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The Financial Situation

MPORTANT events have followed one another in
quick succession the present week. On Tuesday,
following the legal holiday on Monday in celebra-
tion of the birthday of Abraham Lincoln, there came
the news that Governor William A. Comstock of
Michigan had proclaimed an eight-day State bank
holiday or moratorium from Tuesday, Feb. 14 to
Tuesday, Feb. 21. This was a startling piece of
news, since it meant the closing for the time being
of all the banks and trust companies in the State of
Michigan to the number of about 550 and involved
the tying up of aggregate deposits of $1,510,385,767.
The shock was all the greater inasmuch as the pub-
lic, at least here in New York, was wholly unpre-
pared for developments of that kind. It wasknown,
of course, that the banking situation in Detroit had
become somewhat involved, owing to the prolonged
business depression, with a sharp reduction in the
output of automobiles, throwing thousands of men
out of employment, but that the trouble extended
beyond that, and involved all the banking institu-
tions in Michigan came as a complete surprise, and
the shock was all the deeper because of the sudden-
ness of the disclosures and the magnitude of the
interests at stake.

On Wednesday the report of the National Trans-
portation Committee, after a deep study of the rail-
road problem, was given publicity, and this also had
a sort of stunning effect, since it was so voluminous,
and the recommendations and findings of the com-
mittee so long drawn out. For a time the Stock BEx-
change fraternity acted as if dazed, unable to deter-
mine just what interpretation to place upon the
report, not because the report itself lacked clear-
ness, but because of the multiplicity of the declara-
tions and the difficulty of determining just what the
report meant and how it was to be regarded.

Late on Wednesday night there came the most
startling news of all, namely, the attempt at Miami,
Fla., to assassinate President-elect Roosevelt after
his return from an 11-day fishing cruise in Southern
waters on Vincent Astor’s yacht Nourmahal. Al-
though the gunman, an evidently deranged indi-
vidual, who gave his name as Giuseppe Zangara of
New York, missed the target at which he was aiming,
he seriously wounded Mayor Anton J. Cermak of
Chicago, who had hastened to greet the President-
elect, and also hit four other persons by five shots
fired from his pistol.

The net result of these widely different happen-
ings, now that they have become matters of the past,
may be viewed as having been largely devoid of
injurious consequences, though they were obviously

freiglited with possibilities of serious harm. The
escape of Mr. Roosevelt is a blessing which cannot
be exaggerated. Hardly anything more serious than
his death could be contemplated at the present junc-
ture, when the country is suffering so seriously from
an unprecedented economic upheaval, the treatment
of which is baffling the best minds throughout the
world. Removal of Mr. Roosevelt from the sphere
of affairs at this time might easily precipitate an
acute crisis. The injury to Mayor Cermak is to be
deeply deplored, and it is to be hoped that his life
also will be spared. A man who, after the attack
upon him, made, as his first utterance, the remark to
Mr. Roosevelt: “I am mighty glad it was me instead
of you,” shows such a fine spirit and such ready self-
sacrifice that his passing could not be regarded
otherwise than occasion for the deepest regret.
There are not enough men of that type in the world.

As to the banking moratorium in Michigan, that
obviously is a serious affair, not to be treated lightly,
and yet furnishing occasion for satisfaction in that
it appears to have been handled with consummate
skill and that it seems possible to say that the worst
of the trouble now lies behind, with good reasons for
thinking that there will be an early return to the
normal. Help has come from every side, as is always
the case when financial difficulties are encountered
in this country. The Chicago banks have extended
aid, so have the New York banking institutions, so
have the Federal Reserve authorities, and so have
the United States Treasury officials. All parties
are agreed that the Governor of Michigan pursued
the best and wisest course when he declared the
eight-day moratorium. Indeed, he appears to have
acted throughout entirely on the advice of the bank-
ing and financial authorities in closest touch with
the situation. For instance, a statement by Arthur
A. Ballantine, Under-Secretary of the Treasury, said
he believed “from close contact during some days
with phases of the banking situation existing in
Michigan, that Governor Comstock acted very wisely
in making this declaration of public holidays.” The
delay plainly affords opportunity for careful plan-
ning, and in the meantime pressing needs for cash
on the part of depositors have been provided in
allowing withdrawals from the banks to the extent
of 5% of the deposits. How the Federal Reserve
banks have helped is evident from the condition
statements of the Federal Reserve banks, issued
Thursday night, and covering the week ending on
Wednesday. From these statements it appears that
the volume of Federal Reserve notes in circulation
during the week increased in amount of $117,-
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953,000, the total for the 12 Reserve institutions
having risen from $2,773,192,000 Feb. 8 to $2,891,-
145,000 Feb. 15. This is after large increases in
previous weeks, extending all the way back to
Jan. 11. Of the further increase of $117,953,000 the
present week, $42,161,000 increase occurred at the
Federal Reserve Bank of Chicago, $31,146,000 at
the Federal.Reserve Bank of New York, and $22,-
927,000 at the Federal Reserve Bank of Cleveland,
the three Reserve institutions which would be ex-
pected to be in most intimate touch with the
situation.

There has latterly been a recrudescence of bank
embarrassments at quite a number of financial cen-
ters in different and widely separated parts of the
country—at St. Louis, in California, with minor
banking troubles at Kansas City, at Atlantic City,
N. J., and some other local points, to which is now
added the worst collapse of all in the closing down
of all the banks in Michigan. There have also the
present week been runs on banks at some other
points, but which have not found their way into the
newspapers, since many of these papers follow the
practice of not giving publicity to happenings of
that kind, out of fear of further disturbing con-
fidence and causing new withdrawals. But the
country ought now to be reaching the end of the
long period of banking embarrassments, and to that
extent the situation must be regarded as being im-
proved, with the outlook for the future correspond-
ingly brighter. :

In all the recent embarrassments there have been
heavy calls upon the Federal Reserve banks for ac-
commodation, with a demand for Federal Reserve
-notes, and as a result the amount of these notes in
circulation the present week, at $2,891,145,000, com-
pares with only $2,687,024,000 on Jan. 11, showing
an increase in these five weeks in the large sum of
$204,121,000. This does not mean that there has
been a resumption of hoarding, as some commen-
tators assume.

As a matter of fact, this increase in the amount
of Reserve notes outstanding does not reflect hoard-
ing at all in the ordinary sense. It indicates merely
the increased demand for cash which is incident to
every financial disturbance or crisis. Where bank-
ing troubles or banking failures are precipitated
and the means for making payments by checks are
impeded, cash as a substitute has to be acquired
in the ordinary course of business, and as a conse-
quence an exceptional demand for such cash springs
up and the volume of money in circulation expands
as a result. This very process has found illustra-
tion the present week in Detroit and other Michigan
cities. Business men have found the 5% of deposits
which they are allowed to withdraw insufficient
for the purpese, and, accordingly, some business
concerns are following the practice of issuing their
own script in making payment of wages and meeting
other current demands. There has even been talk
of resorting to the issue of clearing house certifi-
cates such as was the practice here in New York in
times of financial crisis before the establishment of
the Federal Reserve System, and one prominent
New York banker has actually been called to Detroit
to acquaint local bankers with the method of issuing
clearing house certificates, his services having been
enlisted for the purpose because of the knowledge
acquired by him in that respect here in New York
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in the remote past. But that is quite different from
what we ordinarily understand as hoarding—that
is, the hoarding of money for safety and security.
i, Sa
ERE in New York steps have also been taken for
the clearing up of the real estate mortgage situ-
ation, more particularly guaranteed real estate mort-
gages. Western agriculturists, in talking of the dif-
ficulties they are having in meeting payment of
principal and interest on farm mortgages, keep re-
ferring to the “Financial East” as if the latter were
a favored region and exempt from such difficulties.
The truth is the Financial East, so called, has a real
estate mortgage situation hardly less acute than the
farm mortgage situation out West. Only a few
weeks ago a Philadelphia company for guaranteeing
mortgages went to the wall with liabilities aggre-
gating $181,000,000. In the endeavor to prevent
anything of the kind in this city a company was
created last week under the name of the Realty
Stabilization Corporation by which the real estate
interests have undertaken to strengthen and “read-
just the real estate situation in New York City in
the light of changed economic conditions.” What
attracts attention is the magnitude of the amounts
involved. It is estimated that against the assessed
valuation of taxable New York real estate of roughly
$18,500,000,000 there are outstanding mortgages
amounting roughly to $8,000,000,000. The plans for
the formation of the new corporation were an-
nounced on Feb. 10 by Owen D. Young, Chairman
of the Banking and Industrial Committee of the
New York -Federal Reserve Distriet. William
Church Osborn, of well known fame, has accepted
the Presidency of the Corporation. The Realty Sta-
bilization Corporation is to have initial author-
ized capital assets of $10,000,000, which it is an-
nounced has been subscribed by banks, trust com-
panies, mortgage companies, banking houses and
other real -estate interests.

The new company is to function with the co-opera-
tion of the Reconstruction Finance Corporation, and
the -basic principle of the plan is that the holders
of the first mortgages should stand ready to grant
extensions of time of not less than five years and to
accept a reduction of interest to not more than 4%.
The Reconstruction Finance Corporation, in indi-
cating its co-operation, well says that, “If public
funds are to be employed in this way the investor
should make some contribution, especially since the
ability of most mortgagors to pay has been greatly
reduced, due to no fault of theirs, and for the fur-
ther reason that the purchasing power of the interest
dollar has materially increased.” Under the pro-
posed plan it is contemplated that the Reconstrue-
tion Finance Corporation may advance money on
mortgage interest holdings where the property on
which the lien exists has a present-day appraisal
value of at least 109 in excess of the total mortgage
interest on the property. The security to the Recon-
struction Finance Corporation will be supplemented
by the obligation of the mortgage company borrow-
ing the money, plus that of the Realty Stabilization
Corporation. The move is evidently a step in the
right direction. But Western agriculturists should
make note of the fact that mortgage conditions are
as trying in the “Financial East” as they are in the
West. As a matter of fact, the whole country is in
the same boat in that respect.
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HE report of the National Transportation Com-
mittee, of which former

President Calvin?®
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The Transportation Committee itself well lays

Coolidge before his untimely death was Chairman, % by saying: “We see no reason why the rate-making

has been looked forward to with considerable inter-
est. It is a broadminded consideration of the rail-
road problem in all its different aspects. Many of
the Committee’s conclusions and findings are the
statement of obvious truths, but truths nevertheless
which need to be driven home and emphasized. For-
mer Governor Alfred E. Smith makes a separate
report which he prefaces with the remark: “While
I am in substantial agreement with the greater part
of the Committee’sreport, this supplementary memo-
randum states my conclusions in my own language,
placing the emphasis where I think it belongs.” In
these remarks of his own Mr. Smith says that he
is able to find little in recent history to justify the

continuance of the Inter-State Commerce Commis-

He therefore favors “the§
abolition of the Inter-State Commerce Commission =

sion as now organized.

and the creation in its place of a new Department
of Transportation headed by one man, or a one-man
bureau head in the Department of Commerce, deter-;
mining policies with the approval of the Secretary
of Commerce. What we need is a new transporta-.
tion system, not endless hearings on a system that

alone, and we have heard of no one in authority who
believes that a one-man board such as Mr. Smith
advocates would be either feasible or desirable, and
that statement deserves to be made in all candor not-
withstanding the imperfect and faulty way in which
the Commerce Commission has been functioning.

As far as the National Transportation Commit-
tee’s own conclusions and recommendations are con-
cerned, most of them possess merit, though a few
are open to objection. Nearly every one will agree
with the Committee that parallel lines and systems
are wasteful and unnecessary and that “regional
consolidations should be hastened, and, where neces-
sary, enforced,” but exception must be taken to the
further statement that such consolidations must
look “eventunally to a single national system with
regional divisions.” This last is going too far and
would pave the way for turning the whole railroad
system over to the Government by some single Act
of Congressional legislation, though on the other
hand the Committee in favoring a continuance of
railroad regnlation is careful to say that regulation
shounld not attempt to “run the business” of trans-
portation. “It should concentrate on protecting the
public against discrimination and on requiring the
most efficient service at the lowest competitive
cost.”

The Committee also declares against basing rates
on appraised values of the properties, and Governor
Smith pokes fun at the whole scheme of appraising
the value of railroad properties as a basis for rate
making purposes, saying that “the complete break-
down of the present valuation formula has left the
Commission in a condition which would be laugh-
able if it were not so serious.” To which he adds:
“What, for instance, becomes of the tons of statis-
tics and other data collected on the basis of the old
formula? What of the payroll army of Federal
Commissioners, counsel, experts and clerks? What
of the wasted time of local officials, railroad repre-
sentatives, farmers, business men and commercial
organizations?”

5 3

does not work.” In this, however, Mr. Smith stands *

rule should not say in plain English that railroads
are entitled to make a reasonable profit based upon
costs of efficient operation and that they are not
entitled to earnings merely to preserve present struc-
tures if overcapitalized.”

The Committee also declares very emphatically
against the Government continuing the practice of
fostering water transportation, barge lines and
other similar agencies. On that point the Com-
mittee says:

“Government assumption of all or part of the
costs of inefficient competing transport as a defense
against monopoly is no longer warranted and should
be abandoned. As a general principle inland water-
ways should bear all costs of amortization, interest,
maintenance and operation of the facilities for their
navigation. If they cannot bear such charges and
compete with other forms of transport, they should
be abandoned. The St. Lawrence Waterway shounld
be tested by this rule of self-support and if it fails
in that test the pending treaty with Canada should
not be ratified. Governmental commercial opera-
'tion of the actual facilities of transportation, such

i as barge lines, should not be continued.”

¥ On the subject of automobile competition the
‘Committee declares its position as follows:

“Automotive transportation should be put under
such regulation as is necessary for public protec-
tion. It should bear its fair burden of tax but only
on a basis of compensation of public expenditure
on its behalf, plus its share of the general tax load.
Neither tax nor regulation should be applied for
any purpose of handicapping the march of progress
for the benefit of the railroads.”

The Committee also reaches the conclusion that
the recapture clauses should be repealed, and re-
pealed retroactively, it declaring that:

“The so-called ‘Recapture Clause’ of Section 15-a
of the Transportation Act is based on an economic
misconception and has proved to be an element of
uncertainty in railroad financing. We join the rec-
ommendation of the Commission for its repeal ‘both
for the future and retroactively.” ”

Unfortunately the Committee makes no pro-
nouncement on the question of wages and working
conditions. It says that these are determinable by
established procedure in another forum and are not
within the scope of the present inquiry. It, how-
ever, laments the fact that the labor organizations
did not choose to present their case in some way
before the Committee, doing this in the following
language:

“We regret that the labor organizations did not
see fit to avail themselves of the Committee’s invi-
tation to submit their recommendations on the gen-
eral subjects of our investigation. We had hoped
to have the benefit of their wide knowledge concern-
ing railroad labor conditions and also their views
on the best methods of protecting labor in railroads
from conditions in competing methods and of im-
proving conditions in the latter field. It is only fair
to call attention to the fact that our material does
not include any presentation by the labor organiza-
tions of any facts that might have seemed pertinent
from their point of view.”

The Committee, however, does go so far as to say
that “in the railroads (as in other industries) rates,
capitalization, salaries and wages must all follow
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changing economic conditions, but none should be
sacrificed for the benefit of others.” It will be seen
that “salaries and wages” are included in the re-
quirement of adjustments to changing economic con-
ditions, and that is the crux of the whole matter.
el ]
HE Federal Reserve statements this week will be
studied in the light of the banking suspensions
in the Middle West. In the State of Michigan, as
related further above, the Governor of the State
on Tuesday declared a bank holiday, or moratorium,
for all the banks in the State, some 550 in number,
with aggregate deposits in excess of $1,500,000,000.
This naturally resulted in demands upon the Fed-
eral Reserve banks for credit and for Reserve note
issues. The Federal Reserve authorities report a
total increase in money in circulation for the week
in amount of $149,000,000, but accompanied by a
reduction in member bank reserve balances in
amount of $183,000,000. Of the expansion in money
in circulation for the week of $149,000,000, $117,-
953,000 is accounted for by an increase in Federal
Reserve bank circulation, the total of which has
risen during the week from $2,773,192,000 to $2,891,-
145,000. Aid for relief of the Michigan bank situa-
tion would naturally come chiefly from the Federal
Reserve Bank of Chicago and the Federal Reserve
Bank of New York, and also from the Federal Re-
serve Bank of Cleveland, at which latter point some
of the banks had to contend with independent runs.
A large increase is therefore found in Federal
Reserve note circulation in the case of all three of
these Reserve banks. The Chicago Reserve Bank,
as was to be expected, having a branch at Detroit,
shows the largest increase of all, its Reserve note
issues having run up $42,161,000, or from $705,-
563,000 Feb. 8 to $747,724,000 Feb. 15. The New
York Federal Reserve Bank comes next with an
increase of $31,146,000 in its Reserve note issue, the
total of which has risen from $561,839,000 to $592,-
985,000. The Cleveland Reserve Bank comes third
with an increase of $22,927,000 in its Reserve note
issue, its total having moved up from $278,508,000
to $301,435,000. The expansion for the three Reserve
banks combined for the week foots up, it will be
seen, over $96,000,000.

With an expansion of $117,953,000 in the Reserve
note issues for the entire Federal Reserve System,
the increase in the volume of Reserve credit out-
standing, as measured by the total bill and security
holdings, is not quite $60,000,000, the total of these
bill and security holdings having risen from $2,071,-
325,000 Feb. 8 to $2,131,262,000 Feb. 15. To bring
about even this amount of Reserve credit outstand-
ing, it was necessary for the Reserve institutions
again to enlarge their holdings of United States
securities, and the amount of these Government
holdings has increased from $1,783,912,000 to
$1,809,308.000. Tn addition, there has been an in-
crease from $252,640,000 to $286,373,000 in the dis-
count holdings of the 12 Reserve institutions, this
reflecting direct borrowing by the member banks.
Holdings of acceptances are a little smaller this
week, at $30,784,000, as against $31,338,000, and
these holdings are made up almost entirely of foreign
bills.

The Federal Reserve authorities are evidently de-
sirous of acquiring some domestic acceptances, and
with that end in view rednced their buying rate the
present week for 90-day acceptances from a basis
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of 1% per annum, the figure so long maintained and
away above market rates for acceptances, to only
1% of 1%, but the change was not made until
Thursday. Gold reserves of the 12 Reserve institu-
tions again show a reduction, this time from $3,247,-
124,000 to $3,200,158,000, and the loss would seem
to follow from the enormous earmarking of gold for
foreign account, the amount of this earmarking for
the week ending Wednesday night having reached
$32,993,000, with $10,909,800 more so earmarked on
Thursday and $9,999,700 on Friday.

With gold holdings reduced and Reserye note lia-
bilities increased, the ratio of total reserves to de-
posit and Federal Reserve note liabilities combined
has fallen from 65.3% to 64.3%. MThe decline in
ratio would have been still larger except that the
deposit liabilities were reduced from $2,499,670,000
to $2,375,763,000, this reduction following entirely
from a decrease in member bank reserves from
$2,419,399,000 to $2,236,095,000. The amount of
United States Government securities held as part
collateral for Federal Reserve notes outstanding in-
creased during the week from $316,200,000 to $445,-
100,000. Acceptance holdings for account of for-
eign central banks were reduced during the week
from $39,682,000 to $35,684,000, but foreign bank
deposits with the Reserve institutions ran up during
the week from $44,930,000 to $59,422,000.

— e

HE New York stock market the present week
has again suffered a bad break. This has been
due to a long series of adverse developments occur-
ring one after another. On Saturday last there
came the long-expected announcement of another cut
in the price of cigarettes. The American Tobacco
Co. led in making the announcement by reducing
the price of a package of 20s to $5.50 a thousand
from $6.00. This was the second price reduction for
the current year, a cut from $6.85 a thousand to
$6.00 having been made on Jan. 3. On Monday the
Stock Exchange was closed in observance of Lin-
coln’s Birthday. On Tuesday there came the news
that all of the banks in the State of Michigan, to
the number of about 550, with deposits in excess of
$1,500,000,000, had been closed by proclamation of
the Governor. As a result stocks tumbled in every
direction. On Wednesday the morning papers gave
the report of the National Transportation Commit-
tee, which former President Calvin Coolidge headed
before his death and which had been looked forward
to with great interest for a long time, but the invest-
ing and speculative community appeared to be un-
certain as to the importance to be attached to the
recommendations and conclusions owing to the
lengthy character of the report. At the same time
the declaration of the regular dividend at the rate
of 9% on the stock of the American Tel. & Tel. Co.
appeared to be regarded as a favorable influence,
and, accordingly, the market on that day showed

considerable steadiness.

On Thursday, however, prices again plunged
downward, the railway list being especially weak,
evidently because of some comments contained in
the National Transportation Committee’s report,
The unsuccessful attempt on the life of President-
elect Roosevelt appeared to have no inflnence on
the course of values here, but in Europe this, along
with the Michigan bank moratorium, had a depress-
ing effect. The placing of the Willys-Overland Co.
in the hands of a receiver the day before appeared to
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have a weakening effect on the automobile stocks.
A sharp break occurred in Texas Gulf Sulphur on
the announcement of a reduction in the quarterly
dividend from 50c. a share to 25c. a share; this
reduction came as a complete surprise, and at one
time Texas Gulf shares were down 514 points from
the closing price for the stock the day before of
2215, that is, it sold as low as 1734, and there was a
recovery only to 1714 by the end of the day. Con-
solidated Gas of N. Y. was one of the weak features,
and public utilities appeared under pressure all
through the week. An additional depressing
feature was the fact that all through the week the
bond market was as weak as the stock market, and
indeed on occasions even weaker, the declines extend-
ing to the high grade issues as well as to the low-
priced issues. Many of the foreign bond issues were
also weak, this applying particularly to the Japa-
nese issues and the German issues. The Japanese
issues moved lower on the unsettled financial con-
dition in that country which led to the closing of
the Tokio Stock Exchange for the afternoon session,
and sharp contraction in Germany’s export balance
for Janunary and the political disturbances growing
out of the campaign of Adolf Hitler having precipi-
tated selling of the German issues. There were no
changes of great consequence in either wheat or cot-
ton, but reports from the iron trade were more favor-
able, steel production having increased from a little
less than 19% last week to 209 the present week.
Among other dividend changes (aside from the
reduction in the dividend on Texas Gulf Sulphur
Co.), the International Silver Co. omitted the quar-
terly dividend due April 1 on the 7% cumul. pref.
stock. The International Harvester Co. reduced
the quarterly dividend on common from 30c. a share
to 15¢. a share. The Southern Colorado Power Co.

cut the dividend on its 7% cumul. pref. stock from

134% to 1%4%. The J. J. Newberry Co. reduced
the quarterly dividend on common from 25c. a share
to 15c. a share, after having on Jan. 1 reduced from
2T/5c. a share to 25¢. a share. The Goodyear Tire &
Rubber Co. reduced the quarterly dividend on the
$7.00 cumul. pref. stock from $1.75 a share to 50c. a
share, and the Buffalo, Niagara & Eastern Power
Corp. cut the quarterly dividend on common and
class A shares from 40c. a share to 33c. a share. Of
the stocks on the New York Stock Exchange list,
336 stocks touched new low figures for 1933 the
present week, while new highs were established for
the year in the case of only 59 stocks. The call loan
rate on the Stock Exchange again continued un-
altered at 1%.

Trading has been on a somewhat larger scale. At
the half-day session on Saturday last the sales on
the New York Stock Exchange were 344,762 shares;
Monday was a holiday in celebration of Lincoln’s
Birthday; on Tuesday the sales were 1,541,300
ghares; on Wednesday, 745,603 shares; on Thurs-
day, 1,079,872 shares, and on Friday, 658,795 shares.
On the New York Curb Exchange the sales last
Saturday were 54,942 shares; on Tuesday, 204,590
ghares; on Wednesday, 114,375 shares; on Thurs-
day, 136,210 shares, and on Friday, 103,240 shares.

As compared with Friday of last week, prices
ghow declines all around. General Electric closed
yesterday at 1314 against 14 on Friday of last week;
Brooklyn Union Gas at 7314 against 767 ; North
American at 23 against 251/ ; Standard Gas & Elec,
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at 10 against 11; Consolidated Gas of N. Y. at 4854
against 5314 ; Pacific Gas & Elec. at 2734 against
2875 ; Columbia Gas & Elec. at 1334 against 1414
Electric Power & Light at 434 against 55 ; Publie
Service of N. J. at 4414 against 4834 ; International
Harvester at 1675 against 197 ; J. I. Case Threshing
Machine at 4114 against 4214 ; Sears, Roebuck & Co.
at 1614 against 177; Montgomery Ward & Co. at
1134 against 1314 ; Woolworth at 2974 against 3254 ;
Safeway Stores at 3175 against 3514 ; Western
Union Telegraph at 21 against 2314 ; American Tel.
& Tel. at 10134 against 1021/ ; International Tel. &
Tel. at 614 against 67;; American Can at 567
against 58; United States Industrial Alcohol at
1834 against 19; Commercial Solvents at 1034
against 11; Shattuck & Co. at T14 against 7%, and
Corn Products at 5114 against 55,

Allied Chemical & Dye closed yesterday at 7814
against 83%; on Friday of last week; Associated
Dry Goods at 334 against 4 bid; E. I. du Pont de
Nemours at 3614 against 3734 ; National Cash Regis-
ter “A” at 675 against 7; International Nickel at
734 against 8; Timken Roller Bearing at 155 ex-div.
against 1614 ; Johns-Manville at 1814 against 1934 ;
Gillette Safety Razor at 151/ against 163/ ; National
Dairy Products at 127 against 14 ; Texas Gulf Sul-
phur at 1675 against 233/; American & Foreign
Power at 57 against 67 ; Freeport Texas at 21
against 2414 ; United Gas Improvement at 1715
against 19; National Biscuit at 3314 against 36;
Coca-Cola at 8114 against 8314 ; Continental Can
at 3915 against 4114; Bastman Kodak at 5414
against 577% ; Gold Dust Corp. at 1314 against 1454 ;
Standard Brands at 15 against 1514 ; Paramount
Publix Corp. at 73 against 34 ; Westinghouse Elec.
& Mfg. at 2615 against 2714 ; Drug, Inc., at 35
against 37; Columbian Carbon at 30 against 317
Reynolds Tobacco class B at 2854 against 283/;
Liggett & Myers class B at 5114 against 5214 ; Loril-
lard at 113/ against 111/, and Yellow Truck & Coach
at 234 against 314.

The steel shares have displayed considerable firm-
ness. United States Steel closed yesterday at 2714
against 277 on Friday of last week; United States
Steel preferred at 5814 against 5874; Bethlehem
Steel at 1314 against 1474, and Vanadium at 1134
bid against 1214. In the auto group Auburn Auto
closed yesterday at 4034 against 4214 on Friday of
last week; General Motors at 1253 against 133/ ;
Chrysler at 1114 against 127 ; Nash Motors at 1414
against 1434 ; Packard Motors at 21/ against 234;
Hupp Motors at 214 against 234, and Hudson Motor
Car at 334 bid against 414. In the rubber group
Goodyear Tire & Rubber closed yesterday at 121/
against 1234 on Friday of last week; B. F. Good-
rich at 414 against 414 ; United States Rubber at
375 against 414.

The railroad shares have been the weakest of the
list. Pennsylvania RR. closed yesterday at 1714
against 1834 on Friday of last week; Atchison To-
peka & Santa Fe at 4034 against 4473; Atlantic
Coast Line at 23 against 251/ ; Chicago Rock Island
& Pacific at 4 against 4% ; New York Central at 1734
against 20; Baltimore & Ohio at 1015 against 12;
New Haven at 141% against 1634; Union Pacific at
711/ against 76 ; Missouri Pacific at 234 against 334;
Southern Pacific at 1614 against 18; Missouri-Kan-
sas-Texas at T4 against 814; Southern Railway at
5%% against 634 ; Chesapeake & Ohio at 2814 against
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3074 ; Northern Pacific at 1454 against 1614, and
Great Northern at 914 against 1014.

The oil shares have been weak with the rest of
the market. Standard Oil of N. J. closed yesterday
at 2494 against 2634 on Friday of last week ; Stand-
ard Oil of Calif. at 2274 against 2414 ; Atlantic Re-
fining at 1534 against 15%; Texas Corp. at 1234
against 13. In the copper group Anaconda Copper

closed yesterday at 654 against 714 on Friday of
o J /8 5 7

last week; Kennecott Copper at 834 against 9;
American Smelting & Refining at 1275 against 1274 ;
Phelps Dodge at 57 against 615; Cerro de Pasco
Copper at T34 against 794, and Calumet & Hecla at

1] /8 45 /8)
214 against 214.

PRICES of securities drifted slowly downward
this week on stock exchanges in the leading
Juropean financial centers. Reports of the Michi-
gan banking difficulties ocecasioned a good deal of
concern, and added to the apprehensions already
felt regarding the international monetary and po-
litical outlook. The London Stock Exchange main-
tained its equilibrium fairly well, but the trends on
the Paris Bourse and the Berlin Boerse were per-
sistently downward. On both the leading Conti-
nental markets internal political troubles are caus-
ing anxiety. Of interest, early this week, were sev-
eral sharp breaks in security prices on the Tokio
Stock Exchange, occasioned by the growing uueasi-
ness in Japanese commercial circles regarding the
possibility of war with China. A recovery developed
Thursday. The business situation in the industrial
countries of Europe remains substantially un-
changed. Recent improvement has been maintained,
but there are no indications that the upswing is con-
tinuing. Prime Minister Ramsay MacDonald of
Great Britain again expressed the opinion early this
week that the depression has been arrested. In the
course of a debate in the House of Commons on
unemployment, Thursday, Chancellor of the Exche-
quer Neville Chamberlain admitted, however, that
any optimism to-day must be qualified. Unemploy-
ment was bound to increase before the present
transition period ends, Mr. Chamberlain said, and
he did not believe it could be reduced to small pro-
portions for another 10 years.
Business on the London Stock Exchange was on
a small scale in the initial session of the week, with
the tendency irregular.
maintained, but home rail issues receded on the dec-
laration by the Southern Railway of Great Britain
of a final dividend for 1932 of 1% on preferred stock,
which was less than the market anticipated. South
African gold mining stocks were marked down on
selling from the Continent. British industrial
stocks were in fair demand, but international securi-
ties were quiet and not much changed owing to the
holiday on the New York market. The London mar-
ket was again uncertain Tuesday. British funds
were better at first, but failed to maintain the gains,
while industrial issues were irregular. Kaffir gold
mining issues rallied sharply, buying orders coming
into the market from Johannesburg at the lower
levels reached the previous day. Dullness was gen-
eral on the London market Wednesday, the hesita-
tion being attributed partly to the Michigan bank-
ing sitnation and partly to the developments in the
Far East. British funds were steady, but indus-
trial issues dropped. Almost all foreign secnrities
were heavy, with greatest losses reported in Chinese
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and Japanese bonds. The market tone was un-
changed Thursday, further declines appearing in
all departments with the exception of British funds.
Industrial stocks drifted lower, while swifter de-
clines developed in foreign securities. The London
market was irregular yesterday, but net changes
were inconsequential.

Trading on the Paris Bourse was exceptionally

" quiet Monday, reports indicating that business was

almost at a standstill. Debate in the Chamber of
Deputies on the budget measures of the French Gov-
ernment caused discouragement and prices were
generally lower. French issues and foreign securi-
ties were similarly affected. In a further quiet ses-
sion, Tuesday, quotations again were lowered
throughout the list. The Chamber voted to in-
crease taxes, and this produced some liquidation,
even though it was hoped that the Senate would
modify the levies. Suez Canal shares were especially
heavy, the issue losing 400 points on publication of
a report showing lower income. The weakness be-
came acute in Wednesday’s dealings on the Bourse,
with the downward movement ascribed by observers
to the dismal reports from the United States. Liqui-
dation was heavy, and all prices suffered. Further
declines developed in Thursday’s session, but the
recessions were on a smaller scale. A few issues,
such as Suez Canal, showed small improvement, but
the great majority of shares remained soft. Dessi-
mism prevailed on the Bourse yesterday, and prices
were marked down throughout the list.

The Berlin Boerse was rather active Monday, with
a good trend in evidence. Mining stocks and elec-
trical issues were in greatest demand, but other
securities also advanced. A number of buying
orders were received from Holland, reports said,
and this created confidence. The trend was reversed
Tuesday, most issues losing their gains of the previ-
ous day on reports from the United States regarding
the Michigan troubles. Trading was on a small
scale. The downward tendency was accentuated at
the opening, Wednesday, but buying orders appeared
in considerable volume at the lower figures and a
rally developed as the session progressed. Not all
of the initial losses were regained, however, and
net movements for the day were thus unfavorable.
The tone Thursday was moderately uncertain. A
small upswing at the start was succeeded by a reac-
tion, which in turn gave way to a final rally. Net
changes were not important. The tone was good
yesterday, and material gains were made by leading
stocks.

The Tokio Stock Exchange suffered a drastic
slump Monday, owing to the general apprehensions
among Japanese business men regarding the Man-
churian adventure and its possible consequences.
Fears were especially pronounced in connection
with the threatened Japanese withdrawal from the
League of Nations. After a quiet session, Tuesday,
prices again declined violently Wednesday morning.
So drastic were the recessions that the authorities
decided to suspend the afternoon session of the Ex-
change. Similar action was taken at Osaka and
Nagoya. In a Tokio dispatch of Wednesday to the
Associated Press it was noted that the recent de-
clines have wiped out all gains from the boom which
the Japanese economic world enjoyed beginning in
September 1932, when inflation and the activity of
the war industries of the country produced at least
the semblance of better times. Prices on the Tokio
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Exchange recovered in Thursday’s dealings, most
of the losses registered in the preceding session being
regained.
e S,
OME widening of the scope of the projected debt
negotiations between the British and the
United States Governments apparently has resulted
from the preliminary exchanges on procedure still
in progress. Members of Parliament questioned
Prime Minister Ramsay MacDonald closely in the
British House of Commons, Monday, and again
Wednesday, regarding the formal conversations
which are to begin in Washington soon after Presi-
dent-elect Roosevelt takes office March 4. The
Prime Minister made it clear that all economic prob-
lems of mutual interest to the two countries will
be discussed concurrently with the British Govern-
ment debt to the United States. The interpellations
began as the consultations of the Cabinet with Sir
Ronald Lindsay, the British Ambassador to Wash-
ington, were drawing to a close. Sir Ronald sailed
on the liner Majestic from Southampton, Tuesday,
for his return journey to the United States. He is
expected to arrive to-morrow, and there is every indi-
cation that final arrangements for the formal nego-
tiations in Washington will be completed speedily.
Other debtor countries, meanwhile, are observing
with keenest interest the method for review of the
debts being developed by the British Government
in the current preliminary exchanges. It is more
than likely that the plan of procedure adopted for
the Anglo-American negotiations will be followed
by other countries.

Prime Minister MacDonald revealed to the House
of Commons, Monday, that the British Government
as a whole is taking a far more conciliatory attitude
toward the United States on the debt problem than
was disclosed by Chancellor of the Exchequer Ne-
ville Chamberlain in his remarkable address before
American press correspondents in London on Feb. 1.
Mr. MacDonald declared that the Cabinet hoped to
“go on harmoniously” with the debt negotiations,
and he thus removed some of the unpleasant impres-
sions created by the Chancellor of the Exchequer,
who proclaimed to the newspaper men that there
would be no give and take in the discussions, since
debt revision would be as beneficial to the creditor
as to the debtor. The debate in the Commons, Mon-
day, was precipitated when R. J. Boothby, a Con-
servative, asked whether the forthcoming discussion
in Washington would be limited to the question of
debt payments. Mr. MacDonald promptly replied
that all significant economic questions of mutual
interest would be discussed.

“We have agreed,” the Prime Minister stated,
“that concurrently with the discussion of the war
debt between his Majesty’s Government and the
Government of the United States there should be
a discussion of world economic problems in which
the two countries are mutually interested. The
object of the discussions will be to promote a revival
of world trade and prosperity. While the settlement
of war debts is an essential condition to such revival,
we have always recognized that there are a number
of other factors, economic as well as financial, which
also will have to be dealt with, and we shall be glad
to exchange views with the United States Govern-
ment on the whole field.” The Prime Minister was
asked whether the House of Commons would have
an opportunity to debate the debt problem before
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the delegation left for Washington, and whether the
Commons would be bound by the delegation’s report.
He replied that it would be better for the House of
Commons to have the delegation’s report before tak-
ing a position which could not be changed after
discussion. General information on the nature of
the proposals which the Government expects to dis-
cuss with the United States Government was re-
quested by George Lansbury, leader of the Laborite
Opposition. Mr. MacDonald indicated that the
agenda which have been drawn by the Preparatory
Commission for the World Economic Conference
cover the field. “The subjects which will engage our
attention are all included in that agenda,” he
remarked.

Further questioning in the House of Commons,
Wednesday, added little that was new to these dis-
closures. W. Mabane, a Liberal, asked whether the
recent speech of Mr. Chamberlain in which he de-
clared that the war debts must be treated as an
isolated problem could be regarded as representing
the policy of the British Government. “He made
it plain,” Mr. MacDonald stated, “that while he
did not regard the discussion of war debts as an
occasion for bargaining, he was anxious that all
questions which delay world recovery should be dis-
cussed by the two governments in a spirit of co-oper-
ation toward a common end.” Mr. Mabane pointed
out that on both sides of the ocean it had been
assumed that the viewpoints of the Prime Minister
and the Chancellor of the Exchequer differed, and
he asked whether Mr. MacDonald would assure the
House that no such contradiction existed. “That
is perfectly true,” the Prime Minister said. Ad-
ditional questions were answered in the same vein
by the Prime Minister, and the discussion was
quickly terminated. When Sir Ronald Lindsay
sailed for the United States, Tuesday, he was accom-
panied by T. K. Bewley, newly-appointed financial
adviser to the British Embassy at Washington.
Beyond admitting that he had full instructions re-
garding the British attitude on the war debts, the
Ambassador maintained what he called ‘“the gold

standard of silence.”
Sy ~——

CHANGE in the executive direction of the

Bank for International Settlements will be
made effective at the end of the institution’s fiscal
year, in May, according to an announcement issued
at Basle, Tuesday. Gates W. McGarrah, President
of the Bank since it was founded in 1930, will retire
at that time, and he will be succeeded by Leon
Fraser, also of the United States, who has acted as
Vice-President and as Mr. McGarrah’s alternate in
meetings of the Board of Directors. Mr. McGarrah,
who was formerly Chairman of the Board of the
Federal Reserve Bank of New York, was urged by
the Board of the B. I. 8. to accept re-election, but
he preferred to retire at the end of his term. He
was thereupon named Honorary President of the
Bank in recognition of his services. Mr. McGarrah
also will remain a member of the Board as long as
he remains in Europe. His resignation has been
rumored for some time, and there has been much
conjecture in Europe regarding his successor, most
observers believing that the Board would follow the
policy of naming Presidents from leading countries
in alphabetical order. The Board decided unani-
mously, however, to elect Mr. Fraser, who has had
much experience in international financial and legal
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matters. Basle dispatches indicate that the choice
of Mr. Fraser caused general satisfaction in Euro-
pean banking circles, as he has won the com-
plete confidence of the high banking officials
of many nationalities represented on the B. I. 8.
directorate.

It is quite generally believed in Europe that the
fate of the Bank for International Settlements will
be determined at the proposed World Economic and
Monetary Conference. At present the Bank is in
an anomalous position, since it was organized
mainly to handle reparations payments, and has all
its operations definitely linked to the gold standard.
There were no reparations payments during the
Hoover moratorium year, and at the Lausanne Con-
ference they were abolished, save for the possible
lump-sum payment of 3,000,000,000 marks which de-
pends on the flotation of German bonds in this
amount at some indefinite future date. It is noted
in a Paris dispatch to the New York “Times” that
the nations which effected their debt payments to
the United States Government on Dee. 15 last did
not in any case utilize the B. I. 8. It was provided
in the statutes of the institution, moreover, that only
central banks or private banks of countries on a
gold or gold exchange standard were to be admitted
as stockholders. At the present time the list of
stockholders shows many names that no longer meet
this requirement, even though they were qualified
when the Bank was formed. Notwithstanding such
considerations, it is believed that a partial answer
to the question of the Bank’s future has already been
supplied by the Preparatory Commission for the
World Economic Conference. At their meeting last
month the members of the Commission suggested im-
portant new tasks for the Bank. “There are many
indications that it will receive a much bigger role
as a result of the World Economic Conference,” a
Basle dispatch of Tuesday to the New York “Times”
states.

i

RINCIPLES and policies of the new National-
Socialist Government in Germany were de-
fined somewhat more clearly this week, as cam-
paigning for the parliamentary election of March 5
proceeded, but the opponents of the Fascist regime
were given little opportunity to make their positions
plain. Adolf Hitler made his first public appear-
ance as Chancellor late last week, in an election
rally at Berlin. In his address, which was broad-
cast by radio throughout Germany under order of
the Government, he declared that the aim of his
regime will be the reconstruction of Germany.
Divisions within the Reich caused by Communism
and the doctrine of class warfare must be ended, the
Chancellor said, and he proclaimed “the firm resolve
and will to destroy Marxism.” Individual person-
ality and ability must be preserved, Herr Hitler
added, while the Parliamentary-Democratic system
must be fought. The Nationalist leader, Dr. Alfred
Hugenberg, who is Minister of Economics and Agri-
culture in the Hitler Cabinet, stated bluntly in a
further election rally last Saturday that the “forces
of deliverance now in control are determined to
stay, come what may.” Intimating that the election
of March 5 will be the last in Germany, Dr. Hugen-
berg declared that the present Cabinet “is no new
edition of the countless Parliamentary Governments
which we have had.” Although every care was exer-
cised by the Government to make these and other
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addresses. of the Harzburg coalition bloc available
throughout Germany, other parties have been forced
to rely upon a severely restricted press and carefully
censored public meetings. TFactional strife con-
tinues, meantime, as reports indicate the deaths of
at least 11 persons in Nazi-Red clashes over the last
week-end.

The Fascist leaders took direct steps, Monday,
toward “cleansing the administration of Marxist
elements.” All acknowledged Republicans in the
higher positions of the Prussian State regime were
summarily removed from office by Captain Hermann
Goering, the National-Socialist Minister of the In-
terior in the Prussian Government. Those removed
included three Provincial Presidents, three Vice-
Presidents, 10 police chiefs and a multitude of lesser
officials, a Berlin dispatch to the New York “Herald
Tribune” indicates. They were mostly Social Demo-
crats, but a number of Centrists and Populists were
included. Violent methods were used Tuesday by
Nazi members to break up a meeting in Berlin of the
Reichstag Committee for defense of the people’s par-
liamentary rights, and the group will cease to fune-
tion. “The sole body left to maintain the continuity
of the Reichstag’s prerogatives thus ceases to exist,”
a dispatch to the New York “Times” remarks. In a
further report to the same journal the question is
frankly raised as to whether these developments
presage a restoration of the monarchy in Germany,
but the conclusion. of the observer is decidedly in the
negative. “It can be said without qualification that
there is not the slightest visible support for this
particular supposition,” the dispatch states. Eager
as the Hohenzollerns may be for restoration, it is
said that 10% would be a liberal estimate of the
proportion of Germans who desire such an outcome.

The interest of the German people in the political
campaign flagged for a time late last week, owing
to a disastrous explosion of a huge gas tank at

Neunkirchen, in the Saar Basin. More than 100
persons were killed and approximately 1,000 injured
as a result of the explosion, which occurred late
Feb. 10, and attention was concentrated on neces-
sary relief for the stricken town.
— e
AILURE of the League of Nations conciliation
efforts in the dispute between China and J apan
regarding Manchuria and the Province of Jehol has
set in motion forces which appear destined to pre-
cipitate an exceedingly grave clash between the two
countries. Both at Tokio and in Geneva all attempts
to arrange conciliation finally were given up early
this week, owing to the emphatic refusal of Japan
to recognize Chinese sovereignty in Manchuria, as
called for in the Lytton report. In an Associated
Press dispatch of last Saturday from Tokio, it was
stated on the authority of “government sources,”
that Japan is determined to maintain Manchukuo’s
independence regardless of the consequences, and
will not under any circumstances be deflected from
her Manchurian policy by any recommendations
which the League Committee of Nineteen might
make. The puppet government set up in Manchuria
by Japan made known, last Sunday, that it con-
sidered the end of conciliation efforts “highly re-
grettable,” but indicated that its “constructive pro-
gram” would not be affected in the least. Chiuchi
Ohayashi, who is Vice-Minister of Foreign Affairs
for Manchukuo, although a Japanese subject, stated
that the situation may force Japan to slam the Open
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Door in Manchuria against the League member
States and other powers.

Extensive troop movements toward Jehol Prov-
ince are continuing, in the meantime, in anticipation
of the projected Japanese invasion of this area,
which lies westward of Manchuria and north of the
Great Wall. The Japanese Government insists that
Jehol is an integral part of Manchukuo, and that all
Chinese defenders of the area are bandits who must
be summarily suppressed. The Japanese Legation
in Peiping made known, Tuesday, that Japan and
Manchukuo, jointly, will soon issue a series of ulti-
matums to Marshal Chang Hsiao-liang, former Gov-
ernor of Manchuria ; General Tang Yu-lin, Governor
of Jehol, and the Nanking Nationalist Government
of China, demanding the withdrawal of all Chinese
troops from Jehol Province. Shanghai and Peiping
reports state that Japan, acting under her protocol
with Manchukuo, will say in the ultimatums that
she is bound by treaty to assist the Manchukuo Goy-
ernment in clearing this portion of Manchukuan
territory of “rebels and bandits.” The long projected
movement of mixed Japanese and Manchukuan
brigades into Jehol would follow, it is maintained
Large bodies of Japanese troops already are massed
on the borders of Jehol, ready to begin the invasion
as soon as weather conditions are favorable.

The Acting Premier of the Nanking Nationalist
Government of China, T. V. Soong, went from Nan-
king to Peiping by airplane, late last week, to confer
at the old capital with Marshal Chang Hsiao-liang
regarding the latest developments in the Jehol area.
Although the Nanking regime is intensely preoccu-
pied with its war on Communists in the Yangtze
Valley, Mr. Soong indicated that the Jehol situa-
tion is taken ‘“very seriously” by the Nanking au-
thorities. Any ultimatum from Tokio demanding
the withdrawal of Chinese forces from Jehol could
only be construed as a declaration of war, Mr. Soong
added. The developments apparently are causing
profound concern in Washington and in other world
capitals. In a Washington report to the New York
“Times” it was remarked late last week that “highly
competent experts predict that war between China
and Japan cannot be avoided and that it will develop
out of fighting in Jehol.” It was estimated that
about 200,000 Chinese regular troops are in the
North China area waiting for the test of strength,
while Japanese troops in Manchuria were said to
number about 100,000.

The developments in Geneva with regard to this
situation are no more encouraging than those in the
Far East. In reply to the Committee of Nineteen’s
question whether Japan would accept Chinese sov-
ereignty in Manchuria, Tokio replied, Monday, that
the point already has been made clear. Surprise
was expressed that the question should be put at all.
Japan, the note stated, has recognized Manchukuo in
the belief that the Changchun Government is stable
and affords the best foundation for peace. The Com-
mittee of Nineteen was already actively at work on
the final report and recommendations, which are
to be submitted to the full Assembly next Tuesday
at a special session called for the purpose. The
document was made available to all member States
of the League yesterday, so that they could study
it in advance of the meeting next Tuesday. It is
now expected that the Assembly will declare the
conciliation efforts ended at the forthcoming meet-
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ing, and will then adjourn until Feb. 24, when the
report will be discussed. The Japanese Govern-
ment, according to Tokio reports, already is draw-
ing up a statement replying to the report and pos-
sibly withdrawing from the League of Nations. In
a statement issued by the Japanese delegation at
Geneva, Thursday, it was remarked that the Japa-
nese Government ‘cannot conceal its apprehension
that an unrealistic and-theoretical decision taken
by the Committee of Nineteen would make extremely
difficult the task of restoring peace and tranquillity
in the Far East, since such a course cannot fail to
have serious repercussions on the general situation
in that part of the world.”

The extensive report and recommendations of the
League Committee of Nineteen, published yester-
day, followed lines previously indicated by the
activities of the group. The Committee indicated
in its findings that Japanese military action in
Manchuria could not be considered measures of
self-defense, and Japan is thus placed in the cate-
gory of an aggressor. Manchukuo, moreover, is
called in effect a “puppet State” of Japan, as the
“main administrative and political powers of the
Government of Manchukuo rest in the hands of
Japanese officials and advisers.” Although both
sides are held responsible for tension existing be-
fore Sept. 18 1931, when the Japanese military
movements started, China is specifically ab-
solved from responsibility for developments since
that time. In its recommendations for settlement
of the dispute the Committee holds that mainte-
nance of Chinese sovereignty in Manchuria and the
establishment of a Government compatible there-
with is essential. Japanese troops, it is added,
should be withdrawn to the railway zones provided
by existing treaties. The principle of non-recog-
nition of Manchukuo, either by member States or
non-member States, was upheld, and the recom-
mendations further call for strict observance of the
League Covenant, the Kellogg-Briand treaty, the
Nine-Power treaty and the League Assembly’s reso-
dution of March 11 1932. Acceptance of these recom-
mendations by the disputants should be followed by
organization of a negotiating committee of the
League, and the United States and Soviet Russia
should be invited to participate in its deliberations,
it is asserted.

el U

ILITARY clashes between the aerial and land
forces of Colombia and Peru marked, this

week, the steadily growing tension between the two
countries occasioned by the unofficial Pernvian
occupation of the small Amazon River port of Le-
ticia, in Colombia, last September. Efforts to ad-
just the controversy still were in progress as these
clashes occurred, but there is now some doubt re-
garding their effectiveness. The first actual fight-
ing occurred Tuesday, and each side accused the
other of taking the initiative. Bogota reported that
Peruvian airplanes attempted to bombard part of
the Colombian fleet of eight or more vessels, with
1,400 troops aboard, advancing up the Putumayo
River. Colombian airplanes were said to have
fought off the attackers. The expedition was in-
tended to retake Tarapaca, a Colombian port on the
south bank of the Putumayo, now also held by the
Peruvians. Lima dispatches stated that the Co-
lombian flotilla attacked the Peruvians garrisoned
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at Tarapaca, and that Peruvian airplanes partici-
pated in the fight. There were said to be no “conse-
quences” of the engagement.

This skirmish was followed, Wednesday, by a
sharp combat for the possession of Tarapaca, which
was retaken by the Colombians in an attack by land
forces, gunboats and airplanes. Reports from
neutral Brazilian observers stated that 800 Colom-
bian soldiers were landed, and that the port was
easily captured from its small Peruvian garrison,
with casualties light on both sides. Much excite-
ment was caused in both countries by these inci-
dents, which were followed by the severance of dip-
lomatic relations. The Brazilian Government con-
sidered it advisable, Thursday, to close certain chan-
nels in the Amazon River, near the border. Fears
were expressed in Washington that the conflict be-
tween Peru and Colombia regarding the corridor
of the latter country extending to the Amazon might
involve Brazil and Ecuador, as these countries also
have territorial interests in the region.

The second unofficial war in South America, that
between Bolivia and Paraguay over the Gran Chaco
area, was continued on a wide front all week, with
both sides claiming gains. The Bolivian forces
under the German General Kundt started a strong
drive towards Fort Nanawa and other small encamp-
ments nearby, more than a month ago, obviously
with the intention of separating the northern and
southern wings of the Paraguayan armies and reach-
ing the railheads of the narrow gauge lines leading
to the Paragnay River. The fighting in the Nanawa
sector is intense and deadly, last available reports
indicating that more than 6,000 casualties had been
occasioned on both sides in the area. The besieging
Bolivians have formed a ring around Fort Nanawa,
which they are trying to close, while the Para-
guayans are attacking sporadically in the effort to
break up the Bolivian formation.

S
HE Imperial Bank of India reduced its discount
" rate from 49, to 314% on Thursday. Present
rates at the leading centers are shown in the following
table:

DISCOUNT RATES OF FOREIGN CENTRAL BANKS.

Rate in
Effect Date
Feb. 17| Estabiished.

Pre-
vious

Rate in
Effect Date

Feb. 1| Established.
Aug. 23 1932
Jan. 13 1932
May 17 1932
Aug. 23 1932
Sept. 19 1932
Jan. 25 1933
July 12 1932
Oct. 12 1932
June 30 1932
Jan. 29 1932
Jan. 31 1933
Oct. 9 1931
Sept. 21 1932
Dec. 3 1932

In London open market discounts for short bills on
Friday were 74@15-16%, as against 13-16@7%$% on
Friday of last week, and 15-16%, for three months’.
bills, as against 74@15-16% on Friday of last week.
Money on call in London on Friday was 14%. At
Paris the open market rate remains at 19, and in
Switzerland at 1149%,.

e,

HE Bank of England statement for the®week
ended Feb. 15 reveals a further gain of £5,012 -

797 in gold holdings which, together with a contrac-
tion of £2,307,000 in circulation, brought about an
inerease of £7,319,000 in reserves. The Bank’s
bullion holdings now aggregate £132,947,138 in
comparison with £121,317 587 a year ago. Public

Country. Country.

Holland . . -
Hungary.

Apr. 18 1932
Oct. 17 1932
Feb 111933
June 30 1932

Austria._..

whoe
N

Lrelan

Italy .
Japan
Lithuania. _
Norway _ . .
Poland .. _.
Portugal. ..
Rumani.

Colombia . .
Czechoslo-
vakla. ...
Danzig. ...
Denmark . .
England. ..
Estonia. ...

" Finland....
France. ...

;e

FRE
-

May 5 1932
Sept. 11932
Oct. 20 1932

Oct. 22 1932
Sept. 11932
Jan. 22 1931

X

Sweden. ... 121
Switzerland

NaDONI

X

Financial Chronicle

Feb. 18 1933

deposits rose £2,348,000 and other deposits £5,627,-
464. The latter consists of bankers’ accounts which
increased £5,627,936 and other accounts which fell
off £472. The reserve ratio is up to 34.129%, from
30.99% last week. A year ago the ratio was 43.66%.
Loans on Government securities increased £550,000
and those on other securities £116,051. Other securi-
ties include discounts and advances which fell off
£176,184 and securities which rose £292,235. The
discount rate is unchanged at 29. Below we furnish
a comparison of the different items for five years:

BANK OF ENGLAND'S COMPARATIVE STATEMENT.

1933 1932 1931 1930 1929
Feb. 15, Feb. 17. Feb, 18, Feb. 19, Feb. 20.
£ £ £ £ £
Circulation.a____.. 355,073,000 344,882,554 344,130,524 345,580,773 351,819,064
Public deposits 15,848,000 15,358,981 15,167,040 13,871,221 15,076,218
Other deposits 139,093,691 102,444,726 94,289,617 93,583,692 102,828,011
Bankers' accounts106,327,281 70,455,852 61,145,540 59,167,021 65,694,762
Other accounts__. 32,766,410 31,988,874 33,144,077 34,416,671 37,133,249
Gov't securitles__.. 90,858,138 33,405,906 36,134,952 38,581,563 46,331,855
Other securities__.. 29,387,456 51,068,598 34,403,415 21,026,116 30,748,170
Disc. & advances. 11,970,324 11,044,547 9,688,839 4,732,768 12,056,083
17,417,132 39,124,051 24,714,576 16,293,348 18,692,087
Res've notes & coln. 52,873,000 51,435,033 57,076,139 66,057,727 59,031,874
Coln and bulllon._.132,947,138 121,317,587 141,206,663 151,638,500 150,850,938
Proportion of res've
34.12% 43.66% 52.14% 61.47% 50%
2% 5% 3% 4% % 5% %

a On Nov. 29 1928 the fiduclary currency was amalgamated with Bank of England
note Issues, adding at that time £234,199,000 to the amount of Bank of England

notes outstanding.
—_—

HE Bank of France statement for the week
ended Feb. 10 shows another decline in gold
holdings, this time of 313,185,008 francs. The
Bank’s gold now stands at 81,580,731,965 francs, in
comparison with 73,034,074,677 francs a year ago and
55,738,057,013 francs two years ago. Credit bal-
ances abroad, French commercial bills discounted,
bills bought abroad and advances against securities
record decreases of 29,000,000 francs, 19,000,000
francs, 1,000,000 francs and 23,000,000 francs, while
creditor current accounts increased 222,000,000
francs. Notes in circulation contracted 620,000,000
francs, reducing the total of notes outstanding to
83,942,717,365 francs. Circulation last year ag-
gregated 83,288,819,390 francs and the previous year
77,219,505,105 francs. The proportion of gold on
hand to sight liabilities remains unchanged at 77.829,
the same item last year was 65.839,. Below we
furnish a comparison of the various items for three
years:

BANK OF FRANCE'S COMPARATIVE STATEMENT.

Changes Status as of-

Jor Week. Feb. 10 1933,  Feb. 12 1932.  Feb. 13 1931,
Francs. Francs, Francs. Francs,
Gold holdings....Dec. 313,185,008 81,580,731,965 73,034,074,677 55,738,057,013
Cred. bals. abr’d..Dec. 29,000,000 2,901,676,490 7,829,551,969 7,004,562,807
aFrench commere’l

bllls discounted.Dec. 19,000,000 2,541,662,316 4,909,030,002 7,303,126,776

bBIlls bought abr'dDec. 1,000,000 1,493,242,056 9,191,706,640 19,303,530,387
Adyv. agst. securs.. Dec. 23,000,000 2,600,550,151 2,785,588,250 2,911,298,222
Note clrculation._Dec. 620,000,000 83,942,717,365 83,288,819,390 77.219.505. 105
Cred. curr. accts..Inc. 222,000,000 20,892,063,435 27,649,467,162 24,903,803,547
Proportion of gold

on hand to sight

llabllities Unchanged. 77.82% 65.83% 54589

a Includes bills purchased In France. b Includes bills discounted abroad,
—_——

THE Bank of Germany in its statement for the
second quarter of February shows an increase
in gold and bullion of 95,000 marks. The total of
bullion is now at 822,383,000 marks, in comparison
with 928,682,000 marks last year and 2,254,289,000
marks the previous year. Increases are recorded
in reserve in foreign currency of 63,000 marks, in
silver and other coin of 43,625,000 marks, in notes
on other German banks of 3,013,000 marks, in
investments of 16,000 marks, in other assets of 23,-
716,000 marks and in other daily maturing obligations
of 39,789,000 marks. A contraction in note circula-
tion of 62,474,000 marks brings the total of the item
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down to 3,239,744,000¥marks,Tas compared¥with
4,155,232,000 marks a year ago and 3,897,256,000
marks in 1931. Bills of exchange and checks, ad-
vances and other liabilities reveal decreases of 92,-
938,000 marks, 2,655,000 marks and 2,380,000 marks
respectively. The proportion of gold and foreign
currency to note circulation at 28.99, compares
with 25.89 a year ago and 62.5%, two years ago.
Below we furnish a comparison of the various items
for three years:

REICHSBANK'S COMPARATIVE STATEMENT.

Changes
Jor Week. Feb. 15 1933. Feb. 15 1932, Feb. 14 1931.
Assets— Retch ks. Relch ks. Retchsmarks. Refchsmarks,
Gold and bulllon Inc. 95,000 822,383.000 928,682,000 2,254,289,000
Of which depos.abr'd.  Unchanged. 38,116,000 79,691,000 207,638,000
Res've In for'n curr._. Inc. 63.000 97,970,000 144,191,000 181,182,000
Bllls of exch. & checksDec. 92,938,000 2,317,899,000 3,253,631,000 1,609,102,000
Silver and other coln. _Inc. 43,625,000 303,788,000 169,799,000 192,157,000
Noteson oth Ger.bks-Inc. 3,013,000 11,366,000 8,828,000 17,676,000
2,655,000 76,741,000 187,926,000 72,351,000
16,000 400.826,000 160,563,000 102,322,000
. 23,716,000 839,215,000 1,013,141,000 546,607,000

Ltabilirtes—
Notes In clrculation..Dee.
Oth.dally matur.oblig.Inc.
Other ltabilitles
Propor. of gold & tor'n
curr. to note clreul'nine.

62,474,000 3,239,744,000 4,155,232,000 3,897,256,000
39.789,000 355,346,000 370,714,000 250,170,000
2,380,000 767,672,000 853,484,000 334,333,000

0.5%
—_—

EVELOPMENTS in connection with the Michi-
gan moratorium were reflected to a degree in
the New York money market, where rates tended to
harden slightly. The Federal Reserve easy money
policy was immediately brought to bear, however,
and actual changes in rates were little more than
nominal. Two dealers increased the rates on bankers
acceptances, Thursday, by 14 or 1%, but a general
rise was prevented by the action of the Federal Re-
serve Bank of New York, which lowered its bill
buying rate from 1%, to 149, for maturities up to 90
days. Call loans again were quoted at 19, for all
transactions on the New York Stock Exchange, but
dealings were reported in the unofficial street market
every business day at 3/9%. Tor a time, late Thurs-
day, there were no street offerings at a concession
from the official rate. Time money quotations were
nominal all week, no business of any consequence
being done, owing to the reluctance of banks to lend
at the quoted figures. Brokers loans against stock
and bond collateral increased $5,000,000 in the week
to Wednesday night, according to the tabulation of
the Federal Reserve Bank of New York. Gold
movements reported by the institution for the same
period resulted in a net loss of $24,619,000 to the
gold stocks of the country.
et
DEALING in detail with call loan rates on the
Stock Exchange from day to day, 19, was the
ruling quotation all through the week both for new
loans and renewals. The time money market has
continued at a standstill this week. Rates are quoted
nominally at 14% for 30 to 120 days, and 3/@1%
for five and six months. The market for com-
mercial paper has been excellent this week and
dealers could have disposed of a much larger supply
of paper if it had been available. Quotations for
choice names of four to six months’ maturity are
1Y4@1}5%. Names less well known are 1349,
On some very high-class paper occasional trans-
actions at 1249 are noted.
e
THE demand for prime bankers’ acceptances has
been light and paper scarce. There has been
no official change in rates but one or two dealers
raised their rates 1§ of 19, on all maturities in both
the bid and asked columns. The quotations of the

28.9% 25.8% 62.5%
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American Acceptance Council for bills up to and in-
cluding three months are 14%, bid and 349, asked; for
four months, 549 bid and 149, asked; for five and
six months, 749, bid and 849, asked. The bill
buying rate of the New York Reserve Bank has been
reduced and is now 14 of 19, for 1 to 90 days against
the previous 1%, but there has been no change in the
longer maturities which remain at 1149, for 91 to
120 days, and 1149, for maturities from 121 to 180
days. The Federal Reserve banks holdings of
acceptances have decreased from $31,338,000 to
$30,784,000. Their holdings of acceptances for
foreign correspondents also decreased during the
week, dropping from $39,682,000 to $35,684,000.

Open market rates for acceptances are as follows:

SPOT DELIVERY.
—180 Days— —150 Days— —120 Days—
Bida Askeds  Bid. Asked. Bid. Asked.
Prime eligible bills. £ 174 21 ¥

——=60 Day ——30 Days—
Bid, Asked. Bid. Asked:
Prime eligible bills % 3 35

FOR DELIVERY WITHIN THIRTY DAYS.

HERE have been no changes this week in the

rediscount rates of the Federal Reserve banks.

The following is the schedule of rates now in effect

for the various classes of paper at the different
Reserve banks:

DISCOUNT RATES OF FEDERAL RESERVE BANKS ON ALL CLASSE3
AND MATURITIES OF ELIGIBLE PAPER.

Rate in
Effect on Date
Feb.17. Established.

Oct. 17 1931
June 24 1932
Oct. 22 1931
Oct. 24 1931
Jan. 251932
Nov. 14 1931
June 25 1932
Oct. 22 1931
Sept. 12 1930
Oct. 23 1931
Jan. 28 1932 |
Oct. 21 1931

Federal Reserve Bank.

W wRwWwwNw

* ENE RN RN R R N
10 03 1 19 63 3 i 63 03 3

b

TERLING exchange continues exceptionally firm

and in demand in nearly all centers. On
Monday due to legal observance of Lincoln’s birth-
day there was no market in New York. In Friday’s
trading the rate went to 3.44 5-16 for cable transfers,
a new high for the year. The range this week has
been from 3.423{ to 3.4414 for bankers’ sight bills,
compared with a range between 3.3934/ and 3.437%
last week. The range for cable transfers has been
from 3.4274 to 3.44 5-16, compared with a range be-
tween 3.397¢ and 3.44 1-16 a week ago.™® Ever since
the turn of the year it has been evident that the under-
tone of sterling is exceptionally firm and at present,
were it not for the counteracting operations of the
Exchange Equalization Fund, the rate would advance
continuously. It should be recalled that the Fund
confines its operations, so far as the market has been
able to discover, entirely to spot exchange. The
futures market is exceedingly firm and there is an
extraordinary range between spot and futures, the
latter showing an average premium of about 234c.
over the spot rate during the greater part of the week.
With such a premium on 90-day sterling, London
bills become extremely attractive as a medium for
liquid short-term investments for the New York
banks. The spread between spot and futures is at
the rate of about 3 3-169, a year, which is the profit
to be made by purchase of spot sterling and immediate
sale of 90-day sterling. Including the profit on ex-
change, the market estimates that approximately 4%,
can be obtained by an investment in 90-day bills in
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London. It will readily be seen that this is an im-
portant factor in the present firmness of sterling.

As a seasonal matter sterling should continue to
enhance from now until toward the end of August.
All trading is on the supposition that such enhance-
ment is bound to take place regardless of the opera-
tions of the Exchange Equalization Fund. The
market generally expects that the most the Fund can
hope to accomplish is to keep an advance of sterling
within orderly limits. It was thought some weeks
ago that London authorities might try to hold the
rate around 3.40, but it is believed in foreign ex-
change circles that this is impossible of accomplish-
ment and that the authorities will soon find them-
selves compelled to allow the market greater freedom.
The Exchange Equalization Fund is finding it diffi-
cult and expensive to keep the market from running
away on the up side. It has to sell sterling and buy
foreign currency in nearly all markets, although its
chief operations are confined largely to Paris, Am-
sterdam, and New York. Funds are flowing to
London from all markets and the amount of foreign
funds now in London is causing some anxiety, as
the British authorities cannot overlook the fact that
a considerable proportion of the capital in the market
is of a transient and fugitive character and therefore
liable at any moment to be withdrawn. British in-
dustrial interests dislike the thought of so much
foreign money in the market, as the movement
threatens to drive sterling exchange up to a level
which would reduce British trading advantages in
overseas markets.

As noted here last week, New York bankers think
that the greater part of the gold earmarked in New
York is for British account, and in some quarters it is
estimated that the British authorities must have at
least $40,000,000 in gold earmarked here. In addi-
tion, it is thought, that they have at least $150,000,-
000 in exchange on this side. The Equalization Fund
is also a holder of large volumes of exchange in Paris,
and is believed to be earmarking gold there heavily.
Occasional shipments of gold are made from week to
week to London by Paris, and London is drawing
down small amounts from New York. This gold is
sold by the Exchange Equalization Fund to the
Bank of England, and the Bank accounts for it as
“bars bought.” On Wednesday the Bank of Eng-
land bought £2,054,994 in gold bars. It is believed
that these bars were purchased from the Exchange
Equalization Fund. Money rates continue easy in
the London open market. Two-months’ bills are
13-16%, to %%, three-months’ bills are 7%%, four-
months’ bills are %% to 15-16%, six-months’ bills are
19%. The Bank of England statement for the week
ended Feb. 15 shows an increase in gold holdings of
£5,012,797, the total standing at £132,947,138, which
compares with £121,317,587 a year ago. The Bank’s
ratio advanced during the week to34.12%, from 30.99%
the week before. A year ago the ratio was at 43.66%.

At the Port of New York the gold movement for
the week ended Feb. 15, as reported by the Federal
Reserve Bank of New York, consisted of imports of
$6,990,000, of which $3,946,000 came from India,
$1,006,000 from Holland, $981,000 from Chile,
$909,000 from England, and $148,000 chiefly from
Latin-American countries. Exports totaled $100,000
to England. The Reserve Bank reported an increase
of $32,993,000 in gold earmarked for foreign account.
In tabular form the gold movement at the Port of
New York for the week ended Feb. 15, as reported
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by the Federal Reserve Bank of New York, was a8
follows:

GOLD MOVEMENT AT NEW YORK, FEB. 9-FEB. 15, INCL.
Imports.
$3,946,000 from India
1,006,000 from Holland
981,000 from Chile
909,000 from England
148,000 chiefly from Latin-
American countries

Ezports.

$100,000 to England

$6,990,000 total

$100,000 total
Net Change in Gold Earmarked for Foreign Account.
Increase: $32,993,000.

The above figures are for the week ended Wednes-
day evening. On Thursday $3,402,800 of gold was
received, $2,401,900 of which came from Holland and
$1,000,900 from Canada. There were no exports
of the metal on that day, but $100,000 was reported
withdrawn for export to England as additional for
the day before. Gold held earmarked for foreign
account increased $10,909,800. Yesterday there were
no imports of gold but $100,000 was exported to
Holland and gold held earmarked for foreign account
increased $9,999,700. For the week ended Wednes-
day evening, approximately $1,484,000 of gold was
received at San Francisco, $876,000 of which came
from China and $608,000 from Australia. There
were no reports on Thursday or Friday of gold being
received at any of the Pacific ports.

Canadian exchange continues at a severe discount.
On Saturday last Montreal funds were at a discount
of 1634%, on Monday due to legal observance of
Lincoln’s birthday there was no market in New
York, on Tuesday Montreal funds were at a dis-
count of 1614%, on Wednesday at 16149, on Thurs-
day at 1624%, and on Friday at 16149%,.

Referring to day-to-day rates, sterling exchange on
Saturday last was firm. Bankers’ sight was 3.4234
@ 3.43; cable transfers 3.427% @ 3.43 1-16. On
Monday, legal observance of Lincoln’s Birthday,
there was no market in New York. On Tuesday
the pound was strong. The range was 3.433/ @3.44
for bankers’ sight and 3.437¢ @ 3.44 1-16 for cable
transfers. On Wednesday exchange was firm but
slightly easier. Bankers’ sight was 3.431% @ 3.4315;
cable transfers 3.4314 @ 3.43%4. On Thursday
sterling continued firm. The range was 3.43 11-16 @
3.43 13-16 for bankers’ sight and 3.433{ @ 3.43 15-16
for cable transfers. On Friday sterling moved
sharply higher, the range was 3.44 @ 3.4414 for
bankers’ sight and 3.4414 @ 3.44 5-16 for cable
transfers. Closing quotations on Friday were 3.4414
for demand and 3.44 5-16 for cable transfers. Com-
mercial sight bills finished at 3.4334; 60-day bills at
3.4354; 90-day bills at 3.43%4 documents for payment
(60 days) at 3.4314, and 7-day grain bills at 3.4374.
Cotton and grain for payment closed at 3.4334.

e —

XCHANGE on the Continental countries is gen-

erally firmer. The firmness is partly seasonal,
but at present it arises more from nervousness over
the dollar in some European markets. This condi-
tion is aggravated by the publicity given to inflation
talk on this side and the movement against the dollar
has been further affected this week by the Michigan
“bank holiday” and the attempt on the life of Mr.
Roosevelt. French francs are particularly firm with
respect to the dollar and although the Iranco-
American balance of payments is adverse to France,
there seems to be little prospect of the franc again
dropping immediately to levels which might make it
profitable to import gold from Paris to New York.
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It is generally thought that the firmness in the franc
will continue until after the Roosevelt administration
gets under way. Even then, when all doubts as to
the soundness of the dollar have been removed from
European calculations, it is thought the franc should
continue firm as seasonal factors, especially tourist
requirements, will give support to the unit. At
present France is shipping gold from week to week
to England, Switzerland, and Belgium. Until this
week France has been sending gold to Holland, but
now the Dutch guilder has receded so far in terms of
francs that it is likely that gold will be shipped from
Holland to Paris. It is thought that most of the gold
which Paris has been shipping since the end of the
year has been to London for the account of the Ex-
change Equalization Fund, which is obliged to be
very active in the Paris market. This week the
Bank of France shows a decrease in gold holdings of
313,185,008 francs, the total standing on February 10
at 81,580,731,965 francs, which compares with
73,034,074,677 francs a year ago.

German marks are steady. As frequently pointed
out, all mark exchange operations are under strict
Reichsbank control. The Reichsbank endeavors to
hold the mark closely anchored to the dollar and is
inclined to disregard more or less the gyrations of
other units. Berlin bankers expect to see a reduction
in the Reichsbank rate of rediscount from the present
4% level, but it is doubtful if any action will be taken
until after the elections in March. Berlin dispatches
on Thursday stated that the most important prob-
lems of the standstill discussions have been settled.
All credit lines will be reduced by a 5% payment.
The creditors’ group authorized a letter prosposing
an interest reduction of 14 of 19} for all creditors.

The London check rate on Paris closed at 87.28 on

Friday of this week, against 87.75 on Friday of last

week. In New York, sight bills on the French centre
finished on Friday at 3.9434 against 3.9014 on
Friday of last week; cable transfers at 3.9414, against
3.90%%, and commercial sight bills at 3.9414, against
3.9014. Antwerp belgas finished at 14.00 for bankers’
sight bills and at 14.0114 for cable transfers, against
13.91)5 and 13.92.  Final quotations for Berlin marks
were 23.86 for bankers’ sight bills and 23.861% for
cable transfers, in comparison with 23.7614 and
23.77. Italian lire closed at 5.113{ for bankers’
sight bills and at 5.12 for cable transfers, against
5.11%% and 5.11%34. Austrian schillings closed at
14.101%, against 14.101%4; exchange on Czecho-
slovakia at 2.963%, against 2.9634; on Bucharest at
0.604, against 0.6014; on Poland at 11.2214, against
11.22}4, and on Finland at 1.531%, against 1.5114.
Greek exchange closed at 0.5614 for bankers’ sight
bills and at 0.5634 for cable transfers, against 0.5614
and 0.5614.
o eans

EXCHANGE on the countries neutral during the

war, except for weakness in Holland guilders,
presents no new features of importance. The guilder,
however, advanced to par in Thursday’s market
largely as a result of nervousness in the European
markets because of the Michigan “bank holiday” and
the attempt on the life of President-elect Roosevelt.
The advance in the foreign exchanges as the result of
these events is regarded as temporary. Guilders are
in the main easier, largely because of the heavy flow
of funds from the Holland centres to the London
market. Swiss francs went above par in Thursday’s
trading for the same reason that gave firmness to the
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guilder, although during the greater part of the week
the Swiss franc was quoted just under par in the New
The Scandinavian currencies have
been generally firmer in sympathy with the firmer
tone of sterling exchange.

Bankers’ sight on Amsterdam finished on Friday
at 40.3314, against 40.1415 on Friday of last week;
cable transfers at 40.34, against 40.15, and com-
mercial sight bills at 40.29, against 40.10. Swiss
franes closed at 19.3934 for checks and at 19.40 for
cable transfers, against 19.30 and 19.3014. Copen-
hagen checks finished at 15.3414 and cable transfers
at 15.35, against 15.2914 and 15.30. Checks on
Sweden closed at 18.241% and cable transfers at 18.25
against 18.33 and 18.331%; while checks on Norway
finished at 17.6414 and cable transfers at 17.65,
against 17.5514 and 17.56. Spanish pesetas closed
at 8.29 for bankers’ sight bills and at 8.291%4 for
cable transfers, against 8.2014 and 8.21.

]

XCHANGE on the South American countries con-

tinues to be only nominally quoted as all foreign
trade transactions are under regulations of exchange
control boards. The Argentine Ministry of Finance
reports that foreign exchange bought by the Ex-
change Control during 1932 was valued at 1,338,-
325,000 paper pesos. Sales aggregated 1,339,023,000
paper pesos. The principal source of exchange was
the grain exporters who supplied approximately
814,384,000 paper pesos. Of the sales approximately
942,547,000 pesos went to importers and to cover
financial services; immigrants and private remittances
took 16,422,000 pesos; the Federal debt service
158,297,000; the provinces and minucipalities 42,-
681,000, and banks to cover overdrafts took 34,-
076,000 paper pesos. - The exchange control com-
mission, it is said, is showing less willingness to issue
permits for dollar remittances. Representatives of im-
portant United States companieshave been informed
that their companies should use their influence to
make Americans buy more of Argentina’s products,
and that when Americans purchase more in Argentina
these representatives can get dollars more easily.
Buenos Aires dispatches on Thursday stated that the
Argentine Government had made arrangements to
pay interest on its foreign loans due the United
States, England and Spain on March 1. The
amount involved is slightly more than $2,000,000.
The embassies at Washington, London, and Madrid
have received instructions to make the various pay-
ments. The payment in New York will amount to
about $1,533,000, while £143,000 will be disbursed
in London and 1,760,000 pesetas at Madrid.

Argentine paper pesos closed on Friday nominally
at 2534 for bankers’ sight bills, against 2534 on Fri-
day of last week; cable transfers at 25.80, against
25.80. Brazilian milreis are nominally quoted 7.45
for bankers’ sight bills and 7.50 for cable transfers,
against 7.45 and 7.50. Chilean exchange is nomi-
nally quoted 614, against 614. Peru is nominal at
17.50, against 17.50.

e

EXCHANGE on the Far Eastern countries pre-

sents much the same features as have predomi-
nated for several weeks past. Japanese yen are
weak. The recall to Tokio of the Japanese repre-
sentative at Geneva intensified the weakness in the
exchange. Doubts as to the economic structure of
Japan were further strengthened by the crash in
share prices and the closing of the Tokio Stock Ex-
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change on Wednesday.¥ The lower house of Parlia-
ment passed the budget for 1933 on Wednesday
which calls for expenditures exceeding 2,000,000,000
yen. It is the largest in the history of Japan. The
adoption of the budget by the Peers is regarded as
assured. The new budget shows a deficit of 895,000,-
000 yen which must be covered by a bond issue that
will probably be launched as a “patriotic” drive. A
sweeping exchange control bill has been presented to
the Diet by the Finance Ministry. The new law
while it repeals the present law preventing the export
of capital will preserve practically all its provisions.
The Finance Ministry will have power to issue regula-
tions prohibiting or limiting futures deals, shutting
down on inter-bank transactions, forcing registration
of all import and export bills with the Yokohama
Specie Bank or the Bank of Japan or forbidding un-
registered cargoes to enter or clear from Japanese
ports. In Tokio it is thought that the yen rate can
be kept close to 20 (par is 49.85). The Finance
Minister estimates Japanese holdings of foreign cur-
rency at around 700,000,000 yen. The governor of
the Bank of Japan says that important inflation is
almost certain to be avoided. The Chinese units are
firmer owing to the general advance of all the leading
exchanges. Indian rupees are firm owing to the
firmer ‘quotations of sterling to which the rupee is
anchored at the rate of one shilling and six pence per
rupee. On Thursday the Bank of India rate was re-
duced from 49, to 314%. The reduction in the rate
had no effect on rupee exchange, but was in line with
the developments in the Indian money markets which
have permitted successive decreases in the Bank rate
during the past year. On Jan. 1 1932 the Indian
bank rate stood at 8%. It was lowered to 7%, during

the month, to 6%, in February, to 5% in April, and to

49 in July, where it remained until Thursday.
Closing quotations for yen checks yesterday were

2034 against 2114 on Friday of last week. Hong

FOREIGN EXCHANGE RATES CERTIFIED BY FEDERAL RESERVE

BANKS TO TREASURY UNDER TARIFF ACT OF 1922,
FEB. 11 1933 TO FEB. 17 1933, INCLUSIVE.

Noon Buying Rate for Cable Transfers in New York,
Value in Uniled States Money.

Feb.11, | Feb.13. | Feb.14. | Feb.15. | Feb.16.

EUROPE— $ $
Austrla, sehilling. - - ..| .140040
Belglum, belga. 139134
Bulgaria, lev 2007200
Czechoslovakia, krone 029610
152753

Country and Monetary,
Unit.

Feb. 17,

3
.139940
-139680
1007200
A .029616
1152976 | 152075 | 153138

3.438058 13.432333 |3.437083
.014933
.039254
.238082
.005601

$
139940
.140119
.007200
.029619
153130

440708
.014950
.039452
.238585

Germany, relchsmark .
Greece, drachma_..-. 4
Holland, gullder. . ... -
Hungary, pengo. .

Switzerland, franc.__| .
Yugoslavia, dinar....| .|
ASIA—

China—

.013575

.292708
288058
.281718
.298958
218750
199375

200416
199583
259525
204750
397500

840625
999656
281050
837625

289583 293958 295625
285833 .289375

278750 282343
295833 .299791
216875 .219531

.197812 200000

.197916 .200833
.197083 200000
258870 259830
.212000 .206750
396875 397500

|
.832656 .833125
999843 999781
.281380 .281030
829500 830875

586044 | 585835
076350 | 076350
060875 | 060250
473333 473333 .473333
952400 | 952400 .052400

Australia, pound... - 12.733333 12.733333 |2.738333 |2.732083 |2.733750
New Zealand, pound. |2.740000 12.740416 2.745416 (2.739166 |2.740833
South Africa, pound.-lz 410833 '3.405937 13.400625 13.403750 13.407187

Hong Kong dollar- -
- Mexlcan dollar. ...
Tientsin or Pelyang

1202187

.203750
.202916
.260050
207500
397500

.830769
999750
284541
828250

585835
.076350
.060250

ba, peso
Mexlco. peso (silver).
Newfoundland, dollar|
SOUTH AMER.—
1d]
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Kong closed at 2214/@221%, against 21 13-16@
22 1-6; Shanghai at 2834/ @28 15-16, against 28@
2814; Manila at 49.70, against 49.70; Singapore at
397%, against 3934; Bombay at 26.00, against 25.95,
and Calcutta at 26.00, against 25.95.
Eute sy
HE following table indicates the amount of gold
bullion in the principal European banks as of
Feb. 16 1933, together with comparisons as of the
corresponding dates in the four previous years:

Banks of— 1933. 1932, 1931, 1930. 1929,

£
150,850,938
272.212.757
136,445,500
102,371,000
54,640,000
36,213,000

£
151,638,500
343577470
110,061,300
102,695,000
54,126,000
36.418.000
33618000
22.436,000
13563 000
9,574,000

£
141,206,663
445904456
102,332,550
96,608,000
57.287.000
37,173,000
39.640.000
25,743,000
13.357.000
9.552.000

£
121,317,587
584,272,507
42'6%2/450
89,939,000
60,854,000
71.800.000
72,440,000
61.999.000
11,435,000

£
132,047,138
652,645,855
39,213,350
90,351,000
63,095,000
85,634,000
74,628,000
88,965,000
11,440,000,

England. ..
France a__
Germany b,

Neth'lands.
Nat. Belg-
Switz'land -
Sweden ...
Denmark_. 7,399,000 8,160,000
Norway - - - 8,015,000 6,559,000 8,134,000 R,146,000 8.159.000

Total week 1,254,333,343 1,131,458 634| 976,937 669| 887 853,270| 828,508,195
Prev. week 1,252,026,276/1,125,047,061' 974 484 550' 886,478,104' 730,052,771

a These are the gold holdings of the Bank of France as reported in the new form
of statement. b Gold holdings of the Bank of Germany are exclusive of gold héid
abroad, the amount of which the present year Is £1,905,800.

The Cloud in the—Far East—Japan, the
League and the United States.

Affairs in the Far East appear to be reaching a
crisis, and under circumstances which not only bode
no good for any of the parties concerned, but which
also present a serious problem for the United States.
The widespread conviction, not without support even
in Japan itself, that Japan is in the wrong in its
operations in Manchuria has naturally fixed atten-
tion upon the controversy between Japan and the
League of Nations, and particularly upon the efforts
of the League to force Japan to withdraw from its
position and permit the Manchurian question to be
dealt with on the lines of the Lytton report. It
should not escape notice, however, that the League,
in its attitude toward Japan, has shown a lack of
wisdom and foresight which has served to stiffen
Japanese resistance.

The first mistake was made when, on Jan. 31, the
Committee of Nineteen, an official creation of the
League, under the pressure of the smaller Powers
and in the face of vigorous opposition from the
British delegation, approved the Chinese boycott of-
Japanese goods during the preceding seventeen
months on the ground that it constituted reprisals
for the Japanese military operations which began
on Sept. 18 1931. A reference to newspaper files
will show, as the New York “Herald Tribune”
pointed out on Feb. 2, that the boycott at Shanghai
“was organized at least two months before the date
cited, and that it was flourishing weeks before there
was the least suspicion in the Chinese mind that
such action as Japan took on Sept. 18 was impend-
ing.” Even the Lytton Commission, whose report
was certainly none too favorable to Japan, declined
to commit itself to any justification of the boycott.
The action of the Committee not only confirmed the
conviction widely held in Japan that the Committee,
instead of making an impartial inquiry, was seeking
grounds upon which Japan could be condemned, but
also ignored the well-known fact that all the Powers
which enjoy extra-territorial rights in China have
by treaty the right to use military and naval forces
under certain circumstances to protect their na-
tionals and their interests, and that foreign mili-
tary and naval forces are maintained in China for
that purpose. A form of reprisal which Japan had
all along insisted was one of the chief obstacles to

9 ’)‘)o ,000
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conciliation with China was thus officially en-
couraged.

The events which followed present a succession of
demands, refusals, warnings and attempts at com-
promise. On Feb. 1 the Japanese Cabinet agreed to
accept conciliation on condition that the mainten-
ance of the new State of Manchukuo should not be
questioned, and that negotiations with China should
be aided by the Committee of Nineteen but not con-
ducted by it. The proposals were rejected on the
4th as unsatisfactory, and the question was raised
in the Committee whether, if Japan’s course in Man-
churia were condemned, the sanctions against an
aggressor nation provided for in Article XVI of the
Leagne Covenant would not automatically become
operative. The head of the Japanese delegation,
Yosuke Matsuoka, at once gave warning that the
enforcement of sanctions meant “a second world
war.”  The mention of sanctions seemed for the
moment to have a sobering effect upon the Com-
mittee, perhaps because it was realized that the
economic non-intercourse with Japan which the
League members would be required to impose, by
force if necessary, would apply also to the non-
member States of Russia and the United States; and
Sir Eric Drummond, Secretary-General of the
League, was quoted as holding that the situation
was not one which invoked Article XVI.

On Feb. 6 the Committee voted unanimously to
recommend non-recognition of Manchukuo and non-
co-operation with it, to declare that the situation
in Manchuria was “incompatible” with the Nine-
Power Treaty and the anti-war pact as well as with
the Covenant, and to call for a settlement of the
controversy in accordance with the ten principles
which the Lytton Commission outlined in its re-
port. The next day the Japanese Government in-
structed its delegate to agree to accept the Lytton
report as a basis for conciliation under Article XV
of the Covenant, but the offer was not entirely clear,
and on Feb. 9 the Committee practically rejected it
by demanding a written statement from Japan as
to whether or not the restoration of Chinese au-
thority in Manchuria would be accepted, and added
a verbal demand to cease military operations in
Jehol Province. The reply to both demands, de-
livered on the 13th, was a polite but emphatic
negative. On the day before, the Japanese Vice-
Minister for Foreign Affairs for Manchukuo was
quoted by the Associated Press as declaring that “if
the League and other Powers shut the door of recog-
nition against Manchukuo, boycott Japan and then
Manchukuo, Japan may be forced at the same time
to slam the Open Door in Manchuria against them

Regardless of the world’s recognition, we
have one of the richest and most self-supporting
countries in the world, and we can feed ourselves
indefinitely without help.”

On Tuesday the Committee again found the Japa-
nese attitude unsatisfactory, and voted to call a
meeting of the League Assembly for Feb, 21 to
receive and act upon the Committee’s report. The
report, only parts of which were available late on
Friday when this issue of the “Chronicle” went to
press, reviews the controversy between Japan and
China and the findings and recommendations of the
Lytton Commission, calls for the withdrawal of
Japanese troops outside the zone of the South Man-
churia Railway, excludes “maintenance and recog-
nition of the existing regime in Manchuria” (mean-
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ing the State of Manchukuo), and pledges the mem-
bers of the League to abstain from recognizing the
regime in law or in fact, and calls for conciliation
between Japan and China with the aid of a League
committee which the United States and Russia are
to be invited to join.

The final section, as transmitted in a New York
“Times” dispatch from Geneva on Wednesday,
makes a clear bid for the support of the United
States. The members of the League, this sec-
tion declares, “mean to abstain regarding the
situation in Manchuria from any isolated action
and to continue to concert action among them-
selves as well as, if possible, with the action of
non-member States.” The obligation of the
League members who signed the Nine-Power
Treaty to have “full and frank communication”
whenever “a situation arises which in the opinion
of any one of them involves the application of a
stipulation” of the treaty “and renders desirable
discussion of such application” is then recited. and
the section concludes: “With a view to facilitat-
ing as far as possible the establishment in the Far
East of a situation conforming to the conclusions of

‘the present report, the Secretary-General is in-

structed to communicate a copy of this report to
States not members of the League who are signa-
tories of the peace pact and of the Nine-Power
Treaty, and to express to them the Assembly’s hope
that they will associate themselves with the views
expressed therein, and in case of need concert with
members of the League their action and attitnde
toward the development of events in the Far East.”

On Wednesday Mr. Matsuoka was instructed to
leave Geneva about Feb. 28 and return to Tokio.
The Assembly, which has been called to meet next
Tuesday, is expected to adjourn the following F'ri-
day. “The gap,” according to the Geneva corres-
pondent of the “Herald Tribune,” “is for the benefit
of the United States. Itishoped that this delay will
enable Washington to discuss any unacceptable
point in the text (of the report) before its final
adoption, so that the American Government can
follow Geneva’s action immediately with a parallel
declaration based on the Kellogg Pact and the Nine-
Power Treaty.” The same correspondent reported
on Monday that the Geneva diplomats, regarding
Japan’s rejection of the League’s demands as “a
foregone conclusion,” were “planning to consult the
Roosevelt Administration at Washington immedi-
ately after March 4 with a view to the most effective
sanctions against Japan short of actual war.”

In this welter of accusations, recriminations and
schemes there have come from the Earl of Lytton
some words of seriousness and common sense which
the whole world may well take to heart. Addressing
a meeting of the Japanese Students Association at
London on Tuesday the Earl said: “I do not believe
in going to war to enforce peace I think
there is only one course the League can take, and
that is to lay down clearly and definitely what, in
its opinion, are the limits within which a Chino-
Japanese settlement can be arrived at consistent
with the obligations of the Covenant of the League,

Having done that, the only thing the League
can do it to say, “We offer a chance with both hands
of using the machinery of the League to settle the
dispute. If you do not take advantage of that we
can only wait until the day comes when you will
take advantage of it” To say the League can adopt
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a bellicose pacifist system and use the big stick to
compel another member to accept its particular view,
I do not think is effective.”

The Committee of Nineteen must be naive if it
imagines that Mr. Hoover, with only a ten-day inter-
val between the meeting of the Assembly and the
inauguration of Mr. Roosevelt, will snap at the bait
which the Committee offers him. There should be
no room for doubt of Mr. Roosevelt’s instant and
emphatic rejection when the subject is laid before
him. The proposal of American co-operation with
the League in coercing Japan should be dismissed
at once as not only contrary to American policy
but as useless and mischievous. As long as the war
party in Japan, irritated by what has happened at
Geneva, continues to control the foreign policy of
the Government, as apparently it does, no League
condemnation will be likely to induce Japan to with-
draw from Manchuria or abandon the State of Man-
chukuo, and neither Great Britain nor France is
likely to do anything to jeopardize its commercial
and political interests in the Far East. It seems
clear that, in the face of an inflammatory situation
of the utmost seriousness, the peace machinery of
the League has broken down, but participation in a
policy of sanctions which amounts to nothing less
than economic war, in hope of staying the hand of
Japan, would be a step which no Administration
hand of Japan, is a step which no Administration
should take. Time, it is to be hoped, will bring
Japan to respect the world opinion which now con-
demns it, but the United States should make it clear
that it will under no circumstances be a party to a
scheme to force upon Japan a change of heart. To
join with the League in devising “the most effective
sanctions against Japan short of actual war” would
be to play directly into the hands of the Japanese
army and navy, and co-operation of that kind is
something which neither the League nor the United
States should think of giving.

The Wheel of Wealth,

Dr. John Beattie Crozier, in his famous work on
political economy, “The Wheel of Wealth,” written
a number of years ago but of immense value to the
student so long as men produce and use goods and
gervices, adopts the wheel as a symbol of the proc-
esses of production and distribution. This wheel
he would have us conceive as equipped with in-
numerable buckets on its outward rim. In the
course of its revolutions the wheel gathers up work
and services, and at a given point the buckets, con-
taining the production, are emptied or drawn off
into the stream of consumption. Dr. Crozier sees
three prime factors entering into the production of
national wealth—production, consumption and sav-
ings. Savings, of course, are plowed back into the
production processes. He emphasizes the idea that
consumption is the controlling factor. If consump-
tion declines the wheel must of necessity lose speed
on the intake or production side. Conversely, if con-
sumption increases the wheel must revolve more
rapidly. The production process can neither hasten
nor retard consumption.

The symbol of the wheel is perhaps as good a one
as any. If all the buckets are filled with goods and
only a few or none of the products are taken off by
consumers, prices must fall. If demand increases,
that is if more goods and services are taken off,
prices tend to rise and the speed of the wheel is
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accelerated. Consumption is always the controlling
factor.

No danger can arise to society from man’s in-
genuity in multiplying machines and the application
of power. It has been estimated that the extension
of power to the production of goods has increased
so rapidly that since the World War there has been
placed at our disposal productive force equivalent
to the labor of one billion men. Mr. Walter N.
Polakov, chairman of a committee recently ap-
pointed by the Society of Industrial Engineers to
evaluate the significance of the changes recently
effected in power production, tells us that owing to
the vast accomplishments of automatic machinery
a man in the petroleum industry can do 224 times
more work than was possible only a very few years
ago. In blast furnaces he cau do 900% more. The
American Federation of Labor has in recent years
lost nearly half its membership because the exten-
sion of power processes has eliminated to so great
an extent the trade or craft differentiation upon
which the labor organization was erected. Mr. Pola-
kov points out that “Trade skill and physical labor
are displaced by instrument indications, remote con-
trol, automatic adjustment, automatic loading, set-
ting, operation, control of size and quality, unload-
ing, and even self-recording and automatic ac-
counting.”

It would appear at first glance that soon there
will be little work left for men to do. But there is
no real danger in this respect. As the application
of power to mass production, which makes available
great quantities of useful goods, releases men from
one kind of production or service, new modes of
service are created. No matter how cheaply things
are produced, production is always limited or con-
trolled by consumer taste and requirements. This
force sets a natural limit to the practical investment
in capital goods for power prodnction. For in-
stance, there are few publishing organizations in
the world sufficiently wealthy to employ so vast a
printing power unit as the genius of a Henry A.
Wise Wood is capable of bringing into existence.
There is not the least likelihood that the great
New York “Times,” with the world-wide points of
contact can make useless the local paper in
Newburgh.

Too much emphasis is placed upon the production
aspect of economic wealth, The consumer is per-
gistently exhorted to buy so that production may
not lag. The fallacy that man exists for the machine
must give place to the truth that the machine exists
for man. Man is the master. It seems hard to
believe at times, but nevertheless it is true, that
culture spreads as wealth and leisure increase. It
is only reasonable to believe that as the machine
reduces the hours required to satisfy the normal
demands of consumption, culture and the humani-
ties will spread, however gradually, into wider and
wider spheres of life. Then how will consumption
be affected? Only a few years ago we heard much
of “the economic man.” Now economists are almost
ready to talk about the “soul” and the “spirit” of
man. They do not yet dare to use these terms. Man
is first of all a spiritual being. That the indi-
vidual himself and his economic leaders fail to
recognize this astoundingly simple fact is the great
tragedy. A spiritual being must and will find work
that brings spiritual satisfactions. Cultural influ-
ences greatly modify the character of kuman wants.
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As power production increases the quantity and
lowers the prices of goods needful to life, handi-
crafts have a tendency to grow in number and im-
portance. In a very few minutes any desired num-
ber of illustration printing plates can be turned out.
But there are more wood engravers and etchers than
ever before, men who spend hours or days on a tiny
surface which the etching bath will turn out in a
few minutes. The cordwainer and the whitesmith
are supposed to have left us a hundred years ago,
yet there are more and more fine workers in leather,
and silver utensils are still beaten out by hand. The
power loom has not banished the skilled weaver.
Cottons and silks are printed in great mills in yards
on yards per minute, but still individual dyeing and
printing finds custom. There is need for tapestry
of modern conception and design, and so the ancient
art of Brussels is being revived to-day. There is
more hand-wrought furniture and cabinet work than
ever before.

Carving can be imitated cheaply in quantity from
pressed pulps and clays, but the number of wood
carvers will increase. In great establishments clay
is trundled to an endless conveyor and dumped at
the other end in countless forms of cheap and useful
pottery; but the hand potter, the worker in ceramics,
disposes of his wares through the art dealers. The
glass bottle is cheap enough, but precious things
of glass are still hand wrought. No ancient craft
has been extinguished—only elevated to the status
of a fine art. The bookbinder has become an artist.
The modern printing machine is a marvel of engi-
neering skill; but there are still choice editions
printed by hand on durable hand-made paper from
types set by hand.

Men still beat brass and copper and iron into
useful, beautiful and enduring forms. But not all
are blessed with the skill for handicrafts. Even S0,
a vast majority of men can find an expression and
life interest through working intensively small hold-
ings of land. Such men have and do now accom-
plish wonders in horticulture, in market-gardening
and in the improvement of orchard products. Such
a gentle soul, a man from China, working in Florida,
performed real magic with sun and soil in improv-
ing the quality of the orange.

Mass production, with all its wonders, is only in
its beginnings. It will yet, and shortly, cover the
earth with bounty, releasing men from toil for work
—the divinest gift. There will always be a demand
for individual productions that express the mind and
heart and soul of the workman. Mass production,
while it releases labor, spreads conveniences and
comforts. This were faint praise, if that were all.
But this is the least of the engineer’s accomplish-
ment. Mass production enlarges human powers,
deepens them, broadens them, and releases spiritual
energy. There is more charity in the world to-day
than ever before. The genius of the engineer has
enabled the forces of good to focus and vitalize
charity. Man is not deadened by the machine. He
has not lost his soul in it. The rather, he will find
it through the leisure and cultural forces released by
power economy. The wheel of wealth, turning on its
axis, may be relied upon to deliver to the consumer,
who has the controlling power, goods and services in
harmony with his cultural development. Let man
but soften his heart and strengthen and beautify
his mind and the Power Age will shower upon him
gifts in keeping with his spirit.
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Nearly Ten Billions in Backlog of the Thrifty.

As savings banks are established primarily to
encourage toilers to be thrifty and to make invest-
ments of savings of depositors who are not suf-
ficiently sophisticated to discriminate between good
and bad securities, the annual report of the National
Association of Mutual Savings Banks affords a
great deal of encouragement in these dark days.
The document discloses that the decline in deposits
last year of mutual savings banks of the United
States was but little more than one-half of one per
cent., which is regarded as remarkable in a period
such as was experienced during 1932, when there
was an unprecedented amount of unemployment
on account of which charitable citizens, cities, States
and the Government were called upon to make many
big contributions to provide for worthy persons in
need.

In these mutual banks, which do not include the
savings departments of commercial banks and trust
companies, the backlog of thrifty American toilers
is still nearly 10 billion dollars, or, to be exact,
$9,970,947,424, the decrease for the year having been
$59,066,961. While the number of depositors fell
91,205 to 13,268,466, the average deposit increased
from $750.77 to $751.48, which compares with
$753.56, the highest average which was established,
July 1 1931. During 1932 the number of depositors
decreased about 6.7%.

A great many commercial banks, such as National
banks, State banks and trust companies, have sav-
ings departments, and if the total savings in the
hands of these institutions were added to the de-
posits in the mutual savings banks it would be evi-
dent that the resources of a multitude of wage
earners are sufficient to meet the exigencies of
many “rainy days.”

That the decrease in total deposits of the mutual
savings institutions was held down to so small a
percentage is due to several conditions. Commer-
cial banks have had larger deposits than they could
handle to advantage when ordinary business require-
ments were curtailed either by lack of demand for
products or a curtailment of credit. Consequently
commercial banks lowered interest rates upon de-
posits to such a level that the return mo longer
affords the customary encouragement for depositors
to maintain their usual large balances. The mutual
banks also lowered their interest rates generally,
but not to the extent adopted by the commercial
banks. This made it desirable for some depositors
to transfer their accounts to the mutual banks or
to increase their deposits if they already maintained
accounts in such institutions.

Another influence was the large number of fail-
ares among small commercial banks all over the
country. As neighborhood institutions they had
acquired a large amount of deposits in the aggre-
gate. As these banks closed, their creditors opened
new accounts with the mutual savings banks or in-
creased their credits if they already had such ac-
counts, helping to maintain the aggregate of the
mutual deposits.

Usefulness of the mutual savings banks during a
period of distress has been well demonstrated.
They operate in 18 States, but on Jan. 1 they held
41% of the savings deposits in all types of banks
in the 48 States, according to the Association’s re-
port, while a year ago the ratio was only 349,. The
mutuals made their largest gain in New York State,
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with $5,702,292 increase, New Jersey being second
with $9,971,805, and Pennsylvania third with a gain
of $6,248,506. One thing which tends to assure a
steady growth of deposits for a savings bank is
that most depositors permit accumulated interest
to be added to their accounts and thus automatically
deposits increase unless withdrawals are unusually
large for some extraordinary cause.

Aside from the help they extend to depositors,
many of whom are unsophisticated in financial
affairs, the savings banks are of general aid because
they afford an avenue whereby funds which might
otherwise be idle and either stolen or lost can be
invested in securities regarded as sound and thus
permit railroads, States, municipalities and the
Government to make expenditures which will be to
the advantage of the business situation generally
and help to make a market for new securities.

The three larger banks are the Bowery, which
leads the last with $536,798,776 of deposits; the Emi-
grant Industrial, having $408,767,740 of deposits,
both being located in Greater New York, which con-
tains 12 of the 16 having deposits of $100,000,000 or
more, and the Philadelphia Saving Fund Society of
Philadelphia, the oldest institution of the kind in
the United States, having deposits of $319,284,105.
The Boston Five Cent Savings and the Provident
Institution for Savings of Boston, together with the
Society for Savings of Cleveland, are also included
in the $100,000,000 list.

Motor Truck Fleets in the United States.

There is undoubtedly a tendency at the present
time for some of our large corporations to set up
their own highway transportation establishments
to cover a delivery radius of from 50 to 100 miles
or more. In certain instances this development does
not seriously affect railway transportation. Where,
however, the corporations concerned despatch fairly
heavy and valuable traffie in full truck loads the
gituation of necessity must be given a more serious
consideration by the railways.

The following tabulation sets forth a list of the
important corporations which at the present time
operate their own fleets of motor trucks. It should
be noted that the number of vehicles totals 115,790 :

LEADING TRUCK FLEETS IN THE UNITED STATES.
American Telephone & Telegraph Co. -

Standard Oil Co. of New Jersey
Borden Co.
Railway Express Agency
Standard Oil Co. of Indiana
National Dairy Products Co.
Mid-West Utilities Co.
Continental Baking Co.
Standard Brands, Inc. -
Standard Oil Co. of California
New York City Department of Sanitation
Gulf Refining Co. -

Ward Baking Co.

12,000
10,000
9,247
7,465
6,000
3,881
3,500
3.275
2,677
2.587
2,262
2,240
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2,103
2,098
1.973
1,882
1,856
1,642
1,446
1,487
1.478
1,328
1,177
1,167
1,037
1.020
1,015
996
981
900
860
8§19
682
551
537
513
510
479
473
440
430
415
404
397
365
347
241
236
200
185
177
165
127
117

--115,790

All of these 55 corporations are in a position to
accept freight at their own warehouses or establish-
ments, and to effect delivery at destination, in a
number of cases, in a shorter time than would be
required by railway, and with much less chance of
loss or damage in transit.

By operating their privately-owned fleets of
motor trucks these corporations are not required
to observe the stringent conditions as to packing,
necessarily insisted upon by the railway companies
for freight consigned at their risk, and consequently
these private fleets must have a particular advan-
tage to those concerns which manufacture highly
perishable or fragile products,

It is with such corporations as these, who already
have years of experience as public carriers, that the
railways should be deeply concerned. In any event,
they can be relied upon to give that spur to the rail-
ways which the history of all highly centralized or
concentrated organizations has proved to be essen-
tial to the exercise of enterprise and initiative.

Commonyealth & Southern Corp., —— o=
Standard Oil Co. of New York

Armour & Co.

N ON A 18U ) O e e e e il s ————
e e Al B A K N O e e e e~ i
Shell Petroleum Corp. (Mo.)

d M0 S (BT s, LIn e B e o 2l A R T
American Ice CO:i ool S e
Shell Oil Co. (Calif.)

Pennsylvania Dept. of Highways

The Atlantic Refining CO. — e
Union Oil Co. of California

Department of Highways, Tennessee

Nincl i R e I T s O e e
Western Dairy Products, Ine.
Standard Oil Co. of Ohio
Consolidated Gas Co. of New York
Sheffield Farms -
California Department of Public Works ____

United States Trucking Corp. ———______________
American Stores Co.

Sun Oil Co.
Southern California Edison Co.
Shell East. Pet. Prod., Inc. (New York)
United Parcel Service —_——
Pacific Gas & Electric Co. -
New York State Highway Division

Humble 0il & Refining Co. ———____ e

Consolidated Laundries Corp, - ____
R.OH. Macy & CO. ——ceeaeeee
Minnesota Highway Department
Philadelphia Electrie Co.
Pie Bakeries, Inc.
Postal Telegraph-Cable Co, —__--
Reid Ice Cream Corp.
Motor Haulage Co.
Indian Refining Co. —-~_
New York and Queens Elec. Light & Power Co
Beech Nut Packing Co. ——__
Hoffman Beverage Co.
New York Edison Co. ————--
Shell Oil Co. of Canada

Total

Gross and Net Earnings of United States Railroads for the

Calendar

In presenting our compilations of the gross and
net earnings of United States railroads for the calen-
dar year 1932, the comment must be the same as
that made when we reviewed the results for the
previous calendar year, and likewise the results for
the year preceding. For three successive years the
showing has been inexpressibly bad, and as the
losses kept piling up year after year, making a suc-
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cession of losses without a parallel in American
railroad history, the significance of the unfavorable
results necessarily increased, creating a situation
which became steadily more acute until the very
existence of the railroads, and the continuance of
their operations, appeared to be placed in jeopardy.
In dealing with the figures for the calendar year
1931, we were prompted to remark that it was a
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dismal record that confronted us, and we added that
the poor results for that period of 12 months were
invested with added significance by reason of the
fact that the year before (1930), with which com-
parison was being made, had itself been an intensely
bad period, so much so that it would go down in
history as one of the very worst (so it then appeared
to us) ever encountered by the railroads of the
United States. But since then two other years have
come in, distinguished for even poorer results, mak-
ing the record in that respect even more striking.
At the end of 1931 it looked as if a turning point
was near and a change to more favorable results
could be counted upon in 1932. But not so. The
year 1932 was destined to add still further to the
gloomy series of losses which had preceded, as ap-
pears very clearly from the comprehensive tabula-
tions which we now present for that year.

Stated in brief, gross operating revenues for 1932
show a further decline of $1,071,798.819 from the
low figures for the year 1931, or 25.34%, and net
earnings a further decline of $244,431,640, or
24.99%. This comes after a loss in the gross in
1931, compared with 1930, of $1,105,303,735, or
20.71%, and a loss in net of $395,804,589, or 28.94%,
and after a decrease in 1930, as compared with 1929,
of $1,014,198,837 in gross, or 15.98%, and a decrease
in net earnings of $432,368,693, or 24.02%. It
should not escape notice that in each of the three
calendar years during which this unexampled
shrinkage has been going on, the falling off was
each year over a billion dollars, and that for the
three years combined the falling off has reached
the huge sum of $3,191,867,333. In other words,
gross operating revenues in the calendar year 1932
were only $3,157,463,014, where three years before
they had been $6,349,330,347. In the same three
years net earnings (before the deduction of the
taxes) have dropped from $1,706,917,540 to $977,-
800,101. Roughly speaking, both gross and net earn-
ings have been cut in two in this three-year period—
the gross earnings a little more than that—and the
net earnings somewhat less than that. The net earn-
ings for 1932, as a result of the great shrinkage,
were the smallest of any year since 1920 and the
gross revenues the smallest of any year since 1914.
Verily, the lot of the rail carriers has been a try-
ing one.

Jan. 1 to Dec. 31— 1932, 1931. Ine. (+) or Dec. (—).
Miles of road (166 roads). 242,043 242,056 —13 0.01%
Gross earnings_ ... $3,157,463,014 $4,220,261,833 —$1,071,798,819 25.34%
Operating expenses......! 2,424,004,553 38,251,461,732  —827,367,179 25.45%
Ratlo of exps, tolearnings. 76.78% 76.89% —.11%

§733,368,461 $977,800,101 —$244,431,640 24.99%
The explanation for this great collapse in the rey-
enues of the rail carriers is of course very simple,
and, indeed, lies on the surface. Business depres-
sion of the severest kind, after having reduced traf-
fic and revenues in 1930 and again in 1931, reduced
them still further in 1932, as the depression became
intensified and assumed a greatly aggravated form.
The falling off in tonnage, so continuous and of such
magnitude, has extended to all classes of traffic and
to all sections of the country. In the last analysis
railroad revenues have been dwindling simply be-
cause there was so little traffic to move. This latter
in turn followed from the circumstance that in the
ever-widening of the industrial prostration, no busi-
ness was being done to create the traffic.
While trade prostration, steadily growing in in-
tensity, was unquestionably the primary cause of
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the collapse of railroad traffic and railroad rev-
enues, the carriers unfortunately had some draw-
backs of their own to contend against, which should
not be altogether overlooked. In all recent years
the railroads have been constant sufferers from the
competition of other means of transport, such as
the motor truck and the motor bus, and other similar
forms of conveyances, this competition extending
not alone to the passenger traffic, where it has been
simply working havoc with the steam roads, but also
to an increasing degree to short-haul freight, and
in some degree even to long-haul tonnage. Just how
much further this outside competition served to
diminish earnings during the last three years there
is, of course, no means of knowing. As to the effect,
however, on passenger traffic of these new means of
transit, along with business depression more acute
than ever previously experienced, it deserves to be
noted that the passenger traffic in 1932 was the
smallest of any year since 1900—that is, the small-
est in the whole period of 32 years. Passenger reyv-
enues in 1932 amounted to $377,094,345, which was
a decrease of $173,906,628, or 31.6%, compared with
1931. This was after a decrease of $178,565,065 in
1931, as compared with 1930, or 24.5%, and after a
decrease in 1930, as compared with 1929, of $144 -
400,550, or 16.5%.

As in the years immediately preceding, the paral-
ysis of trade in 1932 was greatly intensified by the
unfortunate condition of the farming classes.
Prices of agricultural products, already exceedingly
low when the stock market crash of the autumn of
1929 started trade on its downward course, have
since been descending to lower and still lower levels.
This is particularly true regarding those two great
money crops, wheat in the West and cotton in the
South. As an indication of the extent of the de-
preciation in grain prices, we may note that the
December option for wheat in Chicago on Dec. 30
1932 closed at 4334c. a bushel, while, on the other
hand, in September 1929 wheat at Chicago for the
September option was still selling at $1.36 a bushel.
In like manner, middling upland spot cotton in New
York closed Dec. 30 1932 at 6.10c., as against over
19¢. in September 1929.

Two advantages accrued to the railroads early in
1932, and much was expected therefrom to the car-
riers, but the result proved disappointing in both
cases, and whatever gains acecrued to the carriers
from these favorable events was more than swal-
lowed up by the steady intensification of business
depression, which, in its widespread and growing
embrace, pulled everything down lower and still
lower. We have in mind, in the first place, that at
the beginning of the year the carriers got the benefit
of an increase in freight rates authorized by the
Inter-State Commerce Commission. Strong hopes
of better results were built on this circumstance.
The advances were put definitely into effect on
Jan. 4. To be sure, they were very moderate in-
creases, and applied to only a limited list of articles
and commodities, but such as they were they were
a favoring influence, and it was supposed that their
presence would be reflected in some degree at least
in improved returns, whereas the opposite proved
to be the case, heavy losses in gross and net earnings
for January being recorded after severe shrinkages
in that month in each of the two years preceding.
The further shrinkage in the gross was $90,545,842,
or 24.77%, and in the net, $26,082,545, or 36.24%.
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The second favoring event we have in mind was
-the 10% reduction in wages agreed upon between
the roads ‘and their organized bodies of labor, as
represented by the different railroad brotherhoods.
This reduction in wages became effective Feb. 1.
Nevertheless, the showing for February was a poor
one, notwithstanding the double advantage of the
reduction in wages and the advance in freight rates,
limited though the latter was, and notwithstanding
also that 1932, being a leap year (February had an
extra day, though the amount and ratio of falling
off in February was somewhat smaller than in Janu-
ary, the decrease in the gross reaching $69,289,775,
or 20.61%, and in the net $8,702,988, or 13.11%. And
so the year continued, month after month, showing
heavy losses in gross and net alike, except that there
was some modification for the better during the last
four months in the case at least of the net earnings,
due to heroic efforts to cut down expenses in every
direction in view of the continued shrinkage in the
gross revenues. The falling off in the gross revenues
continued uninterrupted through all the different
months of the year, though in the last four months
in somewhat diminished ratio, but the falling off
in the net earnings was steadily reduced as the man-
agers got better control of the expense accounts, and
in the final month of the year, December, the diminu-
tion in expenses was sufficient to completely over-
come the further contraction in the gross revenues,
leaving actually a small increase in the net earnings
for that month. In the following we furnish the
comparative figures for each of the 12 months of
the year:

-l
Gross Earnings. Length of Road.

Month.
Inc. (+) or
Dec. (—). 1932.
Miles.
244,243
242,312
241,996
241,876
241,995
242,179
242,228
242,208
242,292
242,031
241,971
241,806

1932. 1931. 1931.

Miles.
242,365
240,943
241,974
241,992
242,163
242,527
242,221
242,217
242,143
242,024
242,027
241,950

S $
365,522,091 | —00,545,842
336,182,295 | —69,289,775
375,617,147 | —85,983,406
369,123,100 |—101,649,162
368,417,190 (—114,034,470
369,133,884 |—123,273,269
376,314,314 |—138,851,525
363,778,572 |—112,017,534
364,385,728 | —79,661,146
362,551,904
304,829,968
288,205,766

$
274,976,249
266,892,520
289,633,741
267,473,938
254,382,711
245,860,615
237,462,789
251,761,038
284,724,582
298,076,110
-| 253,223,409
245,751,231

November.
December. .-

Net Earnings. Inc. (+) or Dec, (—).
1931.

Month.
1932. Amount. Per Cent.

$
72,023,230
66,078,525
84,706,410
79,185,676
81,052,518
80,688,856
96,983,455 \857,
95,070,808 ,530,
92,153,547 —9,060,608
101,914,716 —3,5678,421
66,854,615 —2,888,514
53,482,600 +-4,372,095

3
45,940,685
57,375,537
67,670,702
56,263,320
47,429,240
47,008,035
46,125,932
62,540,800
83,092,939
98,336,295
63,966,101
57,854,695

S
—26,082,545

—4.32

November... :
+8.17

December

When the results for the 12 months are divided
into half-yearly periods, it is found that the losses
were heavy in gross and net alike in the two half-
yearly periods, this being true of the second half of
the year, as well as the first half, notwithstanding
the improvement in the net earnings in the last four
months of that half-yearly period owing to the dras-

tie cut in expenses just indicated.
First Siz Months——— Second Stz Months
2 1 0932

1932. 1931. . B §1031
Gross earnings $1,599,138,566 $2,183,018,659 $1,558,324,448]82,045,343,174
Operating expenses.. 1,277,687,865 1,712,578,208 1,146,406,688 1,538,883,434

£321,450,701 $471,340,361 $411,917,760 $506,459,740

Evidence of the shrinking in traffic which served
so enormously to reduce the revenues of the roads
is to be found on every side just as was the case for
all the separate months of the year. The automobile
trade was of course hardest hit of all, and here we
find that the number of motor vehicles turned out
in the calendar year 1932 was only 1,370,728 as
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against 2,389,738 in the calendar year 1931;
3,354,870 in 1930, and not less than 5,358,420 in
1929—that is, almost four million less automobiles
were manufactured in 1932 than three years before,
in 1929. Let the reader ponder well what this
means, the reduction in automobile production of
about 78% in the three-year period. The iron and
steel statistics tell a closely similar story. With
orders from the automobile manufacturers so
heavily reduced, and with general trade depression
a further adverse feature, the production of both
iron and steel naturally suffered enormous contrac-
tion. The make of iron in the United States in the
calendar year 1932, according to the figures of the
“Iron Age,” was only 8,686,443 tons against 18;-
275,165 tons in 1931; 31,399,105 tons in 1930, and
42,285,759 tons in 1929. A shrinkage of nearly four-
fifthg in the make of iron is certainly a striking
record. The production of steel ingots suffered even
a greater contraction, the output for 1932 being cal-
culated at only 13,095,727 tons, as against 25,192,715
tons in 1931; 39,286,287 tons in 1930, and 54,312,279
tons in 1929. In other words, over 41,000,000 less
tons of steel were produced in 1932 than in 1929.
Turning now to the movement of coal, which is such
an important item of freight with so many different
roads, we find that only 305,667,000 net tons of
bituminous coal were mined in the calendar year
1932, and that this compares with 382,089,000 tons
in the calendar year 1931; 467,526,000 tons in 1930,
and 534,988,593 tons in 1929—showing that almost
a quarter billion tons less of coal was mined in 1932
than in 1929. The output of Pennsylvania anthra-
cite in 1932 was only 49,350,000 tons against 59,-
646,000 tons in 1931; 69,385,000 tons in 1930, and
73,828,000 tons in 1929.

We need hardly say that building operations were
on an exceedingly small scale. Building had already
suffered a decline in 1929 and had experienced fur-
ther severe contraction in 1930 and 1931, but was
destined to see further huge contraction in 1932.
The statisties collected by the F. W. Dodge Corp.
show that the construction contracts awarded in
the 37 States east of the Rocky Mountains in the 12
months of 1932 represented a money value of only
$1,351,158,700 as compared with $3,092,849,500 in
the calendar year 1931; $4,523,114,600 in 1930;
$5,754,290,500 in 1929; $6,628,286,100 in 1928;
$6,303,055,000 in 1927; $6,380,915,000 in 1926 and
$6,006,426,000 in 1925. Our own figures for build-
ing permits covering 354 leading cities show an
aggregate of work planned in 1932 of only $417,-
478,658, against $1,220,779,503 planned in 1931;
$1,776,623,053 in 1930; $3,096,839,460 in 1929 ;
$3,500,730,450 in 1928; $3,651,036,270 in 1927
$4,121,964,853 in 1926, and $4,393,364,166 in 1925.
Lumber production was correspondingly reduced,
the cut of 599 mills for the 52 weeks of 1932 having
been only 5,444,819,000 feet against 9,275,809,000
feet in 1931; 18,932,156,000 feet for a somewhat
larger number of mills in the 52 weeks of 1930, and
approximately 18,000,000,000 feet in 1929.

The Western grain traffic in 1932 fell far below
that of 1931, which in turn followed a great shrink-
age in 1930 and in 1929. As in the previous years,
greatly diminished exports and the low prices pre-
vailing account for the severe falling off. With the
single exception of oats, the movement of which was
somewhat larger than in the previous year—=82,
115,000 bushels as compared with 79,348,000 bushels
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—all the different cereals in greater or less degree
contributed to the shrinkage, the falling off in the
case of wheat and corn having been particularly pro-
nounced. Receipts of wheat at the Western primary
markets for the 52 weeks of 1932 were only 277,-
391,000 bushels as against 452,186,000 bushels in the
corresponding 52 weeks of 1931 the receipts of corn
only 150,616,000 bushels as against 175,231,000
bushels; of barley, 34,013,000 bushels against 35,-
437,000, and of rye 8,155,000 against 10,057,000
bushels. Total receipts at the Western primary
markets for the five cereals, wheat, corn, oats, bar-
ley and rye, combined, aggregated only 552,290,000
bushels in 1932 as against 752,259,000 bushels in
1931; 883,587,000 bushels in 1930; 954,540,000
bushels in 1929, and no less than 1,121,268,000
bushels in 1928. The details of the Western grain
movement, in our usual form, for the 52 weeks of
1932 and 1931, are set out in the table we now
introduce:
Jan. 1 to Flour
ch?cng}—l' (Bbls.)
1031 22 10,3090
it

Wheat
(Bush.)

14,242,000
55,544,000

orn Oats Barley
(Bush.) (Bush.) (Bush.)

70,974,000 28,170,000 4,202,000
57,775,000 17,848,000 4,395,000

Rye
(Bush.)
1,025,000
1,928,000

57,778,000

6,306,000 12,499,000 14,323,000
75,538,000

4,435,000
8,202,000 10,045,000 13,459,000

4,352,000

40,597,000

360,000
45,311,000

1,591,000

7,614,000
6,739,000

1,907,000
2,119,000

2,256,000
3,294,000

3,098,000
1,879,000

1,796,000
855,000

545,000

2,983,000
999,000

22,163,000

13,139,000
12,099,000

1,641,000
1,406,000

7,360,000
9,526,000

144,000
142,000

2,575,000
1,226,000

185,000
307,000

8,175,000
7,215,000

730,000
739,000

21,429,000 15,765,000
35,140,000 13,786,000

80,000
80,000

749,000
716,000

220,000
29,000

316,000

1931 ... 246,000

Indianapolls and Omaha—
1032 ... 38,000 22,135,000

49,000
40,612,000

62,000
49,000

18,000

94,000
82,000

0932 ... 6,955,000
1931 ... 6,923,000
Peorta—
1932 .... 2,332,000
1931 ... 2,769,000
Kansas Clty—
1832 ...
1981522
8t. Joseph—
1932 ...
1931 ...

22,679,000
40,569,000

1,688,000
3,051,000

14,911,000 5,164,000

1,383,000
19,175,000 13,659,000

1,925,000

13,309,000

3,199,000
9,972,000

3,616,000

2,562,000 49,000
3,171,000 2,394,000
543,000 72,474,000

8,058,000
145,000 112,035,000

1,639,000
22,265,000

3,123,000
4,000 5,303,000

2,537,000
11,995,000

1,934,000
8,601,000

2,351,000

20,711,000

382,000
29,088,000

1,467,000

1,976,000
2,681,000
—_—

36,000

1931 ... 152,000

Stouz Cty—
1932 ...
1931 ...

Total All—

1932 ._._19,451,000 277,391,000 150,616,000 82,115,000 34,013,000 8,155,000
1931 -...21,336,000 452,186,000 175,231,000 79,348,000 35,437,000 10,057,000

At the Eastern seaboard, too, the grain movement
was much smaller than in the previous year, and,
with the exception of 1930, fell far below the move-
ment in other recent years, These seaboard grain
receipts include the movement to Montreal as well
as to United States ports. For the 52 weeks of 1932
the receipts at the seaboard aggregated only 206,
826,000 bushels, as against 228,049,000 bushels in
1931, but comparing with only 177,253,000 bushels
in 1930 ; 221,457,000 bushels in 1929, and no less than
420,420,000 bushels in 1928, as will be seen by the
following table:

150,000
239,000 2,021,000

641,000
2,775,000
—_—

1,401,000

180,000
71,000

GRAIN AND FLOUR RECEIPTS AT SEABOARD PORTS FOR 52 WEEKS.
Recelpts of— 1932. 1931. 1930. 1929, 1928,
Flour barrels 16,045,000 22,969,000 25,316,000 24,578,000 25,208,000

bushem.lcg.g4%,oog 185,757,000 164,010,000 160,415,000 288,148,000

3,225,000

4,959,000 17,330,000 19,263,000
13,145,000

23142000 11968000 %2.'57»‘133.%8 55070000
2,780,000 928,000 3,429,000 18,561,000
M m 177,253,000 221,457,000 420,420,000

The livestock movement over Western roads, like
the Western grain movement, was on a greatly
diminished scale as compared with 1931, and fol-
lowed a falling off in all other recent years, At
Chicago the receipts for the year comprised only
149,714 carloads as against 196,443 carloads in 1931;
204,828 carloads in 1930; 221,328 carloads in 1929;

233,166 carloads in 1928, and 245,013 carloads in

- 8,511,000
11,575,000

Total grain
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1927, At Kansas City the receipts in 1932 were only
61,390 cars against 72,825 cars in 1931; 87,537 cars
in 1930; 97,673 cars in 1929 ; 102,152 cars in 1928,
and 106,302 cars in 1927, while at Omaha the re-
ceipts were only 51,140 cars against 74,405 cars in
1931 ; 81,351 cars in 1930 ; 81,253 cars in 1929 ; 86,494
cars in 1928, and 89,163 cars in 1927,

Coming now to the cotton movement in the South,
this was much larger than in the previous year so
far as the receipts at the Southern outports are
concerned, but fell far below that of 1931 in the
case of the shipments of the staple overland. Gross
shipments overland reached only 407,310 bales in
1932 against 758,838 bales in 1931; 721,304 bales
in 1930; 913,635 bales in 1929 ; 914,507 bales in 1928,
and no less than 1,137,001 bales in 1927. At the
Southern outports the receipts of cotton aggregated
9,342,444 bales during 1932 as against only 7,806,305
bales in 1931; 8,340,401 bales in 1930; 8,662,715
bales in 1929; 9,021,645 bales in 1928, but comparing
with 9,750,543 bales in 1927, as is shown by the sub-
joined table:

RECEIPTS OF COTTON AT SOUTHERN PORTS FROM JAN. 1 TOIDEC. 31
1927 TO 1932, INCLUSIVE.

Full Year,
1929. 1928, |H 1927,

2,244,719(1,751,168(1,422,990|2,045,403 2,887,759(2,443,591
2,990,525/2,059,521(2,051,411 2,924,486(3,144,754
327,801| 421,960 260,459 145,991
36,652 18,847 19,225
2,403,914/1,316,026 (1,453,403 211,565,743(1,901,407
473,688| 466,280 494,257 269,313| 316,538
140,916| 85,371| 55,208 7,408 1,978 6,004
214,423| 400,597| 684,232| 497,001 471,066 884,448
48,614/ 11,588 48,900

174,133| 144,106 345,372
161,637 63,715 38,404
59,374 54,408| 60,688

52,302( 91,269 170,111
13,746 21,449 425

9,342,444/7,806,305'8,340,401 8,662,715/9,021,645'9,750,543

Ports.

1932. 1931, 1930.

Galveston

Corpus Christi
Beaumont

Brunswick .
Newport News
Charleston .. ...
Lake Charles.

432.(2)86
Wilmington

7,605 00
163,103

100,540
9,217
154,895

Loading of revenue freight on the railroads of the
United States furnishes a sort of composite picture
of the general traffic and revenues of the roads. As
was the case in previous years, this tells the story
of growing trade depression, with resulting contraec-
tion in traffic, more emphatically perhaps than any-
thing else. Thesge statistics, as collected by the Car
Service Division of the American Railway Associa-
tion, show that 28,194,828 cars were loaded with
revenue freight during the 52 weeks of 1932 as com-
pared with 37,151,249 cars in the 52 weeks of 1931;
45,877,974 cars in 19303 52,827,925 cars in 1929, and
51,589,887 cars in 1928. Tt was observed that for the
three years from 1929 to 1932 the number of cars
loaded was reduced by 24,000,000 and the shrinkage
extended to all the different classifications, as will
be seen by the following:

LOADING OF REVENUE FREIGHT ON THE RAILROADS OFiTHE
UNITED STATES FOR 52 WEEKS.
(Number of Cars)
1932, 1931,
1,653,076 2,024,394
949,001 1,162,060
5,339,303 6,493,200
223,772 324,743
800,542 1,471,398
210,759 874,673

9,079,066 10,048,873
9,840,219 13,851,908 17,681,033 20,547,169 19,851,223

28,194,828 37,151,249 45,877,974 52,827,925 51,589,887

Tt should perhaps be added that aggregate freight
traffic handled in 1932 by the railroads of this coun-
try measured in net ton miles (the number of tons
of freight multiplied by the distance carried) totaled
259,004,372,000 net ton miles, according to complete
reports for the year just received by the Bureau of
Railway Economics and made public on Feb. 17.
This was a reduction of 81,144,250,000 net ton miles,
or 23.9%, under that for 1931. This last, in turn,

1930.
2,265,400
1,285,153
7,927,035

487,841
2,369,319
1,661,659

12,200,534

1929,
2,396,195
1,419,191
9,095,271

634,427
3,248,408
2,281,566

13,205, -

1928.
2,512,937
1,520,915
8,768,487

533,718
8,827,270
1.909.766

L Ld
13,165,573

Grain & grain prods_
Live stock
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was a reduction of 81,984,069 net ton miles, or
19.4%, under that for 1930, and a reduction of 152,-
165,341,000 net ton miles, or 30.9%, under that
for 1929.

In the case of the separate roads it naturally fol-
lows that with the huge further shrinkage in gross
and net revenues alike, the list of losses in 1932 is
again a long one, and the remark applies in the case
of the net earnings as well as the gross earnings,
the improvement in the comparison of the net dur-
ing the last four months of the year having modified
the results for the full calendar year only slightly
for the better. Those two great railroad systems,
the Pennsylvania RR. and the New York Central,
again stand at the head of the list for extent of
losses sustained, as far at least as the gross earn-
ings are concerned, though not as to the net, both
systems having heavily reduced their expenses so
as to offset in great part the further shrinkage dur-
ing 1932 in gross revenues. The Pennsylvania RR.
reports $116,696,821 decrease in gross, but only
$5,842,493 decrease in the net; this follows $126,-
356,676 decrease in gross and $48,834,784 decrease
in net in 1931, and $118,691,776 decrease in gross,
and $48,654,238 decrease in net in 1930. The New
York Central, including the Pittsburgh & Lake Erie
and the Indiana Harbor Belt, shows $95,784,023 de-
crease in gross, but only $9,698,318 in net; this is
on top of $107,874,857 decrease in gross and $31,-
203,865 decrease in net in 1931 and $119,995,561 de-
crease in gross and $47,986,459 decrease in net in
1930. Cumulative losses of very large amount also
appear in the case of most other roads and systems,
though reductions in expenses have served to hold
down the losses in net in many instances. In the
following we undertake to show all changes for the
separate roads and systems for amounts in excess
of $1,000,000, whether increases or decreases, and
in both gross and net. It will be seen that there
are only two instances of roads with increases in
the net earnings running in excess of $1,000,000,
namely, the Illinois Central and the Reading Co.,
and in both cases the improvement follows as a
result of the drastic cutting down of expenses.

PRINCIPAL CHANGES IN GROSS EARNINGS FOR 12 MONTHS
ENDED DEC. 31 1932.

Decrease. - Decrease.

$5,528,840
5,395,939

5,314,573

4,948 387

w York Central a88,554,043 | St uis Southwestern.. .
gfuthern Pacific (2 rds). 54,202,196 | Pittsburgh & Lake Erie.
"Atch Top & S Fe (3 rds)- 48,047,722 | Chicago Great Western. .

Baltimore & Ohio 46,870,605 | Bessemer & Lake Erie. .. 4,925,431
Union Pacific (4 rds)---- Col & Southern (2 roads) 4,656,146
<Chie Burl & Quincy 31,675,330 Alton 4,590,758
Chic & North Western__ 29,7 Jine New Orl Tex & Pac. 4,262,197
Chic R I & Pac (2roads) - : Nash Chatt & St Louis_. 3,785,138
Chic Milw & St P & Pac_ 2 Chic St P Minn & Omaha 3,755,143
N Y N H & Hartford- .-~ 25,3¢ Los Angeles & Salt Lake. 3,662,142
Missouri Pacific p Maine Central 3,635,879
funen it Cly Sty

i 7 ic Ind & uisville

Louisville & Nashville- - - 787 | Wheeling & Lake Krio
Chicago & Eastern Ill. ..
Union RR of Penna
5| New OrlsTex&Mex (3 rds)
Western Maryland
Florida East Coast- . ...
Rich Fred & Potomac. ..
Virginian :
Minn & St Louis
Mobile & Ohio
Western Pacific
Term RR Assn of St L.
3 { Alabama Great Southern
Indiana Harbor Belt. .-~
3 | Norfolk Southern
3 | Louisiana & Arkansas_ ..
1llinois Terminal
Det Toledo & Ironton. .
8 | Clinchfield
Belt Ry of Chicago

0 | Central Vermont
34 | Spokane Portl & Seattle-
Georgia
Chicago River & Indiana
New Orl & North East. -
Duluth So Shore & Atl. -
Monongahela

Pennsylvania

Great Northern

Illinois Central. __ -
Chesapeake & Ohio
Reading Co

Norfolk & Western.
Atlantic Coast Line

Erie RR (3 roads) .-
Northern Pacific

8t L San Fran (3 roads) - -
Boston & Maine

Del Lack & Western. . .
Seaboard Air Line

Inter Great Northern
Delaware & Hudson. - -~
New York Chic & St L.
Missouri-Kansas-Texas -
Minn St Paul& SS M. _.
‘Yazoo & Miss Valle%.-_ =
Pen & Rio Grande W__.
Pere Marquette

Grand Trunk Western. .
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PRINCIPAL CHANGES IN

Feb. 18 1933

NET EARNINGS FOR 12

ENDED DEC. 31 1932.

Illinois Central
Reading Co

Total (2 roads)
Sou Pac (2 roads)

Chic Burl & Quincy. ...
Great Northern. __ _
Chic R 1 & Pac (2rds)...
Chic Milw St P & Pac.__
N YN H & Hartford . __ -
Union Pacific (4 roads) .-
New York Central
Missouri Pacific

St Louis San Fran (3 rds)
Baltimore & Ohio
Atlantic Coast Line
Pennsylvania. -
Southern Ry. . . -
Chic & North Western. .
Duluth Missabe & Nor._
Northern Pacific
Norfolk & Western
Delaware & Hudson. . - _

$2,856,275

$19,449,694
Atch Top & S Fe (3 rds) - 17,153

el
10

Increase.
$1,442,699
1,413,576

St Louis Southwestern.. .
Del Lack & Western.....
Bessemer & Lake Erie. . .
Texas Pacific

Internat Gt Northern..__
Chicago Great Western. .
,153,119| Long Island -
12,726,965 | Louisville & Nashville
1,907,927 | Chesapeake & Ohio

,104,092| Minn & St Paul & SS M.
9,331,612 Denv & Rio Grande W..

9,229,326 | Erie (3 roads)

9,108,517 | Lehigh Valley
a®,713,920 | Central of Georgia
8,527,241 | Central RR of N J

479,726 | Missouri-Kansas-Texas -
6,421,016 | Kansas City Southern. . .

7| Colo & Southern (2 rds) -
Florida East Coast . -
Elgin Joliet & Eastern
0 | Virginian

7|N Y Chic & St Louis____
13 | Louisiana & Arkansas._.__
Union RR of Penna.. ..
Pittsburgh & Lake Erie. -

Decrease.

MONTHS

Decrease.

2:32

2.203,

21263324
11

020,682
,010,094

Boston & Maine 3,415,

3:300.378!  Total (50 roads). .. §26,504,014
Loasord HnenOlayeiang Ciclnnatt Chicage & St Lows. Michisan Contral,
o e Blttabuseh & Talio Trio and the Tasiana Hasrbor Balt the resels
is a decrease of 39,698,318,

When the roads are arranged in groups or geo-
graphical divisions according to their location, it
is found that all the different districts—the East-
ern, the Southern and the Western—as well as all
the different regions in each of the districts, show
increases in gross and net earnings alike, the fur-
ther losses in the net having occurred notwithstand-
ing the severe reduction in the expense accounts of
so many different roads. Our summary by groups
is as below. As previously explained, we group the
roads to conform entirely with the clossification of
the Inter-State Commerce Commission. The boun-
daries of the different groups and regions are indi-
cated in the footnote to the table:

SUMMARY BY GROUPS.

District and Region.
Jan. 1 to Déc. 31—
Eastern District—
New England region (10 roads) .
Great Lakes reglon (29 roads)-- 818,950,765
Central Eastern region (26 roads) 881,048,660

Total (65 roads) - - ccccuannv 1,437,998,252 1,808,888,744

Southern District—
Southern region (30 roads)
Pocahontas region (4 roads) .-

Total (34 roads)

Western District—
Northwestern region (17 roads) . 349,227,575
Central Westernregion(21roads) 543,118,821
Southwestern region (29 roads). 267,235,709

Gross Earnings
9! Inc. (++) or Dec. (—).
$ %
—45,213,458 22.84
—182,214,308 22.25
—233,462,726 26.47

460,800,402 22.27

1932.
S

152,775,852
636,736,457
648,485,043

197,989,310

379,255,568
180,626,999

559,882,567

517,349,968
223,659,590

741,009,558

—138,004,400 26.69
—43,032,591 19.24

—181,126,991 24.44

479,681,065
739,861,654

—180,453,490 27.20
—196,742,833 26.59
360,820,812 —102,585,013 27.74

Total (67 roads) 1,159,582,195 1,580,363,631 —429,781,336 27.04
Total all districts (166 roads)-.3,157,463,014 4,229,261,833 —1,071,708,810 25.34

District and Region.

Jan. 1to Dec,31——Mileage—
Eastern District— 1932.  1931.
New England region 7,287 7,306 41,322,670 54,158,610
Great Lakes reglon. 27,358 27,263 134,359,288 160,241,252
Central East, region 25,472 25,407 168,455,438 193,374,530

60,117 60,066 344,137,206 407,774,392
Southern District—

Southern region.. .. 39,065
Pocahontasregion.. 6,131

Net Ear
1932, 1031,
$ $

1

Ine. (-g) or Dec. (—)
0

—12,836,040 23.70

—25,881,964 16.15

~—24,919,092 12.89

—63,637,096 15.60

40,033
6,087

46,120

66,298,205 91,688,376
75,215,396 83,823,546

141,513,601 175,511,922

—25,390,081 27.69
—8,608,150 10.27

—33,908,231 19,37

46,096

Western District—
Northwestern region 48,817
Cent. West. reglon. 53,871
Southwestern region 33,142

48,801 50,495,572 905,409,005
53,716 137,505,848 202,601,046 —65,185,198 32,16
33,263 59,716,054 96,412,836 —36,606,782 38.06

135,830 135,870 247,717,474 394,513,787 —146,796,313 37.21
Total all districts-.242,043 242,056 733,368,461 977,800,101 —244,431,640 24.99

Note.—We have changed our grouping of the roads to conform to the classifi-
cation of the Inter-State Commerce Commission, and the following Indicates the
confines of the different groups and regions:

EASTERN DISTRICT,

New England Region.—This region comprises tha New England States.

Great Lakes Region.—This region comprises the section on the Canadian boundary
between New England and the westerly shore of Lake Michigan to Chicago, and
north of a line from Chicago via Pittsburgh to New York.

Central Eastern Region.—This region comprises the section south of the Great
Lakes Reglon, east of a line from Chicago through Peoria to St. Louls and the
Mississippi River to the mouth of the Ohio River, and north of the Ohlo River to
Parkersburg, W. Va., and a line thence to the southwestern corner of Maryland
and by the Potomac River to its mouth.

SOUTHERN DISTRICT.
Region.—This region comprises the section north of the southern

—44,014,333 47.08

Pocahont:
I

Elgin Joliet & Eastern__.

Total (96 reads).-.$1,041,342,060

Th figures cover the operations of the New York Central and the
leazed I‘iﬁzs—gC]evelnnd Cincinnati Chicago & St. Louis, Michigan Central,
Oincinnati Northern, and Evansville Indianapolis & Terre Haute. Includ-
ing Pittsburgh & Lake Erie and the Indiana Harbor Belt, the result is a
decrease of $95,784,023.

gitized for FRASER
tp://fraser.stlouisfed.org/

boundary of Virginia, east of Kentucky and the Ohio River north to Parkersburg,
W. Va., and south of a line from Parkersburg to the southwestern corner of Maryland
and thence by the Potomac River to Its mouth.

Southern Region.—This reglon comprises the section east of the Mississippl River
and south of the Ohio River to & point near Kenova, W. Va., and a line thence
Iollci]wllxgﬂtheleastem boundary of Kentucky and the southern boundary of Virginia
to the antic.
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WESTERN DISTRICT.
Northwestern Region.—This region comprises the section adjoining Canada lying
west of the Great Lakes Region, north of a line from Chicago to Omaha and thence
to Portland and by the Columbia River to the Pacific.

Central Western Region.—This region comprises the section south of the North-
western Region, west of a line from Chicago to Peoria and thence to St. Louis, and
north of a line from St. Louis to Kansas City and thence to El Paso and by the
Mexican boundary to the Pacific.

Southwestern Region.—This region comprises the section lying between the Mis-
sissippi River south of St. Louis and a line from St. Louis to Kansas City and thence
to El Paso and by the Rio Grande to the Gulf of Mexico.

We now add our detailed statement for the last
two calendar years classified by districts and
regions, the same as in the table above, and giving
the figures fo reach road separately:
EARNINGS OF UNITED STATES RAILROADS FROM JAN
Eastern District.

© 1931, 1932. 1b\§§.

S
1,985,289 1,985,570
12,144,086 15,559,377

Gt
New England 1932.
Region— s
Bangor & Aroostook 5,911,877
Boston & Maine____ 45,087,754
Can Nat System—
C N Lines in N E

Inc. or Dec.
S

—281
—3,415,291

S
6,885,200
57,784,978

. 1TO DEC. 31,
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Southern
Region.

Atl Coast Line System—
Atl & West Point. 1,263,274
Atl Birm & Coast' 2,408,776
Atl Coast Lire... 37,268,564
Charles & W Caro 1,633,908
Clinchfield 4,059,463
Georgia. .. _...... 2,861,178
Louisv & Nash. .. 63,920,024
Nash Chatt & St L. 11,355,116
West Ry of Ala_. 1,233,228

Columbus & Greenv 748,700

Florida East Coast. 6,720,794

Georgia & Florida.- - 818,829

Gulf Mobile & No.. 3,151,651
New Orl & Gt No. 1,653,205

Illinois Central System—
Central of Georgia 11,547,648
Gulf & Ship Island 1,034,915
Illinois Central.. 77,745,558

1932.
$

72

Mississippi Central. 609,782
Norfolk Southern.. 4,188,799
Seaboard Alr Line_. 30,740,335
Southern Ry System—

Ala Great South__ 4,090,649

Cine N O & Tex P 10,125,102

Ga South & Fla.. 1,876,618

Mobile & Ohijo... 7,851,329

1931.
s

3

1,816,475
3,327,528
54,088,005
2,453,007
5,410,192
4,036,420
87,019,791
15,140,254
1,837,921
1,106,817

4,094,743
2,317,485

17,076,488
1,627,830
5

8

995,829
6,017,064
42,303,665

6,087,004
14,388,299
2,819,200
10,044,745

1085

1932.
$

—79,069
—596,768

12,305,532
1,203,221

1,125,132
42

19,958,720
2,842,462
19,464
369,789
3,353,481

307,237
2,275,019
302,379

Central Vermont._

1,166,816
5,234,570

1,415,927

6,530,030

—243,448
527,563

Grand Trunk West—See Greal Lakes region

Dul Winn & Pac—See Northwestern region

Can Pac System—
C P Lines in Me. .
C P Lines in Vt_.

1,681,647
1,036,462

2,036,794
1,347,015

Dul So Sh & Atl—See Northwestern region
Minn St P & S 8 M—See Northwestern region
Spokane Internat—See Northwestern region

Maine Central

1
11,254,771 14,890,650

New Haven System—
N Y N H & Hartf 74,973,252 100,331,093 21,988,045
N Y Ont & West—See Great Lakes region

N Y Connecting._.
Rutland

2,558,597
3,870,106

2,225,811

4,541,812

—15,805
—130,564

2,580,993

1,979,805
506,606

—418,823
791,869

—112,585
—08,593

3,336,899
31,217,371

1,431,898
465,627

+175,375
—264,306

-+96,780
—31,971

—1755,906
—9,229,326

-+547,907
-+40,979

Total (10 roads)..152,775,852 197,989,310 41,322,570

54,158,610

-12,836,040

Gro.

Net

Great Lakes
Region—
Can Nat System—

1032,
s

1931.
$

1932.
$

Can Nat Lines in N E—See New England region
Central Vermont—See New England region
Dul Winn & Pac—See Northwestern region

Grand Trunk West
Cambria & Indlana.

Delaware & Hudson 23,225,154
Del Lack & Western 46,447,856

Detroit & Mackinae
Detroit Terminal...
Det & Tol Sh Line
Erie System—
Chicago & Erie. .
Erle
New Jersey & N Y
N Y Susq & West

Lehigh & Hud River
Lehigh & New Eng_
Lehigh Valley.
Monongahela .
Montour

13,912,792
1,126,186

19,778,020
1,231,629
30,672,041
58,674,838
1,000,891
857,443
2,905,031

10,926,396
79,227,205
1,312,213

759,895
601,579
2,303,580

8,904,312
64,841,762

638,648
1,998,941
4,107,459

50,024,627
4,634,511
2,124,657

New Haven System—
N Y N H & Hartford—See New England region

N Y Ont & West._
N Y Central Lines—
Ind Harbor Belt.
N Y Central.
Pittsb & L Er

N'Y Chi & St Lous. 29,158,468

Newburgh & So Sh.
Pere Marquette_ __ .
Pittsb & Shawmut._ .
Pittsh & W Va
Pittsb Shaw & No..
Toledo Terminal...
Wabash System—

37,785,633

10,571,876 11,342,979
9,214,027
382,190,183
17,836,549
36,551,358
940,908
27,344,681
038,561
2,905,143
1,273,789
982,027

7,
93,
12,521,976

601,756
21,461,277
814,463
2,239,821
935,591
755,762
3,116,589 3,980,505
49,163,326

185,226
346,934
970,045
9,392,277
153,107
83,255
1,061,381

3,087,772
14,810,489
33

79,072
453,802
704,202

7,052,957
2,152,569
© 518,264

3,049,689

2,774,826
66,410,582
1,307,680
7,051,741
—58,768
3,271,381
153,651
499,872
31,939
127,897

446,196
7,100,732

1931.
$

1,124,607
206,101
4,961,308
12,534,172
266,025
130,834
1,263,078

4,043,164
15,795,937
153,298
1,145,597
120,445
571,465
894,096
9,045,205
2,376,696
733,704

3,092,465
2,749,130

656,738
259,609
183,366

560,490
7,139,071

Inc. or Dec.
$

—939,381
-+50,833
—3,991,263
—3,141,895
—112,918
—47,579
—201,697

—955,392

—1,992,248
—224,127
—215,440

—42,776

+25,696
—8,713,920
—1,010,094
—1,181,831

—156.866
—227,670
—55,469

—114,294
—38,330

Total (30 roads) - .6

36,736,457 818,950,765

134,359,288

160,241,252

—-25,881,064

Central Eastern ~—————Gros.

Region.

Akron Canton & Y.
Alton & Southern. .

1932, 1931

$
1,915,686
1,068,641

$
1,564,496
903,912

Balt & Ohio System—
Alton—=See Central Western Region.

Baltimore & Ohiol

B & O-Chi Term.

Staten Isl Rap Tr
Belt Ry of Chic....
Bessemer & L Erfe_ .
Bklyn E D Term.
Chi & East Illinols
Chie Il Midland. .-
Chie Ind & Louisv'le
Conemaugh&Bl Lk.
Det Tol & Ironton. .
Elgin Jollet & East.
Illinols Terminal. . .

25,882,824 172,753,429
3,223,214 3,408,070
1,804,880 2,160,991
3,927,472 5,244,415
3,748,396 8,673,827

851,199 1,184,565

12,189,973 15,135,961
2,058,661 2,735,828
7,916,338 11,054,802

311,223 711,870
4,130,256 5,754,167
7,764,080 13,342,163
4,651,048 6,317,326

Net

1932.

s
484,275
310,335

34,227,888
420,875

1931.

$
570,283
339,945

40,648,904
384,282
522,681

1,652,040
2,079,844
479,656
1,431,308
641,205
2,256,743
—32,081
1,723,162
2,019,091
2,075,390

Inc. or Dec.
—=86,008
—29,610

—6,421,016
+36,593

—473.317
—2,955.871

—890,645

N O & Northeast. 1,960,873
New Orl Term__. 1,480,150
North Alabama 486,613
Southern Ry ____ 72,986,542 97,715,111
Tennessee Central.. 1,873,225 2,603,511

3,049,995
1,765,900 5
681,754 140,157
12,121,502
418,063

Inc. or Dec.

—187,522
—30,795
—5,901,847
—281,942
—480,690
—292,521
—2,329,651
—356,168
—165,164
—199,876
—1,499,437
—166,783
—366,101
—311,881

3,094,807 —1,969,675
—19,560 +61,862
18,516,021 +1,442,699
3,474,519 —632,057
p 3 —209,534
—689,852
9 —3,300,278

—404,077

—562,454

—93,069

—245,389

—251,738

—35,870

165, —25,241
17,931,152 —5,809,650
503,443 —85,380

5 173
10,899,534
610,317
1,879,683

127,520
2,519,180
23,133
730,343
805,154

Total (30 roads) -.379,255,568 517,349,968 66,298,205

91,688,376 —25390,081

Total Southern Dis-
trict (34 roads) .. .559,882,567 741,009,558

141,513,691

175,511,922 —33998,231

Western District.

~(G7088
Northwestern 1932. 1931. 1932.
Region— $ s s

Canadian National System—

Can Nat Lines in N E—See New England region

Central Vermont—See New England region

Dul Winn & Pac. 841,099 1,105,739 —221,243

Grand Trunk Western—See Great Lakes region
Canadian Pacific System—

Can Pac Lines in Me—See New England region

Can Pac Lines in Vt—See New England region

Dul So Sh & Atl_. 1,634,036 2,701,575 —202,169

MBStP&SSM.__ 22,079,116 28,439,228 2,165,857

Spokane Internat 526,798 761,972  —51,567
Chic & North West. 72,491,521 102,270,339 11,887,101

ChiSt PM & O_. 14,831,762 18,586,905
Chi Great Western_ 15,159,400 20,107,787
Chi Mil St P & Pac. 84,900,833 111,423,772
Chi River & Ind__. 4,314,996 5,431,184
Dul Missabe & Nor. 2,374,934 11,062,177
Great Northern.___ 55,549,246 77,087,455
Green Bay & West. 1,166,241 1,416,362
Lake Sup & Ishpem 444,625 1,229,306
Minneap & St Louis 7,854,700 10,294,963
Northern Pacific._. 47,084,176 62,312,087
Spokane Port & S_. 4,867,498 6,127.728
Union Pacific System—

Los Ang & Salt Lake—See Central Western region

Oregon 8hort Line—8ee Central Western regjon

Ore-Wash RR & N 13,106,594 19,322,486 1,626,585

St Joseph & Gr Isl—See Central Western region

Union Pacific—See Central Western region

2,242,740
—2,409,384

22,154,326

Inc. or Dec.
$

—307,801 486,558

176,848 —379,017
4,429,181 —2,263,324
97,870 —149,437
17,107,391 —35,220,290
2,201,811 —409,914
5,924,322 —2,380,172
—9,331,612
—325,492
—4,742,987

2,568,232
2,333,603

21,801,501 -11,907,927

251,355 —52,533
234,359 —402,499
997,153 —586,491
10,229,240 —4,578,243
2,021,736 —708,760

3,188,778 —1,562,193

Total (17 roads)..349,227,575 479,681,065 50,495,572

95,409,905

—44,014,333

Net

{7
Central Western 1932. 1931. 1932.
Region— $ $ S
Atchison System—
Atch Top & S Fe_109,893,450 150,073,624
Gulf Colo & S Fe—See Southwestern region
Panhandle & S Fe 8,564,940 12,107,113
Baltimore & Ohio System—
Alton 14,090,370 18,681,128
Balt & Ohio—See Central Eastern region
Balt & Ohio Chic Term—See Central Eastern region
Staten Island Rap Trans—See Central Eastern region
Burlington Route—
Chi Burl & Quincy 79,543,629 111,218,959 21,026,025
Colo & Southern. 5,451,108 8,039,603 802,666
Ft Worth & D C. 6,003,759 8,071,410 2,332,456
Den & Rio Gr West 17,560,621 23,484,818 4,850,114
Denver & Salt Lake 1,915,460 2,302,835 935,770
Nevada Northern. . 34,358 491,576 ,322
863,640 1,067,870 128,319
1,279,200

Peoria & Pekin Un.
Rock Island System—
Chi R I & Gulf_. 3,996,248 6,019,275
Chic R I & Pac.. 66,783,779 93,050,288 13,159,404
San Diego & Arizona 360,179 737,336 —428,603
Southern Pacific System—
Northwestern Pac 3,176,592 4,153,264 119,389
Southern Pacific.107,162,148 146,117,981 24,516,692
Texas & New Orleans—See Southwestern region
Toledo Peoria & W. 1,497,341 1,612,072 272,486
Union Pacific System—
18,845,202 4,867,991
6,703,866

Los Ang & Salt L. 15,183,060
Oregon Fhort Line 20,381,597 27,147,619

25,965,321
1,900,918
3,502,410

40,774,376

Missouri Pac System—=See Southwestern Region.
Missouri Illinols. - 875,561 1,323,038
Monongahela €onn. 467,293 080,620 —159,439
Pennsylvania System—
Long Island 28,220,076 36,036,402 9,722,691
Pennsylvania. .. .331,303,458 448,000,270 89,381,855

Reading System—
Atlantic Oity - - 1,970,952 2,711,189 —31,350 —48,744
Central of N J_.. 30,357,469 30,441,832 8,174,777 9,090,406
Reading Co.... . 51,806,374 70,614,080 13,002,205 11,588,629
Union RR of Penna. 1,948,051 4,860,713 —1,091,221 —70,539
Western Maryland. 12,081,684 14,811,053 4,560,319 5,163,152 —602,833
2,067,968 2,361,647 -—293,679

Wheeling & L Erle.. 8,536,235 11,617,713
Total (25 roads) - -648,485,043 881,048 669 168,455,438 193,374,530 -24,019,092

159,375 330,607

—35,492

12,077,973
95,224,348

—171,322
—123,947

—2,355,282
—5,842,493

+17,304
—1,815,629
+1,413,576
—1,020,682

Total Eastern Dis- )
trict (65 roads). 1437998252 1808888 744 344,137,206 407,774,392

Southern District.

-63,637,006

Net
1932. 1931.
$ $
42,760,744 45,054,308
25,030,078 29,259,034

1,374,620 2,238,050 —863,430
6,049,954 7,271,254 —1,221,300

75,215,396 83,823,546 —8,608,150

Ine. or Dec.

—2,293,564
—4,229,856

Pocahontas 1932. 1931.
Region. $ S
Chesapeake & Ohlo- 98,725,860 119,552,171
Norfolk & Western. 62,775,611 79,854,748
Richmond Fred & P 6,306,659 8,915,245
Virginian 12,818,969 15,337,426

Total (4 roads) .- -180,626,999 223,659,590
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Ore-Wash RR & Nav—=S8ee Northwestern region

St Joseph & Gr Isl 2,290,387

3,105,001

760,049

Union Pacific._.. 66,141,146 89,253,104 22,630,838

Utah_____________ 1,156,287
Western Pacific._.. 10,768,713

1,366,059
12,914,527

435,424
1,736,791

1931.
s

Inc. or Dec.
$
-14,809,055
—1,651,673

—68,852

3,552,591
3,571,262

33,752,990 —12,726,965

1,773,044 —970,378
2,088,641 —656,185
7,061,378 —2,211,264
999,466 —63,696
95,074 —86,752
89,170 +39,149

2,440,106 —1,160,906

22,102,590 —8,943,186

34,566 —463,169

195,083 —75,604
38,683,891 -14,167,199

283,640 —11,154

4,686,180 4-181,802
7,744,499 —1,040,633

809,027 —13%,978

28,997,551 —6,366,713

491,189
1,474,723

—>55,765
+262,068

Total (22 roads). 543,118,821 7.9,861,654 137,505,548

202,691,0 6 -65,185,198

Gross

Southwestern 1932.
Region— 3
Atchison System—

1931.
$

Atch Top & 8 Fe—See Central Western r

Gulf Colo & S Fe. 14,675,148

egion
19,000,523

1932,
$

3,348,977

Panhandle & 8 Fe—See Central W estern region

Burl & Rock Island
Ft Smith & Western
Frisco Lines—
Ft W & Rio Gr._
St L & San Fran.
St L & S F of Tex
Galveston Wharf___
Kansas City South._
Texarkana & Ft 8
Kansas Okla & Gulf
Louisiana & Ark...
La Ark & Texas_. ..
Midland Valley. ...
Mo & North Ark___
Mo-Kansas-Texas. _

1,023,736
685,187

472,303
40,712,215
1,046,184
1,618,564
8,750,139
1,125,298
1,793,185

1,489,266
813,190

670,502
54,426,916
1,429,137
1,956,819
12,273,337
1,800,073
2,588,271
5,852,321
717,441
2,124,508
1,185,951
34,172,963

114,082
20,980

—271,254
8,250,694
—53,301

,868
7,981,872

Net
1931. Inc. or Dec.
$ $
4,041,368
—152,355

—692,391

)
+266,437
22,204  —1,224

—200,117 —71,137
14,462,836 —6,212,142

143,146 —196,447

704,882 —189.425
3,800,184 —1,673,074

717,830 —390,319
1,251,061 —514,020
2,237,289 —1,027,671

34,349

§10,390

31,276 2
9,753,838 —1,771.966
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Gro.

—G
932,
S

Net
Southwesteru 1931.
Regtou (Coucl,) 3

Mo Pac System—
BeaumontSL&W 1,580,217 2,479,428
Internat-Gt Nor-. 10,143,611 17,843,909
Missouri Illinois—See Central Eastern region
Missouri Pacific.. 69,920,180 95,268,193
N OTex & Mex.. 1,577,314 2,198,526
St L Brownsv& M 4,760,953 6,119,506
S A Uvalde & Gult 950,578 1,325,406
Texas & Pacific.. 21,339,398 30,007,959
Okla City-Ada-Atok 75,079 649,665 92,577
St L Southwestern.. 12,554,433 17,950,372 2,019,202
Southern Pacific System—
Northwestern Pac—See Central Western region
Southern Pacific—See Central Western region
Texas & New Orl 31,015,687 46,262,050
Term RR Assn St L 5,653,267 7,767,452
Texas Mexican 653,130 785,853 23,116
Wichita Falls & Sou 603,478 661,275 174,571

Total (28 roads)--267,235,799 369,820,812 59,716,05¢

Total Western Dis-
trict (67 roads)-1,159,582,195 1589 363 531 247,717,474 394,513,787-146,796,313

Total all Districts
(166 roads)....3,157,463,0144 220261833 733,368,461 977,800,101-244,431,640

" 1931. 1932. Inc. or Dec.
$ $

422,550
1,794,651

16,200,799
246,447
1,767,832
225,293
6,469,868

642,211 —219,661
4,688,006 —2,803,445
24,728,040 —8,527,241
450,631 —204,184
1,099,910 —232.087
253,996 —28,703
9,393,329 —2,923,461
181,064 —88,487
5,201,142 —3,271,940

3,693,295
1,437,225

8,975,790 —5,282,495
1,908,317 —471,002
—24,133 +47,249

167,253 +7,318

96,412,835 -36,696,782

Weather Conditions and Results in Earlier Years.

As to weather conditions, which often are an important
factor affecting traffic and revenues in the early months
of the year, the winter of 1932, like that of 1931 and 1930,
presented no unusual conditions. In 1929 weather condi-
tions were not much of a drawback in the northern part of
the eastern half of the country. In the western half, how-
ever, the winter then was quite severe, extreme cold ac-
companied in many instances by repeated heavy snowfalls,
having seriously interfered with railroad operations. The
remark applies particularly to Wisconsin, Iowa, Colorado,
Utah, Wyoming, Montana, Idaho, and, indeed, all the way
west to the State of Washington. Colorado seems to have
suffered most in that year from accumulated snow. Thus
Associated Press dispatches from Denver, Feb. 7 1929,
said that railroad transportation in the mountainous regions
of southwestern Colorado was at a standstill, while section
crews began a two weeks' task of clearing tracks of the
heaviest snowslides in many years. The towns of Silver-
ton, a mining community, and Craig, on the Denver & Rio
Grande Western RR., were completely isolated, it was
stated. Nine snowslides had crashed down on the tracks
since Feb. 2, and one of these was said to be from 40 to 75
feet deep and 800 feet wide. The Rio Grande Southern,
operating on the Lizard’s Head Pass, it was also stated,
was blocked by snowdrifts, though there were no sSnow-
slides. It was likewise reported that highways in Wyoming,
Utah and Idaho were blocked by snowdrifts and that Z8Y0
temperatures were general. Montana appears to have
suffered in a similar way. On Feb. 9 1929 Associated Press
advices from Kansas City stated that railroad transporta-
tion in southwestern Colorado had been further hindered
by additional snow and that zero temperatures prevailed
in that region and in Kansas, Oklahoma and the Texas
Panhandle. Two more snowslides had crashed on the
tracks of the Denver & Rio Grande Western between Dii-
rango and Silverton, Col., making a total of 11 in 13 miles.
On Febh. 17 1929 press dispatches from Durango stated that
relief from a food shortage, which had become serious, was
in sight for the isolated town of Silverton, Col., as large
forces of workers continued to cut through mountains of
snow, which had blockaded the once famous mining camp
since Feb. 3. Avalanches of snow, which had buried the
Denver & Rio Grande Western tracks into the town to a
depth ranging from six to 80 feet were then expected to be
cleared away within three days to enable a train to pull
into the town with food and commodities. At different
times during March of 1929 also there came reports of
snowslides at widely separated points in the section of
country referred to—Colorado, the Dakotas, Montana, the
State of Washington, &ec.

In the early months of 1928 the winter ranked as one of
the mildest on record, complaints of obstruction to railroad
operations from snow or ice or extreme cold having been
entirely absent in all parts of the country. In 1927, too, the
winter was not severe in any part of the country if we except
a limited area in the Rocky Mountain regions where un-
usually heavy falls of snow were encountered during Janu-
ary, February and March. In fact, it may be said that in
some of the Rocky Mountain States, particularly Colorado
and Wyoming, repeated heavy snowstorms occurred all
through the winter of 1927, making railroad operations diffi-
cult; even towards the middle of April an unusually severe
spring blizzard was reported, seriously interrupting traffic,
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the latter extending also into South Dakota. Barring this,
however, the winter of 1927 did not impose drawbacks of any
great consequence anywhere. In 1926, likewise, the winter
on the whole was not much of a disturbing influence. The
situation in that respect was not so extremely good as it
had been in 1925, and yet was on the whole quite favorable.
In January weather conditions in 1926 did not impose much
of an obstacle to railroad operations over any large sections
of the country. On the other hand, in February the New
Ingland roads suffered by reason of heavy falls of snow.
The winter of 1926, taking the country as a whole, was, as
stated, quite mild, but in February there were some big
snowstorms in the East, with, however, nothing approach-
ing a blizzard. In other words, there were no big drifts to
tie up traffic and interfere seriously with the running of
trains. In this city there was in 1926 no snowfall of any
consequence during the winter until February, but in this
last-mentioned month there were two very heavy snow-
storms, namely, one on Feb. 3-4, when 10.3 inches of snow
fell, and another on Feb. 9-10, when the snowfall was 11.6
inches. For the whole month of February the snowfall in
this city in 1926 aggregated 25.7 inches, being the heaviest
on record for any February since 1899, when the fall was
27.5 inches, and comparing with only 0.8 inch in February
1925 (when, however, the fall was extremely heavy in
January), and with 11.5 inches in February 1924 and 17.9
inches in February 1923. The February snowstorms in 1926
seem to have extended all over New England and through
New York State. New England roads virtually all reported
for that month large losses in gross, as well as in net, and
no doubt the circumstances mentioned were in part responsi-
ble for this, in addition to which, however, these roads must
have had their coal traffic reduced by the anthracite miners’
strike.

It has already been noted that the falling off of $1,071,-
798,819 in the gross earnings and of $244,431,640 in the net
earnings of United States railroads during the calendar
vear 1932 came after a loss of $1,105,308,735 in gross and
of $395.804,589 in net during the calendar year 1931, and
after $1,014,198,837 loss in gross and of $432,368,693 loss
in the net during the calendar year 1930, making for the
three years combined an unparalleled shrinkage of income
trade. Moreover, even in 1929, the results for the year as a
whole were far from brilliant, our tabulations showing only
$162,305,781 gain in gross and $91,282713 gain in net in
1929 over 1928. The year 1929 was one of unexampled ac-
tivity in trade up to the time of the panic, but after this
latter event trade suffered a severe sethack, and losses
in October, November and December offset to that ex-
tent the gains of the early months of that vear. More-
over, the 1929 gain, at least as far as the Zross earnings
are concerned, was merely a recovery of the losses sus-
tained in the two years immediately preceding. For the
calendar year 1927 our compilations had shown a falling
off of $253,305,228 in the gross earnings and of $155,453,498
in the net earnings, and in our comments on the results
for that year we remarked that it had been in fact the
poorest year that these rail carriers had had since their
return to private control in 1920. In 1928 our statement
showed a further loss in gross earnings of $30,265,342 in
comparison with the poor results of 1927, accompanied,
however, by a saving in expense of $135,435,125, produc-
ing, therefore, a gain in net of $105,169,783, which to
that extent acted as an offset to the much larger loss in
net sustained in 1927. Though the further gain in Zr088
recorded in 1929, amounting to $162,305,781, did not serve
to wipe out entirely the very heavy losses in gross sustained
during the two preceding years, the showing of the net
was the best ever made as the result of the further increase
in the sum of $91,282,713 in that year. It should not escape
attention that while there was very considerable trade
revival in 1928, particularly during the last half of the
year, and certain leading industries enjoyed prosperity for
nearly the whole of the 12 months, full recovery from the
setback of 1927 did not ensue until 1929. During the early
months of 1928, outside of a few excepted industries, the
volume of trade was in many instances moderately smaller
than it had been in 1927. There was in 1928, it is true, a
revival of the automobile trade after the severe slump which
that trade had experienced during the previous year, which
slump, however, was due mainly to the fact that the Ford
plants were then out of commission, being engaged in devis-
ing a new model of car. But it remained for 1929 to show
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what the automobile industry could do in a period of real
trade revival and with the Ford plants once more operating
at a normal capacity, and apparently no obstacles of any
kind existing to full capacity production anywhere. In like
manner it remained for 1930, 1931 and 1932 to show what
a setback the automobile trade could experience at a time
of a general slump in business.

The 1927 loss in net was the first the roads of the United
States had sustained after a long series of gains beginning
with 1921. On the other hand, previous to 1921 expenses
had been mounting up in a frightful way until in 1920 a
point was reached where even some of the strongest and best
managed roads were barely able to meet ordinary running
expenses, not to mention taxes and fixed charges. And it
was these enormously inflated expense accounts that fur-
nished the basis for a good part of the savings and economies
effected in the years after that. As compared with 1920,
the roads in both 1921 and 1922 also had the advantage of
much more favorable weather conditions. In 1921 the
winter was exceptionally mild, and much the same remark
may be made with reference to the winter of 1922, This
last, while perhaps not so extremely mild as the winter of
1921, was at all events not of unusual severity—at least not
of such severity in most of the country as to entail heavy

gexpenses for the removal of snow and the clearing of tracks,

though the winter is declared to have been a hard one in
certain special sections, in Wyoming and Montana, for
instance, and contiguous territory. In 1920, on the other
hand, the winter had been exceptionally severe.

In commenting on the results for 1920 and noting the tre-
mendous increase in operating costs in that year, we took
occasion to say that, taken in conjunction with the ante-
cedent huge additions to expenses, it constituted an unfavor-
able record for which no parallel could be found in Amer-
ican railroad history. As a matter of fact, 1920 constituted
the fourth successive year in which the net had fallen off—
in each year, too, in face of very substantial gains in the
8ross earnings. As showing how extraordinarily poor the
results were in 1920, we may say that, while there was an
addition to the gross of no less than $1,026,235,925, net
actually fell off in amount of $303.953,253. In 1919 the
increase in the gross was of only moderate extent (5.25%),
and yet amounted to $258,130,137. As it was accompanied,
however, by an augmentation in expenses of $401,609,745,
there was a loss in net of $143,479,608, or 15.80%. For
1918 our compilation showed an increase in the gross in'the
sum of $863,892,744, or 21.40% (due in no small measure
to the advance in rates made by Director-General McAdoo
at the close of May in that year), but the addition to the
expenses reached $1,148,664,364, or 40.35%, leaving a loss
in the net of $284,771,620, or 23.92%. The prodigious aug-
mentation in the 1918 expenses was due not merely to the
general rise in operating costs, but yet more to the tremen-
dous advance in wages granted by Director-General McAdoo
in May 1918, and made retroactive to the 1st of January of
that year. But even for the calendar year 1917 our com-

Financial Chronicle

1087

pilations showed that while gross had increased $430,679,120,
or 11.61%, this was attended by a rise in operating expenses
of $490,738,869, or over 20%, leaving a loss of $60,079,749
in net earnings. There was this qualifying circumstance,
however, with reference to the 1917 loss in net, namely,
that it followed strikingly good results, both as regards gross
and net, in 1916 and 1915. On the other hand, it is equally
important to remember that these gains for 1916 and 1915
represented in part a recovery of previous losses.

In the following we show the yearly comparisons as to
both gross and net for each year back to 1907. For 1910
and 1909 we take the aggregates of the monthly totals as
then published by the Inter-State Commerce Commission,
but for the preceding years we give the results just as regis-
tered by our own tables each year—a portion of the railroad
mileage of the country being then always unrepresented in
the totals, owing to the refusal of some of the roads at that
time to furnish monthly figures for publication,

Gross Earnings. Length of Road.

L ncrease (+) or
Decrease (—).

Year
Preceding.

Year
Given.

Year
Preceding.

Miles.
171,316 !
197,237 |
225,027 |
233,829

Year
Given.

S Miles.
2,287,501,605 173,028
,235,164,873 199,73
.605,003,302

36,795,001 83,833 | +239,011,258
‘ 4,723 | 2,835,109,530 | —30,024,816
2,700,810,236 | 221,579,969
3,019,929,637 | 142,521,797
3,180,792,337 | —208,178,035
3,013,674,851 | +152,530,765

5,2 +547,647,836
430,679,120
+863,802,744
258,130,137
+1026,235,925
—664,027,980

N

@
(=

'012,390,205

7,
6,866,565
16,917
5,178,639,216
6,216,050,959
5,478,828,452
5,608,371,650
6,332,874,535
5,977,687,410
6,169,453,120
6,448,564,574
6,198,384,829
6,176,941,101 | +-162,305,781
6,349,330,347 |—1014,198,837
5,335,664,398 |—1105,303,735
4.229.261,33 1—1071,798,819

9,309
5,173,647,054
6,204,875,141
5,5652,022,979
5,522,522,416
6,342,058,872
5,961,186,643
6,177,280,802
6,435,539,259
6,195,259,346
6,168,119,487
6,339,246,882
5,335,131,510
4,230,360,663
3.157,463,014

—371,087
199,593,392
266,086,139
—253,305,228
—30,265,342 9,
239,482
242,169
242,582
242,056

241,625
242,517
242,764
242,043

Net Earnings. Length of Road.

Year
Given.

Year
|Preceding.

Year
Preceding.

Year
Given.

Increase (+) or
Decrease (—).

Miles.
173,028
199,726
228,508
237,654
241,423
239,691
241,931
246,356
249,081
249,098
250,193
233,014
233,985
235,765
235,690
235,564
235,461
234,795
236,330
236,891
238,527
240,626
241,625
242,517
242,764
242,043

S
,526,646
—53,371,196
+151,040,332
+8,906,848
—24,288,388
460,350,833
—33,487,100
—75,825,113
+211,653,900
236,623,427
—60,079,749
—284,771,620
—143,479,608
—303,953,253
+-556,503,286
+190.100,146
+-249,725,296
414,807,030
175,891,175
+128,995,572
—155,453,493
+105,169,783
491,282,713
—432,368,693
—305,804,589
—244,431.,640

$

665,285,191
748,370,244
750,685,733
900,473,211
907,914,866
877,617,878
940,509,412
904,448,054
828,650,401
1,036,016,315
1,275,190,303
1,190,566,335
908,058,338
765,876,029
,150,071
951,497,925
1,161,243,340
1,409,433,583
1,428,508,949
1,602,513,558
1.735,275,393

$
660,753,545
694,999,048
901,726,065
909,470,059
883,626,478
937,078,711
907,022,312
828,522,941
1,040,304,301
1,272,639,742
1,215,110,554

57
1,141,598.071
1,410,968,636
1,424,240,614
1,604,400,124
1,731,509,130
1,579,621,895
1,706,067,669
1,798,200,253
1,367,577,221

971,654,527
733,368,461

235,809
237,799
239,536
239,482
242,169
242 582
242 056

Report of the National Transportation Committee—Survey Urges Wide Rail Reform
Looking Eventually to Single National System—New Bankruptcy Act I's Sought
to Facilitate Re-organization—Competitive Rates Attacked—Loans or Fare
Rises Held No Cures for Old Errors—Repeal of Recapture Clause Urged—Ex-

Governor Smith Files Separate Opinion Urging One Man Board to Replace
Present Inter-State Commerce Commission.

The National Transporation Committee, which was or-
ganized Oct. 7 1932 under the Chairmanship of the late
Calvin Coolidge, to make comprehensive study of the rail-
road problems and transporation generally, made public its
report on Feb. 15. The Committee, organized at the instance
of savings banks, insurance companies and colleges, in-
cluded (besides the late Mr. Coolidge) Bernard M. Baruch,
Vice-Chairman, former Governor Alfred E. Smith, Alexander
Legge, former head of the Farm Board and President of the
International Harvester Co. and Clark Howell, publisher of
the Atlanta Constitution and a director of The Associated
Press. The report takes the form of a statement signed by
Messrs. Baruch, Howell and Legge and a supplemental
report signed by Mr. Smith.

The report recommends that regional consolidations of
the nation’s railroads, looking eventually to a single national

system should be hastened and where necessary enforced*
It states that ‘“neither holding companies nor any other
device should be permitted to hinder consolidation or evade
the letter or the spirit of regulatory law.”’ It urges reform
of present operating and financial methods of the railways,
drastic amendment of the rate-making section of the law,
relaxation of government subsidies of waterways and regu-
lation of all forms of transport competitive to the railroads.

Four emergency measures to meet the present crisis also
are recommended by the committee. It lists as the first
among these revision of the bankruptey procedure to facilitate
corporate reorganizations. The second is the retroactive
repeal of the recapture clause of the Transportation Act of
of 1920, under which prosperous roads are required to con-
tribute out of their surplus earnings to weaker lines. Re-
vision of the statutory rule of rate-making to substitute a
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common-sense and forthright basis which would enable
well-managed roads to make a reasonable profit, for the
present requirement of costly and cumbersome valuations
of railroad properties, is the third emergency step urged by
the committee. The fourth and last is interpretation of
the law governing the Reconstruction Finance Corporation,
so that the “adequate security’’ required for railroad loans
should not be judged on the basis of its marketability where
they are sufficiently protected by priority of lien and reason-
able prospects of earnings.

The report fails to do any more than skirt the vital problem
of wages and makes no statement with respect to current
labor difficulties between the managements and the brother-
hoods, on the plea that these are ‘‘determinable by established
procedure in another forum and are not within the scope of
this inquiry.”” Mr. Smith alone delves into the subject and
emerges with the declaration that the railroads ‘‘cannot
expect to make labor the only scapegoat’ in cleaning their
house.

That there must be a scaling down of many railroads’
capital structures is agreed upon by all the committee, but
Mr. Smith’s phraseology is the most vigorous in discussing
this phase of the report. The other signers recommend
‘“realistic reorganization of over-capitalized corporate struc-
tures without destructive receiverships and judicial sales on
depressed markets, to the end that the railroads’ justifiable
borrowing requirements may be met with safety to the lender
under adequate proteetion.”” Mr. Smith, however, says:

I believe that the banks, trust companies, insurance companies and
other hclders of railroad securities must be realistic about this phase
of the problem. The public will not stand for making them a preferred
class of investors who must get 100 cents on the dollar, irrespective of
the true value and condition of the business they have invested in,
when values in all other fields are being readjusted and cut down.

The report of the National Transporation Committee
follows 1 full text:

INTRODUCTORY.
Herewith are presented:
A. The conclusions of the National Transportation Committee,
B. The report of the committee.

C. Supplemental report by former Governor Alfred E. Smith who
prefaces it, ‘‘While I am in substantial agreement with the greater
part of the committee report, this supplementary memorandum
states my conclusions in my own language, placing the emphasis
where I ihink it belongs."

D. Special studies by the research staff to be published shortly by
the Brookings Institution, Washingion, D. C.

The committee associated iiself at the request of certain business
associations, savings banks, insurance companies, and fiduciary and
philanthropic institutions interested in railrcad securities (see Appendix
1) in response 1o an invita.ion in essential part as follows:

‘“We, the undersigned organizations, representing many of the interest
concerned, believe that there is no more important present task than a
thorough and satisfactory solution of the railroad problem, as an integral
but the most urgent lpurt of the entire transportation problem. We beg
that you examine all phases of the problem and recommend a solution
which, with due regard for the public interest, will ensure an opportunity
for the railroads of this country to be put on a business basis, so that
neither now nor in the future will they constitute a present threat to the
invested savings of our citizens, to loss of employment to our wage-earners,
and to the stability of the insurance companies and savings banks; and
so that the present burden on the Federal ’grcasury and the American
taxpayer may be in a fair measure removed.

The committee met and organized on Oct. 7 1932. It was compesed
of Calvin Coolidge, Chairman, Bernard M. Baruch, Vice-Chairman,
former Governor Alfred E. Smith, Alexander Legge and Clark Howell.
John W. Power acted as Secretary. The committee selected Dr. Harold
G. Moulton, of the Brookings Institution, to organize a research staff.

Just as the committee’'s work was nearing a close, it lost the dis-
tinguished director of its deliberations who was giving his great talents
unsparingly to this work. The report had not taken form at the time
of his death, but the committee has tried to carry on in the spirit of
his leadership.

The committee gathered its facts from three sources:

(1) Open hearings;

(2) Studies by other investigating bodies, memoranda, briefs and
specilic suggestions,

(3) The work of Dr. Moulton and the staff.

This mass of material is too voluminous and varied to publish in
full, but the werk undertaken by the research staff will be published
shortly by the Brookings Instivution. Dr. Moulton’s conclusions are
his own.

The transport problem has been with man since the first rude trails
of pre history. It has shaped the destiny of humanity. The closing
of the caravan routes to the East Indies discovered America. History
is full of similar consequences. Just now, largely due to the recent
rapid development ol new forms of transportation, the railroad problem
is acute in nearly all important countries, including our own. Com-
missions more or less similar to this commitiee have been at work in
England, Canada and the Argentine Republic and we have considered
their reports and analyses. There are railroad commissions in nearly
every one of our 48 States and similar bodies in many other countries.
These, the Inter-State Commerce Commission and the very able Con-
gressional committees on these subjects bave all been devoting themselves
to the problems created by these rapid shifts. Much of this work and
a great mass of other data have been assembled and given careful study
by the committee. The problem is very complex and while the com-
mittee is in substantial agreement as to conclusions, it is too much to
expect that four men of independent mental processes would all arrive
at decisions by identical paths, or with equal emphasis on various factors.
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A. Conclusions of the Committee.

J. The railroad system must be preserved. Changed conditions
require new policies but not abandonment of railroad regulation. The
development of regulation and of new methods of transport make it
unnecessary for Government further to create and foster competition
with or among railroads as a defense against monopoly. That is an
expensive and ineffective attempt to do indirectly what Government
has shown its ability to do directly. Regulation is sufficient. Govern-
ment policies should be freed of any purpose either to favor or to handicap
any form of transportation with relation to any other form. We cannot
solve the problem on the theory upon which horses are handicapped
in a race. In a fair field and no favor competition should be permitted
to decide the result. Regulation should not attempt to ‘‘run the busi-
ness’’ of transportation. Tt should concentrate on protecting the public
against discrimination and extortion and on requiring the most efficient
service at the lowest competitive cost.

(1) Parallel lines and systems are wasteful and unnecessary. Regional
consolidations should be hastened and, where necessary, enforced,
looking eventually to a single National system with regional divi-
sions and the elimination of all excess and obsolete lines and equip-
ment. Neither holding companies nor any other device should
be permitted to hinder consclidation or evade the letter or the
spirit of regulatory law.

(2) Unprofitable railroad services should be replaced by cheaper
alternative transport methods.

(3) Railrcads should be permitted to own and operate competing
services, including water lines, but regulatory jurisdiction should
be extended to water rates and practices in coastal, inter-coastal
and lake shipping to relieve commerce of present chaotic conditions.
Congress should promptly clarify its intention on the long-and-short=
haul clause of the Transportation Act.

(4) Government assumption of all or part of the costs of inefficien®
competing transport as a defense against monopoly is no longe®
warranted and should be abandoned. As a general principle inland
waterways should bear all costs of amortization, interest, main-
tenance and operation of the facilities for their navigation. If
they cannot bear such charges and compete with other forms of
transport, they should be abandoned. The St. Lawrence Waterway
should be tested by this rule of self-support and if it fails in that
test the pending treaty with Canada should not be ratified. Gov-
ernmental commercial operation of the actual facilities of trans-
portation, such as barge-lines, should not be continued.

(5) Automotive transportation should be put under such regulation
ad is necessary for public protection. It should bear its fair burden
of tax but only on a basis of compensation for public expenditure
on its behalf, plus its share of the general tax load. Neither tax nor
regulation should be applied for any purpose of handicapping the
march of progress for the benefit of the railroads.

(6) Wages and working conditions of labor in transportation are
determinable by established procedure in another forum and are not
within the scope of this inquiry. There should be no heavier bur-
dens on the railroads in employing labor to operate aiutomobiles
than on their competitors. In the railroads (as in other industries)
rates, capitalizaticn, salaries and wages must all follow changing
economic conditions, but none should be sacrificed for the benefit
of others.

(7) Beacons, weather service and similar auxiliaries to air traffic

- should be maintained at public expense, and air transport should be
encouraged during its development stage but we believe that every
such service should ultimately pay its own way.

(8) The Committee has no recommendation to make on pipe lines.

II. The policy of trying to appraise railroad properties on some
selected basis of valuation and then saying that they are entitled to
earn a fair return on this appraisal should be reconsidered. Where
competition with trucks and other methods exists, it will determine
rates. Jn other cases rates must be regulated, but the basis of costs
of operation under efficient management is a better general guide than
any attempt to preserve capital structures regardless of economic trends.
We see no reason why the rate-making rule should not say in plain
English that railroads are entitled to make a reasonable profit based
upon costs of efficient operation and that they are not entitled to earnings
merely to preserve present structures if overcapitalized.

TII. The railroads should de much that they have not done to im-
prove their condition without any Government help at all. They
should promptly be freed of all unnecessary retrictions on the doing
of it. It has been estimated that less than a 209, increase in traffic
would put most of them on an earning basis. In view of the narrowness
of this margin of loss and of the very great savings possible in railroad
operation, we regard their outlook as far from hopeless.

(a) Railroads should adopt the competing methods of which they

complain.

(b) Railroads should co-operate to reduce competitive expense.

(1) Unnecessary services should be abandoned.

(2) Metropolitan terminals should be consolidated and unnec-
sary facilities scrapped.

(3) Circuitous haulage should be eliminated.
(c) Financial management should be improved.
(d) Transport methods and equipment should be brought up-to-date.

(e) In view of what could be done by better management, the general
outlook seems far from hopeless.

1V. Regulatory jurisdiction should be extended to the whole National
transportation system but applied only to the extent necessary for public
protection. The existing regulatory mechanism of the Inter-State
Commerce Commission is inadequate and should be improved by re-
organization without expansion or increased expense.,

V. Emergency Recommendations.

(1) Corporate reorganization can and should be facilitated by revision
of the bankruptcy procedure.

(2) The recapture clause should be repealed retroactively.
(38) The statutory rule of rate-making should be revised.

(4) ‘*Adequate security’”” does not necessarily mean ‘‘marketable
collateral.”
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B. The Report.

1. The railroad system must be preserved. Changed conditions
require new policies but not abandonment of railroad regulation.
The development of regulation and of new methods of transport
make it unnecessary for Government further to create and foster
competition with or among railroads as a defense against monopoly.
That is an expensive and ineffective attempt to do indirectly what
the Government has shown its ability to do directly. Regulation is
sufficient. Government policies should be freed of any purpose
either to favor or to handicap any form of transportation with rela-
ton to any other form. We cannot solve the problem of the theory
upon which horses are handicapped in a race. Jn a fair field and
no favor competition should be permitted to decide the result.
Regulation should not attempt to “run the business'’ of transporta-
tion. It should concentrate on protecting the public against dis-
crimination and extortion and on requiring the most efficient serv-
ice at the lowest competitive cost.

At the foundation of ‘our system of communication is the railroad
web. It is the most important single element in our social and economic
life. Tts rapid extension enabled us to cover the greater habitable part
of a continent with a cohesive form of liberal government of 125,000,000
people united in a common language, purpose and ideal and to main-
tain National solidarity through periods of stress. Both security and
material welfare are involved in its continued efficient existence. The
public interest is deeper than its investment or its need of good service.
We are addressing a matter of National concern of the first magnitude.
The railroad system must be continued and its efficiency preserved
because of National necessity—economiec, social and defensive.

(a) Governmental fostering of competition is no longer necessary as a
defense against monopoly.

Above all other enterprises, railroads are, therefore, ‘‘affected with
a public interest” and, under an ancient doctrine of our law, peculiarly
subject to Government regulation. In earlier development, the rail-
road franchise created an effective and complete monopoly against whic
industrial and social segments had no defense. Rigorous governmental
control was inevitable. It took two forms; first, an effort to foster
competition among different railroads and to create and maintain,
by Federal financial aid, other forms of competing transportation such
as waterways; second, an intense regulatory control of the railroads
themselves. The latter has been practiced long enough and sufficiently
extended to prove that it dominates competition or any other influence
as the governing law of railroad practice. To the extent that the
monopoly inherent in the railroad franchise was a menace, it is of the

utmost importance to recognize that current railroad regulation safely .

controls it. Other safeguards have appeared. With increasing effect,
new methods of transport are invading customary fields of railroad
patronage. On a basis of economic efficiency, independent of Govern-
ment aid, pipe lines, motor transport and airways are all making bids
for business which the railroads can retain only by offering equivalent
service at competitive rates. In these areas of competition, there is
no longer complete monopoly. These two developments—perfection of
regulation and appearance of competing methods—have created a new
principle, viz:

Insofar as Government policies have been designed, by Federal in-
tervention, to create and maintain competition with or among railroads
as a defense against monopoly, they should be abandoned as wasteful
and unnecessary. Regulation 1s sufficient.

(0) Regulation should provide a fair field and no favor.

The railroads complain that they are shackled by regulation while
their.cqmpt.:titors are free and unduly advantaged by various forms of
discnmmzmon_ in their favor. To the extent that this is true, it is
unfair. But it must be equally clear that, notwithstanding the deep
public interest in our railroads, the Government cannot stand in the
way of progress. Certain regulation of competitive methods is neces-
sary. They cannot be permitted to escape their just tax burdens.
They ought not to be artificially advantaged by subsidy or otherwise.
But regulation of them must arise from its own necessity, and burdens
upon them must derive from justice. The Government cannot, for
the sake of the railroads, invent and apply to their competitors either
regulation or bu_rdg:n on the theory upon which horses are handicapped
in a race. A smul'ar principle applies to railroads, and to the extent
that they are handicapped by burdens for which the reason is obsolete
or noa-existent, Government has a positive duty to remove them.
The guiding rule of the whole matter seems to us quite clear.

_Wzth the danger of railroad monopoly going or gone and (whether
going or gone) completely controlled by regulation, Government has a
positive duty lo see to it that neither the railroads nor their competitors
are either unduly handicapped or unduly advantaged. Thereafter, in
a fair field and no favor, economic competition must decide the question
of survival under private ownership and operation.

(¢) Regulation should not be abandoned.
basis of public protection.

There is respectable opinion that the development of effective com-
petitive methods argues for the abandonment of all railroad regulation.
The committee cannot concur. Competition of parallel methods is as
yet limited and localized and, while it is a powerful and growing force
nga}inst monopoly, it does not relieve the necessity for railroad regu-
lation and, because of other aspects of public interest and dependence
already mentiqned. in our opinion, it never will. On the contrary, we
regard re_gul:mou a8 necessary in the interest of both the railroads and
the public 31!1(1 we think that it should be extended to other forms of
transportation.

It should be put on the simple

But, for reasons stated hereinafter, more care must be taken to main-
tain managerial initiative. Regulation, whether of railroads or other
forms, should not attempt to ‘‘run the business” of transportation.
It should concentrate on protecting the public against diserimination,
extortion and other abuses of monopoly and on insuring the most ef-
ficient service at the lowest competitive cost.

If these conclusions on genersl principles are correct, several changes
in policy flow inevitably therefrom, viz:

(1) Parallel lines and systems are wasteful and unnecessary.
Regional consolidations should be hastened and, where neces-
sary, enforced, looking eventually to a single National system
with regional divisions and the elimination of all excess and
obsolete lines and equipment. Neither holding companies nor
any other device should be permitted to hinder consolidation
or evade the letter or the spirit of regulatory law.

The policy of maintaining parallel and competing lines or systems
on the theory that thus extortionate rates and discrimination may
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be restrained is wasteful, and, of course, untenable under a system
which controls rates and practices to the ultimate.

Duplication and. unnecessary overheads, facilities and services, in-
herent in the present multiplicity of railroads, are very expensive and
consolidations should be hastened. In plans for this, consideration
should be given to creating a single efficient system (rather than com-
peting systems) for each natural trade area, even to the ultimate extent
of a single National network with regional divisions. It has been
estimated by good authority that several hundred million dollars, or
enough to pay interest on a large part of the outstanding railroad bonds,
can be saved. Consolidation is so vital to the public welfare that,
unless it is voluntarily accomplished within a reasonable time, the
Government should compel it. Neither holding companies nor any
other device should be permitted to hinder consclidation or to evade
the letter or spirit of regulatory laws.

(2) Unprofitable railroad services should be replaced by cheaper
alternative transport methods.

In view of the rapid development of automotive and other transport,
there is no justification for maintenance by railroads of losing services
and lines, and there devolves upon regulatory bodies and controlling
interests something more than a negative duty to hasten their replace-
ment by alternative methods, such as motor transport, which can
render adequate service on a prefitable basis in cases where rail trans-
portation can operate only at a loss.

(8) Railroads should be permitted to own and operate competing
services, including water lines, but regulatory jurisdiction
should be extended to water rates and practices in coastal,
inter-coastal and lake shipping to relieve commerce of present
chaotic conditions. Congress should promptly clarify its in.
tention on the long-and-short-haul clause of the Transporta-
tion Act.

Restrictions on the ownership by railroads of water-borne, automotive
or other competing services seem anomalous in a regime which has
demonstrated its effective control of both rates and practices.

There are certain competitive situations where railroad rates between
two ports are fixed by regulation and unregulated water rates are in
chaos. This is disturbing to commerce and unfair to railroads. For
this and other reasons, we believe that the jurisdiction of the regu-
lating body should be extended to cover inter-coastal, coastal and lake
commerce. We do not mean to recommend that water rates, based on
actual lower costs, should be regulated upward to equalize traffic in
favor of railrcads. But we do believe that, in such a situation, some
stabilizing influence should be applied in the interest of commerce
generally as well as in fairness to railroads.

The law prohibits a railroad from charging less for a longer than for
a shorter haul, over the same line, in the same direction, the shorter
being included in the longer, but permits the Inter-State Commerce
Commission a discretion to relieve this restriction.

The law is not altogether clear and the Commission's interpretation
and decisions have been the subject of long and persistent controversy.
Grave consequences affecting wide economic areas are involved and the
situation requires prompt clarification. Two pending suggestions by
the Inter-State Commerce Commission and one by the House Committee
might contribute thereto. If jurisdiction of the Commission be ex-
tended to include inter-coastal commerce, or if a new rule of rate-making
be adopted, the problem would be simplified. But if neither of these
things is done, it is important that Congress act at once to declare its
intention on this important application of the so-called‘‘long-and-short-
haul” controversy.

(4) Government assumption of all or part of the costs of ineffi-
cient competing transport as a defense against monopoly is
no longer warranted and should be abandoned. As a general
principle inland waterways should bear all costs of amortiza-
tion, interest, maintenance and operation of the facilities for
their navigation. If they cannot bear such charges and com-
pete with other forms of transport, they should be abandoned.
The St. Lawrence Waterway should be tested by this rule of self-
support and if it fails in that test the pending treaty with Canada
should not be ratified. Governmental commercial operation
of the actual facilities of transportation, such as barge lines,
should not be continued. ‘

Creation and maintenance, by Government, of competing methods o
transport, where the result is not (as in the Panama Canal) to provide
more efficient service at lower cost, but only (as in some inland water-
ways) to maintain at the taxpayers’ expense, more costly and less efficient
service can no longer be justified as a defense against monopoly.

This Government has long been committeed to the improvement
and maintenance of shipways and of at least the outer harbors of ports
accessible to great naturally navigable waterways. This involves ex-
pense, defrayed by taxation of the whole Nation, but applied at par-
ticular points, in the development of the instrumentalities of inter-State
and international commerce. To an extent, these waterway: are the
railroads’ competitors and, as far as they go, these expenditures favor
them. But in respect of accessories to naturally navigable waterways,
such as ocean harbors and their appreaches and the harbors and channels
of the Great Lakes, this is a recognized function of government the world
over, for naval as well as commercial purposes, and the railroads may
be presumed to have been located, financed, and constructed with this
in view. We have not beard it decried as an unjust handicap and with
these remarks it passes from our consideration.

But, with inland waterways in general, the case i3 otherwise. For
the sake of illustration, let us imagine a Federally constructed canal
between, for example, Topeka and Oklahoma City—a stark ditch. If
that canal fairly bore the burdens of its cost of construction and opera-
tion and yet could furnish transportation at an advantage over rails,
nobody could complain, regardless of the extent to which it diverted
railroad traffic. But if such was not the case and the canal could com-
pete only if the public paid enough of these charges to undercut the cost
of rails, it seems too obvious for argument that its creation and main-
tenance would be a direct impairment of the railroad system by public
subsidy and distinctly inimical to the National interest.

Exactly the same principle of self-support seems applicable to any
natural waterway upon which improvement and engineering devices
are necessary to provide effective navigation. We think it is the very
touchstone of the whole vexed problem and that every existing or pro-
jected improvement should be tested by its application. Any project
which fails to answer that test should be abandoned, without hesitation,
as an unwarranted waste of public money.

(a) The Great Lakes Waterway.

The connecting channels of the Great Lakes were not navigable in the
modern sense in their natural state, but the Great Lakes Waterway now
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stands as a fully created, implemented and efficient system of navigation
which, in many respects, falls under the considerations governing Federal
improvement of ocean ports, harbors and shipways.

(b) The St. Lawrence Seaway.

There are obviously not at present any facilities for navigation, by
ocean-going vessels, of the restricted waterways connecting the Great
Lakes with each other and with the sea. The project to create such a
shipway to the head of Lake Superior is a major engineering project of
stupendous magnitude and very great cost. There is diversity of opinion
as to whether the project is practicable. Tt is clear from our studies that
the peculiar type of Lake bulk-carriers is far more efficient than any
ocean freighter and from this fact that the area of economy is restricted
practically to savings in cost of trans-shipment. But our studies also
show that, in no reasonable probability, could this minor saving be
enough to approximate even the carrying charges on this project.

Tn conformity with one of the general principles already announced,
if this seaway could be shown to be the march of progress and if cheaper
and more efficient transportation can thus be achieved, no barrier should
be imposed against such a development. But we think that, before
ratification of the pending seaway treaty with Canada bargaining away
valuable American rights, this project should be fairly tested on the rule
of self-support and, if it fails, the treaty should not be ratified.

(¢) Government Barge Lines.

Argument for and against Government operation of barge lines was
strongly pressed before us. In this case, not only is the waterway itself
provided and maintained at public expense, but the actual business of
transportation thereon is in part financed by Government. The claim
is made, and in our judgment sustained, that, if the methods of accounting
used by the Government in respect of the Panama Canal were applied,
they would reveal operating losses which are charged to the taxpayer.
‘We think that actual Government operation of the facilities of transporta-
tion, wholly or partly at public expense, is unjust to the vast majority
people, and unwarranted by any argument that has come to our atten-
tion,

(d) Inland Waterways in General.

‘We recommend that the Congress give consideration to the formulation
of a consistent policy on inland waterways. We think that the test of
self-support should be applied to every existing or proposed inland
waterway.

Unbearable tax burdens are generally recognized as a principal hin-
drance to economic recovery. Our waterway policy for the past few
Years has averaged a cost of about $100,000,000 annually and tremendous
projects involving hundreds of millions are being considered. Our
studies show no commensurate economic benefit resulting from much
of this spending. In such circumstaaces, we think that a large part
of this activity should be abandoned or at least suspended. It bears
heavily on the taxpayer as a direct burden and even more heavily on the
taxpayer as a direct burden and even more heavily on the whole com-
munity in its contribution to the postponement of prosperity. At a
time when the very stability of our system depends on the balancing of
Federal expenditures with revenue and the sources of taxation seem
almost dry, we find it difficult to justify this wasteful cutpouring of
hundreds of millions of dollars for results so barren of economic returns.

(6) Automotive transportation should be put under such regula-
tion as is necessary for public protection. It should bear its
fair burden of tax but only on a basis of compensation for
public expenditure on its behalf, plus its share of the general
tax load. Neither tax nor regulation should be applied for any
purpose of handicapping the march of progress for the benefit
of the railroads.

The problem of the automobile i3 very difficult. Its roadbed is
provided at public expense and it requires few, if any, terminal or
similar facilities. It need not—as must railroads—load any part of
its cost of operation with a charge for this construction and maintenance.
It can make rates which do not involve charges for depreciation and
amortization. It can pay whatever scale of wages and exact whatever
hours of labor it can make effective. It can bargain closely and in-
stantly and can walk away with business while the railroads are involved
in a prescribed process before their regulating overseers. It is not
attached to rails and can furnish a swift door-to-door service which
railroads as such cannot even approximate. It may be a common
carrier, a contract carrier or a private operator. It moves intra-State
and inter-State and may change its character in these matters instantly.
Jt need not maintain continuous schedules and service. It can pick
its business and is prone to take the cream of the traffic and leave the
rest for the railroads, which must receive whatever iy tendered. Tt
can be permanently or sporadically in business and competition. With
these advantages it has made inroads into railroad business and the
difficulties are only partly suggested by this short recitation of com-
plexities.

The problem thus presented has been regarded as serious in every
important country and commissions similar to this committee have been
convened in several of them. The difficulty is not solely in the amount
of tonnage diverted but resides also in the chaotic rate conditions pre-
sented to commerce in general and in many new necessities for public
protection. It has been a matter of primary concern to our Inter-State
Commerce Commission, to State commissions everywhere, to the
Congress, to the highway users themselves and to all who have given
great study to the transport problem.

One thing is certain. Automotive transportation is an advance in
the march of progress. It is here to stay. We cannot invent restric-
tions for the benefit of railroads. We can only apply such regulation
and assess such taxes as would be necessary if there were no railroads,
and let the effect be what it may.

On the question of whether public financing of roadbeds operates as
a subsidy, there is a vast variety of circumstance. The automobile
itgelf, its fuel, lubricants and operations are all heavily taxed. Does
the total of these assessments bear its share of the general tax load
and also sufficiently reimburse the public expenditure on the roads
its uses? If it does, the circumstance that the charge is not comparable
in amount to railroad costs of construction and maintenance of ter-
minals and roadbeds is immaterial. The purpose is not to handicap
automotive competition, but only to do justice.

These questions are of mixed State and Federal bearing and very
difficult of determination. Both taxes and regulation on motor trans-
port vary among the States and, while it has been strongly urged as
the only solution, the committee believes it impracticable to get uni-
formity by any plan for concert of State action. Our studies clearly
indicate that in some States automotive vehicles do not bear their full
burden of taxes. We think they should pay the carrying charges and
cost of maintenance of the highways they use and also their share of
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the general tax load.P§{The Inter-State Commerce Commission recom-
mends regulation of inter-State buses and extension of their jurisdiction
to include inter-State trucks. The committee believes that the situation
requires general Federal jurisdiction of motor transport. It recognizes
that no such intricacy of regulation as characterizes railroad super-
vision can ever be extended to this field, but it is convinced that a broad
measure of Federal and uniform State control can and should be applied.

A valuable advance is registered in the recent report of the Joint
Committee of Railroads and Highway Users on the regulation and
taxation of highway transportation recommending principles governing
vhe subject which have been agreed to by these diverse interests. This
kind of public-spirited co-operation is cne of the most hopeful aspects
of this difficult problem.

(6) Wages and working conditions of labor in transportation are
determinable by established procedure in another forum and
are not within the scope of this inquiry. There should be no
heavier burdens on the railroads in employing labor to operate
automobiles than on their competitors. In the railroads (as
in other industries) rates, capitalization, salaries and wages
must all follow changing economic conditions, but none should
be sacrificed for the benefit of others.

Tt is asserted in behalf of the railroads that certain restrictions imposed
on them in the matter of hiring labor for truck and bus operation which
automotive transport escapes, unfairly prejudice the railroads and
that labor in this competing industry is not properly protected. The
committee thinks that the railroads should be under no greater re-
strictions in employing labor for automotive operation than are other
automotive users but it-would prefer to see equalization by improving
conditions in automotive labor rather than by impairing conditions of
employment in railroads.

The committee regards the particular wages and conditicns of labor
generally as beyond the scope of its inquiry. It merely offers the
suggestion that, while governments cannot and should not attempt
to regulate the use by owners of their own automotive property, they
might, in assessing taxes or issuing licenses, impose conditions of em-
ployment on vehicles not operated by owners.

The committee believes that a permanent and universal liquidation
and downwerd adjustment of values and incomes of all kinds have
occurred in this country and that railroad rates, capital structures,
salaries and wages must all respond to this generally changed condition,
but that none should be sacrificed for the benefit of others.

A considerable number of obsolete rules governing overtime, hours
constituting days’ work, and restrictions on service, survive in the
railroad wage structure. The committee does not wish to see labor
lose any of its hard-won improvement in conditions, but it believes that
the just substance of them can be retained without adherence to obsolete:
forms, and that labor is as eager as railroads to modernize and simplify
the structure cf wages and working schedules.

We regret that the labor organizations did not see fit to avail them-
selves of the committee’s invitation to submit their recommendations
on the general subjects of our investigation. We had hoped to have
the benefit of their wide knowledge concerning railroad labor conditions
and also their views on the best methods of protecting labor in railroads
from conditions in competing methods and of improving conditions in
the latter field. Tt is only fair to call attention to the fact that our
material does not include any presentation by the labor organizations
of any facts that might have seemed pertinent from their point of view.

(7) Beacons, weather service and similar auxiliaries to air traffic
should be maintained at public expense and air transport should
be encouraged during its development stage but we believe that
every such service should ultimately pay its own way.

Air service is diverting some traffic from railrcads and threatens
greater inroads. Here again the railroads are confronted with a de-
velopment of human progress. It cannot be handicapped in their
behalf. The most that they can ask is that it-be not unfairly advantaged
and, for reasons stated herein, we think that the real railroad remedy
against this competition is to enter and help develop it. .

Existing American airways are unquestionably subsidized at public
expense. Various forms of flying aids are maintained. Mail contracts,
paying much more than receipts from air postage, are in effect with a
deliberate purpose of subsidy and there is no doubt that lower rates
on all air service are thus made possible at public expense.

The Committee believes that beacons and flying-aids are like light-
houses and navigation aids at sea and cannot be abandoned or charged
for. The railroads were tbemselves subsidized in their development
period. We cannot condemn Government aids to the inauguration of
this valuable service. But, however much subsidy may be justified in
a development period, we feel that every established transport service
should ultimately be self-sustaining, that air service hes a definite place,
that it will inexorably take that place without the continuing necessity
for the subsidy granted in the early stages of development and that the
necessity for such aid is even now decreasing. It is of the utmost im-
portance that such aid as is given should be fairly and economically
distributed.

(8) The committee has no recommendation to make on pipe lines.

There are projects for a wider use of pipe lines as a transportation
agency but at present they do not constitute a problem. They are not
subsidized and they are effectively regulated. The subject has been
ably and exhaustively studied by the House Committee on Commerce
in a forthcoming report. From our own studies we do not recommend
further present affirmative action.

1I. The policy of trying to appraise railroad properties on some
selected basis of valuation and then saying that they are entitled
to earn a fair return on this appraisal should be reconsidered.
Where competition with trucks and other methods exists, it will
determine rates. In other cases rates must be regulated but the
basis of costs of operation under efficient management is a better
general guide than any attempt to preserve capital structures regard-
less of economic trends. We see no reason why the rate-making
rule should not say in plain English that railroads are entitled to
make a reasonable profit based upon costs of efficient operation and
that they are not entitled to earnings merely to preserve present
structures if overcapitalized.

Notwithstanding social and economic dependence on railroads—
right or wrong—we have, since the beginning, relied on private initiative
for their development and financial support. Profit is the only incentive
to private investment. Unless the railroads are permitted reasonable
earnings on the cost of efficient operation, there is no alternative to
Government ownership and complete socialization of our railroad system,
But that does not mean that railroads, any more than other industries,
are entitled to # guarantee of earnings on their investments in property.
In early periods of railroad development and unregulated monopoly,
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the profit incentive was over-emphasized and resulted in unconsecionable
abuse. Extravagant profits, or the hope of them, contributed to the
rapidity of the extension of the system, but they also got a sharp rebuke
in certain instances of attempted confiscatory rate regulation. The
courts intervened with an opinion that rate-making must be limited by
the right to a ‘‘fair return” on the value devoted to public service.
Though originally probably intended as a protection against confiscation
in individual cases, this principle, by a process of evolution, became
a rule governing the general level of rates.

We think this rule should be abandoned. Nobody ever thinks of
saying that the cost of bricks and mortar in an industrial plant should
determine what it shall charge for its products. If it can keep its costs
low enough to earn a profit on what its product is worth to the public in
competition with other products, then it is worth from ten to twenty times
what it can earn. If it cannot do that, it is as apt to be a liability as an
asset.

In this sense, the present railroad rule puts the cart before the horse.
Tt tends to ununiformity of results, perpetuation of debt and of obsolete
and exaggerated capital structure, insufficiency of allowance for obsoles-
cence and depreciation, inadequacy of surplus and reserves, and mainte-
nance of unnecessary properties and facilities. The results are
unjustifiably high rates in some cases and low rates in others. It evolved
on the theory that, if not so restricted, the railroad monopoly would earn
inordinately. That theory is becoming obsolete. The day is not far
distant, if, indeed, it has not already arrived, when, even if wholly un-
regulated, some of our railroads may have difficulty in earning a ‘‘fair
return'’ on asset values, no matter by what rule such values are defined.
These competitive developments are inexorable. The publie is entitled
to all benefits of the march of progress and nothing will prevent that

consummation. We think that the right principle of rate-making is
as follows:

Wherever there is fair economic competition it will decide the rate
question and it should be permitted to do so freely. Where there is no
such competition, the problem of rate regulation arises, but costs of service
under efficient operation are a belter general guide than some arbitrary
determination of asset values.

If, on that basis, a railroad cannot earn encugh to support its capiml
structure, the remedy is not to raise rates. It is to revise the structure.
And if on no reasonable revision can the capital structure be main-
tained, it is an economic misfit. Parts of it that cannot live should
be abandoned and the rest either set up in a new system or consolidated
with other groupings.

Fixed railroad indebtedness is not commonly retired. It is refunded.
It i3 a universal rule of finencing that any debt for purchase of produc-
tive facilities should be amortized during the lives of those facilities out
of returns from their use. Railroads are not exempt from this well-
established principle and rates should be subject to no restriction which
contravenes it. A cause contributing to the present crisis is the un-
wieldy proportion of intcre::t-lmuring debt in railroad capitalization,
much of it representing facilities long ago scrapped. We distinctly do
not believe that past mistakes as represented by present unwieldy debt
structure should be salvaged by increased rates. The present debt
structure must be revised and losses written off. But, as to the future,
we do think that rate-making should look to the retirement of new

debt incurred for purchase of productive facilities during their lives
and out of returns from their use.

The Inter-State Commerce Commission petitions for ‘A simple rule

which shall make it clear that, in regulating the general level of rates,
we shall always keep in mind and be guided by the need for producing,
so far as possible, revenues which are sufficient for the maiantenance of
an adequate National railway transportation system and alsc recognize
the principle that the railroads may justly earn a surplus in time of
prosperity to offset deficiencies in time of depression.”

The Inter-State and Foreign Commerce Committee of the House of
Representatives recommends the following: *‘Tn the exercise of its power
to prescribe just and reasonable rates the Commission shall give due
consideration, among other factors, to the effect of rates on the move-
ment of traffic, to the need, in the public interest, of adequate and
efficient railway transportation service at the lowest cost consistent
with the furnishing of such service; and to the need of revenues suf-
ficient to enable the carriers, under honest, economical, and efficient
management, to provide such service."

IL.\\‘iIl thus be seen that those who have given the subject of rate-
making the closest attention have abandoned the theory of making
rates on some basis of valuation. It is said that the priuciples just
discussed are implicit in both of these suggested rules. Tf 80, we approve
them, but the commiittee sees no reason why a rule for rate-making should
not say in plain English that railroads ere entitled to make a reasonable
profit on costs of efficient operation and that they are not entitled to
preserve over-capitalized corporate structures.

ITI. The railroads should do much that they have not done to
improve their condition without any Government help at all. They
should promptly be freed of all unnecessary restrictions on the doing
of it. It has been estimated that less than 209 increase in traffic
would put most of them on an earning basis. In view of the narrow-
ness of this margin of loss and of the very great savings possible in
railroad operation, we regard their outlook as far from hopeless.

—

The effect of protracted depression is to reveal the underlying trends
of anera. While part of our transport difficulties are, like other troubles,
no more than reflections of depression, continued traffic stagnation has
uncovered organic difficulties. It by no means follows, however, that
this condition was either caused, or can be cured, by Government.
In this time of extreme stress on everybody, the public has a right to
expect the railroads to do what they can for themselves before they call
on the rest of us and we are convinced that there is a great deal which
the railroads bave left undone. It has been said by experienced and
informed observers that—because ¢f enforced reduction in expense—
a 20% or even a lesser increase in traffic volume would put most of the
railroads on an earning basis and that less than a 509% increase would
restore them to net earning levels of 1920, Passing the question of
strict accuracy in these broad assertions, the fact is that, here as else-
where, there has been such liquidation of the general extravagance of
the 1929 delusion, that a very moderate movement on the upward
busiress spiral would dissipate much of the seeming cloud on the sol-
vency of many railroads. The committee is not proceeding on con-
jectures of unwarranted optimism, but it does seem that, if the margin
of loss is as scant as this, it is narrow enough to invite some robust
action in railroad administration to improve earning statements—not
by increased traffic or Government intervention—but by economies
and improvements in operation, and perhaps by a reduction in rates
to attract more business. That has been the universal action in sister
industries and that is the view of some of the leading authorities in
railroad management.
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Against this view it is urged that railroads have been prevented by
statutes and regulations from acting freely or that, where they have been
permitted to act, restrictions legally imposed upon them as railroads
have been extended to them in new fields. While we belicve that this
argument is too much emphasized, we have found some substance in this
complaint. The Committee believes that railrcads should be permitted
to act along the lines suggested herein subject to no more and no heavier
resirictions than their competitors and that the Congress and regulatory
bodies owe them a positive duty 10 relieve them promptly of any handicap
whatever in this regard.

(a) Railroads should adopt the competing methods of which they
complain.

Much of the difficulty which the railroads ascribe to automotive and
potential air and pipe line competition should and could have been
relieved by an alert and aggressive railroad policy. We believe that if
the railroads had regarded themselves more accurately as purveyors of
transportation rather than as guardians of a monopoly, they would
have been more alert to take advantage of every development in their
field and that a more progressive policy might have turned to their own
distinct advantage the very things they now regard as a burden and a
threat.

Resort to Government as an alternative to self-help is to be deplored.
The early transport pioneers did not go to Washington, to have their
ferries and steamboats protected against rails. They developad the rail
service and became controlling figures in the new field. We think it is
quite clear that the railroads have been distinctly remiss in noi getting
the most out of the new methods. It seems to us that the truck, in local
and terminal service, motor drawn equipment on rails and highways in
many cases, and the airplane, where rapid transit is required, afford a
way to a beneficent transport revolution, that the railroads themselves
owed a duty to the public to have led, and that the quicker they do so
bow, the better it will be for all concerned. After they have taken this
logical step, we wonder whether they will be so eager to restrict these
other forms of transportation as they are now.

(b) Railroads should co-operate to reduce competitive expense.
(1) Unnecessary services should be abandoned.

We think that theere has not been sufficient co-operation among the
railroads. As an example, we quote from the Inter-State Commerce
Commission’s 1932 report, p. 37:

‘*The expenses so chargeable to passenger and allied services for the
year 1931 before taxes, rentals and interest were 110.829% of the revenues
from those services. For the freight service the corresponding figure
was only 68.62."
The public is familiar with the spectacle of “‘crack’ passenger trains

shuttling back and forth across the country empty or nearly so and
perhaps, also, with the explanation that this ‘‘is necessary to retain the
competitive reputation for service'’—in other words, for sales promotion
or advertising. The Committee believes that agreements in good faith
and within the law could relieve this expense. We think empty trains
should either be filled by reduced rates or taken out of service. With
our whole economic structure at stress, sympathy with such extravagance
is difficult.

(2) Metropolitan terminals should be consolidated and unnessary
facilities scrapped.

Terminal expenses constitute an astonishing proportion of railway
costs. Great economies, and much improved service, are possible
through the use of trucks in terminal areas and further large savings by
unification of railway and other terminal facilities. Railroads have in-
sisted on -eparate terminals in metropolitan areas for purely competitive
advantage. The resulting multiplicity has imposed high costs, poor serv-
ice and great waste. This burden upon shippers is indefensible. Reform
is as necessary to modern metropolitan convenience as to railroad econ-
omy. It is impossible to deal effectively with the manifold problem of
a modern city without a unified plan of development for all forms of
transportation. This problem differs in different cities and therg are
legal and other difficulties involved, but much could be accomplished
at once by co-operation among railroads and a complete solution would
be greatly facilitated if all forms of transportation were placed under a
single regulatory agency and if railroad consolidation were worked out
along regional lines.

These improvements would entail wholesale scrapping of some facil-
ities. We cannot follow the argument against the writing-off of obsolete,
non-earning and unnecessary properties. We think that there are thou-
sands of miles of trackage and many other facilities, both in terminals
and elsewhere, which serve no necessary purpose and which do not now
earn and never can. They are handicaps on efficient operation and
burdens on the public. Their elimination would reduce capital assets
but it would result in lower rates, better earnings and improved service.

(8) Circuitous haulage should be eliminated.

Circuity in haulage to keep traffic on the rails of a single system en-
tails great waste for which the Committee can find no sufficient excuse.
As in all attempts to apply general principles to the infinite variety of
circumstance in a great nation, a flat rule requiring freight to be routed
by the most direct route, letting the revenue fall where it may, would
result in soma hardship, but the preseat practice leads to grotesque re-
sults. It is not easy to reduce the effect to figures, but the unnecessary
haulage of freight has beea estimated at a large percentage of total ton-
mileage. Until the railroads are willing, by co-operation, to eliminate
his kind ot waste, it i. ditficult to share their apprehension of competing
methods.

(d) Financial management should be improved.

We have discussed our view of the contribu ion of existing rate-making
rules 1o present financial distress, but we also question the policy of
some railroads in applying too great a propor ion of earnings to dividends
and too little to the retiremeat of debt aad the accamulation of surpluses
and reserves—a practice which we regard as responsible, at least in part,
for the existing unfortunate condition of some roads.

(d) Transport methods and equipment should be brought up-to-
date.

We acknowledge the restrictions on railroad initiative through regula-
tion of appliances and on railroad resources through rate regulation. We
are also aware of the progress that has been made in speed, quality of
service, and increase in the radius of use of material equipment. Never-
theless, it cannot be fairly said that railroad advance in applied science
is abreast of that in other industrial fields. For example, the improve-
ments in Germany with stream-lined Diesel and electric trains of very
light tonnage maintaining schedules of 96 miles per hour to offset motor
transport, has no counterpart here. The Committee bas not found
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it practicable to make exhaustive studies on this subject, but offers the
suggestion that the Inter-State Commerce Commission authorize and the
railroads set up, one or more central research and engineering organiza-
tions to which all railroads in certain groups shall contribute—their prod-
ucts to be available to all contributors.

(e) In view of what could be done by better management, the
general outlook seems far from hopeless.

Generally speaking, it must be recalled that, in railroads—almost
alone among sister industries—rates remain at boom-time levels. Ad-
justment to new economic horizons lags. It is hard for us to believe
that whole-hearted co-operation and vigorous application of contem-
porary principles of industrial mapagement and control, within the
various railroad companies themselves, along lines just discussed. would
not do more than can Government or any other outside force to rehabili-
tate this most important of American industries.

In depths of depression, as at peaks of prosperity, fundamental values
become distorted by the fog of gloom, on the one hand, and the rosy
haze of hope on the other. These opportunities for aggressive policy
and management coupled with at least some of our suggestions in aid of
the transportation situation as a whole seem to us to indicate a distinctly
hopeful (rather than a despairing) prospect for the railroads and we think
that both regulating agencies and others having interest and influence
in the railroads should act promptly to overcome what seems to us a
degree of inertia in this regard.

1V. Regulatory jurisdiction should be extended to the whole
National transportation system but applied only to the extent neces-
sary for public protection. The existing regulatory mechanism of
the Inter-State C ce Com is inadequate and should be
improved by reorganization without expansion or increased expense.

The work of the Inter-State Commerce Commission is a contribution
to the advancing science of political economy. One has only to read its
most recent report to realize,the sympathy and intelligence with which it
addresses the problems confronting it. Jt has pioneered a complex
subject and, if it has recently operated on principles which this Committee
regards as in part obsolete, it is important to remember that they are
statutory principles. We think tbat if critics would give more attention
to the legal limitations upon the Commission and its own repeated
recommendations thereon, they would find less ground for complaint.

The studies of the Committee clearly indicate the advisability of ex-
tension of regulatory jurisdiction to the whole transportation system.
The Committee feels that a judical type of organization, such as the
Commission now has, is inappropriate to its present work and wholly
inadequate to a wider jurisdiction. In extending its powers, it is not
necessary to expand its personnel and expenditures. What is needed
is to reorganize its functions, divide its work and give it a form and
method more appropriate to the tasks before it. At present they include
rate-making, and that is at least a quasi-legislative function; decisions in
conflicting causes and that is distinctly judicial; and supervision of
administration, and that is certainly executive. From another angle of
analysis, we find it attempting to plan, and that is a staff duty, and
to carry plans into execution, and that is purely operative. For all
these inconsistent purposes, it must finally act in a body on many ques-
tions, with no sufficient latitude for delegation, and that is uttlery
inconsistent with any modern theory of operation except for legislative
and judical action of the very highest order.

The data before us indicate that (whatever may be the limits to
which actual regulation or administration is extended) the necessity
for planning and for comprehensive information on the whole transport
problem is absolute. A cogent railroad argument is to the effect that
the Government has regulated the initiative out of the railroads, and
that by reason thereof, they are in their present plight. While there is
a tendency to overemphasize this, three facts remain: first, that the
Government, principally through the agency of the Commission, has
for many years assumed to dominate railroad administration; second,
that railroad policy and management are not abreast of sister industries;
and third, that some railroads are in a perilous condition. Nobody can
assume authority without accepting responsibility. The existing
railroad condition speaks for itself to say that regulation by the Com-
mission has left something to be desired.

The lack of incentive or authority in the Commission to plan and to
act affirmatively is evident throughout its most recent report. It
hopes that “efforts have been or will be made to bring the rival trans-
portation agencies into some measure of agreement.” It thinks that
“no rival transportation agency should be given unfair advantage,'’
but complains that ‘‘there is no adequate information . . . nor do we
know of any comprehensive and definite plan for a cure . . .” It
believes that the public “safety and convenience''should be protected by
regulation of automotive agencies but asks for “*a thorough investigation
under authority of Congress.”” It says of regulation of port-to-port rates,
“We have not investigated this subject, but are convinced that it merits
serious consideration by Congress.”” Speaking of restrictions on rail-
road ownership of water-carrier lines, “If the railroads wish this pro-
hibition removed, they should so request the Congress without further
delay. Until the reasons for such a change have been fully presented,
we have no opinion to express upon it."" On the question of stifling of
railroad initiative, there is the suggestion that the railroads “ask the
appropriate authorities for definite relief.” Without unduly extending
these quotations, it is fair to say that the whole report is eloquent of a
somewhat passive attitude toward acknowledged evils and also of
grave difficulties that have arisen from drastic regulation verging on
administration by an authority which sits and hears but has only a
limited scope in which to inquire and plan and act.

1f, as we think it should, the regulating body should pass on railroad
corporate reorganization, there would be a new and expert function for
which we think the Commission is not now equipped or organized.
There should be a separate department and an appropriate expert per-
sonnel for this work. This is an emergency matter.

The organization should be reformed without expansion to act along
wider and more affirmative lines with less attempt to run the business
of transportation and with more concentration on protection of the
public, and maintenance of a healthy National transport system. It
should have inquisitorial powers and duties to keep constantly abreast
of changing developments and should be required to report annually
to Congress on the state of the nation’s whole transport system with its
recommendations for betterment.

Its activities should be reorganized with appropriate separate depart-
ments, with a chief at the head of each, for its legislative, executive and
judicial functions, and for each major special function such as control
of corporate reorganization. It should have also a planning department
with a research staff and such other departments as experience in-
dicates. Except in the exercise of its more important legislative and
judicial functions, departmental hearings and decisions should be suf-
ficient and action as a body should not be required. While all heads of
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departments should sit in council on basic policies and important prob-
lems, the body should have a vote only on the most important legislative
and judicial decisions. Either one man, or at most an executive com-
mittee of three, should have exclusive responsibility and authority in all
executive functions, and final decision in all but the more important
legislative and judicial functions of the separate departments.

This form of organization and method divides, decentralizes and 80
speeds works, permits specialization yet assembles special views on
general policies. It retains the advantage of the committee form for
council but secures the advantage of a compact responsible group for
action. All these attributes will be needed in the tasks inevitably
confronting future transport regulation and only a few of them are
available now.

V. Emergency Recommendations.

(1) Corporate reorganization can and should be facilitated by
revision of the bankruptcy procedure.

Present railroad distress is sufficiently shown in the current report
of the Inter-State Commerce Commission, that 122 Class I railways
failed to earn fixed charges in the first three quarters of 1932. The
financial structures of many railroads carry too many inflexible charges
and too few liquid surplus assets to survive protracted non-earning
periods. This condition cannot be cured by increasing rates to salvage
old mistakes or by lending Government money to preserve them. They
require realistic reorganization in accordance with the facts. Some
railroads can hope to survive only on drastic reorganization and scaling
down of fixed obligations.

The Reconstruction Finance Corporation was created to tide over
an emergency, in the hope of some recovery, but this use of Federal
credit encountered a link between the emergent and the more per-
manent problems. The fixed charges of some roads are heavier than
any fair prospect of restored traffic will bear. The Corporation cannot
pour public treasure into situations where, instead of temporarily sup-
porting operations and loaning to maintain prudent interest payments,
there is a wasteful delta of out-flowing streams of interest on unsup-
portable capital structures. That would postpone inevitable read-
justments at public loss to no good purpose. There is need to reform
these top-heavy structures to make them available for emergency aid
before it is too late and the present legal mechanism is too slow and
cumbersome to serve.

We recommend revision of bankruptcy procedure to permit prompt
and realistic reorganization of overcapitalized corporate structures
without destructive receiverships and judicial sales on depressed markets
to the end that the railroads’ justifiable borrowing requirements may
be met with safety to the lender under adequate protection.

(2) The recapture clause should be repealed retroactively.

The so-called *‘Recapture Clause’ of Section 15-a of the Transpor-
tation Act is based on an economic misconception and has proved to be
an element of uncertainty in railroad financing. We join the recom-
mendation of the Commission for its repeal ‘‘both for the future and
retroactively.”

(8) The statutory rule of rate-making should be revised.

Reasons and suggestion for amending the present rate-making rule
are discussed beginning at page 21. As was there stated, rate-making
cannot be made to preserve unsound capital structures or to ‘‘attract
capital’’ regardless of what the service is worth, but if the rule is put on
a common-sense and forthright basis, we can approach the railroads’
financial problem with more intelligence. While this is a permanent
as well as an emergency reform we think it is important to a prompt
and sound solution of the railroad problem. We understand that
both the Inter-State Commerce Commission and the House Committee
on Inter-State and Foreign Commerce recommend a change and regard
its necessity as emergent. Indeed the committee found no opposition
to change in any of the evidence or representations before it.

(4) “Adequate security’’ does not necessarily mean “marketable
collateral.”

The Reconstruction Finance Act requires ‘“‘adequate security’ for
railroad loans. It should do so and we recommend no change in the
law. As a matter of interpretation, however, if, upon reorganization
of overcapitalized structures or on sound existing structures, a particular
loan is sufficieatly protected by priority of lien and reasonable pros-
pects of earnings available to its priority of payment, we do not regard
marketable collateral as a determining factor. In fact we believe
that, with prompt improvement of capital structures where necessary,
private capital will be available for necessitous railroad loans.

BERNARD M. BARUCH, Vice-Chairman
CLARK HOWELL
ALEXANDER LEGGE.

New York, Feb. 13 1933.

SUPPLEMENTAL REPORT OF ALFRED E. SMITH.

While I am in substantial agreement with the greater part of the
Commitee’s report, this sumllﬂ_nmnmry memorandum states my conclu-
sions in my own language, placing the emphasis where I think it belongs.

Emergency Action.

As to emergency action, I recommend the following:

1. The recapture clause of the Transportation Act should be repealed
retroactively.

2. A debtor relief act with a special provision governing railroads,
which will have for its object scaling down debts and composing
differences without bankruptey receiverships, should be passed,
but its operation should be for the period of the emergency only,
which for the purposes of this act should be declared to end on
Jan. 1 1935.

After most careful consideration I cannot recommend as an emergency
measure that there is immediate need of action by Congress to make a
new statutory rule of rate making, nor that the present powers of the
Reconstruction Finance Croporation to make loans to railroads should be
extended or materially changed. Specifically I believe no useful pur-
pose will be served at this time by an extension of the powers of the
Reconstruction Finance Corporation with regard to railroads so that
they can make additional loans without full collateral, upon the assump-
tion that railroad rates will be adjusted in such a way that these loans
are bound to be repaid.

Coming now to the basic troubles which afflict the railroads I have
considered carefully the diagnosis offered by numerous groups and in-
dividuals, and the corresponding cures, No purpose would be serve .
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by extended analysis and comment because this subject is fully covered
in the report of the staff. My conclusions are stated herein in summary
form.

The Railroad’s Competitors.

As to the subject of competition by air, water, pipe and highway lines,
I believe that the effect of competition of these lines upon the railroads
has been exaggerated. Drastic regulation of competing services is not
the solution of the railroad problem, and such regulation should be estab-
lished only in the general public interest. Regulation is expensive.
It is bureaucratic. Once established it expands, and it paralyzes private
initiative without offering constructive leadership. I believe that the
air lines should be left as they are at the present, with no more regulation
than is now provided for. This is a new field, and the less private initia-
tive is interfered with, the better it will be in the long run. The rail-
roads had they day of freedom from restriction coupled with enormous
government subsidies. That day is over and inidividual initiative in
blazing trails and laying ties for railroads across the Rocky Mountains
and the Sierras is no longer needed. Air lines are an infant industry
and are entitled for the present to some government help without undue
regulation.

The pipe lines are built. They serve a very limited purpose. They
present no serious menace to the railroads. I see no advantage in ex-
tending regulatory control over them.

As to water transportation, with particular reference to inland water-
ways, I believe that government subsidies in this field should be cur-
tailed, not primarily because they result in unfair competition with the
railroads, but because these subsidies have not proved effective. Cer-
tainly the New York State Barge Canal cannot be said to compete with
the existing railroads, because in spite of construction and maintenance
by the State and free tolls, the barge canal carries so little freight that
It presents no problem to the railroads. The New York State Barge
Canal is an heirloom. Sentiment rather than common sense make us
keep it up. I am opposed at this time to the construction of the St.
Lawrence Waterway, because it would be a waste of public funds. Pre-
sent rail facilities are more than adequate to provide for everything which
the proposed canal can accomplish. The cost of moving grain owuld
not be lowered by this canal sufficiently to justify the enormous expendi-
tures which it would involve; keeping in mind also, that this waterway
would be open only for a part of the year, and that the railroads would
have to be used anyway the rest of the year. I believe that a special
Investigation should be conducted into the Inland Waterways Corpora-
tion, to discover exactly what it costs the War Department to operate
this corporation, and whether or not further expenditures for this pur-
pose should cease.

As to competition by motor trucks and buses, the testimony given
before us does not indicate to me that the competition is at this time as
serious a menace to the railroads as they claim it to be. Inter-State
trucks and buses as yet carry only a comparatively small part of all
freight and passengers. On the other hand, it is unquestionable that
this form of transportation will soon be used more and more, because it
is economical and efficient. In g number of cases, buses and trucks
have actually relieved the railroads of burdens on short hauls, and
have enabled them to cut down train service where these could not
possibly pay.

Extravagant claims are made as to the penalizing of railroads as
contrasted with highway transportation by taxes and by numerous
regulations affecting service and labor. Trucks and buses are already
substantially taxed through license, gasoline and oil taxes, and these
are being steadily raised so that within a short time, in the course of
normal events, the users of highways for commercial purposes will be
paying their full share of the cost of construction, reconstruction and
maintenance. The tendency in every State is to make them pay their
way, and the Federal Government is already taxing them for gasoline.
In fact, at the present time in many States of the Union, gasoline and
license taxes are being diverted from highway maintenance and con-
struction to other fields of Government expenditure.

Wl_]ile there is much to be said for regulation of all common carriers
on highways by the Inter-State Commerce Commission or some other
Federal agency, and by the appropriate State regulatory agencies, it
81'10}11(1 be noted, however, that such regulation cannot reach the in-
dividual farmer, merchant, and owner who is not a contract or common
carrier. I belxgve t}lat such regulation should for the present, be for
the purpose of msuring responsibility, and fixing the physical standards
for vehicles and for similar purposes, rather than for the fixing of rates.
This is practically what the railroad and bus representatives them-
selves have recently agreed on. The plan for a Federal license tax
with a return to the several States of their respective shares, suggested
by various witnesses, seems to me to be impractical, undesirable and
at present unjustified. I believe that the railroads should go into the
bus and truck business on a larger scale, and that they should be en-
couraged to do so by appropriate legislation.

Grade Crossings.

F As to the elimlnutipn of crossings at grade of highways and railroads,
I believe that the railroads’ share of the cost should be materially re-

duced. In many States the railroads’ share is as high as 50%. This
is unduly burdensome and unfair to the railroads, and it has naturally
resulted in bitter opposition to elimination orders and the general slowing
up of the crossing elimination program. This reduction cannot, how-
ever, be accomplished by Federal legislation or fiat. It must be brought
about by persuasion in the several States.

I cannot subscribe to the recommendation made to the committee
that Congress should fix a maximum rate of taxation on railroad property
beyond which any State and local levies would be invalid.,

Valuation.

Coming now to valuation, I have not been able to give this subject
sufficient study even to attempt a solution. The questions involved
are exceedingly intricate. Members of Congress and experts outside of
the government have been studying them for years without coming to a
satisfactory conclusion. From a superficial study, I am not entirely
satisfied that the prudent investment theory is unworkable., The repro-
duction cost theory is obviously obsolete and must be discarded. I
cannot subscribe to the idea of basing railroad rates on ability to attract
new capital, on the present cost theory or on the theory of the natural
rule of survival. I doubt whether the courts would sustain or the public
tolerate the survival theory. The present cost theory would tend to
put the seal of approval on existing chaotic and wasteful railroad organi-
zation. The theory of fixing rates to attract new capital begs the whole
question. It starts with a conclusion and adjusts all the facts to meet it.
Moreover, this theory would defeat itself because the public would
not be able to pay the high rates which it would bring about. In the
end there would be less traffic and less revenue than before. Moreover,
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even if the public were able to pay the bill, I believe that the adoption of
this theory would perpetuate bad management, write up values of many
railroad securities beyond their actual worth, and take away the incentive
to consolidation and good management.

A new principle of valuation has recently been proposed by the Com-
mittee on Inter-State and Foreign Commerce of the House of Repre-
sentatives which seems to me to have considerable merit, but which is
in such general language that it is difficult to see how it can be made the
basis for the scientific determination of rates. It seems to me, however,
that this is a subject which Congress should decide.

Whatever principle is adopted, I am satisfied that the general public
will not tolerate writing up values or increasing rates merely upon the
theory that a great many railroad securities are held by savings banks,
trustees and insurance companies as security for widows, orphans and
other beneficiaries of trust. It must be recognized that many railroad
bonds are worth less than par in the light of conditions entirely separate
from the depression, and that railroad stocks have declined even more
in value. These assumptions are based upon any common sense theory
of true valuation, whatever it may be. Similarly, I do not believe the
public will approve the proposal that railroad rates should be high enough
to retire a substantial part of cutstanding bonds, because this will be
regarded as just another way of attempting to give present bonds arti-
ficial values.

The Inter-State Commerce Commission.

Taking up now the general question of Federal regulation, we are
all agreed that effective regulation is an indispensible feature of the
solution of the transportation problem. I find, however, little in recent
history to justify the continuance of the Inter-State Commerce Com-
mission ag now organized. This implies no criticism of its members.
They have attempted to function under an obsolete and unworkable law,
and in the face of conditions which call for intelligent planning and
leadership as distinguished from endless debate on details. Everyone
admits that more and more of the work of the board must be delegated
anyway, and if this is so, the question arises as to why a board is needed
at all. I believe that too much emphasis has been placed on the judicial
functions of the Inter-State Commerce Commission, especially on valua-
tion and rate making, and too little on planning and administration-
The complete break-down of the present valuation formula has left the
Commission in a condition which would be laughable if it were not so
serious. The scrapping of the present formula opens up some very
interesting questions for taxpayers. What, for instance, becomes of the
tons of statistics and other data collected on the basis of the old formula?
What of the payroll army of Federal commissioners, counsel, experts
and clerks? What of the wasted time of local officials, railroad repre-
sentatives, farmers, business men and commercial organizations? Sup-
pose that just a little common sense had been substituted for all this
scientific hash, this maze of regulation and red tape? I favor the aboli-
tion of the Inter-State Commerce Commission and the creation in its
place of a new department of transportation headed by one man, or a
one-man bureau head in the Department of Commerce determining
policies with the approval of the Secretary of Commerce. What we need
is a new transportation system, not endless hearings on a system that
does not work.

The Fundamental Problem.

I am convinced that the fundamental problem of the railroads is that
of nationwide consolidation and reorganization to reduce costs and rates,
and to write off losses. The era of railroad pioneering and compe-
tition is over. The roads must reduce overhead and operating expenses.
They must scrap unnecessary, competing and weak! ines, They must
get rid of obsolete equipment. They must cut out unnecessary ser-
vices, They must use trucks and buses, eventually air transportation
and, if necessary, waterways and pipe lines as a supplement or sub-
stitute for rails wherever these new forms of transportation are more
economical. The establishment of a limited number of strong regional
railway systems would be a start in the right direction. Even }hls
will leave a certain amount of wasteful and unnecessary competition.

Whatever may be the basis of valuation and rate making, there must
be a scaling down of many railroad securities. I believe that the banks,
trust companies, insurance companies and other holders of railroad
securities must be realistic about this phase of the problem. The public
will not stand for making them a preferred class of investors, who must
get a hundred cents on the dollar, irrespective of the true value and
condition of the business they have invested in, when values in all other
fields are being readjusted and cut down.

The question for the railroad executives, directors and security holders
to decide is whether the steps taken in this direction should be com-
pulsory or voluntary. To date voluntary regional consolidation under
the auspices of the Inter-State Commerce Commission has made little
progress. The question has been raised whether compulsory consolida-
tion is constitutional. As distinguished an authority as the late Senator
Cummins thought it was, but there is no decision of the United States
Supreme Court squarely on this subject. There is much to be said for
the theory that we are moving inevitably toward one National rail-
road system. Upon this theory, the major railroad systems might well
give serious consideration to the appointment of some sort of an im-
partial chairman, arbitrator or director-general to co-ordinate their
present activities, and to prepare a plan of permanent consolidation.

If the railroads show no willingness to reorganize, reorganization
can surely be brought about by some form of condemnation or eminent
domain. I believe that the railroads will be unsuccessful in attempts
10 maintain their present physical, operating and financial structure
at the expense of the general public by penalizing competitors and
misix}g competing transportation costs, inflating securities, raising rates,
limiting taxation by States and municipalities through Federal legis-
lation, borrowing Government money without adequate security and
other like devices. Similarly, attempts to bring about economy largely
at the expense of railroad labor will prove unsuccessful unless this is
part of a logical general reorganization in the interest of the public.
Undoubtedly many wasteful and unjustifiable regulations have been
made governing railroad wages, hours and conditions of labor, and others
which, however admirable in themselves, the country simply cannot
afford to-day, but the railroads cannot expect public support in changing
these regulations merely as a means of retaining and perpetuating other
conditions which are equally wasteful. They cannot expect to make
labor the only scapegoat. S

Those who are responsible for present railroad management need
not complain of radical or drastic governmental action in the near
future if they are unwilling even to attempt to meet their problems in
a bold, forthright way through their own initiative and co-operation.
They have an unrivalied opportunity to do themselves and the country
a great service. They should have the guidance and help of the National
and State governments in this effort.

ALFRED E. SMITH.
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The Course of the Bond Market.

After the Lineoln’s Birthday holiday on Monday this week,
bond prices declined along with stoek prices, showing par-
ticularly large losses on Tuesday and again on Thursday.
A weaker banking situation throughout the country, evi-
denced by more bank failures and inereased ecirculation,
seemed one of the impelling causes. A bank holiday of a
week was declared in Michigan. Declines occurred through-
out the domestic and foreign bond lists and U. S. Govern-
ment issues, with noticeable emphasis on public utility
bonds. The railroad bond averages, in three days’ time,
receded to levels of two weeks ago, while public utility
averages went lower than those levels. Industrial issues
sold off and the issues of a number of foreign countries de-
elined several points. Moody’s index of 120 domestic bonds
stood at 81.30 on Friday, having been 83.23 one week pre-
viously and 82.38 two weeks ago.

U. S. Government issues closed lower nearly every day
this week, making a particularly large decline as a result
of Tuesday’s and also Friday’s trading. Long term Treasury
issues lost as much as half a point, in some instances, on
these days, while shorter terms were off fractionally.
Moody’s average price of long term Treasury issues stood at
102.45 on Friday, having declined from a high of 103.82
on Feb. 2, and going below the previous low point this year
of 102.66 on Jan. 17. A week ago this index stood at 103.37
and two weeks ago at 103.77.

Railroad bonds as a group held relatively steady during
the first two days of the past week, but thereafter became
weak. Price declines were not large for the very highest
grade issues, Union Pacific 4s, 1947, declining only one
point from 10014 to 9914, and Atchison Topeka & Santa Fe
4s, 1995, 174 points from 95 to 9314. Medium grade and
speculative bonds, however, declined sharply. In the
former group some of the more severe declines were registered
by Southern Pacific 4s, 1955, from 79 to 72, New York Cen-
tral 4s, 1998, from 70 to 6214, and Pennsylvania 4 14s, 1965,
from 8914 to 8374. Recessions of as much as five points or
more took place in the more speculative group. Illinois
Central 434s, 1966, declined from 40 to 3534, Great Northern
7s, 1936, from 57 to 53, and Chicago Great Western 4s, 1959,
from 34%¢ to 31. Liquidation of railroad bonds, particu-
larly those not _absolutely gilt edge, was, presumably, the
result of a general feeling of uncertainty created in the se-
curity markets by the Michigan banking troubles. Another
possible factor of influence was the publication of the report
of the National Transportation Committee, which from the
standpoint of railroad securities could hardly be considered
immediately ‘“bullish,”” because of its statement as to the
necessity of reducing railroad ecapitalizations. Moody’s
index of 40 railroad bonds closed the week on Friday at
75.50, was 77.77 the week before and 76.25 two weeks ago.
Weakness prevailed throughout the utility bond groups
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in the last three days although the tendency was particu-
larly pronounced Tuesday, when all bonds almost without
exception fell off. On that day Detroit Edison issues sagged
considerably owing to special developments within the State.
Weakness has not been confined to lower quality issues, it
having affected the highest grades as well. American Tel. &
Tel. 5s, 1965, declined 134 points in the past week, closing
at 103 on Friday, Cincinnti Gas & Eleetric 4s, 1968, lost
134 points, closing at 98 and Consolidated Gas of New York
414s, 1951, were off 314 points to 9715. Among the more
speculative issues, American and Foreign Power 5s, 2030,
were down 215 points to 32 this week, Indianapolis Power &
Light 5s, 1957, lost 134 points to 9124, and Florida Power &
Light 5s, 1954, lost 3¢ points to 60%4. Moody’s index of
publie utility bonds stood at 83.85 on Friday, compared with
85.99 a week ago and also two weeks ago.

A reactionary stock market and generally discouraging
financial and corporation news found reflection in lower prices
generally for industrial bonds this week. Further wholesale
price cuts in cigarettes brought weakness to tobacco issues,
which had previously behaved well this year. P. Lorillard
5s, 1951, were 3 points lower to 91 for the week and Tobacco
Products of N. J. 618s, 2022, receded from par to 9615.
Steel, oil and rubber issues were universally soft, declines
ranging from fractions in high grade issues to several points
in second and third line bonds. National Dairy Products
514s, 1948, fell off 2 points to 8024. Prior to and after the
receivership action, Willys-Overland 614s, 1933, were weak,
losing upwards of 10 points. Moody’s index of 40 industrial
bonds eclosed the week at 84.97 compared with 86.25 a week
ago and 85.48 two weeks ago.

This week’s foreign bond market was weak, with declines
in practically every group. The drop was particularly pro-
nounced in all classes of German bonds, and Argentine,
Danish, Japanese and Brazilian obligations, as well as in
Colombian issues. Norwegian bonds were slightly lower, the
same as [talian public utility bonds and most of the obliga-
tions of Eastern European nations. Australians also slipped
off somewhat; Polish bonds, too, were irregularly lower.
German 514s, 1965, lost 214 points for the week, closing at
55 on Friday. Moody’s average yield on 40 foreign bonds
was 10.40% on Friday, compared with 10.05% and 10.20%
one and two weeks ago, respectively.

The quotations for municipal issues were steady in the
face of weaker markets for these securities. Bids were
lowered somewhat. A default in Feb. 15 obligations of
Detroit was reported but officials state that adequate funds
are on deposit and will be available as soon as the Michigan
banking situation is adjusted. Activity in Detroit issues
was limited, with the nominal quotation 50-60 on all issues,
transactions being reported around 55. South Carolina
offered an extension to holders of $5,000,000 in notes due
Feb. 15. Payment of interest was made, with $200,000 to
be prorated on principal, the balance to be met with 6%
issues maturing in one or twenty years, at the option of the
holder.

Moody’s computed bond prices and bond yield averages are
shown in the tables below:

MOODY'S BOND PRICES.*
(Based on Average Ylelds.)

MOODY'S BOND YIELD AVERAGES
(Based on Individual Closing Prices.)

120 Domestics
by Groups.

P.U.

120 Domestics by Ratings.

Aaa. Aa. A.

120 Domestics

1933 by Groups.

Datly
Averages.

120 Domestics by Ratings.

Baa. P. U,

104,51
104.85
105.37
105.54

105.89
105.89
105.89
105.89
105.72
105.37
105.37
105.37
105.54
105.89

105.54
105.03
105.54
104.85
106.07
104.16
103.99

85.61

92.68
105.72

90.83 | 79.45
91.53 | 79.68
91,96 | 80.14
92,10 | 80,49
Stock | Excha
81.66

83.85
84.35
84.72
85.10
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85.99
86.12
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*Note.—These prices are computed from average ylelds on the basls of one “ideal” bond (43 % coupon, maturing in 31 years) and do not purport to show efther

the average level or the average movement of actual price quotations.
movement of yleld averages, the latter being the truer pleture of the bond market.

xThe last complete list of bonds used in computing these indexes was published in the “Chronlcle’ on January 14, 1933, page 222,

by months back to 1928, refer to the ‘‘Chronlcle” of Feb. 6, 1932, page 907.

They merely serve to lllustrate In a more comprehensive way the relative levels and the relative

For Moody's Index of bond prices
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THE CLEVEL:AND STOCK EXCHANGE—STOCKS AND BONDS.

On this and the following pages we furnish a complete record of the high and low prices for both stocks
and bonds made on the Cleveland Stock Exchange for each month of the years 1931 and 1932. The com-
pilation is the work of the Cleveland Exchange itself and is, of course, based on actual sales, and covers
these and nothing else.

For record of previous years see “Financial Chronicle” of Feb. 20 1932, page 1264; Feb. 21 1931, page
1297; Feb. 15 1930, page 1035; Feb. 16 1929, page 959; Feb. 25 1928, page 1109; Feb. 26 1927, page 1133;
Feb. 27 1926, page 1084; Feb. 28 1925, page 1019.

MONTHLY RANGE OF PRICES ON CLEVELAND STOCK EXCHANGE FOR 1932.

STOCKS. January | February March Aprl May June July August | September | October | November | December
Par|Low High|Low High|Low High|Low High|Low Htgh|Low High|Low High|Low High|Low High|Low High|Low High|Low High

BANKS. $ per share|$ per share|$ per share($ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|s share|$ per share
Central Ur}l‘tcd National____20/ 24 28 | 30 3313 30 30 | 20 2715 20 20 121, 20 12 15 lz:’) 26 I) bzn 201y 21 21 121y 173%
Cleveland Trust 100 120 130 |100 115 ’)‘hs 10112118 120 |14813165 (140 150 |125 135 [118 12

Guardian Trust.___ -{100 105 |100 100 5 3 5
R TEre R e . 1 ey potiie L 697 ‘(»0 80 | 95 100 | ¢ 100 | ¢ 90
Union Trust. .o c oo o..__..25] & 2 103 2 127 1915| 151;

MISCELLANEOUS.
Aetna Rubber 3 15g
Air Way Elec App pref 1
Akron Rubber Rcdnimlng._-

Preferred 100
Allen Industries.
Preferred

Apex Electric& Mg A _._._.. *
Prior preferred >
Bessemer Limestone A"
Brown Fence & Wire cl A pfd_*
Bulkley Bldg pref 100
Byers Machine A
Chase Brass & Copper pref._ lOU 7 s
Gity Ice & Fuel . 15 24 15 i+
Clark (Fred G)
Cleveland Auto Machine
I1st preferred -
Cleveland Builders Realty._.*
Cleveland Builders Supply...*
Cleveland Cliffs Iron pref._.__*
Cleve Elec 111 6% pref__. 1
Cleveland Quarries. ..
Cleveland Ry S
Certificates of deposit. ..
Cleve Securities prior pref___*
Cleve Union Stock Yards..._*
Cleveland Worsted Mills
Cleveland & Buffalo Transit.*

Cleve & Sandusky Brewing . 100
Preferred
CliffsCorpvtc
Columbus Auto Parts pref___*
Commercial Bookbinding____*
Cooper-Bessemer
Corrigan McKinney Voting_ _1
Non-voting 1
Detroit & Cleve Nav
Dow Chemical
Preferred

Eaton Manufacturing
Edwards (William) 6% pref. 100
Electric Controller & Mfg._ ...
Enamel Products.._._._._
Faultless Rubber

Federal Knitting Mills_.

Ferry (Iup.& Set Screw. .

6% preferred..
Foote Burt..
Fostoria Pre:

General Tire & Rubber.
6% preferred
Geometric Stampin
Glidden prior preferred
Godman Shoe Co..
Goodrich (B F) ..
Preferred. ...
Goodyear Tire
Preferred
Great Lakes Towing pre
Greif Bros Cooperage A

Halle Brothers
Preferred. ...
Hanna (M A) §7
Harbauer.
Harris-Seybold-Pot
Higbee 1st preferred
Second preferred___

India Tire & Rubber.

Jaeger Machine....
Kaynee Company

Preferred 10i
Kelley Island Lime & Transp_*
Korach (S) Co *

Lamson Sessions. .. ...._.....
McKee (Arthur G) classB._
Medusa Portland Cement. .
Metropolitan Paving Brick...
Preferred
Miller Wholesale Drug
Mohawk Rubber
Preferred
Morgan Lithod¢raph.
Murray Ohio Mfg. .
Myers (F E) Bros
Preferred

National Acme
National Carbon pref.
National Refining. ..
Preferred_ ... -
National Tile...
National Tool ..
Preferred. . _ .
Nestle-LeMur A
Nineteen Hundred Corp
North American Sec A..
Ohio Brass B.__.
Preferred .. ..
Ohio Confection “A
Ohio Seamless Tube.
Preferred

* No par value.
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MONTHLY RANGE OF PRICES ON CLEVELAND STOCK EXCHANGE FOR 1932— (Concluded).

STOCKS. January | February | March April May June July August | September | Octoder | November | December
Low High|Low High|Low High\Low High Low High|Low High|Low High|Low High|Low High|Low High|Low Hioh

$ per share|$ per share|$ per share $ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share
Otis Steel b 713 7lg|- eyl .| 8133

Packard Electric “atamped e
Packer Corp

Paragon Refg B 3d end. o+
Patterson-Sargent.... o
Peerless Motor. 3

Republic Stamping & Enam-
Richman Bros
Robbins & Myers v tc series l'
Series 2v tc
Preferredvtc

Seiberling Tire & Rubber-.ia'

Smallwood Stone.
Standard Oil of Ohio pref.

Stouffer Corpcla

Swartwout

Thompson Aeronautical.
Thompson Products Inc
Trumbull Cliffs Furnace pf 100

Truscon Steel
Preferred ...
Union Metal__.
Van Dorn Iron
Weinberger Drug In
‘West Res Inv Corp 6% pref. 100
White Motor
White Motor Securs pref.
Wood Chemical Prod A.
Class B
Youngstown Sheet & Tube..*
Preferred 100

BONDS.
City Ice Del of Cin 6s.
Cleveland Ry 58 ... ...
C & S Brew stamped 6s...1948
Cleve SWRy&Lt Div Mtge 5s'54
Firestone T & R of Cal 55_.1942
West Res Inv Corp deb 314s '44

* No par value,

MONTHLY RANGE OF PRICES ON CLEVELAND STOCK EXCHANGE FOR 1931.

STOCKS. January | February | March April May June July August | September | October | November | December
Low High|Low High|Low High|\Low High|Low High{Low High|Low High{Low High\Low High|Low High|Low High|Low High

BANKS. $ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share
Central United National 5713 60 | 59 63 | 58 62 | 56 59 | 5112 55 | 511 53 | 564 55 | 563 56 | 42 52 | 35 42 ‘3’3 83512 82% 32
Cleveland Snvlnga&Loan---lOﬁ 15

Cleveland Trust P 2 285 280 292 (255 27
Guardian Trust 324 327 2;3 232 280 290 |2597 2831»
Lorrain St Sav & Trust. 0 350 350
Midland (Indorsed)... 265 275
National City... 324 327 310 312 315
6914 75 0 5714 6012

MISCELLANEOUS.

Aenta Rubber
Alr Way preferred 0
Akron Rubber Reclaiming. ...

Preferred 100
Allen Industrie:

Preferred
American Vitrified Prod.
Apex Electric & Mfg A. -

Prior preferred

Bessemer Limestone
Bishop & Babcock.. .-
Brown Fence & Wire B
A preferred S 193 193
Bulkley Building pref.. 4313 4313
Byers Machine A * 2 2

Canfield Oil 9 s
Preferred 1000 100
Chase Brass & Copper pref.loo 10214 10214 105 105 103 106 |10415 10415102 10412
1 3512 37 | 35% 37% 32 36%| 31 32%| 30 311,
77% 793 79% 80 801| 861 861z 80 841,
) 2 Dl IS 13 113
Cleveland Auto Machine.
1st preferred =
Cleveland Builders Realty. ...
Cleveland Builders Supply.
Cleveland Cliffs Iron pref. .. 92 94 | 913 92
Cleve Elec 111 6% pref... 11114 1131211112 1135
*| 55 604] 656 65
8113 8114
6812 7312
Cleve Securities prior pri * 2 21y
Cleve Union Stock Yards 15 17
Cleveland Worsted Mills. [
Cleveland & Buff Transit

Cleve & Sandusky Brewing. 100
Preferred 100

Cliffs Corpv tc

Columbus Auto Parts pref____*

Commercial Bookbinding *

Cooper-Bessemer pref._ ..

Detmclt & (lilelve Nav..

Dow Chemica _*|"45" 50%| 49 49 48 50 | 353; 481y| 341, 45 | 41 4013 4215
Preferred 101121021 210412/10214 10212103 * 10412 odig]101 * 102

Eaton Axle & Sprin 183 18% 113 12

Edwards (William) 6% pref. 100 70 70 60 60

Electric Controller &

Enamel Products

Faultless Rubber.--

Federal Knitting Mills

Ferry Cap & Set Screw-. =

Firestone Tire & Rubber....
6% preferred

Fostoria Pressed Steel
Gabriel Company

6234 623

* No par value,
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MONTHLY RANGE OF PRICES ON CLEVELAND STOCK EXCHANGE FOR 1931— (Concluded).

STOCKS. January | February | March April May June July August | September | October | November | December
Low High|Low High|Low High|Low High|Low High|Low High|Low High|Low High{Low High|Low High|Low High|Low High

$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share($ per share
Goodyear Tire & Rubber 4373 45 22 24 | 24

'8
Preferred - 831 834 s --| 8 38 5 o
Great Lakes Towing. . 0 --|100 100
Preferred 10314 10314{10213 10215/10312 10312! 102 - 3 8
Greif Bros Cooperage A * 21 21151 21 22 | 21 215 21 2 181z 1813

13% 1934

Halle Brothers
Preferred. .

Hanna (M A) $7 pref.._

Harbauer

Harris Seybold Potter.

Higbee 1st preferred.
Second preferred.

India Tire & Rubber.
Interlake Steamship.
Jaeger Machine. . __

Kelley Island Lime
Korach Co

Lamson Sessions

Loew’s Ohio Theatres 1st pf. 100

McKee (A G) class B

Medusa Portland Cement

Metropolitan Paving Brick.._*
Preferred 100

Miller Wholesale Drug.
Mohawk Rubber....
Preferred
Morgan Lithograph.
R{urmy Ohio 6 6 3 5 :});1 :];(l;l ¥ 2
yers (F E) Bros rid 40 41y v 3 g
Preferred 105 105 1 10: 101 101 |100 100

National Acme 7 3| 6 91 5% 8 6 4] 512 6 4 415) 215 31z
National Carbon pref. . $ 32 133 (130 1301 135 13512/120 13515 3|11912124 "(115 118
National Refining. .. s 2 1914 191 1 16 17 1414 15 | 137 1415 ¢ |- 7 -8lg] 712

Preferred 131_ 13212 129 129 123 123 ¢ 100 100
National Tile. . » s T3 4 33 6 45 5 3 45g 3, 4l 2 3
National Tool..

Preferred.____
Nestle-LeMur A 3 £ 2 2 3 g
Nineteen Hundred Washer. 233 233 23‘4 23‘4 2 2415 241
North American Sec A._.___._* 3 3 3 3 3
Ohio Brass B 63 70 8 31 45

Preferred 10514 1051 107 10712] 105'4 107 10514 106 105%
Ohio Seamless Tube. 193 2 181, 19 | 1812 191 4
Otis Steel

Packard Electric 2 107

Packer Corp 1 " 131, 8

Paragon Refg B 2d endorsed._* Eaig
B 3d endorsed * ot o

Patterson-Sargent. 277%| 2215 2 2

Peerless Motor

Reliance Manufacturing
Republic Stamping & Ennm *
Richman Bros *

25
Seiberling Tire & Rubber..___*
Preferred
Selby Shoe.._ .

1415
Preferred

Sherwin Willilams_ ._________ 25| 6012 '3 & 597 66 335 62 y 2| 583 62

"6 2 303 47
Preferred - 2 2 84 10812
*# 3 4

10112 104

2 1 D b P
Standard Oil of Ohio pref_ Al e 21y 100 100
Standard Textile. * 1 s 17 1 1 1 1 1 1 33 3
A preferred. .. 2 25 0 20 1012 101
B preferred 7 Tt =7 ¢ 9
Stouffer Corp A w w £ 281,
Without warrants
Swartwout,,

Thompson Aeronautical
Thompson Products

Trumbull Cliffs Furnace pf 100
Truscon Steel preterred_...Jo
Union Metal L
Van Dorn Iron.

Vichek Tool

100
Wenern Res Inv Corp pref_ 100
Wheeler Metal Products.
White Motor
‘White Motor Securs pref.
Wood Chemical A
Youngstown Sheet & Tube.

Preferred

B
City Ice Del of Cin 68
Cleveland Ry 5s 2/100 10012
Cleve SW Ry & Lt Div Mtge 5- 54 41 41
Lake Shore Elec gold 5s 3 4
Steel & Tubes deb 68 2l 901z 91

* No par value,

THE CINCINNATI STOCK EXCHANGE.

In the following we furnish a monthly record of the high and low prices on the Cincinnati Stock Exchange
for each of the twelve months ending Dec. 31 1932. The tables include all stocks in which any dealings
occurred during 1932, and the prices are all based on actual sales. For record of prices for 1931 see the
“Financial Chronicle” for Feb. 20 1932, page 1267.

MONTHLY RANGE OF PRICES ON CINCINNATI STOCK EXCHANGE FOR 1932.
stocks. | oy | romen | atwa |, o | vy | e | | o |soenpe| cumre | vmente,

|$ per share|$ per share $ per share $ per share($ per share
Ahrens-Fox A o

Aluminum Industries
American Laundry Machinery.
American Products common. ..

American Thermos Bottle A..
Preferred

New 6% preferred
Biltmore Ero Mfg. ..
Burger Bros
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MONTHLY RANGE OF PRICES ON CINCINNATI STOCK EXCHANGE FOR 1932—(Concluded).

STOCKS. January | Februa March April May June July August | September | October | November | December
Low IIiZh Low H;Zh Low High|Low High|Low High|Low High|Low High|Low High|Low High{Low High|Low High|Low High

$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share $ per Sha’;d
Carey (Philip) Manufacturing. 401z 4012 4013 401z
Preferred ST,

"~ Preferred. ...
Central Trust
150 150

First preferred._ .. 9512 9513
" Special preferred.
Champion Fibre pref 90 90
Churngold Corp 53 2
Cincinnati Advertising Prod..
Cin Ball Crank preferred
Cincinnati Car B

Preferred

Cincinnati Gas & Electric pref
Cin New & Cov Lt preferred. ..
Cin New Orl & Texas Pacific..
Preferred
Cincinnati Postal Term pref...
Cincinnati Street Ry
Cincinnati & Sub Bell Tel_.__
Cincinnati Union Stock Yards
City Ice & Fuel
Preferred. ..
Coca Cola A____
Cohen (Dan) Co
Col Ry Pow & Lt 1st pref
B preferred
Crosley Radio
Crown Overall preferred

Eagle Picher Lead.
Preferred

Early & Dantel
Cumulative preferred

Egry Register A

Fenton United Cleaning.
Preferred

First National_ ...

Formica Insulation_

Fyr Fyter A

General Machinery preferred. .
Gerrard (S A)
Gibson Art____
Globe-Wernicke.
Preferred
Goodyear 1st preferred._ ..
Griess-Pfleger preferred.
Gruen Watch
Preferred
Hatfield-Campbell
Preferred
Hobart mfg
International Printing Ink___
Preferred
Julian & Kokenge _ .
Kahnas (E) Sons partlclpatlng A
Kodel Electric & Mfg A
Kroger Grocery

Lazarus preferred
Leonard Custom Tailors.
Little Miami guaranteed.
Lunkenheimer

Magnavox

Manischewitz

L5 ~ 54 7
* rocter & Gamble._ | ? 2 261z 333
140 14911

8% preferred.. : 150 |1
5% preferred .. 9 9 9 g 911z| 9014 95
“‘ure Oil 6% prefer 46 y 50 521

Richardson o
:ycamorc-Hammon

i1
133 1%
6 612

RECORD OF PRICES ON CINCINNATI STOCK EXCHANGE

We are indebted to Richard Seving, Secretary of the Cincinnati Stock Exchange, for the following compilations showing
the high, low and closing prices on the Exchange for each of the last four calendar years—based on actual transactions.

For record of previous years see ‘“‘Financial Chronicle’’ of Feb. 22 1932, page 1268; Feb. 21 1931, page 1301; Feb. 15
1930, page 1040; Feb. 16 1929, page 963; Feb. 25 1928, page 1113; Feb. 26 1927, page 1135; Feb. 27 1926, page 1086; Feb. 28
1925, page 1020.

HIGH, LOW AND CLOSING PRICES ON CINCINNATI STOCK EXCHANGE FOR 1932, 1931, 1930 AND 1929.

Calendar Year 1932. Calendar Year 1931. Calendar Year 1930, Calendar Year 1929,

LISTED SECURITIES, Re— N
High. | Low. Close. High. . | Close. High. « se. High. Low.
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Aluminum Industries
American Laundry Machine.__
American Products com
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\onaine A
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American Rolling Mill.
American Thermos A_.

Preferred
Amrad Corporation
Atlas National
Baldwin new. .. ___

New 6% preferred
Biltmore Manufacturing
Buckeye Incubator
Burger Bros

Preferred. ...
Carey (Philip) ‘\lanufncturing_-

Preferred
‘Carthage Mills_

Preferred
Central Brass A_

Central Trust__
Central Ware A
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Volume 136 , Financial Chronicle 1099
HIGH, LOW AND CLOSING PRICES ON CINCINNATI STOCK EXCHANGE, 1932, 1931, 1930 AND 1929 (Concl.).

\ Calendar Year 1932. Calendar Year 1931. Calendar Year 1930. Calendar Year 1929.

LISTED SECURITIES (Concl.)

High. | Low. | Close. High. . | Close. High. s High. Low. Close.
Champion Coated Paper 150 200 15 234 1 5
1st preferred }(1)(5)% }géA

Special preferred. ..
Champion Fibre pref. lgg% 101 102 09 l(l)g

0
5

Churngold Corp
Cincinnati Advertising Products..
Cincinnati Ball Crank pref
Cincinnati Car B
Preferred
Cincinnati Gas & Electric pref.__
Cincinnati Gas Transportation.
Cincinnati Land Shares
Cincinnati Newport & Covington Light & Trac..
Preferred
Cincinnati New Orleans & Texas Pacific..
Preferred
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Cincinnati Street Ry
Cincinnati & Suburban Bell Telephone..
Cincinnati Union Stock Yards
Cincinnati Union Terminal pref.
City Ice & Fuel
Preferred
Coca Cola Bottling A
Cohen (Dan) Co
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Columbus Railway Power & Light 1st pref_
B preferred

Cooper Corporation.
Preferred

Crosley Radio new._ .

Crown Overall pref_.

Crystal Tissue

Dixie Ice Cream_

Dow Drug._ ..
Preferred

Eagle-Picher Lead.
Preferred._______

Early & Daniel.__.
Cum preferred.

Egry Register A____

Fay & Egan..
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Fifth Third Union Trust..
First National
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Foundation Investment.
Preferred
French-Bauer deposite
Undeposited
Preferred.__ .
Fyr-Fyter clas
General Machinery p
Gerrard ‘S Av__.__
Gibson Art
Globe-Wernicke.
Preferred
Goldsmith Sons Co.
Goodyear 1st pref__
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Greiss-Pfleger pref.
Gruen Watch
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Hatfield-Campbell .
Preferred

Hobart Manufacturing

International Printing Ink.
Preferred
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Kahn's (E.) Sons 1st pref _
Participating A
Kelley-Koett preferred
Kemper-Thomas
Special preferred
Kodel Electric & Mfg, A_
Preferrod
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Lazarus preferred._ _ _
Leland Electric. ______
Leonard Custom Tailo
Lincoln National
Little Miami guaranteed
Special guaranteed .
Lunkenheimer. . ______
McLaren Cons Cone A_
Magnavox Co., Ltd___
Manischewitz
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Meteor Motor Car___
Moores-Coney A____

oo
10, BO—OD!

—
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National Pumps Corp

Newman Manufacturing Co

©Ohio Bell Telephone pref._

Ohio Shares pref

Paragon Refining B__
B $13 paid
Voting trust certificates $13 paid__
A preferred
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PP SIS R ¥
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Procter & Gamble old_

e
ay

89, preferred
5% preferred.
Pure Oil 69 pref
8% preferred
Putman Candy
Preferred . __
Randall A___
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Rapid Electroty
Richardson
Sabin-Robbins Paper pref__
Second National
Sparks-Withington Co. pref__
Sycamore-Hammond
Preferred
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Western Bank & Trust_
Western Paper A
Whitaker Paper....
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Waurlitzer (Rudolph)
7% preferred

a The 1930 prices are based on new stock; 1929 prices are based on ol stock.
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MONTHLY RANGE OF PRICES ON THE DETROIT STOCK EXCHANGE.

The three tables following show the range of prices for each month of the years 1932 and 1931 for all
securities dealt in during that period on the Detroit Stock Exchange. The record is based entirely on actual
sales, and is that of the Detroit Stock Exchange itself except that we have brought the figures for the different
months together and combined them into a single statement, enabling the reader to trace the fluctuations
for each security during the different months by casting the eye along a single line across the page. The
table, it will be observed, covers stocks only, and is meant to include every sale made during the year. It
alsoincludes sales of bank and trust company shares.

MONTHLY RANGE OF PRICES ON DETROIT STOCK EXCHANGE FOR YEAR 1932.

January | February | March April May Juns July August | September | October | Noy Decem
STOCKS. Low High|\Low High|Low High|Low High|Low High|Low High|Low High|Low High|Low High|Low High Lowm;‘lb{g’hl,ow Hogh

$ per share|$ per share|$ per share|$ per share($ per share|$ per share|$ per share|$ per share|$ per share $ per share er

Alloy Steel class A s 21, 4| 2 2y 2 2 1 2 g $ 1; share|$ el share
Class B

Auto Fan & Bearing common_*

Baldwin Rubber class A

Bower Roller Bearing..

Briggs Mfg Co com

Brown Fence & Wire class B
Burroughs Adding Machine..
Chrysler Corp com 5
Consolidated Paper com. ...
Continental Motors com
Copeland Products Inc
Crowley Milner & Co com

Deisel Wemmer Gilbert.
Detroit & Cleve Nav com....
Detroit Edison common-...100
Detroit Gray Iron Fdry com..*
Detroit Majestic class B com.__*
Detroit Michigan Stove com__*%
Detroit Motorbus 10
Detroit Paper Products____.."*
Detroit Steel Products com.....
Dolphin Paint & Varnishcl A *|_
Class B *

Eaton Mfg Co common
Ex Cello Aircraft & Tool.

Fourth Nat Invest com. ......
Fruehauf Trailer preferred._50

Gemmer Mfg class A

Gen Fdry & Machine units...
General Motors com 10
General Parts common..

Hall Lamp Co common
Hiram Walker-Gooderham
& Worts common

Houseman Spitzley class A__.
Class B
Hudson Motor Car..

Kal Stove —-
Kermath Mfg Co common...

4~ < 5 6 6
m=ea 2 y 2 97 z111
Lakey Foundry & Machin 2 2 112 11:

Mahon (R C) conv pref.
McAleer Mfg com
Mesta Machine common..
Michigan Sugar common..
Preferred
Miles Detroit Theatre. ..
Motor Bankers Corp com..
Motor Products com..
Motor Wheel com.
Muller Bakeries cla
Murray Corp com

National Investors com
National Steel Co com
Outboard Motors class

Class B
Packard Motor Co common......
Parke Davis & Co.
Parker Rustproof common.
Pittsburgh Forgings com..._.

Reo Motor common 2

1
2|738¢ 45¢

Stearns (Fred'k) common____
Sutherland Paper common..10

Third Nat Investors common_1
Timken Axle --ilo
00

Warner Aircraft Corp com...*
Whitman & Barnes common.__*
Wolverine Portl Cement com 10
Yosemite Holding com

BANKS AND TRUST COS.
Bankers Trust Co. e

Detrolt Bankers___ -20| 20% 3715) 313, 3415| 243 9l 131 2015|133 178
Guardian Detroit 1573 19%| 17 187 1y 8 51y 8Y4 16 127 784 1034

* No par value. z Ex-dividends 7 Bold for cash:
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MONTHLY RANGE OF PRICES ON DETROIT STOCK EXCHANGE FOR YEAR 1931.

January | February | March April Ma June August | September | October | November | December

v July
STOCKS. Par|{Low High|Low High|Low High|Low High|\Low High|Low High|Low High|Low High|Low High|Low High|Low High|Low High

$ per share|$ per share|$ per share|S per share|$ per share|S per share|$ per share|$ per share|$ per share|$ per share|$ per share|$ per share
7 Ola| 93 93

Airway Elec Appliance com__
Allen Industries common.____.
Alloy Steel class A
Class B
American Life common
Auto Fan & Bearing common. .
Baldwin Rubber class A
Class B
Bower Roller Bearing__
Briggs Mfg Co common _ i
Brown Fence & Wire class A_.

514 o iy Ziéi Fived| Wisel 3 2
3l H 13 15
15 oAl L 300 300
Blecee wcaw
1113 1134
4 Bdlg|ens SueEs
- 75

1133 1412 1215 2
s 223 SE 9ls 161y s 1473 5 81y 1114

X ERD NN

Burroughs Adding Machine
Chrysler Corpcommon ______ =
Col ia Sugar
Consolidated Paper common_1
Continental Motors common.__
Copeland Products new_

Class A__

Class B_

Class B v
Crowley Milner & Co ¢

211

112
18

Diesel Wemmer Gilbert 1234 1213 1314

Detroit & Cleve Nav com_ 91g| 753 8l

Detroit Edison common 18012

Detroit Forging A common ____* S

Detroit Gasket & Mfg Co 17

Detroit Gray Iron Fdy com____

Detroit Majestic class B com
Class A preferred

Detroit Michigan Stove Co._

Detroit Motorbus

Detroit Paper Products

Detroit Steel Products com___.

Dolphin Paint & Varnish ¢l A_*

) '
RN RO RN R RN

2
3
]
£

Eaton Spring & Axle common .
Ex Cello Aircraft & Tool .
Federal Mogul common
Federal Motor Truck common
Federal Screw Works com
Foote Burt common

'
* RN
T

Fourth Nat Invest common___ .

General Motors common .
General Parts common
Convertible preferred .
Graham Paige Motor com _
Grand Rapids Metalcraft_
Great Lakes Engineering_
Hall Lamp Co common _ _
Hoover Steel Ball commo;
Hoskins Mfg common
Houdaille-Hershey class A
Class B
Howell Electric class A _
Class B
Hudson Motor Car___
Hutto Engineering common
Kalamazoo Stove common
Kermath Mfg Co common
Kirsch Co common
Convertible preferred _
Kresge (S S) Co common._____
Lakey Foundry & Machine

Mahon (R C) cony pref
Marquette Oil Co com v t ¢
McAleer Mfg common _ _
Mesta Machine common
Michigan Steel common _
Mich Steel Tube Prod co
Michigan Sugar common _
Preferred
Miles Detroit Theatre___
Moreland Oil Corp class
Class B
Motor Bankers Corp common . .
Motor Products common
Motor Wheel common
Murray Corp common
Muskegon Motor Specialties___
Muskegon Piston Ring com___
National Baking preferred.__100
National Investors common__.1
National Steel Co common _
Odin Cigar Co common _
Outboard Motors class A
Class B

BT EE R

Packard Motor Co common .. _
Parke Davis & Co
Parker Rustproof common
Preferre  Eoysel 3L -
Peerless Cement common
Pittsburgh Forgings common_*
Port Huron Sulphite & Paper_*
Reo Motor common 1
Common vt ¢

Second Nat Investors com
Preferred> - Coosraty e
Silent Automatic common
Preferred
Square D class A
Class B____
Standard Stee i
Stearns (Frederick) & Co_
Stinson Aircraft common_____
Sutherland Paper common___10

Third Nat Investors common__* 26 26
Timken Axle common 10 1013 1134
Preferred 2 |10112103
Union Investment common 5 5

Preferred. .. .o.-o-t "0
United Shirt Distributors
U S Radiator common ____

Preferred
Universal Cooler class A_

Class B
Universal Products common
Vortex Cup Co common __
Walker & Co units.___
Warner Aircraft Corp co!
Whitman & Barnes commo
Winters Crampton Mfg B
Wolverine Portl Cement com_1
Wolverine Tué)le common e o

oldingcomvtc. s

Yo&i?::f.ﬂ s 50c 75¢| 60c 60c

*No par value. z Ex-dividend. 7 Sold for cash,
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MONTHLY RANGE OF PRICES ON DETROIT STOCK EXCHANGE FOR YEAR 1931— (Concluded).

January | February March April May June July August | September | October | November | December
STOCKS. Par|\Low High|Low High|Low High|Low High|Low High|Low High|Low High|Low High|Low High{Low High|Low High|Low High

BANK $ per share($ per share|$ per share|$ per share|$ per share|$ per share|$ ver share|$ per share|$ per share|$ per share|$ per share|$ per share
VKS.
American State 20 4112 5014 .
Commonwealth Comm State_100 Genat mwoalaneat moas]140] 140

Detroit Bankers 20| 8153 907 59% 75 a| 5212 62 | 4113 55
51 5912 7 35% 4213 2653 347| 2113 293
65

TRUST COMPANIES
Fidelity Bank & Trust Co____20 30 351p] 17 291 1912 20

YEARLY RANGE OF PRICES ON DETROIT STOCK EXCHANGE.

In addition to the foregoing monthly record, we also show on this and succeeding pages the high and
low prices for each of the last two calendar years for every stock in which any dealings have taken place on
the Detroit Stock Exchange during these two years, as well as the total volume of business during the year
in each security. The record of prices is that compiled by the Detroit Stock Exchange itself, but we have
added in every case the month when the high and low prices were reached.

HIGH AND LOW PRICES ON DETROIT STOCK EXCHANGE FOR CALENDAR YEAR 1932.

No, Shs. High. Low. No. Shs. High.

INDUSTRIALS. INDUSTRIALS (Concluded).

Alloy Steel Spring & Axle A Jan Reo Motor common 25,037\ 3% Sept
"B Jan River Raisin Paper common _ Y, % Mar
Feb Scotten Dillon common p 191{ Mar
Second National Investors common ,822 Y4 Aug
Preferred 0 5 Nov
Silent Automatic comm ifs £ Jan

Preferred 5 Aug
{ Mar

Mar
Dec
Jan

§ Dec
¢ Sept
Mar
Aug

—

o
RE
=
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Automotive Fan & Bearing common
Bnﬂdwin Rubber “A™
B

g

SeE e
\fo e S SO
REERER

NN
154

Bower Roller Bearing common _

Briggs Manufacturing common_
Brown Fence & Wire “B”

Burroughs Adding Machine

Chrysler common

Consolidated Paper common
Continental Motors common._ _
Copeland Products Inc

Crowley, Milner, common
Deisel-Wemmer-Gilbert common _
Detroit & Cleveland Navigation c
Detroit Edison common

Detroit Gray Iron Foundry common__
Detroit Majestic Products ‘B’ common
Detroit-Michigan Stove common
Detroit Motorbus common

BO bt et
A
[N
8
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=\
IENN

Stearns (Fred'k) common _
Sutherland Paper common
Third National Investors common
Aug (| Timken-Detroit Axle common

Dec Preferred

July || U. S. Radiator common _
June Preferred Aug
July A’ Jan
Sept B Jan
June || Universal Products common . 190¢ Jan
Dec || Vortex Cup common § Mar
Jan REAA ! Mar
Aug || Walker & Co. units___ 2 Jan
Dec || Warner Aircraft common . _ ! 3§ Mar
Apr || Whitman & Barnes common 3 14 Dec
Mar (| Wolverine Portland Cement common 3 3 Sept
Yosemite Holding common 14 Sept
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Detroit Steel Products common.__
Dolphin Paint & Varnish A" _
15

CONT It ks
=

e
2

Eaton Manufacturing common
Ex-Cell-O Aircraft & Tool common.
Federal Mogul common
Federal Motor Truck common .
Federal Screw common
Ford Motor of Canada “‘A

g

July D
Jll;ne Total Industrials 2,336,125
ec RIS
\I[)ec BANKS AND TRUST COMPANIES.
May
May || Detroit Bankers common 200,464
June || Guardian Detroit Union Group, Inc -| 239,282
June || Bankers Trust Co 85
Nov Ve,
Dec 439,831
Jan ey
July 2,775,956
May
Mar TOTAL SALES FOR FIVE YEARS,
June 1932, 1931. 1930, 1929. 1928,
May || Industrials 2,336,125 3,490,617 4,651,275 10,971,771 10,191,144
Jﬁ‘é’é Banks 439,831 352,608 414,445 462,804 35,875
.ﬁ;fﬁ Total shares__._______. 2,775,956 3,843,225 5,065,720 11,434,665 10,227,019
May CHANGES IN LISTINGS DURING 1932.
gec Detroit I‘\)l;)torbus common removed from list and trading at close of business Feb.
§ ec 24 1932,
Hudson Motor Ca t 3 May || Frischkorn Real Estate “B" common removed from list aod trading at close of
business ¥Feb. 9 1932,
Kalamazoo Stove common._ . _.__ Mar || Motor Bankers common, 92,300 shares new $1.00 par value common stock admitted
Kermath Manufacturing common . g Oct to list and trading Feb. 29 1932 and old common stock, no par value, removed
Kirsch common 150/ 25 ¥4 June from list and trading at close of business Feb. 27 1932,
_Convertible preferred. . ‘(_) 4 Jan o Oct || Eaton Mfg. Co. common, name changed' rom Eaton Spring & Axle Co. March
Kresge (S. S.) cogtnn}on ; 927 Jan July 16 1932
Lakey Foundry & Machine common 3 Oct Aug || Backstay Welt common removed from Ist and trading at clos busl Aprfl
Mahon (R. C.) convertible preferred 75 2 Z\!m' June 19 1%32' 2 at close of business Ap
McAleer Manufacturing common. .. 511 3 ¥eb July || Renu Hetepruf common removed from list and trading at close of business April
Mesta Machine common 1 § Jan July 19 1932.
Michigan Sugar common . - 43 54 Sept| .07 July || Standard Steel Spring common removed from list and trading at close of business
Preferred_ _. .10 Jan| . Jan April 19 1932,
Miles-Detroit Theatre common - Jan ¥4 Dec || Pittsburgh Forgings common removed from list and trading at close of business
Motor Bankers common 9 ¢ Jan| 314 May May 20 1932.
i Sept| 8 June || Foote-Burt common removed from list and trading at close of business Aug. 17 1932,
ij 2 July || Grand Raplds M etaleraft common removed from list and trading at close of business
- Feb 3% May Aug. 17 1932.
Murray common 5,38 ¢ Mar ¥ July [ Odin Cigar common removed from list and trading at close of business Aug. 23 1932,
National Investors common 2, 4 B Sept *4 June || Chrysler common changed from no par value to $5.00 par value Nov. 11 1932,
National Steel common : chN ;luly Graham-Paige Motors common changed from no par value to $1.00 par value
Jan 4 June Oct. 27 2.
3 i Feb May || Square D * stock changed to $10.00 par value Oct, 19 1032,
Packard Motor common _ L 22 514 Aug July || Square D “‘B" stock ehanged to $1.00 par value Oct. 19 1932,
Parke, Davis & Co - 5,949 195§ Jan Apr || Hiram Walker Gooderham & Worts, common admitted to trading Dec. 22 1032,
Parker Rust Proof common ___ L0385 & .\{ur Y4 Aug || Yosemite Holding common changed from no par value to 10¢. par value, effective
Pittsburgh Forgings common 110 2} Feb Feb Dec. 10 1932,
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Fourth National I
Fruehauf Trailer preferred
Gemmer Manufacturing *“‘A”____
General Foundry & Machine units
General Motors common
General Parts common._ __
Convertible preferred
Graham-Paige Motors common ___
Grand Rapids Metalcraft common
Hall Lamp common
Hiram Walker-Gooderham & Worts common.
Hoover Steel Ball common
Houdaille-Hershey ‘A" __
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HIGH AND LOW PRICES ON DETROIT STOCK EXCHANGE FOR CALENDAR YEAR 1931.

No, Shs. High. Low. No. Shs. High.

INDUSTRIALS. INDUSTRIALS (Continued).

Air-Way Electric Appliance common Jan ' Jan || Deisel-Wemmer-Gilbert common 8,
Allen Industries, Inc., common__. Oct || Detroit & Cleveland Navigation common 20
2

8

—h

720/ 171{ Mar
280 0 Jan

Feb

Feb
Mar
Mar
May
May
Mar
Mar|
Jan
Feb
Apr
June
Nov
Mar
Jan
Jan
Feb
Aug
Mar
Feb

~
N

Alloy Steel Spring & Axle A___ 2,6 2 Oct || Detroit Edison common
B 4 Dec || Detroit Forgings common_ - _ .

American Life Insurance common 32 Jet|: Oct || Detroit Gasket & Mfg. common.__ .

Automotive Fan & Bearing commo 21 Dec || Detroit Gray Iron Foundry common -

Baldwin Rubber A 0z 1 3 Bec Detroit Majestic Products A

B £ ec

Bower Roller Bearing common _ 1,042 2 Dec || Detroit-Michigan Stove common

Briggs Manufacturing common 208 ¥ Dec || Detroit Motorbus common____

Brown Fence & Wire A Dec || Detroit Paper Products com__
Dec || Detroit Steel Products, common
Dec || Dolphin Paint & Varnish A
Oct B
Dec || Eaton Spring & Axle, comm:

Aug || Ex-Cell-O Aircraft & Tool, com
Oct || Federal Mogul,

June
Feb
Jan
Feb
Dec

e
fed
N

13
N
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=
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RREIER KEX
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B
Burroughs Adding Machine
Chrysler common
Columbia Sugar common __
Consolidated Paper common
Continental Motors common
Copeland Products, Inc___
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B voting trust certificates
Crowley, Milner, common__
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N
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HIGH AND LOW PRICES ON DETROIT STOCK EXCHANGE FOR CALENDAR YEAR 1931—(Concluded).

No. Shs.

High.

Low.

High.

INDUSTRIALS (Continued).

Fourth National Investors, common 1,821
650
2,460
363,404
,570
112,009
29,894
20,674
936

Gemmer Manufacturing A
General Foundry & Machine units
Gcn ral Motors, common

G 1 Parts,

Convertible preferred
Graham-Paige Motors, common___
Grand Rapids Metalcraft, common
Great Lak: s Engineering, common
Hall Lamp, common
Hoover Steel Ball, common
Hoskins Manufacturing, common_
Houdaille-Hershey A

Hutto Engineering,

Kalamazoo Stove, common
Kermath Manufacturing, common
Kirsch, common

Convertible preferred

Lakey Foundry & Machine, common_
Mahon (R. C.). convertible preferred__
Marquette Oil, common voting trust ctfs
McAleer Manufacturing, common

Mesta Machine, common

Michigan Steel, common

Michigan Steel Tube Products, common
Michigan Sugar, common.__

Miles-Detroit Thea
Md;;eland Oil A.

Motor Bankers, common

Motor Products, common.
Motor Wheel, common ____
Muller Bakeries, A common
Murray Corp., common
Muskeg Motor Sy

Muskegon Piston Ring, common
National Baking, preferred____
National Investors, common._
National Steel, common.___
Odin Cigar, common___
Oli’tbonrd Motors, A_

Packard Motors, common

Parke, Davis & Co

Parker Rust Proof, common._
Preferred

Peerless Cement, common _

Pittsburgh Forgings, commo

Port Huron Sulphite & Paper,

Reo Motor Car, common __ 53,654

975!
19,243

Silent Automatic, common
Preferred

United Shirt Distributors, nmon .
United States Radiator, common
Preferred

68,049
45,127
225
2,154
195,527

oo SR oS

. | ]
NN N

.80
2035
65

7

2%
17%
1934
24

3%
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INDUSTRIALS (Concluded) .
Whitman & Barnes.....
Winters & Crampton, B_
Wolverine Portland Cem:
Wolverine Tube, common
Yosemite Holding Corp., common
Warrants

Mar
June
Feb
Apr
Mar|

8%
2

Total industrials 3,490,617

American State Bank
Commonwealth-Commercial State Bank
Detroit Bankers, common

Guardian Detroit Union Group, Inc
United Savings Bank

Fidelity Bank & Trust Co.

Total banks

5,514
11

150,761
184,596
135

11,601
352,608
3.843,225

Total industrials and banks for 1931__.__

TOTAL SALES ON DETROIT STOCK EXCHANGE FOR FIVE YEARS.
1931. 1930. 1929. 1928. 1927.

.......... 3,490,617 4,651,275 10,971,771 10,191,144 2,765,683
352,608 414,445 462,894 35,875 28,656

3,843,225 5,085,720 11,434,665 10,227,019 2,794,339

CHANGES IN LISTINGS DURING 1931.
Alr-Way Electric Appliance, common, removed from list and trading at close of
business Feb. 17 1931.
American Life Insurance, common, removed from list and trading Oct. 22 1031
at close of business.

Copeland Products, Inc., listed May 6 1931 and traded *‘when issued" until May 21
1931, when it was traded ‘‘regular delivery.” Old Copeland stock A, B free,
and B v. t. ¢., removed at close of business May 5 1931.

Detrolt Gasket & MIg., common, removed from list and trading at close of business
July 28 1931.

Hutto Engineering common and common V. t. ¢. removed from list and trading a¢
close of business Dec. 22 1931.

Kawneer common removed from list and trading at close of business Mar. 3 1931.

Murksw%tlora. preferred, removed from list and trading at close of business July

2¢

Industrials.

Mlcghlgan Steel common removed from list and trading at close of business Feb. 17
1931.

Moreland Oil A removed from list and trading at close of business Feb. 17 1931.

Moreland Oll B removed from list and trading at close of business April 20 1931.

Muskegon Motor Speclalties A removed from list and trading at close of business
May 26 1931.

Muskegon Motor Specialties common and common v. t. ¢. removed from list and
trading at close of business Jan. 21 1931.

Peerless Cement common removed from list and trading at close of business Nov. 17
1931.

Reo common vo Ing trust certificates removed from list and trading at close of
business June 30 1931.

Sanitarium Equipment convertible preferred removed from list and trading at
close of business May 5 1931.

Vortex Cup common and A re-listed Aug. 28 1931.

Yosemite Holding Corp. common warrants listed April 22 1931.

American State Bank removed from list and trading at close of business Mar. 3 1931.

Commonwealth-Commercial State Bank removed from list and trading at close of
business Oct. 1 1931,

Det)rolt Savings Bank (old stock) removed from list and trading at close of business
Oct. 19 1931.

United States Bank removed from list and trading at c ose of business Oct. 1 1931.

Fidelity Trust & Savings Bank changed from Fidelity Trust Co. Apr. 22 1931 and
Fidelity Bank & Trust Co. removed from list and trading at close of business
Sept. 24 1931.

NEW LISTINGS—1931.

Briggs Mfg. common admitted to trading in Provisional Listing Dept. Jan. 21 1931.

Bu{rouzlgs S:K;ldlng Machine admitted to trading in Provisional Listing Dept.
Nov. 1931.

Ea{on Spring & Axle common admitted to trading in Provisional Listing Dept.
Nov. 5 1931.

Hudson Motor Car admitted to trading in Provisional Listing Dept. Feb. 25 1931.

Motor Wheel common admitted to trading in Provisional Listing Dept. Nov. 18 1931.

Nnt_;onal Investors common admitted to trading in Provisional Listing Dept. May
13 1931.

Natlonal Steel admitted to trading in Provisional Listing Dept. Oct. 20 1931.

Yosemite Holding Corp. common admitted to trading Mar. 24 1931.

RANGE OF PRICES

ON COLUMBUS (OHIO) STOCK AND BOND EXCHANGE.

We are indebted to Stevenson, Vercoe, Fuller & Lorenz of Columbus, Ohio, for the following compilation, showing

the range of prices during the calendar years 1932, 1931 and 1930 on the Columbus Stock and Bond Exchange.

It includes

the principal securities traded in during the year, as also the active unlisted issues.

' For record of previous years see “Financial Chronicle’’ of Feb. 20 1932
1930, page 1041; Feb. 16 1929, page 966; Feb. 25 1928, page 1112.

, page 1263; Feb. 21 1931, page 1300; Feb. 15

RANGE OF PRICES ON COLUMBUS (OHIO) STOCK AND BOND EXCHANGE DURING 1932.

STOCKS—

High.

Low.

STOCKS— High. Low.

Buckeye Steel Castings common
6% preferred

Columbus Coated Fabrics preferred

Columbus Dental common

Columbus Mutual Life Insurance_

Columbus Packing 7% preferred

Columbus Railway, Power & Light 1st preferred
Second preferred

Mar
Mar
Oct
Apr
Apr
Jan
Jan
Jan

10
3714
90
38
160
85
55

50

Nov
June
July
Nov
Dec
Oct
June
June

Nov
Aug

Apr
Jan
Jan
41{ Mar
Mar
Mar
Jan
Dec

Franklin Mortgage
Godman Shoe 2d preferred._
Gordon 0Oil

Jeffrey Manufacturing preferred_

Ohio Power preferred

Ralston Steel Car common

Smith Agricultural Chemical preferred

RANGE OF PRICES ON COLUMBUS (OHIO) STOCK AND BOND EXCHANGE
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STOCKS—

High.

Low.

STOCKS— High.

Buckeye Steel Castings common _ _
69 preferred._.
636% preferred . oo o oo

Columbus Coated Fabrics preferred.

Columbus Dental common

Columbus Ralilway, Power & Light 1st preferred.
Second preferred

42
100
108

Mar
Mar
Mar
Mar
Mar
Sept
Mar
Mar

15
7%
100
9814
47
200
85
87

Dec
Nov
Oct
Sept
Nov
Dee
Dec
Dec

Franklin Mortgage_

Godman Shoe second preferred
Gordon Oil

Huber Manufacturing preferred .
Jeffrey Manufacturing preferred._
Ohio Power preferred. . _______
Ralston Steel Car common

Smith Agricultural Chemical preferred

Mar
Jan
Nov
Jan
Mar
Mar
Mar
Jan

RANGE OF PRICES ON COLUMBUS

(OHIO) S

TOCK AND BOND EXCHANGE DURING 1930.

STOCKS—

High

Low.

STOCKS— High. Low.

Buckeye Steel Castings common
l-’rcferrcd

Columbus Railway Power & Light 1st preferred
Second preferred

Columbus Coated Fabrics Co., preferred.

Franklin Mortgage

Godman Shoe 2d preferred

483{ Mar|
10534 June

Gordon 0il

Huber Manufacturing preferred -

Jeffrey Manufacturing preferred.

Ohio Power preferred

Ralston Steel Car common
Preferred

123§ May
100 Jan
1034 Dec

Oct.

73{ Nov

£Y
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Indications of Business Activity

————————

THE STATE OF TRADE—COMMERCIAL EPITOME.
Friday Night, Feb. 17 1933.

The week has been erowded with such events as the
attempted assassination of President-elect Roosevelt, the
announcement of an eight day banking moratorium in
Michigan with an accompanying decline in stocks and bonds,
the closing of the Tokyo Stock Exchange, a sharp decline in
Japanese bonds, further depression in German issues as the
German elections draw near and a tighter money market
here which prompted measures of relief by the New York
Federal Reserve Bank. The recent big storms have hurt
trade in seasonable goods partly by delaying transportation
and the cold weather has also more or less hampered business
in spring lines. The big events of the week may have had
no direct effect on general trade in merchandise, but they
have not tended to enhance confidence in the business com-
munity of the United States by any means. The last day
or two, however, have brought more cheering news. The
passage by the Senate of the Blaine Resolution for the repeal
of the 18th Amendment not only indicated an awakening on
the part of Congress for the necessity of some constructive
action but the size of the vote foreshadows similar approval
by the House next week. Leadership appears to be develop-
ing. The completion of the German standstill agreement
regarding short-term debts relieves some tension while the
better tone of the markets, both in stocks and commodities
to-day indicates that the worst is believed to be over as far
as the Michigan banking situation is concerned. In general,
trade is still quiet and unsatisfactory, though the cold
weather has in some centers helped the sale of coal and other
fuel, shoes, rubbers and clothing. The stoppage of auto-
mobile production at Detroit has ended though the bank
holiday in Michigan has tended to freeze funds. In New
York City trade, both wholesale and retail, is at best only
moderately active.

In Chicago wholesale trade increased despite snow blocked
roads though this was a difficulty that told. The recent
blizzard undoubtedly hurt retail trade. The big department
stores felt it. The best business was in wash goods and
womens’ apparel. The demand for coal was so keen that
deliveries were made at all hours of the night and it gave in-
creased employment. Steel production was maintained. In
St. Louis cold weather stimulated the retail demand for
winter goods. Rail traffic was delayed by the very low tem-
peratures but coal shipments increased. Several of the St.
Louis banks which recently closed will soon re-open. Live
stock improved in price but lead and zine remain very low.
In many distriets fruit crops suffered from the cold weather.
In Cleveland the recent cold wave and heavy storms inter-
ferred with business. But steel production in the Mahoning
Valley increased to 23% owing to a better demand from
automobile companies. Kansas City’s retail sales are 209,
smaller than those of a year ago. The recent storms hurt
trade there, but as they moderated there was some improve-
ment and the wholesale trade in clothing increased somewhat
at the Spring exhibits. At Minneapolis severe weather,
lasting for days hit retail trade hard recently, but it helped
fuel lines. Heavy clothing sales fell off despite the cold
weather which at times in Minnesota was 50 degrees below
zero, as salesmen could not travel in it. In Boston trade
decreased except in shoes and rayon goods. Shoe manu-
facturing is gradually increasing as usual at this time of the
year. Rayon activity for months past has been a striking
exception in New England to any dullness in other lines.
The production of worsted and woolens and of cotton goods
has decreased somewhat since Jan. 1st. Department store
sales are relatively small continuing at about the old rate
below those of a year ago. In Philadelphia there was some
inerease in manufacturing. Wearing apparel factories, in-
cluding hosiery mills are running about four days a week
with a fair business. Shoe trade is better owing to cold
weather and prices are low with cheap hides; cheap men’s
shoes are selling freely and the output of shoe plants in
general is near normal.

Wheat though depressed at times has latterly been firmer
with export business amounting to 4,000,000 bushels in
Manitoba wheat, making Winnipeg, in a sense, for the time
being, the leader of the market. There are also continued
complaints about the condition of the winter wheat crop,
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Corn has been held back by increased country offerings’
Other grains have followed the leaders. Cotton after de-
clining markedly on big sales attributed to Government
interests has latterly been steadier as offerings decreased and
Washington rumors seemed to point to the passage of the
United States Senate of measures intended to benefit the
cotton farmer. Sugar has advanced sharply owing to
reports of big buying in London and that Java and Cuba are
to form a single seller for the disposal of their yield. It is
also predicted that the world consumption of sugar for the
crop year ending Aug. 31 1933 will exceed production by
a substantial amount.

The stock market on the 11th was very dull with sales of
only 344,762 shares or next to the smallest of the year at a
dull and irregular advance. Bonds had the dullest day of
the year, at a slight advance, as a rule, but with United
States Government issues irregular on the expectation of
large long-term financing ahead. The sales were only $4,-
758,000. Stocks on the 14th received a blow from the
announcement of an eight-day bank holiday by the Governor
of Michigan, owing to a sudden erisis in the affairs of the
Union Guardian Trust Co. of Detroit and prices dropped
1 to 434 points, with sales up to 1,541,300 shares, the largest
trading day thus far this year. There was a tendency toward
recovery in the last hour. Wall Street was taken by surprise
at the Detroit news. Bonds declined 1 to 6 points on rail-
road issues. Foreign bonds made smaller losses, as a rule,
though Argentine as well as United States Government bonds
were noticeably depressed. The total bond sales were
$14,400,000. Stocks on the 15th inst. were steadier for a
time with the Michigan banking situation better than it
had seemed to be and as a reaction occurred later it left
prices only a trifle lower on the average. The trading
dropped to 745,603 shares. The usual dividend of $2.25
for the quarter was declared by the American Telephone &
Telegraph Co. On the other hand, the Tokyo Stock Ex-
change was closed and Japanese bonds here declined 2 to
274 points, something that attracted general attention owing
to the political situation in Japan. German bonds declined
134 points, partly, it was supposed, on the unfavorable
report of the January trade situation, not to mention the
recent political changes in Germany. Domestic corporation
and United States Government bonds were irregular. In the
main, however, the feeling in Wall Street was rather better.

Stocks on the 16th declined 1 to 4 points and liquidation
was resumed. The sales were 1,079,872 shares. Money

" was a bit tighter and the Federal Reserve Bank of New

York as a measure of relief reduced its bill buying rate and
made purchases of U. S. Government bonds. All this was
the sequal to the Michigan banking troubles. Bonds were
lower, led by a drop in exceptional cases of 3 to 6 points in
railroad and utility issues. German and Japanese bonds
continued to decline, though not so markedly as on the pre-
vious day. The sales of bonds were some $11,500,000.
The International Harvester Company reduced its quarterly
dividend on the common stock to 15¢. against 30¢. previously
paid and the Texas Gulf Sulphur Company reduced its divi-
dend on the common from 50¢. to 25¢. a share.

To-day stocks advanced with little trading activity, sales
totaling only 658,795 shares. The tone generally was better.
The Michigan bank situation was believed to be in hand.
The passage of the Prohibition Repeal resolution by the
Senate caused a flurry in stocks which would be presumably
affected by repeal, not to mention the increase in confidence
caused by such unexpected action at thi session. Car
loadings are expected to show a more than seasonal increase
for this week, principally because of a larger coal tonnage.
The dollar was again weak and continental currencies ad-
vanced correspondingly. French franes rose above the
gold export point, but Canadian dollars were weaker. Com-~
modity markets were firm, the strength of corn being particu-
larly noticeable. Call money was somewhat stronger. The
bond market was fairly active, the principal feature being
the weakness in Treasury bonds which eaused much guessing
as to the plans for March 15th financing. Total sales
amounted to $12,000,000. The hetter grade of corporate
issues were firm, while some of the rail group were decidedly
soft. Foreign bonds were mixed, Canadian government and
Canadian Pacific issues selling off further while Germans
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steadied and reversed their recent downward trend. Japa-
nese and Danish bonds continued weak.

Union, S. C., wired on Feb. 13th that beginning that day
Monarch and Ottary plants located there would start oper-
ating on 115-hour schedule per week, using both day and
night shifts. This will give employment to a large number of
additional operatives and increase amount of payrolls.
Ottary mills make print goods and Monarch mills sheetings.
At Lebanon on Feb. 13th, a bright spot in business circles
was the fact that the Lebanon Woolen Company’s mill,
formerly the Carter & Rogers mill, opened last week with
three shifts, employing about 100. It is expected that the
present order will keep the mill busy for several weeks, at
least.

On the 11th 30,000 men including 18,000 previously un-
employed were at work clearing the streets of New York
City of a snowfall of 814 inches, the heaviest in four years,
which had occurred overnight and during the morning. The
storm was general in the East, but was particularly heavy in
New England where at Springfield, Mass., the snowfall was
more than 15 inches. Here the snow turned to sleet at the
height of the morning rush hour and traffic was delayed. It
was still cold in the Central west and at Chicago more snow
was predicted. Western Canada was swept by blizzards and
arctic temperatures. Winnipeg had 28 below zero. In
Chicago it was 6 to 8 degrees above zero. It was 27 to 42
here on the 15th; at Chicago 12 to 28, at Detroit 18 to 28;
at Cleveland 20 to 26, at Cincinnati 26 to 36, at Kansas City
20 to 38, at Minneapolis 3 below to 20 above zero, at Omaha
16 to 44, at Seattle 36 to 42, at Winnipeg 28 below to 8 above
zero, at Boston 42 to 44, at Philadelphia 40 to 44.

On the 16th New York City temperatures were 19 to 36
with 22 to 38 at Chicago, 24 to 44 at Cleveland, 26 to 50 at
Cincinnati, 20 to 38 at Detroit, 18 to 24 at Milwaukee, 32
to 40 at Omaha, 32 to 44 at Kansas City, 22 below zero at
Winnipeg, 20 to 38 at Philadelphia, 20 to 26 at Boston.
Temperatures were not extreme and there was nothing strik-
ing in the weather news. It was 30 to 45 degrees here to-day
and the forecast was probably rain or snow to-night or to-
morrow. Overnight Boston had 28 to 36 degrees, Portland,
Me., 26 to 30; Chicago, 26 to 38; Cincinnati, 40 to 50;
Cleveland, 34 to 44; Kansas City, 30 to 44; Los Angeles, 50
to 64; San Francsico, 46 to 58; Seattle, 36 to 46; Montreal,
20 to 34, and Winnipeg, 2 below zero to 8 above.

—_—

Wholesale Price Index of United States Department of

Labor Increased Slightly During Week Ended
Feb. 11.

The Bureau of Labor Statisties of the U. S. Department
of Labor announces that its index number of wholesale
prices for the week ended Feb. 11 stands at 60.2, as com-
pared with 60.0 for the week ended Feb. 4, showing an
increase of 0.3 of 1%. The Bureau further announced:

These index numbers are derived from price quotations of 784 com-
modities, weighted according to the importance of each commodity and
based on average prices for the year 1926 as 100.0.

The accompanying statement shows the index numbers of groups of
commodities for the weeks ended Jan. 14, 21, 28, and Feb. 4 and 11 1933.

INDEX NUMBERS OF WHOLESALE PRICES FOR WEEKS OF JAN. 14
21, 28, AND FEB. 4 AND 11, 1933. (1926==100.0.)

Week Ended—

Jan. 14.‘Jan. 21.|.hm. 28.| Feb, 4. |Feb 11

All commodities 62,
Farm products.

60.0
40.2
53.6
Hides and leather products. 68.3
Textile products. . .. ... . < . 51.4
Fuel and lighting A 67 . 64.7
Metals and metal products. g 2 : 78.1
Building materials. ... ... g » s 70.0
Chemicals and drugs. :
Housefurnishing goods.
MIScellAneots. Snt e s et L et

National Fertilizer Association Reports Increase in
Wholesale Prices for First Time in Four Weeks.

For the first time in four weeks, wholesale commodity
prices moved up during the week ended Feb. 11, according
to the index of the National Fertilizer Association. This
index advanced four points during that week. During the
preceding week there was a decline of three points, two
weeks ago a decline of six points and three weeks ago a
decline of 10 points. The advance shown for the very
latest week is the largest advance in several months. During
the week of Jan. 14, the index moved up one point. The
latest index number is 56.4. A month ago the index stood
at 57.9, while this time last year it was 63.0. (The three-
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year average, 1926-1928 equals 100.) Under date of Feb. 13,
the Association further noted:

Four of the 14 groups listed in the index advanced during the latest
week, two declined and eight showed no change. The advancing groups
were food, grains, feeds and livestock, textiles and fats and oils. The
declining groups were fuel, due entirely to reduced prices for gasoline,
and miscellaneous commodities. The gains in the grains, feeds and live-
stock, and fats and oils groups were substantial.

For the first time in many weeks the number of commodities that ad-
vanced outnumbered the declining commodities. There were 30 price
advances and 14 price declines during the latest week. During the pre-
ceding week there were 32 price declines and only 15 price advances. Im-
portant commodities that advanced during the latest week included cotton,
lard, butter, eggs, potatoes, corn, wheat, hogs, heavy melting steel, coffee,
rubber and silk. Listed among the declining commodities were wool,
tallow, beef, lambs, zinc, silver, gasoline, calfskins and leather. Many
of the ommodities that advanced showed fairly large gains.

WEEKLY WHOLESALE PRICE INDEX—BASED ON 476 COMMODITY
PRICES (1926-1928=—100).

Per Cent
Each Group
Bears to the
Total Indez.

Latest

23.2
16.0

Y
»N
o

RSN SR

Grains, feeds and llvestock. .
Textlles cocnracar=crorua .
Miscellaneous commodities. -
Automobiles

Building materials.

1

—
M&%@G@Qc

CODRBID
e BN O30 W

o | nomeNiiaed
€0~ <100 4 00

Agricultural Impiements. . .

8| Beonbin Do NN
D N=OWON

g
I

o

All groups combined

—_——— =

“Annalist” Weekly Index of Wholesale Prices Shows
Slight Decline During Week of Feb. 14—Losses
in Cattle, Hogs and Gasoline Held Largely Respon-
sible—Indices of Domestic and Foreign Wholesale
Prices.

A loss of 0.2 point carried the ‘“Annalist” weekly index
of wholesale commodity prices down to 81.0 on Tuesday,
Feb. 14, from 81.2 (revised) the week previous, the ‘‘Annalist’”
notes, adding:

Losses in steers, hogs and gasoline were largely responsible for the week's
decline, offset in part by higher meat prices.

THE ANNALIST WEEKLY INDEX OF WHOLESALE COMMODITY PRICES
Unadjusted for seasonal variation (1913=100).

Feb. 14 1933.| Feb. 7 1933. |Feb. 16 1932.

x63.4 76.3
86.2

Farm products
Food products...
Textile products.

Chemicals
Miscellaneous.. . .
All commodities. _ ..o

x Revised.

Foreign price levels, unlike our own, appear to have reached a measure
of stability. The January indices for Canada and the United Kingdom
show declines from the month previous of 0.2 and 0.7%, against a 3.9%
decline for the United States, while that of France, still on the gold stand-
ard, was unchanged. Italian and German monthly indices for January
are not available, but the Italian weekly index declined 0.9% from Dec. 18
to Jan. 15, and the German 1.6% from Dec. 21 to Jan. 18. The greater
loss for the German index doubtless reflects the progress in the enforced
deflation that has been the German Government's policy.

January figures for Japan are not available, but the December index
shows an increase of 3.8% for the month alone and of 22.3% from Decem-
ber 1931, reflecting the depreciation of the yen to 20.886 cents for December
from 43.840 in December 1931. As the Japanese currency has apparently
not been greatly expanded, the fall of yen exchange is attributable in part
to the heavy governmental bond issues for relief purchases and for financing
the Manchurian campaigns (of Government expenditures estimated at
4,180,000,000 yen for the fiscal years 1932-33 and 1933-34 about 1,500,~
000,000 yen are reported to be covered by bond issues), in part to fears
lest Manchuria continue a heavy financial drain for an indefinite period,
and in part to lack of confidence by other countries in the sobriety of future
Japanese economic and political policy.

Among other countries of the Orient, Indian prices, after the August
world price advance, have been firm down through November, the latest
month available. Chinese prices declined steadily from April 1932 to Octo-
ber, but were unchanged in November. Australian prices in October were
considerably lower than in September, but were only slightly under the
January 1932 level. New Zealand prices, after having been fairly steady
from April on, declined sharply in October and November.

(S SEE R R

*Provisional.

DOMESTIC AND FOREIGN WHOLESALE PRICE INDICES.
(Measured in currency of country; no adjustment for depreciation—1913=100.0.)

Per Cent Change
J!anm.l Year.

—12.3
—7.9
—5.2
—5.8

¥ } »—10.9

299 —1.0 | >—8.3

139.5 120.5 'b+3.8 1b»+22.3

* Not avallable. a July 1914=100.00 » Comparisons from Nov. 1932 to Dee.

1932 and Dec. 1931 to Dec. 1932. ¢ Revised.

Indices used: United States of America, “Annalist’’; Canada, Dominion Bureau
of Statistics; United Kingdom, Board of Trade; France, Statistique Generale; Ger=

many, Federal Statistical Office; Italy, Milan Chamber of Commerce; Japan,
Bank of Japan.

Jan.
1932.

Nov.
1932.

Jan.
1933.

Dec.
1932.

88.4

Unlméi States of America
United Kingdom.
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Loading of Railroad Revenue Freight a Little Larger Coke loading amounted to 5,567 cars, 1,126 cars above the preceding
But Still Very Small. 5 week, but 1,541 cars below the same week last year and 3,789 cars below

. the same week two years ago.
Loadings of revenue freight for the week ended on Feb. 4 Live stock loading amounted to 16,027 cars, a decrease of 1,361 cars
totaled 483,192 cars, the car service division of the American below the preceding week, 4,045 cars below the same week last year ‘?“d
. v ST, T 6,770 cars below the same week two years ago. In the Western districts
Railway Association announced on Feb. 11. This was an alone, loading of live stock for the week ended on Feb. 4 totaled 12,373

increase of 11,104 cars above the preceding week, but cars, a decrease of 3,513 cars compared with the same week last year.
. . 99r Qa All districts reported reductions in the total loading of all commodities
o = v e e (2] 2R3 ! otal loading
90,731 cars below the corx:mpqnchng week in 1.93., and 235,861 compared with the same week In 1032 and 1691,
cars under the same period in 1931. Details follow: Loading of revenue freight in 1933 compared with the two previous years
Miscellaneous freight loading for the week of Feb. 4 totaled 152,306 cars, follows:

a decrease of 274 cars below the preceding week, 26,536 cars under the
corresponding week in 1932 and 97,053 cars under the same week in 1931. o A
Loading of merchandise less than carload lot freight totaled 161,980 cars, 1933. 1931,
an increase of 1,212 cars above the preceding week but 25,563 cars below Four weeks in January 1,910,496 2, 71 2,873,211
the corresponding week last year and 53,459 cars under the same week two Week ended Feb. 4 483,192 573,923 719,053
I8 280 2,393,688 |
Grain and Grain Products loading for the week totaled 25,430 cars, 176 3998,088
cars above the preceding week, but 5,994 cars below the corresponding 3 - 1 ] . .
week last year and 16,023 cars below the same week in 1931. In the The foregoing, as noted, covers total loadings by the rail-
Western districts alone, grain and grain products loading for the week roads of the United States for the week ended Feb. 4. In
Snded.on.Kob, ;e;?”a'ed 15,699 cars, a decrease of 4,813 cars below the ¢} tahle below we undertake to show also the loadings for

Forest products loading totaled 14,284 cars, 113 cars above the preceding ~ the separate roads and systems. It should be understood,

weels, but 4,049 cars under the same week in 1932 and 22,143 cars below however, that m this case the figures are a week behind those

the corresponding week in 1931. — i o
Ore loading amounted to 1,381 cars, a decrease of 112 cars below the week of the general totals—that 18, are for the week ended Jan. 28.

before, 590 cars below the corresponding week in 1932 and 4,125 cars under  During the latter period a total of 16 roads showed increases
the same week in 1931. over the corresponding week last year, the most important

Coal loading amounted to 106,217 cars, an increase of 10,224 cars above . ) 2 : . B ips
the preceding week, but 22,413 cars below the corresponding week in 1932, of which were the Chesapeake & Ohio Ry" Texas & Pacific

and 32,499 cars under the same week in 1931. Ry. and the Wheeling & Lake Erie Ry.

2,840,694 3,592,264

REVENUE FREIGHT LOADED AND RECEIVED FROM CONNECTIONS (NUMBER OF CARS)—WEEK ENDED JAN. 28.

Total Revenue Total Loads Received Total Revenue Total Loads Recetved
Railroads. Freight Loaded. Jfrom Connections. Railroads. Freight Loaded. Jrom Connections.

1933. 1933, 1932, 1933. 1932, 933. 1032,

Eastern District—
Group A: Group B:

Bangor & Aroostook Alabama Tenn. & Northern. ...
Atlanta Birmingham & Coast- -
Atl. & W. P.—West. RR. of Ala
Central of Georgia.
Columbus & Greenville-
Florida East Coast.-

Gulf Mobile & Northern
Illinois Central System. .

Group B: 233
Delaware & Hudson L 19 } ) ’ 2,384
Delaware Lackawanna & West. 3 S, 316 ,71¢ 4 2,61¢ 3,422
Erie . i } ! 3 713 668
Lehigh & Hudson River. 52 5 3 3¢ 597
Lehigh & New England. ——
Lehigh Valley g 5, 2 006 41,962 .6 61,374
Montour 3 s 29 1 —
New York Central ¢ 9,3 5 b : Grand total Southern District--| 76,911 g 113,546
New York Ontarlo & Western- - 2 b _—

Pittsburgh & Shawmut
Pitts. Shawmut &Northern- .-~ Northwestern District—
Belt Ry. of Chicago ¢ 1,439
Chicago & North Western b 4 19,374
Chicago Great Western 1996 f 2,887
Chiec. Milw. St. Paul & Paclfic-- L 49¢ 8 21,578
Group C: Chie. St. Paul Minn. & Omaha. v )16 4,718

Ann Arbor Duluth Missabe & Northern._-- 3

Chleago Ind. & Loulsville i 7 Duluth South Shore & Atlantic.

Cleve. Cin. Chic. & St. Louls- - . 2 i Elgin Joliet & Eastern

Central Indiana 1 84 || Ft. Dodge Des M, & Southern..

Detroit & Mackinac i Great Northern....

Detroit & Toledo Shore Line

Detroit Toledo & Ironton. .-
., Grand Trunk Western- .

Michigan Central -

New York Chicago & St. Louls.
Pere Marquette.
Pittsburgh & Lake Erle.
Pittsburgh & West Virgli 5
Wabash 7 99 Central Western District—
Wh 2, : » Atch. Top. & Santa Fe System_ A 18,867 24,256
3,036 673
48,638 Bingham & Garfleld 66 155 ¢ %J;
Lt ol Chicago Burlington & Quiney-- i 16,077 19,851
Grand total Eastern District... 163,040 | 123,362 | 143,765 || Chicago Rock Island & Pacific] 9 13,208 14,961
= Chiecago & Eastern Illinols i 2,736 2/008
Colorado & Southern 1,402 1.166
Allegheny District— Denver & Rio Grande Western. H 2.520 i
Baltimore & Ohio g . 33,224 10,283 11,573 || Denver & Salt Lake. ... 484
Bessemer & Lake Erle-. 2 1,516 489 850 || : 1,887
Butfalo Creek & Gauley - 223 239 b 4 E
Central RR. of New Jersey 4 9,344 9,935 || Peoria & Pekin Union._.
Cornwall 1 L 12 46 53 || Southern Pacific (Pacitic)
Cumberland & Pennsylvania. - . 282 444 St. Joseph & Grand Island
Ligonier Valley i 196 170 Toledo Peoria & Western.
Long Island. .. 384 1,159 1,350 B! Union Pacific System_ ..
Pennsylvania Sy, 5,714 57,603 | 74,864 5, 32,090 || Utah 5 : 5 1
Reading Co 9,534 12,214 | 16,461 .26 15,232 ,204 1,309 ,02¢ 1,135
Union (Pittsburgh) . . L68 4,837 7,975 i 948 —_— -
West Virginia Norther: 45 78 oa e
Western Maryland 402 2,905 3,380 3, 3,440

106,817 32,564

111,441 | 149,057 62,089 76,998 Southwestern District—
= ————=|=—==———|| Alton & Southern
Burlington Rock Island._
Pocahontas District— Fort Smith & Western
Chesapeake & Ohlo. 16,985 ¥ 4,082 4,992 || Gulf Coast Lines. ...
Norfolk & Western 13,404 123 2,092 | 3,279 (| Houston & Brazos Valley
Norfolk & Portsmouth Belt Line 773 688 i 842 1,199 || International-Great Northern. .
Virginian 2,958 i 448 303 || Kansas Oklahoma & Gulf
Kansas City Southern. ..
34,035 3, 9,264

Litehfl & Madison-
Southern District— iilfdlan(illdvmley
Group A: Missourl & North Arkansas. .-
Atlanta Coast Line.- A 9,023 4 3,950 9 || Missouri-Kansas-Texas Lines..
Clinehfield 985 Missour! Pacific
Charleston & Western Carolina_ Natchez & Southern.. .
Durham & Southern 2 Quanah Acme & Pacific. ¢ 128
Gainesvllle & Midland- - St. Louis-San Francisco ,68 5 9, 2,683
Norfolk Southern - g St. Louls Southwestern. ,02! 42 H 1,200
Pledmont & Northern 4 539 7 San Antonlo Uvalde & Gulf-. .- . 334
Richmond Frederick. & Potom. Southern Pacific in Texas & La. L f 2,559
Seaboard Air Line 9 ¢ Texas & Pacific ,33¢ 3 2,071
Southern System . 4 { Terminal RR. Assn. of St.Louls f 1,634
Winston-Salem Southbound. .- 180 171 06 || Weatherford Min.Wells & N.W. 1 32 42

47,143 28,742

* Figures of preceding week,
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Col. Leonard P. Ayres of Cleveland Trust Co. on
Inflationary Measures Before Congress—Printing
of Additional Money Not Needed to Lift Prices,
but Expansion in Bank Credit—Fallacies of Pro-
posal to Reduce Gold Content of Dollar—Path to
Business Recovery Through Restoration of Con-
fidence.

The seore of bills, embodying projects for inflation, now
before Congress, serves as the subject of discussion by
Col. Leonard P. Ayres, Vice-President of the Cleveland
Trust Co. of Cleveland, Ohio, in the company’s ‘“Business
Bulletin’” dated Feb. 15. Col. Ayres points out that ‘“most
of the inflationary projects that have been submitted pro-
vide for the printing of additional paper money, but,”
he says, “what we need in order to lift prices is an expansion
in bank credit.”” “It might,”” he says, “‘be a simple matter
to enact legislation providing for the printing of some
billions of Treasury money and its payment to some group
in our population,’” but if we suppose that we should thereby
cause a proportional lift in our prices, we are mistaken.”
Col. Ayres in his comments bearing on the proposed methods
of inflation alludes to one which would reduce the amount
of gold in the dollar in the expectation that prices would rise
in proportion as the gold content was reduced.”” “All such
projects,”” he declares, “are probably impossible of realiza-
tion.”” Col. Ayres summarizes his conelusions as follows:

1. So long as we keep our paper money redeemable in gold on the present
basis we cannot print and circulate enough additional currency to cause
any considerable increase in our general price levels.

2. We do most of our business with checks and not with currency.
About nine-tenths of our money is bank deposits on which we draw checks,
and only about one-tenth is currency. To restore purchasing power and
lift prices we need to expand our bank credit which has greatly decreased
during the depression, and we do not need to increase the currency, of
which we now have more than when the depression began.

3. As long as we retain our present money redeemable in gold we cannot
raise our price levels through increasing our supply of money unless we
can also succeed in raising the price levels of the rest of the world, for
gold prices of staple commodities freely entering into international trade
are world prices, and in the long run control general price levels.

4. We cannot decrease by law the gold content of the dollar, for the
attempt to do so would involve long debate in the Congress, during which
people would attempt to convert their present money into gold in the
hope that Congress would convert their gold into an increased number
of dollars. The resulting gold run would carry us off the gold basis.

5. The Supreme Court has declared that contracts promising to pay in
dollars equivalent to gold dollars of the present weight and fineness are
valid, whether our money is on the gold basis or not. Our Federal bonds,
nearly all our State and municipal bonds, and most of our corporate bonds,
are contracts to pay carrying that sort of gold payment provision.

6. If the gold content of the dollar could be reduced, its effect in raising
domestic price levels would probably be disappointingly gradual.

7. A moderate controlled currency inflation based on present gold

standards would not raise prices. A currency inflation sufficient to raise
prices would carry us off gold and become uncontrollable.

Col. Ayres in leading up to the above summary, said:

Cheap money is being advocated at Washington and discussed through-
out the nation, as it was during the free silver campaigns in the depression
of the 90's nearly 40 years ago, and in the greenback campaign in the
depression of the 70's nearly 60 years ago. More than a score of bills
embodying projects for inflation are before the Congress, and numerous
others are in preparation. In this respect the developments of this de-
pression are running true to historical precedent.

The impulse behind the movement is simple and natural. It is that
nearly all of us have less money than we did have two or three years ago,
and so it is easy for us to conclude that if the Government should create
a substantial amount of new money, and put it into circulation, we should
all be better off. Moreover, we remember that during the war the Goy-
ernment did cause a large expansion in the amount of money, and we
know that we then had a period of sustained business prosperity. History
tells us that the same developments took place during earlier wars.

The fiscal history of nations furnishes an abundance of testimony jus-
tifying fears about the results of money*inflation. During the Napoleonic
wars both France and Austria issued paper money to meet the costs of
government, and increased the amounts in circulation until the paper
notes could not be redeemed in metal money, and then continued to print
still more until the notes became valueless. In our own Revolutionary
‘War a similar policy was followed until the paper money of the Continental
Congress fell so low in esteem that things considered worthless came to be
referred to as not worth a continental. The paper money of the Con-
federacy suffered a like fate in the Civil War, and the greenbacks of the
Federal Government fell in value until a dollar bill was worth only 35
cents in gold.

During the World War and following its close, nearly all the belligerent
nations spent money faster than they could raise it by taxation and bor-
rowing, and printed additional paper money to make up the difference.
In some countries the paper money hecame valueless or nearly so. Among
them were Russia, Germany, Austria, Hungary, Poland, Bulgaria and
Roumania. 1In a long list of others the depreciation of values was extreme,
but not complete. Among those in which the exchange value of the money
fell to less than one-fifth of its par value were France, Belgium, Greece,
Italy, Portugal and Jugoslavia. In all these countries inflation had the
effect of rewarding speculation, and penalizing thrift. It was born of
unbalanced governmental budgets, and it fostered public and private
extravagance as it grew.

There is a fundamental difference between these historic instances of
monetary inflation and the proposals we are now discussing in this country.
It is that in all the cases cited the nations adopted inflation unwillingly
and through compulsion, while we are discussing it as a policy that might
be entered upon voluntarily in the hope that it might stimulate business
activity. Such an undertaking would be an entirely novel experiment,
for never in history has a nation voluntarily debased its currency to test
whether or not the change would result in trade expansion and business
stimulation.
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Diverse Objectives.

As one studies the bills that have already been presented in the Con-
gress, it becomes evident that we have here no mere diversity of projects
all aiming to attain the same result by differing procedures, but rather
groups of bills all seeking to produce inflation, but proposing to use it
for most diverse reasons and purposes. The bills may be roughly classified
into three groups on the basis of their objectives. In the first group
are those that seek inflation primarily for the benefit of special classes
of people in our population. Examples of such legislative projects are
those that would print some billions of new money for distribution to
the veterans in payment of their bonus claims.

Other projects designed to favor special interests are those that would
issue large volumes of new currency for the refinancing of farm mortgages
at their face value, or for lending on farm properties in amounts up to
high percentages of their appraised values. In the same group of special
interest projects may be included most of those aiming to remonetize
silver at levels well above its market value, for nearly all of these originate
in the silver-producing States, or can be directly traced to them or the
mining interests operating in them.

In the second group of inflationary projects are those designed to lift
the levels of commodity prices. They are diverse in character. Some
are mere instructions vo the Federal Reserve Board to manipulate credit
and note issues in ways that will raise prices, while others propose elaborate
new monetary systems based on constantly changing the gold content of
the dollar. The third group of inflationary projects consists of those
designed to cause a direct stimulation of business activity. They range
in scope from plans by which the treasury would issue some billions of
notes to pay for great programs of public works, to proposals for issuing
money to finance an expansion of industrial production up to prosperity
proportions in the hope that the creation of the larger supply of goods
would induce the demand that would consume them.

Inflation Is Difficult.

A simple general definition of monetary inflation is that it is the ex-
panding of the volume of money and credit more rapidly than is needed
by business. Usually the result is to make prices rise. However, an
examination of the provisions of the inflationary projects that have been
submitted to Congress leads to the conclusion that it would be extremely
ditficult to devise a modification of our money system that would suc-
cessfully operate to cause a general advance in our price levels. Certainly
most of the projects that have so far been submitted at Washington would
fail to have that etfect.

The first reason for the difficulty lies in the fact that most business in
this country is conducted by credit and not by currency. Most pay-
ments are made by check, and not by the passing of actual money. Most
of the inflationary projects that have been submitted provide for the
printing of additional paper money, but what we need in order to lift
prices is an expansion in bank credit. Our price collapse has been ac-
companied by a great shrinkage in the volume of our bank credit with
which we do most of our business, but not by a reduction in the amount
of our currency. Our loss in bank deposits, which are mostly bank credit,
has amounted to about 15 billion dollars since 1929, or to some 26%.
while our volume of money in circulation has actually increased.

It might be a simple matter to enact legislation providing for the printing
of some billions of Treasury money and its payment to some group in
our population, but if we suppose that we should thereby cause a pro-
portional lift in our prices we are mistaken. In 1931 we did pay out about
a billion dollars to veterans in bonus money without causing any real
increase in business or any advance in prices.

In 1932 our National debt increased by about three billion dollars,
which means that the Government spent that much more than it received
from taxation and tariffs. The Government might have met the deficit
by printing Federal money instead of by issuing Federal bonds, and except
for the alarm that it would have engendered, that printing of new money
would not have had any more effect on our price levels than the issufng
of the new bonds did. The evidence is cumulative that the increasing
of the volume of our currency by one or two or three billion dollars, as
most of the new projects propose, would not be effective in lifting our
price levels.

We now have in circulation about $45 of currency per capita of our
population, and not far from $400 of bank credit. Hach additional billion
dollars of new currency that might be brought into existence would amount
to $8 of new money per person. In order to raise our price levels we
do not need to have the present $45 of currency per person increased to
$50 or $60. We need rather to have the $400 of bank credit increased
to $500 or $600. The increases that we need in our money and credit
combined in order to raise the general levels of prices are far greater than
those we can get by printing new paper money if we are to keep that money
redeemable in gold.

There is a crucial difference between the war-time inflations that we
know about and the depression inflation projects that we are discussing.
In time of war business booms because the Government is purchasing goods
on a grand scale. Much the same effect is produced in the periods of
replenishment of stocks that follow great wars. Such times are charac-
terized by credit expansion, and if monetary inflation is also under _way
great advances in price levels are produced. It is true that great business
activity accompanied by large scale inflation of money and credit will
raise prices, but it is not true that during a depression a small inf!ation
of currency alone will either create business activity, or cause credit ex-
pansion, or raise price levels.

There is another and even more formidable reason why we are not likely
to be able to raise prices as the direct result of any changes we may make
in our money system providing we retain the present gold basis for our
currency. It is that the proposal to lift our price levels through monetary
manipulation is in reality the proposal to lift the price levels of the whole
world. The gold prices of wholesale commodities entering into inter-
national trade are always about the same all over the world, after al-
lowance is made for the costs of transportation and taxes. The gold
prices of these basic commodities largely control general price levels.
No one nation acting alone can hope to control or even greatly influence
them.

Gold Basis.

An essential characteristic of all the historic inflations is that they have
been caused by the printing and circulating of large volumes of paper
money not redeemable in gold or silver. If we should abandon gold as
the basis for our money and then print and circulate large volumes of paper
currency we could carry the process far enough to lift our price levels.
Another method of inflation that is much discussed would be to reduce
the amount of gold in the dollar in the expectation that prices would rise
in proportion as the gold content was reduced.

All such projects are probably impossible of realization. There seems
to be no method within the realm of political realities by which this country
could voluntarily abandon gold for its money, or reduce the gold content
of the dollar. The reason for this is that all our Federal bonds, most of
our State and municipal bonds, and most of our corporate bonds are prom-
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ises to pay in dollars equal to gold dollars of the present weight and fine-
ness. Moreover, the Supreme Court has rendered decisions declaring
such gold payment contracts valid irrespective of whether our money
is on the gold standard or off it. Such conditions do not exist in other
countries.

If a bill to reduce the gold in the dollar were seriously considered in
Congress it would produce protracted debate, and if enacted into law its
constitutionality would be argued before the Supreme Court. While the
congressional debate was going on everyone having money would attempt
to convert it into gold in the expectation that the new law would increase
the number of his dollars without any effort or risk on his part. Sufficient
gold to meet such demands does not exist, and if the Congress should be so
foolish as to enter upon the debate that would initiate a world-wide run
upon our vast supplies these would promptly be exhausted and we should
be forced off the gold standard.

If all these difficulties should somehow be surmounted, and we should
suddenly learn that the gold content of the dollar had been reduced by
one-third, the results would probably prove most disappointing to the
proponents of the change. The number of dollars in our bank accounts
would not have increased, the goods in the country would be the same in
volume, and price advances would probably develop slowly. Foreign
goods would cost us more in dollars, so our imports would decline, and our
goods would cost foreigners less in gold so our exports would increase.
Then foreign nations would act to prevent the dumping of our goods in
their markets, and would tighten exchange restrictions to reduce the flow
of their gold to these shores.

The tendency would be for our price levels to adjust themselves ultimately
to the new gold content of our money, but the process would probably be a
slow one, and for a long time we should find ourselves receiving the same
old incomes, owing the same debts, and doing business at abou. the same
prices. The reason for the probable tardiness of general price advances is
that except for security transactions the increase of prices as measured in
new thin dollars would result only from the fact that our exported staples
would keep their world gold value and so have increased dollar value.
Gradually other prices would adjust themselves upward into relationship
with export staple prices.

It is erroneous to suppose that a decrease in the gold content of the dollar
would immediately litt general price levels correspondingly. This country
did actually decrease the gold content of the dollar by a little over 6% at
the end of June 1834. The average of all wholesale prices in the six months
following the change was about !4 % lower than in the six months preceding
it. England abandoned the gold standard in September 1931. Since then
the gold value of the pound has been decreased by about 31%, and prices
of commodities in England are at levels of 1931. The gold value of Cana-
dian money has been decreased by about 13% and commodity prices have
actually declined. Many similar examples could be cited.

There is no royal road to reflation, but there is a path to recovery if we
have courage to follow it. The goal is restoration of contidence so that
increasingly active business may cause credit expansion. The most neces-
sary steps are listed in the platform of the new administration. These
include drastic reduction of governmental expenditures, a balanced budget,
a sound currency preserved at all hazards, reciprocal tariff agreements,
together with measures to restore international trade and facilitate ex-
change. If reasonably rapid progress can be made in fulfilling these
covenants, and negotiating a war debt settlement, we may be assured that
restoration ot confidence will result.

e A

Unemploymentin U. S. at All-Time Peak in January—
More Than 12,000,000 Out of Work, According to
President Green of American Federation of Labor
—Holds 30-Hour Week Recovery Standard.

Unemployment in the United States reached an all-time
peak of more than 12,000,000 in January, according to
William Green, President of the American Federation of
Labor. Mr. Green, in a statement issued at Washington

on Feb. 12 said:

Our estimate for December showed 11,900.000 unemployed, and trade
union reports showed an increase in unemployment from December to
January which, when applied to the country at large, indicates at least
200,000 more laid off in industry alone by the first of the year Trade
union unemployment increased from 24.9% of the membership in December
to 25.59% in Japuary.

This new peak of unemployment is the worst tragedy of the depression,
It makes the need of shortening work hours more than ever urgent. Hun-
dreds of thousands of jobs have been completely eliminated during the
depression; the only way we can ever put out working population back on
a basis of self-support and turn our man power to creating wealth is by
shortening the work week.

In 1929 there were already 2,400,000 out of work, and the average
actual work hours per employee in industry were 48.7 per week. To-day,
with 12,000,000 unemployed, the average actual work week is 41.6 hours.
If the work week were universally shortened to 30 hours, we could put to
work 6,600,000 of the unemployed.

The 30-hour week is the recovery standard. To put to work 6,500,000
unemployed would give immense impetus to every one It would put new
hope into the hearts of millions who for years have known nothing but
despair; it would give new courage and raise our national morale to have
these men at work instead of walking the streets in idleness while their
fellow-citizens carry the heavy burden of relief. Thirty hours a week is
a conservative standard, leaving nearly 5 500,000 still to be absorbed
into work as industry recovers.

The movement to shorten hours has already made progress; in the
Jasv bhalf of 1932 the rate of unemployment increase was checked, and
the number now out of work is less by nearly 1,000,000 than it would
have been if unemployment had taken its normal course. We must see
that hours are shortened still further; we need to take 11 hours off the present
actual work week to bring the 30-hour week. We must also see to it that
all gains are made permanent by creating the new 30-hour ‘recovery
standard’’ as the basic standard of work hours for American industry.

Meanwhile, relief need is mounting daily, and hundreds of thousands
of families are dependent on Government funds. In November the number
of families receiving city and county relief in 125 cities was 152% above
last year; the amount given then was above last November by over
$9,000,000—an increase of 202%. Private funds cannot begin to bear the
burden, increasingly we are depending on Government releif. Last No-
vember Government funds furnished 73% of all relief, this year 889%.
In November, in 125 cities, 925,000 families received $27,706,000 in relief,
according to Labor Department reports.

The average relief grant per family per month was $20.57, nearly $3
above that for last November. This in itself indicates the exhaustion
of personal resources and the increased dependence on charity. Inaddition,
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requests have come to the Red Cross from 4,750,000 families for flour,
and from 4,425,000 for clothing, from the Government supply of wheat
and cotton made available by Congress for relief.

To stave off an even greater human catastrophe, our immediate effort
must be twofold: (1) A nation-wide drive to introduce the 30-hour
week, and (2) appropriation of adequate Federal relief to supplement the
exausted funds of local governments. Hundreds of thousands of families
are waiting for funds from the Federal Government because local funds
cannot help them.

Details of our unemployment estimate from Government figures show
the following for December: On farms, 220,000 were laid off with the
winter season; in factories, 100,000: building construction and roads, 200,000;
service industries, nearly 20,000; Government, nearly 7,000. The Christ-
mas season gave jobs to nearly 300,000 in retail stores. The total increase
in unemployment from November to December was over 300.000.

Estimate of
Total

Unemployed
in the

U. S. Weighted

1930.
April.__ 2,964,000
1932

----10,304,000
Feb..-.10,533,000
Mareh .10,477,000
April___10,496,000
May . --10,818,000

Trade Union
Unemployed
(% of Members)
Part
Time.

Estimate of
Total
Unemployed
in the
U. 8.

1932,
July .. .11,420,000
Aug . _ 11,460,000
Sept. . _10,880,000
Oct....10,875,000
Nov...11,589,000
Dec . _a11,900,000

1933.

Weighted.

25.4 21
25.1 21

Trade Union
Unemployed
(% of Members)
Part
Time.

22
22
23
22
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“Annalist’” Monthly Index of Business Activity Dropped
Two Points During December-January -Period—
Substantial Decline Noted in Automobile Pro-
duction.

The “Annalist’’ index of business activity, following four
months of unusual stability at about 609, of estimated
normal, has dropped about two points, the preliminary
figure for January being 56.8, as against 59.2 for December
and 62.8 for January 1932. The largest factor in the
December-January decline, states the ‘“Annalist,”” was the
adjusted index of freight car loadings, which dropped from
56.5 to 54.3. Under date of Feb. 10 the ‘*Annalist’’ further
notes:

There were also substantial decreases in the adjusted indices of auto-
mobile production, electric power production and bituminous coal produc-
tion, as well as smaller declines in the adjusted indices of cotton consump-
tion and zinc production. The adjusted index of steel ingot production
registered a small increase and the pig iron index was unchanged.

Table I gives the combined index and its components, each of which is
adjusted for seasonal variation and where necessary for long-time trend,
for the last three months, Table II gives the combined index by months
back to the beginning of 1928.

TABLE I—THE ANNALIST INDEX OF BUSINESS ACTIVITY AND
COMPONENT GROUPS.

January. December. November.

18.3
20.9

Pig iron production ’
56.5 I
|

Steel ingot production-
Freight car loadings

Electrie power production. -
Bituminous coal production.
Automobile production. .
Cotton consumption. .

Wool consumption

Boot and shoe production
Zine production

Combined index

65.6
65.1
52.8
75.8
81.0
83.5
35.8
59.2 |

* Subject to revision. @ Based on an estimated output of 7,025,000,000 kilowatt-
hours, as against the Geologlcal Survey total of 7,125,000,000 kilowatt-hours for
December and 7,543,000,000 kilowatt-hours for January 1932. b Based on the
National Automobile Chamber of Commerce estimate of 115,915 cars and trucks
as against the Department of Commerce total of 109,542 ecars and tiucks in Decem=
ber and 123,075 cars and trucks in January 1932,

TABLE II—THE COMBINED INDEX SERVICE, JANUARY 19028.

1933. 1931. | 1930.
95.0
04.2
91,2
95.0

1929. | 1928.

*56.8

74.4
76.2
. 78.0
- 3 80.8

January
February .
Murch. .
April_

®

~IIsaars
S m

LA tctni-

==
-
-

23
n

* Subject to revision.

Moody’s Daily Index of Staple Commodity Prices.

The Daily Index of Staple Commodity Prices, compiled
by Moody’s Investors Service, although closing slightly lower
for the week, seemed to develop resistance to decline at the
80 level, which has served as the lower limit of its range,
with a few exceptions, since January 1. The net decline
from 81.1 to 80.6 during the week can be practically attributed
to a 20-cent drop in hog quotations as more normal shipments

from country points were effected. A ten-point advance in
sugar and small advances in wheat and silver were offset by

declines in wool, silk, hides, rubber, cocoa and corn, while
cotton, coffee and the metals were unchanged.
The movement of the Index for each day of the past week,

with ecomparisons, is shown below:

Sat. H 80.6 | Week ago Fri. Feb. 10
-holiday |2 wks. ago F:i. ng. !

80.2| Year Ago 0

0.0 1932-33 Range.
Feb. 41933

Sept. 6 .v32

80.0 | Low
80.6 | High
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Production of Electricity Increased During Week
Ended Feb. 11 1933.

According to the National Electric Light Association, the
production of electricity by the electric light and power
industry of the United States during the week ended Feb. 11
1932 was 1,482,509,000 kwh., compared with 1,454,913,000
kwh. in the preceding week, and 1,578,817,000 kwh. in the
corresponding period last year. The percentage decrease
as compared with 1932 was 6.19%, as against 8.49 for the
previous week.

Production of electricity during the calendar year 1932
totaled 77,442,112,000 kwh., as compared with 86,063,-
969,000 kwh. in 1931, 89,467,099,000 kwh. in 1930, and
90,277,153,000 kwh. in 1929. The Association has released
the following statisties:

PER CENT CHANGES.

Week End. Week End.
Feb. 11 1933.|Feb. 4 1933.

—4.2
—5.7
—6.5
—8.4

Major Geographic Regions.

Atlantic Seaboard . - -

New England (alon
Central Industrial_ ..
Pacific Coast

—7.8
—8.1
—11.0
—8.8

—8.4

Total United States —6.1

Arranged in tabular form, the output in kilowatt hours of
the light and power companies for recent weeks and by
months since the first of the year 1932 is as follows:

1933

Week of— 1033, Week of—
1,495.116,000{Jan.
1,484,089,000|Jan.
1,469,636,000{Jan, @
1,454,913.000(Feb.
1,482,509,000|Feb.

Feb, &

Feb. 2

Mar.

1932.  |Wweek of— 1931

16,822,000
12,786,000
$7.160.000
79,016,000
£3.712,000

33,353,000
84.125.000

Jan.

1,602,482,000|Jan.
Jan.

,598,201,000{Jan.
Jan.
Feb.
Feb.
Feb.
Feb.
Mar.

1932.

1930. 1929, Under

1931.

5.7%
a6.1%
8.2%
12.4%
13.5%
13.3%
16.1%
11.9%
11.0%
9.5%
6.7%
8.9%

10.0%

8,021.749,000
7,066,788,000
7,580,335,000
7,416,191,000
7.494,807,000
7,239,647,000
7,363,730,000
7,391,196,000
7.337,106,000
7,718,787,000

7,585,334,000)

81,004,000
93,691,000
212,090,000

30,077,000,

. 166,086,000
7,099,421,000
7,331,380,000
6,971,644,000| 7,270,112,000{ 7,681,822,000
7,288,025,000| 7,566,601,000/ 7,871,121,000

77,442,112,000'86,063,969,00089,467,099.000'90,277,153,000
a Change computed on basls of average dally reports.
Note.—The monthly figures shown above are based on reports covering approxi-

mately 92% of the electric light and power Industry and the weekly figures are based
on about 70%.

7,772,878.000
7,523,395,000
8,133,485,000

September. .
October ...
November ..
December. ..

6,317,733,000
6.633,865,000
6,507.804,000
6,638,424,000

e

Review of Building Situation in Illinois During January
—Illinois Department of Labor Reports Increase

in Number of Building Projects from December.

“For the month of January 1933, 65 Illinois cities reported
the issuance of building permits for a total of 400 building
projects, the estimated cost of which was $701,163,” ac-
cording to Howard B. Myers, Chief of the Division of
Statistics & Research of the Illinois Department of Labor.
In reviewing the building situation in Illinois, Mr. Myers
said that ‘“‘these figures represent an increase from the
December 1932, totals of 32.09% in the number of projects,
and 54.6% in the total estimated expenditure.a Compared
to January 1932, the number of building projects in the 65
cities for January 1933, declined 25.9%, and the total esti-
mated expenditure declined 31.5%. It is to be noted that
the declines from January 1931, to January 1932, were
47.9% in the number of projects, and 78.9% in the estimated
cost of such projects.b’”’ In his review, issued Feb. 13, Mr.
Myers also said:

The December to January movement in building activity as indicaved by
the permit value of building projects is normally downward. The increase
reported in January 1933, was attributable to an increase of 147.4% in
the proposed expenditure for additions, alterations, repairs and installations.
The total expenditure for all new building declined .4 of 1% below the total
for December 1932. Of the total January estimated expenditure for all
new building, that for new residential building declined 60.0% while that
for new non-residential increased 210.8% from the amount reported for
December 1932. An analysis of the total estimated expenditure for building
projects during January in each oi three major geographic areas revealed
increases over December 1932, of 150.2% in Chicago, and 48.6% in 30
reporting cities outside the metropolitan area, while the group of 34 cities
reported a decrease of 1.7%.

In Ohicago, the total estimated expenditure for new non-residential
building in January increased 69.6%, and that for additions, alterations,
repairs and installations 216.4% over the totals for December. The total
permit value of new residential building declined from the low figure of
$19,000 in December 1932, to $5,100 in January 1933, or 73.2%. Of the
total estimated expenditure reported for Chicago in January, 89.4% was
to be expended for additions, alterations, repairs and installations.c

In the 34 reporting cities comprising the suburban group the total esti-
mated expenditure for additions, alterations, repairs and installations, in
January increased 76.7 %, while that for new non-residential building in-
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creased from the extremely low total of $3,790 in December 1932, to $87,340
in January1933. Residential building during the same period declined 69.9% .
A post office building to be erected at Lake Forest, and estimated to cost
877,490, was the only outstanding project reported in the metropolitan
area. Fifteen of the 34 cities of this area reported gains in estimaved ex-
penditure over December 1932, and the same number reported increases
over January 1932.

In January 1933, the group of 30 cities outside the metropolitan area
reported gains of 86.8% in the estimated expenditure for new non-residential
building, and 83.5% for additions, alterations, repairs and installations.
During this same period a decline of 25.5% in new residential building was
reported. In Centralia a permit was issued for one new non-residential
building, the estimated cost of which was $53,700. This building, the
only large project reported for this group of cities, was planned to provide
for a number of stores and a lodge hall. Fourteen of the cities in this group
reported increases in total estimated expenditure over December 1932, and
11 reported gains over January 1932.

Of the total proposed expenditure authorized by permits issued in the
65 reporting cities of the State during January 41.6% was to be expended
for Chicago projects, 25.4% for projects in the reporting suburban cities,
and 32.9% for projects in the reporting cities outside the metropolitan area.
An analysis by building classification disclosed that of the total estimated
expendivure for all reporting cities, 12.7% was to be expended for new
residential building, 27.8% for new non-residential building, and 59.6%
for additions, alterations, repairs and installations.

a Reports from 20 additional cities are now being received. Comparisons are
based on reports from 65 citles, for both 1932 and 1933. Disagreement with totalg
previously published is to be accounted for by the 20 additional reporting cities
and by redefinition of the metropolitan area.

b The comparison of expenditure for January 1931 and January 1932, is based
upon the 45 cities reporting in January 1931. Percentage changes disagree with
those published in “The Labor Bulletin' for February 1932, because of revision of
tigures for Highland Park.

¢ January indexes; Chicago: Total building, 1.6 new residential bullding, 0.1
new non-residential, 0.3; additions, alterations, repairs and installations, 30.4.
(Monday average 1929=100.)

Mr. Myers also issued the following statisties:

TABLE 1.—TOTAL NUMBER AND ESTIMATED COST OF BUILDINGS
BASED ON PERMITS ISSUED IN 65 ILLINOIS CITIES IN JANUARY
1933, BY CITY.

January 1933. December 1932. January 1932.

Clwy. No. of|

Bldgs.

Estimated
Cost.

No. of]
Bldgs.

Estimated
Cost.

No. of|
Bldgs.

Estimated
Cost.

$
21,024,196
a736,270

$ s
701,163 453,481

470,293

a303
al59
109

Total all cities, a540

Metropolitan area. a298,076| a285

116,681

Chicago 291,923 210 534,570

Metropolitan area, ex-|
cluding Chicago .- a50

3 2

5 7 7
12 2

1

178,370 al81,395| a75| 201,700

1

1

Harvey
Highland Park.
Hipsdale
Kenilworth .

Melrose Park.
Niles Center.

Wilmette.. .

Winnetka 19,250

230,870
27,475
1,840
400
3,200
41,000
500
2,000
53,700
12,444
2,898
1,765

al55,405
16,354

154 -
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Rock Island.
Springfieid.. .
Sterling_ ...

a
West Chicago.d._ ...

a Disagrees with figures previously lusl
from additional cities, and redefinition of the ““Metropolitan Area.”
figure. Permit issued In January for one new resid
$3,000, canceled. c Previously Included with citles classified as being “Outside
Metropolitan Area.” d Previously included with cities classified as being within
the “Metropolitan Area.”

1al bulldl "
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Far West Business Reviewed by Bank of America

(California)—Finds Few Failures in Steamship
Lines Doing Pacific Coast Shipping—Decrease of

37% Noted in Imports for United States.

Although Pacific Coast shipping, represented by some
100 steamship lines, has felt the heavy hand of depression,
it has experienced but few failures, has readjusted opera-
tions to existing business and has prepared itself to carry
the American flag more widely into markets of the world.
Such are the findings of the Bank of America (California)
as reported in a weekly review of Far Western business.
According to an announcement issued at San Francisco

Feb. 14, the review also noted:

With the recent addition of 12 new palatial liners costing more than
$60,000,000, Pacific lines are well equipped to take advantage of any
upturn in business. Leaders in Pacific shipping, a survey shows, express
a modest amount of optimism for 1933 and some point out that even a
moderate improvement would change a number of red operations over to

rofits.
2 A decline of 33% was registered in both exports and imports in thefive
Pacific Coast customs districts in 1932, exports dropping to $201,951,126
and imports to $124,541,560. At the same time imports for the United
States as a whole declined 37%. Preliminary reports for January 1933,
as compared with the first month of 1932, indicate that the Coast decline
in trade will not be more than about 4%.

————————

Industrial Employment in Ohio and Ohio Cities,
According to Ohio State University—Usual Decline
Recorded During January.

The Bureau of Business Research of the Ohio State
University states that ‘“‘total industrial employment in
Ohio in January decreased 29 from December, which is
the extent of the five-year average January decline.”” The
Bureau also noted under date of Feb. 6:

Two industry groups—service and vehicles—recorded gains in January,
the increase in the first case being slightly greater than the usual January
gain, while the 2% increase in the service group was equal to the five-year
average change. Employment in the paper and printing and the trans-
portation and public utility groups showed no change in January, which
may be considered as a favorable factor in view of a usual January decline
in these industries. Although textile employment also remained unchanged
in January. the five-year average change represents an increase of 19%.
‘While employment in the chemical, food and construction groups of in-
dustries registered declines in January, the decreases were either no greater
than or less than the usual January declines. The remaining industry
groups—Ilumber, machinery, metal products, rubber, trade and stone,
clay and glass—recorded decreases which were greater than the usual
January declines.

Five individual industries—machine tools, steel works and rolling mills,
printing and publishing, glass, and autos and parts—recorded significant
gains in January and in each case the increase was either greater than
the five-year average gain or in contrast with a decline.

Employment in Toledo in January increased 12% from December, while
a 2% gain was recorded in Canton. The five-year average change in both
of these cities represents a condition of stability. The 4% dechne in
Columbus was not as great as the usual January decline of 5%, while the
4% decrease in Cincinnati was equal to the five-year average change.
Dayton employment declined 1% in January as compared with the usual
January condition of no change. Declines were recorded in Akron, Youngs-
town and Cleveland of 3%, 4%, and 7%, respectively, and in each case
was greater than the five-year average January decline.

EMPLOYMENT IN OHIO CITIES, JANUARY 1933.
In Each Series Average Month 1926 Equals 100.
(Based on the number of persons on the payroll on the 15th of the month or nearest
representative day as reported by co-operating firms.)

Number of Concerns
Reporting.

Aver.
Change|Change|Change
Jan. | Jan. | Jan.
1933 | from | 1933 In- | De-
Dec. | from crease|crease| No
1028- | Jan. Jrom |from (Ch'ge.
1932. Dec. | Dec.

City and Industry.

Akron— % %
Industrial —2 18
Manufacturing . .. - ( 12
Mon-manufacturing..
Construction
Cincinnati—
Industrial. - .

-

Manufacturing .
Non-manufact
Construction. ..

-
COHN® Nk oot

—

Non-manufactu
Construction. .

Non-manufacturing .
Construction

0
-

-
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Manufacturing. ..
Non-manufacturing. .
Construction
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INDUSTRIAL EMPLOYMENT IN OHIO.
In Each Series Average Month 1926 Equals 100.
(Based on the number of persons on the payroll on the 15th of the month or nearest
representative day as reported by co-operating firms.)

Number of Concerns
Reporting.

Aver.
Change|Change|Change.
Jan. | Jan. | Jan

B Jrom
Dec.
1928~
1932,

1933 In- | De-
Jrom crease|crease,
Jan. Jrom | from
1932. Dec. | Dec.

%
—13 244 | 451
=18 189

Industry.

All industries. -
Total manufacturing .
Chemicals
Food products._

=

o
oo 00
Tt it DO 0O DO B 0

Miscellaneous -

Lumber products
Furniture
Miscellaneous -

Machinery.

Electrical machinery,
apparatus & supplies.

Machine tools

Material handling and
power machinery.__.._

Special purpose mach'y
and appliances

Metal products

Fdry. prod. & drop forg'gs
Pipes, pumps, valves,

plumbers® supplies. - -
Serew machine products
and hardware
Sheet metal works
Steel works & roll. mills
Stoves and furnaces. ...
Miscellaneous.. - . - -

Paper and printing
Paper, incl. stationery. -
Printing and publsihing ..
Miscellaneous

Rubber products.

Tires and tubes-
Miscellaneous

Stone, clay & glass prod--

grlck and tile
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Vitreous & semi-vitreous
china and pottery.-...
Miscellaneous

Men’s clothing .-
Miscellaneous.. -

—
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Autos and parts
Cars, steam and street

Miscellaneous . - .. -~ .-
Miscell. manufacturing. - -
Non-manufacturing - ... ...
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-

Transp'n & public utilities
Construction

Brick, stone & cement work

General contracting

Plumbing & steam fitting.

Street, road & sewer work..

Miscellaneous

©

@
NROXBDNOWCIONID ot b bt O i 00 it HRUOOWRNOWWONI=MON © o

3

5]
SON=NSONOO ~—-O

Business Conditions in 1932 in Fifth District Reviewed
by Federal Reserve Bank of Richmond—During
December Business at Levels of Fall Months of
Year.

In the accompanying summary, a statistical picture of
1932 business in the Fifth (Richmond) Federal Reserve
District is briefly set forth, in comparison with 1931 busi-
ness, and, in addition, figures for 1929 are included, to
afford opportunity for comparison of the 1932 results with
those of the year before the depression began to be felt
seriously. All of the figures for 1932 compare unfavorably
with those for both 1931 and 1929, The summary, as noted
in the Jan. 31 “Monthly Review” of the Federal Reserve
Bank of Richmond, also says:

Debits to individual accounts figures, which reflect the volume of
business passing through banks, totaled 21.9% less than debits in 1931
and 37.3% less than those of 1929. Commercial failures last year were
28% more numerous than in the preceding year and 36.3% above those
of 1929, and aggregate liabilities involved in 1932 failures were 55.5%
and 119.5% above those of 1931 and 1929, respectively, Cotton con-
sumption in Fifth District mills in 1932 was 4.19% below consumption in
19331 and 20.9% below 1929, although in this activity there was marked
improvement in the last third of 1932 and more cotton was used than in
the last four months of the year before, Building permits issued in
leading Fifth District cities last year declined greatly in both number
and estimated valuation, and in value amounted to only 27% of the 1929
total. Contracts actually awarded last year for construction work, includ-
ing rural as well as city projects, totaled less than two-thirds as much
as 1931 contracts and only 41% of those awarded in 1920. Retail and
wholesale trade in 1932 was in materially reduced volume in comparison
with both 1931 and 1929, but on the whole held up in the larger cities
better than might have been expected in the face of widespread unemploy-
ment aud reduced incomes. Unemployment spread further in 1932, and so
did wage and salary cuts by firms which were losing money, both of
these developments reducing consumer purchasing power and effecting
shrinkages in numerous types of business, Agriculture was highly
unprofitable last year, yields being low on account of unfavorable weather
and financial returns small because of continued low prices for farm
products. In the face of surplus crops carried over from 1981, the reduc-
tion in yields last year were insufficient to raise prices materially in any
important line. Fortunately the farmers in the Fifth District made last
year’s crops very cheaply, which held down their losses, but at the end
of the year many of them were not even able to pay taxes on their land or
interest on their mortgages.

In December, business on the whole continued at about the same levels
as in the fall months of 1932, but was in less than seasonal volume in retail
trade because of very bad weather during the entire month. Department
store sales last month were 21.8% less than sales in December 1931, and
wholesale trade was also in smaller volume in the 1932 month. No
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especially important developments occurred in banking activities between
the middle of December and the middle of January, changes in condition
statements of both the Federal Reserve Bank of Richmond and regularly
reporting member banks being seasonal for the most part. Debits to
individual accounts figures during four weeks ended Jan. 11 1933 showed
a seasonal increase over debits in the four weeks ended Dec. 14 1932, but
fell 19% below totals for the corresponding four weeks ended Jan. 13 1932.
Employment showed no improvement in December, and severe weather
increased the hardships of persons out of work. Coal production in
December exceeded production in December 1931. Fifth District textile
mills consumed less cotton in December than in November, a seasonal
decline due to Christmas holidays, but used more cotton than in December
of the preceding year. Cotton and tobacco prices rose somewhat in
December, and tobacco prices were materially higher than prices a year
earlier, but so much less tobacco was sold last month that total money
returns were less than those of December 1931. Construction work provided
for in December building permits and contracts awarded was in very
small volume.

We quote as follows from the “Review’ as to wholesale
and retail trade conditions:

Retail trade in December 1932 in the Fifth Reserve District did not
measure up to seasonal level, chiefly due to very unfavorable weather from
the first of the month through Christmas. As a result, sales in 33 repre-
sentative department stores declined 21.89% in comparison with sales in
December 1931, the most unfavorable comparison made by any month
since last August. In total sales for the year 1932, reporting stores in the
district showed an average decline of 19.19% in comparison with total
sales in 1931.

Stocks of goods on the shelves of the reporting stores, at retail selling
prices, declined 21.8% during the month of December 1932, and at the
end of the year were 14.09 smaller than stocks on hand at the end of 1931,
Stocks were turned an average of .52 times during the month of December,
and in the year 1932 stocks were turned an average of 3.692 times, a lower
figure than 3.941 times in the preceding year.

Collections in December averaged 25.39% of outstanding receivables on
Dee. 1 1932, a higher figure than 25.2% for November 1932, but materially
lower than 28.1% collected in December 1931,

—_—

Lumber Orders Lowest Since Week Ended Jan. 7.

New business booked at the lumber mills during the week
ended Feb. 11 1933, totalled 103,018,000 feet —the lowest
of any week of the year sinee that ended Jan. 7. This was
229, below that reported for the corresponding week of 1932,
according to telegraphic reports to the National Lumber
Manufacturers Association from regional associations cover-
ing the operations of 724 leading softwood and hardwood
mills. Production during the week ended Feb. 11 1933, at
86,064,000 feet, was lower than any week since that of
Jan. 7, and 129% below corresponding week of last year.

Production was 189, of capacity and orders were 229, of
capacity, compared with 199, and 259 respectively for
the previous week. The association, in its statement, adds:

All regions except Southern Pine showed orders above production during
the week ended Feb. 11, the Western Pine mills reporting them as more
than twice the production volume. Compared with last year, all regions
reported lower production and lower orders except the Northern Hemlock
territory. Southern Pine and West Coast mills showed orders about 20%
below last year; Western pine mills 28% below.

Stocks at softwood mills on Feb. 11 were 24 % below those of Feb. 13 1932,
being this year the equivalent of 109 days' average production of the re-
porting mills, compared with 142 days’ last year.

Forest products carloadings during the five weeks of 1933 to date were
259% below those recorded for corresponding period of last year which
were in turn 46 % below those of the first five weeks of 1931.

Lumber orders reported tor the week ended Feb. 11 1933, by 421 sottwood
mills totaled 89,568,000 feet, or 18% above the production of the same
mills. Shipments as reported for the same week were 86,353,000 feet, or
14% above production. Production was 75,699,000 feet.

Reports from 318 hardwood mills give new business as 13,450,000 feet,
or 30% above production, Shipments as reported for the same week were
12,662,000 feet, or 22% above production. Production was 10,365,000
feet,,

Unfilled Orders.

Reports from 360 softwood mills give unfilled orders of 372,646,000 feet,
on Feb. 11 1933, or the equivalent of 14 days’ production. The 545 identi-
cal mills (softwood and hardwood) report unfilled orders as 439,973,000 feet
on Feb. 11 1933, or the equivalent of 14 days' average production, as com-
pared with 541,155,000 feet, or the equivalent of 18 days’ average produc-
tion on similar date a year ago.

Last weeks production of 412 identical sottwood mills was 75,028,000
teet, and a year ago it was 84,702,000 teet; shipments were respectively
85,499,000 teet and 114,727,000; and orders received 88,121,000 feet and
112,572,000. In the case of hardwoods, 191 identical mills reported pro-
duction last week and a year ago 8,923,000 feet and 10,817,000; shipments
10,178,000 feet and 16,188,000; and orders 10,973,000 feet and 13,801,000
feet.

West Coast Movement.

The West Coast Lumbermen's Association wired from Seattle the follow-
{ng new business, shipments and unfilled orders for 178 mills reporting for
the week ended Feb. 11:

NEW BUSINESS.
Feel,

UNSHIPPED ORDERS.
P

L.

SHIPMENTS.
Feet,

Coastwise and
intercoastal - . 20,187,000

PDomestic cargo Domestle cargo
dellvery 20,312,000| delivery. . ..106,866,000
14,065,000 | Forelgn 94,024,000
47,612,000
- 3,334,000

Total 50,026,000/ Total 248,502,000 48,391,000

Production for the week was 47,373,000 feet. Production was 21%
and new business 22% of capacity, compared with 22% and 27% for the
previous week.

Southern Pine.

The Southern Pine Association reported from New Orleans that for 110
mills reporting, shipments were 1% below production, and orders 4%
pelow production and 4% below shipments. New business taken during
the week amounted to 18,073,000 feet (previous week 20,895,000 at 102);
mills); shipments 18,776,000 feet (previous week 21,231,000); and pro-
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duction 18,883,000 feet (previous week 20,052,000). Production was 30%
and orders 29% of capacity, compared with 33% and 34% for the previous
week. Orders on hand at the end of the week av 109 mills were 59,121,000
feet. The 109 identical mills reported a decrease in production of 1% and
in new business a decrease of 19% as compared with the same week a
year ago.

Western Pine.

The Western Pine Association reported from Portland, Ore., that for
111 mills reporting, shipments were 102% above production, and orders
119% above production and 8% above shipments. New business taken
during the week amounted to 19,713,000 feet (previous week 23,194,000 at
113 mills); shipments 18,178,000 feet (previous week 19,944,000), and
production 8,984,000 feet (previous week 8,482,000). Production was
7% and orders 159% of capacity, compared with 6% and 16% for the
previous week. Orders on hand at the end of the week at 111 mills were
86,701,000 feet. The 109 identical mills reported a decrease in production
of 15% and in new business a decrease of 28%, as compared with the same
week a year ago.

Northern Pine.

The Northern Pine Manufacturers of Minneapolis, Minn,, reported no
production from 7 mills, shipments 783,000 feet and new business 1,280,000
feet. The same mills reported new business 24% less than for the same
week last year.

Northern Hemlock.

The Northern Hemlock and Hardwood Manufacturers Association, of
Oshkosh, Wis., reported production from 15 mills as 459,000 feet, ship-
ments 225,000 and orders 476,000 feet. Orders were 6% of capacity com-
pared with 5% the previous week. The 15 identical mills reported a gain
of 53 % in production and a gain of 49% in new business, compared with the
same week a year ago.

Hardwood Reports.

The Hardwood Manufacturers Institute, of Memphis, Tenn., reported
production from 303 mills as.10,299,000 feet, shipments 11,949,000 and
new business 12,430,000. Production was 19% and orders 23 % of capacity,
compared with 189, and 24 % the previous week. The 176 identical mills
reported production 9% less and new business 20% less than for the same
week last year.

The Northern Hemlock and Hardwood Manufacturers Association, of
Oshkosh, Wis., reported production from 15 mills as 66,000 feet, shipments
713,000 and orders 1,020,000 feet. Orders were 20% of capacity, com-
pared with 13% the previous week. The 15 identical mills reported a loss of
94% in production and a loss of 21% in orders, compared with the same
week last year.

—_——

Southern Pine Mills Increased Qutput During January
—Shipments Show Gain Over December.

Average weekly production per unit at Southern pine
mills increased 14% during January to 164,718 feet, as com-
pared with average weekly output during the preceding
month of 143,962 feet and 143,589 feet in January a year
ago, according to the University of Texas Bureau of Busi-
ness Research.

“Average weekly shipments per unit made an encouraging
gain over December,” the Bureau's report said. “However,
at an average of 161,569 feet per unit, they are still 2% under
average weekly output during the corresponding weeks last
year. In January 1932 average weekly shipments amounted
to 172,291 feet per unit, an excess of 29,000 feet over pro-
duction.” The report further added:

Unfilled orders at the close of January averaged 494,620 per mill, an
increase of 24% over the record low bookings of 400,127 feet per unit
at the close of January. Unfilled orders at the close of January were
only 7% under those at the close of January a year ago.

Although actual operating results of the lumber mills reporting to the
Southern Pine Association are at almost unbelievably low figures, there
is some encouragement to be derived from the fact that the enormous
declines as compared with the previous year which characterized these
data during 1932 and 1931 have given way to small changes, whether
declines or increases. For example, last year in January average weekly
production was 439 under that for the corresponding month in 1931;
shipments and unfilled orders made scarcely a better showing. Production
in January 1931 was 529% under that for January 1930. This year,
although production is low and although shipments and unfilled orders
are also meagre, yet, based on comparisons with the previous year, all
three of these records make a fair showing.

—
Lumber Stocks Still Reported Excessives

According to the National Lumber Manufacturers’ Asso-
ciation, the seventh quarterly report of the Lumber Survey
Committee of the Timber Conservation Board has just been
issued, showing estimated lumber consumption during 1932
and three preceding years, lumber stocks as of the first of
1933 and 1932 and anticipated lumber consumption during
the first quarter of 1933. The Association further goes
on to say:

The Committee points out that although lumber stocks have been
much reduced since 1930 and over 2.5 billion feet during the past year,
equivalent to nearly one-fourth of the total volume of lumber movement,
the net decline since the beginning of 1929 has been only about 30%,
whereas consumption in 1932 has declined over 65% from 1929. The
Committee states that further large reductions in stocks is essential to
industry recuperation and recommends a reduction during the year of
3% billion feet.

The Committee finds that average lumber prices at the mill in the
last quarter of 1932 showed a slight advance, the first in three years.
It states that increase in production is not justified until consumption has
increased and excess stocks liquidated. It recommends that diligent efforts
be made through exchanges of stocks and sales, to avoid unnecessary
production of items already in industry surplus.

The report shows that if the lumber industry generally had not followed
the recommendations of the Timber Conservation Board during the past
two years and had continued production schedules at the rate prevailing
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in 1930 and early 1931, instead of an average stocks surplus of 40% at
the beginning of 1933, the surplus would have been approximately 120%.

The Lumber Survey Committee appointed on July 9 1931 consists of
Thomas 8. Holden, Vice-President, F. W. Dodge Co., New York; Dr. Frank
M. Surface, Assistant Director, Bureau of Foreign and Domestic Com-
merce; M. W. Stark, lumber and coal economist of Columbus, Ohio;
Calvin Fentress, Chairman of the Board, Baker, Fentress & Co., Chicago,
I1l,, and Dr. Wilson Compton, Secretary and Manager, National Lumber
Manufacturers’ Association. This Committee serves voluntarily in co-
operation with the work of the Timber Conservation Board in its study
of the economric situation in the forest products industries.

—_—

Hudson Motor Car Plants Busier Now Than
Before Strike.

We learn from advices from Detroit to the “Wall Street
Journal” of Feb. 16 that according to officials of the Hudson
Motor Car Co. employment and operations at the company’s
plants are at a higher level than before the shutdown which
was caused by a walkout in its body plant. Prior to_the
walkout 3,000 were employed in the body plant_and 3,000
in the main plant. A reference to the strike was made in
our issue of Feb. 11, page 916.

———e

Prices of New Ford Cars Announced.

Prices of the new Ford V-8 cylinder cars, with 112-inch
wheelbase, were announced by the Ford Motor Co. on Feb.
10. The new price list shows reductions of from $5 to $35 on
various types of closed cars under those of the former V-8.
The prices f. 0. b. Detroit are as follows:

Phaeton De-luxe coupe, 5-window type$540
De-luxe phaeton._ _ Cabriolet 585
Victoria

Tudor sedan

De-luxe Tudor sedan. . .

Fordor sedan
De-luxe Fordor sedan

Coupe, 3-window type._______ 490
Coupe, 5-window type <
De-luxe coupe, 3-window type 610

Al de-luxe cars will be equipped with safety glass through-
out. Other cars will have safety-glass windshields as stand-
ard equipment.

Five colored wheels will be standard equipment on the de-
luxe ears. Bumpers and spare tire on all cars are at extra
cost.

Commercial unit prices were announced as follows:

112-inch wheelbase commercial chassis, four-cylinder engine, $320:
standard delivery body on 112-inch wheelbase chassis, four-cylinder engine,
$520; 131-inch truck chassis, four-cylinder engine, $470; 157-inch truck
chassis, four-cylinder engine, $500.

————

Crude Rubber Consumption Increased During January,
but Continued Below Corresponding Period a
Year Previous—Imports Also Higher.

Consumption of c¢rude rubber by manufacturers in the
United States for the month of January amounted to 21,661
long tons. This compares with 16,990 long tons for De-
cember 1932 and represents an increase of 27.5%, according
to statistics released by the Rubber Manufacturers’ Associa-
tion. Consumption for January 1932 was reported to be
27,962 long tons.

Imports of crude rubber for the month of January were
31,110 long tons, an increase of 8.9% above December 1932,
although less than 1% below January 1932.

The Association estimates total domestic stocks of crude
rubber on hand Jan. 31 at 396,376 long tons, which compares
with Dec. 31 stocks of 388,229 long tons. January stocks
show an increase of 2.1% as compared with December 1932
and 22.8% above the stocks of Jan. 31 1932.

The participants in the statistical compilation report
32,539 long tons of crude rubber afloat for the United
States ports on Jan. 31, compared with 38,360 long tons
afloat on Dec. 31 1932 and 42,234 long tons afloat on
Jan. 31 1932,

———

Shipments of Pneumatic CasingsYand Inner Tubes
Increased During December 1932—Production at
New Low—Inventories.

Shipments of pneumatie casings for the month of December
1932 amounted to 1,818,700 casings, an increase of 6.3%,
above November of that year, but were 34.6% below
December 1931, according to statistics estimated to represent
100% of the industry, as released by the Rubber Manu-
facturers Association, Ine. Production of pneumatic casings
for December 1932 totaled 1,982,681 casings, a decrease of
13.99% under November of that year, and 25.0% below
December 1931. Pneumatic casings in the hands of manu-
facturers Dec. 31 1932, amounted to 7,644,359 units, an
increase of 2.5% above Nov. 30 1932, stocks, but were
1.79% under Dec. 31 1931. The actual figures are as follows:
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PRODUCTION AND SHIPMENT OF PNEUMATIC CASINGS.
{From figures estimated to represent 100% of the Industry.]

Shipments. I Production. | Inventory.
1,818,700 ‘ 1,082,681 ' 7,644,359

December 1932
November 1932.

1,711,298 2,303,545 7,454,443
December 1931

2.781,205 2/643,221 7,774,720
The Association, in its bulletin dated Feb. 10 1933, gave
the following data:

PRODUCTION AND SHIPMENTS OF PNEUMATIC CASINGS AND INNER
TUBES (BY MONTHS),

[From figures estimated to represent 80% of the industry.]

Pneumatic Casings.

Ship-
ments.

Inner Tubes.

Inven- Out~
tory. put.

Ship-
ments,

Inven- Out-
tory. put.

6,329,417
7,337,796
7,902,258
7,876,656/ :

2,769,088| 2,602,469| 6,175,055| 2,718,508| 2,803,369
3,098,976/ 2,042,780| 7,007,567| 3,056,988 2,182,405

2 2,363,323| 7,558,177| 2,801,602
2,958,014| 7,552,674 2,579,768| ¢
7,130,625| 2,727,462
2(x4,139,358| 4,222,816
2,349,761
2,198,560
2,081,146
1,749,188
1,604,071
1,423,376 1,378,924

29,513,246|30,328,536

2,030,976
2.054,913
1,842,836
1,586,145

32,067,732|32,200,820

7,165,846| 2,939,702| 2,995,479| 7,551,503| 2,898,405| 3,249,734
7,628,520| 3,188,274 2,721,347| 9,936,773| 3,132,770| 2,720,135
3,730,061| 3,207,225| 8,370,974 3,559,644 3,031,279
3,955,401| 3,945,525| 8,330,155| 3,603,222 3,708,949
4,543,003| 4,332,137 8,438,799 4,329,731/ 4,224 594

4,537,970 4,457,509 8,403,401/ 4,286,467| 4,317,543
5 3,941,187 4,369,526( 7,671,801| 3,064,174| 4,664,064
3,124,746| 3,967,987| 7,019,217| 3,548,335 4,240,403
2,637,575| 3,145,488| 6,476,191| 2,759,431 3,320,103
2,379,004 2,281,322 6,658,013 2,461,578| 2,250,494
2,000,630| 2,300,971| 6,495,708 1,954,915 2,075,716
2,114,577| 2,225,036( 6,337,570 2,077,704] 2,213,261

38,992,220(40,048,552 38,666,376/40,017,175

November - - .
December.

6,335,227
6,219,776

9,539,353| 3,588,862
3,644,606| 3
3,890,981
5 3| 4,518,034
: 4,573,895
-|10/621, 4,007,808
3 3,193,057

25,404/10,163,267| 3,685,410 3,885,717
56,104(10,428,068| 3,707,066| 3,469,919
10,543,026| 3,
1},027.711
1 5

3,332,489
2,692,355
2,865,933
2,123,089
2,251,269 2,688,960| 7,999,477

40,772,378/42,913,108!

3,836,880
3,053,424
3,161,048/ 2
2,143,609
2,448,105

41,936,029143,952,13]

Augus

September- - -
October......-
November....

December. ... 7,202,750

CONSUMPTION OF COTTON FABRICS AND CRUDE RUBBER IN THE
PRODUCTION OF CASINGS, TUBES, SOLID AND CUSHION TIRES
AND OUTPUT OF PASSENGER CARS AND TRUCKS.

Consumption.

Crude
Rubber

Production.x

Cotton
Fabrics
(80%) .

(Pounds.)

Passenger
Gasoline Cars
(80%). (100%). (100%).

(Pounds.) (Gallons.)
165,963,182 518,043,062|10,708,068,000| 3,929,535
177,979,818/ 515,994,728/12,512,976,000| 3,093,428
222,243,398( 600,413,401(13,633,452,000| 4,024,590
208,824,653| 598,094,708|14,748,552,000| 4,811,107
158,812,462/ 476,755,707|16,200,894,000( 2,939,791
-| 151,143,715 456,615,428/16,941,750,000| 2,036,567

932 128,981,222|y416,577,533(15,698,340,000| 1,196,357
Month of Dec. 1932 5,992,878 19,423,813| 1,142/022.000 87,760

x These figures Include Canadian production and cars assembled abroad the
parts of which were manufactured in the United States. y Revised.

WHOLESALE PRICES OF COMMODITIES.

Trucks
(100%) .

Calendar years:
1026

Indez Numbers.
1926=100.

Nov.
1932,

63.9
7.2

Average Prices.

Dec. Nov, | Dec. | De
1932, | 1932, | 1931. | 1932.

Commodity.
Dec.
1931.

68.6

All commodities bl 62
Crude rubber (cents per pound) s = == 6
Smoked sheets (cents per Dol(lil)ld) - ggg

o DE~omt

C.
2
6
8
7
8
6
2
7
0

1

SH585500

6
7
4
3
1
5
2

SO i 00 W

Tubes, Inner (dollars per unit)..._

Argentine Wheat Sold to Shanghai Millers.
Associated Press advices from Buenos Aires, Argentina,
Feb. 9 stated:

Twenty-two thousand tons of Argentine wheat have been sold to Shanghal
millers and will be shipped before the end of the month,

This follows a recent wheat shipment to Japan, causing grain men here
to hlope that Oriental consumption may help dispose of the Argentine
surplus.

——ee

Forced Farm Sales Suspended in Germany—President
von Hindenburg Bans Them Till Oct. 31.

On Feb. 14 President von Hindenburg of Germany signed
a decree suspending all enforced sales by court order of
farms and personal property connected with them throughout
Germany until Oct. 31. According to a cablegram from
Berlin to the New York “Times,’” only if a farmer brought
about his financial difficulties through his own negligence
may a creditor apply for permission to institute foreclosure
or execution proceedings. The cablegram continued:
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The purpose of:the decree is to gain time to adjust agricultural debts,
which have reached an extent where wholesale bankruptcy of the farmers
seems inevitable, leading to an enormous loss of capital. The measure
undoubtedly will make the new Cabinet popular with millions of farmers

who were facing immediate ruin, and who will now obtain a respite at least.-

The general suspension of auction sales of farms has been demanded by
agricultural associations for a long time, but no previous government
could make up its mind to such a sweeping step. Two Chancellors, Dr.
Bruening and General von Schleicher, were ousted chiefly in connection
with this question, which is close to the heart of President von Hindenburg.

That this problem is probably the most urgent in Germany is evidenced
by the fact that Dr. Alfred Hugenberg, who holds the combined Ministries
of Agriculture and Industry, has thus far concentrated his activities ex-
clusively upon the farmers' plight. Chancellor Hitler is thus living up to
his recent promise to ‘‘build the new Germany' upon the farmer.

R e —

German Cabinet Adopts Measures
Against Imports of Grain.

According to Associated Press cablegrams from Berlin, the
German Cabinet yesterday (Feb. 17) adopted measures keep-
ing from the market all foreign grain except such as it im-

ported under an exchange agreement. The account added:

The Government plans to create special export regulations for wheat,
rye and oats, the nature of which has not yet been divulged. The Govern-
ment will order the mixing of rye and potato flakes for feeding pigs and
eosined wheat for chickens.

From the New York “Sun’’ we take the following United
Press advices from Berlin, Feb. 17:

The Cabinet to support domestic grain prices decided to-day on measures
essentially extending the existing Government corn monopoly to other
cereals and placing a virtual embargo on importations of wheat and rye.

Acting on proposals of Alfred Hugenberg, Food Comptroller, the Cabinet
decided to refuse admittance to foreign grain except small quantities im-
borted in exchange for German soft wheat and rye. German law hitherto
has compelled millers to use 97% domestic grain. Henceforth it will be
about 100%.

The decree was facilitated by two or three bumper crops in Germany,
failing which the Government might have had to subsidize the grain market
heavily to keep up prices.

The Government also decided to reintroduce the system by which Ger-
man grain exporters receive debentures which can be used for payment of
duties on other foreign products,

The “Sun’’ observed:

The action of the German Cabinet in putting a sharp curb on imports of
grain follows similar action taken Feb. 9, when live stock and lard were
subjected to tariff increases ranging up to 500% and calculated to prac-
tically eliminate imports of those products. Roughly two-thirds of Ger-
many's requirements of these products are supplied by the United States.
Bouth American exports also were hard hit by the changes. Germany
defended the action on the ground that domestic live stock prices were only
about 60% of prewar levels.

—eeeeme

Grain Prices Ease on Chicago Board of Trade Despite
Loss in Elevator Fire—Buying to Remove Hedges
on Burned Wheat and Corn Offset.

Destruction of 661,000 bushels of cash wheat and 948,000
bushels of cash corn in. a local elevator fire on Feb. 9 was
partly responsible, said a Chicago dispatech Feb. 10 to the
New York “Times,” for a small speculative interest in

grains that day on the Board of Trade. The dispatch added:

Traders had visions of a sharply higher opening, expecting a rush of buy-
ing to remove hedges against the burned grain, but not a buying order of
consequence was in evidence at the start and the first sales were at virtually
the same figure as the last trades yesterday.

The wheat market drifted within narrow price limits, pit traders being
rather cautious about selling,

Not until near the close did the market develop activity, when a decline
resulted from pressure that was regarded as against Red Cross grain. The
finish was near the bottom, with net losses of 3% to }4 cent a bushel.

Some buying of wheat at times through brokers and commission houses
was regarded by close observers as removing hedges against the grain lost
inthefire. News generally was ignored all day. Western Nebraska reported
that a small crop is expected there owing to drauth and damage from winds.

Hedges against the corn destroyed in the fire were removed during the
session, but in a manner that did not materially affect the market, and it

was understood that most of the buying was at the May's low point to
3§ cent above.

Oats closed unchanged, Northwestern interests buying May and selling
July, presumably changing over hedges, while a local cash house did the
reverse. Rye was affected by the action of wheat and finished % to ¥
cent lower. Barley ended 4 cent higher.

—ee

Nearly 500,000 Bushels Added to Grain in Store at
Head of Great Lakes During Week Ended Feb. 11.
From Fort William, Ont., Feb. 11, Canadian Press

advices stated:

Nearly 500,000 bushels were added to stocks of all grains in store at the
head of the Great Lakes this week, and stocks to-day are 66,231,726
bushels, compared with 64,180,361 a year ago and 70,880,603 two years

ago. Stocks in store include 61,630,739 bushels of wheat and 1,028,516 of
oats.

—_—
Brazilian Embargo on Importation of Flour to End
Feb. 28 1933.

The Brazilian Government has given official assurance
that the prohibition against the importation of flour, which
was established on Aug. 28 1931, for a period of 18 months,
will expire as scheduled on Feb. 28 1933, according to a
cable from Ambassador Edwin V. Morgan, Rio de Janeiro,
received in the Department of Commerce’s Tariff Division.
The information was made available on Feb. 11 by the
Department. -
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United Kingdom Buying of Canadian Wheat Rises—
January Purchases Are Three Times 1932 Month.

Canadian Press accounts from London Feb. 13, published
in the New York “Herald Tribune,’’ said:

The United Kingdom's purchases of Canadian wheat in January were
almost three times as large as in January of a year ago, and were well over
half of her total wheat purchases.

Figures issued to-night showed that of 8,140,000 hundredweights of
wheat bought by the United Kingdom from all countries last month,
Canada supplied 5,120,000. The returns showed no purchases during the
month from either Russia or the United States. Australia supplied 1,
736,000 hundredweights and the Argentine 749,000.

An even more spectacular increase is shown in British purchases of
Canadian bacon, which grew from 3,063 to 22,073 hundredweights. Two
years ago, in January 1931. British purchases of Canadian bacon totaled
only 947 hundredweights.

Soviet salmon made heavy inroads on the British market last month.
Imports of Russian salmon rose from 1,078 hundredweights in January
1932, to 63,000 hundredweights last month.

B

Greeks Must Eat More Currants in Bread Under New
Decree—Would Reduce Imports of Wheat.

Bakers in Greece must sell one loaf of eurrant bread for
each three loaves of plain bread, according to a recent
Government law requiring the use of currants in bread
making under prescribed conditions, states a report to the
Commerce Department’s Foodstuffs Division from Com-
mercial Attache K. L. Ranking, Athens. The Department
on Feb. 13 further announced:

The law was passed to stimulate the domestic consumption of currants
it is stated, and at the same time reduce the imports of wheat.

Currants needed for the bread are furnished by the General Currant
Office, it is reported, which either sells them direct to the bakers or dis-
tributes them to flour millers or dealers for sale to the bakers’ associations.
The price of the currant bread may not exceed that of the ordinary bread,
according to the law.

The currant bread is said to have been well received by the public, the
demand exceeding the quantity the bakers are permitted to sell under the
provisions of the law. It is very similar to raisin bread sold in the United
States but is apparently something new in Greece, the report states.

———

Deere & Co. to Follow Price Guarantee Plan for Farm
Crops of International Harvester Co.

From the “Wall Street Journal” of last night (Feb. 17)
we take the following from Chicago:

Deere & Co. will follow exactly, in 1933, the commodity price guarantee
plan initiated by International Harvester Co., which assures the farmer
70-cent Chicago wheat on 1933 autumn payments for merchandise pur-
chased this year. If the average Chicago quotation at maturity of the
note is less than 70 cents a bushel, the purchaser will be credited with
the price differential. This applies to purchases of $150 or more. The
1933 payment plan is confined to 40% of total purchase price on purchases
of less than $150. Where the note represents not more than 80% of the
total price, the farmer will be credited with one-half the price differential.
In territories where corn or cotton is the principal money crop, a corn
price guarantee will be applied at 45 cents a bushel for No. 2 yellow at
Chicago, or 8} cents a pound, New Orleans, for midland cotton.

The 1933 guarantees fixed by the International Harvester

Co. were noted in these columns Feb. 4, page 730.
— s

Commodity Price Guaranty Offered by J. I. Case Co.

The following from Chicago Feb. 11 is from the New
York “Times’’:

In an effort to stimulate sales of the farming implements which it makes,
the J. I. Case Co. this year will offer its customers a commodity price
guaranty plan based on wheat at 70 cents and corn at 45 cents a bushel
here, and cotton at 814 cents a pound in New Orleans. The plan applies
to payments in the autumn on merchandise bought this year.

At the time of the maturities of the notes, if the prices of the commodities
have not reached the guaranteed levels, the customers will be credited
with the differential between actual and promised prices.

—_———

New Reich Tariffs Bar Lard from United States—500%
Increase Decreed—Live Stock Duty Doubled by
Dr. Hugenberg—Part of German Press Protests
the Higher Rates Which Also Include Meats.

Acting on recommendations made by Dr. Alfred Hugen-
berg, Reich Minister of Economy and Agriculture, the
Government decreed on Feb. 9 a 5009 increass in the
import duty on lard and an increase of about 100% on live
stock. A cablegram Feb. 9 from Berlin to the New York
“Times’’ reporting this added:

The immediate purpose of these increases, says the official announce-
ment, is to curb foreign imports of these products. One of the immediate
effects of this great rise in the tariff on lard will be to promote a demand
for German margarine.

Since about 75% of Germany's lard imports are from the United States,
American packers will be the principal sufferers from the new duties. The
value of the American product marketed in Germany in 1932 is estimated
at §12,000,000.

It is not improbable that these exports will-now be discontinued, since
the American producer will hardly be able to compete with the domestic
industry under the new rates. German lard imports in 1932 totaled 1,077,-
000 double hundredweight, of which 787,000 was from the United States.

Although agrarian imports into Germany have in general declined steadily
In the past three years, lard imports have continued to rise until 40% of
the domestic demand has been supplied from abroad, German producers
apparently having been unable to underbid foreign competition.

The new duties will become effective next Wednesday, upon the expira-
tion of the German-Swedish trade agreement, which has tied up the lard
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tariff, since Germany has had to grant most-favored-nation treatment to
other countries.

The new tariffs are sharply attacked in those sections of the press that
are close to the business world. They assert that the low prices of lard,
livestock and meat do not depend on world levels but are solely due to
low domestic purchasing power, which, they assert, cannot be raised through
tariff measures.

However, previous German Governments would have followed the
same course as Dr. Hugenberg if the Swedish pact had not prevented.
There are only limited stocks of American lard on hand, since accumula-
tions were forbidden by the authorities in view of the impending tariff
increases.

Among the protests already made against the Government's new tariffs
is one from the Hamburg Diet, which calls the measure highly injurious
to German shipping.

The announcement issued in the matter Feb. 10 by the

Department of Commerce at Washington said:

A German Government decree, effective Feb. 15, increases the import
duties on certain livestock and livestock products, according to a cable-
gram received in the Commerce Department’s Tariff Division from Com-
mercial Attache H. Lawrence Groves, Berlin.

The new duties are as follows, in Reichsmarks per 100 kilos (former
duties in parentheses):

Cattle, 50.00 (24.50); sheep, 45.00 (22.50); hogs, 50.00 (27.00); meat,
fresh, also frozen, 100.00 (16.00 to 55.00); meat, simply prepared, 150.00
(80.00), and prepared for finer table use, 180.00 (150.00); lard and similar
fats, including oleo oil, 50.00 (10.00).

The above increases follow the expiration of the German-Swedish com-
mercial treaty under which Germany was bound not to increase the former
duties on cattle, sheep, lard and certain meats.

A further anncuncement by the Department on Feb. 13

stated:

Lard and similar fats for margarine production, imported under special
permit, will continue to be dutiable at the present rate of 10 Reichsmarks
per 100 kilos, according to a cable to the Commerce Department from Com-~
mercial Attache H. Lawrence Groves, Berlin.

However, lard imported without a special permit will become subject to
a duty of 50 Reichsmarks per 100 kilos, effective Feb. 15

A wireless message Feb. 10 from Berlin is also quoted

as follows from the “Times”:

Some confusion has beerr added to the trade situation as a result of the
first concrete trade measure of the new Ministry. This is a definite in-
crease of foodstuff duties, and is expected to provoke a conflict with Sweden,
Denmark, Holland and Lithuania, perhaps also with the United States,
as the largest shipper of lard on which the Government proposal would
raise the tariff at one stroke 500%.

The duty would affect imports of 100,000 tons per annum, of which
four-fifths comes from America. The ‘“Tageblatt’’ suggests that the full
new duty be imposed only on American lard, while quotas with a relatively
reduced duty will be conceded to Denmark and Holland. The Hamburg
Governing Council has already passed resolutions condemning such meas-

ures.
———

American Packers Ask Austria to End Bar Against
56-pound Boxes of Lard.

The following from Vienna Feb. 8 is from the New York

“Times’”:

Vienna representatives of Swift, Armour, Wilson and other American
packers to-day protested to the Minister of Finance against the methods
adopted by the Austrian Government to prevent the importation of Ameri-
canlard.

American lard is popularly imported in 56-pound boxes on which last
year duties of $500,000 were paid.

Assured by the Government last autumn that they could import during
the next 12 months 35% of their 1931 total, the American companies
brought in 1,000 tons in 56-pound boxes, which they stored in bond. A
week ago the Government unexpectedly decreed no 56-pound boxes could

be imported.
———
Germany Removes Penalty Duties on Argentine Corn,

Tallow and Casings.

On Feb. 15 the Department of Commerce at Washington
said:

A German Government decree retroactively effective Feb. 9 1933 can-
celed the decree of Dec. 20 1932 under which penalty duties had been
imposed on Argentine maize, premier jus, and other tallow, and animal
casings, according to a cablegram to the Department of Commerce from
Commercial Attache H. Lawrence Groves, Berlin,

It had been reported that these penalty duties were imposed because
Argentina had not extended to Germany the duty concessions granted
to Chileunder the modus vivendi concluded between Argentina and Chile
on Nov. 12 1932. A modification of the modus vivendi between Argentina
and Chile has been announced, effective Feb. 11 1933, whereby Argen-
tina has substantially curtailed the list of products upon which duty re-
ductions were granted to Chile in the original modus vivendi.

—_——

Coffee Prices Depressed During Week Ended Feb. 10,
According to New York Coffee & Sugar Exchange
—Amount of Free Coffee in United States Increased

A slight increase in the amount of free coffee in the United
States, lower cost and freight offerings from Brazil and the
proximity of another large offering from the Grain Stabiliza-
tion Corporation combined to depress coffee prices during
the past week, according to the New York Coffee & Sugar
Exchange, Ine., in its review of the coffee market for the
week ending Feb. 10. The Exchange adds:

During the week Santos futures were 11 to 2 points lower and Rio futures
were 27 to 3 points lower on this Exchange, with the principal weakness
in the near-by positions. On Feb. 10 there were 341,000 bags of Brazilian
coffee in the United States, an increase of 13,000 bags. An important
bearish influence has been the prospect of heavy offerings by the Grain
Stabilization Corporation, which has 41,750 bags undisposed of from its

Feb. 1 quota.
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President Vargas of Brazil Abolishes National Coffee
Council—Creation of National Coffee Department.

In a Rio de Janeiro cablegram, Feb. 11, to the New York
“Times’ it was stated that President Vargas on that day
abolished the Coffee Council, creating instead the National
Coffee Department. It will be directed by three members
appointed by the Government, said the cablegram.

From the New York “Herald Tribune’” we take the fol-
lowing (United Press) from Rio de Janeiro, Feb. 14:

No radical changes are contemplated in the Brazilian Government's
coffee policy because of the establishment of the Coffee Department to
replace the National Coffee Council, which was abolished last week. The
Government, it was stated, will continue its program of eliminating surplus
stocks and also embark on a world-wide advertising campaign with a pur-
pose of increasing consumption. Present export taxes will be maintained,

it was said.
—_—

Brazil Seeks to Sell Coffee to India—Barter Arrange-
ment for Jute Suggested—Also Seeks Markets in
Persia and Iraq.

From the “Wall Street Journal” of Feb. 15 we take the

following from Bombay:

Two representatives of the Empreza de Cafe Brazil, an officially recog-
nized coffee marketing association, have, recently been in Bombay. They
are making a tour of India in the hope of extending the Brazilian coffee
market here, and if negotiations prove successful to open a chain of dis-
distributing centres. India, of course, produces coffee for itself, but the
visitors are hopeful of making arrangements which will prevent fierce
competition. They also believe that there is an opening for a better grade
of coffee in the Indian market.

One of the representatives of the Empreza de Oafe Brazil states that his
concern would regard with favor some bartering arrangements—takings of
jute for Brazil might be feasible. Coffee beans will be exported from
Brazil to India and ground in this country in factories to be erected.

Prior to their arrival in Bombay the visitors had been in Persia and Iraq,
and made arrangements with both countries for importing Brazilian coffee.
To meet the demands of what are hoped to be expanding markets in the
East, 25,000 bags of Brazilian coffee had been deposited in Liverpool.
Iraq is reported as having just taken 5,000 bags pursuant to the newly
made agreement.

—_—
United States Coffee Imports from Colombia in 1932

Up 32,000,000 Pounds.

United States imports of coffee from Colombia, South
America, for the year ending 1932 totaled 357,372,254
for a new yearly record showing a gain of 32,563,359 lbs.
over the 324,808,359 lbs. imported by this country from
Colombia in 1931, or an increase of 109, according to
figures released Feb. 8 by the Department of Commerce.
It is further stated:

This new high record of 357,372,254 1bs. imported in 1932 is approxi-
mately 3,000,000 1bs. higher than the previous record of 354,114,023 1bs.
imported in 1930.

Further figures reveal that United States imports of Colombian ‘‘milds'’
coffee in December 1932 were 34,287,893 lbs., as against 29,913,114 1bs.
for November, and were higher than any other month of 1932 except the
34,692,656 1bs. imported in January of that same year.

—

United States Coffee Consumption Now One and
One-Half Billion Pounds.

United States coffee drinkers accounted for 1,501,565,724
1bs. of coffee in 1932, according to import figures released
by the United States Department of Commerce, this figure
representing a decrease of 13.7% from the total of 1,741,-
535,724 1bs. imported by the United States in the previous
year of 1931. Further advices in the matter state:

Of the approximately 26 coffee-producing countries which in 1932 sup-
plied the total United States coffee needs, Brazil and Colombia, South
America, together led in furnishing 84% of the billion and a half pounds
used in this country, Brazil supplying 61% and Colombia 23% of the total
amount. Further figures reveal that United States imports of Brazilian
grades dropped from 1,236,122,5565 1bs. in 1931 to 923,085,156 lbs. in
1932, or a 25% decrease.

However, Colombia, second largest world coffee producer, showed a
gain of 32,563,359 1bs., or a 10% increase in furnishing her “mild" grades
to the United States market, with 357,372,254 1bs. imported by this country
in 1932 as against 324,808,359 1bs. in 1931.

Between 85 and 90% of the entire Colombian coffee crop output is
consumed annually by United States coffee drinkers, whose last year's
coffee appetite accounted for approximately 87,000,000,000 cups.

_——

Northwest Farmers Net $4,000,000 for Beet Crop.
From St. Paul, Minn., Feb. 7 the New York ‘“Journal

of Commerce’’ reported the following:

Northwest farmers along the Northern Pacific Ry. will collect more than
$4,000,000 for their sugar beet crop in 1933,

In addition, $1,750,000 was paid out for sugar beet factory and field
labor.

A survey just completed by the agricultural development department of
that railroad shows that there were nearly 3,000 growers of sugar beets in
that railroad’s territory last year and that this dependable source of cash
income already has paid $3,900,000 to the farmers and that it is expected
they will receive further payment of about $500,000.

Five beet sugar factories are in the territory served by the Northern
Pacific. They are the American Beet Sugar Co. at East Grand Forks,
Minn.; the Holly Sugar Corp. at Sidney, Mont.; the Great Western Sugar
Co., Billings, Mont.; Amalgamated Sugar Co., Missoula, Mont., and the
Utah-Idaho Sugar Co. at Bellingham, Wash., Tributary to those plants,
72,797 acres of sugar beets were harvested last fall and 875,418 tons of
beets were delivered to the plants. This is an average in excess ot 12 tons
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to the acre. Payments were based on a sliding scale or participating basis
in which the percentage ot sugar content and price received for sugar were
governing factors. Final settlement will be made when the sugar has been
marketed during the present year. About 2,500,000 bags of sugar were
manufactured in addition to quantities of wet beet pulp in bulk and dried
pulp put up in sacks.

e

Mexican Sugar Exports Put at 100,000 Tons—Sales for
Two Months Under Control Plan Reported.

The following (copyright) from Mexico City Feb. 12, is
from the New York “Herald Tribune’’:

Approximately 100,000 tons of sugar have been sold abroad since the
middle of December, when the five-year sugar control plan sponsored by
the Federal Government at the suggestion of former President Oalles
got under way. All sugar sales are now conducted by the quasi-govern-
mental agency Azucar, while the Secretary of Commerce (Secretary of
Economy since Jan. 1) was given broad powers to restrict the Crop acreage

‘When the project becomes officially known early in December, it was an-
nounced that the country had 120,000 tons of sugar surplus which would be
sold abroad. Since that time the Government’s sales agency, which is
supported by all planters, concentrated attention on reducing this surplus.
Europe, principally Germany, has taken a greater portion, and 100,000
tons so far have been exported, which brought in about $750,000. All
sales and transactions were made in United States currency.

—————

Hawaii Sugar Uutput Up.

From the New York ‘“Evening Post’’ we take the following
from Honolulu Feb. 10:

Raw sugar manufactured in Hawaii in the first three months of the crop
year totaled 181,898 tons, against 169,022 in the preceding year. Revised
estimate of production is now placed at 983,550 tons.

Final forecast of the Indian 1932-33 sugar crop is 4,651,000 tons, ac~
cording to Lamborn advices from Cawnpore, India. This compares with
3,970,000 tons produced in the preceding crop year, an increase of 681,000.
The final estimate on the India growing crop is 651,000 tons above previous
estimates at 4,000,000.

—_—

Beet Sugar Production Expands in Finland.

Because beet sugar contracts have considerably increased,
the Salo beet sugar plant will greatly expand its operations,
according to a report to the Commerce Department from
Trade Commissioner F. C. Somer, Helsingfors. The De-
partment on Jan. 30 further said:

This is the only beet sugar factory at present in Finland, it was reported.

In 1932 the factory claimed to have had contracts with farmers involving
cultivation of about 2,400 hectares of sugar beets, while in 1931 2,020
hectares were actually cultivated.

Last year proved to be favorable for the factory. The mild weather made
the treatment of the sugar beets very easy. Almost without exception the
beets were received in an unfrozen condition. The 1932 production of the
factory amounted to 5,700,000 kilos of sugar, in which 50,000,000 kilos
of sugar beet were utilized.

European beet sugar is finding a market in India, it is reported, when
freight rates prove favorable compared with competing cane sugar imported

from Java.
—
Cuban Sugar Output—1931-32 Production 2,602,864
Tons—Exports Total 2,605,194 Tons in Year.

From the “Wall Street Journal’’ of Feb. 7 we take the
following from Havana:

Cuban sugar production tor the season 1931-1932 totaled 2,602,864
Spanish tons, according to the Cuban Sugar Export Corp. Distribution of
the six provinces follows (in tons): Pinar del Rio, 98,702; Habana, 243 ,056;
Matanzas, 208,889; Santa Clara, 524,348; Camaguey, 746,953 and Oriente,
690,916. Stocks of sugar on Dec. 31 1932, amounted to 1,616,648 tons,
including 790,460 tons segregated for the Export Corp.

Exports during 1932 totaled 2,605,194 tons, of which 1,676,639 tons went
to the United States, 19,644 to Canada, 4,616 to Central and South America,
682,593 to England, Lands End and Queenstown, 89,808 to France, 13,242
to Belgium, 10,169 to Holland, 16,910 to Russia, 20,232 to Sweden, 10,586
to countries in Europe, 7,018 to the African Continent, 17,335 to the
United States for refining, 17,871 to China, 3,007 to Japan and 15,434 to
Australia and New Zealand.

Of the 928,555 tons exported to countries other than the United States
and to the United States for refining 659,052 tons were free sugar and
269,503 tons were controlled by the Export Corp. It is estimated that
23,200 tons were taken from the 1932 crop for local consumption,

Of the 2,450,807 tons set aside for the United States for refining 659,052
tons were free sugars exported. - Of the 711,108 tons set aside for countries
other than the United States 659,052 tons or 92.68% has been exported.

——eeeee
Turkey Adds Sugar and Coffee to Centralized Import
List.

Sugar and coffee were recently added to Turkey’s list of
centralized imports, in line with the Government’s policy
to maintain a favorable balance of trade, said a report to
the Commerce Department from Commercial Attache
Julian E. Gillespie, Istanbul. The Department on Jan. 31
likewise said:

The privilege of handling these imports will be awarded to experienced
and financially competent Turkish concerns, while the products to be
exported in exchange will be designated by the Government. The Govern-
ment has decreed the export of the following Turkish products in exchange
for sugar imports from the respective countries: Hazelnuts to Czecho-
slovakia; barley and tobacco to Belgium; raisins, figs and tobacco to
Hungary. No change is indicated in the case of sugar imports from Soviet
Russia.

A similar procedure will be followed in the case of coffee, with adequate
stock kept on hand for the country's current requirements.

The Trukish-Polish compensation agreement, which provided for the
exchange of rugs, hazelnuts, walnuts, pistachio nuts, figs, raisins and fresh
fruits for Polish wool yarns, packing paper, hardware, wool-cotton textiles,
plywood, rice, burlap, bottles and lamp chimneys, expires on Feb. 15.
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Stock of Indian Cotton in India.

The total stock of Indian cotton in India on Jan. 31,
including the estimated unpicked portion of the current
crop, was about 4,344,000 bales of approximately 400
pounds each, as against 3,624,000 on Jan. 31 last year,
4,703,000 two years ago, and 5,293,000 three years ago,
according to the New York Cotton Exchange Service.
The increase in stocks of 720,000 bales over last year is
due almost entirely to the fact that the current Indian
crop is estimated to be about 632,000 bales larger than
last season. The Exchange Service on Feb. 14 said:

The carryover in India on August 1 this season was 96,000 bales larger
than a year earlier, resulting, together with the crop increase, in a supply
for this season 728,000 bales larger than last season. Distribution by
consumption in India and exports from India was practically the same
during the first half of the current season as during the first half of last
season, 2,182,000 bales as against 2,174,000, but it was much below recent
previous seasons. Consumption in India is running at a high rate but
total exports so far this season have been considerably below those in
previous seasons. Recently, exports from India have picked up considerably,
particularly to the Orient. This increase has coincided with a falling-off
in exports of American cotton to the Orient,

R — o —
Census Report on Cottonseed Oil Production
During January.

Persons interested in this report will find it in the Cotton

Department, page 1226.
—_——
Census Report on Cotton Consumed in January Larger.

This report, issued on Feb. 14 by the Census Bureau, will
be found on page 1225.
——————
Exports of Silk Yarn from U. S. Reached All-Time
Record in 1932.

Exports of silk yarn from the United States amounted to
219,090 pounds in 1932, a new all-time record movement of
this product, it is stated by F. E. Simmons of the Commerce
Department’s Textile Division. The value, $679,528, was
somewhat lower than the two previous years, and compares
with the record of $1,022,147 in 1929, when only 185,152
pounds were exported. The Department on Feb. 11 added:

Mr. Simmons pointed out that growing exports of silk yarn are a tribute
to the technical developments in the United States, since the bulk of this
trade consists of hosiery tram which must be imported, in the form of
raw silk, thrown, twisted and wound on cones, and then sold in competition
with silk yarn manufactured in countries where raw silk is produced.

The important markets for American silk yarn are Argentina, which
took 84,514 pounds valued at $272,482 in 1932; Brazil, 75,830 pounds
valued at $38,465; and Czechoslovakia, 15,346 pounds valued at $40,359.
Other leading markets are Cuba, Germany and Uruguay.

This export trade has developed almost entirely within the past 10

years. In 1923, for example, exports amounted to 40,838 pounds valued
at $296,278.

.
Cigarette Prices Reduced Second Time Since J