





. INTRODUGTION TO PUBLIC SERVICES

13 Pebruary 1951

COLONEL VAN WAY: General Holman, fellow members of the Industrial
College: It is my purpose this morning +o introduce to you the course ‘
in "public services," of which you first heard yesterday when you, received
the curriculum book for Unit VIII. ‘ C

T would 1like 4o say in passing that for some of the membars 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. : - e S

The Public Services Course is among the last of those that you will
nave for this year; I think you have three more yet to come. This is due
to the patbtern 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 continus to hear about them for the rest of this year.

This particular course will last from 13 February mtil 15 March 1951.

Tt will consist of 21 periods, including 8 lectures, 5 seminars, 2 periods
for these oral presentations I have just mentioned. That will leave you . -
& periods for movies or study. ' ‘ IR

. 8ince 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. Mr. Swaren of the Production Branch will present to you the
course in "power," in which he is a specialist. The field of "tele-
commumications® will be presented by Colonel -Ennis.

I believe each of you heard me on one occasion or another during -
the Manpower Course emphasize the complete integration of the elements
of that course with the whole year's course in sconomic mobilization.
T can think of no more sultable 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 sevsral o
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, Mr. Hill differs with me somewhat on the demands for




4547

transportation being modest in number, I 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 $8,000. For this and Other reasons they are not readily capable of
rapid expansion except under the stimulug 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 read justments 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 plammed traffic.
operations. We are interested particularly in the organizational rela-~
tionships between the Department of Defense and transportation, Accord-
ingly, we shall present the functioning of the Military Traffic Committee
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 powser can, of course, be readily generated anywhere
without requiring as much time as for hydroelectric power. But even g0,
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 ineconomical, In thogse cases where enormous quantities
are required, as in the light-metals industry, cost may delay its develop-
ment in certain aress. Accordingly, the location of power already develope
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;

the final processes completed in the northwestern and northeastern paris
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 Com—
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 resocurces,
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Now, this is not the only organization of its kind in the countrys
nor is it the largest. But it is, we think, typical of the emarging .
trend toward voluntary association of interested civic bodies on &
regional basis toward the solution of their common problems, which can-
not be readily accomplished by the normal political agencies of govern-
ment—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 interssted 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 all these public agencies of service is coordination.
Not one of them is complete in itself; not one of them 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,vthetprinciples of operation, financing

and control form the basis of our presentations of these vital-areas
of our national economye S T

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
apparent accuracy read a railroad timetable. -

Géntlemen, T should like at this time to introduce to you, Mre Hill.
Mr. Hill. |

N

MR. HILL: The purpose'of this lecture is to lay a foundation along
several lines, and especially those in which we think you should be well

informed from the standpoini of future managers of our economy during
bimes 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
shey to take up the burden during mobilization and thereafter? Second,
-0 examine the relationships between the carriers and government; and,

hird, to analyze the liaison between the military and the several trans-
yord industries. V : : - .
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Transportation has two aspects. Last week you saw a movie which

was sponsored by the Production Branch on railway Operations, entitled

"Fast Freight." Tt was entirely proper that you should see a railroad

movie under the auspices of the Production Branch beqause'transportation

is really a function of production.  That is the way it should be con-

sidered; wmnfortunately, this is not always the case. For example, during

which was considered not quite so important to their requirements as those
- of ug who were close to it thought it should have been.

In other words, transportation has been so much a part of our daily
1ife 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 England 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" mesns we have a clear track to go somewhere fast,

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's traffie 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 wnimportant. O0il pipelines were not very busy. The airlines we
can leave out,

Now, as time went on you see that 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," about, but it hag 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 gasolins and tires. Pipelines have been showing quite
a substantial increase because the economy of moving oil by pipeline igs
substantial over the former type of transport, in railway tank cars,

Here we have the traffic in passenger operation., The stean 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 want,you to get the idea that the railroads are quite as impor-
‘tant as the tonnage figures seem to indicate. That is also of significance
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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., Tt means that the railroads ar: less willing to invest monsey
in new equipment, especially boxcars of the type which is going to carry
war traffic, than they would be had they had more of a monopoly of the
transport picture. : :

The first point of interest in talking about railroads is: What
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 bullders. '

 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 centralized traffic control.

The maintenance and operation of the terminals have been satisfactory.
There is, in general, a compléte 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,
0il 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. S ‘

T 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 arbitrarily; 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 aboub
45,000 freight cars of all types delivered last year. ’
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The footnote points out that to provide ownership adeguate to
handle efficiently a traffic load 5 percent greater than in 1944 by
1953, a program should be initiated immediately calling for a produc—
tion of 160,000 cars a year., The year 1944 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 expand the peak year of 1944 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 mind, 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 2,100,000 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 highways get the idea that most of them are overloaded.
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Turning now to waterways we find ﬁhere are two factors to investigate.
The figures regarding capacity are not easy to 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
0il since in the last war the tanker movement had been given, first of
all, to the railroads—which 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 Covernment'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 decllars. That,
of course, is a large sum of money. It is being spent at the rate of
approximately 400 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 100 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 sitvation 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 Wer II was not nearly so dif-
ferent from that carried on in Warld 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 ademate 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. 7You had to hire a great many unskilled
laborers which ran the prices higher than had prevailed before. 7You had
a labor shortage, which was 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 1oad 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. Morale
on the part of the railrocad labor force was definitely low.

So when President Wilson gave the Nation a Christmas present of
Federal ownership on 24 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. In February 1918, shortly after the roads were taken over,
you had 200,000 excess cars in terminals. These were, however, reduced

ubstantlally 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 10 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 ratss. 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
Mr, X, Mr. X was asked how come he was selling an article for 90 cents
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that cost a collar, "Well," he said, "down the street, you know, one
of my competibors is selllng 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 1943 when the ICC allowed the OPA
to talk it out of a rate increase. The OPA, it seems, also had ideas
about controlling rates. As a resull of their bucking any rate increase,

over 100 motor carriers in the Nation went broke and had to be operated
by the ODT.

T cite these because it is important to keep rates at a vatlsfactory
level if you are going to get satlsfactory 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 ODT did an excellent job of trying %o
ascertain what the traffic problem was. One-half the segret of ODT's
success was a sclentific 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 sueply facilities to the known requirements.

Now, this is the chart of ODT (indicating). You'w1ll sge 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 oplnlon,
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 govermment 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 whers 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 1s 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
World 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 procesded to explain to him-that there was a war on.
After all, didn't he work for the Govermment? 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, '

When this was all taken 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? I'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, "Sure;
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 had 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 which 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 oc¢cur if you
do not schedule your production, Now that was not entirely the fault
of the railroads. It resulted from the over-all war management in 1917
and 1918, So that brings up the whole matier of scheduling of produc-
tion, The railroads, after all, are one oi the tools of production.
However, they cannot and should not be held responsible for crimes which
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 irto 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 picture?

MR. 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 10,000 cars per month, or 120,000 a year. Only for
‘a time-—I think for one or two months--did they ever get up to 10,000
cars per month, However, they did get the steel for them. They did
succeed in getting that much s teel 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 ownership of freight cars that NRFB 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
40 take on the responsibility. That is the other side of the coin.

COLONEL SIEVERS: In connection with this steel situation, this
target of 10,000 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,
Tt is thought there is sufficient steel on hand to meet this target of
10,000 cars a month that started 1 January 1951.
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_ QUESTION: I was somewhat amazed at your statement that they were

scrapping 90,000 cars a year, I was wondering if that was really neces-
~ sary., Couldn't some of these cars be repaired, patched up, or are they
in an unserviceable condition? S -

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 1s 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 the ICC says they ought to be all
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 change 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.

MR. 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 down 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 oil, '

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?

MR. HILL: I had the pleasure of going to a meeting of the Uashingbor
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 nc 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 they had any need
for freight cars, he would see that they got them..

QUESTIONER: That was not my question, - My point is this: In the
case 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..

MR. HILL: This is overseas shipping you are referring'to?‘

. QUESTIONER: Yes. Has any consideration been given to applyihg ths
same principle to freight cars? In other words, having the Government
build and lay aside as a war resserve the freight cars that are required
vut which will not be built because it is not profitable enough to the
‘railroads to build them?

WR. HILL: Your question is: Are we going to build freight cars as
we build ships—- '

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

MR. HILL: That was an idea which the NRPB had in 1940. They were
going to do just that. There are many people who say that it s hould 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 mind.

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 Maritime
Administration feels bhat 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. ' ' ‘

COMMENT: 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 10,000~car level
which they are trying for is that the mill schedules have not been sed
up. After all, this is a new program and the old schedules have not been
changed, the ore schedules have not been sebt 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 problem.on 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 peak of 10,000 cars, T think, in 1948, 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. 1 think probably that is the =
answer to the problem, N '
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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 ILCL 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 Qountry rendering the kind of service the trucking companies do.

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

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

QUESTIONTR: That's right.

MR. HILL: That is always a question which we should investigate.
The railroads now are trying new types of sectionalized boxcars. There
is always this matter of the congignees! return of pallets which consti-
tutes a definite problem., You have the same thing in connection with
certain types of freight car doorg, 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 wented 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,

MR, HILL: That's right.

QUESTIONER: Iast 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.
MR, HILL: Yes. That is very interesting,

The Equitable Life Assurance Society has this new plan by which the
rallroad 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 $1,000, That $1,000 is, of course, taken out of
the picture entirely by the Equitable plan and the railroad puts down no.
money. But, of course, they are liable for the payment of those cars on

14
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a lease basis. So that while theré 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
0ld 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 scmeons. '

QUESTION: What about passenger cars? In the old days, we used to
put 6 soldiers in a section. Nowadays you have these roomettes, bedrooms.
Tt is rather difficult to get 3 soldiers in a roomette. Aren't we going
t0 be short of those come full mobilization? Aren't we going to be short
of passenger—car equipment? :

MR 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. :

COMMENT: 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 antlquated 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 twrnround time: So 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. )

Tn 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 ICL 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 1913 standards, they might find that the

picture is not quite so bad ag it seems.
‘MR. HILL: Thank you, sir, for your comment.

Well, No. 1, 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 100,000 pounds.
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 would again like to differ with you, if I may, for this
reason: The actual time spent by & 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-
ment 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
ils 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 imrortant. The ODT had %o increase loading per
car or else the countrywuld 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: Mr, Hill, I am somewhat interested in your bar chart
where you showed the percentage of freight moved by water. My question
1s more or less this: Does this bar, to a larger extent, represent ton-
miles or tons? .

‘MR, HILL: Ten-miles, The freight performance, of course, is based
on ton-miles rather than on tons.

| QUESTIONER: But we could convert it back to tons?

~ MR. HILL: T would say that, first of all, the average railroad
haul is about 400 miles, Now the truck, which is your next most impor-
tant carricr, has a rather shorter haul, With the truck T would say ‘the
average haul intercity would run approximately 250 miles.
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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 privete 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 mora use out of
the trucking bu31ness.

I wonder, would you plaase comment on that7

MR. HILL: Slr, 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: Getting back 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 ths manage-
ment of their yards were most inefficient. :

As an example, take the yards out around St. Louls, 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 in getting the freight
from Bast 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, ish '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
is called "prior classification," whichmeans that a train will 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
yvard 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
somewhat,

But these big terminals are quite a problem. For instance, a car
coming into Chicago on the Permsylvania on lines east of Pittsburgh
would probably come into Garfield Boulegvard—-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 World War II,
as an illustration, we had cars backed up 200 miles in San Francisco,

We had to go back and have new material manufactured and flown out to us
because we could not get it out in freight cars. That was in 1944 and
early 1945. Why is San Francisco different from all the rest of the
country? '

MR. HILL: I 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.

A QUESTION: It was only in the middle of 1944 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 1944 and the reason it was subsequently put into
that system was because of that big jam-up in San Francisco,

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

MR. 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 & few comments which may guide you and help you in posxng your
questions to him.
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No. 1: In the early months following Pearl Harbor you had a tre-
mendous amount of traffic on the SP. The line was terribly crowded with
traffit, The line running between Seattle, Portland San Franclsco, and
Los Angeles was just packed with carse

No., 2: The SP was also handicapped in its east—west movements
through Ogden because of the fact that the rallroads have always been
de51gned for a west to east movemeﬂu.

As I pointed out before, one reason why we can expect better per-
formance on the railroads is because they are doing a really grand job
of equipping their tracks with the new sigral devices, especially CTC.
The Diesel locomotives will also help to spsed 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 without the freight cars. You indicated that
they are now salvaging cars. Obviously, they are in a downward spiral
which will thecretically end at zero. At the same time, insurance com-
panies are willing to take the financial risk involved, which would
'1ndlcate to me a decadence in the management of the. companles.

With that picture in mmd, what is the futu‘re of the railroads?
Is it insurance-company ownership, government ownership, or what?

MR, 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
obher 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 comntry if you want to get them to take your household goods sone
place, for instance. The railroads, on the other hand, will gladly take
them, As a matter of fact, they have to 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, bullding 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 finc rate.

- The life insurance companies have tried to make the way easier--
that is, Equitable has been the one to do it, They have 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 want 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 summer 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——-bhe 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, 1f there is not a surplus, on lines which are
being asked to send cars to other areas. Perhaps the ecastern 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 IT, ODT ran most of the railways as one transcontinental unit;
this meant not only cars but also locomotives.

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

MR. HILL: That's right. 1

QUESTIONEK. 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
snd put back on the chassis? ‘

MR. HILL: The nearest thing tc that is in connection with con-

- tainers. Back in 1935 they were first tried out. The containers are
53111l used to a limited degree, especially with LCL shipments of cer-
tain loads.

Now, these containers are big boxes carrying, say, 5 tons. They are
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.

QUESTION : I understand the St. lawrence Waterway project has been
under negotiation for some 30 years. What is your opinion as to the
.need 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 that would be a point. Meantime, the
railroads—and with some reason--are saylng, "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.

21

RESTRICTED




@

) L]

Rl

7

-
~
:
1]
4

.

o

¥

. THE INCODEL FROJECT

1799

8 March 1951
. CONTRENTS
. Page
INTRODUCTION—Colonel T. G. Eunis, USMC, Member of the Faculty,
ICAF t.'b.‘t'th‘t;‘.-:.o'nuoci"t.c-ooo.coonoo-wo.co,o 1

SPEAKER—Mr, James H, Allen, Exccutive Sseretary, Interstate
Commission on the Delaware River Basin eceseccsccssveserese 1

GEINERALDISCUSSIOI\T .'l..‘J.O‘IC.Q..'vik..ll‘i"attlttotiﬂ';.GODQOOOOOOO 6‘

Publication No, L51~120
INDUSTRIAL COLLEGE OF THE ARMED FORCES

Washington, D Co

ar~w 70 11; »
]_*Ef\ RLQJ D




-thsifki

Mr. James H. Allen, Executive Spcretary of the Interstate Cormission
on the Delawsre River Basin, was born in 1899, He was graduated from
Massachusetts Institute of Technologve. Prior to 1937 he was associated
with Morris Knowles, Inc., Consulting Engineers, in Pltﬂsburgh and was
a member of the staff of the National Planning Board, He is a specialist
in munlclpaT water supply and sewage collgction and treatment problems.
He is a member of the American Society of Civil Engineers and the American

- Water Works Association and has bsen Secretary of the National Water Con-

~servation Conference since its formation in 1944, For the past 12 years
he has been, respectively, Engineer and Executive Secretary of the Inter-
state Commlssion on the Delaware Hiver Basin, :




-~
Qo
o
;,1&

 PHE INCODEL PROJECT
8 March 1951

COLONEL ENNIS: Gentlemen, we have had one lecture this week on
water-—by Mr. 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 Commission on the subject of stream pollution
which I would like to read., The statementd in this paragraph are based
on a public health survey of 11 major river basins: ‘

"Pollution is a factor that already affects or will

eventually affect all water resources development, whether
it be for flood control, irrigation, hydroelectric power,
municipel and industrial use, or recreation. Four of the

. river basins—the Ponnectzcut Delaware, Potomac, and Ohio—
have 4,729 cities and factorleu——more than 67 percent of the
totel in the 11 basins studied—-—and nearly two thirds of these
eastern citles and factories discharge their wastes wholly
mtreated,”

The Interstate Commission on the Delaware River Basin ls fully
cognizant of everything that has been said in that report, We are
fortunate this morning in having Mr, James H, Allen, who is the Execu~
tive Secretary of the Interstate Commission on the Delaware River Basin,
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,

MR, ALLEN: Colonel Ennis and gentlemen: In starting this discus-
sion of the program and activities of the Interstate Commission on the -
Delaware Rlver Basin I think I should Derhaps make an effort to get us
on a common ground of approach,

You here are military men, or civilians directly connected with
the military service, whose principal mission in 1life is to defend the
rights of this cowmtry, and other countries of the world, to live in
freedoms I am a civilian, The program and the actlv1ty'wnloh I shall
discuss this morning were designed for civilisn peacetime needs; and,
wmtil Colonel Ennis invited me to come down hers today, I must admlt
that I hardly appreciatsd the 81gnlplcance of our project militarywise.
I now realize, however, that it is a very important wndertaking from a
military aspect, because the things that we do will help to produce
‘more efflclently the materials that are needed for military purposes.
Moreover, we fesl that our program is backed by a fundamental philosophy
which bUlldb a better spirit and a better type of self-government.
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With that as an intro&uction, T would first like to tell you when
the Interstate Commission on bhe Delaware River Basin--which incidentally,
T will call from now on by its abbreviated name NICODEL--was created and
why .

The Commission was ereated in 1935 by the stgtes of Wew York, New
Jersey, Pennsylvania, and Delaware for the primary purpose of formulating
programs for the wise utilization, control, and conservation of the nat-
ural resources of the Delaware River. : ‘

- The first and ohvious reason why the states took this step wag
. because the Delaware River flows through each of the states, and the |
mwatershed from which the Delawars gebts its stream flow is located in
parts of each of those four gtates.

The second and corollary reason was because about that time there
began to be a general public awalening to the need of planning for the
wise development of the nabural resources of the country. Three years
before MCOLEL was creabed, the late President Franklin Roosevelt, in
advoeating 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 1like development

_of other great river basins of the country.! Representabives ol the
state governments in New York, New Jersay, Pannsylvania, and Delaware
agread that these jobs must be done, pbut disagreesd with the philosophy

, that they should be done by a federally controlled agency. They felt,
and still believe, that the taslk should rest with, md be assumed by,
‘the states in which the particular watershod to be developed is located.
They believe that the principles of self-government are better enhanced
by that procedure.

!

“As an organization TCODEL is composed of five renresentatives from
each of the four parbicipating states. Of each group of five, one is a
state senator, ona a merber of the state Housc of Reprosentatives, one a
member of the govemnor's ofificial family, one a member of the statels
plaming board, and one a represcntative at large. .

. The Commission's powers ars purely advisory, The programs which
it formulates must bs referred to the respective states for approval,
adoption, and administration. ‘

The Commission's initial objective when 1t was created in 1936 was
to develop a program for coping with the problem of stream poliution.
This effort was quickly and successfully culminated. I won't attempt to
go into 211 the details as to how the problem was approached bub will
simply give you some of the high lights. The first step wos to call the
chief engineers of the four state departments of health into conference
and to ask those enginesrs to takes down thelir hair, lay their cards on
the table, and say why the problem had not besen properly handled in the
past, o

DR




S 1803
Two of the major reasons that it had not been handled properly
were: first, because, although each state had laws on its statute
books, neot one of these states would make a move wntil its sister states
had taken the first btep‘ Obviously, an approach of this kind is doomed
to fa;]. ’ :

We continued with the conferenceu of the chief engineeors; and within
the course of about two years-——the conferences were held on the average
‘of once a month or once every six weeks——they came forth with recommenda-
tions under which the Delaware River wag divided into four zones, stari-
ing from the headwaters and praceeding %o,wne bay. They proposed stand-~
ards for the treatment of mmicipal eowage and industrial wastes which
were appropriate for each of these zones. '

This program was 1ucorpo”ateé into legislation; the leglblatlon was
presented to, and has been adopted by, the four states. As a result of
this approach, there is now wmder construchion on the Delawars River a
program for dealing with municipal sewage and industrial wastes involving
the ekpendlturn of well over 10D mlllion callara.

The project for the restoration of the Schuykill River, which was
described in an article in the "Saturday Evening Post," I believe, in
the July 1949 edition, was formulated by INCODEL, and in this case first
presented to the Pennsylvania Legislature where it was promptly adopted.
TWCODEL then called on the Army engineers to review a study which they
had made of the Schuykill River resulting in the conclusion that thers
was no justification for Federal participation. Upon making the review,
and in view of the fact that the program had been outlined in a compre-
hensive manner, the Army engineers this time found a basis for Federal
participation. ' - '

“Now I come to the truly grealt project which TNCCDEL has recently
develéped and is presently as¢¢x” the legislatures of New York, New
Jersey, Pemmsylvania, and Delaware to approve, adopt, and,cxocut@. The

“best way to glve vou a clear wnderstanding of what that project is and
what 1t is designed to accompl ]oh is +to show you a movie which ha been
produced to do these things. '

Before putting it on the screen, I want to make a brief bubt signifi-
cant observation., It is tuls: The project has been dosigned o meelt the
nseds for water supply, both municipal end industrial, of a region which
commer01ally and industrially oubranks any comparable area in the world.
That region includes New York bluy, a great metropolitan area. adjacent to
New York City in northwestern New Jersey, and the city of 1flrlllameil_phJ.a,

The fubure of this cowntry, in both peace and war, depends %o a

great extent upon the welfars and prosperity of this region, This region
cannot thrive without an adequate source of good water, That is the basic
purpose of the project, as you will see on the screen, and which I will
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urther describe after the picture. With sn assured adequate source
of good water, the industries and the people of the region served will
continue to produce to- defend and protect the rights of this cowmtry.

(Motion Picture of a lZ-minute duration)

As I pointed out in my previous rema “ks, this project is primarily
a proaeut to’ meVldq additional scurces of water supply to areas of
need in the region that can be legieslly served by the Delaware River
Basin vroject. I know sach one of you realizes that one of those areas
of need is New York City. During the 14472 drought, the dire situation
which that city found itself in was well wﬂublncmzed. But actually thsre
is a greater need for additional sources of water supply in northeastern
New Jersey, because New York City is really not so badly off as most
people wight think. - It is true that they were hard hit in 1949 when
demands for water exceeded the ppresant eapsciby of thelr LYl:tlﬁg 30UrCes .
~of water supply. Bub New York Uity now his under construction, and has
had wnder construction for thu past several ¥ears, a project which will
bring an additional supply of watver imte Yew York City in the amount of
about 540 million gallons of water a day. Of that amowmt about 440 mil-
lion gallons will come from rescrvoirs on tributaries of the Delaware
River in New York State. This particular project was originally proposed
back in 1929; and when first advanced, New Jersey sought to enjoin Few
York from proceeding with this project. The controversy was heard by
the Supreme Court of the Thited States. The Supreme Court validated
‘New York's claim to a reasonabls development and diversion of the weters
of the Delaware River., I give wyou that as backgroud bto the statement
which T Just mede that the need of northeastern New Jorsey is much more
acute than that of Wew Yorlk City, becauss, contrary to the situation in
New York City, New Jersey has no. project under construction or in pros-—
pect: they are plac1ng sole reliance upen the proposed ILNCODEL water
project, ‘ ' ' o

fhl]aue7pb1d gats its water dl”GCulV from thb Delaware Rlver and
the Schuylkill River at its front door. So far as quantmt; Foes, this
source is incxhaustible; but the qualitby is anythiﬂy but good,  Phila-
delphia has been 1 a]\1n5 for perhaps hal century of abandoning its
present sources in the pollubed sections of the Delaware and. Schuylkill
Rivers and going up to - -the uplands. Philadelphis also would participate
in the INCODEL project. C ' '

Now, there is another major purpose of the project. It is to

impomd a sufficlen®t volume of water in this system of reservoirs .o
permit the release of water in times of summer drought, when the flows

. in the lower Delaware River are so low as to cause a serlous threat to
industry.  There have been years in the past when industries, parbticularly
in the tidal section of the Delaware River below Philadelphia and espe-
‘¢lally in the. Chester area, have bsen forced to haul water from inland
regions in order to keep going.
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That preoblem 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. But, when the flow from the up-
land part of the basin becomss so low, the force of that fresh water is
nob sufficient to hold back progressive upstream movement of salt water
from the ocean- caused by tides. These incursions of salt water occur
almost every surmer and they are wery pronounced during a perdod of
drought. At such & time, indusiries have & real task and have to go to
tremendous expense in order to properly treat their water so it can be
used e : : - s R -

That leads me to tell you -about ths cost of this project and how
it is proposed that it shall be carried eut. The estimated cost of
this project is between 500 and 600 wmiliion dollars. Of that cost
approximately 80 percent is properly rchargeable to the purpose of pro-
viding water supply. That &0 nercent of the total cost, say in rownd
figures, 400 million dollars, will be entirely self-ligquidating by
revenues received from the sals of water from bthe projsct for water-
supply purposes. The balance ol the cos® of the project, again in a
rough figure about 150 million dollars, will have to be borne by the
states in proportions representing the henefits which they recelve
from the stream—flow regulation features of the project.

It is proposed that the project be carried oub by an administra-—
tive agency %o be created by the four states under the terms of an
interstate compact. ZLegislation setting forbth the terms of that com-
pact has besn introduced in 211 four of the state Legislatures, The
agency would be in the nature of a water "authority." e prefer to
call it the "Delaware River Basin Water Commission." The commission
would be empowsred by the terms of the compact to raise its own funds
and to issue its own bonds for the financing, construction, maintenance,
and operation of the project.

The project is a wvital necessity to the reglon which the Delaware
River Basin serves. We are convinced that it will be carried oub,
beceuse it is a vital public necessity. Ws are hopeful that the states
will face their responsibility and decide to carry it out under the pro-
cedure which TNCODEL is recommending. But we are well awarc of the fact
that, if the states fail to recognize their responsibility to execute
the project, it will probably be carried out by some agsncy of the
Taderal Government.,, : ) ‘

Colonel FEnnis in his introduction referred to the repert of the
President's Water Resources Policy Commission. That report dealt with
all phases of the development of the river hasine. That report recom-
‘mends that these problems. of development of the water resources of river
basins should be handled by agencies created by the Congress and composead
entirely of Federal representatives. We of INCODEL 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 attention to the fact that we have a map here
which shows this project. (iap was not reproduced.) This is the
Cannonsville Reservoir up here. Incidentally, I should say first that
New York State is shown in tints of green, Pennsylvania in pink, and
New Jersey in yellows The darker binis are the parts of the states
where the project is located. The Cannonsville Reservoir is located
entirely in the state of New York, The second reservoir, at Barryville,
is purely a diversion reservoir to hold back the flood waters long
enough to transport them into thisz tremendous reserveolir here, It
straddles the Delaware River betwesn New York and Pemnsylvania, The
third reservoir, known as Godeffroy, is also located entirely in the
state of Wew York, - The fourth weservoir, Wallpack Bend, straddles the
river between Pernnsylvaniz and Hew Jersay.

This project is designed to take care of the water supply needs
of these metropolitan areas for about 40 years in the future. The
project, however, can be expanded by the construction of additional
reservoirs whenever needed. By the expansion of the project, the water .
supply. needs can be taken care of well Into the next century.

This map shows the actual flow in the Delaware River at Trenton
curing the worst consacutive twelve-month period—from April 1530 to
March 1931, Of course you get the highest flow in the spring. The
months of July and August and up through November are usually the
critical months. When the flow gets down below 3,000 million gallons
a day, industries are hard hit. When the project is in operation, if
a period such as the dry perilod of 1930-1931 should recur in the future,
it would raise the flow from an average of 2,700 cubic feebt per second
to 4,800 cubic feet per second, ’ '

QUESTION: Is the generation of electric power contemplated; and,
if so, what are the revenue possibilities?

MR, ALLEN : 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 amount of
glectric power and at the same time meet the primary and superior needs
of water supply, However, we are providing for power installations to
utilize the dependable flow out of the reservoirs, being that flow which
you can depend upon for 24 howrs a day, 365 days a year. It is estimated
that the value of that powsr will be approzximately one million dollars
pEr year. C ’ '

QUESTION: I read somewhere that God made the Delaware River
beautiful, but man has turncd it into a sewer, You mentioned control
of the river, but does the INCCODEL plan also include sewage treatment
plants and that sort of thing to keep the water pure?
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MR. ALLEN: Yes., I deliberately concentrated my discussion this
morning upon this water supply project, but I would recall to your mind
that I said that INCODEL's initial objective was to find a way to cops .
with the problem of stream peilutiom. That is what started it off..

_That was the first task that it wderteok when it was created in 1936.
‘Within a period of two years, by 1939, it had formulated a wnified pro-
gram for dealing with streém pollution and that program had been enacted
into law in New York and New Jarsey and had besan adopted by administrative
agencies of Pennsylvania and Delaware as the guiding policy in handling
stream pollution. o

Now, as a result of INCOUEL's activities in stream pollution, there
is wmder way in this Delaware River Basin a construction project that
exceeds anything else in the cowtry. For example, bhe city of Phila-
delphia is currently engaged in *he congftyuction of a project to handle
its municipal sewage and such industriel wastes which will cost aboutb
70 million dollars. Across the river, the city of Camden is also engaged
in the construction of a municipal strea-pollution-abatement program
costing about 15 million dollars. Threoughout the entire length and
breadth of the basin there are works wnder construction to deal with
. this pollution problem, Means are well on the way to make the Delaware
River, which man spoiled, beautiful again., Men is now beginning o
restore it, We believe that by 1955 all wnwarranted stream pollubion
will have been stopped., : ' ‘

 ’QUESTIQN: What particular problems do you think you will run into
because of the destruction of farm lands or industrial areas through the
building of these reservoirs? ~ ‘

Mo ALLEN s That will be a relatively easy problem, bacause areas
which will be flooded are predominantly rural. There is hardly any
industry that would be displaced by reason of the construction of
reservolrs. There is considerabls rural and dairy land there, but no
industry to amount to anything.

The Delaware River above Trenton is primarily a recreational area.
The industrial plants on the Delaware River are concentrated in the
~area below Trenton, particularly from Trenton down to the Pepnsylvania-
‘Delaware boundary lins, : - :

There are other industrial areas in the Dolaware River watershed,
but they are not along the main river. The Schuvlkill River is heavily
industrialized., The Lehigh River, particularly al Allentown and Pethle-
hem, is also heavily industrialized, But the upper Delaware basin s Where
the project will be located, is primarily a recrsational area, utilized
mostly for recreation and agriculture, ’

QUESTION : There is considerable industrial development arownd \
Wilmington, Delaware, and Newark, Delaware. Will they get any water
from this project from that which goes into these reservoirs?.
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VR, ALLEN: Delaware will be benefited by this project by reason
of the stream—flow regulation festure. When this project is in opera-
tion, there will be a guaranteed flow of water from the upper basin
down to Trenton which will be 100 percent greater than what now occurs’
mnder existing conditions. That additional water into this tidal section
will be of benefit to Delaware. But its primary benefit will be in the
protection of its oyster beds. It will not be heneficial to Delaware so
far as industry is concerned, because it is impossible to hold down the
salinity in the river below Wilmington. : :

QUESTTION: What benefits will.tha_state of Delaware get from this
project? ' ‘ . ‘

MR. ALLEN: W& do not antieipate that the state of Delaware or the
mnicipalities or industries in Delaware would need or could Jjustify
the use of water from this projeet For water-supply purposes. We believe
that they can get it more econowically from sources close at hand. But
if there is a need, this project cah previde water for the city of
Wilmington.

QUESTION: I would like to ask two questions, Number one, you
talked about an allowable pollution of the streams, or I think you said
tjustifiable.” I would like to know whab that means, Second, what is
the main problem in Philadelphia taking vater directly out of the river,
what type of impurity or pollution causes the greatest difficulty in
treatment? Is it industrial wistes or is it sewage pollution?-

MR, ATLEI: To the first question I cannot give an gxach answer.
We are asking the mmicipalities and industries in all sections of the
basin to remove at least 75 percent of the material that causes pollution.

Wow, 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 boundary line should primarily and logically be used for
industry. Fhiladelphia hag been fortwmate 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 plant has Jjust been
started at Morrisville which is across the river from Trenton. There are
several other new steel industries locating in this section, There is
nod question in the minds of those who have studied the problem that these
large industries are going to cause many allied industries to locate in
this area. ‘

Now, obviously industry has a responsibility for dealing with its
industrial wastes., Bub you cennot expect industry to do a 100 percent
job and return the water in its pristine purity. If the concentration
of industry gets so great—-you can't press too far; what I am leading
up to is this: We 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 extent as to permit Philadelphia to continue to take
water from the river., It would put the industrialists out of business,
Therefore we are convinced that the most economical thing to do is for
Pniladelphia to get a new source of water supply.

Tn answer to your second question, the main problem is industrial
wastes, like phenol and other chemicals. They had a situation there
where there was some pollution incidental to industrial uss back a few
years ago which almost ruined the water supply for about two weeks. The
municipal sewage is not a difficult problem to cope with.

There is a strong feeling on the part of the people in the lower
part of the area that New York City in its consumption of water from
the Delaware River will rob the lower riparian omners of their rights
to water of the Delawars River. That is not true at all, because the
whole program is hinged upon capturing and storing flood waters at
flood peaks, pubting them in storage and saving them, s0 that they can
be used whern a sumuer drought occurs, to add water to the river. So
this project is a definitely beneficial one to the lower river, It is
as beneficial to the lower river as it is to New York City.

QUESTION: The subject of articial means of rain making camd 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? ‘ '

MR, ALLEN: HNew York City had engaged a rain maker, He was operating
in the Catskill region for approximately a year. There was considerable
rainfall while he wasg engaged, but I believe no one gives the rain maker
rmuch credit for malking that rainfall., He 1s no longer engaged by the city.

Tt is a known fact that you probably can produce rain if you have
something to work on. But you must have a cloud to work upons no rain
maker can produce rain without some clouds. Morsover, it is very doubt-
ful whether, even if he has clouds to work upon, he can make the rain
f£all in the right places., We don't place confidence in the ability of
rain makers o produce water at the right time in the right place.

QUESTIQV: There are about 20 million people living in the areas
embraced in this project. How do you go about getting them together
in making these decisions to approve these projects?

MR, ALLEN: -Right at the moment that is a Job that has me worn
down. We have been wery fortunate in having as our 20 members (five
from cach state) high—caliber representatives of state gove ments .
It is obvious to them, as it is obvious to everyone here, that it is
a most difficult job to get even five membsrs from one state to be
completely in accord on a project. There is no set formula but the
answer is to just work on them constantly from all sources, and if
you are persistent and patient enough, you finally make progress and
get results, ' :




Frankly, the job of getting everybody to agree right at the
moment has me running in all directions, because we are presenting to
each of these four states a bill to ratify the compact establishing the
comuission, We are very fortunate, however, in that the Govemor of
New Jersey is 100 percent sold on this project; and he is sufficlently
- Influential in New Jersey to make us confident that the project will be
adopted in New dJersey. The project is so dear to his heart that he will
even on appropriate occasions contact psople in adjoining states and use
his influence there. The job is just to get aromd 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 have beer an oyster enthusiast of the raw
type, but you have about convinced me that we shouldn't eat any Delaware
oysters. You just stated that, because of the industrial wastes, phenol
and so forth, in the lower parts of the river all the way down, Phila-
delphia is going to have to get a new water gource, because it is not
economically feasible to take care of that water. What are you golng
to do about these oyster beds down the river?

MR. ALLEN: T probably will not be able to "wconvince" you.

But the story is that these oyster beds are located way down in the

bay, particularly around the Maurice River in New Jersey and along the
corresponding shore in Delaware. Despite all the industrial and munici-
pal wastes being discharged in the Philadelphia area, the water in the
bay is uncontaminated and not. only satisfactory for, but conducive to,
the production of oysters. e, however, ars going to help the oysters
by our project, bacause we are going to bring them more and botter water.

. 9,

QUESTION: Judging by the objectives that are contemplated in these
states, the approval of Congress will probably have to be obtained For
this compact, since the War Department is in charge of navigable rivers,
How is the Federal Government involved in this?

MR, ALLEN: We are all aware that our projects have 1o bhe very
carefully coordinated with the Army engineers, as the Corvps of Ingineers
is the principal Federal service dealing with water problems in this
sectlon of the country, :

In the development of our program we have had continuous assist—
ance from the Army engineers. As a matter of fact, they are helping
us now by having some experiments conducted at Vicksburg Experiment
Station to more definitely prove the benefit of thig proJject in com-
batting salinity. . '

As you pointed out, if the project is adopted by the states under
the terms of the interstste compact, that compact will have to be approved
by the Congress. We do not anticipate any difficulty there. This proj-
ect would have to be subordinated to any interests regarding navigation,
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but we don't ses that there is any conflict of interests in that respect,
blg_'b we would be subject to such r{egulations as might apply. ’

We also woild be subject to the laws and regulations for the pro-
ductlon of hydroelectric power. That would come wnder the Fedoral Powsr
Commissions Bubt we see no conflict there, B

COLONEL ENNIS: Mr. Allen, wa very definitely put this lecture at
the end of the course so that we could nragent from this platform the
two pointe of view affecting the uge of vater--one, by the Federal
Government; the other, by the states. On behalf of the college, I
thank you for a very interesting talk, :

(18 Apr 1951~350)S.




