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THE LITERARY SCENE 

• • In Monaco, the statement that 
Grace Kelly would be the first Amer
ican woman pictured on a foreign 
stamp brought hoots of protest from 
experts interested in the sincerest 
forms of philately. Jane Addams and 
Carrie Chapman Catt, they point out, 
both adorned stamps issued in Tur
key, and Amelia Earhart was similar
ly honored by Mexico. 

To author David Dodge should go 
some of the credit for the Rainier-
Kelly romance. His was the thriller, 
•'To Catch a Thief," that Alfred Hitch
cock bought to film on the French 
Riviera, and it's while she was acting 
in it there that Miss Kelly first at
tracted the attention of the alert 
Prince. Dodge is setting his new sus
pense novel, "Angel's Ransom," in the 
same locale, and when the time comes 
to put that one in celluloid title-con
scious starlets will probably be beg
ging for the privilege of appearing in 
it for nothing. 

Once in residence at Monte Carlo 
Her Grace Kelly will have an eighty-
two-year-old neighbor in the person 
of poet Robert Service, who almost 
fifty long years ago wrote "The Shoot
ing of Dan McGrew" (and you know 
what Yukon do with i t ) . 

• • In Jamaica, Noel Coward, with 
time on his hands and few in his arms, 
is writing only two TV spectaculars, 
three plays, the score of a new musi
cal—and a novel. 

• • Noting the staying powers of such 
books as "The Power of Positive 
Thinking," "The Robe," and "A Man 
Called Peter," Harvey Breit proposes 

a title that should make "Lincoln's 
Doctor's Dog" look like a plug in a 
bargain basement: "The Power of the 
Peaceful Robe Worn by the Positive 
Peter." 

• • In Boston, Doubleday's Massa
chusetts representative, with an eye 
to local acceptance, tried valiantly to 
have the title of Lew Lansworth's new 
novel changed from "Over the River 
Charlie" to "Over the River Charles." 

• • At 23 West 47th Street, New 
York, the new publishing house of 
Hill and Wang has hung out its shin
gle. First book: "The Elegant Auc
tioneers," by Wesley Towner. "Maybe 
we can turn up a partner named Mc-
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Graw," daydreams Arthur Wang, "so 
that, in a pinch, we can rename our 
outfit 'McGraw, Hill, and Wang.' It 
sounds more substantial!" 

• • In Detroit, Harvey Campbell is 
telling a story that may, for all I know, 
point a moral of sorts. It's about four 
men who died on the same day. The 
first was an author. He left his family 
a paltry hundred dollars. The second 
was a bookseller. He left a thousand. 
The third, a publisher, had managed 
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to stash away ten thousand. The head
lines were reserved for the fourth: a 
dealer in perforated tissue paper. He 
left five million. 

• • In "Charlie Would Have Loved 
This," J. P. McEvoy confesses, "I'm 
dreaming of a Green Christmas. That's 
right. Green! Who started all this 
breast-beating for a White Christmas? 
Irving Berlin. What was he doing at 
the time? Having a green Christmas 
out in Hollywood—writing movies for 
that greeii folding stuff. For many 
years I have met Berlin in the winter 
—in California, Florida, Honolulu— 
usually under a palm tree, never a 
snowbank." 

• • In Amherst, college authorities 
announced proudly that Henry Steele 
Commager had accepted appointment 
as professor of history and American 
studies, while retaining a post at Co
lumbia as adjunct professor. If every 
publisher for whom Henry has turned 
out a book wires him congratulations 
Western Union can declare an extra 
dividend. 

• • In Siam, relays Joe Manckiewicz, 
the Unification Party has adopted the 
slogan, "One Thai—All Thai." And 
from India, another miscreant wrote 
Clem Alexandre, "Having wonderful 
time. Vishnu were here." 

• • To celebrate its tenth anniver
sary, Farrar, Straus, & Cudahy have 
assembled a formidable array of 
blockbusters. Already published: Alec 
Waugh's "Island in the Sun," Francis 
SteegmuUer's "The Grand Mademoi
selle," Thomas Merton's "The Living 
Bread." Coming up: Nelson Algren's 
"A Walk on the Wild Side," Ruth Mc-
Kenney's "The Mirage"—and, in the 
late fall, a new book by T. S. Eliot. 

• • In Rockefeller Plaza, John Van-
dercook, explorer and radio commen
tator, turned out a who-done-it as a 
diversion. "Is it really mystifying?" 
asked his friend Tom Stix. "I guess 
so," said Vandercook. "I just finished 
reading proof on it and even I couldn't 
figure out the murderer till I got to 
Chapter Eight." 

• • In Dartmouth, England, a con
tented bookseller has become a "must" 
for American tourists. He is Christo
pher Robin Milne, now turned thirty-
five. Three decades ago his late father 
recorded his doings faithfully in such 
all-time favorites as "When We Were 
Very Young" and "Winnie-the-Pooh." 

• • At a dinner in honor of David 
Sarnoff, of RCA, Howard Cullman 
told this anecdote: Years ago, when 
he was running the Roxy Theatre, 
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Cullman visitecl Saruoff's ofliue to see 
what movies he could book theie. 
Sainofl', an expeit telegrapher hi his 
youth, tapped out this dot-dot-dash 
message to his secretary; "G-E-T 
M-E L-I-S-T O-F M - 0 - V - I - E - S 
A - V - A - I - L - A - B - L - E R - O - X - Y 
T-H-E-A-T-R-E." "I've got her 
trained beautiMly," chuckled Sarnoff. 
The secretary ajiived in j ig-t ime-
carrying a glass ol' water and an as
pirin. 

• • In Chicago, Vincent Starrett pre
dicted a lively year for "The Wizard 
of Oz." For one thing, May 15 is the 
100th anniversary of author L. Frank 
Baum's birth, and for another, in a 
very few months this famous old book 
will pass into the public domain. This 
means that any publisher who so de-
sir'es can bring out his own edition 
without authorization or the formality 
of paying royalties. Step aside to avoid 
the rush! 

Baum, born in Chittenago, N. Y., 
was editing a monthly magazine for 
window dressers when, in 1900, he 
brought the manuscript of "The Won
derful Wizard of Oz" (as it first was 
called) to publisher George M. Hill. 
Since that day, notes Starrett, the 
book never has been out of print. 

• • In Boston, Dorothy Lamb com
posed this suggestion for Dr. Smiley 
Blanton: "Although your book I've 
read and cherish,/A change I'd make, 
and that most vital,/Conceming one 
world in the title—/I'd simply call it 
'Love AND Perish.' " 

• • In Nashville, salesman Ralph 
Woodward bought a copy of H. G. 
Wells's "Outline of History" from 
perky Betty Southgate in Zibart's 
Bookstore. Watching her wrap up the 
book, Woodward suddenly lost the 

urge to read, asked Miss Southgate to 
dinner instead. She is now Mrs. Wood
ward, Zibart's is out one very fine 
clerk—and Woodward still hasn't 
opened "The Outline of History." 

• • In Brooklyn, the Public Library 
is attempting—with gratifying success 
—to stimulate interest in the almost 
lost art of reading cJoud in a famUy 
group. A recent gathering was spear
headed by Mark McCloskey, colorful 
chairman of the New York State 

Youth Commission, and Ezra Stone, of 
"Henr\, Alch icii'' radio I'amo, who read 
aloud with his family as they would 
in tlie living room of theii' ov\-n home. 
Applauded Chris Morley: "Some of 
my happiest memories of childhood 
iclate to just such family i-eading." 
Added Cornelia Otis Skinner: "One of 
the most \ahiable heritages in my life 
u'as the fact that as a child my fathei' 
read aloud a great deal to my mother 
and me." 

• • In Miami, Roy Jackson demanded 
that new thoroughfares be named 
after famous personalities like Julian 
Street. Alley Khan. Rosemary Lane, 

and the Bard of Avonue. "What fun," 
he reflects, "it would be to live off of 
Betty Grable or drive out and cry on 
the shoulder of Marilyn Monroe!" 

• • In Illinois, Elizabeth Ives resigned 
herself to the title "My Brother Ad-
lai," despite the seductive suggestion 
of collaborator Hildy Dolson that she 
change it to "The Egghead and I." 

• • In San Francisco, H. H. Behrens 
stumbled upon an undergraduate who 
thought sciatica was a sorrowful 
Greek. 

• • At the Hotel Pierre, Irene Mayer 
Selznick was asked by a Variety 
"mugg" how her production of "The 
Chalk Garden" was faring at the box 
office. "I'm too tired to know or even 
care," she sighed. "I hear it grossed 
$2,578 at last night's performance," 
said the mugg. "$2,579," corrected 
Mrs. S. 

• • In Detroit, the Free Press hails 
the first "car-of-the-month club"—or, 
at least, a reasonable facsimile of 
same. It's the brain child of a dealer 
from Rochester. You give him a 
down payment, plus weekly carrying 
charges, and you get a brand-new 
model every year—with service and 
repairs guaranteed. "Remember," he 
warns sternly, "this of?er is limited to 
300 customers a year." 

• • In the London Observer, critic 
John Wain threw Gwyn Thomas, au
thor of "Point of View" (GoUancz) 
into something of a dither by describ
ing him as "a Welsh S. J. Perelman." 
Take off those false whiskers, 
Syyycwd! —BENNETT CERF. 

A v a i l a b l e on ly to m e m b e r s of the 

Folio Society 
of London 

Demons t ra t ing the Advantages 
of Fo l io Society Memnersn ip 

H e r e is the fai thful record of Joan's 
defense in her own words, the relentless 
questioning of the court, the sentencing. 
Magnificently printed and bound. With 
slip case, $3.50 only to members. 
Become a member by subscribing during 
the year to any four of our monthly col
lectors' editions or choosing from some 
50 alternates. Send today for Prospectus 
and Enrollment Form. 

I jpree 
Preseniation Volume of Memoirs of 

./.--l/^ J Mme duBarry with full page tantaliz-
F M H ' - . ; / - . . . ' - i... </.- —-• . c iD ing illustrations by the eminent SIR 

WILLIAM RUSSELL FLINT, R. A. 

FOLIO SOCIETY OF LONDON. Dept. S 
757 Madison Avenue, New York 21, N . Y . 
With no obligation, please reserve my free 
duBarry volume and send prospectus and 
enrollment details. 

Name. 

Calculating's easy (and fun) with an 

ABACUS —you can add, subtract, multiply 
and divide by this ancient method—faster in octoai 
competitive trials than latest U.S. calculators. For 
business or home use—insures accuracy. Authentic 
Japanese-made of beautiful native hardwood, in car 
ryrng case. 8" x 2Vi" x 3/4". Instruction booklet in
cluded. Satis, guaranteed. No CODs. $2.00 ppd. 

Catalog of rare domestic and 
imported goods free on request. 

TRADE FAIR 
Dept. R, 801 Bridqewgy, Sausalito, Calif. 

FOURFRES BEST 
SELLER 
Newest album 
by the nation's 

sharpest 

quartet. 
Great tunes. 
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TO 355,000 SHARE OWNERS 

Ho 

Who are the 355,000 owners of Genera! Electric? 
• Mori' than half o£ the indi\idual owners are women. 

• 50,000 owners are General Electric employees. (Another 
65,000 employees are becoming owners.) 

• Millions of families indirectly own shares in General 
Electric through their insurance policies, sasings banks, pen
sion plans, mutual funds, trust accounts and other investments. 

T^y^ess Is^urMosfiJnriporiian^ I 

GENlRALl^lfECTRiti 

w a new 
General Electric 

is planning ahead 
to serve an 

expanding America 
As we see it, the years just ahead offer extraor
dinary opportunities for service to a growing 
nation. As part of its long-range plans, General 
Electric has developed a new organization, new 
relationships with employees, new products, and 
new facilities. Here is a summary of this progress 
— reported fully in our 1955 Annual Report : 
A new "better-living" program for employees: 
To assure that the people of General Electric will 
continue to share in the Company's progress, an 
improved pay-and-benefit program was worked 
out in 1955, and related five-year contracts were 
signed with most of the unions representing 
General Electric employees. 
A new Company organization for better service: 
To meet the needs of customers more effectively, 
General Electric's organization has been changed 
from a highly centralized structure to as broad a 
degree of decentralization as can be found in in
dustry. The Company now has nearly 100 decen
tralized product departments, each with full 
operating responsibility in its field. 
New plants and facilities in 28 states: Since 1945, 
General Electric has been basically rebuilt and 
has invested more than a billion dollars in expan
sion and modernization. We will spend another 
$500 million in the next three years to help pro
vide even finer products, more and better jobs, 
and increased earnings. 

New products from research and engineering: 
Over 70,000 G-E employees today are working on 
products we didn't make in 1939. The Company 
spends more than three times as much on research 
and development, per dollar of sales, as the aver
age for all manufacturing companies. 

With these advances, we are trying to see to it 
that General Electric's progress is shared by cus
tomers, share owners, employees, suppliers, and 
the public. 

For your free copy of our 1955 Annual Report, in
cluding a complete financial statement as well as full 
details on the subjects summarized above, write to 
General Electric, Dept. 2E-113, Schenectady, N. Y. 
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Greater reliiuice on competition in rates among the different types of carriers, subject always to 

essential safeguards of ICC regulation, ivould make for more efficient use of our transportation 

plant, and more economical service for all of us. This key recommendation in the report of a spe

cial Cabinet-level Advisory Committee named by the President is here discussed by Mr, Faricy. 

THE RIGHT TO COMPETE 
Cornerstone of Modern Transportation Regulation 

by WILLIAM T. FARICY 

President, Associat ion of American Railroads 

Three outstanding facts about t rans
portation in the United States today 
are: 

1. that "within the short span of one 
generation this country has wit
nessed a transportation revolu
tion"; 

2. that "during this same period, 
government has failed to keep 
pace with this change"; and 

3. that "in many respects, govern
ment policy at present prevents, 
or severely limits, the realization 
of the most economical use of our 
transportation plant." 

These statements are not mine. They 
are from a report made by a special 
committee of Cabinet officers and 
other high ranking government of
ficials established by President Eisen
hower in July, 1954. The report, made 
public by the White House in April, 
1955, was unanimous, being concurred 
in by all seven of the Cabinet-level 
officers who composed the Commit-
tee.i 

The key recommendation of the 
Cabinet Committee is that in today's 

'Revision of Federal Transporlation Policy: A Report 
to the President, April, 1955. U.S. Government Printing 
Office, Washington, pp. iv. 20. Members of the Com
mittee are Sinclair Weeks, Secretary of Commerce, 
Chalrr.ian; Charles E. Wilson, Secretary of Defense; 
and Arthur S. Flamming, Director Office of Defense 
Mobilization, and, as Ad Hoc Participating Members, 
George M. Humphrey, Secretary of the Treasury; Arthur 
E. Summerfield, Postmaster General; Ezra Toft Benson, 
Secretary of Agriculture; and Rowland E. Hughes, 
Director, Bureau of the Budget. The report and recom. 
mendations of the Committee ore unanimous. 

=284 ICC, pp. 287, 296, 304, 306, 

compet i t ive t r anspo r t a t i on world , 
where the user has his choice of many 
means of carriage, greater reliance 
should be placed on competition in 
pricing as among the various modes 
of transport. This is what the Commit
tee regards as the "cornerstone" of a 
modern system of regulation designed 
to bring about a more effective use of 
our transportation resources. 

Regulation, Yes, But Not Allocation 

As matters now stand, one of the 
principal tests applied by the Inter
state Commerce Commission in its 
control over rate competition among 
the different types of carriers is the 
concept that the government's power 
to regulate rates should be used to see 
that each form of transportation gets 
what the Commission deems to be its 
"fair share" of the available traffic. 

Thus, when the railroads proposed 
to reduce rates upon tank-car move
ments of petroleum products in Cali
fornia and Oregon as a means of re 
gaining some of the traffic whi-h had 
been lost to barges and trucks, the In
terstate Commerce Commission found 
that the proposed rates, while yielding 
revenues which would "contribute 
substantially to the overhead burden 
and profits," should nevertheless be 
rejected because they were lower than 
the cost to the shipper of using the 
competing barge-truck routes and 
thus "lower than is necessary fairly 
to meet the competition." Moreover, 
from the Oregon points, the ICC or
dered the rates cancelled because they 
would "affect adversely the mainte
nance of competitive motor-carrier 
transportation."-

For like reasons, the Commission 
has refused to allow railroads to make 
competitive reductions which they 
have proposed in rates on sugar from 
ocean ports to Cincinnati and Louis
ville, on tinplate from Albama to New 
Orleans, on petroleum products from 
Whiting, Indiana, to Illinois points, on 
coffee from Los Angeles and San 
Francisco Bay points to Northern 
Utah and Idaho, on magazines from 
Philadelphia and Darby, Pennsylvania, 
to Texas, on sulphur from Texas to 
Wisconsin, on scrap rail from Gulf 
ports to Chicago and on aluminum ar 
ticles from Texas to Illinois and Iowa 
—to name a few other instances. 

Such a policy of attempting to allo
cate business among the different 
types of carriers requires, in effect, 
that one form of transportation hold 
an "umbrella" over the rates and traf
fic of its competitors by another form 
of carriage. But if one form of t rans
portation, because of its inherent na
ture, is able to move a given commod
ity between given points at a lower 
rate than competing forms, to do so at 
a profit, and to do so without discrimi
nating against other shippers, then 
why should not the low-cost carrier 
have the business and why should not 
the public have the saving? 

That, in essence, is what the Cabi
net Committee's report proposes— 
namely, that the law should make it 
clear that through its power of rate 
regulation neither the Interstate Com
merce Commission, nor any other gov
ernmental body, should undertake to 
allocate and divide business among 
the different types of carriers. The po
sition of the Cabinet Committee is that 
"the market" — competitive pricing 
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along with competitive service — can 
do this job better than it can be done 
by any sort of government allocation. 

Essential Rate-3Iaking Standards 
Maintained 

In taking this position, the Presi
dential Committee did not recommend, 
and no one contemplates, doing away 
with the power of the Interstate Com
merce Commission to regulate rates. 
Rates would still have to be published 
in tariffs filed by the carriers with, the 
Interstate Commerce Commission, as 
they now are, and still would have to 
be adhered to as published. Rates still 
would not go into effect ordinarily un
til 30 days after filing, and there still 
would be opportunity for shippers or 
other carriers to protest or for the 
Commission to act on its own motion. 

The Commission would still have re 
sponsibility and power to see that 
rates are neither unreasonably high 
nor unreasonably low—a principal test 
being that they shall be compensatory 
to the carrier proposing them—and 
that they do not unjustly prefer or 
discriminate against any person, any 
community, or any region. But within 
these limitations, the recommenda
tions of the Presidential Committee 
contemplate that competitive pricing, 
as well as competition in service, 
should prevail. 

Such a result could be accomplished 
by a simple change in the statutory 
standards to be applied in determining 
whether a proposed rate is lower than 
a reasonable minimum, without afi'ect-
ing the other standards presently ap
plied by the Interstate Commerce 
Commission. The essential standards 
would continue as they now are ea;-
cept that in determining whether a 
proposed rate would be less than a 
reasonable minimum the Commission 
shall not consider its effect upon the 
traffic of any other mode of transpor
tation, nor its relation to the charges 
of any other mode, nor whether it is 
lower than necessary to meet the 
competition of any other mode of 
transportation. Such a proviso would 
make it perfectly clear that the Inter
state Commerce Commission is not 
expected to undertake an artiiicial 
and arbitrary apportionment or dis
tribution of traffic among the several 
forms of transport. 

With traffic distributed in accor
dance with the natural capabilities 
and advantages of each kind of car

rier, a bettei' balanced development of 
our national transportation plant 
would follow. In such a development, 
each mode of surface transport—rail, 
highway and water—would take its 
proper place and pai't, performing 
those services which it can do better 
and more economically than the other 
modes, with both rates and service 
always taken into consideration. And 
the public, the users of transportation, 
would get the benefit. 

This sound idea, so thoroughly in 
accord with the customs, the tradi
tions and the thinking of the American 
people, has been met with bitter ob
jection from spokesmen for some of 
the trucks — principally the heavy 
highway freight haulers—and some of 
the inland waterway barge carriers. 

They have objected to the composi
tion and the procedures of the Cabi
net Committee and the working group, 
or staff, by whom it was assisted. At
tempts have been made to create an 
impression that the working group 
gave consideration to the views of the 
railroad industry alone, but the fact 
is that other groups also submitted 
their views and that representatives of 
the trucking industry submitted writ
ten recommendations and also dis
cussed them with the chairman of the 
group. The insinuation that the seven 
high government officials who con
curred in its unanimous recommenda
tions, and also the group of highly 
qualified and disinterested private citi
zens who did the preliminai'y staff 
work, listened only to railroad repre
sentations is simply not true. 

The "Monopoly" Bugaboo 

According to assertions of trucking 
spokesmen, this recommendation for 
greater freedom of competition be
tween different modes of transporta
tion would turn transportation back to 
a state of "cut-throat competition" 
said to have existed before 1887, when 
the original Act to Regulate Com
merce was passed. 

There isn't a chance of a return to 
the conditions of 1887, either in the 
physical facts of transportation or the 
legal terms under which the business 
is conducted. 

In 1887, the only effective competi
tion was that among railroads. Since 
then, billions of dollars have been 
spent on building and improving 
waterways, and the waterways are 
here and will remain. Many more bil

lions have been spent on improved 
highwaj's, and the highv.'ays are here 
and will remain. These waterways and 
highways are used by tens of thou
sands of common and contract car
riers by water and by motor vehicle. 
They are also open to the use of any
one who wishes to move his own goods 
in his own vehicle and vast tonnages 
are so moved. Indeed, nearly two-
thirds of all intercity freight traffic on 
the highways and more than nine-
tenths of inland waterway traffic is 
either of this character or is otherwise 
exempt from interstate regulation as 
to rates. The mere physical facts as to 
the extent of transportation facilities 
in this country, and the variety of 
their ownership and use, make any 
chance of general monopoly in t rans
portation too remote to deserve con
sideration. 

From the standpoint of the laws, 
there has been an equally striking 
change. Prior to 1887 rates could be 
made in secret. Now rates are r e 
quired to be published, with due pub
lic notice, and must be adhered to as 
published. Prior to 1887, there was 
no statutory prohibition against dis
criminations or preferences in rates. 
Now, rates of regulated carriers can
not discriminate against one shipper, 
or commodity, or community, or re 
gion, and cannot prefer another. 

There is no recommendation in the 
Cabinet Committee's report which 
would depart from these requii'ements. 
Adoption of the Committee's report 
would not authorize the making of 
secret rates. It would not do away 
with the requirements of public notice 
and of adherence to the published rate. 
It would not permit the making of 
rates which are either discriminatory 
or preferential. And the Interstate 
Commerce Commission would have 
power to enforce these principles, as 
well as to prohibit rates which are 
either unreasonably low or unreason
ably high. 

No, with competition what it is and 
the laws what they are—and what 
they will remain if greater freedom 
of competition in pricing as among the 
different modes of transportation is 
adopted—there is no possibility that 
a transportation monopoly could be 
c]'eated or sustained. 

No Below-Cost Rates 

But motor and water carriers assert 
that to permit greater freedom in the 
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making of competitive rates would en
able the railroads to destroy highway 
and waterway competition. It must 
always be remembered, however, that 
under the Cabinet Committee's recom
mendation, as well as under present 
law, railroads could not make below-
cost rates. If it be true, as claimed by 
spokesmen for trucks and barges, that 
they could not continue to exist in 
the face of competitive rates which 
are compensatory and non-discrimina
tory, then it would follow that trucks 
and barges often would have no proper 
place in the transportation system and 
would exist only because the railroads 
are restrained from meeting their 
competition. 

Such an assertion is, of course, ab
surd. In transporting many kinds of 
freight, trucks and barges have ad
vantages in service or cost or both. 
The report contemplates that trucks 
and barges should have complete op
portunity to give full force and effect 
to their competitive advantages when
ever they exist—the same opportunity, 
in fact, as is proposed for the railroads. 

Another assertion of opponents of 
the recommendation, equally baseless, 
is that greater freedom in competitive 
rate-making would burden shippers of 
so-called non-competitive or "rail-
bound" traffic. The assertion has r e 
peatedly been made that if rail rates 
on competitive traffic are reduced it 
would be necessary for non-competi
tive traffic to pay higher rates to offset 
the revenue losses. 

Rates X Volume = Revenue 

Such assertions rest on a completely 
erroneous premise, namely, that lower 
competitive rail rates would reduce 
rail revenues. Railroad revenues are 
the product of two factors, rates and 
volume. The only motive or purpose 
the railroads would have in publishing 
reduced competitive rates would be to 
attract enough increased volume to 
more than offset the reduction in rates, 
and thus to produce greater net reve
nue. 

Such competitive rates, it should be 

borne in mind, would be required to 
be compensatory as well as non-dis
criminatory so that instead of hurting 
non-competitive traffic, they would 
benefit it by reducing the share of the 
necessary fixed overhead expense the 
non-competitive traffic is called upon 
to bear. What the shippers of non
competitive traffic have real reason 
to fear is that competitive traffic will 
continue to be drained from the rail
roads, thus increasing the burden of 
overhead and fixed expense which will 
have to be borne by the traffic remain
ing on the rails. 

How this works in practice was well 
stated by the Interstate Commerce 
Commission as follows: 

"It is a well-established and gen
erally recognized rule that if addi
tional business can be taken on at 
rates which will contribute at least a 
little in addition to the actual out-of-
pocket expense, the carrier will be ad
vantaged to that extent and all its 
patrons will be benefited, to the extent 
to which such traffic contributes to 
the net revenue." 

The Competitive Principle 

The competitive spirit has been the 
driving force of progress in America; 
the competitive principle is the very 
foundation of our national economy. 
That greater reliance should be placed 
on this principle in the determination 
of rates as among the several kinds of 
carriers—always subject to the con
tinuing limitations of essential ICC 
regulation outlined above—is the heart 
of the Cabinet Committee's recom
mendations. 

While spokesmen for trucking and 
barge interests object to the principle, 
it has received the endorsement of 
such major organizations of users of 
transportation as the American Farm 
Bureau Federation, the National 
Grange, the Chamber of Commerce of 
the United States, and the National 
Industrial Traffic League, which is the 
major nation-wide organization of men 
who, as shippers, deal daily with the 

practical problems of rate making and 
regulation. 

What this experienced body of 
transportation experts, who use the 
services of every kind of carrier and 
are concerned only with maximum 
transportation efficiency, has to say on 
the subject is particularly in point. On 
November 23, 1955, the League ap
proved amendment of Section 15a (2) 
of the Interstate Commerce Act by 
adding the following proviso to the 
considerations to be taken into ac 
count by the Interstate Commerce 
Commission in "the exercise of its 
power to prescribe just and reasonable 
rates": 

"Provided, however, that in deter
mining a minimum rate the commis
sion shall not consider the effect of 
such rate on the traffic of any other 
mode of transportation, the relation 
of such rate to the rate of any other 
mode of transportation, or whether 
such rate is lower than necessary to 
meet the competition of any other 
mode of transportation." 

Without going into any of the tech
nical details involved, President Eisen
hower, in his message on the state of 
the Union submitted to the Congress 
on January 5,1956, had this to say: 

"In my message last year, I referred 
to the appointment of an advisory 
committee to appraise and report to 
me on the deficiencies as well as the 
effectiveness of existing Federal t rans
portation policies. I have commended 
the fundamental purposes and objec
tives of the committe's report. I ear
nestly recommend that the Congress 
give prompt attention to the commit
tee's proposals." 

Fundamental among these proposals 
is that to allow greater freedom in 
pricing among the different types of 
transportation. Under such conditions, 
with each user of transportation free 
to choose the type of carriage which 
best meets his needs for any particular 
task, the transportation needs of the 
nation as a whole would be met with 
maximum efficiency and at minimum 
cost—and the producer, the shipper, 
the consuming public and the national 
defense all would benefit. 

We shall be glad to send additional copies of "The Right to Compete: Cornerstone of 

Modern Transportation Regulation^' to those who request them. Address: Association of 

American Railroads, 946 Transportation Building, Washington 6, D. C. 
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a marfian 

looks at 

the world. 

The dramatic story of the world in Wor ld Book 
unfolds in a setting of high adventure. 

Your journey begins in a Martian observatory, 
35 million miles away. With a powerful telescope 
you scan the night skies, then focus on that tiny 
speck of light called the world. 

As you watch, the speck of light becomes a 
mottled, mult i-colored globe, rotating slowly 
from West to East. You see the oceans, count 
the continents as they roll slowly by. You see 
the ice caps gleaming at the poles. 

Vours is the eye of the ever-wondering explorer 
as you learn of the world's composition and 
climates, its animals and peoples, its cities and 
industries. The narrative carries you along on a 
wave of excitement, yet never strays from fact. 
Even the viewpoint of the Martian astronomer 
with which the story begins is factual, based on 
known astronomical distances. 

All World Book articles are entertaining, always 
authoritative and up-to-date. See for yourself 
why Wor ld Book is found in more schools, 
libraries, and homes than any other reference 
set. Send for your free copy of the reprint of the 
complete 32-pag6 "Wor ld " article. Write Mr. 
Jack Rued, Wor ld Book, Dept. 1262, Box 3565, 
Chicago 54, Illinois. 

Wforldl Book 
E N C Y C L O P E D I A 
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THE ECLIPSE OF THE NOVEL 

One of the great contemporary critical anxieties is for 
the English-language novel—that resplendent gallery of 
portraits, thick or thin, loving or scorching, crisp or 
copious, which mirrors the manners, fears, hopes, and 
brawls of Englishmen and Americans from Richardson 
and Defoe to Truman Capote. But is the form dead? 
critics are always querying each other. Has the novel's 
vitality lost itself in the sands of complex modern 
life? Frank Swinnerton, a voluminous novelist himself 
as well as critic, will permit no doubts. So long as men 
live who write the truth, he claims, the novel can survive. 

(% ̂ O'W 11-
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By FRANK SWINNERTON 

IN BRITAIN, and apparently in the 
United States also, it has become 
the habit of reviewers and defeat

ist publishers to say that the novel is 
finished. A prominent Avriter, summing 
up the situation in a phrase, said to 
me: "Nobody will carry a novelist's 
bag for him in these days"; and indeed 
the time when every novelist wore a 
halo seems to have passed. We are 
become outcasts. 

Is it true that the novel is finished? 
Let me recall days when it was 
thought to justify its name by being 
something new. It was never new, of 
course; but when Defoe began lying 
with the pen he had previously used 
for recording facts and rumors, and 
"when Richardson, after writing real 
love-letters for illiterate girls, ex
tended this particular craft, a public 
eagerly awaited stories having the 
charm of gossip about their neighbors. 
The gossip, as is the British way. 

concerned itself with sin or the risk 
of sin; and its moral tone was apt to 
be unctuous. 

Matters did not change for a couple 
of centuries. Roxana and Moll Fland
ers misbehaving, Mr. B. popping out of 
cupboards in his efforts to rape the 
virtuous Pamela, had only this ad
vantage over the novelettes written in 
my youth, that the misbehavior was 
what is now called "documented"; and 
Mr. B.'s antics, legitimized as soon as 
Pamela had her wedding-ring, oc
curred against a background of reality. 
This reality, or "realism," was vivid. 
A lifelong student of eighteenth-cen
tury letters, Leslie Stephen, reread
ing it in old age, said of a greater 
novel by Richardson, "Clarissa," that 
"the book impressed me at times as 
simply repulsive, as bad as the worst 
of Zola." 

When Fielding, as he tired of paro
dying "Pamela," followed his natural 
bent, he wrote a coarse, healthy book 
which brings us, still alive, the normal 

behaviors of two centuries ago. Field
ing spun his tale with a large, almost 
Elizabethan, amusement. He told a 
story and created characters because 
he thought a good deal of life both 
comic and enjoyable. Smollett found 
a different kind of life equally comic 
and not at all enjoyable; but he, too, 
told stories which he animated by 
savage grotesques. I am surprised that 
Smollett is not more read today; he 
could give points to the coarsest of 
our contemporaries. 

Manners changed everywhere as 
aristocracy slipped and fell in France, 
slipped and did not quite fall in 
Britain. Humbug ascended with the 
new classes of successful manufactur
ers and traders. Cities became over
crowded. Dickens, who had lived with 
the poor, and whose father, Mr. 
Micawber, was actually imprisoned for 
debt in the Marshalsea, was an urban 
novelist; but it was from Smollett that 
he took his more literary inspiration. 
When Thackeray followed, his more 
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