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GENERAL McKINLEY:

Gentlemen, we are partlcularly fortunate this mornihg in having General
Leavey with us. I feel happy about it, because he is an old friend of mine, -

General Leavey iS'a graduate of the U, S. Military Academy,‘class of
1917, and the Command and General Staff School, 1938. He was promoted
through the various grades to major general on 29 February 1944,

General Leavey has had a rather ispressive war career. T knew him
before he started overseas, when I think probably he was gathering more
gray hair then at any other time in his career, in the construction pro-
gram early in the game, trying to get these camps built. But after that
he landed in North Africa in November, 1942, and became Chief of Staff of
the Mediterrsnean Rase Section; and in rebruary, 1943, was placed in charge
of that command. After completion of the Tunisian Campaign he went to.the
Pacific for duty on the staff of the Commander in Chief, United States,
Pacific Fleet and Facific Ocean Areas, in charge of lopJSt4cs. I think
that is a rather impertant assigmment -- ar Army Officer on a Naval Staff.
Tn ¥ay, 1945, he was transferred to the Fhilippines to serve as Deputy Com-
mander, Army Forces in the Western Facific, with headquarters in Manila. ‘
General Leavey is now uhlef of Tranaportatlon for the Army.

_ His subgect this norﬁlng is uommurlcatlons and Tra napurtdtlor as Es—
. sentials of Vobilization. I take great pleasure indeed in introducing to
”you wa*or General Edmund H. Leavey. ‘ :

GENERAL LMDVEY

" General ¥cKinley, Cfficers of the 3taff, and Student Cfficers of the
Industrial Ccllege:

It is a distinct pleasure for me to speak to you today. on the subJect
of Communicaticns and Transportation as Essentials of Mobilizationh. In this
talk I shall use the term "Communications" in its broad sense, namely. the
nets, or lines,. of travel and the eguipment used in movement on then. .
Throuéhout American History, transportation, as a means of ijolcal communi~
* . cation and movement has.been a controlling factor in the development and
/ settlement of uncccupied lands, thée growth of agricultural and industrial

production, and our national military capabilities. Development of trans-

portation facilities and techniques has fortunately kept pace with reguire-
ments. This is one of the foundstion atonea of the progress in and of the

United States.
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As a new nation faced with opening up large undevéloped areas, the
American people showed great powers.of expansion, They spread from the.
Atlantic Seabosrd to the sheres of the Facific Ocean and gradually supplied
the intervening areas with population, agricultural develcpmemt, and indus-

trial plants. This expansion could nct have teken place without corres-
ponding progress in transportation facilities and techn 10logy.,

uommcr01al trJnsportﬁt*on has likewise, under the conditions of & more
settled sccnomy followed a progressive policy, and has been ready whenever
;dt became necessary for this country to mebilize, although, like all other
Ddrto of our industrizl organization, 1t had to expand greatly and rapidly

to meet thu a1tu tlon.

Today, transportation and communications affect everyone and almost
Vﬂrytnlﬂv The envircnmeént, diet, and habits of 1ife of the average man
Jhave been gradually altered 4up to transportztion. Warfare has become
a world-wide aifair with the impact of milituary oyer¢tlonq being felt along
the communicaticn and transportation routes:of 4il countries.. Developments
~dn the fields of transpvrtAtlon and communic.ations have Dcrmthca the con-
duct of modern global war,

: Mobilizatidn for World War IT was geared to the combined c¢p¢b111tlcs
- all forms of transportation--water, rail, motor, and air. This wus
true not only in the earlisr stages of mobilization but applied throughout
“the war, not only to the Zone of the Interlo‘, but in wor¢q~w1dc theaters
of OE*T“thﬁ.

For thousands of years, war was a pedestrion enterprise with some opera-
tions slightly accelerated by the use of unimals, For the most part it re-
mained so until World War I struck, when mobor and rail transport permitted
a faster tempo on land and compiratively fast ships carried .our men and
supplies across the Atlantic. 4ir transport had not drrlvvd. In World War
II, however, with modern transportation and communication facilities,. and
_their sccompanying increase in speed, we were zble to mobilize the entire
resources cf the nation in an unprecendented period of time in supporting
an irmy of huge size engaged in = globzl war such as the world had never
before experienced.

. .| There are two significant points to be considered on the subject cf
tra nbvortztlon. Orie is the volume which can be transported, =and the cther
‘1: the épeed or ulme it tzkes to transpoert it. We have all becn face to
11ce,m%th ‘these ‘two factérs in Torld War IT frem the highest to the very
lowest echelons., A very difficult factor influencing pilitary operutions
. throughout the war wis the time it required to accumulate personnel-and sup-
plies or the time réquired for a specific movement of - two ceommodities., - In
this rafercnce the problem was not only the manufacture of the supplies
or the ootulnlng of sufficient personnel, but it was alsc their movement.
The speed clume of movement in World War II dwarfed.anything that
had ever pr eocd it, and gives us a preview of the future, With the.in-

ec
crease in the volume and speed of trAns/ortatxon, and I am sure
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the future will bring both tc a point not now dreamed of, I believe we can
say for a certainty that, one way or another, the effect of war in future
will follow the fact of war more and more closely and more and more sffec-
tively. S e '

At the time of our entry into World War II, the administration of ‘Army
transportation lacked integration from an operating standpoint. In addi-
tion tc shipping Army personnel and freight by couwercial carriers, The
Wuartermaster General of the Army was charged with the maintenance and
operation of our Army transpert service; and of a small fleet of small
boats. At that time, the Army had only 250 vessels of all types, including
only six ocean-going Army troop transports and two. cargo vessels in opera-
tion. Two ports of embarkation--New York and San Francisco--azlthough part
of the Army's transportstion machinery, were operated under the direct con-
trol of the ™ar Department General Staff. Their organizatiocn and methods
of operaticn, viewed from today's standurds, were incomplete and inadequate.

- The maintenance and operation of military railways were assigned to
the Chief df Engineers. Moctor transportation as a service was uncrganized
and several of the supply services padnbrapsportation units within their
own organizations. General supervision of thzse various operating agencies
and coordination of their plans and sctivitics rested with the Assistant
Chief of Staff, G-L, whose organization included a Transportation Branch op
Division. ' '

The exigencles of war made it quickly apparent that a closer integra~
tion and better organization of irmy transportation functions was necessary.
This was partly sccomplished in March, 1942, by the zppointment of & Chief
of Transportation and the creation in the Services of Supply of a Trans-
portation Division, which title was soon changed to Transportation Services
‘But this fell short of whst was considered necessary for the proper performe-
ance of the Army's transportation functions. The Chief of Transportation
had operating functions but still had no- voice in the activities of Trans-
portetion Officers on duty with irmy posts, camps and stations) he had no-
facilities for the procurement, training and replecement of personnel for
transportation organizations; and his sphere of operation was greatly
dimited. ’ ‘ :

. On 31 July 1942, the establishment of the Transportation Corps was
announced. And by November 1942, many additional functions ccvering the
entire field of transportation were added. Today, with little exXception,
there is concentration and integration of transportation in the Army--not
to the final exbent that we of the Trunsportation Corps believe it should
be-~but . certiinly it is a tremendous improvement over anything that has
heretofore existed.

Transportation Agencies of the Government:

Before further elaborating upon the transportation Corps and in order
to complete for you the transportation picture, it is necessary to briefly

I
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O‘Surlbc several most important martlme transportation agencies with vh ch
the ™ar Department deals. - ’ e

. - _ .
The first is the Gffice of Defense Transportstion, familiarly called
the CDT, which controls and cocrdinates domestic transportation facilities
such as rail, air, highway, inland waterway, coastwise and inter-coustal
carriers. Under an Executive Order, ODT is authorized to develop measures
to secure maximum use of existing f acilities and to coordinate trafiic move-
ments with ocean shipping to aveid congestion in port areas. In performing

“these functions, ODT is directed to mairtain close liaison with the War

Shipping Administration, the Interstate Commerce Comuissior, and the War
“nd Navy Departments. Not the lésst of CDT's functions has been the stimu—

ation of the provision of n»ce:sArJ additional facilities by reviewing
stated requirements and making recomnend:tidns to the War Froduction Poard
(now the Civilian Production Administration) with respect.to the ziloecation
of pricrities and materials for such eguipment. -

The second agency which occupisd = top pos ;tlon during the war was the

.’Wﬁr'Ship ping Administration, familiarly called the W34, a subsidiary of the

faritime Commission; which controlled the opers t_on, purchase, ch: thr'and
use of merchant ocean shipping obher then that cwred or barebost chertered
by the Army or the Navy, and coastal ard inter-coastal shipping controlled
tes flag ocean shipping was
thus formed into a shipping pool subject to allocation to the various
agencies requiring such shipping facilities, in accordance with strategic
military requirements and the rel:tive imvportance of other demands. Since
the end of thé war, and under the reconversion program, the Maritime Com—
mission.has gradually reabsorbed the War Shippi ' ation.

WNorking in close ﬁOCTJlﬂgﬁl\n with the Armed Forces were virious
civ111an committees, one of which was the Intra-territcorial Milits :ry  Comi-
mittee, which had to do primzrily with the movement -of personnel by rail.

It was comprised of representatives of territorial assccistions of the X
onsible for the rout-
ic ~~The Army, Navy,

(U '7:5

ing of the personnel traffic of 211 branches of the Ser
Marine; Corps, and Ccast Guard,

Volure cf Transportation - Zone of Intericr:

~To handle the unprccéndeptcd vclumc of traffic in the zone. of the in-
terior necessary to support an Army of & bO0,0“O men required the utmost

An careful planning, skillful coordlnqtlon snd promyt ezscution, along with

a system of central nontrOW_qnd directicn irn order to distribute the load
2s evenly as possible and to kecp it meving on scheduls without corgestion
at any point. o

To emﬁbasizb thls volume--by reference to these charts--we sse that:
From Fearl Harbor to VJ-Day, there were 33,676,688 troops moved by rail and
bus, of mhich 32,880,000 +roono moved by ralL,‘ nd 765,541 by bus in crgan-
¢zed groups of. LC cr more. The pw%k month by rail wes hLVUDt 19&5, when
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1,170,000 were moved in crganized groups. These figures do not ineclude
rlll ary ppr:onnel traveling individu=lly or official business or in grou“s
of less thqn 40, nor do they 1nc1ude furlough t“ﬂVel.

2

Turning to freight, shipments totalling 324,890,000 short tons were
shipped via rail, highway, and water carriers (1nlanc waterway). There.
were 2,260,000 short tons of LCL freight consolidated into carload lots

through the nrmy—Navy Corcolldatlng Dt*thﬂS**Wh“Ch T shall subseguently
describe. : Lo

We are proud to say that these record-breaking volumes of. export traf-’
fic were handled throughout the war years without serious congestion at-any
- of the ports--a direct contrast to World War I, when during the winter of
'1917-18, a stifling accumulsation .of 200,000 carloads of freight alone were
backed up for the itlantic Seaboard ss far west as Chicago.,

Further, I might add that in the handling of this terrific volume of
freight, the Transportation Corps was able to effect freight rate reduc-
" ticns: ;1ngc 1 January 1944, averaging 60,000,000 annually on the w. irtime.
volune of traffic. ‘ ‘ :

: slthougn we are interested hcre todny primarily in tae zone of the in-
terior-~it is necessery to consider the volume that went through our ports
of embarkaticn since these were certainly the focul points to which were
pointed lines of sction from throughout the zone of the interior--7,293,354
troops and othe passengers were bnbjrkea from American ports, and
126,787,875 mezsurement btons of csarge shipped cverseszs. To do this, the
Army operated 186 irmy-owmed and barebo:t-churtered oceun-going vessels
and contrelled the operutions of 1,765 Army-employed ocean-going vessels
(most of them operated by the War Shipping. Adwinistration), The United
. States contrclled mercharnt fleet increased from some 1,100 vessels of
11,000,000 deadweight tons to -over 5,000 vessels exceedlng 50, OOO OOO
deadmel ght tons durlng the war, =

Organization of the Transportatlon Corps:

The Transportaticn Corps being born while this country wss engsged
in the throes of war way under tlie necessity of building up its organization
and establishing procedurss while also coping with dif flcalt operatlng prob-
" lems durlrg the most critical DhiSQS of the war. :

4 chain.of facilities from- coast to coast was_Qstablished"andvbpérated.
There were placed in operation, in addition to the ports of embarkation of
New York and San Francisco, which wers in operation st the beginning of the
war, six additionzl ports of embarkation and numerous: carge and subports.
The six ‘additional ports of embarkation were: Boston, Hampton Roads,
’unarleqton South Carolina,.New Orlears, Los ingeles, omattle Washington.

In addition to the nine Zon; TranSAUrtition Offices which operated
directly under the Chief of TYﬁnngPt tion and which were established to

S
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cover the same geovraphlcal areas as the SbPVlC@ Commands, ‘there were also
established: - -

.l

District Transportation Offices

-Port Agencies

Holding and Reconsignment Points
Regulating otatlons

Army-Navy Consolidating Stations
Army~havy Distributing &genciles

. Within these facilities, it was necessiry to effect coordination with
call forps of" trﬁnspcrtqtlon—~ra¢l moter, water and air--both civilian and
Wllltary. - ' :

~Traffic Control=-Zone of the Interior:

4 most complex and dynamic problen of transportatien, and certsinly
one which demanded constant attention and Actlcn during the war, was traffic
control. Controlling 211 of the varicus modes of tr*nSUort—-tylng‘tbem all
together over the vast net in the zone of the interior--as you can see on
this map--demanded the major attenticn of =1l transpertaticn - 1ﬁbﬁC1bS, Dur-
ing the past war, we had to huve an effective system for ngblng our ports
and-our lines of cumminication to. the ports free from the congestion th 37
proved so serious a handicap during the first World ¥ar. Comprehensive
traffic control arrangements were instituted prouptly:on the COnSOijQAtLOH‘
of trnnShortqtlon unetions Lndor a Chlcf of Irrn¢howtatlon, S

FGT th cnt“ol oi irvlgb 18 ystem gventu Jily est OLLShDd evbraccd

a dual control,; exércised througn ﬁnc issuance of block reledses Jna unit L
nermlto.;-Tne bloask relesses were issted. by = TrJnsportxtlon Cortrol’ Com—
mittee, p:tabllah@d in‘early 1942, ‘and consisting of regrésentatives of the |
Army, Navy, Office of - Jsxensﬂ LTdFSBOPtublOH, ¥ar Shipping admlnlstratlon,
- and British mlPJStrV of War Transport. The Comrittee met daily in the of~’
" fice cof the Chief of- Trqnoyort tion, and its sxecutive and staff weré -ap--
pointed by him. Based on estimates of the qappllcs which would be ready
for export and the shipping thst would be available for lifting them, the
block releases indicated the maximum tonnage that .could be shipped to each
port durlnc_a given month. Having determined the block relesse in adv ance
of the month, the Transportation Control Committee ‘was “authorized to change
the tonnage, require that specific shipments be held or diverted, and direct
that embargces be y1>cod zgain at specific ports as:subséquent developments

might warrant. '

The authority to issue unit permits for all goverment export frclgbt
except that of the Navy, was vested in the Traffic Control Pivision of the
Office of the Chief of Trensportation. Such n permits were issued for speci-
fic shipments upon applications filed by the shippers. The Navy issued per-
mits for its own shipments and the War Shipping Administration was authorized
to issue permits for commercial shipments, which it szccomplished through the
Associstion of ‘merican Railroads acting as dits sgent. The sun total of

b
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unit parmlts for ShlPMLntS to arrive at a’'given point during a-g given month

-could not-exceed the pertinent, b¢oc releases. The railroads Were directed

CTH

not to accept shipments at . points ‘or origin unless unit permits had been

. issued to cover them. The War Shipping Administration introc juced another

snP»cudrd by issuing forwardirg authorizations for all lend-lease shipments,

T W

order to synchronize arrival of cargocs at the ports with thc availa-
i ity of: ships to receive ?hcn

This centralized control system Wﬁs,'ﬂnd is, considered to be the most
efficient system of traffic control.” It is comps tlblb with commercial com-
mon carrier oper.tions, but it must be emphasized that such a system de-
mands the very best in communications, At times, every action taken, every
movement that took place was reguested, described, and finally authorized

by either t;lcrhone,_teletype, radio, and last of all by air mail and

e

ordinary mail Only by having at our di:posal‘every modern means of scien~

-tific com‘unlcﬁtlon were we able to exercise this close and ccntrallzeu con-

trols There szre other systems, perhaps, that could have been pléaced in ef-
fect but the adequacy of modern cownunication in this country and the com~
lste cooperation of all commercial organizations permitted us to install

wa system which we believe has proved to be the best which has yet been de-

vised, Only fast commun¢catlon makes it possitlie for hlph-apced trans-
portatica te be safely and efficlently orcr1tco and the two must ~always be
gtudied in relation to each other. :

To see how the control system setually works, let us look at the map

Ifor ‘s moment, remembering ‘that New York is our msjor cast coast mlthqry

port, Mozt of you hzve been in and sround the City of New York and have
secen the wsterfront with its maze of piers and the grestest port rail net-
work of any port ir the world.. Problems were not too difficult there uand

- the relezse system did not have to be supplemented in order to make it
‘oparate. ‘That was true, likewise, of Hampton RO*du, Churleston South Czro-

lina, snd Boston Massachusetts. But when you go from the east .coast and
move t6 the wide expanse of the Pacific Cosst, knowing that there zre only
% limited number of rall gateways from the Miss%ssippiARiver-Valley-serv—
ing the three major ports on the west coast, a real problem is presented.

" fHeniicuirgo is released from the enstern po rt of the Unitsd States, which is
‘the: great industrial ares, &nd‘”“ablned for a port on ths west cosst, it is

by no mesns certain tc move through on a omuoth and undisturbed course—-
many things w;ght happen'to it from the time it leaves the sastern area un-
til it arrives in Los Angeles, Ssn Francisce, cr Seattle. The following
will illustrate what I mean: -

Ezarly in 1942, there wzs set up in the western part.of the United

‘States a regulating system with stations lecated at. El Paso Texas,

Alberquengue New Mexico, Cdgen and Salt Lake City Utsh, and Spokane Washing-

Atcn,'two“being necessary in Utah because two different railroads go through

hat'area connecting north and southbound traffic and. tying _uhem in with

'the west coast. Uhen carge originated in esstern arens, ”eports govering

its shipment were teletyped or dispetched by air ms 11 to the regulatlng

-7...
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ststions in the western territory. The regulating stations were in contsre®
by direct wire-with the perts: By constant compunicaticns; ‘the ports knew
exactly what curge was flowing through 1 tnch “hen 4 report came in, for
" example; that showed 10,000 tons of gargo enroute to Los ingeles for a ves-
‘sel that was due‘in the Los Angeles Fort on a certain date, but which un~
fortunately had been sent to the bottom by enemy action--what could b\ done
with it? From thé reports rendered and with the direct cowmmunication
between the ports and the regulating staticns, the cargo could be diverted
to other terminal destinations or to 2 holding ond reconsignment point, or
a ship could be diverted to Los Angeles to recelve it. ‘

=3
'

Behind esch msjor port, there wizs set up one or more holding and re-
consignment points. Cargo cou¢ be diverted to these points and rétain its
carload identity until the Port Commander 'wis assigned aricther véssel to re-
place the one lost or otherwise made unaveilable. These holding wnq'rc—
consignment points were very lirge in are: and had cunsiderable open and
covered storage space. . Remember that the c.rgo funneled inte these holding
and reconsignment points was JItde :d to retzin its criginal ecarload iden-
tity.: The development of the War Department shiprping document and its use
throughout the frmy made this feaalblc. ‘It also permitted better rcecords
to be kept and permittsd the Port Commander to ksep =t
manders informed at all times as to what was azvailable-tc hlmq'wnan ke could

expect it, and in what gquantity.

To provide more effective control on less-than-carload lots and to ef-
fect a saving in cost and to increuse the efficiency in the use of equipment,
there were sstablished consolidsting stations located generally at cities
where large guanbities of LCL cargo originated. ’ ' '

" In the sreas where the consclidating stutions were set up, directivss
were scnt out to shippers to insure that any LCL shipuments they had for
specified areas would be consigned to the consolidsting stationi: At these
staticns, the shipments were grouped by common destination in CuflOld lots
snd dispatched; when possible, in trainlcad lots.

Cn the receiving end of the line, there were -set up distributing
‘agencics teo which curload shipmerts were censigned by the consolidating
stgtlons. The Luncticn‘of‘th93$ istributing agencies was, of course, to
break down and distribute the consciideted cargo, since there were often
in one car shipments for the Army, Navy, Marine Corps and Coast Guard.

ER

The volume of that movement grew to such an extent that it was pos-
sible in a short period of time to consign from ezach of the consclidating
stations in the United States complete carlceds of mixed commodities to each
of the ports of embarkation for movement to common Je;tlnuu*onb oversess.

MoVing cver into the more specialiged field of passsngsr traffic,'the
overall plan for the mOchcqt of military perscnnel, snd 1t is sti1ll in ef-
fect; was primarily thzt of hxv:mh large groups moving on "FiIN" numbers.

—ge
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The passenger equipment of the railroads of the United States was utilized
to best 3qvanuage by having a central agency in Washington route all "VAIN"
numbered tra;lic, with the authority from their headguarters, both in the
Navy and War Departments, to coordinate details of movement so as tc effect
the maximum utilization of railway equipment. A "MAIK" is a group shipment
autherized and supervised by the centrzl agency.

Within the War Department, there was organized, and is still in cpera-
ion in the Cffice of the Chief .of Transpcertation, a Military Transperta-
tion 3ection of the Asscciation of American Railroads. Through the use of
the complete communicaticn system of the Association of American Reailroads
and its broad authority over railroads throughout the United States, the

Transportation Corps was zbleé not only to save the War Department thou-

sands of dollars in communications in the ccordination and utilization of
the transportation system, but more important, it was able to effect that
flexibility which was essential to uccomplish the job.

¥obilization:

Our future planning and preparation for mebilization of both personnel
and materiel must hinge largely on the speed with which that mobilization
can be accomplished. Frobably never ag ain will we have the time to mobilize

“that we had in the vast war. ’

fobilizaticon being largely dependent on transportation, the problem
4 in mobilization then to a considersble degrse is reduced to the
problem of thu speed and adequacy of our transportation facilities and
techhology.

Since it has aiways been and probably will continue to be the general
policy of the “ar Derartment to utilize the camon carriers in the zons of
the interior, rather than to establish and operste separate Army transpor-
taticn svstems, the strategic planning of the War Department must consider’
and fostar the development of commercial trunsport,ulvn facilities.,

Historiczlly, the ocutstanding feztures of trwn pOPtdthﬁ frogreso in
the United States have besen five-fold:

1. Construction by private cupital of a nation-wide network of tracks,
over which privately owned railroads produce the great bulk of the public
service cof transportation.

2, Bullding by governments, national, state and local, of a system
of rural highways snd city streets used by individuals and by private com-
penies in the transportation business. '

3. Development :lmost entirsly by the national oovernment of inland
waterways used by private transportation companies.,

-9
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4. Construction and operation zt government expense of a system of
airways and airports, used by privete companies in the business of air
transportaticn.

5.7 Fonstructzon and opera tlcn, chiefly by private capital, bf‘qm'QXf
ve tipeline system used principally for theAtrans,O*ﬁutlgr of B

vV
d its products. : o

by

That the future will bring sufficient exwana*bn and development under
the same policies as heretofore followed is a question yet tc be resolved
but one of supreme 51gu1f1c nce. '

5
PN

ed Jtutps 2s it is
geographically located and a compariscn of : ion to the density.
of transportaticn fucilities presents a si tuation *t should directly in-

A study of the industrial preducticn o

~fluence transportation Dlanning' Areas of weskness zare readily apparente-

both in industrial production and transportation iuCLJ¢tleb. scme of these
areas will forever be weak--others will be balanced in time. Our problem
is to sffect this balance or growth to fit the strategic needs of the coun-
try as well as the commercial needs.. Ferhaps the present system of govern-
ment controls is adequate to effect this, or it may be necessary for the
government itself to develep certain areas and f;c1lﬂties even if it is
known in advance that they will operate a2t a loss and constitute a continu-
ing ¢xpense. There is much to be gained by a clossr relationship between
government’ spending for development of transportation facilities and the
allecation of contracte for the development of industrisl plarnts for mkll—
tary purposes. In mobilizing this country indystrizlily, certain concen-
trated areas are relatively easy to deal with, and with the awasrding of
contracts 1nduat“y can begin production for war with Iittle or nc dslay.
These areas have a 1limit, however, and to obtain the maximum overall pro-
duction of the entire country we must be able to put the entire country

to work--not merely the factories in certain areas, This is a problem to
be dealt with in the future planning of industrial and trensportation -
facilities. ' : :

MILITARY INSTALLATIONS

-Hailrosds

;

By referring to the map, wé”find that a maze of rail Jines covers the
naticn. Yet we kncw cf rany areas of inadeguacy and in plqnnlhv.a defense
'3 gainst an attack from any of the four cardinal compass points, there can
“be seen thes nsed for ztritcslv d@vvlopmenu in our rail syste ma.hzlt is prob-
2ble that current studics of underground sites fer storage and ‘hufsctare
will revesl a definite inadeguacy of transvortation, especially rail.’
serious preblem.in cur FPacific cperations, as I have previously muntlonpd
dur-n ‘the past wer was thu ¢1Wltut ohs ‘of -the' railroads serving the mcstern

orts. The railroads were gbﬂrbu to handle the normal, pe ace-time export
lOad which was much less in the west than in the east. During the war, the
carriers and the Arwmy tock active atepa to 1n0”“a'c the trans-continental
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