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13 February 1951 

COLONEL VAN WAY: General Holman, fellow members of the Industrial 
College: It is my purpose this morning to introduce to you the cou~se ] 
in "public services," of which you first heard yesterday when you r e ~  
the curriculum book for Unit VIII. 

I would like to say in passing that for some of thee members we opened 
this a good deal more dramatically last Friday when we told six of them 
they were to make oral presentations. The subjects for those oral presen- 
tations will be given out shortly in a memorandum. You will also be given 
the names of the people who will make them. If you have not been told, you 

will not make an oral presentation. " ! 

The Public Services Course is among the last of those that you will 
have for this year; I think you have three more yet to come. This is due 
to the pattern of scheduling which was set up when the course was planned. 
Actually, you began hearing about these particular parts of this course 
as soon as you started the over-all Economic Mobilization Course, and you 
will cont~ue to hear about them for the rest of this year~ 

This partict~!ar course will last from 13 February 15, r 
It will consist of 21 periods~ including 8 lectures~ 5 a M2r 195dl 
for these oral presentations I have just mentioned. That will leave you 

6 periods for movies or study. 

Since you know them already, I will not formally introduce the three 
instructors other than to mention their names. Transportation will be 
presented by Mr. Sam Hill, who also will speak to you later on in this 
period. Nr. Swaren of the Production Branch will present to you the 
course in ,,powers" in which he is a specialist. The field of ,'tele- 
communications" will be presented by Colonel Hhnis. 

I believe each of you heard me on one occasion or another during 
the Nanpower Course emphasize the complete integration of the elements 
of that course with the whole year's course in economic mobilization. 
I can think of no more suitable introduction for this particular course 
in ,,public services" than to relate them in a similar way to the instruc- 

tion to be given during the rest of the year. 

These subjects that we are going to present to you have several 
important elements in common. They are nationwide; they represent large 
capital investments; they have a continuous and fairly stable operating 
volume; and their demands for manpower, while modest in number, are high 
in quality. Now, ~Ir. Hill differs with me somewhat on the demands for 
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transportation being modest in number. Z think, when compared with many 
of our industries, the demands certainly are not excessive; however, they 
are high in quality, as I say. They are characterized by a comparatively 
high capital cost per job running as high as $94,000 per job in the elec- 
tric power industry as compared to a national average per job of ~7,000 
or $8,O00. For this and other reasons they are not readily capable of 
rapid expansion except under the stimulus of war mobilization. 

The transportation industry is basic to war production and to military 
operations. Like other industrial activities, it is vitally and sometimes 
seriously affected by shortages and readjustments necessitated by the war 
effort. Manpower shortages are perhaps immediately apparent. But also 
important are war material restrictions and increased traffic loads. 
Enemy action may be expected to interfere seriously with planned traffic 
operations. ~e are interested particularly in the organizational rela- 
tionships between the Department of Defense and transportation, Accord- 
ingly, we shall present the functioning of the Nilitary Traffi~ Con~mittee 
to you by a lecture and through seminars. 

The power industry in this country has been characterized by recent 
technological development and great expansion. Despite this, power devel- 
oped by steam is still cheaper, more flexible, and is capable of being 
more rapidly installed than any other form. 

A fundamental fact relating to power is that, like gold, it is where 
you find it. Steam power can, of course, be readily generated anywhere 
without requiring as much time as for hydroelectric power. But even so, 
an industrial plant can be developed in much less time than can be the 
power for it. For example, almost any plant can be built and put into 
operation in from 7 to 9 months. A moderate-sized power plant, on the 
other hand, takes from 12 to 15 months. Larger plants take two or three 
years. Hydroelectric development takes from 3 years on up~ sometimes it 
takes as much as 15 or 20 years. 

But it may be uneconomical. In those cases where enormous quantities 
are required, as in the light-metals industry, cost may delay its develop- 
ment in certain areas. Accordingly, the location of power already develops 
is a strong factor in the location of industry. This factor may operate 
in conflict with the availability of labor, as in the west and northwest; 
or it may not be in harmony with the location of raw materials or trans- 
portation. As a good example of tha~, I might draw your attention to the 
aluminum industry where we find the raw ores processed in the South and 
the final processes completed in the northwestern and northeastern parts 
of the United States. 

In this Power Course we will present to you an outline of the salient 
features of INCODEL, which is a term we use to denote the Interstate Co~- 
mission on the Delaware River. This is an agency set up by voluntary 
agreement among the several states and communities using the Delaware 
River for the purpose of bringing some degree of order to the increasing 
usage of its resources. 
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Now, this is not the only organization of its kind in the country; 
nor is it the largest. But it is, we think, typical of the emerging 
trend toward voluntary association of interested civic •bodies on a 
regional basis toward the solution of their common problems, which can- 
not be readily• accomplished by the normal political agencies of govern- 

merit--Federal, state or minicipal. 

Our attention in telecommunications will be devoted primarily to 
its requirements for material and manpower which may be in conflict with 
those of the military services. We are interested•also in new techno- 
logical developments. The extreme vulnerability of the elaborate com- 
munications network to sabotage or other enemy action will be a matter 
of concern to us. Its role in support of the industrial and military 

effort will be emphasized. 

The keynote of a~l these public agencies of service is coordination. 
Not one of them is complete in itself; not one of ~hem is a monopoly; 
and not one can be properly controlled by bureaucratic edict. Yet they 
must operate harmoniously and in accord so that efforts are not dupli- 
cated; that conflicts do not occur; that the public needs be served. 
The organizational structure, the principles of operation, financing 
and control form the basis of our presentations of these vital areas 

of our national economy. 

To initiate our Transportation Course, we will hear from Mr. Samuel 
Hill. He is well qualified by experience and study to discuss transpor- 
tation, having been for some years with the Pennsylvania Railroad in 
many capacities. His work on his doctorate is in the field of transpor- 
tation financing. As a crowning bit of evidence of his skill in the 
transportation field, let me point out that he can with great ease and 
~pparent accuracy read a railroad timetable. 

Gentlemen, I should like at this time to introduce to you, Mr. Hill. 

~r. Hill. 

~%. HILL: The purpose of this lecture is to lay a foundation along 
3everal lines, and especially those in which we thinkyou should be well 
hnformed from the standpoint of future managers of our economy during 

hines of mobilization. 

The first purpose of the talk will be to assay the preparedness of 
~he several carriers to meet the demands of mobilization--how ready are 
~hey to take up the burden during mobilization and thereafter. Second, 
~o examine the relationships between the carriers and government~ and, 
~hird, to analyze the liaison between the military and the several trans- 

port industries. 
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154.4  
Transportation has two aspects. Last week you saw a movie which 

was sponsored by the Production Branch on railway operations, entitled 
"Fast Freight.,, It was entirely proper that you should see a railroad 
movie ~mder the auspices of the Production Branch because transportation 
is really a function of production. Tha~ is the way it should be con- 
sidered~ unfortunately, this is not always the case. For example, during 
the last war people thought of transportation as being a separate industry 
which was considered not quite so important to their requirements as those 
of us who were close to it thought it should have been. 

In other words, transportation has been so much a part of our daily 
life that we take it for granted. Much of the transportation language 
has become a part of our daily life. For instance, the word "highball,, 
comes from an old custom in ~hgland of raising a signal to the top of a 
mast to indicate the way was clear for an oncoming train. We know now 
that "highball,~ means we have a clear track to go somewhere fast. 

The first chart we have for you is a description of the contributions 
of the various carriers toward the burden of transportation. (Charts were 
not reproduced.) As a matter of act, we have two charts. The first one 
shows freight operation. (Referring to chart.) Over here, the green 
shows the proportion of ton-miles of the Nation rs traffic carried by 
steam carriers. The white is the Great Lakes carrier system. That, of 
course, is a special industry all by itself, taking ore eastbound from 
the head of the Lakes to the eastern lake ports. The yellow represents 
the inland waterways. During this period, of course, motor trucks were 
very unimportant. Oil pipelines were not very busy. The airlines we 
can leave out. 

Now, as time went on you see tha~ the rail portion of the grand 
total has been declining. That is important to remember, for reasons 
which I will discuss with you later. The Great Lakes carrier system 
has been "holding its own s,, about, but it has been increasing in actual 
tonnages. 

The motor trucks have been showing a rather steady growth. During 
war we know this decline here (indicating) is all because of the diffi- 
culty in procuring gasoline and tires. Pipelines have been showing quite 
a substantial increase because the economy of moving oil by pipeline is 
substantial over the former type of transport, in railway tank cars. 

Here we have the traffic in passenger operation. The steam railroad 
was formerly very high. However, it has been going down due to competi- 
tion from, first of all, buses (shown in blue), and, secondly, air carriers 
(shown in pink). 

While the volume of tonnage is important, it is not everything. 
I do not wantoyou to get the idea that the railroads are quite as impor- 
tant as the tonnage figures seem to indicate. That is also of significance 

4 

X£STX ¢TED 



,£ STX CTED 

to us because it means that the railroads are losing a lot of so-called 
high-grade traffic to the motor trucks, which carry the highest rated 
traffiC. It means that the railroads ar~ less willing to invest money 
in new equipment, especially boxcars of the type which is going to carry 
war traffic, than they ~vould be had they had more of a monopoly of the 

transport picture. 

The first point of interest in talking about railroads is: V~mt 
should we look for in the railroad picture to see if they are ready to 
carry the load? As for motive power, the change has been from steam to 
Diesel. New modern Diesel locomotives are being ordered just as fast as 
the railroads can get deliveries from the builders. 

The next point of inquiry may well be the tracks. The railroads have 
done a good job in cutting down gradients and in eliminating curvature, 
which is an important element making for an efficient system of operation. 
They have installed many devices to speed operation, especially signalling. 
That is really the most important feature. You may know about an inven- 
tion called centralized traffic control, which means a dispatcher can sit 
in his office at one of the division points and run a railroad right from 
his desk. It has meant in some cases the elimination Of a second track 
because you can have equivalent double-track operation on a single track 

through cehtralized traffic control. 

The maintenance and operation of the terminals have been satisfactory. 
There is, in general~ a complete adequacy in most types of terminals. 
But there again terminals are not all just one type of railroad facility. 
As a matter of fact, we have various types. You have grain elevators, 
oil depots, and perishable terminals. So that we should examine the 
capacity of the various types of terminals with the people who will come 
to us in the seminars and lectures to see what they think about the 
capacity of the terminals; whether the terminals, located where they 
think we are going to need them, are really going to be able to carry 
on the traffic which is offered to them. 

I have saved this freight-car situation for last. That is really 
the crux of the matter. (Referring to chart.) This shows the deliveries 
of freight cars by years. This black line (indicating) shows the actual 
deliveries. Down here 1950 is shown in red. The figure is down to 
45,000 cars a year for the average installation. 

Now since retirements have been at the rate of 95,000 cars a year, 
the railroads are reducing freight-car population by about 50,000 cars 
annually. This (indicating) is the rate of population which we believe 
should be established to prepare for readiness in 1953. Incidentally, 
the year 1953 was chosen arbitrarilyj there is no reason in the world 
For choosing that year particularly. This (indicating) is the average 
rate over the last 27 years. The 1950 figure shows an average of about 
~+5,O00 freight cars of all types delivered last year. 

<~ ~ ~ ~  ~#~:~-;i '-~ ~r-T 
t i { (  ii:'1o7."~] ! i  IFk~N\k_,~ !t ! [ ~ I L ) J  



i5 6 

............ ) . . . . . . . .  

The footnote points out that Lo provide ownership adequate to 
handle efficiently a traffic load 5 percent greater than in 1944 by 
1953, a program should be initiated immgdiateiy calling for a produc- 
tion of 160~000 cars a year° The year !944 was chosen as a base because 
that was the year of peak traffic during the war and in trying to get a 
reasonable figure we said, "Let's exoand the peak year of !944 by 5 per- 
cent and see what that gives us.,, That is what that means. 

First of all, we should have a surplus .of 50,000 cars if we are 
going to have an absence of shortages. Just keep in mindj gentlemen, 
this figure of 1,920,000 cars is a total which we should have, from 
which figure we subtract the number in bad order, those needing repairs, 
to give us 1,829,000. That allows a surplus of 50,000, which will give 
us 1,779,000 effective cars~ so to speak, of the type and at the location 
where you want them. However~ a more optimistic possibility would be to 
expand Our freight car population by 15 percent, which would mean having 
approximately 2,100,O00 cars. Taking out 5 percent of those in bad order 
would give us a freight-car population of approximately 1,949,000. But 
I am afraid we are not going to get that figure. 

We are still on freight cars. This is just to give you an idea of 
the trend here. This program up here (indicating) we hope we are going 
to get started. This is the trend based on historical policy and need 
for requirements. Well, so much for railroads. 

The next item on the program is the matter of motor trucks. They 
are the second important carrier. In the case of motor trucks, we have 
approximately 400,000 heavy over-the-road tractor and semitrailer, and 
tractor-trailer combinations. There are no figures showing the effec- 
tive capacity of those trucks, or their age. We should therefore inquire 
of the people who will be with us in our seminars as to the ability of 
those trucks to do a wartime job. 

Now, we have in this country about 200,000 route miles of important 
highways between cities~ just about the same mileage as the route miles 
of the Class I railroads. Unfortunately, they are not being maintained 
in a condition which would enable first-class operation. The Bureau of 
Public Roads has estimated it will cost 9 billion dollars to put only 
the primary roads of the country in shape to carry a wartime load. 

The reason for this tremendous deficit springs from two causes. 
The first is the heavy axle-loading of the freight carriers. The 
American Association of State Highway Officials is trying to keep that 
load down to 18,000 pounds per axle. That is the first reason--just 
the normal overloading. A second feature, however~ is the fact that 
many trucks will wilfully and persistently overload. The figures show 
5 percent. Somehow or other, those of us who travel from time to time 
along the hig~vays get the idea that most of them are overloaded. 
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Turning now to waterways we find there are two factors to investigate. 
The figures regarding capacity are not easyto ascertain. I think we 
ought to look into the matter further in our seminars. 

Under waterways you have, first of all, the barges and tugs; second, 
the terminals. The waterways are not in themselves an important carrier 
by volume, but during the war they did an excellent job in carrying cer- 
tain important commodities, especially petroleum. They also carried 
sugar, grain, and cotton. In a sense~ the waterway carriers offer storage 
as well as transportation because commodities which are not needed at a 
certain time can be carried over a long period and stored on barges. 

In the pipeline end, we have the two major carriers built during the 
~war, the Big and Little Inch, now carrying as we all know natural gas 
instead of crude oil. The problem as regards the carriage of fuel is 
something which really is outside the province of transportation. I 
understand that it is possible to convert the pipelines from oil back 
to natural gas. We should take up with out petroleum people the ques- 
tion of what we are going to do about pipeline transportation of fuel 
oil since in the last war the tanker movement had been given, first of 
all, to the railroadsmwhich proved quite a burden--and were only saved 
by the bell, namely, the building of the two pipelines. 

The second principal area of our discussion here this morning is 
that regarding government relationships. 

First of all, there is the matter of subsidies. The Federal Govern- 
ment has spent approximately a billion and a half dollars in getting the 
railways started. Every time you have a new industry which is considered 
essential to our economy, the Government tires to help it along. Most of 
the Government's aid was not an outright gift; as a matter of fact, a 
very small part of it was. It has, of course, been paid back. So that 
the actual debt of the railroads to the Federal Government has been 
entirely paid off. 

By the same token, the Federal Government has extended a great deal 
of aid to the highways. We have probably 50 billion dollars invested 
in our highways by public agencies of all types, local and state, the 
various authorities, as well as the Federal Government. The Federal 
Government alone has spent, I would say, about 6 billion dollars. That, 
of course, is a large sum of money. It is being spent at the rate of 
approximately &OO million dollars a year in grants to local states and 
authorities. 

In the case of waterways, Federal aid has been about a billion and 
a half dollars. Approximately the sum of IOO million dollars is being ~ 
spent annually to deepen channels and the like. I am sure these sub- 
sidies enable carriers other than the railroads to compete--and compete 
successfully--and offer transportation service at rates below which the 
railroads of the country cannot possibly go. 
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The second question of relationships ° to government covers the matter 
of actual regulation and control. Here, perhaps, I could get up an argu- 
ment with you people during the question period. Everybody has told you, 
I am sure, that the situation during World War I, where the U. S. Railroad 
Administration took over the railroads was one of desperate failure. There 
are, however, a good many reasons to think that this is not true. I think 
it is important to bring out what the situation was in the last war as an 
indication of what happened in World War II because after all the type of 
control exercised by the Government in World War II was not nearly so dif- 
ferent from that carried on in W~ ld War I as you might imagine. 

First of all, the railroads under private ownership and management 
had fallen down on the job; that is what the ICC said in the spring of 
1917. The operation of the railroads eventually became a national scandal. 
They were not placing cars for loading. Whole factories and towns were 
shut down because they could not get adequate freight car supplies. The 
cars, when they were moved, were not taken to their destinations promptly 
and the whole thing was a mess. 

Now, there were several reasons for this; it was not entirely the 
fault of the railroad managers. You had to hire a great many unskilled 
laborers which ran the prices higher than had prevailed before. You had 
a labor shortage, which vms aggravated, of course, by the demand for 
railroad-type labor in the war industries. So, you see, the railroads 
had to carry a tremendous World War I load with a rather inadequate labor 
force. 

Second, the fact that the war industries were competing with the 
railroads for labor resulted in a dissatisfaction on the part of the 
railroad people because they were not receiving higher wages. Norale 
on the part of the railroad labor force was definitely low. 

So when President Wilson gave the Nation a Christmas present of 
Federal ownership on 2A December 1917, it really began to look as though 
things were going to look up. First of all~ the shortages of cars began 
to be diminished. There had been, previously, an overcrowding of the 
terminals. Tu February 1918, shortly after the roads were taken over~ 
you had 200,000 excess cars in terminals. These were, however, reduced 
substantially by the end of the year. I have some figures here which I 
will quote later on. I do not think it is necessary to take up too much 
time for the figures. They did increase the train load, carrying lO per- 
cent more traffic in 1917 and 1918. They did a good job of it, too. 

Regarding the deficit, the ICC refused to grant a rate increase in 
1916 because of a misunderstanding, in my opinion, of the whole theory 
of freight rates. They thought because the railroads were handling a 
large volume of traffic that it would make up for the unit losses. It's 
about as silly as the story they tell of a shopkeeper whom we shall call 
Xr. X. Mr. X was asked how come he was selling an article for 90 cents 
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that cost a collar. "Well," hesaid, "dowl the street s you k~ow, one 
of my competitors is selling the same thing for $1.15° Nobody goes in 
his shop~ but look at the business I've got." In other words, he had 
volume on what he sold. That is what happened in 1917 and 1918. 

The same mistake was made back in 19&3 when the ICC allowed the 0PA 
to talk it out of a rate increase. The OPA~ it seems, also had ideas 
about controlling rates. As a result of their bucking any rate increase, 
over lO0 motor carriers in the Nation went broke and had to be operated 
by the ODT. 

I cite these because it is important to keep rates at a satisfactory 
level if you are going to get satisfactory service in return. 

Turning now to World War II, this is a flow chart (not reproduced) 
prepared by the Office of Defense Transportation. It shows the capacity 
of the various ports in terms of cars and sailings. The significance of 
this chart is simply this: The 0DT did an excellent job of trying to 
ascertain what the traffic problem was. One-half the secret of ODT's 
success was a scientific analysis of traffic problems. They had, as we 
shall see later from a diagram of the ODT organization, a Traffic Analysis 
Branch which made studies of railroad and other forms of traffic and tried 
to adapt the supply facilities to the known requirements. 

Now, this is the chart of ODT (indicating). You will see that you 
have two types of divisions. The Staff Divisions advised the Director 
and included the Division of Traffic Movement. That was the board which 
made studies of traffic movement in the country and really, in my opinion, 
was responsible for a great deal of the success of ODT. 

They also had these Carrier Divisions. 

Over here (indicating) we had Railway Transport. The operation of 
the railroads during World War II was not under private operation, really. 
It was under government direction. The carriers cooperated wholeheartedly 
with the ODT. As a matter of fact, they wanted to. They had to do so 
because if they did not cooperate, the ODT would come in and say to them, 
"This is what has to be done. Let's get it done quickly." 

The ICC has always been the agency vested with the power of directing 
car service. The Bureau of Car Service sees that shippers get cars. In 
order to avoid any trouble in that direction regarding authority, they 
arranged for the ODT to take over the car service function of the ICC and 
appointed the Director of the Bureau of Service as car service agent--and 
he did a good job. If he found, for instance, that gondola cars were in 
short supply in some localities he would see that they were shipped promptly 
to the places where they were needed. But he would also reroute whole 
trains in case of route congestion, regardless of the waybill instruction 
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covering movement of those cars. He would direct the use of terminals~ 
as needed. So that is not really, to my mind, private operation. If it 
is private operation, it is under complete government direction. 

In the case of the Great Lakes operation, it is interesting to note 
that the ore boats ofttimes carry westbound coal. One of the functions 
of the ODT was that they would not take coal westbound if they did not 
have time to pick up the coal. They really got more out of the ore- 
carriers than ever has been achieved before. 

Perhaps the most significant improvement in railway operation in 
IVorld War II was the ruling-out of the giving of priorities. During 
World War I that got everybody tied up. They tell the story about the 
shipment of an anchor from Norfolk--I won't say which service was inter- 
ested in this movement. The expediter came in to the yardmaster and said 
to him, "Now I would like to have this anchor given preferred movement." 
The yardmaster said, "Well, it's way down there on track 25 behind 50 
other cars. I can't get that out without shutting down the entire yard." 

The expediter proceeded to explain to him~that there was a vmr on. 
After all, didn,t he work for the Government? How about his spirit of 
patriotism? Finally, he succeeded in talking the yardmaster into getting 
the car out of the yard. As a consequence, he tied up the yard because 
he could only switch one car at a time. He had the yard pretty well tied 
up in no time at all. 

~hen this was all t aken care of, the expediter came into the office 
of his superior and said, "Well, I got the car moving. It should be in 
Philadelphia, just as you want me to have it there, in about 3 days." 
His superior wasn't pleased by this announcement. The chap turned to 
him and said, "Why what's the matter? l've practically moved heaven and 
earth to get the car out of the yard. I tied up the whole Norfolk yard 
for 2 days. I managed to get the anchor up here." His chief said, "Surej 
but we haven't laid the keel yet." 

That was typical. The entire Port of Philadelphia was tied up 
during World War I by shipments of Oregon fir and Washington pine destined 
for the slips of Hog Island which~ as all of you know, was the big ship- 
building port in World War I, when, as a matter of fact, they hadn't even 
gotten the rails laid down to Hog Island from Philadelphia. 

I was stationed for a while shortly after World War I in the 
Philadelphia area and on occasion ha'd an opportunity to talk with some 
of the people in yard service. There were severe delays to the transfer 
crews engaged in inter-yard operation. The crew of one yard engine told 
me they had had the same thing during World War I. Over the old pot-belly 
stove they told stories to the effect that several times their engines and 
cabooses had not moved a foot in 8 hours, neither had the crew which pre- 
ceded them, nor the crew ~,~lich relieved them after their 8 hours of just 
standing still were ended. 
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That, gentlemen, is the type of congestion which can occur if you 
do not schedule your production. Now that was not entirely the fault 
of the railroads. It resulted from the over-all v~ar management in 1917 
and 1918. So that brings up the whole matter of scheduling of produc- 
tion. The railroads, after all, are one of the tools of production. 
However, they cannot and should not be held responsible for crimes ~hich 
they did not originate. 

I think that pretty well covers the subject up to date. I will now 
try to answer your questions. But before you throw any questions to me, 
gentlemen, I want to point out that one of the reasons for success in 
World War II was the establishment of holding and reconsignment points. 
I suppose you are all familiar with that. They were storage facilities 
located a good day's journey back of the ports. During World War I some 
people had gotten into trouble because they had cars coming in with 
freight for which ships were not available. As a consequence there was 
considerable delay. The establishment of holding and reconsignment points 
was the real achievement of World War II. 

QUESTION : I just want to know, in view of the greatly increased 
production in railroad cars, what this is going to do to the steel pictnre? 

~ ~ .  HILL: Well, I am a transportation analyst, not a steel analyst. 
You will have to ask some of the people in the Production Branch just 
how it is going to fit in. 

One answer, of course, is that the railroads have not been ordering 
cars in the volume which former ODT Commissioner Johnson recommended. 
His goal was set at lO,O00 cars per month, or 120,000 a year. (~ly for 
a time--I think for one or two months--did they ever get up to lO,O00 
cars per month. However, they did get the steel for them. They did 
succeed in getting that much steel allocated. 

So, you see, it is just the fact that the railroads are not quite 
willing to take the financial risk involved in a large car-building 
program. Perhaps I could explain that to you in this way: Freight car 
cost has gone up to about $6,000 per unit. Back in 1940 the railroads 
were so afraid of government owners~.ip of freight cars that NRPB suggested 
500,000 a year as a figure to be shot at. That supply of cars would have 
cost approximately a billion and a half dollars at $3,000 per car. The 
figure is now twice that in cost. The railroads are simply not willing 
to take on the responsibility. That is the other side of the coin. 

COLONEL SIEVERS: Iu connection with this steel situation, this 
target of 10,O00 cars per month they are shooting at now, I might add 
there has been an allocation made of 310,000 tons of steel per month. 
It is thought there is sufficient steel on hand to meet this target of 
lO,O00 cars a month that started 1 January 1951. 

l l  
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QUESTION: I was somewhat amazed at your statement that they were 
scrapping 90,000 cars a year. I was wond@ring if that was really neces- 
sary. Couldn't some of these cars be repaired, patched up, or are they 
in an unserviceable condition? 

MR. HILL: They are unserviceable, sir. Over 35 percent of the cars 
are over 25 years of age. In other words, the depreciation as calculated 
by the ICC is at about 4 percent per year. The ICC engineers guess--and 
when I say "guess," that is exactly what they do--that the life of a 
freight car is about 25 years. Over one-third of the freight cars in 
the country are overage--the age at which ~he ICC says they ought to be a!~ 

washed up. 

QUESTION : Regarding the Big and Little Inch pipelines, wouldn't 
there be any advantage in putting that back into petroleum service, since 
you may c,hange the requirements of the user from gas to oil? 

MR. HILL: I just don't know. 

QUESTIONER: One Of the articles we had to read on this subject 
pointed out the fact that because such a large segment of industry in 
the East had become dependent on natural gas it would be impossible to 
try to get all these companies to convert over to using petroleum° In 
other words, they are forever lost to petroleum. 

NR. HILL: I think you are right. As a matter of fact, we do not 
care whether the fuel is natural gas or oil so long as we get it. The 
natural gas supply seems to be quite adequate. It is perhaps the domestic 
user who is committed to the consumption of oil who is going to be hurt 
if he doesn't get his supply. In World War II you had the possibility 
of cutting dovm all fuel oil shipments to industry and giving it to the 
domestic consumer. Well, you cannot do that with natural gas if the 
whole area is using o~l. 

QUESTION: In the case of commercial shipping, the Government 
builds and ties up ships in order to meet a great emergency. What con- 
sideration has been given to doing the same thing with freight cars? 

KR. HILL: I had the pleasure of going to a meeting of the Viashingto~ 
Society of Engineers, at which a really imposing panel of transportation 
people were on hand, headed by our own General Fleming. Also present wer~ 
the CAB Chairman, CAA Administrator, Highway Commissioner, and most impor. 
tant~ the Director of Information of DTA. In the course of the discussio~ 
it was brought out that up to date there has been no necessity for the 
allocation of freight cars. In a private talk following the meeting, the 
gentleman in question said he had told the shippers if t hey had any need 
for freight cars, he would see that they got them. 

QUESTIONER: That was not my question. Ny point is this: In the 
ease of commercial shipping, the Government builds at government expense 
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sufficient ships to meet any war emergency that comes up. We have them 
tied up in between wars. It is a heavily subsidized government operation. 

NR. HILL: This is overseas shipping you are referring to? 

QUESTIONER: Yes. Has any consideration been given to applying the 
same principle to freight cars? In other words, having the Government 
build and lay aside as a ~r reserve the freight cars that are required 
but which will not be built because it is not profitable enough to the 

railroads to build them? 

N~. HILL: Your question is: Are we going to build freight cars as 

we build ships-- 

QUESTIONER: And put them in a moth-balled fleet. 

NR. HILL: That was an idea which the NRPB had in 19AO. They were 
going to do just that. There are many people who say that it should be 
done the same way by the Government--the RFC, for instance, if we can 
trust the RFC to do a good job. They would presumably finance the con- 
struction of a large fleet of freight cars and make them available on a 
when-needed basis. That is exactly what is in m£ud. 

By the way, in speaking of shipping, I should have mentioned in my 
lecture that we started in the war with about 5,000 vessels of all types. 
We have approximately 2,200 still in moth balls. However, the ~aritime 
Administration feels that three-fourths of thos moth-balled boats ought 
to be replaced by new military type vessels with greater speed. The old 
boats won't go fast enough to outrun submarines. They want faster mili- 

tary type ships. 

C0~ENT: With reference to the freight-car construction program, 
it is my understanding that they are attaining about 7,000 cars per month 
production now. The reason they are not attaining the lO,O00-car level 
which they are trying for is that the mill schedules have not been set 
UP. After all, this is a new program and the old schedules have not been 
changed, the ore schedules have not been set up and are not sufficiently 
well advanced to turn out the type steel required for that program. That 
appears to be the principal delaying factor in the program right now. 

MR. HILL: Thank you. I am glad to have your comment. However, I 
would like to point out this : The matter of freight car supply has been 
the No. 1 problemoon the lips of everybody in the transportation business. 
Ever since the war, the carriers of the country have been urged to build 
more cars. They did reach a oeak of lO,O00 cars, I think, in 19A8° How- 
ever, when there was a decline in business there was also a falling off 
in steel. So that I just offer as a possibility the disinclination of 
railway managements to order freight cars. I think probably that is the 

answer to the problem. 
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QUESTION: Sir, there is one thing which, it seems to me, has 
deterred the progress of the railroad system over the past two decades 
and that is the attitude of labor. I cite as examples their attitude 
toward pallet-feeding of LCL shipments; the lack of incentive rates for 
the return of pallets to their point of origin. It is things of that 
nature that, to me, would be a definite deterrent to the railroads of 
the country rendering the kind of service the trucking companies do. 

I wonder if you could possibly enlighten us any on that? 

MR. HILL: As I gather it, your thought is that the railroad manage- 
ment has not been as alert as it should ~have been. 

QUESTIONER: That's right. 

MR. HILL: That is always a question which w e  should investigate. 
The railroads now are trying new types of sectionalized boxcars. There 
is always this matter of the consignees' return of pallets which consti- 
tutes a definite problem. You have the same thing in connection with 
certain types of freight car doors, for instance, that are detachable and 
which could be returned inside the car; but they never seem to get them 
back. 

I think it is entirely possible that management has not been "up to 
snuff" on that. We should investigate it further with the people who 
come down to our seminars. 

QUESTION: I just wanted to go a little further into your answer to 
my first question. You mentioned that in view of the cost of these cars 
railroad management was loath to go into it too far. 

NR. HILL: That's right. 

QUESTIONER= Last year in one of the news magazines I read an 
article which indicated that some of the large insurance companies were 
going into the business of having these cars built and then leasing them 
to the railroads. That should have become quite a factor by now. 

I wonder if you would please comment on that. 

I~{. HILL: Yes. That is very interesting. 

The Equitable Life Assurance Society has this new plan by which the 
railroad does not put down any money. By the way, you probably are not 
all familiar with the old plan which puts down 20 percent of the cost of 
the cars, so that a car costing @5,000 means an actual cash outlay on the 
part of the railroad of $I,000. That $i~000 is, of course, taken out of 
the picture entirely by the Equitable plan and the railroad puts doom no 
money. But, of course, they are liable for the payment of those cars on 
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a lease basis. So that while there is no cash outlay required, as you 
would do yourself if you bought a TV set, they buy on time and make the 
regular monthly payments. 

Apparently they feel they don't need those cars right now. That is 
the reason. The President of a railroad cannot recommend to his board 
to buy cars if they are not needed in the immediate future. It is the 
old conflict between a perfectly sound private interest on the one hand, 
on ~he part of the railways, and on the other a situation where the 
national interest should be considered by someone. 

QUESTION: What about passenger cars? In the old days, we used to 
put 6 soldiers in a section. Nowadays you have these roomettes, bedrooms. 
It is rather difficult to get 3 soldiers in a roomette. Aren't we going 
to be short of those come full mobilization? Aren't we going to be short 
of passenger-car equipment? 

NR HILL: Yes, sir~ that is quite true. Of course, the answer is 
that if we need more cars with more carrying capacity, we will simply 
have to take them back to the shop and put back the old sections. That 
is the only answer to the problem. 

C0~NT: Mr. Hill, you have presented the official ICC point of 
view on the shortage of freight cars in this country. Without attempt- 
ing to minimize the importance of building more freight cars, I would 
like to present a number of points for your consideration as to whether 
as a matter of fact the shortage is as great as most of the figures you 
presented seem to indicate. 

In the first place, the ICC continually figures freight cars in 
units. In other words, they say a certain number of freight cars were 
built last year, so many new cars were produced, therefore we have a net 
deficit or a net gain of so many units of freight cars. As a matter of 
fact, however, the freight cars becoming antiquated or being broken up 
have about one-half the capacity of the new freight cars that are coming 
into production. If they would put their figures in terms of capacity, 
they might get a slightly different estimate of the picture. 

In the second place, with the greater use of Diesels, you have a 
remarkable reduction in the turnrom~d time, S0 that with the same number 
of freight cars you can move much more tonnage than you can by using steam 
locomotives, where the trip takes much longer. 

In the third place, in a time of shortage, such as a war situation, 
the ODT, and presumably any agency which does the same job in another war, 
finds it very convenient to insist on a higher load per freight car. By 
reduction of LCL shipments, by insisting that the freight cars load at a 
much higher capacity, they find they can increase the capacity of their 
transport system in that way. 
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Now, if the ICC would reorganize its statistics in accordance with 
1951 standards instead of using l913 standards, they might find that the 
picture is not quite so bad as it seems. 

~. HILL: Thank you, sir, for your comment. 

Well, No. i, this matter of increased capacity. I would like to 
differ with you, if I may, on capacity difference. I think you will 
not find any boxcar now operating which is much less than lOOse00 pounas. 
You will find a few, not very many. The new cars are being made with 
practically the same tonnage capacity. They make them somewhat larger 
to carry somewhat greater loads, but not very much. The same thing is 
true of the Open-top equipment. To a certain extent, what .you say is 
correct, but not quite to the ratio of from one to two. 

Now, No. 2--the matter of Diesel locomotive substitution for steam. 
On that point I v~uld again like to differ with you, if I may, for this 
reason: The actual time spent by a railroad freight car in movement is 
approximately three hours per day--I think it is something like that~on 
the average. So that, although there has been a slight speed-up in move- 
maut as a result of the change from steam to Diesel, there has not been 
any speed-up or change which would indicate that the efficiency of the 
freight car has been materially increased. 

You have to remember that it is not only the  loaded time that has 
to be considered. It is the entire turnround time. The important thing 
is to get the shippers to load on a six-day-week basis, or even a seven- 
day week if you can possibly get them to do that. In other words, it is 
the whole movement--getting the car loaded properly and then promptly out 
into the yard~that is so imcortant. The ODT had to increase loading per 
car or else the country~uld have been in bad shape. We must have a sur- 
plus of about 50,000 cars. If we had not had very careful supervision 
of turnround and routing, we would certainly have been in very bad shape. 

QUESTION: Nit. Hill, I am somewhat interested in your bar chart 
where you showed the percentage of freight moved bywater. My question 
is more or less this: Does this bar, to a larger extent, represent ton- 
miles or tons? 

NR. HILL: Ton-miles. The freight performance, of course, is based 
on ton-miles rather t~m on tons. 

QUESTIONER: But we could convert it back to tons? 

MR. HILL: I would say that, f~rst of all, the average railroad 
haul is about L~O0 miles° Now the truck, which is your next most impor- 
tant carr~.~r~ has a rahher shorter haul. With the t:cuck I would say the 
average haul intercity would run approximately 250 miles. 

16 

5 ° ~ i RESTR CI BD 



2ED 
;+_'~ ~++,, ++ 

The waterways have a very long haul. About 3 percent of the total 
is inland waterways. As I mentioned earlier, we have a problem in con- 
nection with the carriers on the Great Lakes of moving them down from 
the head of the lakes down to the eastern lake ports. Of course, those 
carriers and boats are owned by the steel companies and in the case of 
the inland waterways we have private operators. The barge lines have 
very long hauls and carry high tonnages per haul. 

QUESTION: Has any consideration been given by the trucking indus- 
try to building more trailers? In their present operation they contribute 
very little to bulk export operations simply because they have to tie Up 
the entire prime mover and the trailer at the same time. If they could 
have, say, 50,000 excess trailers on hand, we might get more use out of 
the trucking business. 

I wonder, would you please comment on that? 

~R. HILL: Sir, I do not know what the answer is. I think we ought 
to take that up with the people when they come down to" the seminar on 
Friday. There are no figures available to show what is going on and I 
cannot tell you. Perhaps our guests may know from their own contacts. 

QUESTION: Gettingback to your point about the three-hour-a-day 
operation of the average freight car, I would like your comments on yard 
operation. It has always seemed to me that the railroads in the manage- 
ment of their yards were most inefficient. 

As an example, take the yards out around St. Louis, which are 
certainly extremely important. When a freight pulls in there, it never 
comes on into the yard. It is always dropped off way out in the wilder- 
ness. The switch engine eventually pulls into the yard where it just 
sits. There is normally a two-to-three-day delay i n  getting the freight 
from East St. Louis into St. Louis, just for that little distance. The 
same thing happens in Indianapolis, Chicago, and most of our other big 
rail centers. 

Now, isn't there any thought being given to speeding up this tre- 
mendously slow process of getting the average freight through the average 
yard? 

MR. HILL: Yes. That is a matter of progressive accomplishment, I 
would think. In the old days, of course, you had one classification for 
all the cars which were going west. There was one train and out that went. 

Now, of course, this is not something entirely new. They have what 
I! " ° " t r  is called prmor classifmcatmon, whichmeans that a train +~ill set out 

from New Jersey and go right into Englewood or Garfield Boulevard in 
Chicago with perhaps only one stop to pick up or set off cars. 
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And the same thing is also true on interyard movement. In other 

words, you have always had an attempt on the part of the terminal 
managers to see that cars were taken in as large groups as possible from 
yard A to yard B. I am not familiar with the details of the operation 
which you described; however, it is entirely possible that over a period 
of time they can improve the operation there and possibly cut it down 
s omewha t. 

But these big terminals are quite a problem. For instance, a car 
coming into Chicago on the Penusyl~nia on lines east of Pittsburgh 
would probably come into Garfield Boulevard--that is, on the old Fort 
Wayne Division--and if the car were going to a point on the Logansport 
Division it would be transferred from Garfield Boulevard over to the 
Fifty-ninth Street yard, I think it is called. For a complete operation 
this would mean a good deal of delay. Unless there is a large number of 
cars, they do have to be switched a good many times. 

QUESTION: I notice, you said that as a result of the evolution of 
the holding and reconsignment points, the Jamming up of traffic at ports 
was lessened. We had exactly the same thing in World War I and it wasn't 
always because the stuff piled up at the ports, either. In ~?orld V~ar II, 
as an illustration, we had cars backed up 200 miles in San Francisco. 
We had to go back and have new material mamtfactured and flown out to us 
because we could not get it out in freight cars. That was in 19~ and 
early 1945. Wh X is San Francisco different from all the rest of the 
country? 

MR. HILL: ! know at Stockton they had that holding and reconsign- 
ment point. But I will be glad to have some reenforcement from someone 
in the Transportation Corps if I can get it on that. The operation of 
those holding and reconsignment points worked pretty smoothly. 

QUESTION: It was only in the middle of 194~ that the Navy was 
required to release its traffic to the ports. Prior to that time the 
Navy's traffic was all released on bulk allocation. All the Army's 
traffic was released by individual ODT unit permit. The Navy was not~ 
until the middle of 19/~ and the reason it was subsequently put into 
that system was because of that big jam-up in San Francisco. 

I recall reading somewhere in the past there were several bottlenecks 
in traffic, particularly ca the Southern Pacific. I wonder if any con- 
sideration has been given to eliminating some of the bottlenecks, espe- 
cially over single-track routes? 

~R. HILL: That is a question which I would like for you to refer 
to the seminar panel members. We are going to have with us on Friday 
a man who knows much more than I do about that. However, I would like 
to offer a few comments which may guide you and help you in posing your 
questions to him. 
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No. l: In the early months follo~lng Pearl Harbor you had a tre- 
mendous amount of traffic on the SP. The line was terribly cr~rded with 
traffic. The line running between Seattle, Portland, San Francisco, and 
Los Angeles was just packed with cars. 

No. 2: The SP vms also handicapped in its east-west movements 
through Ogden because of the fact that the railroads have always been 
designed for a west to east movement. 

As I pointed out before, one reason why we can expect better per- 
formance on the railroads is because the~l are doing a really grand job 
of equipping their tracks with the new signal devices, especially CTC. 
The Diesel locomotives will also help to ~peed up the flow of traffic. 

QUESTION: To me, you have painted a rather dark picture. From 
the viewpoint of your study of railroad financing the railroads cannot 
operate satisfactorily v~ithout the freight cars. You indicated that 
they are now salvaging cars. Obviously, they are in a dova%¥mrd spiral 
which will theoretically end at zero. At the same time, insurance com- 
panies are willing to take the financial risk involved, which would 
indicate to me a decadence in the management of the companies. 

With that picture in mind, what is the future of the railroads? 
Is it insurance-company c~vnershipj government ownership, or what? 

~. HILL: Well, heaven help us if we have government ownership 
of railroads. I hope not. 

The answer is clear and simple: The railway managers are, as I 
have said, not too happy about the prospects of buying a lot of expensive 
cars when they are not sure the traffic is going to come to them. It was 
the highway truck, you know, which took over most of the boxcar traffic 
as well as the high-rated traffic. They are not common carriers. In 
other words, they will not take any and everything you want to ship. As 
a private citizen, you have to get down on your knees to the truckers of 
the country if you want to get them to take your household goods some 
place, for instance. The railroads, on the other hand, will gladly take 
them. As a matter of fact, they have tQ take them. 

The National Distillers Institute, I think, put out an exhibit 
which showed that the railroads were carrying the bulk commodities--the 
coal, the lumber, building materials, all kinds of fuel, the barrels, 
crates and pulpboard--but the trucks came Up to the back door and took 
out the liquor, which, of course, carried a very fine rate. 

The life insurance companies have tried to make the way easieru 
that is, Equitable has been the one to do it. They ~ve tried to cut 
down the cash payments. A 20 percent cash payment is not a big item 
for most railroads. But, you see, they do not vmnt to be caught with 
a lot of cars they are not going to use. That is the real answer. 
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QUESTION: Has any thought been given to pooling and a joint 
utilization of boxcars as the airlines have done with their aircraft? 
For example, Eastern Airlines and Northwest have pooled their aircraft 
to take care of peak periods, Northwest in the surmmer and Eastern in 
the winter. 

MR. HILL: Well, sir, that is a very good question. The answer 
is this : Under the car service rules of the Association of American 
Railroads--that is, as you all know, the club of the railroad People-- 
when I say "club," I don't mean a stick--the cars are really pooled. 
For instance, if you need a lot of boxcars in the Northwest, say, the 
AAR will ask t he eastern carriers to send them out. And they will do 
it if they have a surplus. Now, of course, that also results in no 
shipments being made, if there is not a surplus, on lines which are 
being asked to send cars to other areas. Perhaps the eastern carriers 
are expecting loadings which may not materialize; but they certainly 
are not going to send a lot of cars to the Northwest if it should mean 
by their so doing they are going to be short themselves. During World 
War iI, ODT ran most of the railways as one transcontinental unit; 
this meant not only cars but also locomotives. 

QUESTION: From %~at you have said I gather that the greater part 
of the time is lost in loading and unloading the freight cars rather 
than in actual transportation time. 

~. HILL: That's right. 

QUESTIONE}I. Has there been any thought given to developing a 
chassis for the freight car with more or less detachable parts that 
you can put off a loading platform, have the cars loaded, picked up 
md put back on the chassis? 

MR. HILL: The nearest thing to that is in connection with con- 
tainers. Back in 1935 they were first tried out. The containers are 
still used to a limited degree, especially with LCL shipments of cer- 
ta in loads. 

Now, these containers are big boxes carrying, say, 5 tons. They arc 
loaded in gondola cars, or sometimes flat cars. They are, of course, 
unloaded from the cars by means of a crane. As a matter of fact, they 
cannot be unloaded, in most cases, except by crane; although there are 
attempts now being made to have containers which can be taken off gon- 
dola cars or flat cars by two men without any mechanical assistance. 
That is the nearest thing they have come to on that. 

QUESTIGN: I understand the St. Lawrence Waterway project has been 
under negotiation for some 30 years. What is your opinion as to the 
negd for its completion at this time? 
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MR. HILL: There is no need in the sense of our being short of 
transportation requirements for this country. If we have a development 
of iron ore resources up in Labrador, which apparently is going to be 
undertaken, then I would think tha~ would be a point. Meantime, the 
railroads--and with some reason--are saying, "Well now~ here we have 
invested a lot of money in railway carrying capacity. We are going to 
spend more money than it will take to put a double-track railroad along- 
side it just for the sake of having a deep channel." 

There is no need right now, I would say, for the St. Lawrence 
Waterway, although that is a matter for considerable difference of 
opinion. I wish you would take it up with the seminar panel members 
when they come down here. 

Thank you very much, gentlemen. 

(22 June 1951--350) S. 
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THE ]NCODEL H<0JFIST 

8 Narch 1951 

COLONEL ~NNIS: Gen$1emen, we hav~ had one lecture this week on 
w~ter--b~ Nr. Requardt and he pointed out its importance. If you will 
remember~ in that talk he touched on the subject of pollution of our 
streams. I have a paragraph taken from the report of the President's 
Water Resources Policy Con~nission on the subject of stream pollution 
which I would like to read. The statement'b .%~. this paragraph are based 
on a public health survey of ll major river basins: 

"Pollution is a factor that already affects or will 
eventually affect all water resources develo.pment, whether 
it be for flood control, irrigatior.~ hydroelectric power, 
m~icipal and indtustrial use, or recreation. Four of the 
river bas.~ms---the Connecticut, Delaware, Potomac, and Ohio-- 
have A,722 cities and factories--more than 67 percent of the 
total in the ll basius studied--and nearly two thirds of these 
easten~ cities and factories discharge their wastes wholly 
untreated." 

The Interstate Commission on the Delaware River .Basin i~ fully 
cognizant of everything that has been said ~n that report° ~e are 
fortunate this morning Ln fraying ~,.~. James H. Allen, v~o is the Execu- 
tive Secretary of the ~'~terstate Con~.ission on the Delaware River Bas~, 
to describe to us what the Commission hopes to do and intends to do to 
make the Delaware River a greater economic asset. Mr. Allen° 

N~. ALL~ : Colonel Ennis and gentlemen: ~ starting this discus- 
sion of the program and activities Of the Interstate Con~nission on the 
Delay:tare River Basin I think ! should perhaps make an effort to get us 
on a common gro~d of approach. 

You here are military men, or civilians directly connected ~:~ith 
the milita~j service~ whose principal mission in life isto defend the 
rights of this country~ and o~her countries of the world, to live in 
freedom. I am a civilian. The program and the activity vfnich I shall 
discuss this moz~ing were designed for civilian peacetime needs ; and , 
~til Colonel Ennis invited me to come down here today, I must admit 
that I hardly appreciated the significance of our project military~ise. 
I now rea!ize~ however, that it is a very important undertaking from a 
military aspect, because the things that we do will help to produce 
more efficiently the materials that are needed for military purposes. 
~oreover, we feel that our program is backed by a fundamental philosophy 
which builds a better soirit and a better type of self-government° 
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With that as an introduction, I would f'irst like to tell you when 
the Interstate Commission on the Delaware River Basin--viuich incidentally, 
I will call from now on by its abbreviated name ~CODEL--was created and 

why. 

The Commission was ~reated in 19~6 by the s¢~tes of New York~ New 
Jersey, Penns~/!vania, and Delawa~e for the primary purpose o£ formulating 
programs for the wise utilization, control~ and conservation of the nat- 

ural resources of the Delaware River. 

The first and obvious reason why the states took this step was 
because the Delaware River flows through each of the s+mtes, eand the 
watershed from ~hich the De].awars g~%~s its stream flow is located' in 
parts of each ef those four states. 

The second and corollary reason ~s because about that time there 
began to be a general public a-~akening to the need of planning for the 
wise development of the natural resources of the co~uab:cy. Three years 
before ~'CODEL was created~ the late President Frankl~ Roosevelt, in 
advocating that jobs of this kind should be handled by a federally con- 
trolled agency in the case of the Tennessee Valley, said, "If we are 
successful here~ we can march on step by step in the like development 
of other great river basins of t!~e country.!' Repres~mta~ives o£ the 
state gowrnments in Ne~~ York~ zlew Jersey, Rmnsy!vania, and DelLaware 
agreed that these jobs must be done, but disagreed ~,ribh. th~ p]~ilosophy 
that they should be done by a federally controlled agencF. They felt, 
and still believe, that the task should rest ~,ith~ and be assumed by, 
the states, in which the partif~ular watershed to be developed is located. 
They believe tha'~ the principles of self-government are better enhanced 

by that procedure. 

As an organization ~,~CODEL is composed of five reoresa~tatives from 
each of the four participating states. Of e.~ch group of five, one is a 
state semator~ onc-~ a member of t h e  state House of Repr~sentatives, one a 
member of the governor's official family~ one a member of the state ~s 
planning board, and one a representative at large. 

The Commission's powers are purely advisory. The programs which 
it formulates must be referred to the resoectivo states for approval~ 
adoption~ and a~inistration. 

The Co~ission~ initial objective when it was created in 19~6 was 
to develop a ~rozram for coping ~-d.th the. problem of stream pollution. 
This effort was quickly and successf~}lly culminated, I won't attempt to 
go ~.~to all the details as to how the problem ~-ms approached but will 
simply give you some of the high lights. The first stop w~s to call the 
chief e~c~.neers of bhe four state departments of health .into conference 
and to ask those engine~rs to take down their hair, lay their cards on 
the tab!e~ and say ~hy the problem had not been properly handled in the 

past. 
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T~ro of the major reasons that it had not been handled properly 

were: first, because, although each state had laws on its statute 
books~ not one of these states would make a move ~mtil its sister states 
had taken the first step, Obviously, an approach of this kind is doomed 
to fail. 

Vie continued w i t h  the conferences of the chief engineers~ and within 
the course of about two years~the confergnoes were held on the average 
of once a month or once every six ~ee~--they came forth with recom~aenda- 
tions ~mder which the Delaware River was divided into four zones, start- 
Lng from the headwaters and proceed~'~g ~o the bay~ They proposed stand- 
ards for the treatment of m'o~ici~l ~s~ge ~d industrial wastes which 
were appropriate for each of these zons~. 

This program was incorporated ;Ln%o Isg~.slation; the legislation was 
presented to~ and has been adopted by, the four states. As a result of 
this approach, there is nmv m~der constz*uction on the Dela~mre River a 
program for dealing vd.th municiDal sewage and industrial wastes involving 
the expenditure of well over IC<) million de!fare. 

The project for the restoration of the Schuykill River, which was 
described in an article in the "Saturday EvenSmg Post," I believe, in 
the &~y 1949 edition, was formulated by !~CODEL~ and ir~ this case first 
presented to the Pennsylvania Legislatun~e where it was promptly adooted. 
]I~CODEL then called on the Army engineers to review a studi7 which they 
had made of the Schuyki!! River ,resulting in the conclusion that there 
was no justification for Federal participation. Upon making the review, 
and in view of the fact that the program had been o~f01J~ed in a compre- 
hensive manner, the Arm]~ engineers this time found a basis for Federal 
par tic ipation. 

Now ! come b o  the tr~.y great project which ~qCODE!, has recently 
devel6ped and is presently ashJ~ug the legislatures of Neer ~brl<s New 
Jersey s Pennsylvania~ and Dela~vare to approve, adopt, and execute. The 
best way to give you a clear understanding of what that project is and 
w~mt it is designed to accomplish is to show you a movie ~,~-:~ich has been 
produced to do these th.~mgs. 

,.t~ ~ j Le..ore puot ng it on the screen~ ! want to make a brief but signifi- 
cant observation. It is this: The project has been dgsi~g~.ed to meet the 
needs for wa~er supply~ both m~mici~l and " -~ ~ -~r," ~ of a region which 
commercially and industrially outranks any comparable area ~'~ the world. 
Tl~t regS.on includes New Yo>k City, a great metro-ooiitan area adjacent to 
New York City in northwestern Ne<~ Jersey s and %h~ city of Philadelphia~ 

The future of this ce-ontry, in both peace and war: depends to a 
great extent upon the ~Ifare and prosperity of this region. This region 
cannot thrive without an adequate source of good water. That is the basic 
purpose o£ the project, as you will see on the screen, and which I will 
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further describe after the picture. },~ith ~;;n assured adequate source 
of good water~ the ~-}dustries and the Deople of the region served will 
continue to produce to defend and protect therights of this country. 

(Motion Picture of a !;~-minute duration) 

As I pointed out in m;? previous rema-rks, this project is primarily 
a project to provide additional s~urc.es Of wa<~er supply to areas of 
need in the region that can be !ogical!~< s~rved by the Delaware River 
Basin project. I know each on~ of jou ~-e~lizes that one of those areas 
of need is New York City. Dm~'ing the !949 drought, the dire situation 
which that .city found itself in ~'as w~ll-publicized. But actually there 
is a greater need for additional, sources of water supply ,in northeastern 
New Jersey, because New York Ci%~z is r~,.~a!IM not so bad-Ly off as most 
people might think, 1;b is tru~ %ha% %hey "~'~re hard hit in 104,9 when 
dem~~ds for water exceeded the p~esen% c a~cj~ty of th~ir exit;ring sources 

.. ~n .... + .',-,~ and has of v~ator suppl.v. But l~ev¢ Yor},~ City no~7 h~{s ~m~,~r con,.~bruc,.~:[.~.~ 
had t~ader construction for th<~ p~st several [year.s, a project which yd.!! 
bring an additional supply of %v~Ler in6o ~[ew York Cit?r in the am.o~tt of 
about 540 million gallons of vmter a day. 0t that amount about £40 mil- 
lion gallons ~'ill come from resurvoirs on tributaries of the Delaware 
River in Ne%T York State. This ~,rticu].ar project ~/~ras orig~ina!ly proposed 
back in 1929; and 7¢hen first advaneeds New Jersey sought Do enjoin NET," 
York from proceeding with this proj~ct. The controversy %vas heard b?T 
the Supreme Court of the United States. 'fhe Supreme Com1:t v~:lidated 
New York's claim to a reasonable development and diversion of the ~s.ters 
of the Delaware River. I give you th~:t as backg~"om~d to. the statement 
wh.ich ! just made that the need of northe~stern Ne~r J<~rsey is much more 
acute than that of t<ieW Yoz'k Cit,7, oecause~ contrar~T to the situation in 
New York City, Nerve Jersey has no project under construct:ton or in pros- 
peet~ they are placing sole reliance upon the proposed i.,!CODEL ~.~mter 
project. 

Philadelphia gets its wa~er directly from the Dela~re River and 
the Schuylkill River az its front ,door~ So far as quantity r, oes, this 
source is inoxha,.mtibie; bi.tt the quality is anything but good. Phila- 
delphia has been talking for perhaps half a century of ~bandoning its 
present sources J~ the polluted sections of the Delaware and Schuylkill 
Rivers and going un to the uplands. Philadelphia also ~,oitd participate 
in the ~'4COD'[~L project. 

Nov G there is another major purpo~e of the project. It is to 
impound a sufficient volume of water in this system of reservoirs to 
permit the release of ~.ater in times of summer drought, when th~.~ flows 
in the lov.~cr Delaware River are so lo~v as to cause a serious threat to 
industry. There have been years in the past when industries, particularly 
in the tidal s.ection of the Dela~ar.e, River belo~.,~" Fniladelnhia and esne- 
cia!ly in the Cheste~ ~ area, havebeen forced to haul water from inland 
regions in order to kee~i ,~oing. 
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That problem is brought about because these industries get their 
water directly from the tidal Section of the Delaware River where, in 
ordinary times, there is fresh water. B~t~ when the flow from the up- 
land part of the basin becomes so low, the force of that fresh water is 
not sufficient to hold back progressive up~rtream movement of salt water 
from the ocean caused by tides. These incursions of salt water occur 
almost ever,v s~mer and the, y a r~ very prono.unced during a period of 
drought. At such a time, indus~ri.~,s have a real task ar:,d have to go to 
tremendous expense Jm order to proper]JF ¢,reat their water so it can be 

used. 

That leads me to tell ~u about %he c~st of this project and how 
it is proposed that it shall be c~u'ried ~>ut~ The estimated cost of 
this project is between 500 ~nd 600 million dollars. Of that cost 
approximately 80 percent is properly c~mr~eable to the purpose of oro- 
viding water supply. That 80 ~rcent of the total cost, Say in round 
fig~res, 4OO million dol!ars~ ~I1 be entirely self-liquidath~g by 
revenues received from the saL!~ of ~ter from the project for water- 
suppl;y purposes, The balance of the co~:ri~ of the project, again in a 
rough figure about 150 million dollars, will have to be borne by the 
states in proportions representing the benefits which they receive 
from the stream-flow re~lation features of the project. 

It is proposed that the project be carried out by an admi.nistra- 
tire agency to be created by the four states under the terms of an 
interstate compact. Legislation setting forth the ~erms of that com- 
pact has been introduced in all four of the state legislatures° The 
agency would be in the nat~re of a ~r.rater "authority." 7.re prefer to 
call it the "Delaware River Basin ~Tater Commission." The co~mnis~ion 
would be emoowered by the terms of the compact to ra'Lse its arm f~ds 
and to issue its o~.,~,~ bonds for the financing, construction, maintenance~ 
and o~ratJ:.on of the project. 

The project, is a vital necessity to the region ~,,Thich the Delaware 
River Basin serves. !fie are convinced that i.t ~vi].l be carried out~ 
because it is a vital public necessity. We are hopeful that the states 
will face their responsibility and decide to carry it out m~der the pro- 
cedure which Z>,TCODEL is recommendi~go But we are we!l mvaro of the fact 
that, if the states fail to recog~lize their responsibility to e~.ecute 
the project~ it ~,,'i!i probably be carried out by some agency of the 
Federal. Government .. 

Colonel ~mis in his introduction referred to 'the report of the 
President's Water Resources Policy Commission. That report dealt with 
all phases of the develonment of the river basin. That renort recom- 
mends that these problems, of development of the water reso~rces of river 
basins should be handled by agencies created by the Congress ~mnd composed 
entirely of Federal representatives. We of ]~CODEL think that this pro- 
cedure is far less desirable than having the states and local governments 

do the job themselves. 
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I want to call your attentiqn to the fact that we haw-~ a map here 
which shows this project. (Map ~'as not reproduced.) This is the 
Cannonsvi!le Reservoir up here. Incidentally, I shou].d say first that 
New York State is sho~m in tints of green~ Pennsylvania in pink~ and 
New eer,~eT~ in yellow, ~h~, &ar~:.;r tints are the parts of the states 
where the project is located. The Cannonsvi.lle Reservoir is located 
entirely in the state of New York. The second reservoir~ at Barryvi!le, 
is purely a diversion reservoir to hold back the flood waters long 
enough to transport them into this tremendous reservoir here. It 
straddles the De].a~,,vare River between Ne~ York and Pen.sylvania. The 
third reservoir~ M~ov~ as Gode£froy, is also located entirely in the 
state of New York. The fourth res.~rw~ir, ~,Va]..Ipack P~.~nd~ straddles the 
river between Pennsy!van~m and New J.~'s~y. 

This project is designed ~o "~a~e care of the water supply needs 
o£ these metropolitan areas for about 40 years in ~the future. The 
project, however,, can be exps~dod l~y the construction of additional 
reservoirs whenever needed. Ea, r the e}~.~nsion of the project, the water 
supply~ needs can be taken care o£ ~e!i ~to the next century° 

~his map shows the actual flow .~n the Delaware River at Trenton 
dur~ng the worst consecutive twelve-month period~from April .].,.930 to 
Narch 19_3i~ Of course you get the highest flow i~ the spring. The 
months of July and August and up through November are usually the 
critical months. ~qen the flow gets dova~ b~-~low 3,000 million gallons 
a day~ ~~dustries are hard hit. !:~!hen the project is in operation~ if 
a ~eriod such as the dry period of 1930-1931 should recur in the future, 
it -~,~uld raise the flow from an average o£ 2,700 cubic feet per second 
to ~800 cubic feet ~r second. 

QUESTION: Is the generation of electric power contemplated; and~ 
if so, wb~.t are the revenue possibilities? 

~. ALL~ : The generation of electric power is contemplated, but. 
it would be very incidental and almost insignificant. It is impossible 
to utilize this project for the production of a substantial amom~t of 
electric power and at the same time meet the primary and superior needs 
o£ water supply, However, we are pro~iding for power installations to 
utilize the dependable f].o~'~ out of the reservoirs~ being that £1ow which 
you can depend upon for 24 h0ul~s a day, 36% days a y~aro It is estin~ted 
t~.~t the value of that pq~ver will be approximately one million dollars 
per year. 

Q[~STION; ! read somewhere that God made the Delaware River 
beautiful], but man has t~rned it into a sewer. You mentioned control 
of the ricer, but does the ~NCODEL pl.~m also include sewage treatment 
plants and that sort of thing to keep the water pure? 
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N~. ALL~,~: Yes. I deliberately concentrated my discussion this 
morning upon this water supply project, but I would recall to your mind 
that I said that ]NCODEL's ~itial objective was to find a way to cope 
,~th the problem of stream p~iluti~. That is what s~rted it off. 
That was the first task that it ~ndertook when it was created in 1936. 
WithLu a period of two years~ bY 1939, it had formulated a unified pro- 
gram for dealing with stream pollution and that program had been enacted 
into law in New York and New ~rersey and had be~n adopted by aiLministrative 
agencies of Pennsylvania and Delaware as the guiding policy in handling 
stream pollution. 

Now, as a result of ~NCODEL's activities in sSream pollution, there 
is ~der way in this Delaware River ~sin a constr~ction project that 
exceeds anything else in the co~rJtry. For example, the city of Phila- 
delphia is c~n~rentl¥ engaged in d'~ construction of a project to handle 
its m~icioal sev~age and such ind~trial wastes which will cost about 
70 million-dollars° Across the river, the city of Camden is also engaged 
in the construction of a municipal attempt,pollution-abatement program 
costing about 15 million dollars. Throughout the entire length and 
breadth of the basin there are works ".ander construction to deal with 
this pollution problem. Means are ~zell on the way to make the Delaware 
River, which man spoiled, beautiful again. ~an is now beg~ning to 
restore it. ~e believe that by 1955 all un'~arranted stream pollution 
will have been st~pped. 

QUESTION: What particular problems do you thJ.nk you ~?ili run into 
because of the destruction of fa~ lands or industrial areas through the 
building of these reservoirs ? 

~[{. Ai.L~]~: That will be a relatively easy problem, because areas 
which will be flooded are pred.ominant!y rata!. There is hardly any 
industry that would be displaced by reasoh of the construction of 
reservoirs. There is considerable rural and dairy land there, but no 
industry to amount to an~4hing. 

The Delaware River above Trenton is primarily a recreational area. 
The Ludustria! olants on the Delaware River are concentrated in the 
area below Trenton, particularly from Trenton do-~m to the Pe~!sylvania- 
Delaware boundary line. 

There are Other industrial areas ~ the Dela,,vare River vratershed, 
but they are not along the main river. The Schuylkill River is heavily 
Lndustrializedo The Lehigh River, particularly at Allentown and Bethle- 
hem, is also heavily ~ndustrialized. But the upper Delaware basin, ~rhere 
the project will be located, is prin~rily a recreational area~ utilized 
mostly for recreation and agriculture. 

QUESTION- There is considerable industrial, develognent aro~ad 
Wilmington, Delaware, and Newark, Dela~are. Will they get any water 
from this project from that which goes ~x~to these reservoirs?. 
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~. ALL~: Delaware will be benefited by this project by reason 
of the stream-flow reg~.ation festur'e. ~$~en this project is in o~era- 
tion~ there vd.!l be a guaranteed flow of ~ater from the upper basin 
down to Trenton which will be !OO.peroent F~reater than what now occurs 
under existing conditions. That additional ~ater into this tidal section 
will be of benefit to Delaware. But its primar~ benefit will be in the 
protection of its oyster beds. It will not be beneficial to Delaware so 
far as industry is concen~ed, because it is impossible to hold doom the 

salinity in the river below ~i]~ingtom. 

QUESTION: %i~at benefits will %he state of Delaware get from this 

project? 

N~. ALL~I. W$ do not ant_~i~te that the state of Dela~re or the 
municipalities or industries in Dalaware ~ou!d need or could justii~ 
• the use of water from this proJecb fer vmter-supply purposes. We believe 
that they can get it more economically fron] so~rces close at hand. But 
if %here is a need, this proje¢% can provide water for the city o±' 

Wilmington. 

QUESTION: I would like to ask t~,vo questions. N~mber one.~ you 
talked about an allov~ble pollution of the streams, or ! th:hnk you said 
"justifiable." I would like to kn~'~ • whir that means~ Second, what is 
the ~im prob]em in Philadelphia taking water directly Out of the river~ 
what type of impurity or pollution causes the greatest .difficulty in 
treatment? Is it industrial wdstes or is it sewage pollution? 

!~R. ALL~,I : To the first question i cannot give an exact answer. 
{Ve are asking the municipalities and industries in all sections of the 
basin to remove at least 75 percent of the material that causes pollution. 

Now~ to get back to this term ,,justifiable," as I pointed out just 
a moment ago, the section of the river between Trenton and the Pennsyl- 
vania-Delaware bo~dary line should primarily and logically be used for 
industry. Philadelphia has been fortunate in being able to take its 
water from this section of the river which should be used primarily for 
industry. But the construction of a new U. S. steel olant has just been 
started at Morrisville which is across the river from Trenton& There are 
several other new steel industries locating in this section. There is 
n6 question in the minds of those ~tho have studied the problem that these 
large industries are going to cause many allied industries to locate in 

this area. 

Now, obviously indust~j has a responsibility for dealing with its 
industrial wastes. But you cannot expect industry to do a 100 percent 
job and return the water ~l its pristine purity. If the concentration 
of industry gets so great--you can't Dress too far; what I am leading 
up to is this: ?~e believe that it would be asking too much to require 
industry to expend the amount of money necessary for the treatment of 
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wastes to such an exten~ as to permit Philadelphia ' to  continue to take 
water from the river, r0:womld put the ~ndustrialists out of business° 
Therefore we are convinced that~the most economical thing to do is for 
Pbiladelohia to get a new source of water suppiy. 

~n ar~.swer to your second questiom~ the maim problem is industrial 
wastes~ like phenol ar, d other chemicals. They had a situation there 
where there.was some pollution ~ncide~ta! to industrial use back a few 
years ago which aMaost ruined the waoer supply for about two weeks° The 
municipal sewage is not a di£fic~Lt problem to cope with. 

There is a strong feeling on ths part of the ~eople in the lower 
part o£ ~he area that ~ew York City in its consumption of water from 
the; Delaware River will rob the lower riparian owners of their rights 
$o water of the Delaware River. T~t is not true at alT.~ because the 
wh~_Le program is hinged upon capturing and storing flood waters at 
flood peaks~ putting them i~. storage and saving them~ so that they can 
be used When a sun, act drought occurs~ to add water to the river° So 
this project is a definitely bemeficia! one to tl~e lower river'. It is 
as beneficial to the lower riwJr as i. +, is to Ne, w York Cit:~o 

QUESTION; The subject of articia-I means of ra~ making ca.~me up 
in connection with another lecture. Have any agreements been reached 
between the different states so that New York State won't be robbing 
the others~ or anything like that? 

~:IR. ALLT~ : New York City Lad en#agod a rai.n maker, ile v, rs.s operating 
in the Catskill region for approximatel>[ a year. There was considerable 
rainfall while he ~ras enf]aged~ but I believe no one gives the rain maker 
much credit for making that rainfall. He is no fondler engaged by the city. 

It is a knovm fact that you probably can produce rain if you have 
something to work on. But you must have a cloud to work upon j no ra~ 
maker can produce rain without some clouds. Moreover, it is very doubt- 
ful whether, even i£ he has clouds to work upon, he can ,make the rain 
fall i~ the ~ght places. We don't r~lace confidence in the ability of 
rain makers to produce w~ter at the right time in the right place, 

QL~STI~~ : There are about 20 million oeople living in the areas 
embrac;ed in this project. How do you go about getting them together 
irl making these decisions to approve these projects? 

MR, ALLEN" -Right at the moment t,~a+, is a job that has me ~vorn 
down~ 7% have been very fortu~late in having as our 20 members (five 
from each state) high-caliber representatives of state governments. 
It .is obvious to them~ as it is obvious to everyone he~"e~ that it is 
a most difficult job to get even five members from one state to be 
completely ~l accord on a project° There is no set formula but the 
~nswer is to just work on them constantly from all so~rces~ and if 
you are persistent and patient enough~ you finally make progress and 

get results o 
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Frankly, the job of getting every, body to agree right at the 
moment has me running in all directions~ because x~:e are presenting to 
each of these four states a bi].l to ratify the compact establish:hag the 
eonmiission. "~Ye are very fortunate, hovfever~ Jr~ that the Gove~or of 
Ne~,r Jersey is !00 percent sold on this project; arld he is sufficiently 
influential in Nevr Jersey to make us confident that the project '~v.i!l be 
adopted :i~ Ne,~v Jersey. The project is so clear to his heart that he will 
even on appropriate occasions contact people in. adjoining states and use 
his influence there. The job is just to gotaro~ad and try to find out 
what is bothering people; then try to show them that~ if there is some- 
thing troubling them~ it either really has no basis or can be easily 
resolved° 

QUESTION: Up to now I ha-re been an oyster enthusiast of the ravr 
type~- bat you have about couviz~ced m~s that v:e shoul~.~ 't eat any Delaware 
oysters. You just stated that~ because of the industrial ~'<astes~ phenol 
and so forth~ in the lower ~rts of the river all the way down, Phi].a- 
delphia is go~xg to have to get a new ~ater source~ because it is not 
economically feasible to take care of that water. ;I~iat are you go~-~g 
to do about these oyster beds down the river? 

~,~. ALLEN: I probably will not be able to "unconvince" you. 
But the story is that these oyster beds are located vray do~nn in the 
bay, p a r t i c u l a r l y  around the ~Jaurice River  in ~'~e~'< J e r s e y  and a].ong the  
correspondfmg shore in Delaware.  Despi te  a]..,1 the  i n d u s t r i a l  and m~mici- 
pal  wastes  beir~g d i s cha rged  in the P h i l a d e l p h i a  area~ 'the vrater $n :bhe 
bay is  uncontaminated  and not  on ly  s a t i s f a c t o r y  f o r ,  bu t  conducive to~ 
the production of oysters. ~'fe~ ho~vever~ are going to help the oys0ers 
by our project~ because we are going to brmn~, t,~em more and better vrater. 

QUESTION: Ju(.~ginz by the objectives that are contemplated in .these 
states~ the approval of Congress will probably have to be obtained for 
this compact, since the [Yar Department is in charge of navigable rivers. 
How is the Federal Government ~]volved in this? 

}J[~. ALL~: ~i:ge are all ax~rare that our projects have to be very 
carefully coordinated ~ith th~ Army engineers, as the Corps of Engineers 
is the priuci~ml Federal sea-vice dealing with water problems in this 
section of the coImtry. 

In the development of our program we have had continuous assist- 
ance from the Army engineers. .As a matter of factj they are helping 
us nc~ by having some experiments conducted at Vicksburg ExDeriment 
Station to more definitely prove the benefit of this project in com- 
batting salinity. 

As you pointed out, if the project is adopted by the states under 
the terms of the interstate compact, that compact ~ill have to be approved 
by the Congress. lITe do not anticipate any difficulty there. This proj- 
ect ~ou!d have to be subordinated to any i~terests re~<arding navigation~ 
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but we don't see that there is any conflict of interests in that respect, 
but we ~ould be subjoct to such regulations as might apply. 

i~o also woilld be subject to the laws and regulations for the pro- 
duction of hydroe.lectric po~ver. That ~ould come trader the Federal Power 
Commission, But we see me conf],ict there° 

COLONEL ENNIS: Nr° AllEJn~ ~e very def~litely put this lecture at 
the end of the course so that v~'~ could present from this platform the 
tv~o po.~ts of vie~ affecting the use of ~at~r--o,ue~ by the Federal 
Government; the otharj by the states. (~ behalf of the college, i 
thank you for a very interesting talk, 
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