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WATERWAY CONNECTING THE T01IBIGBEE AND 
TENNESSEE RIVERS 

THURSDAY, MAY 4, 1939 

HOUSE OF REPRESENTATIVES, 
COMMITTEE ON RIVERS AND HARBORS, 

Washington, D. C. 
Mr. DERoUEN (acting chainnan). Gentlemen, the committee will 

come to order. 
Pursuant to the agreement when we adjourned, we will now take 

up Document 269, Seventy-si.~th Congress, the Tennessee and Tombig
bee Waterway. 

~1r. Rankin, are you the first witness? 

STATEMENT OF HON. 10HN E. RANKIN, REPRESENTATIVE IN 
CONGRESS FROM THE STATE OF MISSISSIPPI 

:Mr. RANKIN. Yes, Mr. Chainnan. I presume it would be in order 
to offer the report. But first, I want to offer this map, a photostatic 
copy of a map we are ~oing to exhibit here, and then I want to offer 
the report and the PreSIdent's memorandum approving it as an exhibit. 

(The matters referred to are as follows:) 

W ATERW A Y CO~NECTING THE TOMBIGBEE AND TENNESSEE RIVERS 

WAR DEPARTMENT, 
OFFICE OF THE CHIEF OF ENGINEERS, 

Washington, Feb'MULry 27, 1939. 
The CH .... IRMAN, COMMITTEE ON RIVERS AND HARBORS, 

House of Representatit'es, Washington, D. C. 
My DEAR ~1R. CHAIRMAN: l. The Committee on Rivers and Har

bors of the House of Representatives, by resolution adopted February 
27, 1934, requested the Board of Engineers for Rivers and Harbors 
to review the reports on waterway connecting the Tombigbee and 
Tennessee Rivers, submitted in House Document No. 218, Sixty-third 
Congress, first session, and the report submitted December 8, 1923, 
with a view to determining if the construction of this waterway is 
advisable at the present time. I enclose the report of the Board in 
response thereto. . 

2. After full consideration of the report secured from the special 
board, the Board of Engineers for RiYers and Harbors recommends 
that the United States undertake the construction of a waterway to 
connect the Tennessee and Tombigbee Rivers, by way of the East 
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WATERWAY COXXECTING TOlIBIGBEE AND TENNESSEE RIVERS 3 

Fork of the Tombigbee River, ~lackeys Creek, and Yellow Creek, so 
as to provide a channel of not less than 9 feet in depth and a minimum 
bottom width of 170 feet in river and canal sections and 115 feet in 
the divide cut, with locks approximately 75 by 450 feet clear inside 
dimensions, substantially in accordance with the general plan presented 
in the report of the special board, at an estimated first cost to the 
United States of about $66,000,000 and an estimated annual cost of 
$500,000 for maintenance and operation, subject to the condition that 
local interests give assurances satisfactory to the Secretary of War 
tha t they ",ill-

Ca) Make at their expense alterations, as required, of existing highways, 
highway bridges, and approaches thereto, and build and maintain at their expense 
any adrlitional highway bridges that may be necessary incident to the improvement. 

Cb) Make at their expense alterations, as required, in sewer, water-supply, and 
drainage facilities. 

Cc) Assume the cost of operation and maintenance of reconstructed and new 
railroad and utility crossings. 

Cd) Provide at their expense and as required suitable and adequate river 
and canal terminals in accordance with plans approved by the Chief of Engineers 
and the Secretary of War. 

Ce) Hold and save the Cnited States free from claims for damages that may 
occur due to construction of the waterway. 

3. The Board further recommends that in view of the extraordinary 
enlargement of the river channel, required to provide a suitable 
through waterway, the United States pay the cost, as determined by 
the Chief of Engineers, that is finally involved in making necessary 
changes in existing railroad bridges and track adjustments in connec
tion therewith. 

4. The special board finds that the savings in transportation costs 
which will probably a.ccrue to shippers over the waterway will amount 
to about $2,168,000 per annum. It believes that barge tonnage des
tined to Ohio River and upper Mississippi River points from New 
Orleans can be moved over the proposed waterway instead of up the 
improved ~lississippi River at an annual saving in cost to barge-line 
operators of $1,000,000. The Board of Engineers for Rivers and Har
bors concurs generally as to these estimates of transportation savings. 
The estimate of $2,168,000 savings has been arrived at by the collec
tion of full data, by thorough analysis thereof, and by sound con
clusions. I coneur in the view that it is conservative rather than 
liberal. The estimate of saving of $1,000,000 to up-bound traffic on 
the Mississippi River results from a thorough study and I do not 
doubt that such a saving would result, but I doubt the wisdom of 
dependence upon diversion of any considerable part of the Mississippi 
River traffic to justify this new project, even though the credit is 
oonfined to the additional saving in transportation cost. 

5. The special board has credited the proposed waterway with 
$600,000 per annum for national defense, with $275,000 for enhance
ment of land values in the tributary area, and with $100,000 per 
annum for recreational value. These amounts, together with the 
estimated tangible savings in transportation charges, exceed some
what the annual carrying charges for the improvement. The Board 
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of Engineers for Rivers and Harbors concurs in the view that the 
benefits to result from the improvement justify the cost of the under
taking. 

6. I lUlYe no doubt that benefits of value to nntional defense, from 
enhancement of land values, and from increased use of recreational 
areas will be produced. Furthermore, provision of a direct water 
route to the Gulf of :YIexico from the Tennessee Valley may hasten 
the development in that valley resulting from the navigation project 
and electric-power system now being constructed there by the Federal 
Government. The large amount of construction involved in this con
necting waterwny to the Gulf would provide substantial direct em
ployment oyer a period of 8 years and large orders to cement and steel 
mills and to the lumber industry. All these intangible or indirect 
benefits must be considered in addition to the direct savings in trans
portation costs in order that this project will show a substantial excess 
of benefits over costs. They are difficult to evaluate and appear to 
me to be questions fnlling within the realm of statesmanship to which 
the Congress can best assign the proper values. 

Very truly yours, 
J. L. SCHLEY, 

Major General, 
Chiej oj Engineers. 
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REPORT OF THE BOARD OF EXGlXEERS FOR RIVERS AND 
HARBORS 

'YAR DEPARTME~T, 
BOARD OF EXGINEERS FOR RIVERS A~D HARBORS, 

Washington, D. C., January 24, 1939. 
Subject: Tennessee-Tombigbee Waterway. 
To: The Chief of Engineers, United States 4\rmy. 

1. This report is in response to the following resolution, adopted 
February 2i, 1934: 

Resolved by the Committee on Rivers and Harbors of the HOllse of Representatives, 
United States, That the Board of Engineers for Rh'ers and Harbors created under 
section 3 of the Rh'er and Harbor Act, approved June 13, 1902, be, and is hereby, 
requested to review the reports on waterway connecting the Tombigbee and 
Tennl'ssee River;;, submitted in House Document Xumbered 218, Sixty-third 
Congress, first session, and the report submitted December 8, 1923, with a view 
to determining if the cOIlstructioll of this waterway is advisable at the present 
time. 

2. The Tennessee River is formed by the confluence of the Holston 
and French Broad Rivers near Knoxville. It flows generally south
westward through eastern Tennessee; westward through northern 
Alabama to the northeast corner of Mississippi; and then northward 
across Tennessee and Kentucky to the Ohio Rh'er at Paducah, Ky., 
46 miles from the ~J:ississippi Ri,er at Cairo. The Tombigbee flows 
generally south through northeastern Mississippi and southwestern 
Alabama to confluence with the Alabama Ri\-er, forming the Mobile 
River which empties into :\Iobile Bay. A major tributary, the 
Warrior, joins the Tombigbee at Demopolis, 231.1 miles above 
:\lobile Bav. 

3. The Tennessee River is under improvement by the Tennessee 
Valley Authority in the combined interest of navigation, flood con
trol, power, land consen-ation, and other purposes. Seven high dams 
constructed or proposed by the Tennessee Valley Authority will sup
plement old dam No. 1, the Wilson Dam at :\fuscle Shoals, and the 
Hales Bar Dam, which are 256.8, 259.4, and 431.2 miles, respectively, 
above the mouth of the river, and upon completion in 1944 will pro
vide a navigable depth throughout the 648-mile length of river below 
Knoxville. A project authorized by Congress for the Mobile-Tom
bigbee-Warrior Rivers provides for a channel 9 feet deep and 200 
feet wide, where practicable, from :\Iobile to mile 457 on Sipsey Fork, 
mile 454 on :\Iulberry Fork, and mile 430 on Locust Fork of the 
Warrior River. The project involves the construction of 17 low dams 
with navigation locks, combined with snagging and dredging where 
necessary. Construction of a single high dam near Tuscaloosa is now 
in progress for the purpose of replacing 3 of the low dams. This 
dam was 69 percent complete on June 30, 1938, and will be com
pleted by November 1939. The total cost for the improvement to 
June 30, 1938, was $25,112,000 and the approved estimate for annual 
cost of maintenance, operation, and care is $574,000. In a separate 
report, recommend.ation is being made for the construction of a high 
dam at mile 227.5 in the Tombigbee River below Demopolis to replace 
the low dam near that point and the lower 3 dams in the Warrior 
River. The pool of the high dam would extend nearly 100 miles 
upstream in the Tombigbee. 
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4. The project authorized by Congress for the Tombigbee above 
the mouth of the Warrior pro,·ides for snagging, tree cutting, bank 
revetment, and bar improvement to secure u channel 6 feet deep at 
low water for 146 miles to Columbus, ~1iss., and for the removal of 
obstructions to secure a high-water channel thence 134 miles to 
Walkers Bridge. Navigation to Columbus is possible for small 
steamers during mean and high stages for about 4 months each year. 
Controllillg depth at low water is 1 foot. Totnl costs of improve
ment to June 30, 1938, were $368,600 and the approved estimate for 
annual cost of removing snags is $5,000. 

5. The headwaters of the Tombigbee Ri\"Cr rise within 20 miles of 
the improved reach of the Tennessee River above Pickwick Dam and 
the dh"ide between the two basins is relatively low. The construction 
of a suitable navigable waterway between the Tennessee and the 
Tombighee has been urged by local interests in order to permit inter
change by watr!' transportation of the products of the Tennessee 
Valley and of the area served by the W arrior-Tombigbce system. 
Proponents of the improvement claIm that economies would result 
from the use of a route from the Telmessee and upper Ohio Rivers to 
the Gulf of ~lexico shorter than the natural route via Cairo and 
New Orleans and from north-bound navigation in slack-water pools 
in the canalized Tombighee, Tennessee, and Ohio, rather than against 
the currents in the lower :\Iississippi, for traffic destined to points 
above Cairo. The value to national defense of a direct outlet to the 
coast from the potential munitions plants in the Muscle Shoals area 
is stressed. Some local interests believe that diversion to the Tom
bigbee of surplus waters of the upper Tennessee would reduce flood 
crests in the Tennessee and ~lississippi and would permit generation 
of electrical energy. 

6. The area potentially tributary to the Tennessre and Tombigbee 
Rivers has a population of nearly 3,000,000 and is rich in natural 
resources. Cotton is the principal agricultural crop, but tobacco, 
grain, and vegetables are also produced in large volume. Forests of 
merchant able timber are extensive and lumber is an important 
product. Important deposits of coal, iron ore, limestone, phosphate 
rock, marble and other building stone, copper ore, zinc ore, clays, 
sand, and gravel are found in the Tennessee Valley and, except for 
coal and phosphate rock, in the Tombigbee Valley. The area is 
generally rural and agricultural, but urban and dh"ersified develop
ment is being nccelerated throughout the TClmessee Valley and an 
important steel-producing industry has grown up about Birmingham 
which is served by the port of Birmingport on the 'Warrior River. 
Many railroads and improved highways serve the area. In addition 
to the area immediately tributary to the Tennessee and Tombigbee 
Rivers, the Ohio Valley, the middle and upper Mississippi Valleys, 
and the ~1issouri River Valley would also be concerned. as the water 
route from the Ohio above Pnducah to the Gulf at 1-.lobile would be 
200 miles less than via Cairo to New Orleans, while for points on the 
Mississippi above Cairo the corresponding reduction would be 108 
miles. 

7. A special board of officers has made a thorough study to deter
mine the best route for a connecting waterway, the engineering fea.tures 
of a suitable improvement, the cost of accomplishing the work, and 
the prospective benefits to result from it. A separate report Oil the 
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waterway tu ('Ollnect the Tennessee und Tombigbee Rivers by wn,y of 
the Warrior Riyer, Ala., will be submitted fit a later date. The 
special board finds that the most prncticable plan of improvement 
would require a summit cut to carry the pool of PIckwick Dam through 
the divide generally following the course of Yellow Creek and ~lackeys 
Creek; a lateral canal skirting the east edge of the flood plain to bypass 
numerous sharp bends in East Fork and the upper portion of the 
Tombigbee; and canalization of approximately 180 miles of river 
above Demopolis by construction of 7 dams in addition to that 
separately recommended for the Warrior-Tombigbee project. Cut
offs in the river would improve navigation conditions and materially 
reduce the distance. To maintain the summit pool, a dam would be 
built across East Fork at The Narrows and the bottom of the cut 
through the divide would be carried to elevation 396 to assure a mini
mum depth of 12 feet with Pickwick Pool at its minimum controlled 
elevation. For the lateral canal section, 10 locks would be required. 
Water required for lockages would be supplied by gravity from the 
pool of Pickwick Dam, and spillways, drainage ditches, and levees 
would be provided as required to take care of local drainage and 
protect the canal. 

8. Studies of present practices and of trends in design of floating 
equipment indicate the desirability of lock chambers 75 feet \\ide and 
450 feet long with 12 feet over the miter sills and of channels 170 feet 
\\ide to permit two-lane navigation_ In the dIvide cut the WIdth 
would be 115 feet, which would be sufficient for only one-lane traffic, 
but passing places 1,000 feet long would be provided at 4,000-foot 
intervals. Minimum depths in the river section would be 9 feet and 
in the canal section 12 feet. To provide adequate clearances, three 
existing highways and five railroad bridges over the Tombigbee River 
would haye to be reconstructed, and for crossings over the lateral 
canal and the summit cut nine new highway and two railroad bridges 
would be required_ Relocation of approximately 10 miles of railroad 
would be necessary to clear the Yellow Creek valley_The construc
tion cost for the entire waterway, not includin~ the cost of the high 
dam below Demopolis, is estimated by the speCIal board as follows: 
Locks _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ $26, 485, 400 
Dams _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 6, 853, 300 
Channel rectification and cut-offs______________________________ 3,684,200 
Lateral canaL____ ____ _ __ _ _ _ _ _ __ __ _ ____ _ ___ __ __ __ _ _ ________ __ 11,053,300 
Yellow Creek divide cut________________________ ______________ 13,806,300 
Aids to navigation_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 21, 000 

~:H~~~ ~:f~~::i~~~ ~ = = ~ ~ ~ = ~ = = = = = = = = = == = = = = = ~ = = = = = = = = = = = = == = = 1, ~~: ggg Rights-of-way and flowage damages, summit section _ _ _ _ _ _ _ _ _ _ _ _ _ 678, 300 
Transmission-line relocation_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 17, 000 
Highway bridges_ _ _ _ _ _ _ _ _ __ _ ___ _________ ___ _ _ _ _ ___ __ _ _ __ ___ _ 1,449,000 
Highway relocation_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 201,200 
Right~-of-way and flowage damages, river and canal section_______ 332,500 
New terminals _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 150, 000 

Grand tDtaL _________________________________ .. _ _ _ _ _ _ _ _ 67, 472, 000 

The annual carrying charge on the inlprovement, including interest, 
during a construction period of 8 years, maintenance and operating 
charges after completion, and a credit for rental of the terminals, is 
$3,561,000. Studies of the special board have permitted determina
tion of the volume of commerce potentially available to the weterway 
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at this time and the savings that would result from its transportation 
by water, if a waterway were now in existence, as compared "ith 
charges on the routes necessarily used. From a study of trends, an 
estimate has been made of the volume of traffic potentially available 
in the year 1950 and of savings in transportation charges that might 
be realized from the use of the waterway if it becomes available by 
that time. Estimates have also been made of the savings to be 
realized from providing a slack-water return route for Mississippi 
River traffic; of the value to national defense of a direct wa ter route 
between the Tennessee Valley and the sea coust; and of other tangible 
benefits expected to follow the improYement. The special board has 
evaluated these benefits at a total amount of $4,143,000. It has 
considered numerous possihle benefits in the form of indirect savings 
from fi general 10wNing of transportn tion charges nnd of imprm-ed 
economic find social conditions throughout the region served by the 
improvement. It has investigated the possibilities of developing 
electrical energy at the navigation dams and of diverting floodwaters 
from the Tennessee Yalley through the summit cut to the Tombigbee 
Valley, but has found both to be uneconomic. The special board 
concludes that construction of a connecting waterway, generally as 
indicated in its report, is feasible and that the economic benefits warrant 
the undertaking. The special board recommends construction of the 
waterway by the United States, subject to assumption of certain 
obligations by local interests as to participation in the cost of rights
of-wny and of necessary highwny and utility reconstruction. 

VIEWS AND HECOMMENDATIONS OF THE BOARD OF ENGINEERS FOR 
RIVERS AND HARBORS 

9. The Board concurs generally with the speeial board as to the 
feasibility of the project. The Yellow Creek-~lackeys Creek route 
is a practicable route for the crossing of the divide; the lateral ca nal 
appears to be the best means for providing a navigation channel of 
satisfactory alinement in the upper part of the Tombigbee Valley; 
and the proposed cut-oft's will materially improve the natural channel 
in the river v bove Demopolis. For present and prospective barge 
equipment the proposed dimensions for lock chambers are believed 
to be the most suitable and the proposed dimensions of the various 
sections of the waterway, which are consistent with those of connect
ing waterways, are adequate for ready navigation by the volume of 
commerce expected to use the facility. Diversion from the pool 
a.bove Pickwick Dam assures an adequate supply of water for lock
ages, but diversion of flood waters for reduction of Tennessee or 
Mississippi River floods would not be practicable or economic. 
Electric power developed at the navigation dams would be of insuffi. 
cient value to justify installation of generating equipment. 

10. The Board believes that the direct and indirect benefits to result 
from the improYement justify the cost of the undertaking. The ad
vantages of a slack-water route to the Gulf 200 miles shorter than the 
Mississippi River route should attract a large volume of through 
traffic from the upper Ohio Valley and should also prove even more 
attractive than has been estimated by the special board to up-bound 
tows destined for points on the Mississippi River near and above Cairo. 
The region to be served by the waterway is rich in forest, mineral, 
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und agriculturnl resources, and is fayored by a mild climate and 
adequate rainfall. Nevertheless, it has not enjoyed the economic 
development thnt might reasonably be expected under such condi
tions. Luck of low-cost transportation to distunt markets hus long 
been recognized as a principal factor retnrding industrial development 
and construction of an adequate waterwny giving outlet from the 
hinterland of Alabama and ~lississippi and providing a direct route 
from the Tennessee Valley to the Gulf should give impetus to the 
development of the rich natural resources and provide much more 
commerce than that estimated by the special board. 

11. The Board does not wholly concur with the special board us to 
the division of the cost of certain features of the project as between 
the United States and local interests. The special bonrd is of the 
opinion that as the reconstruction of railroad bridges is necessary to 
provide clearances sufficient to accommodate a through traffic, the 
requirements of which are much greater than of the traffic that 
might reasonably be expected to use the Tombi~bee River, the owners 
of the bridges, the railroad companies, who will not benefit directly 
from the improvement, should not be burdened with the cost of 
modification. With this view the Board is in complete accord. 
The special board is of the opinion that the United States should 
assume the full cost of providing rights-of-way for the summit-cut 
section of the canal, but that local interests should provide rights
of-way and assume the cost of ftowage damages for the river nnd 
laternl cannl section, which it estimates at $332,500. Were the im
provement to be confined to the bed and banks of the Tombigbee 
River and East Fork, below ordinary high water. there would be no 
necessity for acquiring any additional right-of-wny nor any ftowage 
damnge. To obtain a more satisfnctory nlinement, certain cut-offs 
are proposed for the Tombigbee River section and a laternl canal is 
selected as superior to the tortuous Enst Fork. The cut-ofl's and the 
canal result not only in better naTigating conditions but u150 are 
expected mnterinlly to reduce maintenance costs. Similarl~', canal
ization of the river, although it may maintain pools above ordinarv 
high water and necessitate the ncquisition of ftowage rights, is pre
ferred to regulation of the open river beclluse it will assure more sntis
factory nuvignting conditions and reduced maintenance costs. The 
Board therefore is of the opinion thnt the cost of rights-of-wIlY and 
ftowuge, not only for the summit-cut but ulso for the river and the 
canal sections, properly should be borne by the "Cnited States. The 
Board concurs with the special board in the view that the locnl bene
fits ure sufficient to warrant assumption by local interests of the cost 
of providing necessary highway crossings oyer the improved waterwav. 

12. The Board recommends that the United States undertake the 
construction of a wn tel'way to connect the Tennessee und Tombigbee 
Rh'ers, by WHV of the East Fork of the Tombigbee River, ~lackevs 
Creek, and YelIow Creek, so as to provide u channel of not less thim 
9 feet in depth and n minimum bottom width of 170 feet in river nnd 
canal s-ections nnd 115.fe~t in t!le di\:ide cut, witb l?cks ~pproximately 
75 bv 450 feet cIenr lIlsl(le dunenslOns, substantIally III accordance 
with'the genernl plan presented in the report of the special board, at 
an estimated first cost to the United States of about $66,000,000 and 
an estimated ullnulll cost of $500,000 for muintenance and operation, 
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subject to the condition tha t local interests give assurances; satisfactory 
to t.he Secretary of War that they will-

(a) Make at their expense alterations, as required, of existing highways, highway 
bridge~, and approaches thereto, and build and maintain at their expense any 
additional highway bridges that may be necessary incident to the improvement. 

(b) Make at their expense alterations, as rcquired, in sewer, water supply, aud 
drainage facilities. 

(c) Assume the cost of operation and maintenance of reconstructed and n('w 
railroad and utility crossings. 

(d) Provide at their expense and as required witable anci adequate river and 
canal terminals in accordance with plans appro\,€·d hy the Chief of Engineers and 
the Secretarv of War. 

(e) Hold and sa\'e the rnited States free from claims for damage'S that may 
occur due to constructioll of the watcrway. 

13. The Board further recommends that in view of the extraordinary 
enlargement of the river chnnnel, required to provide a suitable through 
waterway, the United States pay the cost, as determined by the Chief 
of Engineers, that is finally iIlYoh'ed in mnking necessary changes in 
existing railroad bridges and track adjustments in connection there
with. 

For the BOHl'd: 
~1. C. TYLER, 

Brigadier General, Corps of EngillferS, Senior J.l/fmber. 

ME~lORANDl'M FHOM THE PHESIDENT 

THE WHITE HOUSE, 
lra8ltillgfoll, April 24.1.939. 

~lElIORA~DU.M FOR THE SECRET.\RY OF 'YAR: 

I appron this sun'e~T report for a waterway ('onnecting the Tom
bighee and Tennessee Rivers. 

The report of the Army engineers and the reports of the Tennessee 
Valley Authoritv and the National Resources Committee s;hould also 
be forwarded to' tLe congressional committee. 

I take it thnt no wnter power is involved. If Hn~' is im'oh'ed, please 
get nlso a report from the Federal Power Commission and send it to 
the Congress. 

F. D. R. 

REPOHT OF TEN'KESSEE YALLEY ATTHORITY 

TENNESSEE VALLEY AUTHORITY, 
Washington, April ,~, 1.939. 

The honornble thl" SECRETARY OF 'V_\R, 
Washington, D. C. 

My DEAR ~IR. SECRETARY: Under date of ~far('h 10, hy rl'quest of 
the President, you submitted to the Authority for review two reports 
prepared by the United States Army engineers pertaining to naviga
tion of the Tombigbee River, Ala., as follows: Lock und Dam at 
Mile 227; Survey Report for a Waterway Connecting the Tombigbee 
and Tennessee RiYers. 

This whole enterprise, providing as it does a major addition to the 
transportation system of an entire region, is of great importance 
DHtionallv. and of vital interest to the Authority. The Authority 
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us yOU know feels thut the deYelopment of un economicnllv sound 
waterway system will play a large part in the denlopmellt of this 
rt'gion, an objective nlready laid down by the Congress. This par
ticular project, how('ver, beco use of its SCOpf' and complexity, cnunot 
be thoroughly understood without a careful study of uIl its different 
Hspects. Such a study must include familiarity with the plans and 
estim(l tes for the proposed wa terway, and with traffic conditions and 
possibilities o,-er a large area. 

The report of the Arm~- engineers foHows several years' investigation 
by u special board of officers, which has resulted in the accumulation 
of a grca t alllount of detailed informu tion. Any review of this report, 
to haw real ,-alue, would require an equally thorough analysis of t~lis 
material. Sufficient time for such a review is apparently not available 
Ht present; it is also to be presumed that you do not wish the Author
ity's engineers to duplicate to any extent the very thorough and exten
si'\-e work on this project already done by the Army organization. 

For the above reasons I shaH not attempt to express any opinion 
regarding the general economic value of the proposed project, but 
will comment briefly on certain general features of this work and 
their relationship to the developments in the Tennessee Valley. 

The proposed lock and dam at mile 227 on the Tombigbee River 
would replace three low dams on the present canalized waterway 
leading from ~Iobile up the Tombigbee and Warrior to the Birrning
ham region. I t would also form a link in the proposed waterway 
connecting the Tombigbee and Tennessee Rivers. This project, if 
economically sound, appears to be a desirnble improvement to the 
present waterway system. 

The propc'sal to construct n wn terway connect jug the Tennessee 
with the Tombigbee and thus provide a more direct outlet from the 
Tennessee Yalley to the Gulf is of grent interest to the Authority, and 
would form nIl important addition to the whole inland waterways 
system . 
. As the project lies so lnrgely outside the Tennessee Basin, the Au

thority hus not made anv intensin studies which would warrant a. 
critical review of cost estimates. economic studies, or engineering de
tails. Since, however, this waterway connects directly with the Ten
nessee, it seems appropritlte to compare the limiting dimensions of 
the proposed structure3 in the two channels. Locks in the Tennessee 
below the Pickwick Reservoir are 110 by 600 feet, whereas those for 
the Tombigbee route would be 75 by 450 feet. The minimum bottom 
width along the Tombigbee would be 170 feet in river and channel 
sections, and 115 feet in divide cuts, while the navigable channel in 
the Tennessee will have a minimum width of 300 feet. Overhead 
clearances abon normal pool will be .52 and 57 feet on the Tombigbee 
and Tennessee, respecti,-ely. 

The proposed route following up the Tombigbee, ),Iackeys Creek, 
and Yellow Creek to a junction with the Tennessee in the Pickwick 
Reservoir is an alternate to a route up the \Yarrior which would con
nect with the Tennessee River near Guntersyille, on which the Army 
engineers are later to report. The report on the Warrior route has 
not yet been made available to the Authority. 

The diversion of water from the Tennessee River will cause a reduc
tion in the power which can be generated at Pickwick and Gilberts
vilIe Vams. The estimates given in the report indicate a maximum 
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diversion of 400 cubic feet per second from Pickwick Reseryoir. This 
would have a Yfi.lue for power generation of about $100,000 annually. 
We are not in entire agreement with the Ilmount of this estimate, 
believing that a somewhat greater amount of water for lockages might 
be required. Other thnn the loss of this revenue, tilE' USE' of t.his water 
would not materially affect the proposed operntion of the Tennessee 
Vnlley system. It appears thnt the anuual fixed charges for the Tom
bigbee project should be increased to cover the yn.lne of the rower 
which will be lost. 

Economic studies in t.he report include assumptions tllnt fidequate 
terminals and adequate common carrier and contract cutTier barge 
service would be established upon the Tennessee Rh·er. The problem 
of the establishment of such terminals and carriers is being studied 
by the Tennessee Valley Authority, hut no po icy relating thereto has 
been formulated 

Should you feel that time would permit of supplementary investi
gation by us and care to suggest additional lbws of inquiry, we will, 
of course, he glad to cooperate. 

Yours yery trul~r, 
TENNESSEE VALLEY AUTHORITY, 
JOHN B. BLANDFORD, Jr., 

Of1leral Jlar.ager. 

REPORT OF XATIOXAL RESOCHCES CO:\L\IITTEE 

KATIONAL REsoVHCES Co~aIlTTEE, 

The Honornble SECRET.\RY OF 'Y.\R. 
Tl"a.,'hingfulI, April 7, 1939. 

~IY DEAR ~IH. SECRET.\HY: On ~lnrc'h 10, 193H, YOU truIlsmitted 
to me n rt'p01't Oll 1'('('xaminu tion of wa tp\"\\'ny connecting" the Tomhig
bee find Tennessee Rinrs, find informed me that tll(' President had 
reqlleo;ted tlwt It. I'e\'iew of t.hat report b(' made hy the Xntionnl 
Resources COllullltte!'. 

Our Wnter Resources Committee, r('presentillg the chief Fedeml 
agencies ('.ollc('rll('l1 with \\'nt('r use and (·llJlt1'ol. hns re\"ieW't'd tIlE' 
report without att('mpting to assign any priority to the project. 
(The represt'ntntiy(' of t.he Chief of Engineers d('sired to be r('cor<ied 
as not yoting upon this mntter, since it rPlntpd to It l'Pport already 
act Ni upon hy the Chi('f of EngillPprs). 

Thp1'e also is I)('ing t1'unsmittt'd to you IIn<lpr sPPflrutC conI' thc 
Committee's comments on thp report 011 reexnmillfltion of another 
related Pl'ojt'ct on tllp 'Yanior flnd Tombigbee RiH'l's, indicating 
that the rc('.ollunendpd improYl'ment of the existillg projcct for tlwt 
system would be in harmony with a rensonable plan for water use 
and control in the ~lobile Bfisin. That improvement would be 
essential to consummation of the Tennessee-Tombigbee project. 

The comments of our Wuter Resources Committee on the Tennessee
Tombigbee project follow: 

The rcport of thc Chief of Engir:e~'rs addn:socd to the chairman of the HOllsc 
Committee on Hin'rs and Harbors, February 27, 1939, concerJIin~ the proposed 
waterway conneeting the Tombi!!:bce and Tennessee Rivers, does not specifically 
recommend thc ('onstruction of the waterwa'·. It confirms the estimate bv the 
special board appointed by thc Chief of Engiilcers of the saving in transport"ation 
costs and also the values assigned by that Board to benefits accruing to Imtional 
defense, land values, and recreation. It concludes that there are intangible and 
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indirect hem'fits aecmillg from the projcct which will fllflli~h a s\lh~talltial amount 
of direct employment and large orders for eemellt, steel, allfllumher o,"er a period 
uf 8 years: but that the prol)('r naluation of the~e intangihle benefits invol\"es 
matters d public policy which shollld he determined by t\lf' Congress" 

In tlw opinioIl of the 'Yater He,01lrces ('ommitt('c. the henefits ascribed to 
national defellse. laud Yaitll'. ami recreation are speculative and should be given 
eareflll scrutiny as to the effect that their acceptance Illay ha,"e on the formation 
of lIatioual policy. 

A further basic i,~lIe of policy i:; rai~cd by t.he relation of the proposed wat.er
transportation facilitie~ in this project to tll!' most effective coordinated system 
of water, railway, highway, alld pipe-line fal'ilities to serve the transportation 
needs of the region. 

The report of the Special Board ~tates ill paragraph 35 that "the prinCipal 
railroads sen'ing the SOlltheastpfIl States fUfIlish adequate facilities either through 
or into the territory adjacent to the proposed waterway." A major economic 
justification claimed for the project is its prospective effect on rail rates. The 
report indicates that 25 percellt of the estimated tonnage and 52 percent of the 
estimated savings are applieable tu pl'troleuIlI products moving chiefly from the 
Gulf to Tennessee Rh'er points. In view of this large pereentage of saving 
attributable to petroleum produet o , the possible transportation of these com
modities b~' pipe line in the future shoulrl he gIven considpration. 

Thesc and similar prohlrIlls shall Id be con~idered more fully if a sound c(mdu
sion is to be reached concerning the jllstifieatioIl for the project in relation to 
transportatiOl' needs and facilities of all tYl)l'l' in the region. 

It j!< recolllIllellded that in additioll tn the current review by the Tennesspe 
"alley Authority tlu'se transportation prolllPrns be iU\'estigated by the Interstau> 
Commerce CUIlItIlil'sion with a \"iE'\\" to arl\"ising the PrE'~idE'nt and the Congress on 
tht'll1. 

The report is returned to you herewith. 
Sincerely yours. 

H.-\ROLD L. IeKEs, Chairman. 

~fr. RAXKIX. ~Ir. ChnirmHlI, this is 11 proposition to connect the 
Tennessee with the Tombigbee Riwr, for the purpo~e of improving 
lluvigation on the Tellnessel', Tombigbee, Ohio, and ~rississippi Riwrs; 
and, while this report does not sny so specificlllly, I will show before I 
get through, that it w~l lllso ufl'ord flood relief on the Tombigbee, 
where we haye been subjected to floods and oH'rflows for mfiny years. 

The Tomhigbee Rh-er nrises in northeastern ~Iississippi here 
[indiclltingJ. It is formed by thl' confluence of Brown and ~lackl'Ys 
Creeks, which come tcgetiler at about the point I nm indicating on 
the map, and form the Tomhigbee, which flows southwnrd awl empties 
into ~lobile Buy. You will note down here that they call it the 
Alabnmn Hinl'. But 011 illYestigntioll, you will find that it WIlS 

originnlly tll(' Tombigbe('. De Soto cnlled it the Rio cle Los Angeles, 
or the Hinr of Angles. But when he struck it up higher, he cnlled 
it the Chickas:lw Riwr, hl'(,Huse it was in the territory of the Chickn-
SIlW Indinns. ~ 

\Vhen mv people went to this coulltry 100 years ago, stenmbollts 
nuviguted the Tombigbrr up to Walkers Bridge, about wheJ'e I am 
indicnting on this mnp, which was the head of nayigation 011 the 
Tombigbee HiveI'. The lllst bont I remember going up the riyer \HIS 

about 1910; I think it WIIS 1908 or 1910. 
Some large sawmill interests went in there and bought large tracts 

of timber, and in flouting the lo~s down the stream. being hardwood 
timber, a grellt mUIlY of them got loose ancl clogged that stream up to 
where it caused damages from oyerftows. 

I might say, in this connection, that this is the finest body of young 
hardwood timber, I daresay, in the world, along that Tombigbee 
River now. Of course, at that time, it was virgin timber. 

H7755-:~9--2 
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'Ye now have the Army engineers working in there with n Inrge 
crew of men ond with draglines, cleaning out the mouths of those 
canals or strcllIllS thot were completely filled up, and they OTe now 
rendy to proceed ::louthwnrd to clean out nud straighten the main 
stream of the riwr, but they are in a qunndnry to know whnt to do 
until this proposition is settled, becHuse it will be necessnry for them 
to comply with the requirements of thl' Army (,llgilH'('rs herl' in "'ash
ington, if this Pl'oj(>ct is llpproH'd. 

The Tennessee HiH'r at the mouth of Yellow CrC'ek, which is about 
on the line of Tl'll11eSSl'(>, Alaballla, alld ~Iississippi, 'right nbout the 
line, is 125 fe('t higher thnn the Tomhigbep !tin'r at the confluence 
(If Brown alld ~lackevs Crpl'ks here, about 27 mill'S awnv. 13l't\\'('l'lI 
th!)"e points, then> is 'u slight sand ridg(', thnt the Army ellgillp('r will 
explnin to you with his maps, wliC'Tl he eomes to mnke his stntelll('nt. 

This proposition was not con"iderl'(l to bl' fensible IIntil after the 
Pickwick Dam was built. The Pickwick Dam nlised the water level 
about 5.5 or GO feet at this point. 

The Armv en'!ineer informs me that thpv han hYdraulic dred'!es 
they can transfer to this projeet, awl we hn~·e n supply of power here 
in the Tennessl'e Yalley that cnn be used for that purpose. 

In that nren is a lllrgl' IlIllOunt of unemployment, Illen who could be 
used on this proj('ct profitably, nnd ut the snme time be mude to feel 
that they are doing- something Ilseful al\(l not merely getting 011 the 
GOH>rnmellt pny roll. 

Now, right through here [indicntillgj, HS the engineer will explnin, 
there will be about 18 locks down to the mOlltll of the "'nITior Rinr 
here, ill southw('stel'Jl Ala baIlln. 

This proje:'t will shorten thl' water distance frem tLl' Te1 111e5s('(' 
River to the Gulf by (no miles. In other words. it will be 630 miles 
nearer to go dOWll 'this eourse, down the Tomhighee Rinr, than it 
would be to go down the Tennessee to the Ohio, down the Ollio to 
tbe ~lississippi, and then follow the :\Ii5sissippi Ri\-er to its mouth. 
It would be something more thnn 200 mill>s Ileurer from points OIl the 
Ohio River, north of Padlleah, to th(' Gulf, tlUlll it would be for them 
to go down the :\Iississippi HiveI'. It will be 108 mill'S nearer from 
points on the upper ~lississippi, thnt is, nho\'e the mouth of the Ohio, 
than it would be following the present course of the ~Iississippi River. 

For ascending tl'1lflk, it would be of inestimable value. It is 900 
miles from the mouth of thr Ohio to the mouth of the ~fississippi 
River. Going up the ~1ississippi Riwr, traffic has to fight 0 strong 
current. Passing up the Tombigbee, trnffic would be going nearly all 
the wnv in sluck wnter until it entered the Tennessee, and then it 
would be O'oing downstream to the mouth of the Ohio RiYer. 

From thnt stnndpoint, from the stnndpoint of navigation this project 
is more thlln justified. These nre the two phnses we are most in
terested in, in thnt urea-navigation nnd flood control. I am sorry 
to say this projeet will not generate any eleetl'ic power to amount to 
anything, so fur ns I know. 'Ve do not propose to tnke enough water 
out of the Tennesse(' River to aifeet its level in Pickwick Lake, so 
that question may be dismissed. 

It will nlso give us nn additionnl inside passnge. From the stand
point of nationul defense, this project is nlmost imperntive. At 
Muscle Shoals here would be our nitrnte supply in case of war. If we 
shoul:f get into wnr, certainly it would be with n world power, and 
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probably with sen'ml of them, and if they should blockade our coast, 
we would ha,-e nn inside passage from ~Iobile up to the Ohio River, 
IInd lip the Ohio Rin'r to Pittsburgh and other points in that area. 
If this project WCl'e completed, we could go on up to Youngstown, 
Ohio. This route would gh-e us un inside passage for the trans
portation not only of WHr material, but of all other material necessary 
in rnsp of 11 ronflict with u foreign power. 

As 1 :::nid, the tmffic on the upper Teunessee, going down to :\Iobile, 
would ~nH' 1:i30 miles, to sny nothing of the benefit that would be 
(h'riYcd from slnek wnter for asrending tmffir. 

In this area here thnt will be traversed by this route or hy the 
Tombiglwe River, is the world's reserve supply of many raw materials. 
"" e lUlYe, as I snid, in this arell here, the Tombigbee and TemH'ssee, 
and within the scope of a fcw hUJ1flred miles, tl}(' world's reserve supply 
of timber. I dnresav that vou may search from onc side of this 
countrv to the other ;Illd YOU' will not find as much real hardwood as 
you WIll find in that imniediate territory, Xow, when I say "hard
wood" I (10 not IlWHn spruce, fir, and hemlock, because they are soft, 
hut whn it comes to ouk und poplar und hickory and ash and gum 
and cypr('ss, you find the world's r('sen-e supply in this area. 

In nddition to that, thert' are large deposits of iron ore right across 
the Alubama line here, within It few miles of this route, It is probably 
the greutest undewloped deposit of iron ore in the world. It has 
been stated, on this floor, thl1t it surpasses the deposits around 
BirminghnIl1; Olle of the gren t£'st deposits of rock usphalt in the world 
L:s bet'H discovered in this llren. I had u letter from a man this morn
ing, who told nl£' that the enginc('r had found It seam of rock asphalt 
underlying his lund measuring between i and 15 feet thick. 

In hcre [indicating] we hnY(' the world's supply of limestone; and 
ill her£', we haye lnrge deposits of bauxite, in Tennessee and Alabama 
ulId in \Iississippi. 

In addition to that you will notice that this is a great agricultural 
conntr,'"' Lnrge towns, or towns of ronsiderable size, haye grown up 
nU nlong this strellm that are nbsolutely, so far as navigation is con
cerned, without Ilayigntion, or their nnyigation has been ruined. In 
nddition to that 35,000 ncres of the richest farm land to be found in 
the South hns been flooded year in und year out, in one county, in 
which Fult()1l is the count.'" seat, and also Prentiss and Lee Counties, 
as well us in the coullties below. 

~fr, DERoLE~. "l111t agriculturnl commodities are produced? 
~lr. RAXKIX, 'Ye produce cotton. Outside of the Delta, this is, by 

fllr, tke hlI'gest cotton-producing section of :Mississippi. Of course, 
one commodity that e,"el'.\"body seems to overlook, except the southern 
people, is cottonseed. Every bale of rotton has 1,000 pound., of cot
tonseNI ill it, which contains 22 gullons of oil. All the seed, or prac
ticl111" 1111 pf it, is shipped out, nnd even though it may be crushed, the 
oil nlld meal und hulls are shipped. 

In addition to thnt, this is a great dairy country, Some of the 
Inrgest condenseries and some of the finest cheese plant3 in America 
are to he found here, "'e haye lumber, as I said, in addition to the 
hardwood that I mentioned, these areas right here are covered with 
pipe timber, and in that country we ~o not tf\lk about reforestation. 
We do not have to reforest. SometImes I doubt whether anybody 
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does in the pine countr.v. All you ha ,'e to do with your land is to turn 
it out, and if you Jet it alone, it will reforest itself and grow pine timber 
big enough to saw in 10 or 15 years. . 

Mr. DERm;EN. Thnt would be white pine'? 
Mr. R-\NKIN. Well, it is hill pine. It is not whnt we call heart pine. 
l\Ir. GREE~. You hnye slash pine, do you? 
l\fr. RANKI~. Yes. The dllY of henrt pine is over in this coulltry, 

because it takes n hundred years to grow the hcnrt pine tree. . 
But· this young hnrdwood that is growing there now ouglit, by all 

mcnns, t.o be taken over by the GoyernnlPnt and presen-ed, because 
the time is coming when you cannot get hardwood in t.his country. 
You cannot get ash, you cannot get poplar, and you cannot· get cypress, 
and a grent mnny of those other hardwood timbers fhnt are found in 
the Tombigbee YnHey, the immediate Tombigbee Yalley, which are 
going to pass out of existence in this country. I have been from one 
side of the linited Stntes to the other, nnll I huye been through the 
forests in Alaska, whnt they call forests, nnd I ha,-e seen no growth of 
timber HlItt compares with that young belt of hunlwood timber along 
the Tombigbee River. 

Mr. DERoUEN. ::\light I inject myself, in regnrd to cypress, to say 
that, in Louisiana, in the ~1ississippi-Atchafalnya bnsins, we had 
probably the finest red cypress thnt can be found, which can be used 
for 300 years and will not rot. But. that is no more. Once trees were 
10 feet at the bnse. You cnnnot find a tree now. So I a~ree with you 
on that proposition. . 

Mr. RANKIN. And it takes n ccntury to grow cypress. 
There is a gas fil.'ld around Amor.", and I do 1I0t think there is nny 

question but that they will find oil in that arcn. 
At one time, the Tennessee River probably flowed down the Tom

bigbee Valley. But. in some prehistoric age there was n great. up
heaval, and the Tennessee Ri,-er, which is up 011 a plateau to the 
north, turned and flowed to the north. The streams that flow into 
the Tennessee here flow north. The ones that flow into the Tom
higbee flow to the south. The dh'iding line is right here where you 
see these red nwrks. 

Now, by cutting through this ridge here nnd straightening out 
this rh-er, you will not only restore our transportntion to us; you will 
not only provide flood control for the people along there, who are 
strh-ing to nw.ke a living, but YOll will also, as I suid, impro,-e the 
traffic on all of these streums by shortening the distnnce from any 
point above the mouth of the Ohio River, and at the same time 
furnish u slack-wnter route for ascending truffie thut will save millions 
of dollars in years to come. to those transporters who have to navigate 
the Mississippi River. 

It will be just about the same distance from the Tennessee River 
to Mobile that it is. today, from Vicksburg, ~1iss., to the mouth of the 
Mississippi Rh'er, down that stream. There might be 2.5 or 30 miles 
differen('e. 

::\tIr. DERoFEN. 2\fr. Rankin. is there an" element of the dh-ersioll 
of floodwaters from the Mississippi? . 

Mr. RANKIN. No; not in this project. We contemplated that at 
one time, but thl' engineers said it would not be advisable. Down 011 

the Tombigbee River, a lot of our people do not know whether they 
want any more water down there or not, because they had so much 
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trouble in getting flood control that some of them felt it might owr
do it. 

~Ir. DERouEN. You know you would have our consent, as far as 
the ~Iississippi is concerned. 

~fr. RANKIN. Yes; that ma.r be done some day, and I think it could 
be done. You could turn enough water down the Tombigbee River 
to cut the flood crest on the ~fississippi Rh--er anywhere from 3 to 6 
feet. But I do not know what you would do for us people down on 
the Tombigbee. 

~fr. BO\~KIN. Their floods do not come the same time that ours do. 
~fr. RANKIN. Yes; that is true. 
:\fr. DONDERO. "\Vhat effect would this have on the commerC'e of 

the ~fississippi? 
~rr. RH'KIN. I will say, Mr. Dondero, that I doubt that it ,,'-ould 

have Yen- Illuch effect, except on the ascending traffic. It would be a 
great rellef in that respect. But here you have, in this area all of 
these materials bottled lip for the want of the water outlet. It will be 
a great thing for them, and it would add greatly to all kinds of activi
tieR. For traffic on the l\lississippi River, it would frunish them a 
slack-water route going back. 

Mr. CULKIN. '''llUt would be the depth of the channel and the 
width? 

~11'. RANK!:". Nine to tweh'e feet, a minimum of 9 feet, with a possi
bility of 12. I will say to the gentleman from Xew York that I would 
like for it to be built, so that we can have a 12-foot channel, because 
some day, this opening into the Great Lakes is going to be make ~t 
some point, and that would enable us to go around and use the Ene 
Canal, with which the gentleman is more familiar than any other 
Member of the House, probably. 

Mr. C'CLKIN. It is now 9 feet and it is going to be 12 feet? 
~h. RANKIN. It would be made 9 feet, 'with the possibility of going 

to 12 feet. 
Now, from the standpoint of navigation, this is almost mandatory. 

From the standpoint of flood control, it will enable the Army engineers 
to take care of this situation here that they are now working on, and 
form"er prevent the filling up of that stream, or the clogging up of the 
mouths of those collateral streams that have caused us so much dam
age in years past. 

From the standpoint of national defense, we would have at least two 
outlets to the sea; and I might say to you that we needed another one 
about 75 years ago, when you fellows took Vicksburg away from us. 
The next time, it will not be the Confederacy, but it will probably 
be the entire United States that will need an additional outlet to the 
sea. 

Mr. CULKIN. Probably we had better leave it the way it is. 
Mr. R\NKIN. No; you will not have the Confederacy fighting you 

any more, but somebody on the outside, and you will need this route 
for the transportation of war materials. So, from every standpoint, 
I submit that this project is not only feasible, but it is absolutely 
necessary. 

If any of you gentlemen want to ask me any questions, I will be 
gla~ to answer them. If not, I am going to introduce the Army 
,engmeer. 
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~'1r. DONDERO. I was interested in what you said about the shorten
ing of the distance for tmffic, coming dowil the ~lississippi, from the 
mouth of the Ohio, by 108 miles. Has any estimate been madE', at. 
all, of the traffic that it might be anticipated going down this waterwa~' 
from the upper ~Iississippi? 

Mr. R.\NKI~. I think the Army E'ngineel' has an estimate on it 
that he will present. You understand, St. Louis is above the mouth 
of the Ohio River, and it will shortE'11 the distance from St.. Louis to 
the Gulf by 108 miles. Now, the ascending traffic, goillg up to St. 
Louis, would lun-c a tremendous advantnge, following this inside 
passage. 

Mr. DERoUEN. Thnt wOlild all be barge traffic? 
~lr. R.-\NKIX. Yes. 
Mr. DONDERO. How long is tbe proposed impronment'? How 

long a distnnce does it cover? 
~Ir. R.-I.NKIN. The Army engineer can tE'11 you that. This short. 

connection here [indicating] would only be about 18 to 25 miles. if ] 
remember correctly. 

~Jr. CULKIX. You are pointing at thE' junct.ion of t.11C' TelllleSSPE' 
and the Tombigbee? 

~1r. RANKIN. YE's. This is just another picture of it. The im
provement will go all the way down to thE' mouth of the 'Yarriol' 
River. 

Mr. DONDERO. Is not that junction very HE'nr a place called 
Stevenson, Ala.? 

.Mr. RANKIN. Demopolis, Ala., you mean? 
}'lr. DONDERO. No; it is in Alabama, I mean near the TennE'ssce 

line? 
Mr. R.-\NKIN. There is a place called Stewnson, but it is in }.Iissis

sippi. This project does not go into Alabnma until it gets below 
Columbus, Miss. We did not have a 9-foot channel there before, we 
only had a 6-foot channel, and in recent years, of course, it has been 
clogged with logs and debris, but it is now being cleaned out. But 
this would make a 9-foot channel all the way through, with the possi
bility of being extended to 12 feet. 

Mr. GREEN. What is there connecting those two streams? 
Mr. R.-\'NKIX. There is a sand ridge in between here [indicating). 
Mr. GREEN. How long? 
Mr. RANKIN. I believe it is 18 miles. 
Mr, GREEN. That is a rather short divide, is it not? 
Mr, RANKIN. Yes; the Army engineer has a map of it under this, 

and he will explain it to you in a moment. 
Mr. SEGER. What is the approximate distance from the Erie Canal 

down to tha t red broken line? 
Mr. RANKIN. It is about 900 miles, the captain tells me, from 

Struthers to the mouth of the TennE'ssee River. 
Mr. DERoUEN. By water? 
Captain COl:GHLIX. Yes. 
Mr. CULIN. What is that broken red line going into Lake Erie. 

Is that the proposed diversion point? 
Mr. RANKIN. Yes; I believe they call it the Beaver-MahoningCanal. 
Mr. CULKIN. Those red lines indicate the Lake Erie connection? 
Mr. RANKIN. Yes; right here [indicating]. 



Any otil('r questiolIs'? If 1I0t. I am going to present Captain 
Coughlin of the Army engineers. He has n map that he will refer to 
in presenting the matter to yOll. 

Howeyer, I migh t sny, ill this connection, that this is one of the few 
outstanding places on enrth where you cun transfer traffic from one 
major watershed to another with so much euse and so little expense. 

STATEMENT OF CAPT. R. E. COUGHLIN, OFFICE OF CHIEF OF EN
GINEERS, WAR DEPARTMENT 

Captain COVGHLIN. ~fr. Chairmnn and gen tlemen of the committee, 
I feel that Congressman Runkin hns already ably presented the general 
features. 

The projt'ct. ns considered in our report, concerns the physical con
nection between the Tennessee Rinr, just aboye Pickwick Dam at this 
point [indicating], and the Warrior-Tombigbee at Demopolis. The 
present project is for a 9-foot depth to be obtained by canalization in 
the Tombigbee to this point. and then in the Warrior and Black 
Warrior to Birmingport nnd abo,~e. The project presented this morn
ing for the reconstruction of the dam at Demopolis was a part of that 
project, which hnd the further yirtue of proyiding for a new pool up 
to here. 

The distllnce is 39 miles in the summit cut between the Pickwick 
pool through the cut to the clam to be built at the narrows here, and 
then 41 miles in a canal, parallE'lling ~lackE'Ys CreE'k and the east fork 
of the Tombigbee RiYer, 41 miles. then 180 miles in the improved 
Tombigbee River. canalized by locks and dams, to Demopolis, a tot.al 
distance of 260 miles from the Pickwick pool to Demopolis. 

Mr. CULKDL Is that th{' extent of it, Captnin? 
Captain COVGHLIN. Thnt is the {'xtent of the project as consid('red 

in tlus r('port, simply n connection between the existing projects in 
the Tennessee and Tombigbee. 

Mr. CVLKIX. This project under consideration does not include a 
connE'ction with the Gulf? 

Captain COrGHLIx. Xo, sir. 
Mr. CARTER. That is nlrE'aclv improwd. 
Mr. Cn.KIN. What is th{' status of that? 
Captain COrGHLIN. That is a going project, which has been mnin

tained for the last 30 venrs. 
Mr. C{;LKIN. TellliH' whnt it is. 
Captain COrGHLIN. A 9-foot channel with n minimum width of 

200 feet from the Gulf to Birmingport, a distance of 457 miles from 
the mouth of the riwr, which is n project that has been in use over 
the last 30 wnl's. 

Mr. CrLiuN. It says here to connect the Tennessee and the Tom
bi~bee Riwrs by wily of the Warrior Riwr, Ala., which will be sub
mItted at n Inter dnte. What is thnt? 

Captain COrGHJ,IN. In explanation of that statement, I might state 
that, in the preliminnry examination, which was made under the 
authority of a resolution adopted by this committe{'. a special board 
which was handling this project, considered nU the possible routes, 
that is, all that sE'emed to havE' virtuE'. One was by way of ~lackeys 
Creek and Yrllow Creek, and the other by way of the Black Warrior 
and Warrior Rivers. Both of those were investigated. 
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In the case of the TCllnessee-Tombigbee route, this route here, the 
investigation had been cOI1('luded and th!' report IIns progressed to 
the point thnt definite recommendutions could be mncIe to the 
committee. 

In the cuse of the other route, nlthough the report is not yet sub
mitted, it will b(' submitted, and is sepnrate from this. This report 
is mnde on its own merits, regardless of what may later he reported 
on the other onc. 

~lr. DEl{orEN. Thnt would connect the "'nrrior-t\t(' lIew report 
you spenk of would be to connect what? 

Captain COL'"GHLIX. It considers the possible connections I1long this 
route, aIld un alternate route, !L different rout-£'. 

~lr. SEGEU. What is the topogmphy of the land; is it flnt, or ex
pensive to go through, from the GUlltcI'sville Dam down to the 
lV!Lrrior Ri,-er? 

Captain COuGHLIN. The average ('ut that would be necessary to 
come through here [indicntingi would be considerably grenter. The 
maximum elevation of the ridge between is 800 feet, nnd the eleva
tion in the upper limits of the impron'd Wnrrior Rin'r is 740. The 
elevation behind the Guntersdlle Dam is 594 feet. Therefore, in 
connecting the upper Warrior, with an elevation of i40 feet, with the 
Tennessee, with an elevation of 594 feet, it would be necessary to go 
up from the "~arrior something like 1.')0 feet, and then down agllin to 
594 feet--

Mr. RANKIN. You would IHlye to IUl\'e a lift both WHYS? 

Captain COL'"GHLIN . Yes, sir; you would have to rise from the 
Guntersville pool something on the order of 200 feet, and then step 
down 60 feet or more to the upper pool in the present project in the 
Black Wurrior. 

Mr. DONDERO. How much water will be tnken out of the Ten
nessee River? 

~lr. RANKIN. Before he leaves there, I want to Slty, without com
mitting the captuill to anything, thut this other project will not be 
recommended. 

Captain COUGHIIN. The question is as to the nll10unt of wl1te1'-
~lr. DONDERO. How much water will be taken out of the Tennessee? 
Captain COVGHLIN. Only sufficient for locknge and the evapora-

tioIl, and the estimate OIl that is 400 cubic feet per second. 
Mr. DONDERO. And will that have any effect on lowering the water 

of the Tennessee Ri,-er between the point or junction and where it 
will come into the Ohio River? 

Captain COUGHLIN. No, sir; no appreciable effect. 
Mr. DONDERO. There would still be some use for the Gilbertsville 

Dam? 
Captain COuGHLIN. Yes; the normal flow of the Tennessee River 

will still pass the Gilbertsville Dam. 
Mr. DONDERO. I notice all through this report it speaks of a 

special committee, and I nm interested to know who this special com
mittee consists of. 

Captain COUGHLIN. A special board? 
Mr. DONDERO. Yes. 
Cuptain COUGHLIN. A distinction was made and it has been empha

sized throughout t.he report, perhaps. Our normal procedure is, that 
the district engineer makes a report, and then the division engineer, 



who is his superior, re\·ipws it, and then the Board of Engineers for 
Rivers and Harbors, and. finally. the Chief of Engineers. In this 
particular case, sinpc it. extellded into two districts. the :'\ nshville 
district. which is respollsible for the water~he<l of the Tennessee River, 
and the Cumberlnlld River also. and tlH' ~Iobjle district, which has 
jurisdiction oYer the TOlllbigbee-.. :\labtlIlll1 wfiterslwd-the Chief of 
Engineers delei!ated the rl'spon~ihilit~- of mnking the surn'y Ilnd 
report to n special bOllrd. consisting of the district engineers n t :'\ nsh
villI' and ~lobile. llnd the di"ision engineers in the two di,-isiolls, the 
Gulf of ~lexico divisioll and the Ohio RiYer division; and so, through
out the report, we had to say special bonrd. in order to note the dis
tinction between it und the Boanl of Engineers for Hh-ers and Harbors. 
Do YOU wish to kllow the IlallH'S of the ~individuals? 

~lr. DOXDJ::RO. They are in the report? 
Captain ('Ol'CHLlX. Yes; find they change from time to time as 

assignllH'llts are chunged. 
~1r. DOXDERO. It has been called to my attention that this project 

has receind the npproval of the National Resources Board. 
Captain ('orGHLIx. That is true, and I believe you will find that. is 

published in the document. 
~lr. DOXDERO. I am interested in knowing whether all of the 

projects thnt come through your Board go to the National Resources 
Board before they come to this committee. 

Captain COl"GHLIN. I would rather reply to that off the record, 
if I may. . . 

(Discussion off the record.) 
Mr. PARSO~S. Captain, in reply to a question, a few minutes ago, 

you said that there would be a diversion of probably a maximum of 
400 cubic feet per second, which would not perceptibly influence the 
flow of water from the Tennessee into the Ohio. Then, under those 
conditions, this connection would not, in any way, reduce the flood 
threat or the flood stage of the Tennessee going into the Ohio? 

Captain COl"GHLIX. ~o, sir; it. would have no effect upon the 
flood flow ill the Tennessee. 

Mr. PARSOXS. I thought, when this matter first started out, that 
it was with a view to construct n project that would aid and assist, 
when necessary, in lessening the flood of the Tennessee into the 
Ohio, and, incidentally, into the lower ~lississippi. 

Captain COl"GHLIX. Thnt was investigated, because that was one 
of the things that Yery properly should be eonsidered, and it was 
thoroughly inYestigate<i, and the conclusion considered these facts, 
in order to provide sufficient capncity for the amount of water which 
it might otherwise be desirnble to divert. The cut through here 
would have to be yery greatly increased in size over what is necessary 
for navigation, in order that the water could physically pass through. 
That would greatly increase the cost of the project . 
. ~lr. DERorEx. "Then you say "very greatly," can you give us an 
Idea of what you mean, to what extent? 

Captain C01:'GHLIN. Well, the project, as recommended for naviga
tion, will haw a cut 115 feet in width, and that will take 400 cubic 
feet of watpr per second, which is the amount estimated that is re
quired for locka!!e. and to offset evaporation, et cetera, and still I;() 
reduce the yelocity so it would not impede navigation. 
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Now, the flow of the Tennessee River-I do not have the figures at 
hand, but I would not be very far off if I said 200,000 cubic feet per 
second. That is one five-hundredth, is it not? That is, the flood 
capacity is 500 times what we expect to take out. 

Mr. GREEN. That would be inconsequential? 
Captain COrGHLIN. It would be less thun we could measure safely. 

When I say 200,000 feet we are more in error than when we sav 400 
cubic feet. " 

Mr. PARSONS. 'When the Gilbertsville Dam is completed, the Pick
wick Dam, .Muscle Shoals, the two Guntersville dams, Cltickamnuga, 
Rales Bar, and Korris Dam, which is now completed Oil the Clinch 
River, will any of those reservoirs have any effect, wha.tsoever, on 
controlling the flood waters in the Tennessee", in keeping them out of 
the Ohio, when the Ohio and Mississippi are at high flood stage, like 
1937, for instance? 

Captain COUGHLIN. Of course, the entire project is under the 
jurisdiction of the Tennessee Valley Authority and is not connected 
with my organization. Therefore, I am not uuthorized to spenk for 
them. I can merely point out--

Mr. PARSONS. Off the record, what is vour opinion ubol1t it, as an 
engineer? . 

(Discussion off the record.) 
Mr. PARSON". "lien the Gilbertsville Dam and all of these nre

all of these thnt I mentioned-completed, will there be nny appreciable 
area for reservoirs to control the waters of the Tennessee River? 

Captain COt'GHLIN. That, again, is within the field of the Tennessee 
Valley Authorit~v. 

Mr. RANKIN. How long will this development take? 
Captain COUGHLIN. The normal construction period we believe 

would be spread over 8 years. 
Mr. RANKIN. How much unemployment would it absorb? 
Captain COUGHLIN. The estimate on thnt was that it should pro

vide employment for 6,000 men over a period of 8 years. 
Mr. RANKIN. An nverage of 6,000 men? 
Captain COUGHLIN. That is the average employment throughout 

the time, 50,000 man-years. 
Mr. RAMKIN. That'takes those people off of the W. P. A. and other 

governmental projects and absorbs unemployment for the entire 
ft.rea., does it not? 

Ca.ptain COUGHLIN. If done in accordance with the procedure 
which has been followed on similar projects in recent years, a large 
proportion of the labor would have to come from local sources. 
That would depend, of course, upon the type of construction. If 
it were done by contract, in accordance with the standard form of 
contract, the contractor would have the option as to his source of 
employment, whether he used organized labor, or depended upon the 
reemployment service. 

Mr. JLO\NKIN. But if the Army engineers were in control of it, 
which I hope they will be, it would absorb all the labor in that area, 
would it not? 

Captain COUGHLIN. It would be done in a "ery similar manner 
to Fort Peck, done with Government plant and labor hired in the 
locality. 
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Mr. R.-\KKIX. Now, I pointed out, in my statement, that this work 
would be done with hydraulic dredges; is that correct? 

Captain COUGHLI~. Yes, sir. 
Mr. Rc\NKI::\'. The Army engineers hove those dredges, do they 

not? 
Captain COL"GHLIN. They have, at the present time, employed at 

Fort Peck a fleet of Government plant developed for that work. 
As to whether it would be advisable to transfer it from Fort Peck to 
this site, I am not prepared to say. A study of that would have to 
be made, of course. 

~Ir. RANKIN. You also have some at the Sardis Dam? 
Captain COUGHLIN. Yes; they have similar plant at Sardis. 
~lr. RANKIK. It was suggested to me-I will say to the committee

by the Army engineer that the proper course would be to trallsfer 
those dret:ges o\er there. They are run with electricity, are they 
not? 

Cnptnin COL"GHLIK. Yes, sir. 
Mr. RAKKIN. And could be run with surplus power there. 
Captnin COL"GHLIK. Yes; the power is supplied from commercial 

sources at Great Falls, ~IOllt., over a transmission line 400 miles long. 
~Ir. RANKIN. There is a trllIlsmission line right across this Tom

bigbee route, right in the center of this divide, so you will hun no 
trouble about making a connection th(>re. 

Mr. 'YILLIAMS. How many men did you suy would be employed? 
Captain COUGHLIN. Six thousnnd. 1 would like to check that, now. 
~1r. ·WILLIAMS. Are you going to use any mnchinery in that project? 
Captain COUGHLIN. Yes; it would be done with hydraulic dredges. 
~Ir. WILLIAMS. Where are you going to put those 6,000 men, if 

you are going to use hydraulic dredges? 
Captain COl:GHLIN. One section requires the construction of levees 

and also locks. There are 18 locks and dams required. On similar 
work on the ~Iississippi River, the average employment for a period 
of 18 months was 500 to 600 men at each of the sites, and there are 
to be 18 structures, locks and dams, in this project. 

Mr. WILLIAMS. I was just wondering, under your present method 
of construction of that kind, where you are going to use dredges of the 
latest design-where you would ever place 6,000 men for 8 years. 

Captain COUGHLIN. It would be spread over 260 miles, and as to 
the use of dredges, the gentleman probably had opportunity to look 
at the work at the Washington Airport, where you have the largest 
dredges now employed, and you do not actually see a great many men 
there, but you will see them out on the pipe line and on the fill attach
ing some of those large pipes. Some of those dredges carry a crew of 
.close to 100 men. 

Mr. WILLIAMS. I should think 6,000 men would be a very great 
number. Those men would come from the W. P. A. rolls? 

Captain COUGHLIN. That is a detail not yet considered, because, 
after all, this is an engineering report and, at this stage, it has not 
gone into that detail. It will be done, I assume, in a manner quite 
similar to similar work elsewhere, 8S in the case of the upper Missis
sippi, with which I nm familiar, because I was connected with that. 
We got the bulk of the labor from the rolls of the National Reemploy
ment Service. That was done by contract, but the contractor was re
quired to obtain his labor, both skilled and unskilled, by certification 
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fro~ the National Reemployment Service Agency in the county in 
whIch the work was located. 

Mr. WILLIAI\IS. Could this be done cheaper, if you used improved 
machinery and smashed it on through and got it done? 

Captain COUGHLIN. Our experience has shown that the most eco
nomical results are obtained when work is dOlle hy standard engineer
ing methods, either by Government plant and hired labor, or h:v 
cont.ract . 

. Mr. \YILLIA~lS. And vour estimate is on which basis? 
Captain COUGHLIX. Our usual procedure is to make an estimate 

based on what we think we could do it for, using our own plant, or 
hired plant, and using our own labor. '" e have had vast experience 
in doing that. Whenever we call for bids on a project, we must 
have a basis of comparison, because the law requires that the award 
be made to a responsible bidder, who submits a satisfactory bid not 
more than 25 percent in excess of the Government estimate. This 
is based on that standard practice, assuming that we use modern. 
efficient machinery, and obtain our labor in the normal practice. 
common in the construction industrv. 

Mr. CULKIN. Captain, it. is :vou'r opinion that, if this canal is 
constructed, it will have a vital and beneficial effect. on 3,000,000 
people living in that sect.ion; is that. right? 

Captain COUGHI.IN. The report of the st.udy of the special board 
considered that very thing. They found, or they make the statement 
in the report that the development in that area has been restricted or 
hampered by the lack of adequate low-cost transportation, which will 
enable the bulky commodities to move at a price that can be paid. 

Mr. CULKIN. That is by reason of the present transportation situa
tion, where the utilization of the national resources of the section are 
not probable or possible? 

Captain COUGHLIN. The development which the special board 
thought might be expect.ed has not taken place, and they believe that 
the lack of adequate low cost transportation is a strong influence in 
that retardation of development. 

Mr. CULKIN. "llat do you figure the ultimate tonnage in that area 
to be? 

Captain COUGHLIN. The tonnage upon which the economic justi
fication is based, includes 1,848,000 tons to move on the waterway; 
that is, commerce originating and moving on the waterway, itself. 
There is an additional credit to it of that tonnage which is moving 
upst.ream, as a part of the through route to the Mississippi River, but 
the tonnage for the waterway, itself, what you might call local tonnage, 
is 1,848,000 t.ons. 

1fr. CULKIN. In other words, you put. into the scnles the greater 
ease with which the tonnage can move up this waterway, rather than 
t.he Mississippi River? 

Captain COUGHLIN. No, sir; the basis of comparison is the known 
cost of operating h\\-bo:ltS. 

Mr. CULKIN. The cost of operation? 
Captain COUGHLlN. It is based on t.he actual experience of t.ow

boats now moving up the river, against the current of the Mississippi 
River, and compared ,,-ith the known cost of operat.ing similar tow 
boats in slack water. Of course, if It boat is capable of running 8 miles 
an hour, and the current is 2 miles an hour, its net against the current 
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is only 6 milC's un hour. Therefore, it takes longer to move upstream, 
aguini't the CllrrC'nt, than if it moved n similur distance in slackwater. 

~11'. Cn.KIC\". ,rill YOU ellumerate the natural minerals that are 
present then' ill tllilt ,ireu? 

Captain COlCGHLI:K. I do not hl1\'e them liste!l in us great detail 
even as Congressman Rnnkin enumemted them. The commodities 
thllt we considered, nn(l which are included ill this estimated tonnage, 
consists of forest products, iron alld steel, limestone and shale, sand 
!lnd grn,'el nml conI, tllld upstrell 111 , snnd nnd gmvel, petroleum 
products, "egetable nnd food products, iron, sulphur from the Gulf 
Const, nnd pnper. In nddition to thnt, the various minemls that the 
Cong'l'essmnn spoke of a while ngo, such as bnuxite, limestone, coal, 
iron ore, which nre nIl prespnt ill the ,1I'ea Ulul nre being wOI'kt-d to 
~ome extent 1l0W. 

~rr. CrLKIx, This will stimulate the work? 
Cnptnia COlCGHLIX. It is thought thnt the transportation cost, 

at wllich these comlUodities cnn move, will stimulate their production. 
Mr. CCLKIX. And this specinl board that you told my colleague 

about, was composed of bow mallY officers? 
Capt~lin CO"CGHLIN. Four; the division engineers of the two divi

sions, tbe Gulf of ~lexico division and the Ohio River division; and 
the district engineers of the two districts, the mobile district and the 
~ ashville district. 

Mr. CULKIX. They mude a full and complete investigation, I assume. 
Captain COL'GHLlK. Yes; they made a yer)' complete investigation, 

which is contained ill the public document. 
~rr. CrLKIK. I wish the public, and ~lembers of Congress, partic.u

InrlY, would tnke time off occasionallv to read one of these very able 
documents that are presented. . . 

Mr. R_\XKIX. ~ly recollection is that the Army engineers P'lt in 
5 years ou this iUYestigntion; is that correct? 

Captain COUGHLIN . Yes, sir. 
Mr. RAXKIN. From 1934 to 1939. Let me say also to the gentleman 

from Xew York, that this project was unanimously endorsed by the 
RiverH and· Harbors Congress that met here in Washington this veal'. 

Mr. CrLKIN. That is not binding on me. . 
Mr. RANKI:"l. No; but it is very encouraging, 
Mr. DOXDERO. I woud!'r if it included the St. Lawrence waterway. 
Mr. CrLKIX. I will tell the gentleman from Michigan that they 

did not. . 
Mr. DERouEN. Any further questions? 
Mr. DOND!::RO. Yes. Captain, I notice on page 2 of the report, 

that $600,000 has been estimated for national defense. I suppose that 
is annual? 

Captain COUGHLIN. Yes, sir. 
Mr. DONDERO. $2i5,OOO for the enhancement of land vnlues. You 

mean for f,uming purposes, agriculture? 
Captain CO"CGHLIN. Xo, sir; the value of the banks of the stream, 

especially ~fobile and the other urban developments along the Tom
bigbee and ~{obile Rivers, due to their increased desirability for com
mercial and industrial use. Land which is now overflowed will be
come veri valuable. 

Mr. DONDERO. The building of dykes wiIJ provide that? 
Captain COUGHLIN. Yes, sir. 
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Mr. DONDERO. There is $100,000 shown as a saving annually, for
recreational craft. That is pleasure boats, I take it? 

Captain COUGHLIN. Does it say "recreational craft" or recreational 
purposes? 

Mr. DONDERO. "Recreational value." 
Captain COUGHLIN. That might not be so much the movement of 

boats, but the general value of having a controlled body of water 
available to the urban population. 

Mr. DONDERO. Now, we come to this language, which I think will 
interest the committee. On the same page, at the hottom, are these 
two lines, referring to these three things that I have just enumerated, 
the report says tills: 

They are difficult to evaluate and appear to me to be questions falling withill 
the realm of statesmanship, to which the Congress can best assign the proper values. 

What did the Board of Army Engineers mean when they said. 
"fall within the realm of statesmanship"'! . 

Captain COUGHLIN. I think you will find that the Chief of Engineers 
said that. 

Mr. DONDERO. What does the general mean by that, Captain, if 
you know? 

Captain COUGHLIN. Well, the general alone can say exactly what 
was in his mind, but the understanding that I got from him was this: 
You will notice that the economic balance between the annual carrying 
charges of this project Ilnd the annual estimated benefits include the 
value for national defense and for recreation, and is in favor of the 
improvement. If we could credit this improvement with only those 
things that we can evaluate in money awl bllck up with figures, it 
would not show a credit balance. Nevertheless, the special board, 
which made the study, and the Board of Engineers for Rivers and 
Harbors, which reviewed that special report, based upon their ex
perience and their general knowledge of that section of the country, 
and drawing larely upon their experience in this and similar projects, 
which they have seen develop, felt that it had merit and, therefore, 
they went on record as definitely favoring it. You will find, in the 
report of the Board of Engineers of Rivers uncI HarborS, that it is 
specifically recommended. 

::\1r. DONDERO. Ca.ptain, the line of deml1l'catioll between the 
experiences of your Board, where that ends, and where statesmanship 
begins, is something that is rather hazy in that language, and I 
thought that YOIl might inform us about it. 

Captain COUGHLIN. Well, I can only say that the picture I got 
from the Chief of Engineers, when he chose those words-and I can 
assure you he chose them-was that he felt that the inclusion of these 
valuable benefits, the benefits to national defense, the benefits to 
recreation, was something that the Congress should pass upon, rather 
than a group of engineers. Engineers deal usually with tangibles. 

Mr. DONDERO. That applies to the recreational value, and also to 
the question of national defense? 

Captain COUGHLIN. National defense and recreational value, and 
even the enhancement of the land values, although it is a part of our 
job to be able to appraise land values. 

Mr. DONDERO. I have some sympathy with this project, be('aus~ 
I find it is free from the sin of unnecessary power. 
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Mr. RA~KIN. Captain, I did not understand the nllue to the land 
that the Army engineers had in mind. 

As I pointed out, in one county, there are 25,000 to 35,000 acres of 
land that has been ruined by these waters backing up on them along 
that stream. I would say there is anywhere from 25,000 to 100,000 
acres of the best farm land in that country. So the relief of that land 
from this flood danger would amount to a great deal more than what is 
indicated here for the improvement. of the lands that the Army 
engineers indicate. 

Mr. BOYKIN. Off the record, please. 
(Discussion off the record.) 
Mr. RANKIN. I want to ask Captain Coughlin a question. The 

gentleman from Delaware said, a while ago, this ought to be done 
with 6,000 men, and I believe you estimated 8,000 men? 

Captain COUGHLIN. Ko; I think it is 6,000 men for 8 years. 
Mr. RANKIN. The majoritv of tbis cost then would be absorbed 

by labor, would it? . 
Captain COUGHI.IN. A very large part of the cost would be labor. 
Mr. RANKIN. The rest of it would be largely cement, lumber, steel, 

and materials of that kind? 
Captain COUGHLIN. Yes; and the operation of the dredges. 
Mr. RANKIN. Now, the gentleman from New York, Mr. Culkin, 

was asking about using W. P. A. labor. I want to say to him that 
this work the Armv engineers are doing on tins river now is absorbing 
what would be our W. P. A. labor, and it is much more satisfactory, 
because they feel as if they are doing something that is of value. 
They are better satisfied, and the~' are doing a wonderful job. So I 
would think tIns labor, if this project is put through for this areu
that it would at least absorh what labor would otherwise he on the 
W.P.A. 

:\fr. DERorEx. Any further questions, gentlemen? Any other 
witnesses? 

~1r. R.-\XKIN. That is all the witnesses I have. 
Mr. DERoDEN. Captain, hnw you completed your stntement? 
Captaill COC"GHLIN. 'Yell, there is, of course, practically no limit 

to the detail into which this might go, if any of the members wish it. 
~fr. Rankin. Captain, at the starting point, there is a sand ridge 

that you are going to have to cut through. I think the committee 
ought to understand that a little better. 

Captain COUGHLIN. The improvement consists of, or is divided into, 
three sections: The summit cut between the Pickwick pool and the 
pool which will be formed behind the dam in the hea.dwaters of the 
Tombigbee. It is approximately 39 miles between the dams. Then 
a lateral canal parallels the east fork of the Tombigbee River. That is 
where one of the land ,-altH's comes in. Rather than leave the stream 
uncontrolled, to devl1'ltute the land and flood it, it will be put between 
the banks, so thnt the innd will have a permanent-use value, and that 
is one of the details upon which the land ,ralue was estimated. 

Mr. RANKIN. Then, so far as the stream is concerned, it will not be 
permitted to spread out and overflow the farm land? 

Captain COUGHLIN. No, sir; it will be retained between dikes, so 
that the land can be used with certainty that it will not be periodically 
or unexpectedly flooded. 
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The most interE'sting fentllre, possibly. is the summit pool, where it 
will be necessary to mnke a cut through the ridge. The actuallE'ngth 
of the cut, the totnllE'ngth, is 39 miles, und tht' maximum depth of the 
cut is 173 feE't from the summit elevation to the bottom of the canal. 
The matE'riul is of such n nuture thut it cnn be r('ndilv removed hv the 
modern hydraulic dredge with a cutter hend. They can cut it and 
take it out by pumping to the disposal nreas, Ilud th.e plan considers a 
very ingenious arrangement, whereby thl' drl'dge will be able to 
start cutting 173 fert a boVl' the ('levution of the cHnuI. 

~1r. RANKIN. How much dirt will one of those dredges move? 
Capt-ain Cm;~HLIN. A modern dredge mo\'es a million ynrds u 

month, nnd I tlnnk those at Fort Pec.k mo\'e more than that. But 
a million yards n month is not beyond the cnpucity of u modern 
hydraulic dredge. 

Mr. RANKIN. A million cubic yards? 
Cuptain COeGHLIN. Yes; the~' are a VE'rY efficient type of earth

removing machille. "'e commOIlly excavate', with a In'draulic dredge, 
for 6 or 7 cents u yurd. 

Mr. RANKIN. That is 30,000 cubic yards n duy for one muchine? 
Cuptain COeGHLIN. Yes, sir. 
~1r. DERol'EN. You have hu-ger dredge boats than thut? 
Captain COl'GHLIN. Yes, sir. Those ut Fort Peck-their capacity 

is considerably in excess of a million yards a month. That is a 
highly specinllzed job, n very lur~e joh, \"here it hns been ven' much 
to the Governmen t's interest to develop or illf'rense efficiency. "'hen 
a pump weurs out, the.>, cnn put ill a new one within u ,~ery short 
time of not over 2 hours whereus, when they first started, it would 
take 12 hours. All of which lends to econon;y and redures till' cost. 

Mr. RANKI!'\'. It would not take yeQ' long to cut through that 
ridge? 

Captain COeGHLIN. It could be done with considerable dispatch. 
:\1r. DERouEN. How many cubic yards involved here? 
Captain COUGHI.IN. I do 110t actually see the figure here, but that 

is one we should huve hud, becHuse it is always raised. It is severnl 
million yards. 

~1r. RANKIN. If you move u million v:ll'ds a month, several million 
yards would not tnke you very long? 

Captain Cm.JGHLIN. Tl~ey could not maintain that rate, though, 
here, hecnuse they ure gomg through a narrow cut. 

:\1r. DERocEN: There is always a slack time that comes in? 
Cnptain COUGHLIN. Yes; they arl' going through a narrow cut, 

whE're the sides have to be shaped, and that, I think, reduces the 
capurity, as well as many other things. The Tennessee is already 
taken care of by the Pickwick Dam, unci that will maintain water at 
an elevation between 408 feet and 430 feet above sea level. The 
variation depends on the operation of the dam, both for power and in 
the interest of providing capacity for flood storage. 

Mr. RANKIN. Captain, can you get me the amount of yardage that 
will be necessarv? 

Captain COUGHLIN. Yes, sir; that is in the report, I am sure. 
Mr. CULKIN. How many locks in the canal, Captain? 
Captain COUGHLIN. A total of 18. Ten in the canal section; one 

high dam known as The N arro, .. ,.s Dum, which maintains the water 
at the same elevation as in the Tennessee, behind the Pickwiek Dam; 
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;and 10 locks ill the canal; and then a lock and dam at the mouth of 
Mackeys Creek, known as the Bigbee Dam; and 6 more locks and dams 
in the Tombigbee River, above the Demopolis Dam. 

~lr. CULKIN. Is the water supply in that proposed project constant? 
Captain COUGHLIN. Yes, sir; the pool maintained behind the Pick

wick Dam in the Tennessee has, of course, a vast capacity, and that 
is operated in the interest of power development, and also in the in
terest of providing capacity for flood waters. That varies or operates 
in sueh manner that its surface ranges between 408 and 430 feet. 

Mr. RANKIN. I will say to the gentleman from New York, also, 
that the tributaries of these two streams come in within 3 miles of 
each other. You can stand on top of a slight ridge and see from one 
to the other. The tributaries of Mackeys Creek flows out, into the 
Tombigbee; and the tributaries that flow north, in Yellow Creek, are 
very close to each other and parallel each other for some distance. 

Captain COUGHLIN. Because of that draw-down of the pool behind 
Pickwick Dam, sometimes to as low as 408 feet, it is necessary to set 
the bottom of the canal on the summit cut at such elevation that 
there will always be a minimum depth of 12 feet, and at other times, 
when the pool is up, of cours{7---

lHr. CULKIN. This matter does not enter into the present Tennessee 
picture, does it, the T. V. A. picture? It does not in any way quarrel 
with that? 

Captain COUGHLIN. No, sir; you will find, in the public report, a 
letter from the T. V. A., in which they give it their approval. 

Mr. BOYKIN. It was sent over by the T. V. A. 
Mr. DONDERO. Captain, I hope I have not been deceived by youe 

statement, and Mr. Rankin's, regarding this project being free from 
the sin of power, but on page 21 of the report, I am somewhat surprised 
to find this one line: 

A substantial annuals8.ving at some future date might be obtained by installing 
power facilities. 

Is it contemplated to build these dams with the idea of looking 
forward to installing power? 

Captain COUGHLIN. No, sir; it is not. We are required, of course, 
under the present law, to consider the possibility of the future installa
tion of power and, in appropriate cases, even t{) build penstocks for 
the future installation of turbines. But the report dismisses power 
and says it is more economical to develop power at Pickwick Dam 
rather than to divert the water through here and develop it elsewhere. 

Mr. DONDERo. Yes; and I understood you t{) say, a little while ago, 
that steam-generated power could be produced cheaper than you could 
produce it by water power? 

Captain COUGHLIN. That was in the case of the Demopolis Dam 
on the lower river. 

Mr. DONDERO. Power is out of this picture? 
Captain COUGHLIN. Power is definitely out, sir. However, since 

you find the germ of sin present, I will probably have to protect 
myself, and say that many years from now, if they put in a little 
generator, I will say that that is consistent with the practice on the 
upper Mississippi, and even on the Ohio River, where they have 
installed, in the case of dam 15 on the upper Mississippi, a stand-bv 
unit for the generation of power, or, rather, giving them an additional 

147755-3!l---:: 
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source of power for the operation of the dam, in case the normal source 
of power fails, because it IS extremely important that we have no failure 
of power to operate a dam. 

Mr. DONDERO. These dams will be operated by power from Pick
wick Dam? 

Captain COUGHLIN. That would be the prartical way of operating 
them. 

Mr. DONDERO. If you do not do that, could you install enough 
power at these dams for the usc of the Government in operating 
them? 

Captain COUGHLIN. It is not contemplated in the report that they 
be installed initially. The estimates do not include that, but this is, 
as I say, consistent with our practice, too, to provide that added 
safeguard. In time of storm, for example, the power lines might bp 
disrupted, but, nevertheless, that, is the very time we need to operate 
the dam. 

Mr. DONDERO. Then where would you ~et power? 
Captain COVGHLIN. Normally, power would be obtainer! from the 

normal set-up within the territory. I. can speak so much more cer
tainlv for some particular instances; for example, the case of the dam 
at Rock Island on the upper ~1ississippi, ''''here it was extremely 
important that there be no failure to operate the dam. That is right 
in the middle of n highly de\-eloped region and they ha.ve, to my 
knowledge, five sources of power: They have commercial power from 
both sides of the river, from two different Stat.es; they have power 
from the Government arsenal, which happens to be hyrlropower, and 
they have their own hydro plant; and in addition to that, they have 
a standby unit run by gasoline engine .. So tqey simply have multiple 
sources of power to guard against pOSSIble failure to get power, when 
they must operate the dum. It would bp, most unfortunate if they 
should not be able to operate the dam. 

In addition to that, they can open it by hand. 
Mr. DONDERO. Then this reference to power might be disregurded? 
Captain COUGHLIN . Yes; and I think you will find, in the report 

of the Board of Engineers, that it is dismissed with the statement 
that it is not economically justified. 

Mr. R.~NKIN. I will say to the gentlemun from Michigan that I do 
not believe we have any more than enough water-power development 
on this stream than is necessary to run these locks. I am sorry to 
have to confess that, but I believe that is true. 

Mr. DONDERO. I was greatly impressed with the statement of the 
Army engineer, too, that it could be generated there cheaper by 
steam than it could be generated by water power. 

Mr. DERoUEN. Any further questions? If not, the committee 
will stand adjourned until 10:30 tomorrow morning. 

(Thereupon, the committee adjourned until 10:30 a. m., Friday. 
May 5, 1939.) 
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Now dealing first with the prospective tonnage for the proposed 
waterway: As shown in the report of the Board of Engineers, the 
abbreviated survey of the report of the Special Board contains the 
result of a traffic survey made by the Board and the prospective ton
nage as a whole developed by that survey; but the vast detail of the 
survey is not available to us, so that we have not been able to make 
any tests to determine the accuracy of the underlying traffic data. 
In those circumstances, we have, of course, been compelled to confine 
our consideration to the estimate of prospective commerce, as set 
forth in that report, without making any attempt to test the validity 
of the figures themselves. 

The report shows the estimated prospective tonnage for the proposed 
waterway, as of 1937, as 1,478,419 tons, of which 70 percent, or 
1,034,029 tons, consists of three bulk commodities which could be 
handled entirely by private or contract water cnrriers by or for three 
industries, that is, gnsoline, 366,938 tons (25 percent); logs, 352,091 tons 
(24 percent); and sand and gravel, 315,000 (21 percent). This leaves 
only 444,390 tons, or 30 percent of the estimnted tonnage, to be 
handled for t.he general public as distinguished from the three indus
tries for which 70 percent of the tonuage would be trnnsported. 

The totnl savings estimnted by the Board, as of 1937, are $1,501,729. 
If the savings shown from petroleum products, sand and gravel, and 
logs, be deducted, these estinluted savings, us of 1937, would be 
reduced to $375,079. In other words, the estimated savings on 
gasoline, sand and gravel, nnd logs, alone, represent 75 percent 
of the total estimated savings in transportation charges to be derived 
from the construction of the proposed waterway. 

We can onlv conclude from dus nnalysis of the estimated tonnage 
and savings ihereoll that the canalization of these streams at an 
initial expense of about $75,000,000 to the taxpayers of the country 
would be predominanaly in the interest of three special groups, t.hat is, 
the refiners of gasoline. the producers of sand and gravel, and the 
logging industry. The validity of this conclusion, we may add, is 
attested by the following, quoted verbatim from the report of the 
Special Board, at page 56, paragraph 78: 

An analysis of the ahove tables re,'eals that. the tonnage movements would 
not be balanced. The up-bound movement would be approximately 1.4 times the 
down-bound. There is also a. great disparity between the up-bound and the 
down-bound average saving per ton, the up-hound being 2.3 times the down
bound. The unl'alanred tonnage movement indirated hy the traffic survey is 
attrihutahJe to till' large volume of petroleum products moving from the Gulf to 
inland points. principally in the Teunessee Valley. Petroleum products account 
for 42 perrent of the up-bound traffic. The saving 011 this commodity of $2.14 
cents per tun being relatively larger than on most of the other commodities 
results in an a\'C'rage sa"ing per ton up-hound much higher than the average 
saYing per tOil clown-bound, The down-hound traffi{' contains no large movements 
on whirh relatively high sayings are indicated, The largest single movement 
of logs sllows all a\'erage saving of only 66 ('ents per ton, while the other large item, 
sand and gra,'el. shows a saving of only 22 ('ellts per ton. 

In comparison with the estimated saving of $375,079 on the remain
ing commodities that may be transported for the general public, the 
estimated carrying chnrges for the project are shown to be $3,561,400 
annually. The carrying charges, therefore, are almost ten times as 
large the estinlated savings when the savings on gasoline, logs, sand, 
and gravel are excluded from the estimate. 
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At this point, it seems proper to point out with respect to the esti
mated prospective movement of 366,938 tons of gasoline, on which a 
saving of ,$785,247 in transportation charges is predicated, that 
the public would not benefit in any way" whatsoever from such savings 
if they could actually be effected. It IS well known the oil companies 
do not pass on to the public, through reductions in the price of gaso
line, any savings in transportation that are accomplished through the
use of water transportation. 

Mr. CARTER. How about your railroad companies, where they 
make savings: Do they ever pass any of it on to the general public? 

Mr. MORRIS. Yes, sir. 
Mr. CARTER. But you do not think these people do? 
Mr. MORRIS. Their own testimony is that they do not, sir. 
Mr. CARTER. Where was that testimony given? Do you mean in 

this hearing? 
Mr. MORRIS. No; it was given in a hearing in ~femphis, Tenn., in 

the latter part of February. 
Mr. RANKIN. Now, as a matter of fact, is not gasoline about 5 cents 

a gallon cheaper in Memphis, than it is in Tupelo, Corinth and Amoryr 
Mr. MORRIS. Perhaps. 
Mr. RANKIN. And is it. not cheaper at all those water point.s where 

they have cheaper freight rates? 
Mr. MORRIS. No, sir. 
Mr. RANKIN. You know, as a matter of fact, it is cheaper in Wash

ington than it is down in Virginia and Maryland, particularly when 
you get away from this point? 

Mr. MORRIS. I am speaking of the fact--
Mr. RANKIN. I understand that that is the case and, if so, then it 

does not make any difference how much the freight rates are, higher
or lower freight rates do not benefit the people at all? 

Mr. MORRIS. Insofar as the handling of gasoline is concerned, that 
is correct. At the hearing in Memphis, in February--. 

Mr. RANKIN. I want to say to you that the benefits are about 
$2 a bale on cotton. 

Mr. MORRIS. The price of gasoline at the filling stations-and I 
am talking about this area, of course; I won't undertake to cover the 
whole United States, but I am talking about the area with which I 
am familiar-reflects the refinery prices, plus the rail-transportation 
charges and, if savings are effected through the use of water trans
portation, such savings inure to the oil companies and are not passed 
on to the consuming public. That is their own testimony. 

Mr. CULKIN. The chairman suggests that I ask you this question: 
Did you ever hear the testimony of Major Ross, before the Committee 
on the Merchant Marine, on that question? 

Mr. :MORRIS. No, sir; I did not; but I am going to refer to the 
testimonv of Major General Ashburn, in a few minutes. 

Mr. CULKIN. I mean Major Ross, who has some connection with 
the Petroleum Institute? He makes the flat claim that, based on 
tra.nsportation by water, from the oil fields to the ultimate consumer, 
and the use of specialized carriers on waterways for gasoline, that 
the actual saying is 20 cents a gallon on gasoline to the consumer-
20 cents at the pump. Those figures, he states, were the result of an 
exhaustive examination made by certified accountants at the request, 
of one of the major oil companies. 
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The CHAIRMAN. And on 8,000,000,000 gallons? 
J\Ir. CULKIN. Yes; and the testimony in 1935 before a subcom

mittee of the Commerce Committee of the Senate, by a representative 
of that particular company, showed that the saving to the people at 
the pump, nationally, was $1,300,000,000 a year, by reason of the 
intervention of water transportation. I would be glad to refer you 
to that testimony. . 

Mr. MORRIS. I would be equally glll-d to ghoe a reference to the 
case--

The CHAIRMAN. Ami ill case all of the petroleum and its products 
were conveyed bv rail, gasoline would haye to sell at 39 cents a gallon 
to the consumer; whereas, by reason of large quantities of it being 
conveyed by water and pipe line, at a much cheaper cost of transporta
tion than by rail, the average price, 3 years ago, to the consumer, was 
17 and a fraction cents a gallon. Now, the railway attornevs were 
there and heard him, and none of them have ever denied th8,t. ~ It has 
been quoted a number of times since and none of them, up to this time, 
have ever denied it or disputed it, and we would like to put it up to the 
railway attorneys genemlly, and see what they have to say about it. 

Mr. MORRIS. I can only state, so far as the area I am talking about 
particularly is concerned, I am relying in this statement on the 
statement of a responsible officer of one of the large oil companies in 
the presence of the officers of about six others and he made that state
ment, and it was not refuted hy any of them. 

Mr. CULKIN. That is, there were no--
Mr. MORRIS. Let me make it clear, that in this area the price at the 

filling station is based on the refinery price plus the rail rate to the 
filling station. If there is any saving that comes about through the 
use of water, thl1t saying inures solely to the gasoline company and is 
used in its competition, and in other ways. 

Mr. CULKIN. That is related to that particular area? 
Mr. MORRIS. That is right. 
Mr. CULKIN. That did not go into the question of the transporta-

tion of the crude petroleum from the wells? 
Mr. MORRIS. No, sir; it did not. 
Mr. CULKIN. To the seaboard or the refinen-? 
Mr. MORRIS. You are correct--or the use of pipe lines. 
Mr. CULKIN. It did not include that? 
Mr. MORRIS. No, sir. 
Mr. CULKIN. Now this witness [Mr. Ross] testified that the cost of 

transportation of gasoline products from the well to the refinery on 
the Atlantic seaboard was five-eighths of a mill per ton-mile, and that 
went into the savings to the public. 

Mr. MORRIS. That included the crude movement into the re
fineries? 

Mr. CULKIN. Yes; exactly. That is in the picture. 
Mr. :MORRIS. The two statements, then, are not necessarily con

flicting. 
Mr. CULKIN. You are testifying only as to this area? 
Mr. MORRIS. As to gasoline? 

. Mr. CULKIN. Yes; I had some information that that testimony was 
gIven. 

Mr. RANKIN. If you will ~o back and check those figures, you will 
fillfl wl:oeyer gilye you that mformation was badly in error. 

14.755-39-4 
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Mr. MORRIS. Well, it was given under oath before the Interstate 
Commerce Commission. 

Mr. RANKIN. I understand it was given under oath; but, if you will 
go back and check, you will find that gasoline is cheapel' in Memphis 
or Pittsburgh than it is in the interior points. 

Mr. MORRIS. Oh, certainly; that is perfectly apparent, because the 
western refinl:'ries base the price on the greater distance to Tupelo. 
For example, the rail distance is longer nnd, therefore, the rail rntc is 
higher and, thew·fore, adding the rail rate to Tnpelo inevitably 
produces a hi~dH'r price. . 

:Mr. RANKIN. That would not apply to Jackson, and you will filld 
the gasoline price cheaper in Memphis than in Jackson, and Jackson 
is probably 100 miles closer to the refineries than Memphis. Your 
rates are so high, I will sa.y to the gentleman, to Tupelo, where I 
bappen to be from, that they are trucking most of the gasoline in 
there to escnpe the high freight rates. 

The CHAIRMAN. Tha.t is largely a matter of convenience, too. 
Mr. MORms. As we have pointed out, the estimated tonnage sav

ings from gasoline, logs, sand, and gravel constitute the great pre
ponderance of the tonnage and savings estimated by the survpy board 
for the project, but this by no means tells all of the story. AccQrding 
to the report, the following commodities, included in the prospective 
tonnage would be handled exclusively by contract or private car
riers: Gasoline, logs, sand and gravel, lumber, scrap iron, and iron and 
steel, and these six commodities are estimated to produce 1,172,655 
tons ",ith savings of $1,269,803. If the total estimated tonnage and 
savings from these six commodities are eliminated from the board's 
estimate, there remain 305,764 tons of prospective traffic, as of 1937, 
and $231,926 savings. It follows that the sun-ey board only expects 
21 percent of the tonnage and 1.5 percent of the savings to come from 
the common-carrier transportation in which the general public is pri
marily interested. 

Here we desire to quote from the tt>"timony of Gen. T. Q. Ashburn, 
president, Federal Barge Lines, on May 2, 1938, in connection with 
H. R. 907~ ,lIld H. R. 10464: 

It is not clear just how the operations of private and contract carriers impro"ed 
and maintained at Government expense benefit the public. Do the great steel 
companies, oil companies, and so forth, handling their own commodities, pass on 
these savings to the public? Do the contract carriers or the fortunate few enabled 
to employ their services eith(>r pay for the right-or-way maintained by th(> public 
or pass on the profits to the public? The only way in which the public may henefit 
through the savings inherent in these waterways is throu~h the operations of 
common carriers whose services are available for hire to all on equal terms. * * * 
The savings accruing through the use of the publicly constructed rights-of-way on 
the Warrior and Savannah Rivers by private and contract carriers are not made 
available to the public, but are pocketed by those now utilizing these streams. 

A further criticism of the estimated tonnage for the proposed water
way lies in the assumption that It saving of $2.14 per ton would be 
brought about from the estimated movement of 366,938 tons of gaso
line included in the prospecti,-e tonnage which, it is stated, will move 
from the Gulf to inland points, principally in the Tennessee Valley. 

Mr. PARSONS. The statement has been made here repeatedly in 
this committee this veal' that it costs a great deal more to ship goods 
out of that area thal} to ship goods into thut urea. I think that state
ment has been made by Mr. Rankin. Could you give us your rates, 
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for the record, showing the rntes on some of the basic commodities 
that move out of that area, and the rates on basic commodities that 
move into the area, from u given point? 

Mr. MORRIS. I could not possibly give that at the moment; but, 
in the extension of my remarks, I would be very happy to do so. 

Mr. RANKIN. That will apply particularly, I will say to the gentle
man from Illinois [~1r. Parsons] to freight shipped out of the South; on 
freight shipped north, that is true. 

Mr. PARSONS. That is what I mean; that is, goods shipped north, 
for instance, from Tupelo. 

Mr. RANKIN. Yes; or from any of those points. 
Mr. MORRIS. You are referring to traffic that may move, for ex

ample, to points north of the Ohio River, and traffic from points north 
of the Ohio River moving into this area, in the reverse direction? 

Mr. PARSONS. That is right. The ton-rute on goods. You make 
a selection of two or three basic commodities that move south, and 
two or three basic commodities that move north. 

Mr. MORRIS. We could very readily do that. 
Mr. PARSONS. Is there an appreciable difference in the tonnage 

rates, for instance, on shipments from Cairo, Ill., down into that 
area, and from that area to Cairo? 

Mr. MORRIS. If you are dealing with the same commodities, sir, 
the rates are generally the same in both directions. Of course it may 
be true that the rate on a given commodity from this area to Cairo 
is lower or higher than the rate on another commodity from Cairo, 
in the reverse direction. I might go just a little bit further, if you 
like, and explain the underlying theory of the freight rate adjustment 
in the South. That is a system of rates based upon mileage, which 
has been prescribed by the Interstate Commerce Commission and, 
under that system of rates, the general rat~ level is the same in both 
directions and for equal distances in any direction. That is basic. 

Mr. PARSONS. Of course, I understand perishable goods would take 
a higher rate than nonperishable goods; that is true. 

Mr. MORRIS. That is correct. It all depends on the character of 
the tonnage that may be moved. 

Mr. RANKIN. Well I have a letter from a man in Tupelo, my town, 
who shipped a carload of goods to a consumer. 

Mr. MORRIS. What kind of goods? 
Mr. RANKIN. Clothes. 
Mr. MORRIS. Dry goods? 
Mr. RANKIN. Yes; drygoods. He shipped them to that northern 

area, I think Columbus, Ohio, and had to ship them back, and he 
wrote me he paid nearly twice us mueh to ship them north as he did 
to ship them south. 

Mr. ~IoRRIs. If I may explain, I think I call--
Mr. RANKIN. Of course, that is nu urea that is not being seryed 

now, has no railroads-in that Timbigbee area. There is one log 
road, but that area hus really been neglected. 

Let me call your attention to another thing: You know, you make 
discriminatory rates in favor of wnter points. 

Mr. MORRIS. Mr. Rankin, we do not make them; the water carriers 
make them. They make them, and we meet them. 
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Mr. RANKIN. Oh, no; you reduce your rates to the water points, 
and here is what you do: You ship goods through my town, or any 
town in this area, from one water point to another, cheaper than you 
will put them off in that area. That is true, is it not? 

Mr. MORRIS. That frequently happens, with authority of the 
Interstate Commerce Commission; but we must meet our competition 
where we find it. 

Mr. RANKIN. I will show you where the rest of the country is 
entitled to some consideration. When I speak of "the interior" I 
mean the vast majority of the American people. You will ship 
goods from ~lobile, Ala" into the interior, cheaper than you will 
put them off at Amory, Tupelo, or Aberdeen, or points between, or 
at a great deal less in proportion to the haul, to put them off at those 
points. That is true, is it not? 

Mr. MORRIS. I could not answer your question, unless you tell 
me what commodities you are talking about. 

Mr. RANKIN. Is it not also a fact you ship goods from Mobile, Ala., 
or Pensacola, Fla., terminating on the Frisco Railroad-that you ship 
goods from one of those points up through that area and invariably 
change trains and carry them on to 'Memphis, or to points on the 
Mississippi River, cheaper than you will put them off at any of. those 
intermediate points? 

Mr. MORRIS. I would say generally that is not correct, sir. There 
undoubtedly are instances where it is, where these railroads, fighting 
for their very lives--

Mr. RANKIN. I will say this to you-
The CHAIRMAN. Let him finish. 
Mr. MORRIS. I say there may be, and, in fact, I know of, certain 

instances where that does exist; but I say it is only as the result of 
those railroads in that area fighting for their very lives; they have to 
reduce their otherwise reasonable freight rates in order to avoid going 
completely out of business between points affected by water trans
portation, which is the real rate cutter. 

Mr. RANKIN. In other words, in order to drive transportation off 
of the Mississippi River? 

Mr. MORRIS. No, sir; in order to retain some tonnage that these 
railroads were built to carry. 

Mr. RANKIN. You reduce your rates to those water points and 
charge it up to the i.nterior points? 

Mr. MORRIS. No; we do not charge it up to the interior points; 
but, in order to live, we have to meet "the water rates. 

Mr. RANKIN. Could not you hold your water rates up-I am speak
ing now for the people of the whole United States-in order to make 
up whatever deficit you might have in trying to meet that competi
tion? 

Mr. MORRIS. There is the very trouble, sir. We cannot make up 
the deficit. 'We have to reduce the rntes between the water points 
and have not any way of recouping. That is one of the reasons why 
the railroads are in the terrible condition they are in today. 

Mr. RANKIN. Let me ask you: You are an economist, are you not? 
Mr. MORRIS. No, sir; I am only a poor traffic man. 
Mr. RANKIN. I wonder if you gentlemen have ever suggested to 

the railroads t·he advisability of squeezing about ten billion dollars' 
worth of "water" out of their capital structure and get down to doing 
business on a legitimate basis? 
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Mr. MORRIS. Speaking for my own railroads, there is no water in 
the capital structure. 

Mr. FORT. ~lr. Chairman, we have a yery important and conflict
ing subject to talk about here and have a very limited time. We would 
be very glad to talk about the so-called northbound and southbound 
rates; we would be very glad to talk about the capitalization of the 
railroads, but each of those subjects, within itself, is a enormous 
subject and would require a lot of time and, today, if we may be 
permitted, we would l"ust like to talk about this project which is 
before this committee or decision. And our time is so short, I would 
like very much if Mr. Morris could finish his statement. 

Mr. MORRIS. As heretofore pointed out, the prospective savings 
attributed to this gasoline movement amounts to $785,247 per 
annum, or 52 percent of the total transportation savings estimated 
for the year 1937. This estimated saving, according to the report, 
represents the difference between the estimated cost of transporting 
gasoline from the Gulf to the Tennessee Valley by water through this 
proposed waterway and the Tennessee River, and the cost by rail 
at the rail rates which were in effect July 1, 1938. 

In the absence of the underlying traffic data, we have no way of 
determining whether or not this assumed saving of $2.14 per ton on 
gasoline represents the actual difference between the water cost and 
the freight rates from the Gulf to the Tennessee Valley as of July 1, 
1938; but, in any event, the railroads serving this area on July 8, 
1938, applied to the Federal authorities for permission under the 
fourth section of the Interstate Commerce Act to reduce the rates on 
gasoline from all of the refineries in the New Orleans-Baton Rouge 
district, to all of the Tennessee River cities at which bulk terminal 
facilities for the handling of gasoline exist, approximately 50 percent. 
Specifically, the rates proposed by the railroads to the principal 
Tennessee River cities, in comparison with the rates upon w},ich this 
report, apparently, is based, are: Sheffield, Ala., the rate as of July 
1, 1938, is 40.5 cents; proposed by the railroads, 21 cents; Florence, 
Ala., 42 cents; proposed by railroads, 21 cents; Decatur, Ala., 37.5 
cents; proposed by railroads, 21 cents; Guntersville, 38.5 cents; 
proposed by railroads, 21 cents; Chattanooga, Tenn., 47 cents; 
proposed by the railroads, 21 cents. 

I think I should say there, very frankly, the reason the railroads 
have been compelled to propose those reductions lies in the fact that It 
part of this gasoline has already been diverted not to the Mississippi 
River from New Orleans, but to the :Mississippi River from St. Louis, 
and a large tonnage is now going into this area by water from St. 
Louis, and we were told unless the railrates were reduced-and, by the 
way, gentlemen, these rail rates are not rates that we made; they are 
rates which the Interstate Commerce Commission, after rronths of 
investigation, prescribed as reasonable rates-we were assured if we did 
not reduce the rates from the Xew Orleans area into the Tennessee 
Valley, tllat the tonnage remaining on the ruils would go to the 
Mississippi River from New Orleans. I do not want to mislead you 
and have you think we \Ooluntarily reduced rates that otherwise we 
have every reason to believe, from the highest authority, the regula
tory bod.v, sre reasonable rates. 

Mr. CULKIN. I dislike to interrupt the gentleman, but I would like 
to ask a question at that point. 
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Mr. MORRIS. Yes, sir. 
Mr. CULKIN. How do those proposed rates by rail compare with 

the existing water rates, if you know? 
Mr. MORRIS. I cannot tell you, becuuse there fire no existing water 

rates. The tonnage is moved by the oil companies either in their own 
barges or in barges they contract for. In one case, I know they hire a 
tow for $300 a day, and it carries a tremendous amount of gasoline, of 
course. 

The CHAIRMAN. GeneraHy it is not conyeyed in vessels which are 
engaged in the common-carrier trade? . 

Mr. MORRIS. In no case that I know of, in this area, and the report 
of the Army engineers so show. 

Now, going back to these proposed reductions in rates; Thus, the 
railroads themselves have prop('sed to reduce the gasoline rate to 
these Tennessee Rh-er cities upon the average, 20 cents per 100 pounds, 
or $4 per ton, which is a saving of $1.86 per ton more than the entire 
saying on this commodity estimated by the sun-ey board's report. 
In the finality, this means that the saYing of $785,247 credited to the 
gasoline tonnage in the su~vey board's report will not fictually come 
about from the construction of the proposed waterway; because, 
obviously, the total saying claimed, plus $1.86 per ton, will be brought 
about through the action of the rnilroads before the construction of 
the proposed waterway could be begun, assuming, of course, that the 
Interstate Commerce Commission acts fayorably upon the request of 
the railroads. This request of the railroads is now pending before the 
Interstate Commerce Commission in a proceeding known as Fourth 
Section Application No. 17413-Gasoline and Kerosene to Alabama, 
and should be acted upon in the next several months. 

By the way, the record in that proceeding is the authority for the 
statement I haye made about the prices of gasoline and their relation 
to water transport a tion. 

Included in the estimated prospective tOllllage, as of 1937, are 
wheat, 9,000 tons; tanning- extract, 1,350 tons; wood pulp, 2,274 tons; 
cooperage stock, 9,78G tons; fuller's earth, 17,000 tons; scrap iron, 
44,800 tons; bauxite ore, 3,750 tons; roofing, 3,868 tons; and cement, 
4,000 tons. 

This estimated tonllag-e, like the balance of the prospective tonnage 
estimated by th(' board, is the result, as we undertand, of replies 
made to a questionnaire distributed by the board and we have, of 
course, no wny of testing the accura.cy of these estimates, except by 
the tonnage now handled on the most comparable waterway in this 
area, nanH'ly, tlw Torn hig-hee-'Yarrior system between Birmingport 
and :Mobile. An exomination of the reports of tll(' Chief of Engineers 
of the United ~tates Armv for the veal' 1937 shows there was no 
movement on tll(' Tombighee-\Ynl'l4or system of wheat, tanning 
extract, wood plllp, cooperage stock, and bauxite ore. The movement 
on the Tom big-he('-\Y arrior system of the remnining commodities listed 
above was fnr less than the mo,-ement estimated by the survey board 
for the proposed waterway; that is, fuller's earth, 3,926 tons; scrap 
iron, 1,395 tons; roofing, 396 tons; cement, 150 tons. 

Surely this compfll'ison of the actual movement of these commodities 
on the Tombigbee-"'arrior system with the estimated movement 
over the proposed waterway at. least suggests that the latter may be 
somewhat overstated. What has been said in the foregoing has to 
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do only with the prospecti\-e tonnage and savings estimated by the 
suryev board as of 1937, or, in other words, th(' basic figures on which 
other" assumptions of the board as to the traffic available upon com
pletion of the project in 1950 arc rested. 

Now turning to the effect of the di\-ersion of the estimated prospec
tive tonnage from existing modes of transportation to the proposed 
waterway: 4\ccepting, for the purpose of this discussion, the pros
pective tonnage estimated by the proposed waterway by the survey 
board, we have undertaken to exanune the probable effect of the 
diversion of this tonnage from ('xisting transportation agencies to the 
proposed waterway. 

The survey board estimates the prospecti \-e tonnage, as of 1937, 
for the proposed waterway, as 1,478,419 tons and its report shows this 
to be commerce that would be immediately available for movement 
over the proposed waterway. It does not include the allowance 
subsequentlv made by the board for the additional traffic that might 
develop as the result of the construction of the waterway and other 
factors. It follows, therefore, that the estimated tonnage of 1,478,419 
tons must be considered as tonnage that would be diverted from exist
ing transportation agencies. There are but three transportation 
agencies in the affected area today from which tIlls tonnage can be 
taken-first, the railroads; second, existing waterways; and, third, 
the motor carriers. 

Dealing first with the railroads: In 1935, at the request of the 
Engineer Corps, 13 railroads operating in the waterway territory 
reported the carload movements of the principal commodities between 
specific key points in the immediately tributary area, and between 
such groups and more remote territories via routes susceptible of diver
sion through the proposed waterway for the calendar year 1934, and 
the total freight reported by the railroads under these restrictions 
was 1,544,!}22 tons. Increasing this tonnage in percentage ration to 
the increase of total tonnage of railroads in the southern region, 1937 
over 1934-37 percent-we have 2,115,995 tons as the tonnage of the 
13 railroads in 1937 susceptible to diversion to the proposed waterway. 
It follows that if all of the tonnage estimated for the proposed water
way should be diverted from the railroads in the affected area, the 
diversion would represent 70 percent of their estimated tonnage in 
the affected area in 1937. We will later show the tonnage carried by 
the Tombigbee-Warrior and the NIississippi Rivers between New 
Orleans and Cairo, and the effect of the diversion of any part of the 
estimated prospective traffic from these systems to the proposed water
way can be ascertained from these tonnages. 'Ye have no way of 
estimating the tonnage carried by the motor trucks in the affected 
area, but it can be safely assumed that the preponderance of the 
tonnage estimated for the proposed waterway. consisting as it does 
largely of such bulk commodities as gasoline, sand and grawl, logs, 
and the like, is not sllseeptible of the long-distance transportation 
contemplated by the Board's report in trucks, so that the diwrsion 
must come largely from the e'{isting railroads, or waterways. 

The CHAIRMAN. Can you give us a reasonable estimate as to what 
proportion of it might come from the Mississippi River? 
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Mr. MORRIS. I have only the tonnage on the Mississippi River. 
It amounted to approximately $11,000,000 between Baton Rouge 
and Cairo in 1937. The Army engineers suggested--

The CHAIRMAN. Excuse me; I have not had the time to read the 
report. 

~r. MORRIS. Certainly, ~ir. It is Il:1Y recollection t.hat the Army 
engmeers proposed there mIght be a dl\~ersion of some 800,000 tons 
from the Mississippi River. The figure may be higher. I HIll going 
to undertake to locate it later and give it to you exactly. I think 
probably it is in excess of that, but one of my colIeague~ is going to 
loc~te the page in the report and I will give you the figure they 
·estlll1ate. 

The CHAIRMAN. And that is estimated as the tonnage that will be 
transferred from one waterwav to another? 

Mr. MORRIS. Yes, sir. But do not misunderstand me: That is 
not included in the Army engineers' estimated tonnage of 1,100,000 
tons for the waterway as of 1937. They do predicate an annual 
saving and estimate an annual saving of $1,000,000 from this ~lis
sissippi River diversion; but they do not include that in the estimate 
of prospective tonnage. I do not want to leave any \\Tong impres
sion there. 

The CHAIRMAN. I wonder if that tonnage, probably to be diverted, 
would be northbound or southbound, principally, or both? 

Mr. MORRIS. Their suggestion is it would be' northbound tonnage, 
and I think the figures show it will consist quite largely of gasoline. 
I will give you the precise figures in just a moment. 

'With the country facing, as it does today, a large surplus of trans
portation facilities, is it not robbing Peter to pay Paul to construct an 
additional waterway at the huge cost of about $75,000,000 in order to 
divert a substantial tonnage from existing transportation facilities 
equipped to handle adequately and expeditiously a far greater amount 
<>f tonnage than they can obtain? Furthermore, the railroads are not 
the only "Peter" in that familiar saying. for it would also mean robbing 
the other patrons of the railroads in order to subsidize, primarily, the 
shippers of those commodities who would use this waterway. This 
is not mere talk, because the railroads must continue to operate and it 
is perfectly obvious that, when you take away from them as much 
traffic as is contemplated by this project, the unit cost of transporting 
the remaining traffic in that territory will be substantially increased. 
In this circumstance, one of several things will happen for, having 
lost this traffic, the railroad cannot continue to operate in the same 
manner as hefore, at the same rates, unless its aim is bankruptcy. 
Either the remaining traffic will have to bear the burden of increased 
rates, or else the operating cost of the milron,ds in this territory will 
have to be drastically cut, or very likely both of these results will 
occur. As everyone' knows, operating costs can never be reduced 
sufficiently to offset the loss in revenue from lost business, because your 
plant simply has to contimH' to operate; but. to the extent that they 
Can be reduced, it is primarily at the expense of the employees of the 
railroads. Thus the employees of the railroads are another "Peter" 
in this picture. You have expressed your interest in the effect which 
this project would have on employment, and I submit that you will be 
depriving hundreds of men of regular employment with privllte in
dustry and will be sending these men to the W. P. A. rolls or the 
relief rolls. 
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The CHAIRMAN. Can you tell us about how many men are employed 
on the railroads that you represent? 

Mr. MORRIS. I cannot, Mr. Chairman, but I think a witness. who 
will follow me can. I am not sufficiently familiar with the personnel 
of the carriers in that area to say how many employees they have 
today. 

Mr. GRISWOLD. May I ask what percentage would this decrease the 
tonnage of the railroads? 

Mr. MORRIS. Of course, sir, that is impossible to answer. We know 
if they shut off all of this tonnage from us, it would take 70 percent of 
the tonnage we have estimated as being susceptible of diversion in 
that area. I would not stand here and tell you they would take all 
the 70 percent-all of the tonnage from the railroads. I do not know. 
It has got to come from somewhere; it has got to come from the rail
roads, or the existing waterways, and, perhaps to some extent, from 
the trucks. 

Mr. GRISWOLD. If this canal is built and carries the tonnage that 
statement says it will carry, and it takes from the railroads what they 
state it will, what percent of your traffic will be taken? 

Mr. MORRIS. In the traffic for that area, it will take 70 percent of 
the traffic available, according to the estimate I have made. 

Mr. GRISWOLD. What do you mean by "that area"? 
Mr. MORRIS. I am basing that, sir, on the traffic test we made for 

the Engineer Corps in 1934, considering all traffic that might be 
diverted will be susceptible of diversion to this waterway. The 
engineers selected the points and we merely supplied the traffic. 

Mr. GRISWOLD. Would it be between Memphis and Mobile? 
Mr. MORRIS. Yes. It might include traffic going much beyond the

confines of this particular waterway, in joint services i for example, 
traffic moving from the Gulf to Ohio River cities. It is estimated by 
the board that traffic could be handled through the canal. We have 
no way of knowing from and to what points the prospective tonnage is 
estimated to move, because the detail of the survey of the engineers 
has not been made available to us. I have givep. merely the best 
estimate I know, assuming all of it would be diverted. I am not 
willing to say all of it would; certainly we would make a tremendous 
effort to avoid that. 

The CHAIRMAN. You proceed upon the basis that all of this traffic 
must come from some other mode of transportation? 

Mr. MORRIS. Yes, sir. 
The CHAIRMAN. Would not there be some new traffic developed? 
Mr. MORRIS. Presumably. The board has allowed 25 percent for 

that, 1,700,000 tons, to take care of traffic that might be created by 
the construction of the waterway. So that figure is not in this part 
of the discussion I am undertaking just now. They have given cer
tainly a generous estimate for the creation of traffic and then to that 
25 percent they have added 15}~ percent to cover the estimated in
creased activities in 1950 over 1937. Heaven knows if our trend in 
the next 10 years follows the last 10 years, I doubt the wisdom of the 
addition of that 15% percent for increased activity. It has not 
followed. 

Mr. RANKIN. Mr. Morris, the traffic that would be diverted, the 
north-bound traffic that would be diverted from the Mississippi River 
would not affect the railroads any, would it? 
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Mr. MORRIS. No. 
Mr. RANKIN. It is already being hauled by water? 
Mr. MORRIS. That is right. I do not make that contention, sir. 
Mr. RANKIN. So that instead of fighting the terrific current of the 

Mississippi River for 900 miles to Cairo, this traffic would have the 
advantage of moving in slack water through the eanal, and then 
downstream? 

Mr. MORRIS. That is the theory of it. 
Mr. RANKIN. That i!' the through traffic, and, of course, the traffic 

in Tennessee would haye the route cut from 1,300 miles to 494 miles. 
Mr. MORRIS. Of course, t.he board's report also suggests this, that 

there would be proba hly a redistribution of the import and coast\\;se 
tonnage as between New Orleans and ~lobile; in other words, ships 
that now land at New Orleans, under the statement in the board's 
report, might come into Mobile and change to train traffic there, so 
that it would go up the proposed waterwuy instead of up the Missis-. . ' Slppl. 

Mr. RANKIX. Are vou fnmiliar with the raw materials in that area? 
Mr. MORRIS. In a'general way. 
Mr. RANKIN. With the millions of tons of ceramic days that are 

now imported from foreign countries, and the discovery or" millions of 
tons of asphalt that are needed for roads throughout the country, 
and the sand and g-fUVE'I, limestone, timber, and so forth, thnt are 
now virtually cut. off? 

Mr. MORllIS. But. I call your attention to the fact, with the excep
tion of sand, gravel, lumber, and lo~, the estimated prospective ton
nage that t.he engineers have predieated carries very little of such 
commodities as ceramics and the like. 

Mr. RANKIN. It does not venture any forecast as to the future 
development, but there they have found America's reserve supply of 
ceramic clays. 

Mr. MORRIS. You are quite right that an analysis of the mineral 
resources of that area indicates the presence of those commodities; 
but, as far as I can determine from a hasty study of the estimate of 
prospective traffic; on pages 54 and 55, the engineers do not suggest 
the movement of those commodities. 

Mr. RANKIN. But they justify it eyen without the movement of 
those commodities. 

Mr. DONDERO. It might be fair to ask, if those materials are there, 
why are we importing them from foreign countries; why have t.hey not 
been developed? 

Mr. RANKIN. I can answer that-they had not been discovered. 
Mr. DONDERO. They have just been discovered recently? 
Mr. RANKIN. About 5 years ago the ceramic clays in northeastern 

Mississippi were discovered. 
Mr. MORRIS. You gentlemen expressed your interest last Thursday 

in the effect this project might have on employment, I submit you 
will be depriving hundreds of men of regular employment with private 
industry-·-that is, the railroads, and perhaps existing waterway 
projects-and will be sending those men to W. P. A. rolls or relief 
rolls, or somewhere else. That is a rather broad statement. 'Vhat 
J mean to say is simply this: As tonnage is taken from the railroads, 
the employment for the men who serve the railroads-and there are 
lots of them-necessarily decreases. There is much unemployment 
of railroad men today, and theEe railroad men are skilled men. 
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Mr. RANKIN. Mr. Morris, it would also employ 6,000 men for the 
next 8 years, would it not, on this work? 

Mr. MORRIS. Yes; accepting the engineers' discussion of the other 
day. But I am sure, Mr. Rankin, as far as the ruilroad men are con
cerned, you would not consider it would be a benefit to them to be 
taken from the pay rolls of the ruilroads as skilled men and to be em
ployed in common labor in the construction of this canal? 

Mr. RANKI~. Well, it would certainly be a benefit to those people 
in there who work on this canal and need employment, just the same 
8S on the railroad or any other public works. 

Mr. MORRIS. I grant you that. 
Mr. RANKIN. You speak of drivin~ the railroad employees to the 

W. P. A. rolls? 
Mr. MORRIS. Yes. 
Mr. RANKIN. W"bich I think is rather farfetched. 
Mr. MORRIS. Probably, sir, but they have to go somewhere. 
Mr. RANKIN. But you are taking 6,000 men that probably would 

go on the W. P. A. roll, or a ~reat many of them, and employing them. 
Mr. MORRIS. Naturally, I am somewhat prejudiced in favor of the 

railroad men, though. 
Mr. RANKI~. And I am prejudiced in favor of the men down there. 
Mr. MORRIS. Even adopting these measures, as the railroads would 

necessarily be compelled to do, in the interest of self-preservation, the 
railroads in this territory would be weakened, and there can be no 
question but that the general public interest is far more concerned 
with the maintenance of a sound railrond transportation system than 
with the building of this waterway. Furthermore---

Mr. CULKIN. Do you not think what the public is concerned with 
is adequate low-cost transportation in America? 

Mr. MORRIS. Yes. 
Mr. CULKIN. Is not that vital, too? 
Mr. MORRIS. I think so. 
Mr. CULKI~. And is not thM just. as essential to our very national 

-existence? 
Mr. MORRIS. It is essential to our national existence. In other 

words, a national transportation system, as a whole, is essential to 
our existence. 

Mr. DONDERO. Up to this point, this project is not an example of 
that, however? 

Mr. MORRIS. In my judgment, no. Furthermore, it must be 
apparent to you gentlemen that, from the point. of view of national 
defense, the presence of a healthy, strong railroad system in this terri
tory would be of in£'!stimably greater value than ihis proposed con
nection between the Tennessee nnd the Tombigbee Rivers. I do not 
t.hink that point needs any elaboration. Expedition-the ability to 
transport a tremendous tonnage in n short time-lies in the ruilroads 
and not in the waterways; and in time of war you require expedition. 

Mr. DONDERo. Does' the Int.erstate Commerce Commission fix 
water rates? 

Mr. MORRIS. No, sir. 
:Mr. DONDERo. 'Vho fixes water rates? 
Mr. MORRIS. Anyone who has a bont.. I nm speaking of the 

interior rates. The Maritime Commission has, over the intercoastal 
lines. 



56 WATERWAY CONNECTING TOlIBIGBEE A~D TENNESSEE RIVERS 

Mr. ANGELL. There is a bill pending now before Congress to place 
this matter under the Interstate Commerce Commission, and to have. 
that Commission fix water rates as well as rail rates. 

Mr. MORRIS. I so understand, and I earnestly hope that Congress, 
in its wisdom, will see fit to pass such a bill. 

Mr. CULKIN. You are in favor of the Interstate Commerce Com
mission having that power? 

Mr. MORRIS. My experience, over a period of some 20 years now 
with the Interstate Commerce CommiSSIOn, has caused me to believe 
it is a body, on the whole, of highly experienced men who show fairness 
and ability in dealing with our transportation problems. I should 
answer, "Yes, sir." 

Mr. CULKIN. You heartily endorse the Interstate Commerce Com-
mission? . 

Mr. MORRIS. I do. 
Mr. CULKIN. And the railroads? 
Mr. MORRIS. I do. 
Mr. RANKIN. Of course, you understand there are several other 

routes that have been discussed, and you would be opposed to con
necting the Tennessee with the Gulf of ~rexico, or with any inland 
water route, would you not? 

Mr. MORRIS. Any I have heard of; yes, sir. 
Mr. RANKIN. Well, I guess you have heard of all of them. Could 

you imagine hearing of one that you would not be opposed to? 
Mr. MORRIS. I doubt it very seriously. 
Now, dealing with the estimated prospecti\'e tonnage for the pro

posed waterway in the year 1950: Having arrived at the 1937 pros
pective tonnage for the proposed waterway-l,478,419 tons-the 
survey board adds an arbitrary 25 percent to cover the increased 
traffic which might develop as a result of the construction of the pro
posed improvement, and to this is added another 15% percent of the 
resultant total to reflect presumed increased activity in 1950 over 
1937, These assumptions produce an estimated prospective annual 
commerce in 1950 of 2,134,468 tons and an estimated saving in that 
year of $2,168,121. At this point, attention is invited to the great 
disparity between these estimates and the estimate made by Lt. CoL 
W. D. A. Amlerson, district engineer, ~lobile, Ala., in the report of 
November 17, 1930, included in House Document No. 56, Seventy
third Congress, first session. I am going merely to quote briefly 
from this, in the hope you gentlemen will have an opportunity to read 
the entire excerpt. He says: 

* * * The YO!llme of traffic estimated ~8 available for movement on the 
waterway as of the year 1950 is shown as 1,275,000 tons and the annllal savings to 
commerce thereon estimated at $1,340,000. 

It will be noticed, first, that the prospective tonnage now estimated 
by the sun~ey board for the year 1950 is almost double the volume 
of traffic estimated as available for mOYement on the waterway in 
1950 in Colonel Anderson's report, and the savjngs now estimated 
for 1950 are almost dOli ble the sa dugs which Colonel Anderson esti
mated could be made in 1950 through the construction of the proposed 
waterway. 

Mr. RANKIN. You are quoting Colonf:'1 Anderson and not the Board 
of Army Engineers? 
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Mr. MORRIS. Colonel Anderson's report to the Board of Army 
Engineers, which was mad(' in 1930, as I recall. 

Mr. RANKIN. But the Board of Army Engineers, in its report, esti-
mates the tonnage in 1950 to be 2,150,000 tons. 

Mr. MORRIS. Which is the figure I just gave. 
Mr. R.-\NKIN. That is a considerable increase over former estimates. 
Mr. MORRIS. That is the very point I am undertaking to make. 

No explanation whatever is made by the board of review of the dis
parity between these two reports; yet it seems inconceivable that 
these great disparities can be accounted for by any known cha.nges in 
eeonomic conditions in the affected area. 

As heretofore shown, the elimination of the single item of gasoline 
from the Board's estimate of prospective tonnage and savings for 1937 
reduces the estimates to 1,111,481 tons and savings of $716,482. In
creasing these two amounts by 25 percent, the figure used by the 
survey board to represent the commerce to be created by the water
way, and 15% percent to represent the presumed increased activity 
in 1950, we have these totals as the sayings in 1950 from traffic other 
than gasoline, namely, 1,604,700 tons and savings of $1,034,421. Thus 
if the single item of the estimated gasoline tonnage and savings thereon 
are eliminated, the total transportation savings under the Board's 
estimate as of 1950 would be reduced from $2,168,000 to $1,034,241 
per annum, and the savings would represent less than one-third of the 
estimated annual carrying charges of $3,561,400. I am speaking now 
of the transportation costs alone. If we go further and eliminate all 
six of the commodity groups which are to be handled exclusively by 
private or contract carriers, the estimated tonnage and savings, as of 
1950, under the assumptions used by the special board, would be 
reduced to 441,441 tons and savings of $334,843 annually. 

It is readily apparent from this analysis, we believe, that the eco
nomic justification for the construction of the proposed canal, using 
the special board's own figures, rests clearly upon the large savings 
that, under the plan outlined in the report, would accrue to the oil 
companies, the lumber and logging industry, the sand and gravel pro
ducers, and the iron and steel industry from the movement of their 
products in private or contract carrier transportation. Indeed, the 
economic justification offered by the special board may properly be 
said to rest upon the estimated savings to the oil companies alone; 
because, without these savings, the project is obviously without eco
nomic justification, since, as we have just shown, the estimated trans
portation savings, exclusive of those accruing to the oil' companies, 
would be more or less than the annual carrying charges. 

It follows, we submit, that in passing upon this project the Con
gress must decide whether the expenditure of $75,000,000 or more can 
be justified by the estimated saving of a million and a quarter dollars 
annually for these four industries, bearing in mind that every ton 
diverted from the railroads and other existing transportation agencies, 
excluding existing waterways, must inevitably increase the distress of 
an already impoverished national transportation system. 

During the construction of the proposed waterway from a long
range viewpoint, there is another important factor arising from the 
inclusion of this large saving from gasoline traffic in the estimates, 
which, it is submitted, should have most earnest consideration before 
.a final conclusion is reached. This is a rapid transition that has 
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occurred and is now occurring in the marketing and distribution of 
gasoline through the use of pipe lines. 

Mr. DONDERO. Right there may I ask whether or not it is true that 
crude oil is nOw being pumped from the Texas field and the Louisiana 
field as far north as Chicago and Detroit? 

Mr. MORRIS. I understand that is true. I have some figures here 
showing the transportation of crude oil by pipe lines, and they are 
rather startling. 

Mr. DONDERO. Do you know of any reason why oil could not be 
pumped from the same fields to the Atlantic seaboard, across the 
State of Florida? 

Mr. MORRIS. I do not. 
Mr. DONDERO. And in the State of Florida they want to construct 

a canal across thut Stnte. 
Mr. MORRIS. So I unoerstflnd. I know a gflsoline pipe line, in 

recent yeflfs, wns contemplntec\ int.o this very district, but it was 
abandoned. I do not know why. I should like just here to refer, in 
answer to a question, I belieyc, from the chairman to ~1r. Fort, to 
the statist.ics of the oil pipe lines from 1921 to 1937, in a pnper dis
tributed recently by the Interstnte Commerce Commission and marked 
"St.atement. 396."· I think that answers your quest.ion, SIr. If I 
may, I would like to read a short excerpt from it. 

Mr. DONDERo. You menn there nre 396 pipe lines? 
Mr. MORRIS. ~o, sir; t.hat is just the number of the statement. 

I can give you the number of the pipe lines directly. That is the num
ber of the statement signed by the Commission. 

Mr. DONDERo. I do not think there is nuy difference, Mr. Morris, 
between you and the chairman; beclluse the chairman's question 
referred to wh£'ther or not gasoline, in its refined state, was transported 
by pipe lines. 

Mr. M ORRIS. Tha t is whn t I am going to undertake to explain 
from this paper. They sny: 

According to information published by the Bureau of Mines, the shipping of 
gasoline by pipe line was begun in the early part of 1930. The first long line for 
this purpose was owned by the Tuscarora Oil Co., Ltd. It extended from the 
refineries of thC' Standard Oil Co. of XCI\" Jersey, t.he parent company, to a point 
in western Penllsylvania. The nl'xt. lung line for gasuline was that of the Great 
Lakes Pipe Line Co., which was placed in operation in February 1931. It con
nect~d various refineries in Oklahoma and Kansas with important consuming 
centers, including Chicago, l\Iilwaukee, and St. Paul. This lille was constructed 
of new material, whereas the Tuscarora line was a converted crude oil line. The 
Phillips Pipe Line Co. was the third large gasoline system placed in operation. 
This line extended from the Phillips refinery at Borger, Tex., to St. Louis. 

Mr. DONDERO. What town in Texas? 
Mr. MORRIS. Borger, Tex., to St. Louis. 
Mr. DONDERO. Are you reading now, ·Mr. :Morris, the pipe lines 

that are actually trnnsporting refine? gaso~ne? 
}.fr. ~fORRIS. Yes, Sir; I am. ThIS contmues: 
* * * In 1932 eight gasoline pipe-line systems with a total mileage of 3,662 

were in operation. By 1937 the total mileage of gasoline lines had reached 5,065. 

Now, the tabular statement in the paper shows that in 1931 
15,658,000 barrels of gasoline were moved by pipe lines; in 193i, the 
movement by pipe lines of gasoline had increased to 62,978,000 
barrels. 
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Mr. DONDERO. What proportion is that to the total consumption 
in this countrv? 

~1r. MORRis. I have not those figures. 
Mr. DONDERO. In other words, in 7 years it had increased 400 

percent? 
Mr. MORRIS. Yes, sir. It is certainly a threat-not only a threat 

to the water lines, but a threat to the railroads. 
Mr. ANGELL. Is the raw, crude oil transported also? 
Mr. MORRIS. Oh,_ that is almost all transported. I have not the 

figures for crude oil here. I am talking about gasoline. The tonnage 
I have just given was of gasoline. 

Mr. ANGELL. I understand that; but is crude oil transported by 
pipe line and then refined at the end of the journey? 

Mr. ~10RRIS. Yes; in tremendolls quantities. I am dealing here in 
millions of barrels. This statement also shows that in 1930 the total 
movement bv rail of crude oil to the refineries consists of 36,000,000 
barrels; by ail forms of water transportation, 307,000,000 barrels, and 
by pipe line, 846,000,000 barrels . 
. Mr. DONDERO. How much by rail? 
Mr. MORRIS. By rail, the crude movement was 36,000,000 barrels, 

or 3 percent of the total movement of crude oil, by rail. 
Mr. CULKIN. Do you know what our annual consumption is, 

nationally? 
Mr. MORRIS. No, sir; I do not. 
Mr. CULKIN. Well, I understand it is about 22,000,000,000 gnUons. 
Mr. :MORRIS. It is tremendous. 
Mr. DONDERO. Reducing t.hat to barrels. how much would that be? 
Mr, ~10RRIS. There are 42 gallons to the barrel, and the weight is 

6.6 pounds per gallon, generally. . 
Mr. CULKIN. That is gasoline? 
Mr. MORRIS. That is gasoline. 
Mr. CULKIN. How many in excess of 20 billions per year? 
Mr. MORRIS. I do not recall the upset figure. It is tremendous. 

It is not possible, of course, to predict when a gasoline pipe line may 
be projected into the Tennessee Valley from the refining areas, and I 
do not make any attempt to do so. 

Mr. DONDERO. -Will you give that figure again, of the amount of 
crude oil that is being conveyed by pipe linE'. Is that 846.000,000 
barrels? 

Mr. MORRIS. Yes, sir; the statement shows the receipt of crude 
petroleum at refineries and methods of transportation. It is cap
tioned "Millions of Barrels of 42 Gallons." It shows, first, the rail 
movement--

Mr. DONDERO. I know that. It is just that one item. 
Mr. MORRIS. Just the one item of 846,000,000 barrels, or 71 percent 

of the total movement into the refineries is by pipe line. 
Mr. DONDERO. And by water? 
Mr. MORRIS. Three hundred and seven million, or 25.8 percent of 

the total movement. 
Mr. DONDERO. In other words, the amount now conveyed by pipe 

line is practically three times the amount conveyed by water? 
Mr. MORRIS. That is right. It is well known that the great bulk 

of the crude oil now used in this country has already been diverted 
from rail and water transportation to pipe line and, within the past 
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several years, this development has been extended to gasoline with 
the result that gasoline is now being transported in large quantities 
by pipe line. It is not possible to predict when gasoline pipe lines 
may be projected into the Tennessee Volley area from the refining 
sections. It is apparent, however, that aside from Ilnything else, the 
greater part of the total savings estimated by the Board for the water
way is to be derived from the gasoline tonnage which could be wiped 
out instantly by the construction of a single pipe line into the affected 
area. Now, gentlemen, I am not the source for that suggestion. 
You will find the Resources Committee points out the same danger to 
the project. This possibiliity. alone. we submit, is sufficient to 
demonstrate that the constructIOn of the proposed waterway would 
not be a provident or business-like venture based upon the very 
estimates that htwe been used by the Survey Board. 

Now, dealing with the transportation facilities in the affected aren, 
we say that they are now entirely adequnte and additional facilities 
are not needed for the transportation of the traffic that is available 
today, or traffic potentially tnrailnble in the predictable future. And 
I would like to ask you to refer--

Mr. DONDERO. About tll(> only cOlleiusioIl one cun reach, from the 
astounding figures you have re,"ealed, is this, that oil can be conveyed 
or transported a great deal cheaper by pipe line than either by water or 
rail. I think that must be the answer. 

Mr. MORRIS. That is the only assumption you can draw from those 
figures. 

The survey report by the special board clearly shows that the 
existing transportntion facilities are entirely adequate for the trans
portation of aU of the trnffic nvailnble in the affected area. As 
concerns existing railrond facilities, the survey rep:>rt, at page 37, 
paragraph 35, shows: 

The principal railroads serving the Southeastern States furnish adequate facil
ities either through or into the territory adjacent to the proposed waterway. 
The Southern Railway System crosses the tributary area at several points, con
necting Mobile, Kew Orleans, and the principal ports of the Atlantic coast. The 
Louisville & N a!lhville Railroad, extending from K ew Orleans and Mobile into 
the North Central and Northeastern States, parallels the eastern boundary of the 
tributary area; and the Illinois Central Systelll, serving the Central and Mid
western States parallels the western boundary. Within the area itseH, the 
Mobile & Ohio Railroad, the Alabama, TenneR~ee & Xorthern Railroad, and 
the Gulf, Mobile & Xorthern Railroad roughly parallel the Tombigbee River 
and lower part of the Tennessee River, connecting Mobile with St. Louis and 
Paducah. The Columblls & Greenville Hailway crosses from east to west near 
the center of the area, and the Kasitville, Chattanooga & St. Louis Hailway 
crosses the northern portion, roughly paralleling the Tennessee Uiver. The St. 
Louis-San Francisco Railway from Birmingham and Pensacola, crossing western 
Alabama and northeast MissiSSippi. serves the Midwestern and Southwestern 
States. Branch lines and several short lines interconnect these roads and -the 
principal centers along the waterway. 

And at page 37, paragraph 36, it is shown that-
A network of hard-surfaced roads connects the prinCipal centers of the region, 

and good improved toads interlace practically the entire area. In 1930 the total 
mileage of county, State, and Federal roads in the States immediately affected 
was, Tennessee, 18,018; Alabama, 19,784; and Mississippi, 17,950. Since then 
an extensive program by the State and Federal Government has considerably 
improved this net, particularly of the trunk highways. Five Federal highways 
traverse the area in a general north and south direction and an equal number 
"ross from east to west. 
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In addition, improyed waterways and adequate water transporta
tion facilities have been provided at the expense of the general public 
on the ~Iississippi River from Xew Orleans, La., to Cairo, Ill.-860 
miles; on the Tombigbee-Warrior River systems from Mobile to a 
point 20 miles west of Birmingham-a distance of 409 miles; and on 
the Tennessee River from Knoxville, Tenn., to Paducah, Ky., 652 
miles. According to the survey report, the total tonnage on the 
Tennessee and the Tombigbee-Warrior systems during the year 1937 
amounted to-Tennessee, 1,377,107 tons; Tombigbee-Warrior, 1,825,-
568 tons, and the annual report (1938, pt. 2) of the Chief of Engineers 
of the United States Army shows that 11,331,852 tons were trans
ported on the Mississippi system between Cairo, Ill., and Baton 
Rouge, La., during the year 1937. 

For the convenience of the committee, we are presenting a map of 
the southeastern section which shows the existing railroad lines and 
waterways in the area and on which is indicated in green the present 
waterway from Mobile to Demopolis and, in red, the route of the 
proposed project from Demopolis to the Tennessee River. The map 
fully confirms the statement m the excerpt from the survey board's 
report that the existing transportation facilities in the affected area 
are entirely adequate for the traffic now available. As a matter of 
fact, the capacity of these existing facilities is much greater than the 
tonnage now available or potentially a\'ailable in the predictable 
future. 

Mr. ANGELL. Is that new cut in red all of the way, or following 
~xisting streams? 

Mr. MORRIS. As I understand, it follows existing st.reams, with 
the exception of some thirty-odd miles of new cut. It is more ex
plicitly shown on the map that the captain of the Army engineers 
presented here last Thursday. I was just indicating another route 
that is proposed and, in comparison, have undertaken to show the 
~xisting railroad lines in that area. 

Mr. ANGELL. The green follows the Tombigbee River? 
Mr. MORRIS. Yes, sir. 
Mr. DONDERO. May I ask how long before you will conclude your 

statement? 
Mr. MORRIS. I have one more page. 
As in the case of the Nation as a whole, there is now a surplus of 

transportation facilities in the affected area. In the final analysis, 
the construction of the proposed waterway would simply add to this 
surplus. 

In addition to those indirect benefits which the special board at
tempts to evaluate, the report apparently undertakes to oapitalize 
on the assumption that the construction of the waterway might cause 
the railroads in the affected area to reduce their freight rates in order 
to meet the competition thus created nnd to avoid, if possible, the loss 
'of traffic to the waterway. When it is borne in mind that the freight 
rates of the railroads are strictly regulated by the Interstate Commerce 
Commission and the State regulatory authorities, this is, we submit, 
a most remarkable and, indeed, dangerous theory; as it simply means, 
in the finality, that the rates of the railroads in the particular area 
should be controlled not by the regulatory bodies created by the 
Federal and State Governments for that express purpose; but, instead, 
by competition made possible by the Federal Government itself 

147755-39--5 
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through the expenditure of public funds contributed by the taxpayers 
of the Nation, including, of course, the rnilroads. 

Just here, it seems proper to quote from the dissenting opinion of 
Mr. Commissioner Eastman, which the special board has cited with 
apparent approval: 

This return of competition has so alarmed the railroads that they are clearly 
about ready to go back to the old policy of rate cutting, and have clearly made 
several moves in this direction, of which that which is here under consideration 
is one: 

He was speaking of another rate case, not this particular canal. 
* * * If they continue with this policy unchecked, I have little doubt that 

they will eventually cripple their water competitors as they were crippled in days 
gone by. The country will then be in the situation of having expended many 
millions of dollars on the improvement of waterways merely for the purpose of 
depressing railroad rates between certain favored points, and all hope of recouping 
some return on this investment through the imposition of tolls will be gone unless 
these tolls are imposed upon the railroads. • 

Mr. CULKIN. ~Hght I suggest that Mr. Eastman does not say 
anything there about the public, does he? 

Mr. MORRIS. Well, he probably does in the full text of his report. 
Mr. CULKIN. But not in what you have quoted? 
Mr. MORRIS. Not in what I have quoted; no, sir. He continues: 
Before going back to this old policy, it would seem wise to indulge in some 

forethought and consider where it will eventUally lead, with respect to both 
water carriers and trucks. While I make no pretense to having thought the 
matter through, I have the feeling that the ultimate results will be good for 
neither the country nor the railroads. 

In conclusion, we desire to point out what we believe to be the net 
effect of the proposal. As we have called to your attention, the Chief 
of Engineers has stated that he doubts the wisdom of dependence upon 
diversion of any considerable part of the Mississippi River traffic to 
justify this new project and, further, he has expressed the opinion that 
the intangible or indirect benefits are difficult to evaluate and appear 
to be questions falling within the realm of statesmanship to which the 
Congress can best assign the proper values. We have shown, we be
lieve, that these speculative and intangible elements should not be 
considered as parts of the economic justification for the project and 
that only direct and tangible benefits should be used as the basis for 
the committee's decision. On this basis, we have undertaken to test 
the final value of the proposed waterway to the general public. 

Table 21, page 56, of the report shows that the average estimated 
saving in transportation cost would be $1.02 per ton and the estimated 
commerce, as of 1937, 1,478,419 tons. The carrying charges for the 
project are shown to be $3,561,400 per annum; therefore, the carrying 
charges which must be paid by the taxpayers of the entire Nation 
would represent $2.41 per ton, or $1.39 per ton more than the estimated 
saving. The report estimates the prospective tonnage in 1950 to be 
2,134,468 tons; therefore, in 1950, the carrying charges would repre
sent a tax of $1.67 per ton to be borne by the general public, or 65 cents 
more than the estimated saving per ton. I want to make it entirely 
clear, in these calculations, I have disregarded the so-called intangible 
values and the diversion of traffic from the Mississippi River. I do 
not want the statement misunderstood in that respect. In the final 
analysis, this simply means reducing the cost of transportation for 
the particular shippers who might use the waterway and charging the 
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alllount of the reduction, find more, to the taxpayers throughout. the 
count.rv. 

Gentlemen, I deeply appreciate your tolerance and consideration. 
~1r. GRISWOLD. According to those figures you just gave, it would 

be cheaper to the taxpayers of this country to su.bsidize freight sl~p
ments there to the extent of $1 a ton or so, than It would be to bUlld 
the canal? 

Mr. M.ORRIS. That is the only conclusion I can reach. 
Mr. DONDERO. Your figure is $1.39 a ton loss? 
Mr. MORRIS. As of 1937; but I have carried it from there to the 

estimated tonnage in 1950. accepting the Board's figures. 
The CHAIRMAN. Mr. ~lorris. I can now make a brief reference to 

the rates fixed by the Interstate Commerce Commission without 
having it taken out of your time. You can take two tank cars from 
the city of Galveston, fill one with imported coconut oil from the
Philippines, and fill the other with cottonseed oil, and ship them to
Procter & Gamble at Cincinnati, and the freight rate on the coconut 
oil is 30 cents per hundred pounds and on the cotton seed oil, 61 cents 
per hundred pounds-l cent more than double. 

Mr. ~10RRIS. Of course, I am not familiar with the movement at 
Galveston, but I think I can tell you a part of the answer at least. In 
the case of the imported oil, from Galveston the railroads serving the 
Texas Gulf ports must compete with the rail roads serving the Atlantic 
seaboard, if they are to obtain any portion of the imported oil, and I 
think I am correct in my recollection that the basis for a lower rate 
on the imported oils is to permit the southwestern railroads to com
pete for the movement of that imported oil which otherwise would 
be moving through the Atlantic seaboard. 

The CHAIRMAN. My infonnation is the same as yours in that regard. 
I understand it is worked out in this manner, that the 30-cent rate is 
from Baltinlore, which was the nearest point to Cincinnnati. 

Mr. MORRIS. That is my understanding. 
The CHAIRMAN. And they made the same rate to all Atlantic and 

Gulf ports. However, it has had the effect of killing the cottonseed 
oil industry, so far as the manufacture of soap is concerned. Not 
many years ago, large quantities of cotton seed oil were consumed in 
the manufacture of soap; now they do not use it, because it cannot 
compete. 

Mr. MORRIS. Of course the action of the southwestern railroads in 
meetin~ their competition and procuring a part of this movement in 
competItion with the railroads serving Baltimore did not really change 
the situation; because, if they had not met the competition, the im
ported oil would have moved just the same through the port of 
Baltimore. 

The CHAIRMAN. Yes. 
Mr. DONDERO. May I ask if that is the reason behind the rate as 

fixed by the Interstate Commerce Commission? In other wordg. did 
the Interstate Commerce Commission use that as the reason for fixing 
the rate in that proportion? ~. 

M.r. MORRIS. Yes, sir. 
The CHAIRMAN. I understand they did it, though, at the re9uest of 

some of the ports that wanted to be placed on a basis with Bahtmore'? 
Mr. MORRIS. That is right. 
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The CH.URMAN. And for that importation of coconut oil, Cin
cinnati is the great consumer-the largest in the country? 

~1r. MORRIS. They are large consumers of both oils. 
The CHAIRMAN. And the ports competing with Baltimore wanted 

to be placed on an equality with Baltimore for this imported product? 
Mr. MORRIS. That is right. 
The CHAIRMAN. And the rate was made that way and also applies 

to the domestic products that we produce here locally that compete 
with them. 

Mr. RANKIN. The same thing applies on some coconut oil shipped 
from Mobile to Cincinnati, does it not? 

Mr. MORRIS. That is correct. In other words, the Southern Rail
road and the Southwestern--

Mr. R.-\NKIN. In other words, do not you penalize us for the ship
ment of the very things we produce in that area, and in favor of the 
foreign commodity? That is what it amounts to; we pay the freight? 

Mr. MORRIS. We not only do not penalize you; we help you. If it 
was not for the railroads, you never would get your products from the 
South into the northern ports. 

Mr. DONDERO. But the opposition is to the railroads. 
Mr. MORRIS. It varies; you will find the people of ~Iobile are just 

as strong for that policy as anywhere in the land. 
(The committee thereupon took a recess until 2 p. m.) 
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MONDAY, MAY 8,1939 

HOUSE OF REPRESEXT.\TIVES, 
CmOIITTEE O~ RIVERS '\~D HARBORS, 

Washington, D. C. 
The committee met at 2 p. m., pUrSUl1l1t to recess, the Honorable 

Joseph J. Mansfield (chairman) presiding. 
The CHAIRM.\N. The committee will be in order. 

STATEMENT OF J. H. PARMELEE, DIRECTOR, BUREAU OF RAILWAY 
ECONOMICS, ASSOCIATION OF AMERICAN RAILROADS 

Mr. PARMELEE. Mr. Chairman and members of the committee; 
my name is J. H. Parmelee, director of the bureau of railway economics 
Association of American Railroads, located here in \Vashington. 

The function of that bureau, which is a division of the Association 
of American Railroads, is largely that of fact finding and research. 

I shall try to be brief in my presentation to the committee this 
afternoon of certain matters which it seems to us are fundamental in a 
discussion of the question which is before you. The matters are 
extremely important and fundamental amI, of course, cannot be taken 
care of in a brief way. It will be my purpose, however, to address 
myself to them in a very brief and, I'hope, fairly succinct and dear 
fashion. 

I address Illyself particularly to three general questions. I will 
state the questIOns and then come back and discuss each briefly. 

The questions are these: First. there now exists in this country a 
surplus supply of transport.ation facilities; two, generally speaking, 
the several ugencies of transport ure in finuncial distress, due to a 
lack of adequate volume of traffic and that. in turn, due in part to a 
condition of intensive and unregulated competition; three, the need 
today and the effort that is being made in this very Congress is to 
lay down the principle of a broad transportation policy, not to extend 
or benefit anyone agency of transport to the disadvantage of another 
agency unless there is a clear, outstanding, and compelling reason for 
such disadnllltage in the public interest. 

May I now refer to those three questions, taking them up in turn, 
Ilnd glving each brief consideration? 

First, on the question of the surplus supply of transportation 
facilities. That is a matter which I think is generally recognized. 
It is not a matter which can be proven by strictly statistical methods, 
for obvious reasons. However, so many authorities have considered 
the question and have come to a common agreement, that I think we 
may take it as reasonnbly accurate. 

65 
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Let me give you what two or three outstanding authorities have 
said on that subject. You will recall that in 1933 the Congress 
created the office of Federal Coordinator of Transportation, and that 
for 3 years, from 1933 to 1936, that office was filled by the Honorable 
Joseph B. Eastman, a member then and now of the Interstate Com
merce Commission. 

One of the functions which the Congress gave to the Federal 
Coordinator was to consider this question of the extent of transpor
tation facilities, the extent of waste in transportation, if any, and 
recommendations as to the ways in which such waste could be 
eliminated. 

Mr. Eastman, after studying the question for about a year after 
his appointment as Federal Coordinator, made a statement which is 
so startling in its implications that I am going to present it to you. 
He said this in April 1934: 

Between 1920 and 1932 the country's iuvestment in transportation, excluding 
the purely local type, more than doubled; the supply materially exceeded the 
demand at the peak of prosperity, and of course the excess became much more 
pronounced during the depression. 

That means, Mr. Chairman, and gentlemen that in 12 years, m 
the short period of 12 years, from 1920 to 1932--

The CHAIRMAN. Will I disturb you with a question there? 
~fr. PARMELEE. Not a bit, Mr. Chairman. 
The CHAIRlHN. When did this condition first become apparent? 

A number of years ago they were continually building more railroad 
track. and we have more commerce now than we had then. It seems 
now that the railroads in the United States are doing very little 
business, and according to the facts under my observation it comes 
about more from highway competition than from waterways. Take 
my State of Texas; there is not a pound of freight carried by inland 
rivers. \Ve ha ve a canalllear the coast that has been there for 3 years, 
but some of the railroads now run only 2 or 3 passenger coaches, with 
gasoline engines. "There they used to run 10 or 12 coaches with a 
big engine. It seems that business has all gone to the buses and 
trucks and prh"ate automobiles. There is lio waterway competition. 
It has not gone to the pipe lines, because that has developed since 
this condition was brought about. Aren't the railroads endeayoring 
to curtail their mileage-or are they endeuyoring to curtail their 
mileage to any great extent? 

~lr. PARMELEE. I was going to refer to that in just a moment, but 
lean nnswer it now if you wish. This excess of transportation 
facilities which I hnye just referred to has not come about through 
any overcapacity which the rniironds have put int.o their plant in 
the inst few yenrs. That, I think, is indicated very strongly by the 
fact that during the last 10 venrs the railroads ha.ve abandoned 
10,000 miles of i:aiirond. That'is the net abandonment. 

The CHAIRlIAN. OYer and aboye the inereased milenge? 
~Ir. PARMELEE. O\"er and nbove what mny have been built in the 

meantime; yes, sir. At the same time they have reduced the number 
of their locomotives by 27 percent; their total number of freight cnrs 
bv 25 percent. 

• The CHAIRMAX. Bv locomotives YOU mean in number? 
~Ir. PARl\!ELEE. Ili number. ~ 
The CHAIRlIAX. But the present loeomotives have more capacity. 
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~Ir. PARMELEE. That is true; but when you take it in terms of 
traffic capacity, the tractive power of locomotives, there has been 
almost the same marked decline, although 110t as large as 27 percent. 
They have reduced their freight cars by 25 percent in number and 
their passenger cars by 25 percent in number. 

The peak of the railroad mileage in this country was reached in 
the year 1916, and it has been going down slightly each year siuce 
that year, so that I think the answer to your question, ~lr. Chairman, 
is to say that, generally speaking, the railroads, so far as their mileage' 
and facilities are concerned, reached their peak in 1916 or shortly 
thereafter. 

Mr. RODGERS. May I ask whether or not the condition the witness 
has referred to is due to the economic situation, and whether if we 
should be restored again to the economic basis such as in 1929, the 
railroads would not be overtaxed to carry the produce of the country? 

Mr. PARMELEE. No; I don't think so, ~Ir. Congressman. The 
railroad group-that is, the Association of American Railroads-has 
made a careful study of that very question recently in connection with 
some matters which they have been discussing with the War Depart
ment. I supposed I do not need to indicate for what reasons. It is 
the considered opinion of those who are competent to make an esti
mate of the matter that with the present plant and with the equip
ment in its present state, in its present physical condition, the rail
roads could easily carry 25 percent more freight traffic. They 
believe that to be conservative rather than an overstatement. If the 
rather large number of units of equipment which are at the present 
time in need of repair were all put back into repair, at an expenditure 
of about $100,000,000, the railroads with the present plant could carry 
not less than 45 percent more freight traffic than they are carrying 
today. 

The CH.UR~L\N. Is any railroad carrying up to its capacity? 
~Ir. PARMELEE. I would say no, ~Ir. Chairman. There may be 

some exceptions on some small lines somewhere, but I think the 
answer to your question is generally and unqualifiedly no. 

The Chairman raised what to me is a very interesting question. 
That is, why there has been a bringing about of this excess capacity. 
It has been due in part, of course, to the development of the other 
agencies of transport, and in part, and I call tlus particularly to the 
committee's attention, to the large expenditures of money by the 
Government, the Federal Government and State and local govern
ments, in the way of highway improvement and construction and in 
waterway construct.ion and impro,~ement, and at that point I may 
perhaps bring in a quotation from the last Annual Report of the Inter
state Commerce Commission, submitted to this Congress in November 
of 1938. 

The Commission naturally has been a wnre of this exact situation 
we are discussing now, and they have given a great deal of attention 
to it, and this is what they said. I am reading now from page 17 of 
the 1938 report of the Commission: 

The vast increase in the supply of transportation facilities thus accomplished 
(they had been discussing the increase in various formsl was made without any 
general plans, provision for results, or attempt to shape or control them on the 
part of the Government. 



68 WATERWAY COXNECTING TmIBIGBEE AND TEXXESSEE RIVERS 

I am going to refer, when I come to discuss the question of national 
transportation policy, to the very point made by the Commission in 
this quotation, that this has nIl been a growth like Topsy. There 
was no plan, no coordinated idea of any kind. 

The Commission went O~l: • 

The railroads arc not the only carriers that have suffered from the conditions 
so created. The bankruptcy of a large number of the railroad companies has 
attracted much attention, but the fact is that the same malady has afflicted motor 
carriers, particularly those engaged in the carriage of property. certainly to as 
great an extent. Their general financial conditiun has been 1110st distressin/l. and 
this has also been trlle (and I want to call this particularly to the committee's 
attention) of water carricrs and air carriers in general. The one exception has 
been the pipe lines. whose efficiency and low operating cost, together with fa\"or
able business affiliations have made them very prosperous. 

The CHAIR:\L\X. I think that has come from the other modes of 
transportntioll. as a rule, because the pipe-line business is It recent 
deHlopment. 

:Mr. PARMELEE. And you notice this significant remark, that this 
is due to their business affiliations. 

~Ir. DONDERo. Do the figures indieate the amount or percent of 
water carriers thnt ha \"e sufl'ered the same distress as the railroads? 

~fr. PARMELEE. I haven't the .figures on that, ~fr. Congressman, 
because the larger portion of the water carriers, as you know, do not 
make any reports. They are in somewhat the same situation as 
Mr. ~forris referred to with respect to their rates this morning. 
A limited number report to the Interstate Commerce Commission, 
but those are contract and common carriers for the most part. 

~Ir. DONDERo. If we had that, it would bear directly on the question 
that we do have excess transportation. 

The CHAIR:\{AK. If you take large shippers, like Jones and Laughlin, 
for instance; they do all their own shipping. 

~fr. PARMELEE. Yes, sir. 
The CHAIRMAK. They make no report to anyone. 
Mr. PARMELEE. Xo, sir. And of course, no one but themselves 

know at what cost they do that business. 
I am going to give'some figures when I come to discussing the 

qustion of financial diRtress to the carriers, about the operation of the 
Federal Barge Line on the Warrior River, but as to water carriers 
generally, I think this statement from the Commission is certainly 
conclusive and very persuasive, to the effect that generally speaking 
the water carriers and others, motor and &ir carriers, are in almost as 
serious financial distress as are the railroads. As to the railroads, I 
shall give you some figures in a moment. 

Mr. ANGELL. Do you have any figures as to the proportionate 
amount carriecl bv truck and motor carriers? 

The CHAlR:\IAX. I suppose that is verv much in the category of 
the water carrier transportation, so much is in private hands. All 
those in the common carrier or contract carrier business are under the 
Interstate Commerce Commission. 

Mr. PARMELEE. That is the difficulty, ~fr. Chairman. I have 
some figures here that relate only to what are known as commercial 
carriers; that is, carriers for hire. I can give you those figures, but 
unfortunately a large segment, both in water carriage and in motor
truck carriage, is omitted for obvious reasons from these figures, 
because there are no statistics. 
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I wns told the ot.hel' dny-I don't know how nuthol'itatiyelv
that of the totnl tmffic carded by the motortl'llck only 2 percent is 
carried by common cnrri£'rs. I nskNl inunedint£'ly ",hnt. percentage 
was carried by cont.mct curriers nnd the gentleman was unable to 
inform me, but to me that is an £,xtraordinury statement. which would 
indi~ate the great bulk is hnndled by contract and so-called private 
earners. 

Last December there was submitted to the President of the L"nited 
States at his request by the committee of three railroad executives 
and three railway labor leaders, to which reference was made this 
morning, a report in which th~re were some factual figures about 
the traffic of various agencies of transport. These were figures as to 
the freight traffic distributed among the different classes or agencies 
of transport. 1 want again to make the statement that this deals only 
with the freight traffic handled by so-called commercial carriers 
and does not include prh-ute curriers. 

In the year 1937, according to this report, and I am reading from 
page 66 of that report to the President; in the year 1937, steam rail
ways handled 363,000,000,000 ton-miles; intercity trucks handled 
43,000,000,000. That is the common and contract carriers by motor 
truck, not including private carriers. 

There was handled on the Great Lakes 93,000,000,000 ton
miles; through inland waterways, 17,000,000,000, which includes 
rivers and canals, but not the coastwise or interco!l.stalj pipe lines 
45,000,000,000; electric railways, 1,000,000,000, or a little less, and a 
fraction for the airways, about 2,000,000. The airways, of course, 
are not engaged in freight traffic to any great extent. 

The grand total was 562,000,000,000 for all these agencies com
bined. 

Mr. RANKIN. Some of the big ruilroads are electrified, are they 
not? 

Mr. PARMELEE. There is only one long section in this country, and 
that is the Milwaukee over the mountains in the West. The Penn
sylvania is electrified between here and N ew York, and a small sec
tIOn in west Philadelphia. The Virginian in West Virginia is elec
trified, where they handle coal, and those are the principal cases. 

The CHAIRMAN. Which road in West Virginia? 
Mr. PARMELEE. The Virginian, and the rest of the electrification in 

this country, outside of those I have mentioned, are all within city 
limits or within closely congested suburban areas. 

Mr. RANKIN. Isn't the Pennsylvania Railroad electrified now be
tween here and Columbus, Ohio? 

:Mr. PARMELEE. I didn't know they were. They were working west 
from Philadelphia, taking a section at a time, and eventually they 
may reach as far as Columbus. I am not informed on that point. 

The CHAIRMAN. Where does the Pennsylvania get the power it 
uses between here and N ew York? 

Mr. RANKIN. They get it from the Susquehannu River, a great 
deal of it. 

Mr. DONDERo. ~1ay I comment at this point. Recent information 
has come to me that the Pennsvlvania would not have electrified its 
road when it did, if it had knO"ll as much about the Diesel engine 
as it does today. 
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~Ir. RANKIN. Taking either horn of the dilemma, the very rail
road that is supposed to live by the hauling of coal, is running its 
trains by either oil or electricity, produced by water power. 

Mr. PARMELEE. ~Ir. Chairman, I am afraid we have gotten into 
some teclmical matters about which I am not competent to comment. 
If I may, I will get on with the discussion of the general question of 
surplus transport a tion facilities. 

The CH.HRlL\.X. In these days electricity gets into almost eyery-
thing. 

~Jr. DONDERO. ~Iostly the Treasury of the United States. 
~lr. RANKIN. ~IostlY 'into the homes. 
Mr. PARMELEE. I liaYe quoted, gentlemen, from the Interstate 

Commerce Commission. I can gh-e you a number of other quotations, 
but in view of the passage of time, I think I will give you only two. 

~Ir. K-\.NKIN. ~Iay I ask you a question right there? The figures 
562,000,000,000 ton-miles of freight hauled last year. Isn't it a fact 
that a great deal of the potential freight is lying dormant, because 
transportation rates are so high they can't pay it? 

Mr. PARMELEE. ~Ir. Rankin, you are getting into another field 
which is outside my general purview. I am not a rate expert. I 
think ~lr. ~Iorris put it very well this morning when he pointed out 
that the Interstate Commerce Commission for 30 years, or since 1910, 
has had complete control of the railroad freight rate structure of this 
country, and not only have they had this control in the sense that 
they pass on what the railroads propose, or someone else, but they 
have the right of initiation of these freight rates. 

~lr. RANKIN. Are they exercising that right? 
~1r. PARMELEE. Yes, sir; in the case of the class rate structure, 

I think ~Ir. ~lorris referred specifically to that this morning, you will 
find the class rate structure throughout the several territories of this 
country have been largely formulated and initiated by the Interstate 
Commerce Commission, and in some cases over the protests of the 
railroads. 

Mr. RANKIX. There are areas in this territorv where there are 
simply bottled up millions and millions of tons of raw material that 
cannot meet the prevailing freight rates, and therefore cannot be 
distributed. As I pointed out this morning there are probably 
hundreds of millions of tons of iron ore, clays, and so forth, right in 
this area that cannot meet the transportation cost. 

~1r. PARMELEE. In just a moment I am going to emphasize to the 
committee the importance of this very transportation policy which I 
think we ought to have in mind. When that question is considered, 
Mr. Rankin, by some authoritative body, as we hope it will be, the 
problem to which you have called attention will receive full consid
eration. 

The CHAIRMAN. We will haye to recess for a roll-call Yote, gentle-
men. 

(Short recess.) 
The CHAIRMAN. You may proceed, Mr. Parmelee. 
:Mr. PARMELEE. Thank YOU, Mr. Chairman. 
Just before the recess f was asked a couple of questions and will 

be glad to put the answers into the record now if I may. 
The first question had to do with the source of electric power utilized 

by the Pennsylvania Railroad in the section between Washington and 
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~ew York. I find on inquiry that they purchase their power from 
three different sources. For the X ew York area they purchase it from 
the Consolidated Edison Co. of Xew York; for the Philadelphia area, 
they buy it from the Philadelphia Electric Co., and that company 
among other sources, gets a part of its power from the so-called Con
owingo Dam 011 the Susquehanna River. They also have a third 
supply, which is somewhat of a supplementary or emergency supply, 
the Baltimore Consolidated, and the Public Service Corporation of 
New Jersey. 

The CHAIRMAN. I suppose those concerns all use coal as fuel? 
Mr. PARMELEE. Except at the Conowingo Dam. 
The CHAIRMAN. They don't use oil or gas? 
Mr. PARMELEE. I don't understand the Consolidated Edisou uses 

anything but coal. 
The next question had to do with the financial condition of the 

water carriers, and I have before me a report of the Interstate Com
merce Commission for the year 1937, covering about 100 water cllrriers 
which report to that Commission. 

The committee will understand, of course, that not all water carriers 
do report to the Commission. Only those common carriers which are 
tied in in some way with the rail systems, by reason of joint rail and 
water rates do so report. 

~1r. RANKIN. Before you get away from that, you said the Peun
sylyania is running its trains with power purchased at the Conowingo 
Dam. 

~fr. PARMELEE. Yes. 
Mr. RANKIN. Is it using any power produced by coal? 
~1r. PARMELEE. Oh, ves; I understand the Consolidated Edison 

uses nothing but COItI. ~ 
The CHAIRMAN. He just made inquiry about that in answer to a 

question I asked him before we aJjourned. It seems they are getting 
some power from the Susquehanna River, the Conowingo Dam. 

Mr. PARMELEE. In part, as I understand it. It comes from the 
Philadelphia Electric Co., which gets part of its power from the 
Conowingo Dam. 

The CHAIRMAN. And the Xew York end and the Washington end 
are both using power produced by steam? 

~fr. PARl\IELEE. So-called "carboelectric" power. That is, power 
generated by the use of coal. 

As to these water carriers, some 100 of whom reported to the 
Interstate Commerce Commission for the year 1937, they showed 
a total opernting revenue in that year, the 100 ('ombined, of $108,-
479,000. 

Their operat.ing expenses were $105,006,000. 
They paid t·axes of $2,258,000, and ('ame out ill the red, thnt is, 

they failed to {'am their expenses. taxes, and interest-
~Ir. RANKIN. What were the taxes? 
~Ir. PAR:lfEI,EE. $2,268,000, unf! about half those taxes were P11.r

roll taxes, so-('ulled, under the Socinl Security Act. 
They cam{' out at the end of the year's operations with a net deficit, 

after all expenses, taxes, and charges, of $1,863,000. 
That is just for those carriers, vou understand, which report to the 

Interstate Commerce Commission. 
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Coming back, ~fr. Chairman, to this question of surplus transpor
tation facilities, I might close that subject by giving you only two 
brief quotations from two authorities, because I do not want to labor 
that question too much. 

The first is the chairman of the Interstate Commerce Commission, 
the then chairman, "Mr. Splawn, who made an address a year ago last 
month, in which he made this very significant statement: 

rnder the spur of competition and the whip of Government subsidy, we have 
developed more and better transportation than the traffic now requires. The 
result is a deadly contest between different companies for the existing business. 
We not only have more transportation facilities and equipment than the present 
traffic now supports profitably, bllt we ha\'e all sorts of organizations engaged in 
transportation. 

That from the chairman of the Interstate Commerce Commission, 
I think, gentlemen, is a very significant statement. 

The CHAIRMAN. I will state he is a very competent gentleman also. 
He is from Texas. 

Mr. PARMELEE. He is from Texas, ~fr. Chairman, and one of my 
own profession. He is an economist. 

Mr. DONDERO. Many of us concede that to be born in or to come 
from Texas is the first requisite of a statesman. 

The CHAIRMAN. I am sorry I was not born there. 
~lr. PARMELEE. ~1y final quotation on this point, Mr. Chairman, 

is from the very able survey of the whole economic situation of this 
country published by the Brookings Institution of '\V'ashington in 
1934, under the significant title "America's Capacit,v to Produce." 

Some of you may have seen that volume, and it is a very interesting 
document, in my opinion, and discussion of the transportation situa
tion. I will read you two brief sentences from that report. 

They say: 
It is abundantly evident from this analysis [which they had just presented in 

some detail] that the transportation industry of the United States has been over
developed. We find in this field a remarkable illustration of the extent to which 
duplicate capacity may be developed for want of a coordinated national policy. 

In other words, gentlemen, the transportation facilities which we 
have in this country, and I am speaking generally of the whole United 
States, have grown up without any plan up to the present time, no 
over-all or considered or consolidated plan; and it seems to us that a 
decision as to any particular project or proposal, certainly of the 
magnitude here inv:)lved. should not be undertaken or carried out 
without further consideration of its national and industrial aspects. 

I have referred, ~Ir. Chairman, to what I called the desperate and 
critical condition of the ,-arious agencies of transport. That is the 
second of the three points which I outlined to you at the beginning of 
my presentation. I think as to motor and water carriers I have 
already presented to the committee some figures and have given you 
a very interesting and significant quotation from the Interstate 
Commerce Commission, showing that, generally speaking, and out
side of the pipe lines, practically all agencies of transport are suffering 
financial distress at the present time. 

I want to address myself more particularly to the railways, because 
it happens to be the field in which we are more interested, and give 
you a few statistics and facts which indicate the critical condition of 
the railroad industry at the present time. I shall also refer briefly 
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to the operil tiolls of the FeJerul Barge Lines in the 'Yarrior River 
territory. 

Taking up first the railway situation, may I present, "YIr. Chainnan, 
to the committee three statistical statements to which I would like to 
talk for just a moment, and which I think will clearly indicate to you 
what that situation is. 

(The statements referred to are as follows:) 

Income, employees, and traffic, railways of class I in lhe United States, calendar 
years 192.9 and 1938 

I, Percent de· 
Item 1929 1938 crease, 1938 . 

______________________ I ____ + ____ !I_UD_d_er_l_92_9 

1'1K>uMJ1Ida 
Total operating revenues........... ........ ............ $6.279.521 

~~~~~.~~~~~ng.~~~~~s:::: ::::::::: :::::::::::: ::::::: ::::::! $4$3~~ 
Percent of revenues ......... __ .............................. ' 6.3 

Net railway operating income ...... --." .- ..... ---- ... -... '" '--i $1,251,698 
Rate of return on investment, percent. ................. __ .. , 4.81 

Xet income or deficit after fixed charges ...... --.. . ....... 1 $896. S07 
Nwnberofemployees ____ ........ _._..... .. __ .. _ '________ 1,661 
Total compensation to employees_. ___ .... __ . __ .. __ .... _ .. _... I $2, 896, 566 
Revenue ton-miles ... __ ........ ___ ..... _ .. ______ ............. __ i $-147,321.561 
Revenue passenger·miles .... ____ . __ ... __ . __ ................ __ .. _ $31, 074. 135 

1 Defieit. 

Source: Reports of Interstate Commerce Commission . 

T1wuaGnda 
$3.565.491 
$2.722, 229 

$34O,7SO 
9.5 

$372,846 
1.43 

1 $122,912 
940 

$1,746, 194 
$29O.1S4, 410 

$21,633. 140 

43.Z 
39.& 
14.1 

+50.8 
70.2 
70.3 

113.7 
43.'l 
39.7 
35.1 
30.4 

• \'et income or deficit after fixed charges, railway of class I in the United Slales, 
calendar years 1929-38 

1930 __________________ 523,907,472 1935 _____________ .____ 7,539,127 
1929 ____________ . ____ $896,806'61111934---.----.--------.1 $16,887,078 

193L ______________ . __ 134,761,911 1936__________________ 164,630,041 
1932 __________________ 1139,203,82111937 _______ .__________ 98,057,740 
1933__________________ 15,862,836.1938 __________________ 1122,911,784 

1 Deficit. 

Property im'tstment, income account, rale of return, and traffic, 12 I selected clGS8 I 
roads-years 1929 to 1938, inclusive 

Property in· Total o per- Totaloper· EqUipment Joint facility Year ""stment' ating reve- ating ex· Taxes rents (net) rents (net) nues penses 

1929 .. _ .......... $2. 598. 214, 007 $614,560.99'2 $400,566,190 $39,064.823 1$1.706,434 • $1, 125, 102 
11130 .. _ .......... 2, 611, 275, 431 508, 990. 888 393, 084, 638 31,711.8lJ 13, 314, 744 '1,617,582 
1931. .. __ . _ .... __ 2, 600. 021, 891 399,305, 174 325, 119,483 27,259,958 • 4,667, 799 '1,888.564 
1932 ........ __ ... 2, 586. I,;. 663 298, 649. 475 240.085, 266 24,337,393 • 3,662, 778 '1.969.979 
1933 ............. 2, 537. 526, Zi5 302, 301, 970 225. 217, 377 21,305. &81 14.208,460 • 2, 164. 396 
1934 ...... _ ...... 2, 517.254, 672 314.823.791 242. 815, 695 20,139,146 15,362,810 32.490,434 
11/35 __ ...... ____ • 2, 489, 488, 938 333, 747.429 267. 254, 305 20.774, 281 • 4, 539, 640 • 1.922,622 1936 ___ ._ ........ 2, 478. 712, 161 394, 5111, 838 290, 997, 633 28,047,959 16,026,012 12, 679,100 
1937 ...•...• __ .. 2,479.172.830 399, 046, 692 303. 228, 034 29,515, 384 '5.881,070 • 2, 330, 809 
1938 ............. 2,491,628, 205 361, 154.871 272, 979, 386 31,527,641 35.429,393 , 2, 316. 433 

See footnotes at end of table. 
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Property investment, income account, rate of return, and traffic, 12 selected class I 
roads--years 1929 to 1938, inclusive-Continued 

Net railway operating 
income 

Year 
Rate of re
turn on in
vestment 

Net income 
after fixed 

charges 
Revenue ton

miles 
Revenue pas
senger-miles 

1929 ________________________ _ 
1930 ________________________ _ 
1931. _______________________ _ 
1932 ________________________ _ 
1933 ________________________ _ 
1934 ________________________ _ 
1935 ___________________ ... __ . 
1936_. ______________________ _ 
1937 ________________________ _ 
1938 ___________ . _______ . ____ _ 

Amount 

$U2, 098, 443 
79,262,113 
40,369,370 
28,594,059 
49,406,056 
44,015,706 
39,256,581 
66,769,134 
58, 091, 395 
48,902,018 

Percent 
4.31 
3.04 
I. 55 I 
1.11 I 
1.95 i 
I. 75 i 
U:/' 2.34 
1.96 

$64, 838, 162 
34,777,423 

• 14,008,206 
• 30, 787, 420 
• 10, 204, 082 
• 14,579,661 
• 19,981,868 

9,852,083 
3,265,853 

• .,129,180 

47,107,000,622 
33, 323. 174, 055 
31, 436, 706, 223 
24, 130, 211, 777 
25, 295, 935, 392 
26,677,170,534 
28, 719, 831, 851 
34, 776,928, 455 
36, 521. 845, 382 
31,207,723.483 

2, 621, 061, 684 
2, 130, 867, 286 
1,600,719,583 
1,281,113,401 
1,367.968,332 
1,612, lOO, 745 
I, 653, 178, 561 
I, 946, 359, 425 
2,077,799,61. 
1,630,701,223 

1 Cowrs operations of following carriers: Alabama Oreat Southern: Columbus & Oreenville; Oulf & Ship 
Island; Gulf, Mobile & Northern; Illinois Central; Loui"ville & Nashville; Mobile & Ohio; Nashville, 
Chattanooga & St. Louis: New Orleans & Northeastern; St. Louis-San Francisco; Southern Ry.; Yazoo 
& Mississippi Valley. 

, Represents property inwstment used in transportation sen'ice including allowance for working capital. 
'Debit . 
• Deficit. 

Income, employees, and traffic, 12 I selected class I roads--calendar years 1929 
and 1938 

Item 

Total operating revenues .. ____ .. ____ . _____________________________ _ 
Total operating expenses __________________________________ . ________ _ 
Taxes _________________________ . ___________ . ___________ . __ . ______ . __ . 

Percent of revenues ____ -________ -_ - -________ -_____ -____________ _ 
Net railway operating income ______________________________________ _ 

Rate of return on investment, percent _________________________ _ 
Net income or deficit after fixed charges ____________________________ _ 
Number of employees _____________________________________ . ________ _ 
Total compensation to employees ____________________ . __ . ___ . ______ _ 
Revenue ton-miles ______ -__ - __ -__ -__ -__ -_ - -_ -- --. _ --_ -- __ -- _ -______ _ 
Revenue passenger-miles ____________________ . ____________________ _ 

1 Deficit. 

1929 

T/lou8and8 
$614,561 
$460,566 

$39,065 
6.4 

$112.098 
4.31 

$64_838 
191 

$299,665 
47,107,001 

2,621,062 

1938 

T/lou8and8 
$631,155 
$272,979 

$31,528 
8.7 

$48,902 
1.96 

1 $7,129 
100 

$177,983 
31,027,723 

1,630,701 

Percent 
decrease, 

1938 under 
1929 

41.2 
40.7 
19.3 

+35.9 
56.4 
54.5 

lU.O 
47.6 
40.6 
33.S 
37.S 

Net income or deficit after fl:f.ed charges, 12 I selected class I roads-calendar years 
1929 to 19:;8 

1929 ___________________ $64,838,162 1934 ___________________ 2$14, 579, 661 
1930___________________ 34,777,423 ]935 ___________________ 219,981,868 
193L __________________ 214,008,206 1936___________________ 9,852,083 
1932 ___________________ 230,787,420 1937___________________ 3,265,853 
1933 ___________________ 210,204,082 1938 ___________________ 27,129,180 

1 Covers operations of following carriers: Alabama Oreat Southern, Columbus & Greenville, Gulf & 
Ship Island, Oulf. Mobile & Northern, lllinois Central, Louisville & Nashville, Mobile & Ohio, Nashville, 
Chattanooga & St. Louis, New Orleans & ~ortheastern, St. Louis-San Francisco, Southern Ry., Yazoo 
'" Mississippi Valley. 

, Deficit. 
Source: Reports of carriers to Interstate Commerce Commission _ 
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Mr. RANKIN. You realize it will be 8 years before this project 
could possiblv give the railroads any competition. 

Mr. PARMELEE. I am going to speak, if I may, about the fact that 
those same 8 years, if the railroad companies get back even a part of 
the traffic they have lost, they can furnish far more employment to 
men than this project could possibly produce. 

May I direct your attention, Mr. Chairman, to the first of these 
statements, which is entitled "Income, employees and traffic, 
railways of class 1 in the United States; calendar years 1929 and 
1938." 

That is a very brief comparison of the operations of railways to 
class 1 throughout the United States for the year 1929, just before 
the present depression began, and for the year 1938, the latest com
plete vear for which statistics are now available. 

I cau your attention to the fact that during that period, or between 
1929 and 1938, the railways lost 43 percent in revenues; their net 
railway operating income, after expenses and taxes, was reduced 70 
percent. 

In other words, they had only 30 percent as great a net in 1938 as 
they did in 1929. In the year 1938 they experienced a loss or net 
deficit of almost $123,000,000. In other words, they failed by that 
amount to meet out of their current revenues their operating expenses, 
taxes, and charges. 

Mr. DONDERO. Does that take into account depreciation? 
Mr. PARMELEE. Yes, sir; depreciation on the equipment, and to 

such extent as depreciation is charged on fixed property. That is all 
taken out. 

I call your attention to the number of employees in the year 1929 
on the railways of class 1, namely, 1,661,000 employees. In the year 
1938 that had declined to 940,000, or less than 1,000,000. That was 
it decline of 43 percent, and closely parallels the decline in rail revenues. 

Notice also the total compensation to employees, which in the 
year 1929 aggregated $2,896,000,000, and in 1938 had declined to 
$1,746,000,000. 

That was Il decline of over $1,000,000,000 in a single year to em
ployees and represented a decline of nearly 40 percent. 

At the bottom of that statement is It brief summary for each of the 
years from 1929 to 1938 of the net income or net deficit of the railway~ 
of class 1 as a whole, after the expenses, taxes, and charges had be('n met. 

You will notice that in the year 1929 they had $896,000,000 of net 
income for that 1 year; that that steadily declined in 1930, and again 
in 1931, and that in 1932 they had a net deficit or a red figure of 
$139,000,000. They remained in the red in 1933 and 1934; came out 
by a narrow margin in 1935, increased their net income in 1936, had 
about $100,000,000 of net income in 1937, and in 1938 slumped back 
into the red by $123.000,000. 

Mr. DONDERO. What is the main cause of that difference of 
$220,000,000 in one year? 

Mr. PARMALEE. Almost entirely decline in traffic, Mr. Congress
man, and I think that will be shown by the fact that in 1937 their 
total revenues were $4,166,000,000, and in 1938 were only $3,565,-
000,000, a decline of over $600,000,000 in 1 year. That is the answer 
to the decline into the red in that year 1938. 
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Now let me call the attention of the committee to the next two 
statements, which deal with the 12 railway companies which operate 
in this particular area covered by the projected waterway. 

The second statement is the longer statement. It is entitled "Prop
erty investment, income account, rate of return and traffic; 12 selected 
class I roads, for the years 1929 to 1938, inclusive." 

I call your attention to the fact that these 12 railroads, whose names 
are given at the bottom of the statement, as a whole constitute a con
siderable railway network. They had in 1938 the 12 combined, nearly 
2% billion dollars of investment in their properties. They took in 
$261,000,000 of revenues, and yet that same group came out at the 
end of the year with a net deficit of $7,129,000. That indicates the 
condition in which those 12 railroad finds themselves at the present 
time. 

A question was asked this morning about two of these railroads. 
which it was stnted almost exactly parallel the route of the proposed 
water route, namely, the Mobile & Ohio and the St. Louis-San Fran
cisco. It mayor may not be significant that those are the only 2 of 
these 12 roads which are now in bankruptcy. One is in the hands of 
a receiver, and the other in the hands of a group of trustees. 

Mr. RANKIN. That is not an unusual condition for them, is it? 
Mr. PARMELEE. I say it may not be significant, but it is the fact. 

The Mobile & Ohio has been in receivership for several years; the 
Frisco has more recently gone into bankruptcy. 

May I call your attention to the last of the 3 statements, which is 
a brief summary for these 12 railroads for the years 1929 and 1938, 
similar to the first statement, which applies to all railroads of the 
country. This statement, too, I think is extremely significant. It 
shows that these 12 railroads in this period lost 41 percent in revenues, 
that their net railway operating income declined 56 percent, and that 
they suffered a deficit of over $7,000,000 in the year 1938, so that they 
cannot be said to be in any profitable financial situation at the present 
time. 

The short statement at the bottom of the page indicates the extent 
to which they have or have not earned their expenses and charges 
during the 10 years from 1929 to 1939, inclusive. 

I again call attention to the number of employees shown on this 
statement. These 12 railroads in 1929 had 191,000 employees; in 
1938 that had declined to 100,000, and the loss between 1937 and 1938 
alone, due to this loss of traffic revenues which I mentioned a moment 
ago, was between seven and eight thousand men, just for these 12 
railroads. 

In other words, if the traffic should come back, from the 1938 level 
only back to the 1937 level, which is a very moderate increase, these 
12 railroads would put on their pay rolls again seven or eight thousand 
skilled railroad men, now out of a job, which would be a greater num
ber than those who would be employed on this particular waterway 
project for a period of 6 or 8 years. 

The CH.URMAN. Mr. Parmelee, speaking of the railroad mileage at 
this time; you say they are abandoning how many miles of track per 
year? 

Mr. PARMELEE. I said the net decrease in the last 10 years had 
been 10,000 miles, which is approximately 1.000 miles per year. 

The CHAIRMAN. One thousand miles per year? 
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~1r. PARMELEE. On the average. This does not apply to every 
single year, but that is the avernge. 

The CH.URMAN. I understand. Xow, then, has the tonnage of 
these railroads decreased in the same proportion, or do they handle 
more freight than they did then'? 

Mr. PARMELEE. You are speaking now of the lO-year period? 
The CHAIRMAN . Yes. 
Mr. PARMELEE. No, their tonnage has gone down more than the 

mileage has gone down. That will be clear from this first statement 
which I presented to the committee. 

The CHAIRMAN. I want to call your attention to a matter. Five 
years ago we had a hearing here, and Mr. Forsberg, the chief engineer 
of the Pittsburgh and Lake Erie Railroad, made a very full statement 
before the committee and said that their road was now handling from 
112 to 115 cars in a train, with iO tons to a car on the average, with 
1 engine, a Mikado, when 60 years ago, thp road that I worked for 
handled 30 cars to a train, 15 tons to a car, on the average. That is 
450 tons to a train. The Pittsburgh & Lake Erie now has some 
eight or nine thousand tons to a train, and employs the same number 
of men in a crew, 5 men. Of course, the Pittsburgh & Lake Erie is a 
railroad with much higher tonnage than the average railroad. 

Mr. PARMELEE. And it has a peculiar kind of tonnage, if you will 
remember; coal, iron ore, and steel. 

The CHAIRMAN. Yes; coal, iron ore, and steel. Now, there are 5 
men handling say 8,000 tons, when 50 years ago 5 men handled 500 
tons. Now, if they had to employ the same number of men per 
thousand tons that they did a half century ago, they couldn't--

Mr. P ARMELEE. The thought that was running through mv mind 
as you were speaking was that if such a situation were put into effect 
at the present time you would find your freight rates at least doubled, 
and probably more than doubled. 

Mr. VOORHIS. I think we have figures on a cost per ton-mile of 
freight. 

Mr. P ARMELEE. Yes, we have. 
Mr. V OORHIS. And that has gone down. 
Mr. PARMELEE. That has gone down, it has gone down steadily 

especially since the war, 1921. As a matter of fact, the average length 
of a train has not increased greatly in the last 10 or 15 years. The 
average is 47~ freight cars per train. That is freight-carrying cars per 
train. . 

The CHAIRMAN. That is in the mountainous districts and all? 
Mr. PARMELEE. That is the average of the whole country; yes. 
Mr. CULKIN. We had testimony here from one of the brotherhood 

representatiYes, at a former hearing, to the effect that when he started 
railroading, one train with 5 men carried so much tonnage, while at 
the present time one train carries 40 times as much tonnage with the 
same crew of 5 men. In other words, there has been a reduction in 
employment. It has gone down practically 40 times since that period. 

The CHAIRMAN. But they have been up against a proposition of 
building much more expensive tracks, bridges, and things of that kind. 
They had to build enormously to handle this additional traffic in a train. 

Mr. P ARMELEE. May I address myself for a moment to this state
ment about the increase in the trainloads? It may be true, as the 
Congressman has stated, that a particular train is handling 40 times as 

14 7i5;--"39-6 
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much freight today as it was some ~ears ago. That is not true, 
however, of the general average of all freight trains. The average 
trainload, the number of tons in the average freight train last year, 
was not greatly in excess of what it was in 1920 and 1921, immediately 
succeeding the war period. There has not been a very great increase. 

Mr. CULKIN. Well, you see that would not apply generally. It 
would apply where there was bulk commodities being transported 
over a particular area. 

Mr. PARMELEE. It might apply. Take all kinds of freight trains 
carrying heavy commodities, and the lighter goods, and all kinds of 
business, and you will find there has been probably not over 15 or 20 
percent increase in the average trainload in the last 20 years. I 
make that statement based on official statistics of the Interstate 
Commerce Commission. 

Mr. RANKIN. The railroad transportation system virtually broke 
down during the war, didn't it? Didn't it break down to the point 
where it was virtually unable to carry the load? If we had had our 
inland waterways it would have been a great relief to us in those trying 
times, wouldn't it? 

Mr. PARMELEE. Mr. Rankin, I don't think it an accurate state 
ment to say the railroad system broke down during the war. What 
did happen was because of the great number of so-called priority per
mits issued without any control, with no clearing house through which 
they were cleared, and there was congestion at certain points, par
ticularly in the eastern ports, but simply because the freight came in 
there faster than it could be taken care of. That was not the fault of 
the railroads. They handled the freight, but when they got into some 
of the important ports, and as freight cars were held up there on siding 
for days at a time-first of all, the tracks were congested; in the second 
place, the freight cars were held there idle with this freight in them, 
not able to be shunted back to where they could handle additional 
and other loads, and in the third place, the expense of the handling 
was greatly increased. 

Mr. DONDERO. May I observe at that point, if my recollection is 
correct, the Government took over the railroads and attempted to run 
them during the war. 

Mr. PARMELEE. Yes; they were in the hands of the Government. 
Mr. RANKIN. The Government did not change the men running 

the railroads. You don't claim that, do you? 
Mr. P.ARMELEE. They changed a good many of them. 
Mr. CULKIN. I read a statement the other night to the effect that 

the railroad men did run the railroads during the war. That was by 
Mr. McAdoo. He said that the railroad men ran the railroads during 
the war and he was not going to foul his own nest by attacking Govern
ment operation during the war. As a matter of fact, the Government 
was very good to the railroads after that period and during that period, 
wasn't it? 

Mr. PARMELEE. That is a large subject to open up. Just what do 
do you mean by pretty good to the railroads? I would be glad to dis
cuss that, if you--

Mr. CULKIN. I mean while they were operating them, they were 
extremely generous in appropriations, and subsequently when they let 
them go, they gave them a couple of billion dollars in material and 
funds. 
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The CHAIRMAN. The Government provided for the maintenance 
during the 26 months of operation, and the last year of the Govern
ment maintenance of the railroads, the maintenance was more than 
three times the average maintenance that the railroads themselves 
put into their equipment and tracks, so you see they were good to 
the railroads in providing them with equipment and with upkeep 
which the railroads themselves did not supply for themselves. Per
haps they were not financially able to do so, but those are the facts. 

Mr. PARMELEE. Mr. Chairman, I didn't come here prepared to go 
into all the minutiae of the Federal control period, but I think when 
yOU speak of expenditures in terms of money, and say that a certain 
amount was three times as great as a certain other amount, you have 
to take into account the fact that during that war period and sub
sequently prices were all out of control, and that wages had gone up 
very materially. 

The CHAIRMAN. That is true. That accounted for a good deal of it. 
)'lr. P ARMELEE. The cost of buying those materials and placing 

them in the tracks or elsewhere had materially increased, and those 
facts have too be taken into account when you try to make a comparison 
as to the question of the expenditures, or gifts or grants, as the Con
gressman has expressed it. In the first place, the Government when 
they took the railroads over agreed to pay the operating expenses. 
Those expenses were under the control of the Railroad Administration. 
They were under the control of the Director General of Railroads, 
who was not a railroad man, and the rates were increased or decreased 
by Executive order of the Director General, and the wages were 
increased in the same way. 

The CHAIRMAN. The latter part of the administration was under a 
railroad man. 

Mr. PARMELEE. Mr. Hallies was, but the major changes went on 
under the control of Director General McAdoo. 

Mr. CULKIN. You don't want to argue, do you, that Mr. McAdoo 
did not rely for his technical direction and information on railroad 
execu t.i ves f 

Mr. P ARMELEE. I don't know how far-
Mr. CULKIN. You don't mean to say that. 
Mr. PARMELEE. My belief is that 'in some of "these matters Mr. 

McAdoo used his own judgment. Whether because or or in spite of 
the advice that he received from his staff, is, of course, a matter for 
speculation. 

Ma.y I go on just a minute? The Government was to pay all the 
expenses, and was to pay as a rental for the railroads a sum which 
was an average of the amounts actually earned by the railroads 
themselves during a 3-year test period prior to the war. That was 
fixed by the Government. To whatever extent the Government 
failed to earn that rental out of the operating revenues of the railroads, 
of course, that had to be charged against the appropriations made by 
Congress. I don't think that that can be called a gift or a grant 
to the railroads. The Director General, if he had so chosen, could 
have increased the rates more than he did, and Heaven knows, he did 
increase the rates considerably. But he did not choose to do so. 

When it came to the end of Federal control the Transportation 
Act of 1920, if you gentlemen will recall, was approved on February 
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29, 1920. Thnt was the day before the milroads went out of the 
hands of the Government. They went out at midnight that night. 
The railroads came back to their owners and operators at a time when 
prices were Yt'r.f much higher than were justified by the rates and the 
revenues of the railroads. Cp to that tIme the Government hnd been 
meeting the deficits. They were now turned back to the railroads 
in that position. Thl'l'e wasn't time between the time the lnw was 
signed, some time on the day of February 29, and that midnight, to 
make thp, necessary adjustments in wages, in rates, and in other traffic 
factors. The Congress recognized that lack of balance which e~;sted 
at that time, and therefore put in what is known as the 6 months' 
guaranty pellod, during which these changes could be made. and 
they were made. 

That was the reason for the guaranty period of 6 months from 
~1arch 1 to September 1, 1920. 

During that period, as you will recall, the Interstate Commerce 
Commission took the time to make a very thorough investi~a tion of 
rates, freight and passenger rates, and made very materialmcrellses 
in those rates. At the same time the Railroad Labor Boon\, which 
was created by that act, 2 months later, in May, made a considerable 
inerease in railway wage rates, so that the rate st~ucture of the railroad 
went up during those 6 months and the wage structures went up con
siderably during those 6 months, and it was for that reason that the 
Congress in its wisdom created this so-called guaranty period. It 
was not a gift or a grant to the railroads; it was to take care of the 
increases for which the railroads were not responsible. 

Mr. CULKIN. How much did that amount to? 
Mr. P.\RMELEE. Approximately $525,000,000. 
~Ir. KIRWAN. What raised the expenses of the railroads during 

tha t period? 
Mr. PARMELEE. One was the increase in wage rates made by the 

director general, and that was done by his own executive order; the 
other was, of course, the very large increase in the price of materials 
and supplies. 

~Ir. KIRWAN. No; that wasn't it. 
Mr. PARMELEE. 'Which was the result of economic factors. 
Mr. KIRWAN. What raised the expenses of the Government is 

something else. I worked on the railroads for 25 years. If you go 
along the railroad tracks today you will find three-quarters of the 
towers are operated by four men. During the time the Goyernment 
had it, during the war, every one of them was loaded up with form('r 
railroad men who had been crippled, sitting up in those towers to 
expedite the traffic. Consequently they put on thousands of them. 
Immediately after the war came, they closed them up. 

Now, if we went into an emergency tomorrow, do you think there 
are enough railroads in this country to handle such an emergency? 

Mr. PARMELEE. I made the statement this morning-
Mr. KIRWAN. I am asking it again, now. 
Mr. PARMELEE. I was asked a question somewhat similar to this, 

and I made the statement that it is the considered opinion of those 
responsible for the opemtion of the railroads that if an emergency 
came tomorrow they could handle it with the present plant, in its 
present physical condition-they could handle at least 25 percent 
more freight traffic than they are handling today, and with enough 
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mon!'." in hand to put th!' locomotives and fr!'ight cnrs back into run
ning condition, h!'cHuse there is an unusually large percentage ill bad 
ordf'r at the presf'ut time-if those units wE're put bark. all of them. 
into opernting condition. they could handle from 45 to 50 percent 
more freight traffic than they are todny_ 

:\Ir. KIRw.-\N'. If an emergency should come, could they handle the 
situation '? 

:\1r. P.-\RMELEE_ Immediately; yes, tip to 25 percent; within 6 
months up to 50 percent. 

:\Jr. KIRWAN. I am asking the question in view of what happened 
to the railroad companies in 1920, when they placed an embargo on 
pretty nearly every railroad in the country. We didn't even handle 
the emergency then. They couldn't meet the situation. They were 
completely bJlOken up. It took 3 weeks to open up one railroad track 
in Buffalo. And that was not an emergency; that was just an every-
day occurrenc!'. -

:\'fr. PARMELEE. I didn't quite finish the Federal-control period. 
Someone spoke of a grant or a gift to the railroads. The agreement 
the Government made with the railroads was that the tracks and 
facilities were to be kept in the same condition, as good as they were 
when thev went into the hands of the Goyernment. As a result of 
that agreement, and following the period of Federal control, when the 
settlements were made by the Director General of Railroads. the 
Director General found it necessary to pay to a number of the railroads 
large sum of money which represented the failure of the Railroad 
Administration to keep those tracks and facilities up to the le\'el at 
which they stood when they went into the hands of the Government. 
That neither was a grant nor a gift to the railroads. That was part 
of the contract. 

Mr. CULKIN. How much did that amount to? 
Mr. PARMELEE. As I recall it, about $180,000,000. 
Mr. WILLIAMS. Did the Government during this operation make 

anyeharge for freight handled for the Government? 
Mr, PARMELEE. No; there was no charge for that. To that extent 

it was in part a payment, as you might call it, for Government traffic. 
Let us go a step further. The Government at that time provided 

a so-called revolving fund to help the railroads finance some of the 
improvements which they found to be necessary. That was in section 
210 of the Transportation Act. That was not a grant or a gift. It 
was money loaned to the railroads at 6-percent interest, and that 
revolving fund, which amounted to t.wo or three hundred million 
dollars, plus other loans, made to the railroads, in all totaling some
thing like $1,000,000,000 of loans to the railroads-of that $1,000,-
000,000 more or less, the Government has received back all but 
$38,000,000, with interest at 6 percent. That could not be called a 
grant or a gift to the railroad. 

This situation, Mr. Congressman, you spoke of, that went on through 
1920 and 1921, and even into 1922, was in part the result of the physical 
condition of the railroads which they encountered when they came 
out of Government control. 

I don't say it was all that. 'Ye also had, as you remember, two 
coal strikes at that time. 

:\ir. KIRWAN. I am not interested in the expense account of running 
the railroads. I am asking the question, Could they transport or 
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handle the business of this country in the case of an emergency? I 
say "no". 

Speaking now as a railroad man of 25 years' experience, I can state 
that I, as a sergeant in the Army, had to post up copies of notices, in 
Camp Dix, on a Saturda:r, that no soldiers were allowed t.o ride on 
passenger trains, even though he was wearing the uniform of this 
country, and between Philadelphia and New York there was no room 
to ~arry them on a passenger car. I say that because I tacked that 
notIce up as a sergeant. 

I also call your attention to Florida, just a sort of a boom tOWI1. and 
your two railroads, the Atlantic Coast and the Seaboard, put an em
bargo on so that hard.ly anything except perishable stuff could enter or 
1eav:-e that area. That was not an emergenc~·. It was an. everyday 
busmess occurrence, and you couldn't handle It. That .. 'as U1 1924 or 
1925. 

:Mr. PARMELEE. Do you recall any amergency or congestion of that 
sort that has occurred since then? 

Mr. KIRWAN. That is the question I asked. Could vou handle an 
emergency, not an everyday business occurrence? -

Mr. PARMELEE. I have given you the best answer I can, based 011 

the opinion of those who know, and the answer is yes. 
Mr. KIRWAN. But according to the record they couldn't handle it 

when they were put to the test. 
Mr. PARMELEE. Remember also, that since 1925, this time you have 

spoken of, the railroads have spent a great deal of money in capital 
expenditures on their roads. They have a much better plant, both as 
to tracks, rolling stock and all. They have spent between five and six 
billion dollars in net capital expenditures in that period. That has 
to be taken into account when you are talking about 15 years ago. 

Mr. KIRWAN. In my own opinion, the railroads cannot handle the 
business if we ever get into an emergency, and the testimony of an 
Army general with 50 years' experience, is to the effect that you 
couldn't handle it. 

Mr. VOORHIS. Mr. 'Witness, you spoke about the tons a train 
carried. What is the capacity of your cars now, oyer 80,000 pounds? 

Mr. PARMELEE. The average i8-
The CHAIRMAN. About 49 tons, isn't it? 
Mr. PARMELEE. ~~orty-nine and a fraction tons is the average. 
Mr. VOORHIS. There are none over 100,000 pounds? 
:Mr. PARMELEE. Yes; there are some coal cars which go above that, 

but they are not typical of the average freight car. 
May I sav by way of final comment on this subject, regardless of 

the facts as to whether the railroads could or could not meet an 
emergency, and that is, of course, a matter of opinion and judgment 
of those best qualified to express an opinion, the best way to impov
erish the railroads and produce the emergency that is being spoken of 
here is to produce more competition for them. That would be one 
of the most effective ways I can think of to make the railronds less 
able to meet an emergency thnn they are today. 

May I refer very briefly to the Federal Barge Line, ~Ir. Chairman. 
The Federal Barge Line, as the committee is well aware, is a Govern
ment organization operating on the ~Iississippi and the W·arrior 
Rivers, and has been opewting since 1924; also on certain other 
rivers for shorter periods. 
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A comparatively small section of its opemtion is on the Warrior 
River; that is, from New Orleans down, along the Gulf coast and 
up through ~Iobile and so to Birmingport, the river port of the city 
of Birmingham. 

That is a comparatively small part of the Federal Barge Line 
operation. 

The Federal Barge Line operates in a much better position than 
any common private carrier could possibly operate, such private 
carriers as you may have on this project. It is financed by the 
United States Government and pays no interest on the money which 
has been advanced out of the Public Treasury for its capital. It 
pays no taxes, absolutely no taxes whatsoever, because it is a Govern
ment instrumentalitv. 

Mr. RANKIN. Yoii understand there is the separate project in there 
now, to extend that--

Mr. PARMELEE. That may be. 
Mr. RANKIN. Your railroad is opposed to that, too--
Mr. PARMELEE. I am not taking any position on that, Mr. Rankin. 

I am just speaking as to the facts of the financial results of this par
ticular operation. I am developing that for the moment. 

The Federal Barge Line, as I have stated, pays no taxes and they 
are not subject to certain overhead costs which a private carrier must 
pay. The salary of their president is paid out of the War Department 
appropriation, and they have offices here in the city of Washington 
free of charge, and they have free use of the mails and they get tele
graphic allowances from the telegraph companies, and have a number 
of other Government privileges which a private carrier does not have. 
Despite all those advantages, and on this comparatively small opera
tion, they have lost every year on their Warrior River operation, 
every single year they have failed to take in enough revenues from 
their operations to meet their operating expenses, not taking into 
account any fixed charges or rate of return or taxes or anything of 
that sort. 

Mr. RANKIN. I think in Birmingham and Memphis they have 
forced the railroads to bring their rates down. 

Mr. PARMELEE. When you get into rates, I think you will have to 
ask that question of a traffic man. 

Mr. RANKIN. I am halfway between ~femphis and Birmingham. I 
know Memphis and Birmingham both get cheaper rates than they did 
because they had more competition. They have a great deal cheaper 
rates, and that is what we people of the interior are looking for. 

Mr. PARMEJ,EE. The point I am making, Mr. Chairman, is this: 
When you have a Governmpnt operation which is in that same terri
tory, and it fails and has failed consistently for 15 years, since 1924, 
to earn its expenses, the question, I think, might well be raised and 
considered as to whether private carriers operating on this project or 
some other project in that general territory, would be able to com
pete wit.h the railroads on a rate basis which will give them a competi
tive advantage and at the same time make any money. 

I think the question is wpll worth raising for consideration. 
Mr. RANKIN. You don't take into consideration the Inillions of 

dollars the people of BirIningham-and Birmingham is where they 
have seyeral of the biggest railroads--you don't take into considera
tion the savings becanse of reduced rate!'; which this barge line has 
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compelled the railroads to furnish them. Those benefits you dis
regard altogether. That is the trouble with you railroads; you over
look us fellows who pay the freight. If you take into consideration 
the reduction in freight to the people of Birmingham and give them 
credit for that, you would hnve to ndmit that the barge line has done 
an overwhelming good. 

1h. PARMELEE. It may be, ~1r. Rankin, that the Government 
operation, if the Government is willing to go in and subsidize opera
tions to thnt extent, will do t,hat very thing, but I am talking now 
about a private carrier which would have to pay its own way. It 
doesn't have a Federal Treasurv to fall back on. Whether they could 
operate at those rates you speak of and at the same time make any 
mone.v, is a different thing. 

The CHAIRMAN. On the \Varrior there are quite a number of com
mon carriers besides the Government-operated line. Mr. Oliver, some 
6 or 7 years ago, put a list of them in the record. There were five or 
six private companies there engaged in common-carrier service. 

Mr. PARMELEE. Were they making any money, Mr. Chairman'? 
The CHAIRMAN. I couldn't tell vou about that. 
Mr. PARMELEE. ~fay I close tilis section by quoting from a com

mittee report filed with the President of the Umted States by three 
members of the Interstate Commerce Commission last year. That 
committee, as you will recall, was designated by the President and 
asked to make a general survey of the transportation situation. They 
worked rapidly and brought in a report about 3 weeks later. 

Mr. CULKIN. What report was that? 
Mr. PARMELEE. It is known generally as the Splawn committee 

report. It was a committee headed by Mr. Splawn, then chairman 
of the Interstate Commeree Commission, and the other two members 
were Mr. Eastman, formerly Federal Coordinator, and Mr. Charles D. 
Mahaffie, also a member of the Interstate Commerce Commission. 

The committee said, in discussing the low state of railroad freight 
traffic, and indicating to some extent at least the causes for the low 
state of freight traffic: 

For the immediate low state of railroad freight traffic the present marked recess 
in industrial activity throughout the country has a very large measure of respon
sibility, but its effect has been greatly aggravated by the influence of a factor of 
continuing and growing importance, namely, the competition with other forms of 
transportation. 

Mr. CULKIN. Did they say anything about the public that pays the 
freigh t in there? 

Mr. PARMELEE. I think, Mr. Congressman, the Interstate Com
merce Commission does represent the American people. 

Mr. CULKIN. I am asking you did they say anything right there 
about the public? 

Mr. PARMELEE. There is nothing in that particular paragraph, if 
that is what you mean; no, sir. . 

I close with another extract from the same report, at page 25, whICh 
indicates what the result has been of this 8 or 9 years of depression, 
aggravated, as they say, by increasing competition. 

Mr. RANKIN. You don't know who wrote those words for the Inter
state Commerce Commission. 

Mr. PARMELEE. You mean the individual, Mr. Rankin? 
Mr. RANKIN. Yes. 
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The CHAIRMA". "·IlS he a brain truster? 
Mr. RA~KI~. You know the railrood lllwvers are the broin trust of 

the Interstate Commerce Commission. . 
Mr. CrLKIN. ~ray I interject there nnd sny that the rnilroad 

lawyers are the oblest lawyers in America? 
Mr. PAR~fELEE. May I make this statement to the committee, Mr. 

Chairman? While this report was signed by only three members of 
the Interstate Commerce Commission, tlley said in the introductory 
section of their report, that every member o~ the Commission, except 
one who happened to be out of town at the tIme, endorsed the report, 
so that you may take it, J think, os virtually the unanimous opinion 
of the commission as a whole. 

r will end this section by this final quotation from the Splawn com-
mittee report. . 

They said: 
At the present time 37 class I railways are in the hands of the COllTts; 10 of 

them in receivership and 27 in trusteeship. 

Mr. WILLL\MS. ""hat percentage did that represent? 
Mr. PARMELEE. A little over 30 percent of the mileage. 
Mr. WILLBMS. It is at the present time? 
:Mr. PARMELEE. It is a little worse at the present time. I think 

two more railroads have gone into bankruptcy since that time. 
The unmatured funded debt of all railwavs in the hands of the courts amounts 

to approximately $3,190,000,000; the amount of their bonds that ha,'e matured 
and are unpaid is over $577,000,000, and the interest on these and other bonds 
in default for as much as 90 days or more, has accumulated until at t.he close of 
1937 it was over $491,000,000, Of this amount $354,500,000 is owed by rail
ways in the western district, The excess of interest accruals over interest pay
ment is running now over $100,000,000 a year, At the present time it is safe 
to say the unpaid interest has accumulated to o,'er 5600,000,000. 

That, ~1r, Chairman and gentlemen of the committee, is the 
effect of these various causes which I haw been trying to outline this 
afternoon. 

The CHAIRMAN, Let me make a little suggestion for you to think 
over. Isn't it a fact that the railroads that ore operating in some 
sections of the country-we will say some districts-where traffic 
is handled by waterways, aren't those the most prosperous railways 
in the rnited States today, under the present conditions? On the 
other hand, the railroads out in the West, in the Rocky ~lountain 
regions, where there are no waterways, and in Texas, where they 
have no inland waterways in operation, the railroad rates are 48 
percent higher than they are in the eastem district, as I understand, 
and the railroads seem to be less prosperous there than they are in 
the Northeast where we have a great deal of water traffic? 

A great many years ago there was a statement put in the record 
here to the effect that in 1900 the water traffic in the Pittsburgh 
district, in the Alleghany and ~lonongahela and Ohio was about 
9,000,000 tons a year; the railroad traffic at thnt time in the same 
territory was about 47,000,000 tons. At the end of 1925-1 may be 
mistaken in the exact figures, but 1 will correct them tomorrow-':"'the 
waterway traffic had increased to about 40,000,000 tons and the rail
road traffic to 1 i3,000,000 t.ons in the same length of time, in far 
greater proportion than the waterway traffic increased. How do you 
account for that? 
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1Ir. P.\RMELEE. 
The CH.\IRlL\X. 
~Ir. P.\Rl1ELEE. 

since 1920-

What period of 25 veal'S was that? 
From 1900 to 1925~ 
I would suy everything and anything has happened 

The CH.URM.\~. ~Iy totals mny not be exnctly correct, but they are 
approximately correct. 

Mr. P.\RMELEE. Economic conditions and competitive conditions 
are entirely different and have been since 1925 than they were in the 
previous 25 years. 

Answering your direct question, I am not prepared to give vou an 
unqualified answer. I think it is dangerous to generalize about such 
things, if I may say so without offense. 

The CHAIRMAN. You may be correct--
Mr. PARMELEE. I want to call this to your attention; that some 

railroads that do not seem to be directly affected by water competition, 
or the fact that waterways are in their territory, may yet be indirectly 
affected. They join in through traffic involved in waterway opera
tions, and do not forget the influence of the Panama Canal on the 
western railways, and the fact that that has only been open since the 
early 1920's. 

The CHAIRM.-\N. That canal handles only about 25,000,000 tons a 
year, and much of that was foreign traffic which the railroads would 
not handle. It is a mere drop in the bucket. 

Mr. PARMELEE. Seven million tons pass annually through the 
Canal from one coast to the other, either from the Atlantic to the 
Pacific or vice versa. That traffic is unquestionably directly com
petitive with the railroads. I don't see how it could be taken as 
anything else but that. 

Mr. CULKIN. Would you abolish the Panama Oanal? 
Mr. PARMELEE. Seven million tons is certninly a considerable traffic. 
Mr.OuLKIN. Would you abolish the Panama Canal? 
Mr. PARMELEE. No; I am not advocating that, but I am simply 

commenting on the fact that the chairman was speaking of the fact that 
these western railroads, apparently wi.thout contact with water trans
portation, were less prosperous. I say that the Panama Canal 
affects every one of these transcontinental railways, even those that 
operate in the Korthwest, possibly 2,000 miles away. 

Mr.OuLKIN. It must be infinitesimal, especially when you consider 
the volume, 7,000 tons--

~:Ir. PARMELEE. I say 7,000,000 tons. And remember, Mr. Chair
man, that is a long haul; ~,OOO miles or more. 

Mr. C"C'LKIN. And especially when you consider the fact that these 
ships, intercoastul, are pa~'ing tolls, a 1O,000-ton ship is paying a 
toll of--

The CHAIRlIAN. $1 a ton. 
Mr. OULKIN. And there are tolls on the passage each way. It 

seems to me that is something--
~:Ir. YOORHIS. At the time they put in the Panama Canal, didn't 

the railroads reduce their transcontinental rates because of the 
Panama Canal, which automatically reduced their revenue per ton 
and decreased their total re"enue, not because the freight was diverted 
to the Canal, but because of the cheaper rate at which they were 
hauling it from coast to coast? 
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:\Jr. RAXKIN. They reduced their rate, coast to coast, and applied 
the cost on the people in the interior. You can ship goods from 
~ew York to Sun Frnneisco cheaper than :vou can put them in Iowa. 

:\lr. PARMELEE. I am afraid I can't answer that question, :\Ir. 
Chairman. I am not familiar with that situation. I am not trying 
to argue the Panama Canal situation here. I just pointed out that 
there is that traffic. 

~Ir. DONDERo. It seems to me if the American people have any 
qua.rrel with the railroads over the question of rates, as my good 
friend here from Mississippi has been advancing here all afternoon, 
their quarrel ought to be with the Interstate Commerce Commis8ion 
that fixes the rates and not the railroad bodies themselves, and in spite 
of the high rates, which seem to be the burden of the discussion, 
the railroads find themselves in an insolvent condition. What will 
be the condition if we continue to either depress the rate or increase 
the competition? It will mean they will all be in the hands of a 
receiver or in bankruptcy. 

~lr. PARMELEE. I think you have put your finger on the nub of the 
problem, and I want to reemphasize and perhaps make stronger a 
statement I made this morning about the Interstate Commerce 
Commission's control over rates. I have talked to some of the traffic 
men in the interval, and find in their opinion not less than 75 percent 
of the freight revenue denved by the railroads today from their 
traffic is derived from traffic as to which the Interstate Commerce 
Commission has initiated and formulated the rate structure. That 
applies not only to the class rates, to which I realier referred, but to a 
great many of the commodity rate structures, so that to a very large 
degree those rates are the childrElll, if you can express it that way, 
of the Interstate Commerce Commission. 

No,,', may I refer to my last point for a moment, and that is the 
lack of a national transportation policy in this country? It has seemed 
to us that a proposal of the kind before you now, or any similar pro
posal, should tie in with the formulation of a transportation policy 
which should envision not just waterways, not just railways, but all 
agencies of transport, and I take as the keynote of that statement a 
single brief but very telling sentence in the special message which the 
Congress received from the President of the United States in June 
1935, on the state of the railroads, and this is the statement: "It is 
high time." he said, "to deal with the Xation's transportation as a 
single unified problem." 

The President was more than sound when he made that statement. 
and the way he stated It-''It is high time"-indicatEls his belief that 
there hud been It lack. up to that time at least. of eonsiderntion of a 
nu tionll I policy. 

"\Vithout burdening the committee with details. you will recall that 
the Federal Coordinlltor of Transportation, in a number of his reports 
from 1933 to 1936, emphasized the "ital importance of working out a 
unified transportation policy. He submitted. in ('xact lnnguflge. the 
policy which he would be glad to see the Congress adopt. The Splawn 
commiHee reported about a year ago to the President, and had several 
vital and significant statements to make along the same lines. The 
Committee of Six last December reporting to the President at his 
request made somewhat similar recommendations, and the Splawn 
committee also went to the extent of suggesting to the Congress that 
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an nuthoritntiye committee or board or group be set up, to do two 
things, to study the fitness and economic adaptability of each form of 
transportation to the needs of the country, and to consider the extent 
to which any form, any agency of transport, railways, waterways, or 
what not, are being unduly benefited by Goyernment subsidies. A 
proyision to that effect. that such a study should be macIe by an 
authoritatiw body is in some of the legislation before the Congress 
at the present moment. 

':\Ir. CVLKIX. In any of these bodies were waterways represented? 
':\lr. P.\Rl\IELEE. The conference held bv the President at the White 

House had n very huge number of groups represented--
':\1r. CrLKI~. ". as there any stage in these dealings where water 

transporta tion had represen ta tion? 
':\1r. P.\R~IELEE. I am not sure about these "'hite House confer

ences--
':\1r. CULKIN. You are familar with the history of this more than 

I am. Do vou know as a ma iter of fact that there was any time wheu 
waterways ;,-ere represented at these conferences? . 

.:\Jr. PARlIELEE. You will recall these conferences at the White 
House were largely made up of Government officials. There were 
three representatives from the Interstate Commerce Commission-

Mr. CL'"LKIN. I am talking about when it got to the stage where a 
board or group was appointed here to draft legislation. Was what
ever represented as such? 

Mr. PARMELEE: I can't answer that question, because there have 
been a number of bills introduced both in the House and the Senate-

Mr. CULKIN. That is not my question at all. 
Mr. PARMELEE. As to the background--
.:\11'. CULKIN. I will waive my question. 
':\lr. PARMELEE. I am trying to answer it as fully as I can . 
.:\-11'. CULKIN. I am sorrv. 
':\1r. PARMELEE. This iegislation that has been introduced, we 

don't know the background of it. Chairman Lea has introduced-
Mr. CL'"LKIN. You don't expect me to believe that, do you? 
':\Ir. PARMELEE. Sir? 
':\Ir. CULKIN. Of course the original bill was the Lea bill which was 

drawn bv a committee of six. 
:Mr. PARMELEE. I beg your pardon. The Lea bill was not drawn 

by the committee of six at all. 
, Mr. RANKIN. Gentlemen, there is a man sitting here who has been 

here all afternoon waiting to speak on behalf of the brotherhood, and 
I think we have covered everything from the Panama Canal to the 
North Pole with this gentleman. Can't the gentleman bring his 
remarks to a dose? It is now 4:35. 

Mr. CULKIN. I think I am partly to blame for the delay. I think 
the witness ought to be permitted to finish. 

Mr. PARMELEE. ~lay I finish with this one suggestion, which I 
will leave with the committee, and that is that in view of this pro
posal now actively before this Congress for authoritative studies of 
all these questions, it seems to us this is not the time to embark 011 

any large project until those studies have been completed by an 
authoritative body or group of individuals. I thank you very much 
for your kindness and your patience. 
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The CHAIRMAN. I have been listening for 20 y"ears or more to rail
ways Rnd wRterways. Can you or any other man present or absent 
place in the record the name of any railroad that has been injured 
by an inland waterway navigation improvement? Can you state 
which railroad it was, which waterway it was, and the amount and 
type of traffic it took away from the railroad? I would like to have 
those things put in the record. I have called for that information 
for many years and have never been able to get it. I would like to 
have the facts as best we can. 

Mr. RANKIN. You may extend your remarks in the record, ~Ir. 
Parmelee, and put that in. 

Mr. P ARMELEE. Thank you . 

• STATEMENT OF 1. G. LUHRSEN, EXECUTIVE SECRETARY, RAILWAY 
• LABOR EXECUTIVES ASSOCUTION 

~1r. LUHRSEN. My name is J. G. Luhrsen, executive secretary, 
Railway Labor Executives Association. 

The CHAIRMAN. Where are you located? 
:Mr. LUHRSEN. 10 Independence Avenue, Labor Building, Wash

ington. 
First of all, I want to say our objection to this project is, of course, 

because we believe it will cause more unemployment of railroad work
ers; second, however, I feel that we would rather deal with facts and 
know something more about this. I had no particular advance notice 
of this particular case until Friday, and we usually develop the figures 
of actual loss of employment as best we can, which I did not have 
particular opportunity to do in this case. 

For example, the Kansas Pipe Line Co., when they filed their 
application for a certificate of public convenience and necessity before 
the Commission, we had practically 3 months to investigate. Our 
position is we have legislative men in the States, and we have general 
and divisional chairmen on every railroad, and we ask for the informa
tion direct from them as to how it is going to affect them and what 
business will be lost. In that way we can figure out in more precise 
manner what the actual loss is. 

However, if I go back to 1920 and tell you we had 2,022,000 rail
road employees, with a pay roll of $3,681,000,000--

Mr. RANKIN. Repeat those figures. 
Mr. LUHRSEN. We had 2,022,000 employees with a pay roll of 

about $3,681,000,000; today we have 940,000 employees, WIth about 
$745,000,000 of pay roll. That is more than cut in two. 

Speaking for the particular class which I represented for 22 years, 
our train dispatchers force has been practically cut in two. We think 
we have suffered enough--

~Ir. R.~NKIN. You said there were 2,022,000. 
Mr. LUHRSEN. That is right in 1920. 
Mr. RANKIN. With a pay roll of $3,000,000,000-
Mr. LUHRSEN. $3,681,000,000 pay roll. 
Mr. RANKIN. That figures about $1,800 apiece. 
Mr. LUHRSEN. Yes. 
Mr. RANKIN. How many have you now? 
Mr. LUHRSEN. We have 940,000 employees, with a pay roll of 

$1,746,000,000. 
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That is as we look at it, and we chief executives have discussed at 
various times for a number of years, when a resolution is passed, ask
ing for an Army officer to come in and make a report, we have felt, 
because of the knowledge the Interstate Commerce Commission has 
of transportation generally, that it would be well to have some other 
authority besides just one particular governmental agencv make a 
report, have the investigation broadened, make it of widervscope. 

For example, we have men in the field right where this project is 
being contemplated that could be helpful with information. They 
know what work they ,,,ould lose and how it would affect them, and 
I think the scope of the investigation should be broader before a report 
comes in here reporting favorably on this situation. 

Mr. CULKIN. Surely the gentlemen knows the engineers give at 
least three hearings on this question where all parties interested mav 
come in and be heard. There is a hearing originally when the project 
goes into the field, then a hearing before the engineers, then there is 
an appeal and ultimately a hearing before this committee. 

Mr. LUHRSEN. That might be right. The trouble is, just like 
before the Commission, they have lots of hearings we know nothing 
about, and we have to be on the lookout every day to see what is 
happening on these truck-line cases and barge lines and everything 
else. We have to be Johnny at the rat hole. We don't get -notice 
of these things and we are not in these hearings half the time when we 
really would like to be in them from the start. 

Mr. RANKIN. If we did that, we would be under the same obligation 
toward the farm organizations. 

Mr. LUHRSEN. I think they would be interested, too. 
Mr. RANKIN. They would want to come to the hearings and this 

thing would be interminable. 
Mr. LUHRSEN. Sin~e it is for the public benefit, I think they ought 

to have the opportunIty. 
Mr. RANKIN. It would take 5 years to hold these hearings. 
Mr. LUHRSEN. I would rather deal with the proposition and have 

it sound when we do have it, than have something that is unsound 
and temporary instead of permanent. 

Without taking much of your time, there was some disc.ussion this 
morning as to the benefits the people received through different 
advances made to various groups of transportation. I do feel that I 
should put this notice in the record, or a letter that I receiwd from 
Mr. Harrison's headquarters. That is our chairman of the Railway 
Executives Association. It refers to the I. C. C. hearing had on or 
about March 12, 1939, at which Mr. A. :\1. Stevens, who was general 
traffic manager of the Standard Oil Co. of Kentucky, was sworn, and 
he testified as follows: 

We find that on all of our inland waterways terminals we amortize this invest
ment as to our inland waterways terminals; we usually amortize them within 2 
or 3 years. In other words, the money we make on our water terminals we put 
in our pockets. 'Ye don't pass it on to the consumer. No other oil company 
does that I know of, except where there is price competition. We have such a 
great saving in our waterways terminals, inland waterways terminals, that we 
eliminate entirely evaporation and insurance in all our calculations. We have 
found that none of the other companies are passing any of this money on to the 
consuming public. In other words, Mr. Beck-

he is the Interstate Commerce Commission examiner-
we have not seen any passage of this saving on to the consuming public. 
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~lr. DONDERo. Who was tht' witness? 
~lr. LUHRSE~. Mr. A. ~l. Stevens, general traffic manager of the 

Standard Oil Co. of Kentucky, before an Interstate Commerce Com
mission examiner nt ~Iemphis. 

In his sworn testimonv~ Mr. Stevens cited numerous cities where 
the public did not get the advantagE's of water rates, and the specific 
question was asked of ~Ir. Stevens if he knew of an opposite condition, 
and his reply was: 

No, I haven't. I have tried to, but I cannot, and I am going to tell you that 
we put the money in our pocket like everybody else did. The public is not getting 
the benefit of these rates. I don't think there is one company that does it. 

That was the statement made before an examiner. 
Here is a point where we feel the railroad employees should oppose 

these water projects. There is nothing in this, if it is put into opera
tion, where the railroad men who are bound to lose their jobs, have 
any protection whatsoever. If railroads consolidate, two or more 
railroads consolidate, we do have protection by a national agreement. 
We had it originally in the Transportation Act of 1933, where Congress 
saw fit to say that no employee should be any worse off than he was in 
:M ay 1933 as to losing his job because of consolidations. 

Subsequent to that time, in 1935 or 1936, we worked out a national 
agreement "ith practically all the railroads, whereby, in the case of 
consolidation, we get some compensation if we lose our positions. 
Here again we have our Railroad Retirement Act. It is national in 
scope. If we lose our jobs here, we throw more men on the retirement 
list. If some are not long enough in the service to get benefits, the 
result is they are thrown out of work and begin to be on the taxpayers 
pay roll. 

We feel thn t this project here, the same as all the rest we have inves
tigated, will result in a loss of railroad employment, and that is our 
principal objection. If it does, we oppose it. 

The CHAIRMAN. Don't vou' understand that the reduction in rail
road labor has been far greater in the sections of the country where 
there is no inland waterwav traffic thnn it has been where there is a 
great deal of waterway traffic? 

Mr. LUHRSEN. That may be, but nevertheless even on top of that 
we believe if you have this waterway it will reduce still further the 
railrond employment. It is bound to. When the railroads lose that 
traffic it means less trains, it means less operation for the employees 
all the wav dO\\TI the line. 

~lr. RANKI~. There won't be a single railroad man lose his job on 
account of the construction of a public barge line. because just as soon 
as the railroads know thev have to bring their rates down they bring 
them down, and they will haul more freight and put more men to work. 

Mr. LUHRSEN. My general experience would be along this line-
Mr. RANKIN. They may have to cut out a few vice presidents, 

maybe--
Mr. LUHRSEN. Don't get the impression I am defending the rail

roads because I am on the other side, I hope. 
:Mr: R.-\.NKIN. The men who work on these raiIroads after this line 

is constructed, there will be more at work than there are now. That 
bas been the history of it. 

Mr. LUHRSEN. The fact is, nevertheless, we investigated this 
Beaver-~~ahoning case, and we know we lost 12,000 men in that 
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Mr. KIRWAN. Where are the 12,000 men in the Cleveland-
Mahoning? 

Mr. LUHRSEN. I say, 12,000-
Mr. KIRWAN. The employees? 
Mr. LUHRSEN. No, the whole people that we have inundated-
Mr. KIRWAN. I can say now there are more railroad employees on 

W. P. A. than of any other class, in Ohio, and we have no inland water
way there. It is my experience, if you ever get an inland waterway 
there, we would put more railroad men to work. 

Mr. LUHRSEN. I don't know what you would pay them, or what the 
general purchasing power would be. I haven't any idea. I imagine 
when they build this,· it will be great big dredges that won't take 
very many employees. It says 6,000. Maybe there are. It may take 
8 years to build it. I don't know. I am not familiar with that, be
cause I know machinery is supplanting men too fast today, without 
giving the men something in place of it so that they can make a living 
and have purchasing power and consume the goods we produce. We 
have got in some way to stop this increased unemployment if you are 
going to have this country get back to a safe and sound economic 
condition. 

Mr. RANKIN. Isn't it a fact that machinery displaces men on 
railroads more than in waterways? 

Mr. LUHRSEN. I can't argue that with you. I know this, so far as 
industry is concerned, I think they have advanced more rapidly, so 
far as increase in pay is concerned, in the last 10 or 15 years, although 
everybody thinks a railroad man is the highest paid in the United 
States. 

Mr. CULKIN. This report suggests that there are vast sources of 
mineral resources in this section that are undeveloped, that low-cost 
transportation will bring into light. They have been sleeping since 
the beginning of the world. 

Now, assuming that the engineers are correct on that, isn't it true 
that development in that section will make business for the railroads 
in the long run? 

Mr. LUHRSEN. It may be, but I have been throughout the United 
States as a railroad man for 46 years of my life, spent on the railroads; 
I started in in that southern region. My first job was at Rolling 
Fork, Miss., and you have a big levee break-down there, and a bunch 
of us were sent down to help out, and I think we did a good job there. 
We had it at Spokane, where I went out in 1906. We had a tie-up 
there, with passengers stalled for weeks. We had to handle them. 
We did everything possible for them. 

Nobody saved the railroads there but themselves, in those way
back years. They have committed many sins since that, but I don' 
want to discard all of these good things they have done. I say if 
this project or new business is there, railroads have built branch lines 
to different places. I know the Great Northern expanded every time 
they found ore. Every time they saw paying business they built 
into it. The Illinois Central built their railroad branches into lumber 
camps. They developed those things. If this is such a good field 
I don't think they would be asleep all this time and not go in there 
themselves and develop it and have railroad transportation from the 
start rather than get it from boats and haul it part of the way. 

Mr. CULKIN. You doubt the existence of these natural resources? 
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Mr. LUHRSEN. No; I don't doubt it, but I believe if it was so valua
ble, they have been efficient, and they have never failed to try to get 
into business that is profitable; they try to get into that business them
selves and get the revenue. 

Mr. CULKIN. The report further states that the high cost of trans
poration in that section has retarded the section. Assuming that you 
found that to be true, would you favor waterway development? 

Mr. LUHRSEN. If it required it. We want to go ahead and improve 
everything that would permit every part of the country to develop 
where the development is possible. I don't think, however, you could 
by giving it to the waterways to the disadvantage of the railroads. 
I believe in the report of the Committee of Six that we should have a 
national transportation system; put your finger on it where it is 
wrong. If it is wrong over here, adjust that; if it is wrong there, 
fix that up. The railroads are going to have things found about 
them that is wrong; the same water transportation; the same with 
highways and everything else. But let us get it equalized, regulated 
properly; give everybody a fair chance. 

Mr. CULKINS. You don't want to railroadize it; you want to 
nationalize it. 

Mr. LUHRSEN. I want a national transportation service which would 
give everybody a chance to live. If you want his service and he can 
make money on it, let him live and go on and prosper, but I don't 
want him to have it to the disadvantage of the railroads, or the rail
roads to have it to the disadvantage of the trucks or boats or anyona 
else. 

Mr. CULKIN. The gentleman is very forceful. I would like to 
ask him one more question. Do you believe that each type of trans
portation-railrofld, water, busses-has its own inherent merits? 

Mr. LUHRSEN. Yes, sir; absolutely, I do. 
Mr. CULKIN. And that each is entitled to its place. 
Mr. LUHRSEN. That is right. I believe in that. 
Mr. CULKIN. And it ought to be treated from that standpoint. 
Mr. LUHRSEN. That is right. I think all of them need regulation, 

because it is unfair to regulate one and not the other. 
Mr. CULKIN. We are pretty much in accord with that. 
Mr. LUHRSEN. Maybe I am a poor witness. That is all I have to 

say, Mr. Chairman. 
The CHAIRMAN. All right; it is getting late. 
(Whereupon, at 5 p. m., the committee proceeded to a considera

tion of other business.) 
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WATERWAY CONNECTING THE TOMBIGBEE AND 
TENNESSEE RIVERS 

TUESDAY, MAY 9, 1939 

HOUSE OF REPRESENTATIVES, 
RIVERS AND HARBORS COMMITTEE, 

Washington, D. C. 
The committee met at 10:30 a. m., the Honorable John Mansfield 

(chairman) presiding. 
The CHAIRMAN. The committee will come to order. 
Mr. Starnes of Alabama desired to make a few remarks this morning. 

STATEMENT OF THE HONORABLE JOE STARNES, A REPRESENTA
TIVE IN CONGRESS FROM THE STATE OF ALABAMA 

Mr. STARNES. Mr. Chairman and gentlemen of the committee, I 
want to say at the outset that I think this entire study, when it is 
before the committee, will present one of the most interesting problems 
that you have had in recent years with reference to the development 
of our inland waterway system. 

I firmly believe a proper development of our inland waterway system 
will bring about a solution of our freight rate structure in this country 
and make it more equitable. . 

I further believe that a proper and economical development of our 
inland waterway system will tend to create more traffic, not only for 
the waterways themselves, but for the railroads. 

Waterwa.ys have been the natural means or methods of transporta
tion from the dawn of history, and neither the development of railways 
nor of motor transportation nor of skyways has or can supplant the 
proper and economical use of our waterways as a method of transpor
tation for men and things. 

Mr. DONDERO. I suppose the gentleman means our natural water
ways. 

Mr. STARNES. Our natural waterways, and certainly, these natural 
waterways have to be improved and developed. 

Mr. KIRWAN. In that connection, I think it is quite significant that 
the older civilizations, at the beginning of industrial and economic 
development, appreciated this fact and developed their waterways 
as they were capable of being developed. 

Mr. STARNES. That is correct, and I don't think we shall come into 
our own, as we should, economically, until we properly develop our 
inland waterways. 

Mr. DONDERO. Let me say that the thought has been expressed here 
that some transportation systems have been penalized by unfair 
waterways. I am looking now, as I look at that map, to an inland 
empire which constitutes one-third of this country, which is also being 
penalized by not being permitted to go down to the sea in ships. 

95 



96 WATERWAY CONNECTING TmIBIGBEE AND TENNESSEE RIVERS 

I am not excepting to ~lr. Rankin's statement thnt his area has been 
penalized, but I say that this area is also being penalized in that it 
cannot go down to the sea, and our freight rates are higher than they 
should be. If you gave us the St. Lawrence seaway we could go down 
to the ocean. 

:Mr. STARNES. That is proper, but I tbink you can travel this 12 
months in a year, where you could not in the St. Lawrence; and if we 
can develop tius area, we will denlop the entire country. 

Mr. DOKDERO. In spite of my interest in that great waterway, I am 
ready to say now, in yiew of the economic condition of our country, 
that I think that ~eaway and this thing ought to be laid on the shelf. 

:Mr. STARXES. That is a matter of policy for the Congress to decide. 
Mr. KIRWAN. And in that connection, it is significant that the wry 

centers of population and industrial and business development haye 
occurred in the main where they have these waterwav connections. 

11r. RAKKIK. Let me say to' the gentleman from '~lichigan, I am 
one of the fi,rst and most outspoken supporters of the St. Lawrence 
'Yaterway in the Home, and I don't think it ought to be longer de
layed, because I think development will be pcnalhed. 

Mr. STAUKEf'.. If I may be permitted, I want to pay tribute to my 
good friend and colleague from ~1ississippi, .Tohn Rankin, for his 
interest in the deyelopment of inland waterways, and in particular 
this route under discmsion and consideration by the committee at 
the present time, because he has been its chief sponsor, and to him is 
due the credit for bringing this into national prominence. 

I am not opposecl to the construction of a waterway over the 
TombiO"bee route, but I have this statement to make this morning in 
defcns: of my own po~ition, and in view of the squeeze play that has 
developed, that puts me in a position of having to place myself on 
record with reference to the deyelopment of tIlls proposed waterway. 

Let me give you a little history, a little background. 
"llile :Mr. Rankin has been mterested in this proposition for many 

years, for many years before I ever dremed of running for Congress
I met him first at a meeting in Birmingham, Ala., in the summer of 
1934, at which he was then advocating the so-called Tombigbee 
route, before a meeting of the chamber of commerce. Of course, 
Mr. Huddleston and myself were interested in this proposed Warrior 
connection, because one of the termini was at my home city and the 
other was at :Mr. Huddleston's, and while we could not agree with 
Mr. Rankin as to the desirability of the Tombigbee route over the 
other route, we did think all possible routes connecting the Tennessee 
Valley with the Gulf of ~-1exico, via the canal connectin~ the Tennessee 
with the Tombigbee proper, or via canal with the ·Warnor, both routes 
getting eventually into the Gulf at ~lobile, should be studied 
thoroughly and completely and a report made to the Congress, and 
then let tile Congress make a decision as to which would be the most 
practical, feasible, and economical route for development. 

Mr. RANKIK. Of course, each of these two projects stands on its 
own merits. 

Mr. STARNES. That is true. It has been my attitude, publicly 
and otherwise, that all routes should be studied and the Congress in 
its. wisdom should adopt whatever policy it sees fit with reference to 
thIS development. 

Mr .. PITTENGER. You don't mean to say we should have both? 
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Mr. STARNES. I am not making any statement with reference to 
that. 

~1r. R ... NKIN. Why not? You are asking for the inland waterway, 
and alreadv ha,"e the St. Lawrence Canal. If these are feasible and 
practical, ,,-hy not? 

~lr. PITTENGER. That is not a parallel case. 
Mr. STARNES. Let me make this statement first, and then you can 

interrupt me with any questions and any argument you see fit_ 
In October 1934 we held a meeting; the district engineer at that 

time was Col. Robert Thomas. The final meeting was held at 
Gunthersville, Ala., in which representath-es from the entire Tennessee 
Valley were present, and at which meeting much testimony was 
adduced as to the economic possibilities of this development. 

As a result of the meeting held in the summer of 1934, along the 
Tombigbee, over in Mississippi at various points, and at Birmingham 
and Gunthersville, the district engineer recommended an economic 
study to determine the reasibility of this proposition and to ascertain 
whether or not it would be for the public interest to conduct a detailed 
engineering survey of all routes. 

I took the position then and take the posi~ion now that each of these 
proposed routes should be thoroughl;r studied and explored, and then 
when the final and complete report IS in that this committee and the 
Congress should determine the policy with reference to the develop
ment of this inland waterwav svstem. 

The study was carried oilt over a period of 12 to 18 months; a 
report was made by the district engineers, concurred in by the division 
engineers, representing a detailed engineering study based on the 
results of tha t economic study. The Board of Engineers of the War 
Department turned the proposition down. 

Then ~lr. Rankin and I joined forces in a united effort to haye the 
War Department reyerse itself, which it did, and they went ahead 
and spent approximately three quarters of a million dollars in an 
exhaustive study of the proposed routes. 

The Tombigbee route, the one unrler consideration now, which 
would come in her(' in northeast ~1ississippi and flow down the eastern 
side of the State nlld bock into the State of Alabama, just to the north 
and west of Demopolis, and then into ~1iddle Bay and the Gulf was 
completed 'first. On the proposed Warrior connection the engineers 
first cnme down Locust Fork-the headwnters of Locust Fork are 
within some 15 or 20 miles of the city of Gunthersville. 

Mr. DO:X-DERo. Would that touch Birmingham? 
~lr. ST.-\,RNES. It would go just a little to the'west of Birmingham. 
After they had studied that route for some time- the stream has a 

very tortuolls course there-they decided to come down across here, 
into unother branch of the Warrior called the ~lurplt:v's Vulley route. 
Thnt route would come down through Valley Creek, right through 
the city of Birmingham, right in the heart of the grentest industrial 
area ill the South, and outside of Pittsburgh. the greatest iron and 
steel center in America. It would go through Valley Creek, or 
Oppossum Creek, and Village Creek. It would go back into the 
Warrior at a point near Bessemer, Ala., which is below Birmingham. 

Temporarily they have nbnndoned all studies on the Locust route, 
because they found this Inter route which I mentioned to you, from 
these three creeks, Village, Valley, and Oppossum Creek, would be 



98 WATERWAY CONNECTING TOMBIGBEE AND TENNESSEE RIVERS 

a shorter route and would go right through the heart of that industrial 
area. It would plflce that great industrial city directly on a navigable 
waterwav. 

That report will probably reach the Congress within the next 60 
days. The Chief of En~';neers has testified the report will be ready 
before the end of the fiscal year, which is June 30. The division 
engineer informed me yesterday a week ago, in ~Iobile, that within a 
very short timl' a speeial board will be ca11N1 to meet and make a 
report and a study on these two routes. 

The CH.\IRlII.\N. :\11'. Starnes, can you gh'e us any assurance as to 
what that report will be? 

Mr. STARNES. No, sir; I can not. 
The CHAIRM.\N. Suppose we do not take action and an unfavorable 

report should come in'? We haw to take all those chances as we go 
along, you know. 

Mr. STARNES. That is entirely tn\(\, but that is one of the fortunes 
of war. 

Mr. RANKIN. ~Jr. St.ames. the route you "'peak of would be worth 
nothing to the Tombigbee, if they abandon it, and that area would 
be left out. If they were to abandon this route, it would leave out 
that area on the Tomhigbee. 

?t.fr. STARNES. Going along further with this proposition--
?t.fr. ANGELL. Will the Board of Engineers attempt to determine 

whether one or the other should be put forwnrd? 
Mr. STARNES. That 1 can't say. 
Mr. RANKIN. Whnt. is the question? 
Mr. STARKES. The question is whether the Board of Engineers in 

their report will determine whether one or the other of these should be 
gone ahead with. 

Mr. RANKIN. Ko; the Board of Engineers will consider each of these 
from their OW11 standpoint. 

Mr. ANGELL. They won't attempt to differentiate as to whether 
there should be one or the other? 

Mr. STARNES. I don't think they wilL However, I cannot speak 
for the engineers of the War Department. I have not tried to obtain 
any information that should come to you through regular channels 
and through proper und orderly procedure, and I am willing to await 
the outcome of that report, and then let these routes stand or fall on 
their own efforts, after they are all eonsidered and ufter the eOln
mittee can ha\'f~ a full and complete picture in order to determine 
which route or routes are most practicable and feasible. 

Mr. DONDEIW. Hus nnv estimate of cost been made? 
Mr. STARKES. I will sav this to vou. I have called for some infor

mat.ion during the past 2' weeks wIth reference to these routes and in 
another hearing, before another Committee of the Congress, within 
the past 2 weeks, the Chief of Engineer's Office supplied us with 
information to the effect that from ~fobile to Cairo, Ill., on the 
Mississippi River. the distance going from ~lobile around to New 
Orleans by the main stem, is 1,020 miles. Using the route now under 
consideration, which I have called the Tomhigbee route proper, the 
distance from Mobile to Cairo, Ill., is 752 miles, and the number of 
locks required would be 25, of which 7 are completed, at an estimated 
total cost of $66,000,000. 
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The distance from l\Iobile to Cairo following the Tennessee to 
GUlltersville. via Locust Fork, is 817 miles, and the number of locks 
required would be 39, of which 21 are completed, and preliminary 
estimates pluce the cost at about 85 million. Cost on either of the 
routes by way of Birmingham is going to be more than the so-called 
Tombigbee route, because of this fact, when you come out on the 
Tombigbee route you are going through an agricultural section with 
no developments. When you go through the Birmingham area, you 
go through the richest industrial urea in the Southeast, and the cost 
of replacing and relocating highways and railways, and purchasing 
of rights-of-ways make the cost considerable in comparison with the 
other route. 

The distance from Mobile to Cairo, following down the Tombigbee 
route via Gunthersville and Birmingham is only 800 miles. The 
number of locks required will be 47, of which 21 are completed, and 
the preliminary estimates of the cost is in the neighborhood of 
$85,000,000. 

Mr. RANKIN. To go around, taking pnrt of the Tennessee River 
between those cities-rather, around to the ~fississippi River, to go 
around by Cairo you have to go about 13 or 14 hundred miles, whereas 
going up the other way it would only be about 500 miles. Do you get. 
what I am drh"ing at? 

l\lr. STARXES. No, I don't. 
~h. RANKIN. Here is what I lun driving at. Take ~luscle Shoals, 

for instance-if you go around uncI come down the ~Iississippi River, 
it would be thirteen or fourteen hundred miles. 

~1.r. STARSES. Yes, indeed. 
Mr. RANKIN. But to go straight dow"n it is less than 500. 
Mr. STARNES. What I tun endeavorillg to show the committee is 

that this route will bring all points north. east, and west of Cairo into 
the Gulf and into the markets of the earth by a more direct route than 
following the main stem on the ~lississippi. 

I mean froUl Mobile. I am taking ~Iobile because Mobile is on the 
Gulf. Therefore, you have made t\ considerable saving in mileage to 
reach the Tennessee Valley. Secondlv, the Ohio, the upper Missis
sippi, and the :\lissouri Valley and ihe Great Lakes region, would 
connect with the Gulf by a more direct route that way than you would 
by following the main stem of the :\lississippi, and there is a two-way 
traffic there. 

Then on the up-bound traffic you will have slack water all the way 
through the middle Tombigbee, or middle Warrior-Tennessee route, 
into these various parts of the countrv. Coming back to :Mr. Dondero's 
question in the beginning, this will open up a year-round route for the 
development of our great inland empire here, including his Great 
Lake area and the gren.t automotive region; would furnish an all-year
round route to the sea over what I term a controlled waterway with 
slack water bv the most direct· route, and vou certainly would not be 
icebound at a"ny season of the yeal". ~ " 

Mr. PITTENGER. Are you opposed to the St. Lawrence Waterway? 
Mr. STARNES. Oh, no i I am not opposed to the development of any 

inland waterway system that is practical, economical. and feasible. 
I dont's care what section it is in. 

Mr. PITTENGER. But yOU want it to justih itself on tbe basis of 
savings to the public? . " 
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Mr. STARNES. Yes. 
Mr. PITTENGER. I am not opposed to any waterwaydevelopment 

that can justify itself and at the same time not upset all the transporta
tion facilities and economical roads that have been built up. I will say 
right here to my colleague from ~Iississippi that I admire his non sec
tional standpoint on these improvements. I am not going to say 
that I am going to vote for him on these projects. This hearing con
vinces me there has been a lack of coordination over the vears in this 
transportation business. I think it is mighty unfortunate that this 
condition has come about. 

Mr. DONDERO. ~ray I say to my friend from Alabama that I am 
convinced of one thing; from the testimony offered that God made a 
mistake in placing the ~1ississippi where he tlid. 

Mr. STAR~ES. Originally, according to the geologists, the Tennessee 
River once flowl'd into the Gulf of ~[exico. 

I wnnt to cn.lI your nttl'lItion to what I consider thl' lldn111tagcs of 
this route, nnd, us I said, my whole position is that I do not wunt the 
committee to tnkf' nn) actioil tlwt would prf'clude n fnir nnd impartial 
hearing and action on their part ill the future Oil this proposed connec
tion via the 'Warrior Rh-er. I don't want YOU tuke ItnY action now 
that will preclude you from t:1king the proper llction. 'or what you 
consider fair and impartial nction, on the other report when it comE'S 
in. In other words. I don't, want YOU to ha\-e 11 closed mind. I want 
you to. hnye the full picture and then you ('Ull lll11ke up your minds 
nc('ordmgly. 

I call your attention to this fllct, that on this so-called \Vnrrior 
route to Gunthersyille, Birminglwm connection. thnt you find in this 
area and ill Chattnnoogl\ and Knoxyille and thE' territory hE')'ond there, 
the major portion of the tonnage, the actual tonnnge to justify either 
route. They nre Hsing the tonnage O\-er at Birminghnm to justify 
the report you now lllwe on the Tombigbee, although it is nowhere 
Ileltr the Tomhigb('e. The sallle goes for Ch1Ltti~llooga and Knoxyille. 
The actuul tonnnge, the \":1St portion of it. is nlong that route. The 
potential tonnage in thnt urea is tremendous. The report that you 
have before YoU JlOW calls your nttention to that fact. 

The Birmingham ordm;nce nrea rnnks next to the Pittsburgh 
ordnuncc area in importnnce ill the natiolwl emergency. Here we 
haye all the constituent elements necessary for the nationnl defense. 
This is no wild statement, nor n chumber of commerce statement, but 
this is based on studies and reports and plans of the Ordnance Section 
of the 'Var Depltl'tmCJ}t. \Ye lllwe coal ttnd iron ore llud bauxite; we 
have low-grud!' nlllllganese in this area und along this route, which 
cnn be developed with tlw deyelopment of this waterway system. 

I call your attention to the fuet thut in the beginning the tonnage 
to justify either route must ll:1turnlly come from nlon!;. that line to 
the northeast rnth('r thun the northwest. There is Yery 11ttle tonnage 
yet on the ~1issouri that would justify the deYelopment there, com
ing down to Ohio, of cour",e, either route cun tnke advantage of the 
tremendous tonnnge in that area . 

. Mr. RANKIX. We are ogreell OIl OlJ!' thing, thut whateyer tonnage 
there is in Alnbumn on either rOllte will use the Tombigbee below 
Demopolis. 

Mr. STARXES. Below Demopolis, that is right. The Tombigbee 
and the Warrior join n t Demopolis, "\.1:1. The W nrrior is already 
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canalized 9 feet from ~lobile Buy to n point within 60 miles of the 
city of Gunthersville. Thllt is now being used. It is part of the 
inland waterways system and in mv remarks I would like to insert 
certain tonnage 'figul·es and so forth .. The Tombigbee has no channels, 
as I recall it, above Demopolis, ~\'la., although there is a project which 
this committee has apprond recently which will carry a 6-foot 
channel probably as fur us Columbus, ~Iiss. 

~Ir. PITTE:,\GER. Whut is the mileage from Demopolis down? 
~lr. STAR:'\ES. About 226 miles. 
~lr. Chuirman, that coneiudes my statement, unless some of the 

gentlemen of the committee han some questions to ask. I want to 
make my position clear for the record that I think that either con
lH'c.tion on the Tennes3ee Y filley, and of course that menns the Ohio 
Valley, the upper ~lississippi aild the ~Iissouri Valley, with the Gulf 
via canal, either over the so-called Tombigbee route proper, or one 
of the other routes, is necessary, because I think potentially that it 
will prove the most important waterway system in the whole world. 

It connects not only the Tennessee Valley proper with the Gulf, 
which is very desirable, because in the Tennessee Valley, according to 
the studies and the reports, we have a more infinite variety of natural 
resources than anv other section of the country; but it connects and 
ties in with the Ohio River Valley. Tha.t are-a was dev('loped when 
they developed the Ohio River. Then it cltme into its own. It ties 
the Great Lakes commerce in with us in a vast inland empire, also 
the commerce of the upper ~lissiEsippi and the ~1issouri Valley. 

Mr. RANKIN. And the lower ~1isEis5ippi. 
Mr. STARKES. Of course, the lower ~Iississippi. I am stressing 

these other points, beca.use, fiS I said a moment ago, if you follow this 
deYelopment, you ha,'e a more direct route to the sea. 

That is all I ha ye and I thank the committee for giving me the 
opportunity of placing myself on record with reference to this devel
opment. I would be glad to answer any questions Rnd I would like 
to revise my remarks and insert the certnin tonnage figures. 

The CHAIRMAN. You ha,'e that pridlege. 

STATEMENT OF JOHN T. CORBETTT, ASSISTANT GRAND CIDEF 
ENGINEER, NATIONAL LEGISLATIVE REPRESENTATIVE, BROTH
ERHOOD OF LOCOMOTIVE ENGINEERS 

Mr. CORBETT. ~fr. Chairman and gentlemen of the committee, 
my name is John T. Corbett. I am assistant grand chief engineer 
of, and the national legislative rppresentath'e for, the Brotherhood 
of Locomotive Engineers. 

The CHAIRMAN. Just n second. Yesterdav I referred to water 
transportation find railroad transportation in the Pittsburgh district. 
I had the figures nearly correct, but not entirely so. I would like 
to put the correct figures in now. 

The water-borne commerce of that district in 1900 was approxi
mately 9,000,000 tons, the rail commerce handled in the same district 
was 57,000,000 tons. 

In 1925 the water-borne commerce hud increased to 40,000,000 
tons and the rail commerce to 1 i3,OOO,OOO tons. 

These were figures tnken from 11 former hearing some vears ago 
furnished by the Chamber of Commerce of Pittsburgh. . 



102 WATERWAY l'O::"i::"iECTI~G T0:\InIGBEE AXD TEXXESSEE RIVERS 

Mr. CORBETT. The organization that I represent has gone on record 
through conyention nction and through the action of its national legis
lative board, which handles legislative matters between meeting;; of 
the convention, in opposition to any further subsidization of any 
means of transportation. "~e na tnrally protest the continued ex
penditures of the millions upon millions of dollars for the benefit of 
our competitors, and I don't know that my organization would ex
press any oppof'ition to some of the remarks that haye been made 
here this morning in which those who lmn spoken stated that they 
favored any route that could justify itself. 

'Ve belieYe, :md some of the remarks that have been made during 
these hearings have caused us to hayc the belief, that this is only the 
be~inning of what might be asked for in the line of Government sub
sidization and benefits after we have created this waterway, because 
there is no waterway that has been made by man so fur in this country 
that has actunlly paid its way without continual and further expendi
tures from the Government in thc line of maintemmce and further 
improvement. 

Mr. RANKIN. How many of you engillPers were there employed in 
1929? 

Mr. CORBETT. '~lHlt is that? 
Mr. RANKIN. How mnny of you engineers were there employed in 

1929. You represent the engineers? 
Mr. CORBETT. Yes, sir. 
:Mr. RANKIN. How nUlny railroad engineers were enl.ployed in this 

country in 1929? 
Mr. CORBETT. I can't tell you exactly the number. I didn't come 

here direct from the Interstate Commerce Commission or an:vthing 
of that kind, but my best mem01:V is that ,ve had a membership of 
approximately 90,000 nwmbers and that at the present time our 
membership has dropped one-third. 

Mr. RANKIN. To 60,OOO? 
Mr. CORBETT. Approximnt£'ly 60,000. 
Mr. RANKIN. Do vou know how much the wages amounted to in 

round numbers? . 
Mr. CORBETT. The wages huve dropped from 1920 to 1929. I 

would be very glad to furnish thos(' figures for the committee if it 
would be of any inter£'st to YOU. 

Mr. RANKIN: You CUll seild tlwm up and they will be put in the 
record. We would like to have the number of milway engineers 
employed in 1929 and the amount of money they received, and. the 
number employed in 1938, and the amount of money they all receIved 
during the veal'. I would like that to go into the record. The 
gentleman representing the Railway Brot.herhood put those complete 
figures into the record. 
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(Mr. Corbett subsequently submitted the following:) 

Locomotive engineers, average number ill sert'ice (1 f!-ItlOlllh period) 

Ro~d Road 
Year I'MSeO- thrOlHth 

ger fN'igbt 

Road 
local 

freight 
YArd Total 

------------------------------
1929 _____ •.......• ___ . __ ._ ....... ______ .••..•.. ____ __ 12.558 20.201 
1931L ___ ........ ____ .. ___ ...... _ .. _____ .. _ ........ __ 8, is.5 1I.93i 

9,210 21,8'\9 
6. 433 12, 3i2 

6.1,828 
39,571 

Decre:\.<e (381"'r('eol)_ ........ __ .......... _ .. ___ ......... ______ .... _ .... _ .. __ .. _ .... ___ 2l,301 

Mr. CORBETT. It seems proper at this time to express possible oppo
sition at the hurry that there appears to be in connection with the 
handling of this particular piece of legislation. There has been a 
Committee of Six appointed by the President. That Committee of 
Six has made its report, and we believe that there might well be a. 
study made of all the different forms of transportation, and that if 
these waterways are what the public as a whole should have, then the 
railroads in that territory should be abandoned; they should not be 
expected to continue to pay taxes and to maintain their rights-of-way, 
and the railroad employees should be given sO.mething in the line of 
assurance as to what they may expect as to their future. . 

Mr. PITTENGER. Did I understand you to say the recommendatIOn 
of the Committee of Six should be followed? 

:Mr. CORBETT. That the recommendation of the Committee of Six, 
that a comprehensive study should be made of all the different forms 
of transportation, and those that are not in a position to stand on 
their own feet, without subsidies from the Government, should be 
eliminated, whether it is railroads, trucks, busses, or waterways. 

1Ir. PITTENGER. Is that the committee that wrote the bill that is 
pending before the Committee on Interstate and Foreign Commerce? 

Mr. CORBETT. I couldn't sav. I don't know who wrote the bill. 
Mr. PITTENGER. I have reference to the Lee bill. 
Mr. CORBETT. :My understanding is that the Lee bill was-and I 

think the number is 2531-was not ,vritten by that committee, and it 
was introduced before that committee made its report. It is my 
understanding that the later bill, H. R. 4862, was at least partly pro
posed bv tha t -committee. 

The l;HAIRMAN. Mr. Corbett. you cannot give us the names, can 
you right now, of the members of that committee? 

Mr. CORBETT. No, sir; I can't; but I will be glad to answer your 
questions. 

(Mr. Corbett subsequently submitted the names of the committee 
as follows:) 

M. W. Clement, Carl R. Gray, George :\1. Harrison, B. M. Jewel, 
Ernest E. Korris, and D. B. Robertson, committee appointed by 
President of the United States, September 20, 1938, to consider the 
transportation problem and recommend legislation. (Report made 
December 23, 1938.) 

Mr. CULKIN. A distinguished authoritv has said that 90 percent 
of the improvements on rivers and harbors has been credited to the 
railroads in the history of our waterways development. 

Mr. CORBETT. I can't tell you what the percentage might be, but 
r know that railroads have distributed largely to harbors in order to 
relieve their delivery of goods there. 
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Mr. CULKIN. They have been the chief supporters of waterways, 
haven't they? You take a great many of our Great Lakes cities and 
our coastal cities find Gulf cities and west coast cities-hasn't that 
been incident to the juncture of the water find the rails? 

Mr. CORBETT. Xo; I wouldn't agree with you there. I would cite 
at least a few of those cities that would not carry out your idea. 

Nlr. CULKIX. Give me at least one of those great Gulf or coastal or 
Lake cities that is otherwise. 

~1r. CORBETT. ~Iilwaukee, Wis. 
Mr. CULKIX. 'Yasn't that growth in a measure incident to its being 

a Grefit Lakes port? 
Mr. CORBETT. It was a Great Lakes port. 
Mr. CULKIN. I think its commerce is about 7,000,000 fi year. Do 

you regard that as a small tonnage? 
Mr. CORBETT. A ltlrge part of t.hat tonnage is coal. 
Mr. CULKIX. Isn't conI important to keep people of that area and 

the people in the hinterland beyond the Gr('at Lakes, to the west 
warm-isn't that quite an important item in their lives? 

~lr. CORBETT. Yes; I imagine it is, and for your information, I have 
lived in the city of ~1ilwaukee, which is OIle of the ports that you men
tion now. I hnv(' lived in the cit.y of Rn('ine, 23 miles south of that 
city, and I then moved 100 miles west, and the same kind of coal 
delivered by train to my home that was delh'ered to mv old home is 
bought at exactly the same price. . 

Mr. CULKI~. At what time of the venr? 
Mr. CORBERT. Any time of the vear. 
Mr. CULKIN. Of course, you kIlO'\' the carriage of coal from Buffalo 

to Milwaukee by wn ter and the carriage of cOIlI by rail nre two big 
propositions, with regard to the cost? 

~Ir. CORBETT. It is based on the train costs, and while you are 
there, let me cull your attention to this; recently, before the Interstat.e 
Commerce Committee of the Senate-nnd you will find it on page 55. 
Senator Wheeler stnted as follows: 

There has b('en a good deal said about wat('rways and wit.h respect to transpor
tation lines operating on some of these waterways. I agree entirely that they are 
getting special fan>r" from the Go\'('rnnH'nt of the rnited State', and we are 
doing a lot of thing~ for which they are not paying anything. If the consumers 
were getting the bellefit of all that, I wouldn't han' llIuch fault to find, but it 
seems to me that the trt-no is unfortunately that tb£' consumer does not get any 
ben!'fit out of it. I lllcan to say that when tht'se ('ompanie,,; sdI their products 
they sell them upon a basi1> whl're they figure in th(' railroad rates. For instance, 
if a steel company sells its products in Montana, the company charges not what 
it would ccst to ship the stpd by watpr, but what it would cost to ship by rail, so 
that the ultimate C0I1811111(>1' pays ju~t the sallle as if it had been shipped by rail, 
and the only people who get the bel1efit, the people who get the real benefit, is 
the steel corporation itself and not the consumers. But wh('n you are considering 
this proposition, and ,,,hen people are talking about the shipper and about the 
consumer, ther ought to ft-alize that with respect to neither oil nor lumber nor 
steel nor any of these' procluC'ts is the ultimate consumer getting the benefit of the 
improvement made by the Federal Government to ollr watt'rways. 

He spoke of the Ohio River Cannl that has been mentioned IH'rc: 
It certainly was nC't an economic benefit to the rest of the country, because it 

did centralize that industry in Pennsylvania, and as a result all the steel people 
shipped their products down the Monongahela. According to the information 
before this committee, the'y certainly do not give the general public the benefit 
of it. 



WATERWAY COXXECTIXG TOl\IBIGBEE AND TENNESSEE RIVERS 105 

And Senator Reed on page 60, and I am speaking \lOW of the stenog
rapher's rranscription-I believe he is an authority on conditiOI:S in 
the State that he was Governor of, and of which he was a member of 
the Railroad Commission, nhHle the following statement: 

Kansas City, Mu., is the largest winter wheat market in the world. Kansas 
wheat is almost invariably sold on the basis of the Kansas City price, with a 
freight deduction from the country to Kansas City. In 1937, 1,000,000 bushels 
of wheat out of a total of about 70,000,000 bushels, I think, handled on that 
market moved down the Missouri River. That wheat had already been sold in 
the country and bought by the buyer, some grain firm, on the Kansa, City market 
price. The only kind of wheat that can move down the river from there is general 
export wheat, and where there is time enuugh to take ad\'antage of the water 
transportation. So far as I know, and I am fairly well acquainted with l~ansas. 
no farmer in Kansas ever got a cent increase in price on his bushel of wheat be
cause of that low water rate. The particular grain shipper who happens to have 
a grain elevator where he could dump the grain on a barge, if he had time, only 
got the benefit of that lower rate, and not thc farmer who produced the wheat. 

Mr. CULKIN. Of course, those statements are interesting. I fol
lowed those hearings in the Senate. Senator Wheeler has gone over 
bag Imd baggage to the theory that water should be regulated by the 
Interstate Commerce Commission, shifting his front of last year. 
Both he and Senator Reed have been overanxious to give a fair hearing 
to the opponents of water. I will say for the information of the com
mittee they have broached some arguments, and I disagree com
pletely "ith both those statements. In other words, on that theory
I don't want to quarrel "ith you-higher rates will help the farmers. 
The thing doesn't make sense. I don't want to interrupt your state
ment, but I thoroughly disagree with the statements of both of those 
gentlemen. 

Mr. RANKIN. I will be perfectly frank with you and say that 
anyone who claims that a lower rate does not help the shipper or the 
consumers, that it does not help the farmer when they give him cheap 
rates, does not know what he is talking about. We have all had 
practical experience and know to the contrary. 

Mr. CORBETT. May: I answer that? I can't draw on my memory 
for everything, but If you will refer to the hearings, on I believe, 
bill S. 175, back in 1932, when they were proposing to make a canal 
out of the upper part of the Mississippi River, you will find that 
there were quoted at that time-the water rates on coal were 15 to 
25 cents a ton, but that that saving was not being passed on to the 
consumer. 

Mr. RANKIN. I don't have to go to any spokesman for a special
ized grou:p, or any lobbyist for practical information. I live in a 
farming dIstrict, and I know when freight rates are reduced it means 
a proportionate rise in the things we have to ship. We ship all our 
cotton from my district and I know what I am talking about, and 
these other things in the same way, and to tell me that lower rates on 
coal won't affect the consumer, and also lower rates on a shipment of 
wheat and cotton won't affect the producer just doesn't register with 
this committee, 

Mr. CORBETT. Do you claim it does, Congressman? 
Mr. R.~NKIN. Of course, it does. You might pour in this stuff, 

and pour this record full of stereotyped propaganda from now until 
Christmas, and you won't com'ince a single member of the committee 
t.o t.he contrary. 
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Mr. DONDERo. You are covering a lot of territory. Let me be 
the exception . 

. Mr. KIRW.-\N. I am 8. railroad man. I want to ask you this. 'When 
you talk about the Ohio Canal, the Ohio Rhrer Canal, I live in that 
district. The Y oungstown Sheet & Tube Co. has a quarry where 
they get limestone, and they pay 45 cents a ton for the shipment of 
that limestone from the quarry to their plant. Other steel plants 
down 45 mi.les from tlH're pay 35 cents a ton. Do you think there is 
any justice about that? 

Mr. CORBETT. 'Well, now, Congressman, I am going to express a 
statement that I heard made, and I may not make it exactly correct. 
It was made by the chief counsel of the Association of American 
Railroads. and it was to the effect that they would appreciate some 
proper rule for thc making of rates and they would appreciate still 
more the privile~e of making their own rates without any demands 
from the Interstate Commerce Commission. My understanding is, 
Congressmnll, that the Interstate Commerce Commission is a sort 
of congressional baby, or a branch of the Congress, in other words, 
and they are subject to your orders, and I don't believe that the 
representative of railroad employees should be criticized for some
thing that a branch of the Congress does. 

~fr. KIRW,\N. I am not criticizing you. I am talking about 
Senator Wheeler. You read his statement. 

~fr. CORBETT. Senator 'Vheeler has but one vote in this Congress, 
the same as you. 

Mr. KIRW.-\N. But it is Senator Wheeler's statement that I was 
criticizing. He seemed to know so much about Ohio. 

Mr. CORBETT. Well, he surely has heard hearings enough over 
there. and heard witnesses enough so that he is in a position to speak. 

Mr. CULKI:'-'. Did Senator Wheeler say anything about the differ
ential on wheat on the railroads in his own State, and the carriage of 
wheat on the Canadian Pacific? 

~lr. CORBETT. No; and there wouldn't be It proper comparison 
that could be made, because the railroads in Canadfl are subsidized 
by the Government. 

Mr. CeLKIN. Oh, no. The gentleman falls into complete error 
on that. The Canadian Pacific is not subsidized. 

Mr. CORBETT. But it has to make its rate--
Mr. CULKIN. It is privately owned and is in the same category as 

our own railroads. Some of the other Canadian railroads are sub
sidized. Senator "'''heeler made that statement before town hall som& 
time ago, that the Canadian Pacific is subsidized, but it is not sub
sidized at all. 

Tbe carriage of wheat in Canada over the Canadian Pacific is not 
more than half what it is on our side of the line in ~fontana, and that 
is said to be the reason that we have lost-one of the principal reasons 
why we have lost our export of American grain. While Canadian 
grain goes abroad. our grain stays in the country. 

Mr. BENDER. Do you think if the railroads themselves, without 
having the Interstate Commerce Commission to deal with, had to 
make rates that there would be adjustments in the rates as was pointed 
out by Congressman Kirwan a moment ago? 

Mr. CORDETT. I couldn't say what the adjustment would be. 
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~IJ'. BI::XDER. Do vou think the Interstate Commerce Commission 
helps the ~ituntion. or (loes it hurt it? 

~ll'. COHBETT. I think they have helpeu it. 
TJJe CHAIlUL\X. But vou hnve made the stnternent thnt the con

sumer$ do not get the b;nefit of Chetlper rutes. 
!\'Ir-. COImETT. ~Ir. Chnirrnnn. mav I have the record correct on 

that? I 1I<1\'e quoted two outstnndlug Senators' statements made 
before the Inter$tate Commerce Committee of the Seunte; thHt is all. 

TIH' CH.HHMAN. I wHnt to gin· you an illustration of one in my 
district. ~I v diqtrict furnishes most of the sulfur used in the United 
Stutes. Th;.t sulfur is Hllloaded f. o. b. on steamships, baT&,es, or the 
railrolld, Hnd the consumer pavs the freight on it at destinatIOn. The 
sulfur company does lIot PIIY'U cellt of transportntion charges. In a 
case like that, don't you think the ('Ollsumer gets the benefit of lower 
rntes'~ There is over n million tOllS n year shipped. 

~Ir. CORBETT. You I1re nsking a question based on your statement; 
and with nU due respect to the correctness of the statement, I would 
want to know more ahout it, ~Ir. Chairman. 

I hnve one more short- quotut-ion made by Senator Wheeler [reading]: 
I think you will find it is true of common carriers as well as where they are pri

vately owned hy the companies whose products are being shipped, it doesn't make 
any difference where steel is shipped, whether by common carriers or by their own 
carriers, they charge the Pittsburgh price. plus the freight rate. 

And ngain: 
As a matter of fact, these steel companies ship via water and charge the rail rate. 

Now, in the rooms of the Committe.e on Commerce of the Senate is 
a churt, lIIld I believe this committee might well give it consideration 
when you nre tnlking ahout wuter transportation. It is to this effect: 
The chart shows the lowering of the tonnnge in American ships hand
ling foreign trnde as follows: 

In 1830, 89.9 percent; in 1840, 82.9 percent; 1850, 72.5 percent; 
1860, 66.5 percent; 1870, 34.6 percent; 1880, 17.4 percent; 1890, 
12.9 percent; 1900, 9.3 percent; 1910, 8.7 percent. 

Then subsidies were provided, nnd in 1920 it arose to 42.7 percent; 
1924 it had dropped again to 36.3 percent; 1925, 34.1 percent; 1936, 
32.2 percent. 

In other words, the American shipping interests have not shown it 
possible to work with their own equipment and continue to make a 
profit tlint would merit them continuing in the business of foreign 
trnde. 

'Ve are for a subsiclization of foreign tntde \'essels, we are for the 
subsidization of rivers und hnrhors that Hre nnturnl waterways; but, 
gentlemen. we believe that it is unfair to subsidize any kind of trans
portation thnt must result in putting rnilrond employees out on the 
street begging for "'. P. A. help. 

Now, then, commercial clubs llll\'e come in Hnd they hnve boosted 
this, and I have heard here only this morning of commercial clubs 
at Mobile, at Birminghnm, nnd other plnces. and let me submit to 
you whnt these commercial clubs consist of. 

First, the storekeepers and businessmen Hnd industrial men in the 
community that are protected by tariffs and other things for their own 
business, and your small-business man is protected by his peddler's 
license; you have your professional men, :1nd your professional men, 
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while they do not refer to it as a union, ha\"e their association. You 
have your medical association, and you hnve your bar association, and 
I believe tha t they have merit; they deserve all kinds of approval and 
endorsement; but the fact is that they band themselves together into 
a commercial dub to protect their own interests, and then they come 
out and ask the Government to subsidize peddlers of transportation, 
and it is that that we at present, and expect to continue to, express 
opposition to. 

We believe it un injustice. 
I thank the committee. 
~rr. R-\NKIN. :-'1r. :\Iiller is here. He is a member of the projects 

committee of the National Rh"ers and Harbors Congress, and he 
wants to mnke just a short statement. 

STATEMENT OF ROY MILLER, ACTING VICE PRESIDENT, 
INTRACOASTAL CANAL ASSOCIATION OF LOUISIANA AND 
TEXAS 

Mr. MILLER. Mr. Chairman, my name is Roy :\Iiller. I am acting 
vice president of the Intracoastal Canal Association of Louisiana and 
Texas; I am also a member for the Gulf dh-iEion of the projects 
committee of the National Rivers and Harbors Congress. 

The projects committee of the Rh'ers amI Harbors Congress is set 
up on the same basis as the engineering diYisiol1 of the ',""ar Depart
ment. I happen to be the member representing the Gulf didsion, 
which covers the Gulf coast from Key West to Brownsville. 

The project before the committee at this time has been considered 
by the projects committee of the N atioIlal Rivers find Harbors Con
gress, on, I think, three different occasions. Very interesting pre
sentations have been made by the gentleman from Mississippi and 
various other proponents. As a result of his study and considera
tion of this project, the projects committee of th(' Rivers and Harbors 
Congress a few weeks ago unanimously endorsed it for construction. 
The 'action of the committee was taken'because it was convinced from 
the presentation made by the gentleman from l\1ississippi and by 
others, and the exhaustive data submitted, that the project was 
economically sound and that its construction would be in the interest 
of the public welfare. 

It may be of interest to the committee to know that at the time the 
projects committee took its action this year, the report which is now 
before you had not been submitted to Congress. It had, however, 
been passed upon by the Board of Engineers for Rivers and Harbors, 
and also by the Chief of Engineers, and at the time of our action, 
I think it was in the office of the Secretary of War. 

I was authori ed by the projects committee to confer informally 
with officials of the office of the Chief of Engineers and was advised 
by them, in conference, as to the contents of the report, and we were 
advised that in the judgment of the Department the project was sound, 
economically justified, and it was for that reason that the projects 
committee of the congress gave it its unanimous endorsement, which 
endorsement was approved by the Rivers and Harbors Congress on 
the follo'\\ing day. 
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~1r. R.O\XKI:\'. ~Ir. ~Iiller, you hnye on the Gulf roost there an inland 
waterway, as I understand it, that is protected from the wayes of the 
Gulf aU"the way from Houston; Tex., around Beaumont to ~Iobile, 
haven't you'? 

Mr. ~'hLLER. Yes; that project was a few months ago officially des
ignated by the 'Yar Department as the Gulf Intracoastal "Taterway. 
It is now completed and in use from Florida t.o the Houston and 
Gal.eston district, about 325 miles west and south of the :Mississippi. 

Mr. DoxDERo. 'Vllat other projects have the RiYers and Harbors 
Congress approwd besides the one before this committee? 

Mr. ~hLLER. I can only sp('nk from m('mory. Of course, the report 
of the committee has been printed, nnd I will be glad to put the exact 
figures in th(' record, but--

Mr. DO:-.lDERO. What I am reolly seeking to ascertain is what other 
project has the Rin~rs and Harbors Congress interested itself in beside 
this one? 

~1r. ~hLLER. Well, innumerable projects. 
~lr. DONDERO. I don't mean back owr the years. I mean this 

year. 
Mr. MILLER. I would rnther imngine practically all of the projects 

which have been considered by this committee this year were pre
sented to ollr projects committee for consideration. They certainly 
represent every section of the country Ilnd every character of water
way improvement project, including navigation projects, flood-control 
projects, irrigation projeets, and reclama tion projects. Of course, the 
gentleman understands that the members of the projects committee 
do not pose as experts in finy sense of the word, with the exception, 
however, of the member from tlH' Gulf division; there are many of 
them who have had engineering experience. For example, the State 
engineer of Louisiana is the member representing the lower ~1ississippi 
Valley. ~IHjor Putnam, a retired officer of the Corps of Engineers, 
It very distinguished member of the Corps of Engineers, represents 
the Great Lakes section; a professor of engineering of the University 
of Washin!!ton, I think it is Dr. TyIH, is the member for the Pacific 
coast division, and these projects are very carefully considered. 

Mr. CULKIN. Senator ~1iller is chairman of the congress, lS he not? 
Mr. MILLER. Senator John ~filler, of Arkansas, is the chainnan. 
Mr. RANKIN. And former Congressman Driver--
Mr. MILLER. Past President Driver was elected president of the 

congress at its recent meeting. 
Mr. CULKIN. You have now coming out of the Gulf ports approxi

mately 140,000,000 tons a. year. Isn't that true? 
Mr. MILLER. Of course, I am not certain as to whether that is the 

correct figure or not, but approximately so. There are 96,000,000 a 
year that come out of the Texas ports. 

~Jr. CnKIN. That tonnage and the raw material that is b",ought 
to the eastern seaboard has been a large fnctor in the development of 
Anwrica, has it not? 

Mr. ~frLLER. V'nquestionablv it hos be!:'n a very large factor of 
cours!:', in the industrial progress of the Xortheast. ' 

Mr. CrLKIN. It has been an essential factor in that denlopment. 
Mr. MILLER. I think a very essential factor; yes. 
Mr. CCLKIN. And the cost of that transportation has been extremely 

low. 
147735-39-8 
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Mr. ~frLLER. Very low; yes. 
Mr. CULKIN. That is due to that 10\',,- cost, almost infinitesimal per 

ton-mile cost, which has enabled these raw materials to be brought 
to the east em seaboard where thev have been manufactured and it 
has played an important part in the~ development of the Cnited States. 

Mr. MILLER. I think unquestionably that low-cost water trans
portation in the United States has been the most important factor in 
our industrial deYelopment. 

~lr. CULKIN. And from tlHtt there flows a great yolume of business 
to the railroacls. 

Mr. ~hLLER. L"nquestionably. 
:Mr. CtTLKIN. And I assume you believe that that procedure is 

better than regulation-or if there is any attempt to equalize the ('Ost 
of transportation, water and rail, is it not your judgment it will do 
grave damage to the economic future of the United States'? 

Mr. MILLER. I think the greatest injury that could come to rail
road transporta tion in America would be the elimination of water 
transportation. I have made the statement a great many times, and 
1 think the record will prove it, that there is not a waterway project 
in America which has not made its contribution to the prosperity of 
the railroads, and you will find in this country where you haye deep
water transportation you have your Inrgest industrial nnd com
mercinI development, which pays its tribute naturally to the railroads. 

The chairman of the committee it while ago placed in the record 
some very illuminating figures with reference to the situation in the 
Pittsburgh district. The most prosperous railroads in America are 
those which are in a territory served by water transportation. Along 
the Texas coast where we have this large port development, we find 
our most prosperous railroads. Those railroads which operate in 
sections that do not have the benefit of transportation are the rail
roads which are less prosperous, and the reason for that is perfectly 
apparent. Water transportation develops business; it develops 
industry and therefore makes more business for the railroads. 

Mr. CULKIN. It is inherent in the national economic scene. 
Mr. MILLER. Absolutely essential. 
Mr. CULKIN. And to do violence to it would be to disrupt the growth 

and development of the country. 
Mr. MILLER. No question about it at all. What we need in Amer

ica is a coordinated system of transportation which would give the 
American people the particular kind of service they need in the 
movement of the particular commodity, in the interest of all. It is 
to me a very simple proposition. Transportation is a tax. It is an 
inescapable tax which is paid by the producer and consumer, and 
therefore the American people have n right to demand and the right 
to receive the most economic and convenient forms of transportation 
that can be provided for their use. 

The CHAIRMAN. I don't know of anyone that is more familiar with 
the sulphur rate than you are. Can you tell us whether or not the 
consumer of sulphur gets the benefit of low-cost transportntion? 

Mr. MILLER. The entire benefit, Mr. Chairman. The price of 
sulphur is f. o. b. the mines. There is an exact parallel in the case--

The CHAIRMAN. They ship about a million tons a yenr, do they not? 
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\1r. ::\IILLER .• lpproximntely that, I believe, and the price to the 
consumer is based on the cost of delivery at that point.. The basic 
price i;;: the price f. o. b. the mines. 

The CH.URlUX .• l very hU'ge proportion of that sulfur goes to the 
ml1uufacturer of fertilizer. does it not? ' 

::\11'. ::\hLl.ER. To 11 considerable rxtent. ,TlIst what it is, I don't 
know. But fertilizer cOIlstitutes OIle of the principal users of sulfur. 

I wish I might quot.e from memory, which I cannot, some very 
interesting figures ns to trnnsportn tion chnrges on sulfllr. I recall 1'\, 

few years ago thut the cost of trnnsportation on sulfur from the 
Texas mines to St. Louis was around $6.50 n tOil. To the Chicago 
aren, if I remember correctly, it was about $7 per ton, approximatel)" j 
to the Pittsburgh district, around $8 a ton. 

"'ith the completion of the Intraconstnl Canal to Houston and 
Galveston, a distance of some 50 to 90 miles from the mines, the cost 
of transport.ation of sulfur to the St. Louis nren has nlrendy been 
tremrnciously decreased, and it is now being transported by barge 
from Galveston to New Orleuns nt 75 cents n ton, there transshipped 
by the Federnl Barge Line to St. Louis at a rate, I think, of $2.50 a 
ton. In other worus, the rate is now $3.75 n ton from Galveston to 
St. Louis ns compared with n rate of about $6 .. 50 some 3 or 4 years ugo. 

I am not familiar at the moment with the total present sulfur con
sumption in wha t we call the Ohio nnd )'lis-;issippi River Yalleys bu t 
some 6 or 8 years ago, when I had occasion to compile some figures, it 
was estimated tha t the total sulfur consumption in what we enll the 
Ohio River and ::\Iississippi River tel'l'itory, those industrial sections 
which can be reached by these wnterwn~'s, nmounted to 651,000 tons. 
I rather think thnt due to conditions which haY€' existed for the past 
several yenrs that the consumption is not probably nt that point now, 
but when the intracoastal canal is completed south of Galveston to 
the mines, und it is now, )'fr. Chairmnn, lUlder contract, I ,oisualize 
the movement of mnny hundreds of thousnuds of tons of sulfur direct 
from the mines through the cnnul to the ).fississippi RiY€'r, thence up 
the Ohio to the Pittsburgh district, up the ::\Iissi;;~ippi lmd through 
Chieago-Illinois waterway, und your Sng-Cnlumet Canal, whieh you 
have ulrendy heard before this committee, to the Chicago area, at nn 
average snving of probably-well, I would say, anywhere from $3 to 
$5 n. ton to tlw consumer, the pUl'ehn;.;er of tlH' S1\}fllI'. 

There i~n't any question at nIl, gentlemen, but what the benefits of 
water transportation inure exdnshoely to the American consumer and 
producer . 

. I have presented this illustrntion, I think, to this cOIllmitte before. 
"llen the port of Corpus Christi was opened to commerce only about 
12 yrars ago there was produced in that al'en fiye or ;,;ix hundred 
thousnnd bnles of cotton, nIl of which hnd to be moved to Houston 
or Gnhoeston, fit an overage rnil rate of $4.75 per bnle. That cotton 
now moves into Corpus Christi by truck or roil n t an a vernge of not 
to exceed $1 .. 50 a bnle, on account oi the closer proximity of the 
fields to shioside. 

).,fr. CLLKIX. \\110 gets the benefit of that? 
Mr. ).,hLLER. I was just going to sny that thnt hns resulted. of 

course-that proportionate benefit in the proportion of the reduction 
of the freight rate goes to the grower of the cotton, because the price 
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of cotton as everyone knows is made in the world market, It has 
always been made at Liverpool. What the farmer gets is the price in 
the world market less the cost of getting it there, 

:Mr, CVLKIX, Isn't it an absolute fact that the farmer always pays 
the cost of transportation? 

Mr. ~hLLER. He always pays the freight. 
Mr. CVLKIX. That cannot be distorted into allY gellemlity or any 

false conclusion, can it? 
Mr, ~hLLER. I don't think it call, because you caullot dispute the 

fact, a fact which is so perfectly obvious and known in practice, 
Mr. DOXDERO. I suppose it will be fRir to say the rnilroads cannot 

compete with water transportation? 
~1r. ~hLLER. With respect to cerhlin commodities, raw materinls 

and bulk commodities. The truth of the matter is that the develop
ment of the water transportation system in this country has developed 
America. By the provision of cheap water transportation the market 
is extended. so that certain products can be sold in certain areas where 
otherwise the markE't would bE' closed. 

In the coast.al section of Louisiana, for example, in these salt domes, 
there is prohahly enough salt to take care of the world maybe for 
hundreds Hnd hundreds of years. Those mines, of course, you are 
familial' with. Thev sink It shaft down into the henrt of the enl'th 
there, Hnd find n solid hlock of snlt of unknown quantity. Before 
the completion of the Intrnconstul Cnnal the market for that sltlt was 
limited to u radius of probnbly not more than 1.50 or 200 miles. X OW, 

thE' Intrneonstnl Cnllnl hns gin>1l thn1. essential product a Ill/lt'ket, 
and the result is it is being shipped by \\'/lter transportation to the 
yery heart of America. 

That. is tlU' story of w,lter trnnspol'tntion. It does not hurt any
body. It helps ('n~ryhody. 

~rr. DoxDERo. I nm for wntel' tnmsportation as you kllow, but I 
suppose it is only fnir to Sll~' tlwt the Government pl'O\'ides the cost 
of waterWHYS--

~Ir. :\fIL·i,ER. That is so. 
~IJ'. DoxDERo. And the rnilroads have to prm-ide their own. 
~Ir. ~fILLEn. That is true, but as a matter of fnct the people of 

Americn have huilt the railroa(is. Down in Texns I don't know of a 
siu?ie l'Ililrond that really was not paid for by the people. One
hundrecl-and-sixty-odd million of acres of public domain of America 
were gi,'en to enCOUl'nge the buil(ling of transportation hnes, nnd down 
in Texus virtunllv ~5 percent of our aren, around 160,000,000 acres-
33,000,000 of them were giHn as bonuses to early railroad builder!> 
of Texas, nut! even t.oday the rnilroads hu \'E' VHst, holdings of public 
land down there, mnny of them in oil fields, and when the railronds 
were built in Texns, I will say this in addit.ion, to t.he gentleman, nnd 
of course the chairman of this committee well knows, some small 
companies were organized, usually with local participation, and they 
would go out Hnd what did they do'? They got. a right-of-way do
nated; they got land bonuses nnd cash sufficient to pay the cost of the 
railroad. Tha t has been done in respect to every railroad I know 
anything about in Texas. 

I went down to the home town where lliyed and took charge of the 
ach-ertising depnrtment of n new raill'ond, when I was just out. of 
college. It is lIOW part of the ~lissollri Pncific System. Its corporate 
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identity to start with was the St. Louis, Brownsville & ~lexico. It 
built south from Corpus Christi to Brownsville. a distance of Hi, miles 
and then was extended up to that virgin territory which is now the 
Magic Valley of the Rio Grande. The land bonuses and cash bonuses 
~ontributed by the landowners in order to build that railroad were 
sufficient to la.y the rails, to buy the stations, and to buy the equip
ment. Then. of course, they went through the natural squeezing 
process, and the first thing we knew some hig railroad gets hold of it. 
They go ahead and bond it and the American people huy the bonds 
and the American people have built the railroad. 

~lr. BENDER. Would you agree to this, irrespective of whether it is a 
railroad or a waterway, whate,-er kind of a project it is, basically 
it is inspired by some interests that have a selfish interest in mind? 
Irrespecth'e of what it is, be it a canal, a waterway, a railroad, or what
eYer it is, underneath there is some agency or some selfish interest 
inyolved; whether you have an organization of the Rivers and Harbors 
Congress, or the Railroad Administration Association, whate,·er it be, 
basically there are some interests that are concerned with that project 
that will help them either in creating a competitor or help them along 
some selfish line? 

)'lr. )'hLLER. Oh, I think that is true. I think unquestionably 
that general proposition is true, because that is based upon our idea 
of this country that we are trying to preserw. what we call the profit 
motive. 

~Ir. R.\NKIX. On the proposition you spenk of in this area traYersed 
by this Tombigbee route between Demopolis and the Tennessee 
River, there are literally hundreds of millions of tons of rock asphalt, 
the finest paving there is in the world, one of the finest; hundreds of 
millions of tons of sand and gran·lneeded for road purposes that sim
ply cannot be moved because it cannot pay the freight that is now 
charged. 

Mr. ~IILLER. I will say to the gentleman from ~Iississippi that I 
happen to know that to be true with respect to your asphalt deposits. 
I had occasion a number of years ago, at the instance of some associates 
of mine, to look into this asphalt situation out in Unllde County, the 
home of a well-known gentleman who is at the other end of the Capitol. 
They have in Gvalde County the largest known deposits, ut least in 
the Southwest, deposits of this wonderful rock asphalt. There are 
millions and millions of tons of it. And yet, there it is. It can be 
utilized only within 11 narrow radius down there in Texas because of 
the high cost of transportation. 

In connection with our investigations, of course, we wanted to find 
out something about the competitive possibilities of asphalt elsewhere, 
and that led us into an investigation of these deposits which you 
mention, and with this waterway development that very fine road 
material will be made available for use. It cannot be without chraper 
transportation. 

The CHAIRM_\N. ~fr. :Miller, on the question of upkeep, which has 
been referred to here, in the statement that the Government main
tains waterways-of course, a very large proportion of that is the 
ocean and Gulf and lake ports, as well as inland waterways. 
$41,000,000 has been estimated for maiutenance of all waterways for 
the coming year by the Bureau of the Budget. That will be presented 
to the Appropriations Committee. You will see from the reports of 
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the Interstate Commerce Commission that as much as $2,000,000,000 
in some instances have been set aside for the maintenance of the rail
ways, and in every instance I believe it runs over $1,000,000,000 a year. 
That maintenance of railways is taken into consideration by the 
Interstate Commerce Commission in fixing the rates that the public 
pays. Do you see any difference between $41,000,000 of outright 
appropriation by Congress and the one billion thu,t is put out bv rail
way maintenance which the shippers pay, and the consumers?' 

Mr. MILLER. It is like the traveling man's overcoat, that mav be 
in his expense account, but you cannot see it. It is there just' the 
same. 

It has been the traditional policy of our country since its foundation 
that the Federal Government would take care of our water transpor
tation, our navigation. Of course there is a great deal of talk about 
tolls and all t.hat sort of thing, but there is this essential difference 
bet,,-een a waten,'ay and a railroad. A railroad is a private corpora
tion, insofar as the use of its facilities are concerned. The waterways 
belong to all of the people, just like the highways belong to all of the 
people, and therefore should be kept open and free to the use of the 
public at all times and you cannot do that under any toll system. 

Mr. R\NKIN. The gentleman talking about the farmer not getting 
any more for his wheat \"then he has water transportation-he can 
loan his wheat on his own boat, or a number of them can get in 
together and get all the benefit of this, can he not? 

Mr. MILLER. rnquestionably. A former distinguished President 
of the 'Gnited States, when he was Secretary of Commerce, made a. 
speech out in Kansas City in which he pointed out the benefits which 
would accrue to the wheat farmers of the Northwest when the ~fissis
sippi and Missouri Rivers projects were completed, and I think in 
that address he estimated the benefits to amount to some three or 
four cents a bushel. There isn't any question but what the produce.r 
gets the benefit of cheap water transportation, and it applies almost 
without exception in my judgnwnt to the producer of agricultural 
products. 

Down in the Rio Grande Yalley we are producing at the rate of 
twenty-fiye to thirty thousand carloads of citrus fruit, much of which 
neyer reaches the market. The finest grapefruit produced in the 
rnited States, and yet its enjoyment by the American people is for
bidden by the high cost of transportation. 

~lr. DONDERo. What the chairman brought up in these figures 
confirms in my mind, and in others no doubt, that railroads cannot 
compete with watel' transportat,ion. 

~lr. ~hLLER. Through the utilization of waterways we can develop 
this country industrially, and we will have our great industries along 
the waten\'ays that we are deve10ping down there in Texas. Then the 
railroads will come into their own in handling the finished product to 
the consumers in the interior, the kind of commodity which is high 
in value, and therefore can afford to pay a high rate. 

Gentlemen, vou just can't have industrial development in America 
unless you hav'e got cheap water transportation for the raw materials. 
It is not possible. 

Mr. CULKIN. How much do the citizens of Texas and the corpo
rations of Texas pay in taxes to the Federal Government, do you 
know? 
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The CHAIRMAN. I know what I pay, that is all I know. 
Mr. MILLER. Judge, I will be glad to~w.beJig:ures. 
Mr. CULKIN. I think that would beui~eJtib!);that is part of 

our life scheme eventually, and that paymen.fbs 1;& clime from these 
developments that have been incident ~·~·w.a~":';:transportation. 
Isn't that true? 

Mr. MILLER. Development which could not be created without 
water transportation, which just wouldn't be there without the water. 

Mr. CULKIN. Yes. The economics of this thing is rather involved. 
It is not as simple as it appears on the surface. 

Mr. MILLER. Yes; it ramifies into every activity in America and 
really constitutes the foundation of our prosperity., 

The CHAIRMAN. Gentlemen, the committee will adjourn now and 
meet tomorrow morning at 10:30 a. m. in executive session. 

(Thereupon, at 12:20 p. m., the committee adjourned subject to 
the call of the Chair.) 

X 
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