . L., 138,04 144,14 143,41 157.45

12 per cent in the northwestern region. 22 per cent in
the western district and with 21 per cent in the whole
United States. The St. Paul's increase in traffic in
1924 over 1816 was 4 per cent, comparing with 3 per cent
in the northwestern region, 21 per cent in the western
district and 14 per cent in the United States. There are
those who contend that loss of traffic is not one of the St.
Paul's difficulties but that Jow rates are the only cause of
its troubles. The 5t. Paul may not have lost traffic hut
it certainly has not had the increase in traffic
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Great Northern lumber craffic that should not escape
notice. The Great Northern and the Northern Pacific
each have a ball interest in the Spokane, Portland &
Seattle, which in turn owns all the capital stock of the
Uregon Trunk. These lines reach virgin lumber coun-
try in the state of Oregon. It is to be supposed that
as the lumbering industry continues the tendency will be
to turn to this area Yor supply. In that case, the Great
Northern will be given its share of the trafic from the
new lumber districts and will be measurably assisted by
the fact that its lines reach a widespread territory in the
castern part of the northwestern region where the road’s
branch line development is greatest in extent, and traffic
to which region cannot he affected by "anwna Canal
COIUPCTINDH.
1924 Compared with 1923

In 1924, the Great Northern moved, as above noted,
23 per cent tess iron ore than in 1923 1ts total revenue
tons were 12,96 per cent less than in 1924 but otherwise
were the largest in the company’s history. In the case
of revenue ton-miles, the 1924 total showed a decrease
of 7.55 per cent fromt 1923, but Lesides being less than
that vear they were less also than in 1917, 1918 and 1920
The total vperating revenues were $110,243,104 as com-
pared with $120,077 771 in 1923, a decrease of 8.2 per
cent. Total aperating expenses were $75.212.038, com-
paring with $86,750,523 in 1923, which was a decrease
of 13.3 per cent. The chief significance of this marked
decrease in operating expenses was the fact that the
eperating ratio of 68.2 was the smallest reparted for any
vear since 1917,

The net operating revenues, that is, revenmuies less ex-
penses, totaled 335,031,046, which was an increase of
$1,703,797.  Unfortunately this increase was not carried
down to net railway operating income.  This resulted be-
cause there was an increase of $1,144,515 in taxes and
hecause a credil equipment rent halance of S806.631 in
1923 was changed to a net dehit balance of $304,209, in
1924, the difference being $1,110.900, It is something
new for the Great Northern to report a <ebit per diem
balance. The resalt cane about apparently from reduc-
tions in the amount of equipment which the Northern now
owns hut probably the mwost important factor was the
casing in the car situation which permitted the company
tw keep its own cars on its own rails instead of having
them in the LEast where they would, to be sure, vield a
dollar a day but where, at the same time, they would 1ot

A
TABLE TI—-GREAT KORTHERN GPERATING RVFEULTS, SELRCTED ITEMS. 1014 TO 1924

Revenue Rew-

Aver- TET cnue
Year ended Fevenue Reverne age  lom mile  train
Juoe 10 Milgage trne 1y thiles haul cents load
1914 PR 7.7m INAST 398 6.9.30), 796,004 za5 q.795 663
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Tec. 31
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1713 &.24n RURE RN 2.344,787,600 258 0.870 G4
1919 L Bzan 27390452 7573 569,00 291 05740 G663
1520 .17 F2.948,202  B,318,841,000 239 1.054 [ 2o
19321 £163 19531134 5.740,921,000 294 1301 07
1522 3,265 AT 450,527 6,882 465,000 251 1.134 656
PR2Y 5,254 10,185, 3%6 B, 754,275,000 241 107G 712
1974 . 8E% 21,669,750 2.093,136,000 256 1064 77

Revenus Tatal Total Net Met

car cperating aperature operating  Operating after
lpad rEveTIueE exnenLes ToVenude ralig charges
22,44 $76,854,937 $47, 765,274 329,085,164 52,16 §20L953.551
21 5§ 67,162,838 36,828 375 10,334,583 S4.83 20,618,270
32.87 81,262,478 43,914,076 37,348,407 54.04 27,600,614
2245 23,181,729 48,969,202 Ad.612, 528 ER-s .
237z 45,598,735 6. 232,156 29,516,578 G651 21040152
33.89 106,698,520 34,429,245 16,269,275 #3.64 20,063,270
2466 106,562,045 BO, 784,273 18,775,871 fl.44 22,139 546
234 122,597,265 132,047,115 8,650,751 G214 14,304,097
220 01,317,204 40,496,917 20,820,391 7945 25,463,926
208 103,452,937 79,634 113A 23,814,899 TH9E 10,865 672
2331 120,077,701 26,750,511 %3327, 248 E 18,067 947
2458 170,243,104 752174058 35031046 6.2 17,941,600

that it should have had. This means simply thal lack
of traffic must be property conceded to he one of the
St. Paul’s handicaps, because when all is said and done
an increase of 14 per cent in traffic in 715 years as was
shown for 1923—or an average increase of less than 2
per cent 2 yvear-—can hardly be considered any increase
1n traffic at all.

There is a further factor of interest with reference to

be available tor Great Northern traffic.  President Budd
in his annual report further explains that it was necef§ rv
for the Great Northern “to pay rental for a large nJ her
of foreign cars which it accumufated and used in rf.~ing
the heavy grain crops.”

Net railway operating income of $24,201,287 compated
with $24 731,992 in 1923, which was a decrease of $330.-
705, The decrease in operating expenses was made wp
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as follows: Maintenance of way expenses decreased
$1,366774 or 9 per cent; transportation expenses de-
vreased $6,081,455 or 135 per cent; maintenance of
equipment expenses decreased $4,621,336 or 21.3 per cent.
This factor of the marked decrease in maintenance of
equipment expenses for 1924 as compared with 1923 has
been commented on several times in these reviews of the
operations of the vartous railroads. The decrease in the
case of the Great Northern was somewhat larger than
for most railroads. It was occasioned by the fact that
the charges for equipment repairs in 1923 were high due
to the shop strike and the equipment rehabilitation pro-
gram that many roads carned out. Thus, the Great
Northern showed for 1924 a decrease in the primary ac-
count of repairs to locomotives of $1,627.721 or 204
per cent.  There was a decrease of $1,209,143 or 16.4 per
cent in freight car repairs, and similarly a decrease of
$1,304,872 in the primary account of freight train car re-
tirements. 1 fact, in 1924 there was a credit balance in
this account, The Great Northern in 1924 expended for
new equipment purchased, for equipment built in com-
pany shops and lor improvenients to equipment, $8,517,-
893. Sa great were the retirements, however, that there
was charged off for this purpose $10,671,354 resulting
in a net credit to the investment in equipment account of
$2,153,460.

In a period of five years, the Greal Northern has shown
no substantial chunge in the number of locomotives owned
but it has had a substantial increase in~the total tractive
force. The number of {reight cars owned at the end of
the vear was about 6,000 less than at the end of 1923
anel less even than on June 30, 1914, The total carrying
capacity it tons of these cars was less than at the end
of 1923 but, us would be expected, it showed a marked
increase over the total for preceding years. With further
veference to the Great Northern's cquipment situation,
the road reported for the month of May, 1925, 9.7 per
cent of its cars unserviceable. In May also 22.3 per cent
of ity locomotves were unserviceable, but it had stored in
serviceable conelition, 131 or about one-fifth of the total.

Transportation Expenses Reduced

Another feature of interest 13 the reduction of 13.5
per cent in transportation expenses, The ratio of trans-
portation expenses to total operating revenues in 1923
was 37.0 per cent, but in 1924 this was reduced to 334
per cent  Over one-half of the total decrease in trans-
partation expenses was accounted {or by fuel, the charges
for fuel for train locomotives in 1924 being 26.2 per cent
less than ju 1923, This was the resull of fower fuel
prices and also marked savings in fuel consumption. lu
1924, the Great Northern fuel consumption was 140 1.
of coal per 1,000 gross ton-miles as compared with 130
in 19230 It is further of interest that in 1924 the Great
Northern reported the Jargest average revenue tram load
it its history, the figure of 770 comparing with the best
previeats figure of 712 in 19230 It is only seldom that
a railroad stieceeds in reporting such a marked increase
i i1s averagr train loading with a reduchion of neasly 8
per cent 1 its revende tan-miles.

The Great Northern is starting 1923 somewhat better
than it staried out in 1924, Gross earnings for the first
six months were $46,840,306 as compared with $45,677,-
639 for the first six months of 1924, The six-months
report shuws substantial reductions in operating expenses
and a marked improvement in the per diem situation. Al-
though thus far in 1923 the road 15 still reporting a debit
eguipment rent balance, this balance is less than one-hali
that in the first six months of 1924, Net railway operat-
ing income 1o June 30, 1925 was $6,844,566 compared
with $3.810.101 for the first six months of 1924,
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Steel Dump Car
Embodies New Features

NEW line of air operated dump cars with capacities
ranging from 12 to 45 cu. yd. has been placed on
the market by the Koppel Industrial Car & Equip-

ment Company, which is owned and operaled as a sub-
sidiary of the Pressed Steel Car Company, Pittsburgh,
Pa. These cars are of a type in which the entire body tilts
on 2 row of body hinges mounted on the center sill. a
distinctive feature being that the hinges are of a threc-
point type.  Normally the body rests at a center point
but during the dumping movement the turning point is
shiited further out.  This arrangement throws the dis-
charge edge of the hody out considerably further from
the rail than would be the case with a single point hinge
without increasing the height of the car. The construc-

The Car Is Said to Be Entirely Seif Clearing

tion of the car permits dumping at an angle that is said
to make it entirely self-clearing. .

The dumping is actuated by means of vertical eylinders
on cach side of the center sill.  Single cylinders ate pro-
vided on each side on all cars of capacities ranging from
12 to 25 cu. yd. and twin cylinders on each side of cars
having capacities ranging from 30 to 45 cu. yd. The
design of the car s such that the operation is entirely
antomatic,

A new Jocking mechanism oi the compression type
used which supports the body at four pomts over the
balsters by compression members which are automatically
removed when the dumping operation takes place. Wheun

A View of the Car, Showing the Cperating Equipment

duniped at an angle of 45 dey. the car body is arrested Ly
contact with friction brake bumpers mounted on  the
ends of the underframe bolsters.  These bumpers reduce
the »hock on the trucks and underframe. The mechanism
for lifting the sides or doors of the car is of a new de-
sign. The notal opening required is about six feer hut
practically any reasunable door or discharge apéning can
be ubtained. It is said that these cars will 'dump their-
load at a distance from the rail which makes the use of
aprons or floor extensions unnecessary, although the cars. |
can he equipped with doors that drop down to serve as
aprans, if desired. <




