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CHAPTER I
INTRODUCTION

The St. Lawrence Seaway has been a dream of many Canadiansg and
Americans alike for at least fifty years. This long-awaited project has
finally become a full-grown reality, with expected completion in late
1959. The waterway will be 2,342 miles in length = from Duluth, Minnesota,
at the western end of Lake Superior, to the mouth of the St. Lawrence River.

The Great Lakes - St. Lawrence basin is a drianage system covering
678,000 square miles in Canada and the United States.® It exists on five
levels, descending as it flows toward the Atlantic Ocean. Lake Superier
flows into Lake Huron at St. Mary's Falls (21 foot drop)s; Lake Huron flows
into Lake Erie through the St. Clair River, Lake St. Clair, and the Detroit
River (8 foot drop); Lake Erie flows into Lake Ontario over Niagara Falls
(326 foot drop): and the St. Lawrence River drops 225 feet as it flows inte
the ogsan. These falls are overcome by thirty locks at the present timeo3
Eight of these are in the Welland Canal, by-passing Niagara Falls. The
present construction by the Canadian and United States governments includes

seven new locks to replace the twenty-twe outside the Welland Canal, TWhen

Lo tne Eighth Sea," The Traffic Werld, October 19, 1957, reprint
pp. 2-16,
*Ibid.

3While thirty locks are transited going upstream to the Lakes, only
twenty-five need to be transited downstream enroute to the ocean because
most of the ships may "run the rapids" around five of them.



the seaway 1s completed, the present total of thirty locks will be reduced
to fifteen. Vessel captains estimate that this smaller number of locks may
save them as much as two days per trip on the seaway.

The purpose of all the construction projects is to deepen the shallow
parts of the seaway to a2 minimum 27 foot depth. At various parts of the
river, the locks, and the channels connecting the Great Lakes, the depth
raries from 14 to 24 feet. It is at these places that dredging or excava-
tion is taking place. Most of this work is being done in one of the five
sections which make up the St. Lawrence River Section of the seaway.5 This
section embraces 44 miles of rocks and rapids in the International Rapids
jection of the St. Lawrence River, the work there being done mostly by the
Jnited States. Canada is doing most of the work in the Lake St. Francis,
soulanges, and Lachine Sections. "Excavations in Canada extend over a
listance of 25 miles and those in the United States over 12 miles; dredging
.n Canade extends over a distance of 60 miles, in the United States only 12
iles."® From the Atlantic Ocean to Montreal, where the new construction
)egins, there is a present depth of 35 feet, sufficient for all ships who

)ropose to transit the new seaway.7 Ships of much greater size than at

“Phe Minneapolis Star,June 6-24%, 1955, p. 10.

JThe St. Lawrence River Section is the 188 miles of the St. Lawrence
tiver from the edge of lLake Ontario down to Montreal. This is broken up
nto five sections, starting with the section adjoining Lake Ontario:

1) Thousand Islands Section- 68 miles long; (2) International Rapids
ection--Ui miles long; (3) Lake St. Francis Section- -29 miles long;

L) Soulanges Section--16 miles long; and (5) Lachine Section--21 miles
ong. The Lake St. PFrancis, Soulanges, and Lachine Sections are entirely
ithin Canadian territory.

P
OBritton, p. 3.

TH. G. Cochrane, "Report on the St. Lawrence Seaway," Canadian Business,
arch, 1955, p. 20.




present will then be using this fourth United States seacoast to haul both
bulk and general cargo to and from the big seaports which line the Great
Laker .

Canada especially will profit from the new seacoast. She now has
three which are unusable. The Arctic is blocked by ice; the Pacific Coast
is lined with high mountains; and the Atlantic Coast is a great distance
from Canadian industry, which is settled principally close to the seaway
in Quebec and Ontario.8 In 1955, there were 318 ships from foreign ports
sassing up the seaway to United States and Canadian ports.9 Of this total,
304 were of foreign registry, 14 of Canadian registry, and none of United
jtates registry, for most of the ships of the United States Merchant Marine
ire larger than those which could transit the seaway.

Both the United States and Canadian seaway organizations, which are
*esponsible for construction of the navagational aspects of the seaway,
ire working Jjointly with the Hydro Electric Power Company of Ontario and
;he New York State Power Authority, the two groups chosen to develop the
wower facllities of the seaway. Power facllities ave bheing bullt in the
nternational Rapids Section of the St. Lawrence River, between Ontario
nd New York. Potential power of the thirty-two proposed generating units
10

n this section is estimated at 2.2 million horsepower of electricity.

'he other power developments, not yet started, are in the Beauharnois and

8

“Kenton W. Morris, "The St. Lawrence Seaway--Its Development and
conomic Significance,” Journal of Geography, LV (1956), L450.

9Potentials of the 5t. Lawrence Seaway for Marketing United States
gricultural Commodities, U. 5. Department of Agriculture AMS-205 (Washington,

957), p- 6.

LOnppe st. Lawrence Seaway--An Investment in Canada's Future,"
ommercial Letter, March, 1955, p. 1.




Lachine Sestions, in Canadian fervite .y Theso have potential powsy
posgibilities of almost 3 million horsepower of electricity. The S5i
Lawrence River is a 'natural® as far as utiliging it for potential power is
concerned. Due 5o the large reservoirs of the Great Lakes, the flow of the
St. Lawrence River is more uniform than that of any cther great river in
the world. Since 1860, the maximum flow has never been more than 2.2 times
its minimum flowcll
The seaway is frozen each year during the winter months. presenting
an cbstacle which shippers will have to overccme. Proponents of the seaway
like to point to the fact that the United States steel industry hag, for
3ixty years, depended upcn iron cre shipped from the Lake Supericr poris in
she open season which usually begins near the end of March and lasts until
:he middle of December. This, of course, varies a few days each year. On
:he average, the season is about 266 days long. i

The St. Lawrence project has been the target of heated aritinsism ard

lebate from groups that feel this new waterway affcrds only a disadran:

0 the already established porte and hransportablon systems. Yet defendars
if the seaway claim that it will bring a greater volume of trade and indushry

iot cnly to these parts but to the entire couniry. Such controy

resulted in Congressional nearings and investigations, which presented

1any persuasive arguments both for and against the seaway. The purpose of
s)his paper is to attempt to determine the influetice of the new St. Lawrance
jeaway by trying to answer some controversial questionsg: What impact will

.t have on other modes of transportation? Will it permi? the shivment of

.1

J‘I d23 p: )4:

.ad SLBteq

S

L2Potentials of the St. Lawrerce Seaway for Marketing Unif
gricultural Commodities, p. 2L- o




goods to new market areas? What movement of industry will result in this
c@uﬁtry bégé.use of the sea:way? How should the seaway be paid for, and
that are the problems invoJ.Ved in paying it off? What will be the éffects
of the new source of power provided by the seawéy? In general, how will it
affect the nation as a whole in terms of increased or decreased business
activity? Whom will it help, and whom will it hurt, or will it be an
advantage to all?

All o%‘ the r‘esearch material pertaining to the St. Lawrence Seaway
Ls prlma.rlly of a purely speculative né.ture; No seaway of similar proe-
;ortioﬁs has existed for purposes of coniparisono Nor do similar conditions
axist;for an;y'_‘_wefterwa.y being used in any other part of the world. This ‘
;eawayg'_therefere, is a new experiment, un‘br:‘i.ed'_in previcus histery. That
vhi;ch‘ has ‘b'een written about the seaway comes méstly from interested parties.
faterial df a factual unbiased nature is practically non-existent. An honest
btempt has been made to present the speculation on the seaway's activities
;"reé from biag, and to present opposing views whéneVer disagreément does

YCCUY



CHAPTER IT
IEGISIATIVE HISICRY

The United States-Canadian boundary was established by treaty in
1783. The trealty of peace which was signed at the end of the War of
1812 reaffirmed4bhe»boundary agreements as established in 1783.1 These
treaties left one of the Great Lakes, lLake Michigan, entirely within United
States terribory, while the intemmational boundary goes down the middle of
the other four lakes. The Webster=Ashburton Treaty of 1842 fixed the boundary
in the Northeastem United States and opened the St. lawrence Riv§r to free
navigation by both coumntries. The Reciprocity Treaty of 1854 and the Treaty
of Washington in 1871 both followed with guarantees of mutual navigati@naz

By 1847 Canada had completed canals of 9 foot depths which by-passed
parts of the St. Lawrence River which were not navigable. By 1903 these
zanals had been deepened to 1k feet.”

| Each year between 1897 and 1900 funds were appropriated to be used

For investigations by the United States Beard of Engineers on Deep Waber-
vayss The Rivers and Harbors Act of 1902 directed the President to invite
Jreat Britain to Jjoin in fomming an International Waterways Commission,

ihigh. would investigate all problems arising over the international

lnited States Statutes at large (70 vols. to date), Bosten, Little,
3rown, and Company, 19046), VIIL, 219.

2ugt, Lawrence Seaway,® The Congressiconal Digest, XXXI (1952}, 167.

3Cochrane, p. 18.

N



1a1:3t“lzer’sel*L Out of these investigations came the Internaticnal Boundary
Treaty of 1909, whose purpose was expressed in Article I, as follows:

%, ..the navigation of all navigable boundary waters shall forever continue
tc be free and open for the purpose of commerce to the inhabitants and to
the ships, vessels, and boats of both cocuntries equally,ac”5 This treaty
created the International Jeint Commission of the United States and
Canada (1911), the purpose of which was to settle disputes cver the use,
diversicn of, cr other problems concerning the beundary waters.

Canada began building the Welland Ship Canal in 1933. It was to by-
pass Niagara Falls and was built entirely withir Canadian territory,
conmecting Lake Erie and Lake fntario. It is a 27 foot deep channel. It
has eight locks, which are 820 feet long, 80 feet wide, and with 30 foot
depths over the sills. The length ¢f the Welland Caral is 28 miles; it
was completed in 1932 at a cost of $133,000,000,0

In 1919, at the National Rivers and Harbers Congress in Washington,

D, C., there was crganized the Great Lakes Tidewater Association, which was

Lngt, Lawrence Seaway,; " The Congressional Digest,

SSto Lawrence Seaway Manual, A Compilation of Doccumentes on the
Great, Takes Seaway Project and Correlated FPower Daevelopmen®, 83 Tong.,
2 sess., 1955 (Washingbon, Gcvernment rrintirg OIfice, L955)9 Doze Now 165,
p. 105. Hereafter cited as St Lawrence Seaway Mannal.

6The Welland Canal was actually started ir 182l and complieted a few
years later. At that time it consisted of LO locks, each 110 {t. ir levghh.
In 1833, a new and shorter route was completed, the one we know itoday.
This was used for barges and very small ships. From that time on the canal
has been dug oul deeper and deeper. When referring to construction of
the Welland Canal in this paper, refererncze is being made to the 191 3 19 c
period when the entire canal was being reconstructed for purposes
larger ships. Thiz is acstually the fourth Wriiard Canal, Tre Ay o
the Welland Ship Garal. See Hugh G. J. Altken, The Weliiand Canal ﬂf“::ay
(Cambridge, 195hL}. pp. 57-76. T o




t0 bring a deep~water channel to the heart of the United Statesa7 In this
same year Congress passed a resolution expressing the desire for the
improvements necessary to make the river navigable for ocean-going vessels.
In 1920 the two governments asked the International Joint Commission to
report on the improvements necessary to make the waterway navigable, and
appointed a Board of Engineers to assist the Commission.
The International Joint Commission found that there was sufficient
traffic which could be expected to use the waterway, and recommended to
the two governments a treaty between them for the improvement of the
International Section (a Lk mile section of rapids between Ogdensburg,
New York, and Cornwall, Ontario). The Senate directed the Department of
State to negotiate such a treaty. This was done cnly in 1932. In 192l
the President of the United States appointed Secretary of Commerce Herbert
Hoover to head the St. Lawrence Commission,; which was to advise on the
feasibility of the plan as presented in 1921. The Canadian govemmment
appointed a similar Commission, the National Advisory Committee. Hoover
submitted a favorable report in 1926e9
A reconvened Jeint Board of Engineers, in 1932, submitted another
plan for improvement of the International Rapids Section. In 1934 President
Hoosevelt sent to Congress a request for ratification of a new treaty with

Great Britain and Canada, based on the 1932 report.™° But the proposed

7Walter J. Kelly, The Saga of the St. Lawrence, The Association of
American Railrcads No. 96530 (Washington, 1950), D. 1.

8United States Statutes at lLarge, VIII, p. 3.

9Tbid.

loKelb; ppo 5“"6&



treaty failed ratification.

The stabte of New York created the Power Autherity of the State of
Jew York in 1931. This agency recommended that the United States and the
state of New York should divide the costs of development ¢f the Internaticnal
lapids Section, and, in turn, New York State would have the tiile to the
sower works and the land they were onoll This proposal died with the failure
»f Congress to ratify the 193L treaty with Great Britain and Canada.

The treaty proposals were revived in 1938 when the United States
jent a new treaty to Canada which provided for both seaway and power
levelopments. The President attempted to get the measure through Congress
n 1941 by a resolution (executiwe agreement) instead of by treaty, thus
yy=passing constitutional requirements which had previously bottlenecked

~he treatiesol2

At this time war broke out and materials were directed to
she war machine; the conseguences of which postponed discussion of a seaway.
In 1945 President Truman introduced a resolution urging acceptance of
;he 1941 agreement. The senate failed t¢ act and in 1948 sent the measure
vack for more study013 They wanted to know the effect of such a project
n the United States economy and what pessibility existed of paying for the
08t of the seaway with tolls charged for its use.
The Department of Commerce issued two appraisals of the seaway in the
ext few years, and in 1950 a treaty was signed and ratified concerning the
8e of the waters by Canada for power develcpment. The Federal Power

ommission in 1950 denied authority to New York to build power facilitins

Ilunited States Statutes at Large, VIII, ppe S-6

12ke1ly, pp. 7-8.

1‘3Kelly9 ps 8.



10

m the seaway, recommending that the Federal Government itself carry out
bthe power projectelh

The two countries then set cut to cbtain approval from the International
Joint Commiszsion to build power facilities in the International Rapids
Section in order to make the seaway and power facilities twoe separate projects
n June 30, 1952, an exchange of notes between the United States and Canada
esulted in an agreement to apply separately to the Joint Commisgion for
wthority tc operate power facilities in the Internatiocnal Rapids Sectionsl5
hernt Canada announced her intenticn to build the 27 foot seaway without
mited States! participation. Authority was granted for operating power
‘acilities by the International Joint Commission to both countries om
ictober 29, 1952. A week later Canada sent to the United States a note
leclaring that the order approving jeint development of power superseded
he 1941 agreement between the United States and Canada., which had provided
or joint development of both navigation and p@werolé

There now remained the Jcob of deciding which agency would build and
perate the power facilities on the United States! side of the International
apids. President Eisenhower issued an executive order cn November L, 1953,
esignating the Power Autherity of the State of New York as the agent which
hould build and operate such facilities as were approved by the Federal

nwer Ccmmissionol7 Appeals were made to wold the actions of the President,

hngt, Lawrence Seaway; " The Congressicnal Digest, p. 167.

158t Lawrence Seaway, Agreements Between the Uni®ed States cf America
ad Canada, Treaties and cther Internaticnal Acts Series 3053, Department, of
Fate Publication 5666 (Washington, 1955), p. 6.

16Kelly, po 15,

17 rthur D. Angel, "St. Lawrence Seaway--Political Mud Stream,” The
isiness Quarterly, Spring, 1955, p. 30 )
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the Federal Power Commissicon, and the Intemational Joint Commission. The
litigation which followed held up construction of the Canadian power facilitic
and the seaway construction. Canada simply marked time waiting for Unibed
States litigation 46 end. "The Canadian Government couid not be sure that
the pools of water to be created by the power dams would in fact exist and
that ships could sail through themo"l8 The appeal was denied by the United
States Court of Appeals for the District of Columbia on January 29, 195k,
and by the United States Supreme Court on June 7, 1954, making the presi-
dential order stick.

There are three main power structures to be builtcl9 The first is a
power house from Barnhart Island to the Canadian mainland which will act
as a dam. The second structure will be the Long Sauit Dam built from
Bamhart Tsland to the United States mainland. This will control the waters
of the headpond which will be created by construction of the first structure,
the power house. The third structure is a control dam at Iroquois, Just
opposite Point Rockway, New York. The tetal cost, to be split belween the
Yew York State Power Authority and the Hydro Electric Fower Commission,
is approximately $600 million. Plans are being made for the building of
several new towns to replace those that will be flooded. In approximately
three years the gétes of the long Sault Dam are to be lowered, flooding
some 20,000 acres;eo
‘ The Canadian Govermment was now prepared to go the navigational aspects

>f the seaway alone. Once again this created heated debate in the halls of

_18"The St. Lawrence Seaway and Power Project, External Affairs,
fovember, 195k; reprint pp. 2-16.

19uThe St. Lawrence Seaway-=-An Investment in Canada'’s Fubture," Commercial
Letter, p. 3. :

O1hig,
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the United States Congress. The opponents maintained that the seaway could
more properly be:called an "iceway”, that it would bankrupt the railroads,
make ghost towns of the older ports, and put the vast majority of mine
wofkérs out of work.el The Senate Committee Report fougd that these fears
against the seaway were invalid and that guch a project would be an
invalusble economic and defense_asset.22 Following this committee feport,
Senator Wiley introduced a seaway bill in the senate. It passed the senate
on January 20, 1954. In the house, George Dondero, Chairman of the
Comnittee on Public Works, subgtituted it for his own personal bill, and it
passed with minor amendments which were accepted by the senate.

On May 13, 1954, the President signed the Wiley-Dondero Bill, which
became Public Iaw'358.23 Thig act created the 5%t. Lawrénce Seaway Develop-
ment Corporation, which is authorized to construct the United States® share
of %he St. Lawrence Seaway. Its counterpart, the S5t. lawrence Seaway
Authority of Canada, had been created in 1951. The St. Lawrence Seaway
Development Corporation (hereinafter known as “the Corporation” | was given
the power to issue revenue bonds not exceeding $105,000,000 to the Treasury

2h Maturity of these obliga-

For the purpose of financing its activities.
tions shall not exceed fifty years. The Corporation may negotiate with the

Janadian seaway agency on the assessment of tolls and the various other

21Angel, p. 31.
221pid.

23United States Statutes at Large, IXVIII,:92-97.

2L_"I‘his is based on estimates made by the U. 5. Army Corps of Engineers--
>roken down as follows: Construction cost--$88,074,000; interest during
ronstruetion--$7,927,000; and corporation working capital--$8,999,000. The
;otal of these is $105,000,000.
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-ssues involved in the problem of financing the seaway.

It was because of the necessity of safeguarding United States interests
shat the Wiley-Dondero Act was passed. It called for the construction of
1 canal with locks on the United States half of the International Rapids
iection, but this would result in unnecessary duplication. Canddsa had
lready made plans to deepen or to rebuild the Cornwall and Farrap's Point
‘anals north of Barmhart Island in the International Rapids Section. The
'{ley-Dondero Act called for a canal (now the Long Sault Canal) to be built
outh of Barnhart Island. Canada had made plans to build a canal and dam
t Iroguois, which was also called for in the Americén Act (Point Rockway)c25
his construction of sgimilar works on both sides of The International Section
ad to be reconciled to prevent unpnecessary waste to both countries. A
ompromise solution was finally reachedn26 The two governments agreed that
he tnited Statesvprpceed to construct the Long Sault Canal and two locks
The Robinsom Bay Lock has recently been re-named Elsenhower Lock and the
rasse River Lock was re-named Snell Lock) below Barnhart Island and that
hey shall dredge the Thousand Island Section. The dam and lock at Iroquols
i1l be built by Canada instead of by the United States. Gaﬁada further
greed to refrain from building a duplicate canal around Barhhart Island.
hould she decide to do so im the future, sﬁe nust firet consult the inited
tates Governﬁent, just as the United States has agreed to consult Canade
would we decide on future comstruction. If traffic Jjusiifies bwilding the
anals on both sides of the International Section at Rarnhart and at Iroquois,

anada and the United States may do so at that time. Below are costs for the

25w

26§§, lawrence Seaway, Agreements Between the United States of America
id Canada, p. 6. ‘

The St. Lawrence Seaway and Power Project,' External Affairs, pp.1l0-12.




seaway construction projects, as ostimated in 1955.

TABLE I
DIVISION OF WORK AND COSTS BETWEEN THE TWO GEVERNMENTS AS ARRANGED

IN FEBRUARY, 1955 THROUGH EXCHANGE OF NOTES?!

Secticn Canada United States Total
Welland Canal $ 2,000,000 $ $ 2,000,000
Thousand Island Section 1,942,800 1,942,800
International Rapids Section 17,000,000 79, 315, 200 96, 315, 200
Canadian Section 181,000,000 _ 181,000,000
Total 200,000,000 81,258,000 281,258,000

On March 21, 1956, Congress autherized improvement of the Great Lakes
connecting channelss28 This act autherized the dredging of the St. Mary‘s
River between Lake Superior and Lake Huron and the St. Clair River between
Lake Huren and Lake 3t. Clair. ILake St. Clair is connected to Lake Erie
by the Detreit River, previcusly dredged by the United States. The Civil
Fuﬁctimns Appropriation Act of 1956 provided funds for these improvements
and permissicn was obtained from Canada by an exchange of mcteS=29

On June 19, 1957, a bill was passed, the purpcse of which was: (1} to
clarify the general powers of the St. Lawrence Seaway Development Corpora-
ticn. .. (2) to increase the borrowing authority of the Corporation by proe
“iding a ceiling limitaticn on borrowings of $1L0 million rather than $.05
millicn as presently auvihborized. and {3) %o authorize the deferment by the

R N S LK T AN O T

2?5§a Lawrence Seaway Ma
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Jorporation of payments of interest on its b@rrowingSOMBO This increase
tas needed because of increased seaway costs resulting from a misunder-
standing with the power authorities over who is to pay for the dredging of
she channels in Cernwall Island. A necessary compromise was reached and
she extra costs which had to be met by the seaway organizations considerably
nereased thelr previous cost estimates.

. The latest estimates of costs were prepared in December, 1957, and
otaled $123,669,900. An interest cost during comsbruction is estimated
& $6,900,000, bringing the total to $130,569,900,%

: At the present time cogts have risen no higher than those which
emanded the $35 million addition to the original $105 million estimate.
nless aflditicnal unforeseen difficulties arise, seaway completion, as

cheduled for late 1959, will come on time.

30Sena,te Bill, 85 Cong., 1 Sess. (Washington, OGovernment Printing
Efice, 1957), No. 117k

3lgt, Lawrence Seaway Development Corporation Amnual Report for the

ii% Ended December 31, 1957 \Washington, uoverument Printing Orfice, 1958),
® 7 ° >




CHAPTER TIIT

WHO WILL USE THE NEW SEAWAY?

If the seaway can encolrage goods to enter new markets because of
sheaper transporbation and thereby create new buginess, then the economy
18 a whele will be helped by the seaway. If, however, the seaway camncth
sompete, and must be subsidized, it is to the disadvantage of the economy.
[f a flow of goods moves to the seaway from another form of transportation
it ne savings, this shift has not been a beneficial one.

The seaway has been dubbed by some an economic fallacyol Whether the
seaway will become one of the great mistakes in our history, or whether it
rill prove to be a great stimulus te economic growth and prosperity for
rears to come, time alone can tell. Ibs success will be measured by what
b can add tp the economic activity and welfare of the United States as a
hole.

_ Iraffic estimates for the present time are very high and great
nereases in traffic are expected in the next few years. It is estimated
hat there will‘be approximately 1 million tons of freight passing through
he’ seaway in 1958; 17 million tons in 19593 35 million tons in 19603 39
dllion tons in l961§ Jy million tons in 19625 49 million tons in 1963

nd over 53 million tons in 196hg2 At bhe present time the anmal traffic

1The Commerce and Indugtry Association of New York.

2uThe Eighth Sea," pp. L=5. The figures are those of the ecomomist
or the St. Lawrence Seaway Develcpment Corporation. They are fiirly
loge in line with estimates that have been made by the Great Lakes-St.
awrence Assoelation and by the 8t. Lawrence Seaway Authority of Canada.
16
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through the Welland Canal is 18 million tons and traffic through the St.
Lawrence Canals is 10 million tons.3 For purposes of comparison, see the
cpmplete ligting of freight carried thfough the Welland Ship Canal and the
3t. Lawrence Canals for 1955, in the Appendix, Table IV. This 196h4
estinate is expected to be the average tonnage traffic for the remainder of
the fifty years in which the cost of the seawdy is to.be repaid ﬁo the two
zovernments. This traffic is expected to be 80% bulk cargo and 20% general
28TE0 .

HMost of the seawsy estimates are arrived at in the following manner:
e time regquired te transit éach lock in the Welland Canal (these locks
are smaller than the néw ones in the International Repids Seétion and traffic
7#ill move slower in them) will be about 50 minutes;lL This will permitv
28 lockages s day or 6,832 lockages in 24k days {(the average nuwber of days
the éeaway is free of ice is 266 days. This smallef number of days will
prevail in alwmost any year). Allowances for delays and repairs would
leave an estimated 5,770 lockages @ year. The average capacity of Canadian
lake ships 1s more than lO;OOO tons. United States Great Iakes ships avérage
11,000 tons capacity.® The 27 foot deep channels will ensble lake-type
ships of up to 25,000 tons "and ocean-going ships of up to 9,000 tons‘capacity

: / + e o v »
;0 use the seaway.® If an average cargo of 10,000 tons went through for

3"The St. Lawrehce Seaway--An Investment in Canada's Future, "Commercial
etter, p. 6.

*Potentials of the 8t. lawrence Seaway for Marketing United States
g@iculturgl‘Cqmmodities, p. 85.

SShips of less than 3000 tons capacity were excluded from this
verage. The locks are large enough to permit more than one ship through
4 a time when the ships are of this size. This is standerd practice at
he present time. In June, 1955, 1322 ships were locked through in less
han 700 lockages.

6A lake-type ship is much longer for its depth than an ocean-iype ship
nd might break in two if it had to fight the large waves in the ocean.
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each of the 5,770 lockages, the ssracity of the seavay sould be 37,700,000

tong, assuming that the rargs will wove ar *ve Larger zhir., The Tanadian

government less orbtimisticaily estimates I 000,000 tors ~f traffic.
The Canadian grrermment has sstimated the types of traffic as f21lows:
iren ore (19 millicw *ona), grain and faym preoducts (L2 millicn toms), coal,
coke, petroleum and paper (8.6 miliion tons), and gensral cargs (5 to 6
miilion t&ns)CB Another estimate lists ircn cre as being only 10.5 miliicn

tonso9

The Maritime Administration estimates that 9,300,000 %cng of general
cargo will use the seaway 53’19?0g10 This proves that there i3 a wide

divergence of ocpinicrn conceming what will move thrcugh the seaway and in

In 1918-19 cver 80 per cent of the ships listed in Lloyds register
. . L ) 11 -
thad drafts which could transit *he 8%, Lavrerca, In 1950 ~miy $.3 par
cent of ocsan-going vessels in the United States merchant fleet had drafts

i

2f 25 feet or less. OF ccean going wessels of foreign registry, Ll
=1 4 &

]

e
e B 12

xant had drafts of 25 feet or less.™

The shipyards of the Great Lakes will be called upon to supply more

°f the larger size vessels. Quite a number f the foreign linss are now

vailding new ships of seaway size. Of move importance are plans by American

‘N. R. Danielian and Beland H. Honderich, "What Mast Michigan and
ntario Do Next to Derive the Greatest Benefits from +the Oreat Lskes 8%,
Lawrence Seaway?¥ (Speech before *he EBom-mic Clipn o f Daforit N
i5, 195k.}

B1ni4,

9uSt, Lawrence Seaway ;" Chemical and Engineering News, XXXIII {1955),
3765 - I

1Ourpe Eighth Sea,® The Traffic World, p. 8.

Pxeily, ro 11,

V4.
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firms, such as the following: Manhattan's ;sbrandtsen‘cga, Inc. will
spend up to $40 million to build or buy eight ships of 8,000 to 8,500
ton capacity. Manhattan's Grace Line is spending between $30 and $LO
nillion to buy four to six ships. Moore-McCormack Lines and Lykes Bros.
Steamship Co. also intends to begin operations in the Great Lakes=OVerseaé
brade..13

The United States Federal Maritime Board has upgraded the seaway
route, mgking it a significant foreign trade route by calling it "essential
to the trade and economy of the n.af@i@:lrsno”“]"LL This means that United States
;hip operators can now get federal construction and operating subsidies.
lhis will enable the ﬁnited States merchant fleet to compete with foreign
‘lag operators. The ﬁew route is designated route 32, "between United
Jbates ports on the Great Lakes and St. Lawrence River and ports in the
Inited Kingdomg‘Ireland, Atlantic Eurcope, and Baltic-Scandinavian portso”ls

The Great Lakes-overseas traffic in 1953 and 195} was four to five
;imes larger than in 19118016 Most of the increase went to Western Europe,
nd this was predominantly general cargo. There were 250 sailings to
lestern Eurcpe in 1955, as compared with 95 sailings in 1950. Ships from
e rmany énd Norway make the most sailings, followed by Sweden and the
letherlands.

Since the wér there has been general carge service between lake ports

nd foreign ports over the 1l foot canals. "The Fabre Line (French) operates

13winlocking the Lakes,® Time, June 10, 1957, Be 92

lh“Great Lakes/St. Lawrence Seaway Route to Europe Called Essential,®
epartment of Commerce NR-56-8 (Washington, 1956), p. L.

15
16

Ibid.

Ibide, Bo 3o
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:0 and from Mediterranean ports. Fjell Lines operates between lake ports
ind Buropean and Scandinavian ports; Swedish-American Iine to and fronm
jcandinavian and Baltic ports, also to Central American ports; Oranje Line
perated to and from Antwerp, Amsterdam and Rotterdam. Swedish-Chicago
dne has service to and from Scandinavian ports. Hamburg=Chicage Line has
service to and from Northern Europeoﬂl?

The remainder of this chapter will be devoted to answering three
‘elevant questions: (1) Can the seaway provide a cheaper means of trans~
wrbation for goods that are presently being marketed? (2) Can the seaway
:ause the shipment of goods to new market areas? (3) Can the seaway cause

i\ relocation of industry?

The Seaway Can Provide a Cheaper Means of Transportation

For Scme Goods That Are Presently Being Marketed

Irrespective of the amcunt of traffic that the seaway and the Welland
anal will be able to carry, it is widely held that grain will be one of
he most impertant commodities carried. Because a great bulk of this
rain comes from those states which are closer to the seaway than to any
ther large body of water, it is estimated that at least 30% of the potential

18 this will

961 grain business will find it cheaper to use the seaway.
e appreximately 150 to 200 million bushels. At the present time grain is

hipped from the lower grain producing areas (prircinally Oklaheme ard Kanzas)

et st o et

As a result of the lack of seaway projechions at the Chicage Board
f Trade, the University of Indiana Schcol of Business conducted a researsh,
eaded by Joseph H. Hartley. The findings were published ir The Effents
f the St. Lawrence Seaway on Grain Movements; Indiana Basiness pro;fTP

I TBlocmington, 1957 7). - T
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ko the Houmton and New Orleans ports by rail and by Mississippi barges.
3ome of the grain from Iowa and Illincis is shipped directly to Baitimore
)y rail. More than half of the grain, however, ig shipped from Duluth,
chicago, and Milwaukee over the Great Lakes to Buffalo and Oswego. At
3uffalo it is transhipped aboard railrecads to New York, Fhiladelphia, or
3altimore ports, and at Oswego it is transhipped aboard canal barges to
\lbany, where it is transhipped again to ocean going vessels which carry
't down the Hudscn River and out to seac19 I+ is predicted in the 240
age study made by the University of Indiana (referred to in footnote 18)
shat the seaway will take away 30% of the grain business going to Gulf
wrts and 50% of that going to Atlantic ports. This is because the grain
wrowing resion is closer to the Great Lakes than it is to Gulf or Atlantic
wrts., If the grain industry decided %o store grain during the months
then the seaway will be frozen, the seaway would cbtain an even larger
thare of the grain shipments.

The Illinois Grain Corporation. a member of the National Federaticn
f Grain Co-operatives, is building a 6.5 million bushel elevator at Lake

alumet, in Chicagonzo

Many of the grain fimms are expanding their shipe
ide elevators in anticipation cf the increased businsss. Chicago will
ave a 55 million bushel water space capacity assured for the seaway's
peningoel This will be second to neone in the world. Baltimore and New
rleans are presently the biggest exporters of grain, but Chiéagc witl

ourne st. Lawrence Seaway Presages a Mass Shift ir Grain Shipping,®
usiress Wesek, April 6. 1957, p. 192.

2O”The Seaway: New Marke® Frontier,® Co-Ccp Grain Quarterly, December.
N - s it
k/;’.gj P 5 :

Ml‘l - B ™ e o~ - -}

“*Joumal of Commer: pril 25, 1956, . 1.
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goon haye a sarping of the factors mest important to foreig
adegrany of nert facilities, freguency of sailings, and lower transportaticn
costs.2? The mass construction proiects being carried on in the lake rort
cities give evidence of the willingness of these cities to be prepared for
all the traffic they car ~et (Such port projects are discnssed in mrre
Aatail in Chapter V).

Let us lock at the cost advantage of using the seaway over another
method of tramsportation and try te determine why this shift towards using
the seawav may come about. A study was made of Canadian wheat rates moving

from the Port William-Port Arthur port to the sea023

The port is probably
the farthest inland ~f the larger ports on the Great Lakes. Much of the
grain traffic, however, would enter a lake nearer the East coast ar? thare-
fore have less distance to travel than cur example. The rates in 1955 for
iheat from Fort William-Port Arthur to Montreal was 22.5 cents per 100
primds.  Montreal, for all purposes, may be considerved the sea. Tt is closer
from Montreal to Enrope than it is from New York, Philadelphia, or Baltimere.
The rates to Buffale from the Fort William-Port Arthur port were 11.2 cents
per 100 pounds and the export rail route from Buffalo to New York was 23.25
tents per 100 pounds. This indicates a lower cost of about 12 cents per
pound for shipment to Mrntreal. The Indiana School of Buginess studv mre
dicted a more optimistic 16 t« 20 cente per pound saving.zh Improvement.s
are beine made s+ Towar 8, Lawrsnce voorts + handle the inareasas irain

traffic. Approximately UB%E of the nationlts grain comes from the trade area

22Thi g,

?%Egiﬁgﬁ Sgates Statutea(gt Lqﬁggg VITL, 33.

ithe Brtects of the St. Lawrence Seaway cn Grain Movements, Indiana
Buginess Report No. 24 (Bleomingten,, 1957).
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served by the ™twin ports” of Duluth and Superior in Minnesota725 This
area 18 repuled to be the largest producer of dairy products, and its

ports will also have lumber, oll, lignite, and many other commodities which
7111 wanlt to use the seaway.

There are certain advantages to be gained by shipping over the rail-
roads which cannot be eliminated from‘considerationu Storage, milling, and
xing "in-transit” are privileges offered by the railroads which the ships
111 not be able to provide. Such privileges may offset some of the savings
he waterway could provide.

The states bordering the seaway produce 86% of United States corn and
hould get some 47 million bushels for export, corn that has previeously
eeﬁ channeled through Atlanticec and Gulf ports. The University of Indiana
chool of Business also predicts an inc¢rease of 7;6 ﬁillion bushels of
arley, 5 million bushels of grain sorghums, 11 million to 16 million bushels

' , 26
f soybeans, and 5.8 million bushels of other grains.

The Export Division of the Frueheauf Company reports that a very sub-
tantial savings can be made when they ship 50-ton capacity traillers to
snezuela and other South American Gountriesc27 These are loaded directly
t Detroit. "Scotech whiskey can be brought to Chicego via the all-water

sute at a freight saving of 24 per cent...Chicagc shippers save 32 per

ant. on powdered milk by using the all-water roube to Amsterdain and Botterdam

ESStn Lawrence Seaway Development CGorporation, W. S. Tolls Committee,
mference Proceedings on the Method of Assessing and Collecting Tolls and
sher Subjects, (Washington, 1957), p. 71l.

26”The B8t. Lavrence Seaway [resages a Mass Shift in Grain Shipping,”
isiness Week, p. 19k,

27 ournal of Commerce, p. 16.
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8s compared with the rail-water route to the seaboard."ﬁé

i

Much of the foreign shipments out of Wisconsin have been general cargo,
righ in value.‘ To send 1,500 tons of wachinery from Milwaukee to Oslo,
Norway, through the seaway would cost $107,000 in transportation fees. The
séme’ shipment on the rail-water route through New York would cost $158,OOOQE9
And this kind of cargo is the kind Milwaukee is prepared to handle.

several of the largest of the meat packing companies, including Swift
and- Co. and Armour and Co., have requested the railroads to institute export
rates on rail shipments to Chicago from several near-by states.3o The reason
this should be of interest is that the meat packers have been the largest
users of both rail and'truck transportation in the Midwest.

Chicago and Cleveland are very optimistic about the diversion of traffic
from Atlantic ports to their own ports. Since the greatest ocean trsde
route in the world is between the Northern United States and Western Europe,
they expect to get a lot of traffic previously routed through the New York and
wther Atlantic ports. Chicago claims savings such as the following: 23 per
cent on-smwall industrial machinery to Rotterdam; 43 per cent on agricultural
implements ; 23%-per cent on tractors to Norway and Sweden; 38%~per cent on
lard to Antwerp; and 20 per cent on rosd building machinery to Britain.3t
lleveland claims the following savings: b1 per cent on lubricating oil}’

23 per cent on construction machinery; 20 per cent on automobile tires; 15

per cent on automobiles, trucks, and busses; and 23 per cent on agricultural

28 53
p. 1l.

The Seaway Moves Ahead, "The International Teamster, October, 1956,

2%he Minneapolis Star, June 6-24, 1955, p. 10.
30?«'!

The Seaway Moves Ahead, "The International Teamster, p. 28.

31"ppe Eighth Ses, "The Traffic World, p. 9.
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imp]_ements,32 Such a list goes on and on, not just for/?ﬁicago and Clevélan
but for the majority of ports on the Great Lakes. Some studies conclude tha
shipments by way of the new sesaway would be one-half as much as the cost by
way of the Atlantic portsa33

The President of Willy-Overland Export Corporation stated that
shipping a jeep from his plant via Toledo on the seaway costs $150.50; via
New York, @,‘il‘>293,3’7m%P This company presently ships $60 million worth of
vehicles in overseas trade, $5 million of which goes via the present seaway.
When the new St. Lawrence is opened $30 million will be shipped over the
seaway .

Total exports in 1956 amounted to $18,987,252,000,° The principal
items in this total were: automobiles, parts and accessories; chemicals;
coal; iron and steel products; petrrleum; textiles; and agricultural,
electrical, and other industrial machinery. Kxcluding grain, the commoditie
discugsed in this section may not all be diverted traffic=-they will mostly
be diverted from using other gystems of transportation, but in some cases

the cheaper transportation will permit increased trade which will mean new

traffic.

The Seaway Will Cause the Shipment of Some

Goods to New Market Areas

Almost half of the seaway traffic is expected to be in iron ore traffic

321pid., pp. 10-11.

33pPresented at the 1956 meeting of the Society of Naval Architects
and Marine Engineers by a naval architect, Sydney Vincent.

34 Tne Eighth Sea," The Traffic World, p. 11.

35Bu§iness Statistics, 1957 Biennial Edition (Washington, 1957), p. 104
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hich does not exist at the present time. Both the Depariment of Trade
ad Commerce of the Canadian Government and the 8b. Lawrence-Great Iakes
ssociation of the United States have predicted that 19 to 20 million tons

{ traffic on the new seaway will be iron oree36 Mogt of this volume will

(V)

Labrador ore shipped to American steel fimms, probably to Pitisburgh,
yungstown, Buffalo, and other mill towms east of these centers. Some of
1e.steel companies, however, have obtained rail rates from Baltimore and
1ladelphia, and it is likely that iron ore could be shipped by ocean
sgels to these ports and thence by rail to the mills. Similar rates have
sen obtained for the use of ocean vessel shipments to Montreal and from
1ere by rail to the steel centers.3! These are only possibilities, how-
rer, and such plans may easily be changed once the seaway becomes a reality.
The Labrador iron cre mines are scheduled %o produce 10 million tons
year, and possibly to be stepped up to 20 million tons a year. The
rerage ore ship will be able to carry 25,000 tons. The new Labrador
.elds are conbtrolled by the Iron Ore Company of Canada, which was formed

r six United States iron and steel companies and the Hollinger mining

vberests {(the United States Steel Corporation cwns the remaining deposits

1 the Mesabi range)m38 With such a vast supply of iron ore and the sea-

v for transporting it to the steel mills, these cdmpanies expect to improve
ieir competitive position in the indusbry.

&% ﬁhe present time there is a 1.6 million teon movement of iron ore

36Potentials of the St. Lawrence Seaway for Marketing United States
riculTural Commodities, PPe 2l-2oe

*iIbid.

38”Congress Again Reviews the Great Lakes-=8t. lawrence Seaway Project,™
le Congressional Digest, XXXI (1952), 175.
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ip the Welland Canal and a 2.8 million ton wovement down the Canal. There

.8 also a;108 million ton movement up the 8t. Lawrence River (See the Appendix
'able II). This cross-hauling may be eliminated when the 8t. Lawrence can
yermit added traffic from the Labrador mines to enter fhe seavay. The Lake
juperior region mines would then nc longer be needed to serve the ﬁake Ontario
orts. The elimination of some of this cross-hauling would increase the

iuch needed Welland Canal capacity. Several drawbacks may exist, such as

e fact that the iron and steel plants may be owned by different companies,

v that the grade of ore may be such as to necessitate the longer hauls and
hus a continuance of some cross-hauling.

Other resources that are used in the steel 1ndustry come from out-
ide the United States and will be potgntial seaway users. Chromite is
hipped to the steel mills frém the Phillippines, South Africa, and Turkey.
langanese ore comes from Brazil, India, and Africa.

Dr. N. R. Danielian, President of the (ireat lakes-St. Lawrence Associa-
ion, has estimated that the volume of coal and coke, petroleum products,
aper, woodﬁulp, and a variety of other such products would run about
,600,000 tons.3? At the present time a pipeline from Portland, Maine
rovides Montreal with crude petroleum from overseas; the pipeline from
uperior, Wisconsin furnished the Sarnia, Ontario area, and others may be
uilt,ho These pipelines may decrease the expected movements of petroleum
ver the Great lakes. It is doubtful that the seaway could ever supplement
hese pipelines to any grealb extent. It is even more doubtful that the sea-

ay could ever replace the pipelines transporting this petroleum.

39Danielian and Honderich, p. 10.

“OPotentials of the St. Lawrence Seaway for Marketing United Statesg
gricultural Commodities, p. 30.
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In 1950 more than 57.6 millior tous of coal were shipped from Lhe
Great Lakes ports.l‘Ll Over 28 per cent of ihis amount went Lo Canadian
ports. Since 1950, coal has been moving in increasing amounts to Canadian

L
e Not only is the build-up of Canadian industry along the lakes

ports.
responsible for this, but also the Canadian preference for United States
coal, because of its better quality and better price. 1If the seaway provides
lower transportation costs, the United States may even take some of the

coal traffic presently coming from Nova Scotia and headed for lower St.
Lawrence ports. Coal moving downbound could become an excellent back-

haul for iron ore coming from labrador.

Coal exported to Quebec averaged 5 to 6 million tons in the years
preceding 1950,u3 It is estimated that $1 to $2 per ton may be saved by
shipping coal to Quebec over the new seaway.hh Coal going to overseas
ports would not switch to the seaway route because the distance from the
coal producing areas to the Atlantic ports and to the lake ports is about
the same. The Association of American Railroads contends that "a S5O-cents-
per~ton toll, the substitution of diegel o0il for cocal as railroad fuel,
increased importation of foreign residuval o0il, and increased use of
hydro-electric power in all probability would tend to reduce, rather
than to increase, the ampunt of United States coal going to Quebec. The

estimate for coal should not go above three million tons L5

4lpibert G. Ballert, "The Great lakes Coal Trade: Fresent and Future,
Economic Geography, January, 1953, p. 48.

1
42Potentials of the St. Lawrence Seaway for Marketing United States
Agricultural Commodities, p. 31.

Y3pallert, p. 59.

hu"The St. Lawrence Seaway--An Investment in Canada‘s Future.’
Commercial letter, p. 6.

Y5Ke1ly, p. 21.
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Two of the maior consumers of coal have been the railroads and the
power companies. In recent years the railroads have switched to diesel
and oil-fired steam engines, but, to nffset that switch, the power companies
have greatly increased their need and use of coal. The power plants built

on the lakes have become customers for increasing amounts nf coal.4b
The Seaway will Affect the Relocation of Industry

The practice of businesses in the past has been to locate in areas
where they could ecount on the least possible costs, or in a location offer-
ing the largest market area. These two factors have been the backbone of
locatim theory. The latest and most advanced location concept is that of
the maximum-profit location.4”7 This is the site where a certain number of
buyers~--whose purchases are necessary to provide the greatest profits--can
be served at the lowest cost. Though cnsts may not be the lnwest at this
locatinn, the larger demand makes it the location of great-st profit. Since
all competitors are seeking this same type of location the demand will becom
smaller and the profits shrink. Locational equilibrium will result.48

The transportation rate (referred to as "transfer costs" by location
theorists) is one of the most important factors involved in the determinatio
of choosing an industrial site. Transfer costs tend to be lower when a

firm is located either near the source of materials or near the markst

(depending upon the importance of other location costs). A combination

46Ballert, pp. 55-56.

47Tnis theory has been advanced most by August Loesch, Die Raumliche
Ordnung der Wirtschaft, Jena: Gustau Fisher, (1944). The theory was furthe
developed by Melvin L. Greenhut, "Integrating the Leading Theories of FPlant
Location," Southern Economic Journal, XVIII (1952), 526-538.

48Melvin L. Greenhut, Plant Location in Theory and in Practice (Chapel
Hill, 1956), p. =285,
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T two locael rates between two points is ordinarily higher than the single
ate between the same two points. 7 An Industry will therefore tend to
ocate where it will have the least total transportation costs (aggregate
ransportation costs). The availability of power is also a very important
eterminant in location theory. Other factors which may have a decisive
nfluence have been listed by Fair and Williams as follows: differentials
n labor costs; differential availability of capital; the accumulation of
kills in particular locations; the ties of one industry to another; the
vailability of sites, water supplies, and other items; the general
oclological environment; and numerous institutional factors such as tariff
arriers, zoning restrictions, and the aids extended by communities to
ttract industry.50
The original attempts to establish location theory in the field of
conomics were primarily those of the German writers.51 The most recent
o0k in this field of real importance and the one best known in this country

s by Edgar M. Hoover.52

Mr. Hoover's work in this field is primarily an
nalysis of the cost factors.53 He assumes a location and then explains the

smand, rather than assuming the market demand (locational interdependence)

ugln some few cases transit privileges may be offered whereby a
arough rate is charged even though the goods are removed at some inbetween
>int, a production process performed, and then reloaded for the remainder
f the Jjourney. At present this system is primarily a practice of the
1ilroads.

OMarvin L. Feir and Ernest W. Williams, Jr., Economics of Transporta-
ion (New York, 1950}, p. 349.

SlIn particular: Johann Heinrich von Thﬁnen, Alfred Weber, William
wunhardt, Hans Ritschl, and Laurent Dechesnes.

5
. 87.
53

2
Edgar M. Hoover, The Location of Economic Activity (New York, 1948)

Ibid., pp. 4-14k. See also Greenhut, pp. 17-22.
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end then explaining why a plant should locate at this point. Hoover gives
more weight to transportation costs than most writers; he stresses the
importance of the heavy terminal costs and their importance as a fixed cost.
"It follows that the higher the terminal costs of & transport agency, the
greater is the economy in long-haul shipments. Thus, the availability of
water transport attracts coacerns which sell to distant and scattered
ﬂarkﬂts-"sh A point located on the waterfront is also the most economical
point, since this is where transhipment occurs .”? At this point transfer
co8ts can be minimized since neither the raw material or the finished
product would need to be transhipped again.

According to Hoover, the firm which ships large quantities may enjoy
:arload-lot rates and can use this factor in choosing a plant location,

thile smaller firms will not be able to use this ec0nomy.56 This should be

:ven more true of the seaway because of the much larger capacity of a ship
;han that of a railrosd car.

Rent is also a very influential factor. For every manufacturer there
.8 & maximum rent which he can afford to pay and still make a return of
rofit. He may have a different maximum rent for different locations
iecause some locations will provide him with a greater or lesser profit
han other locations.”

Hoover's interest in the institutional factors is much stronger than

hat of earlier writers. Iabor is one of the most decisive of these. It

5L’Hoover, p- 19. See also Greenhut, p. 18.
55Hoover, p. 40.
56Greenhut, p. 18.

57Hoover, p. 91.
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can be varied with more and more mechanization, depending on the price of
labor. "Industries may be linked by the use of each other's by-products,
complemeﬁtary use of labor, education and adaptability of labor, or a
policy of hand-to-mouth purchasing of inventory rather than inventory
accumulations."59
Hoover giQes emphasis to a large list of agglomerating and deglomerating
forces: Dbetter transfer services, a broader labor market, more advanced
benking facilities, police and fire protection, insurance, and utility rates.
We have been witnessing a heavy migration of chemical firms to the St.
lavrence Seaway area in the past few years. This industry may prove to be
a. bigger user of the seaway than was originally expected; let us look at
the situation in Ohio.”” Since the. chemical industry requires vast quantities
of water, lake Erie's supply of fresh water is a big factor in the growth of
the industry in this area. This and the cheap transportation available
were the determining factors; Most of this growth has come Jjust recently:
Electro Metallurgical Co., a division of Union Carbide and Carbon Corporation,
bought a plant in Ashtabula County in 1946 that it had operated for the
government during the war. It recently finished & multi-million dollar
expansion of that plant. In 1948, National Distillers built a plant to
produce metallic sodium and chlorine. The Hooker-Dextrex, Inc. built a

$1 million plant to produce trichlorethylene. In 1952, Linde Air Products

)8Greenhut, p. 19. Complementary use of labor refers to the concen-
tration of plants using eimilar skills. An industry may also employ only
certain groups, leaving other workers available to be hired cheaply for
other industries. “By-product Women" were an important source of labor in
the creation of the shoe and textile industries. Their husbands were employed
in the fishing, lumbering, shipbuilding, and farming industries in New England
3ee also E. M. Hoover, Location Theory and the Shoe and Leather Industries

(Cambridge, 1937).

59Iewis G. Castle, Jr., "The St. Lawrence Seaway, Ohio, and the Chemical
Industry,"” Armed Forces Chemical Journel, Mey-June, 1955, pp. 10-11.
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i1t a plant to produce acetylene, and following them Archer-Daniels-
ilénd Co. built an $8 million plant to produce alcohols. General Tire
i Rubber is now operating a new polyminyl chloride plant, and a new
L million titanium plant has just been built. These plants are all
ing up in the vicinity of Tolede, Cleveland, and Ashtabula, which line
te Erie.

We have, in the case of the Chio Chemical industry, an excellent
mple of one of Hoover'ts institutional factors: locating close enough
use by-products of otﬁer industries. These chemical companies are all
Jding to each other, "Chlorine produced by National Distillers is piped
yr to Hooker-Dextrex for the manufacture of chlorinated solvents. One of
'ker-Dextrex!s by-products is hydrogen chloride, used extensively by
ieral Tire. “Both General Tire and Hooker-Dextrex also use acetylene,
plied by their neighbors. The new Archer-Daniels-Midland plant will use
allic sodium as a reducing agent, a material they will get from National
billers."®0 The Great Lakes and tributary states produce about LL% of
, chemicals in the United States.0l

-The Niagara Falls-Buffalo area probably has the second largest settle-
bt of chemical dperations~»with plants of Du Pont, Union Carbide, Olin
hieson, Allied, Stauffer, Hookér; Oldbury, and others.%2 Providing
h transportation and power, the seaway. is expected to be a real boeon to
" York?s North Country.

While most of the chemical industry is expecting more business from the

601bid., p. 10.
61

62

"St. Lawrence Seaway," Chemical and Engineering News, XXXIII, 3767.

Ibid.
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seaway, this expectation is nct held by everyone i1n the rhemical field.
N. R. Crawford, president ~f Dcw Chem:cal of Canada, had the following
te says "It is unlikely that the St Lawrence Seaway will bhave very mich
effect on the chemical industry in the Canadian Gres* T.akes area...Chemical
exports will not be influenced by the seaway but rather by the availability
of economic foreign markets. 63

Ae an inducement tc industry the State of New Ycrk sponsors the
privately financed Business Development Corporaticn, which was set up to
make loans to those smaller industries that wish to settle in their stateeéu
A large number of small industries have settled in Northem New York in
the past few years and many more are expected to do sc after the seaway
opens. There are twenty-seven paper mills operating in just three counties
in New York producing all types of paper productsobS Diamond Matgh Company
hasg large operations at Ogdensburg and Oswege right on the seaway in New
York. They use the available Adirondack lumber nearby.

The market area surrounding the seaway is an excellent ountliet for
all types of commecdities. The gross average weekly earnings in manufasture
ing for November, 1957, averaged $50.30 for the entire United States, 00
The eight states bordering the seaway maintained an $88.80 gross average
weekly earnings, which means greater available buying power on the average

than other areas.®! The employment. figures for November, 1957, in ncn-

63Ibid., p. 3769.

6uJournal of Commerce, October L, 1955, p. 8-4.

65Tbid.

66Employment; and Earnings, Vol IV (Washington, 1958), pp. L6=L9.

67Minnesota, Wisconsin, Illinois, Indiana; Michigan, Ohio, Pennsylvania.
New York. While some of these states have only . small land boundary adjacent
to a Qreat Lake, industrial activity has been extremely heavy in that smaller
areda.
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gricultural establishments were 51,293,000 for the entire forby-eight
‘l:,avi:;eseé8 The employment figures for nonagriculiural establishments for
hese eight states which border the seaway were 22,306,500, This is more
han 1/3, and almost 1/2, of the total working force in nonagricultural
stablishments in 1/6 of the states in the United States. As evidenced by
oth the employment figures and the average weekly earnings, the market for

onsumer goods in this area is very goode

6ployment and Earnings, p. 1l3s




CHAPTER IV
WHO SHOUID PAY FOR THE SEAWAY-~THE PROBLEM OF TOLLS

At the present time there is about as much speculation over who will
ctually bear the expense of building the seaway as there is about any other
spect of this whole project. There are as many interested parties in
avor of charging tolls sufficient to cover the costs of the seaway as thers
re those who oppose tolls of any type or amount.

The arguments of those opposing a seaway toll run as follows: ALl of
2e other ocean and inland waterways serving the ports of the United States
re free of tolls.l The St. Lawrence Seaway would be the only waterway in
ne United;States to charge a toll. The btaxpayers have foobed the bill for
ist impmevémenﬁs on the Ohio and Upper Mississippl Rivers, and for dredging
2e Delaware River above FPhiladelphia. Passages through the soo, the Cape
d Ganal,vand between Seattle and Vancocuver are all toll-free facilibies.
aww York, Philadelphia; New Orleans, and various other ports on the Atlantic
1d Gulf coasts are presently requesting help from the Federal Government to
sepen their channels in onder to accommodate the newer and larger vessels.
lese ports have repaid none of past harbor costs to the government. The‘
;ates berdering the Great Lakes have made tax contributbions toward meebing
1e .costs .of harbor improvements on all thres United States coasbs. Such

ojects have been a necessity for strengthening the overall economy of the

1The Annual Reports of the U. S. Army Corps of Engineers, Board of
\gineers for Rivers and Harbors (Washington, 1957).
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>rts and thelr surrounding areas. The St. Lawrence Seaway is uo less a
scessiby for the general growth of the areas surrounding it than were these
bther ports a necessity to the growth of their surrounding areas. If the
>t of the seaway should be repaid with tolls why shouldn't we insist that
2e billions which have previously been spent on river, hafbor, and port
nprovements throughout the country be paid back also?

Those who c¢laim that a free seaway would be detrimental to the
nerican economy usually consist of the Atlantic and Gulf ports, New England
1sinesses and industry, the railroads, and the coal producers in Pennsyl=
ania and West Virginia. These coal producers are branding the power projects

1 the St. Lawrence "another TVA®. The power provided by the new dams will

w

in direct competdition with the coal producers for meeting fthe power needs
New England busginesses and households.

Ports that are not on the seaway roube, along with mogt of the New
igland area, object to paying taxes which would be used to subsidize a
mpetitor. The complaint is not so mach that the seaway will make business
yre competitives the objection arises rather over the possibiliby of having
y subgidize this competition. Acbually, United States porbts not in the
raway area would like to see tolls charged, hoping that this would dis-
mrage some of the new traffic which the seaway might otherwise gebt, and
7 80 doing, minimize the effects of this new c@mpetibiona The areas
1rroﬁnding the old established ports have invested large sums in businesses
ch are directly dependent uwpon the port, or which are indirectly depen=~ .
nt upon the port through the business which has been created becavse of the
stivity of the port.

There is also the possibility that, if past longerun inflationary

‘ends continue, part of the cost of the seaway might be repaid to the
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reasury by the inflation. Inflated money used to repay the debt would
01d less value than the money originally borrowed for building the scaway.
t is not unlikely, especially if reasonable tolls provide insufficient
evenue, that the debt may simply be forgotten and never paid. At the same
ime, the seaway could possibly generate enough new business and incomes to
rovide additional taxes over and above the amount which could have been
ollected in tolls.
0f no less importance is the discussion generated hy the defense
spects of the seaway. The seaway is so vulmerable that one bomb could
estroy the use of the whole waterway--on the other hand, it would be just
8 easy to eliminate with one large bomb the island on which fests New
ork City. The arguments for the necessity of easy access to Labrador
ron ore {(steel is a defense necessity) are met with references to Lake
uperior taconite, or else the possibility of the movement of Labrador
re through Atlantic ports and then by rail to the steel mills. With so
uch emphasis placed on the seaway by our defense organizations it is little
onder that we hear so much clamoring for partial costs of the seaway to be
harged to national defense.2
Amid all such discussion we shall realistically turn to the act it-
elf. For contained in the St. Lawrence Seaway act are explicit provisions
or the establishment of tolls. Two of the principles which the Corporation
hall follow are outlined in the act as follows:
(1) The rates shall be calculated to cover, as nearly as practicable,
all costs of operating end malintaining the works under the administra-
tlon of the Corporation, including depreciatlon, payment of interest

on the obligations of the Corporation, and payments in lieu of taxes,
and (2) The rates shall provide amounts sufficient to amortize the

2
Report of the National Security Resources Board on the Importance

f the St. Lawrence Seaway and Power Project to National Security, National
ecurity Board NSRB Document 123 (Washington, 1950), p. 47.




39

principal of the debi and i Swllgayimns of “he Curporation over a
period not to sxceed 50 vears.
To weet these requirements, toilg comuitlees wers appuinted by both

the St. lawrence Seaway Development Corporation of the United States and
the St. lawrence Seaway Authority of Canada in March, 1955.% These
committees were appointed to study the problems inherent in the establish-
ment of a fair ard reasonable system of tolls which are to be collected from
those who use the completed seaway. It is the aim of these two seaway
commissions to establish tolls that will be low enough to attract a
considerable amount of traffic, and yet adequate to provide revenue
sufficient to pay for the cost of the seaway.

The Tolls Committee of the St. Lawrence Seaway Development Corporation
set up two conferences, the first of which was held in Washington, D.C.,
on September 9, 1957, and the second in Chicago, Illinois, on September
11, 1957, for the purpose of soliciting ideas and criticisms pertaining
to the establishment of tolls.5 A letter was sent to 316 organizations
and/or individuals which the Tolls Committee thought would have an interest
in the tolls which are to be set by the Seaway Corporation.6 It was
requested that comments and suggestlons be sent to this committee and that
time for oral presentations would be afforded to anyone who wanted to attend
either or both of the two conferences to be held on September 9 and 11.
Any comments would be welcomed, but special emphasgis was requested on the

following six points outlined by the Tolls Committee:

3United States Statutes at large, ILXVIII, p. 95.

)‘*St. Lavrence Seaway Development Corporation, U.S. Tolls Committee, p. i

5Ibid.

6A copy of this letter is found in the Appendix, p. T1.
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1} Method of Assesging Toll
2) Rules for the Meascrement of Vessels
3) Distinction Between Bulk Carge and General Cargo
hg Evidence of Carge Actually Carried
5) Tolls for Partial Transit of the Seaway
6) Method for Payment of Tolis

A Canadian Tolls Committee conference was scheduled to accommodate
Janadian groups. For purposes of simplicity, Tolls Committee; for the
emainder of this paper, will refer to that committee set up by the St.
Aawrence Seaway Develeopment Corporation of the United States only.

The Tells Committee has suggested a minor charge based on the net
‘agistered tonnage of a vessel and would be applied to all vessels, plus
)he principal toll charge based upon the actual cargo carried.’ Only
she Port of New York Authority, the New Yerk Beard of Trade, Inc., and
he Maritime Administration of the T. S. Department of Commerce have
xpressed opinions in agreement with “huse of the Tclls Committee. The
ort of New York Authority uvses this tyre of combined assessment at its
‘our major marine terminals in the port of New York.

A second proposal pertains to the sole use of net register tonnage
‘or all vessels, regardless of type of vessel or cargs carried.D The
idvantages listed by those in faveor of this proposal is that net registered
ong of vessels is used az the nit for charges on vessels in numerous

wrts all over the world. The seaway authorities, shipowners, and other

tsers would know at a glance the exact amcunt to be paid. Simply multiply

Deduct frem the gross tonunage of a sbip the “non-earning spaces; "
thich include machinery, crew, etc.

8This view is held by the following. and others: The Hmburg
‘hicago Line; The Baltic and Infterrational Maritime Conferencs,; Copanhagen,
Jenmark; Great Lakes Overseas Freight Conferences, Chizago, Illincis:
mited States Great Lakes--Bordeaux/Hamburg Range Westhound Conferences

lnited States Lines Company; Grace Line Inc.
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the toll rate times the net régistered tonnage. Vessels in ballast
(without cargo) would be charged 20% of the toll.
| Another prOpOSal is to assess general cargo on the net reglstered
tonnage basis and bulk carge on 3 weighmbha$i§? This system is being
used successfully at the Suez and Panama Canals. The Panama Canal rules
are generally accepted by both American and foreign flag vessels. Once
a ship is measured under these rules, there is no reason to make any
chariges except in cases where alterations are made in the construction
of the vessel. A vessel in ballast should be charged a toll on its
adjusted net registered tonnage at the maximum d#aft of 25,5 feet, which
will be in effect due to the 27 foot depth of the seaway. Many vessels
can dr&w up to 30 feet and would be paying tolls on a draft which they
could not possibly utilize on the seaway unless a maximum draft is
established for assessment purposes. In cases where vessels are carrying
mixed cargo {bulk and general) the bulk cargo could be assessed on its
weight and general cargoe on a net registered tonnage minus the space
@@éupied by bulk cargo.

,Seveial bulk shippers have expressed the feeling that any toll,
baéed even in part on the neb registered tonmage of the vessel, will pub

. . 10
a premium on one type of vessel as againet another. As a resulbt either

9This view is held by the following, and cthers: Great Lakes-St.
Lawrence Associationg The Users' Commitbee on St. Lawrence Seaway Tolls,
which is composed of the following memberss Ford Motor Company; Youngstown
Sheet and Tube Companys; Cleveland Chamber of Commerce; National Granges
Department of Business Research and Development, St. Paul, Minnesotas
Lake Coal’ Division, M. A. Hanna Company; CGargill, Inc., Mimmeapolls,
Minnesotay BExport Division,; Chrysler Corporation; National Farmers Uniong
Conbtinental Grain Company.

10This group is composed of the following: Cleveland Chamber of
Commerce; Youngstown Sheet and Tube Commwitiee; The Traffic Commititee of
Iron Ore Company of Canadaj The Lske Coal Division, M. 4. Hanna Companys
Coal Traffic Bureau of Nerthern West Virginia, Ohio, and Western Pemnsyl-
vania; Property Owners! Committee, Washington, D. C.3 Harlan, Hszard and
Southern Appalachian Coal Operators! Assoclations; American Farm Bureau
Federation. :
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the buyer or seller would sesk to ship the commodity in the vessel with
the lowest net registered tonnage. If the tgll is assessed on the tonnage
carried, buyers and sellers will be free to ship it in any vessel which is
av?ilablep Since three-fourths of the estimalted seaway tomnage will be
make up Of bulk commodities, assessing tolls on the weight actually carried
is of m@st importance in making the seaway competltlveoll
v’ Alm@st none of this discussion touches any of the real problems

invqued ;n the theory of rate making. Neither does it satisfy thg |
reguirements of the act which created the St. Lawrence Seaway Development
Corp@rationq A part of Section 12 (b} of that act reads as followss #That
rates shall vary according to the character of cargo with the viewvthat
each elassification of carge shall so farlas pfécticable derive relative
senefits from the use of these facilities."® Assessments made on the net
registered tonnage of a ship would in no way give recognition to the
shéractér of‘cargo being carried. Even the welight would net always satisfy
this requirement. A new automobile is much more valuable than the sand,
gravel, or coal which would f£ill the same amount of space. The new aubto=
wbile also has a value many btimes its welght in sand, gravel, or coal.
There is absolutely no relation between this type of agsessment and the
relative benefit received from use of the seaway.

The prices of cheap, bulky commodities (@Qals sand, gravel, etc.) are
avén more seriously affected by t@llso Tr&ﬂsp@ftati@n rates are the principal
sost in the marketing of these low value goods.

Transporbation rates tend to be a significant part of the delivered
~ wholesale price if (1) the ratio of value to weight and bulk is low,

1lgt, Lawrence Seaway Manual, A Compilation of Documents of the Great
sakes Seaway Project and Correlated waer‘DeVel@pmenb» P. 91-

12 yrited States Statutes at Large, LIVITL, 97.
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(2) the haul is long, or (3} the commodity, because of 1ts perish-

ability, fragility, or its dangerous nature, requires special care

in handling and transportation.13

Coal mines, for example, are never completely exhausted. They
are mined until it becomes unprofitable to mine them any more because of
greater expense incurred in getting the coal out. Ore may be mined until
only lower grades remain, then abandonment results for transfer to better
grade ore fields. The life of any coal or ore mines is directly dependent
upon the relationship of its rates to those of its competitors. Since
transportation is such an important cost in the marketing of these bulk
commodities, new cheap tramnsportation provided by use of the seaway could
result in the re-opening of many of the mines previously closed. Such
possibilities should be considered in setting rates for bulk commodities
such as these.

To draw the maximum amount of traffic and still repay the seaway debt,
tolls should be assessed partly on the ‘ability to pay' principle. This
would take more from those who can more easgily afford to pay--the same
shippers who receive the most value from using the seaway. For example,

a manufacturer of automobiles, heavy appliances, or farm machinery, who

is located on or near the seaway, is burdened with the heavy transportation
expense of getting his product to one of our coast cities for shipment
aboard. If he can save a substantial sum on transportation costs by using
the water route which the new seaway will provide, the value received from
using the seaway will be high. His savings from switching transportation
routes will enable him to afford reasonable seaway tolls and still profit
from use of the seaway. The value received from use of the seaway by

gshippers of coal, sand, gravel, etc. is high also. But such high transporta.

l3Fair and Williams, p. 331.



Ly

tion costs in relatioﬁ to the other costs of these commodities can greatly
diminish the value gained by using the seaway. This is not to say that
the shippers of cheap bulk commedities should be subéidized at the expense
of shippers of automobiles, heavy aviliarcea, or farm machinery. It is
only meant to suggest that weighl alone should not be the determining
factor. The value of the commodity, and therefore the ability to pay, is
of equal importance and needs emphasis.

Most of our railroads group the commodities they carry into classes.
for.pate making purp@seselh Those articles that were similar in value,
density, packing, etc. were grouped and all articles in that group charged
a like rate over the same distance. Seaway authorities might profit from
givihg consideration to such a practice.

UTn rate making, as in all pricing, there are two dominant factors
which are commonly called !principles! of rate making, namely 'cogt! and
“value@a“l5 Value we have‘just discuésedﬁ Now a final word aboubt costs.
The dominant characteristic of cost is thal almest all cosbts are common
(that is, they accrue to every ship, regardless of size or cargo). The
costs which arise from paying maintenance crews, clerks that collect
assessments, administrative officials, and Yo some degree the cost of
operating and processiug ships through locks, ﬁill be no more expansive
just becanse a ship is large or because it is carrying heavy or expensgive
cargo. The tolla commitbees for our twe govermments may have had this in
nind when they proposed ihs double tolls

ng ghipe to assess tolls there exists a

In the debermination of measw

gystem of rules adopted by the Panswns Canal. The Panama Canal has already

ithig., pp. 38L4-385
BThide, p. 366



neagured a large nuﬁb@r of ships and ids rules are generally accepbed by
wst nations. Some shippers suggest that we already have a sultable
zonvention of measurement sygtemsclé Since 1947 thefe has existed the
Intemational Convention for a Uniform System of Tonnage Measurement of
Ships. It is presently effective in Demmark, Finland, France and French
serritories; Iceland, the Netherlands, Norway, and Sweden. Germany is
=xpected to adopt the convention in 1958. This system is in general
:@nformity‘with'the system of measurement presently being used in Britain
nd the United States. The conventbion was set up to establish a uniform
system throughout the world, and tﬁe United States sent an observer to
she first meeting in 1947 in Oslo, Nerway. Such a system could well be
ixtended to the St. Lawrence Seaway.

The language used in the Interstate Commerce Act generally sabtisfies
she requlrements for the distinction between bulk and general cargo.
"Commodities in bulk arse those which are loaded and carried withoubt wrappers
v containers and receilved and deliversd by the carrier without transporta-
;ion mark of counb.®:! When grain is loaded in ocean going vesselg, the
op carge is usually bagged on the ship for bthe conveniencs of shipping.
fien the ship arrives in a forelgn port, these bags are blad and the grain
$ unloaded in bulk. The Useris Committee on St. Lewrence Seaway Tolls
1ag suggested that this type of bagged carge be considered ag bulk cargo
NE:ToP

General agreement existed at the tolls hearings concerning the use of

he customs: manifest as proof of the cargo achbually carried. The customs

16guch a view is held in particular by the Baltic and Intemational
laritime Conference; and the Capo=Mediterranean Canada Greal Lakes Service.

1TUnited States Statutes at large, XXIV, 379.
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@nifést is @arfied’by all ships entering fowvelgn porbts and is the
bcﬁment uééd to show cusboms officials.

An almost unanimous agreement exists concerning the assessment of
©lls on ships that bransit part of the seaway and for ships that are
arrying part cargo. The only divergence of opinion is over whether 15%

r 20% should be charged for each lock pa,ssedol8 More than half of those
ttending the conferences proposed a charge of 15% of full costs for each

f the seven locks passed. For ships carrying part sargo, if draft is

ess than two thirds of full draft in fresh water, half toll. This is
alculated on the basis that the weight of 4 ship is responsible for about
he first thiid of her draft, and the cargo for the second and third thikds.
o that with two thiids of her draft she will be half full.

Mosgt of the ship operators would prefer either to be able to establish
redit and be billed periodigally for the tolls or to pay the fee themselves
r through agents at Montreal. It is assumed that a joint American-Canadisn
gency or office would be set up in Montreal where tolls could be paid by
heck or by cash in both United States and Canadian moneys.

Both the Lake Carriers! Association and the Users! Committes of St.
wrence Seaway Tolls, repré@enting a substantial numbér of operators on
1e Gréat Iakeég made a special plea to the Tolls Committees of both the
1ited-States and Canada to see that the Welland Canal is not considered a
1ft of the St. Lawrence Seaway for the purpose of t@llol9 This @anal-has
tways been boll=free. To change this status would penalize the present
1ited States interests inm interlake trade.

It is now up to the Tolls Commibtees of the two governments to come to

185te Lawrence Seaway Development Corporation, Te 8¢ Folls Commitbse, 2. i

191pide, pp. 22, 57
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. general agreement on the tolls preblems and submit a workable selution
.0 their respective governing seawsy organizations for approval. The
cceptance of a tells schedule is more imminent than we may realize at
his time. An early posting of tolls is a prerequisite in oerder to attract
ny traffic during the early years of the seaway. Those who intend to
onsider using the seaway on a large scale would have to make plans at
east a year in advance. It will take time to compare the costs of using
he new seaway to the costs of using the older established means of trans-
ortation. The decision to reroute the shipment of large quantities of
oods, such as those that would be shipped overseas, and the conzequent
echnicalities involved, simply take time.

The Corporation plant to conclude its study of tolls in the early
art of 1958 and to publish the rates shortly after.20 (ollection of tolls

5 scheduled %o begin in April, 1959, following the opening of the seaway.

2

OAnnual Report of the St. Lawrence Seaway Development Corporation, p. 26.



CHAPTER V
THE IMPACT UPON THE UNITED STATES ECONOMY
The Effect of the Sesaway Upon the Railrcads.

Ever since the seaway became an issus, and this was a long time ago,
the railroads have provided str@mg opposition to the building of such a
vaterway. This attitude has changesd somewhat in recent years. Since the
liley=Dondero Act was passed in 195L, the railroads in this country
1ave generally taken a passive attitude toward the new seaway. They have
wceepted the seaway as being inevitable and ave fast meking plans actually
0 benefit from it. They accept the probability of losing soms of the
xport business which previously went to the Atlantic ports {grain in
articular), but they expect to more than offset this loss with inoreased
ndustrial business which the geaway will p‘f@videol The ports must have
v distribution system behind their docks, and the railrcads plan on occupy=
ng this role. Most of the seaway traffic is expected to be iron ore }fr@m
he new Labrader fields. This will be new traffic for the St. Lawrense
'i‘:}er and the Welland Canal, replacing some of the iron ore which originally
ame from the Mesabi ranges. This new traffic, which doesnl!t exist any-
here now, could not possibly hurt the railroads. |

The railroads argue that it is too early to debermine the influence

A

£ the seaway. BEven if it ig complebely opened nexbt year uvn schedule, the

loochrans, po 25.

48
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.Gépening of the Great Lekes connecting ¢hannels will not be completed
mtil 196102 -Becondly, the lake harbors are not deep enough to handle a
ilg increase in vessel traffic. A federal progrem for deepening these
wrbors is only in the survey stage, so we can't expect any rapid increase
n the ability of the ports to handle the new ﬁraffica The tolls gquestion
'emalins as yet another umsolved problem. The railroads have insisted that
©1lls be set high enough to cover all fixed and operating costs of the
ieaway. BSlnce these costs have risen, the tolls ﬁould have to be greater
shan originally expected. Whether or not the higher +tolls will discourage
iome of the.traffic potential only time and use of the seaway will determine.
The railroads to the west of Chicago are generally in favor of the
eavay since they will be tributaries te the seaway ports,3 The rallroads
n the Bast are not as optimistic about the poténtials of lncreased traffic,
et their two biggest railroads, the Wew York Gentral and the Penmnsylvania,
0 not seem to be worriedou The New York Central expests the Buffalo-
lagara area to become a booming world pert, and for this and the upstate
ew York area to provide ample opportunitiés for the New York Central through
ndustrial development in this area. The Pennsylvania, in 1957, paid $1.3
illion for the Calumet Hafbor Terminals on Lake Qalumet in Chicago. This
ake Jjoins Lake Michigan by the newly built Calumet-Sag channel. This move
s expected to make the Pennsylvania Reilroad a strong contender for the

uvsiness which will grow up around the Chieago port.

2"Seaway-~Boon or Blight to Railroad Traffic?” Railway Age, July 8,
957, p- 27,

31n particular, the Burlinghton, Chicago and Northern Western, and
he Northern Pacific.

ucochran, P 27,
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The Effect of the Seaway Upon The Truckers

There is a large potential increase in the use of trucks between the
Great Lakes ports and nearby industries. The editors of the Fleet Cuner
magazine polled beth private and common carriers with questions concerning
traffic expectations and received generally opbtimistic answersuS A few
who operated routes connecting the Midwest with Eastern and Southem ports
expected to logse some business; especially those who carry grain, ore, and
coal, and those who carry some general carge. Most of the truckers, how-
ever, were very optimistic, evidence of which is seen in the many new truck
terminals and warehouses presently under consbtruction at Buffalo, Toledo,
Chicago, Milwaukee, and Erie, E@nnsylvaniacé Since the truckers are more
flexible and can get to almost any point to pick up shipments, they expect
m@st.of the new business which will arise from the expansion of exisbting
industry and from the new trade. For the few losses that will take place,
leaders in the industry see more than substantial gains with which to off-
set these losses.

On July 20, 1956, a sperm oil refiner for the first time shipped his
0il via the seaway and trucks instead of the Atlantic Coast and thence by
railw7 The oil, from Rotterdam (1000 long tons), was met at Cleveland by
seven double=tank brucks which trangported the oil to the refinery in a
record fourteen beurs. The truck operators arse proud of such records and
eagerly awalb the sesway challengs and a chance to prove the advantages

they ean offer.

Smiill the Seaway Affect Tour Fleeb?® Fleet Owner, May, 1956, p. 93.
S1bid.

Turpe Seaway Moves Ahead,? The International Teamster, p. 12
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The Importance of the Seaway For Defense

Almost every government official and government agency for quite a
number of years has considered the seaway a valuable asset to the defense
nf this country. Every President since Woodrow Wilson has advocated
construction of the seaway. In President Eisenhower's State of the Union
Message, January 7, 1954, we find the following:

Some of our vital heavy materials come increasingly from Canada.

Indeed our relations with Canada, happily always close, involve

more and more the unbreakable ties of strategic interdependence.

Both nations now need the St. Lawrence Seaway for security as

well as for economic reasons. I urge the Congress promptly to

approve our participation in its construction.

Special importance is attached to the seaway for the importation of
iron ore. The seaway would provide the most economical route for the
importation of labrador ores, the newest and most important source of iron
ore in North America.8 Jur ability to meet the demands for steel in another
war greatly influences our ability to fight that war. Some estimates say
that our present supply will be exhausted in 10 years. The President's
Materials Policy Commission estimated in 1952 that the high grade United
3tates iron ore will be exhausted in 25 years, and the "expansion in
consumption can be achieved only through larger imports."9

When Maj. Gen. Holle {Special Assistant to the Chief of Engineers
w8signed to the St. lawrence Seaway Project) appeared at the hearings of
she Congresgional Committee on Foreign Relations, he repeatedly stressed

she importance of the seaway to national security. "The seaway would be a

rexry small target for bombing missions; the city of New York could be as

8

The labrador Range is located in the Labrador-Quebec area in the
:agtern end of Canada.

9Resources for Freedom {(Washington, 1952}, pp. 14-15.
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agily deStroyedo“lO Such a strategic target as ﬁhe seaway could be
m@tegteﬁ Just as in the past we have pf@te@ted the Panama Canal.

The seaway would pemmit;, in an emergency, the use of Great Lakes
hipyards for the consgtruction of mch larger vessels for ocean service
han has been possible in the past. Of no less importance dre the seawgy
ower facilities, which will contribute to war industrycll

If ﬁhe geaway will cause new plants and factories to rise, and if it
an pﬁovide a more economical means of transporbation to the surrcunding
ndustries, then it will serve an important defense purpose=-that of boost-
ngﬁthe.nations economic acbivity. The speed with which we can build a
‘ar;machine will depend on the availability and the spesd with which we
an convert our plants from the production of consumer goods to the production
f war goodss.

The importance of the seaway to national security may also create
any complications. In the event of war, in which either the United States
ridreat Britain and Canada tock part and the other side remained neutral,
e£i@us difficulties eould arise over who could and who could not uvse the
aﬁalo I% the United States were at war with a country which was neutral
ith: Great Britain, complications could arise over thé right of the United
bates t@(ship war goods overseas via the seaway. It iz alse maintained
yvth@se who discredit the defense aspect'©f the seaway that it would be
mp@ssiblé to guard a seaway the length of the St. Lawrence. Its wulner- |

bility to atback or sabodage would make it obgolete as a defense asseb.

10senate B;"i,'ll,:‘l,,‘9 85 Cong., 1 sess., No. 117k, pp. 38=39.

llMaja Gen. Bernard L. Robinson, "Importance of the St. Lawrence Sea-
ay to National Security,® Military Engineer, July-Augnst, 1954, pp. 2ké-
22;&?0 . ’
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Another complication which we can®t afford to overloock concerns
the very great importance of the railréads in time of war. They have very
aptly demonstrated during past counflicts with obher nabions thelr abiliby
to move men, machinery, amd supplies in great numbers. The complication
then results from the possibility of building a seaway which would be
detrimental to our railroad gystem. If a seaway built by the government
hurts bhe railroads, then the defense advantage of the seaway would most
Likely be_negatiVee The advantages which the seaway would offer as a
defense asset would in ne way replace the advantages our railroads offer

in times of emergency.

The Potentialities of the New Power

The power which the St. lLawrence River will soon provide is badly
needed in that area. Ontaric ig in desparabe need of power. While the
St. Lawrence River is the last water power resaﬁrce of any size in Onbario,
it will supply much of the rapid industrialization of the Lake Ontario
area and the area above the St. Lawrence River Se@tienolg Canadian industry
is developing at a very fast rate in this area, and Canadian growbh means
buginess for Uaited Stabes fimms. The need for this power was enough to
make the power project economically feasible even without the navigational
agpects of the seawaybl3

New York and the New England states are no betbter off for power than

lg”The St. Lawrence Ssaway--An Investment in Caradal's Fubure, ¥
Commercial Letter, pp. 2-l.

lBThe power projechs on the seaway were agread to by the United Stabes
and Canada independently of the navigstional aspects of the geaway. Ouly
later did the United States agree to bulld the seaway in oooperation with
Canada. Refer to Chapter 1T for a more debailed explanation.
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is Ontario. New England is without local deposits of fuel for industrial
purposes. 011 is imported from abroad at a price of from 52 cents to 72
cents per million British Thermal (nits, and coal is transported irom the
mines of Pennsylvania and West Virginia at a price of from 42 cents to 58
cents per million British Thermal Units. These prices prevailed as of June
15, 1957“lh Natural gas has recently become a contender in the available
industrial fuels. Fuel costs are a large part of total costs in such New
England industries as pulp and paper, chemicals, and textiles. "Fuel
costs for large industries and electric utilities are higher in New England
than in any other region in the United States and about 50 per cent higher
than in the United States as a whole."1” (i1 rates increase inland from
the Atlantic Ocean, and cozl rates increase north from Pennsylvania. It
is the intention of the two seaway power companies to make the new source
of power available to all of the New England area.

Studies made by the Bureau of Power indicate that the power supplied
by the United States portion of the power project would average about 6.3
billion kilowatt-hours a year‘.l6 The total apnual cost of the power project
is shown in Teble I1.17 Thig cost includes allovances for transmission
losses. The estimated minimum cost of providing the same power from fuel-
electric plants as would be available from the seaway power project would
be $40,430,000 per year, or £6.98 mills per kilowatt-hour. Similar load

centers for the transmission of power were used for both fuel-electric and

W rndustrial Fuel Costs in New England, "New England Business Review,
Auvgust, 1957, p. 2.

Ppia., p. 1.

l6§§. lawrence Seaway Manual, p. 205.
17

St. lawrence Seaway Manual, p. 21L.
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geaway project figures.

TABLE IT
Annuval cost of power
based on cost of money
for the projecte=c=-=-
3 per cent 33 per cent
Project WOTkS = = = = = = = o = = = = = = = $13,870,000  $1kL,8L0,000
Transmission (5 per cent cost of money} = = 10,000,000 10,000,000
Tobal cost at load centers = = = = = = 23,870,000 2L, 840,000
Cost in mills per average-year kilowatt-
hours based on 5.79 billion kilowati-hours Mills Mills
at load centers---- L.12 s 29

A comparison of the difference between the cost of providing power

from the seaway project and the cost of power from fuel=electric piants

is és“fclloWSslB

TABIE IIT
‘ : Annval cost of power
N ' ' B with project money ate
3 per cent 3% per cend
From fuel-electric plants = = = = = = = = = $L0, 430,000  $LO, 430,000
FYOm Projecte = = o = = o = = c o = = = = = 23,870,000 . 21,810,000

Difference in favor of project - - - - 15,560,000 15,590,000

Alcoa Alumioum is expanding its operations at Massena, New York, and
is e&pe@t@d to take aboubt half of the United Shates! share of the seaway
pgwerol9 Contracts for power bavs been proposed by the City of Plabtsburgh,

New York, the United States Air Force Base at Flatbtsburgh, and the Public

188ta Lawrence Seaway Manual, p. £16.

1ugt, Lawrence Seaway," Chemical and Engineering News, p. 3770.
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Jervice Commission of Vermomt. Ths New York State Power Aunthoriby
axpechs the many small users in the New York and New England area to take

nmach of the new power to satisfy their increased needs.

The Bffect of the Seaway on Nearby States and the

Activities of the Seaway FPort Cities

A recent study was made of the impact of the seaway upon New England
in which a conclusion was reached that denied that any grave disadvanbage
wgﬁld resﬁlt to this area.?0 For the seaway to affect New England it would
rave to do either of two thingss divert through traffic away from New
Ingland ports, or cause large scale industrial emigwation.

In the first place, there is very little through traffic coming from
sutside New England. Most of the traffic of the ports is eof loecal origine.
lailroad rates tc Boston are not egquated with the rates to Philadelphia,
Jew York, and other ports, and therefore work to the disadvantage of New
Ingland portss The only way in which New BEngland ports could be uwt is
through the logs of grain traffic to the seaway. (rain is sometimes used
18 a “bobbom vargeh, bub this traffic is very small indsed.

In the second place, waber transportation is insignificant to New
ﬁaglamd.iﬁdusbryo Proof of this is the decline of coastal shipping. While
shipping between Atlantic and Gulf ports used t® be a big busginess, it is
zl@@st extinet today. CGrowth of the seaway business will help rather than
zi@hef Néﬁ England. "New BEngland can hardly but benefit from growth in

regions which are good customers for New England productsowgl

ZOA report was made by the New England Governorts Commitbes on
Public Transportabtion which was discussed in "The St. lawrence Seaway
nd New Bngland,® New England Business Review, July, 1956, pp. 2=3.

21Tbide, o 3o
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| Neﬁ England has a lafge supply of manganese which it ships to the

teel producing areas. In this case;, the seaway will afford an advanbage
n the shipping of this mineral. In Arcostock County, Maine, there are
8,000,000 tons of metallic manganese, the second largest deposit in the
nited States.2? This is & vital ingredient in the steel industry
Between 10 and 15 pounds of manganese are nged in the manufacture of
very ingot ton of steel). Since two-thirds of the world's supply of
anganese is behind the Iron Curtain, this large deposit ﬁas become an
mportant securce.

Thoge states which line the Atlantic Ocean below New England (from
sw York on down) will be effected in various ways. The ports between
ow York aﬁd Baltimore expect to lose some traffic.(mostly grain), while
hé port cities south of Baltimore or Washington, D. C. sh@uld.g@t feel
he effect which the seaway could have on other areas. This latter group
i1l be too great a distance from the seaway to be influenced by ib.

Those extreme southern states which maintain a sizable port, Iouisiauna
few Orleans) and Texas (Houston, Galvesbon)}, will be &ff@@ted only by a
nall degree of diverted grain traffic, The states in the Wesbtern United
bates and the states which ars below the seaway and are tributaries to
né waterway are primarily in general agreement over thelr advocation of
ae seaﬁaye The states which border the seaway arse, of course, the most
stive advocates.

Most of the Great Lakes ports have begun construction or at leasgt
we made'plans for considerable improvements in their ports. This vast
m of money appropriated for making the ports more invibing to larger scals

1pping greatly exceeds the money being spent by both the Canadian and

221bid03 Ppo h‘:Su
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nited States  governments for all the navigational aspects of the sea-
gy. It is estimated at over $700 million.23

The seaway will be oﬁen in 1959, but only to Lake Erie and Lake
ntario on a large scale. Since deepening of the channels between the
reat Lakes will not be completed until 1961, this will give a head start
¢ Petroit apd all ports east. This would ineclude all ports on Lake Erie
nd Lake QOntario.

Gongresg'appropriated $5 million in 1956 to begin comstruction of the
mherstburg Chammel. This is the Detroit River connecting c*;haa.nnel.glL
inée:it is oﬂe‘of.ths first ports to obtain-the services of the U. B.
rmy €otrps of Engineers, Detroit should have a head start on those ports
est of her. The Detroit port has under consideration by the Wayne County
oard of Supervisors a $70 million port expansion programn25

The Milwaukee port is ne less busy than the other Great Lake's ports.
hé City of Milwaukee has sanctioned a $5 million improvement program
alch is sch;duled for completion in 1960.26 Also under construction is
$2 million viaduct to cross to Jones Island, where most of the docks are
scated. It wiliﬁoffer truckers direct access to éﬁd from thevdockso
f special interest to the Milwaukee port is general cargo. The port
mns &'huge 85 to 90 ton capacity crane, the largest owned by any Great
ake ﬁort,“&nd with itﬁhavg already attracted much heavy machinery fhat

fght otherwise have(gbne to other ports. The traffiec forecasts made by

23ngy, Lawrence Seaway,' Chemical and Engineering News, p. 3767.

gu"Porté“Race'Seaway;" Steel, February 4, 1957, p. 63.

25 1via., p.. 6h.
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those associated with the Milwavkee port concern mostly %package freighte”27

‘The port of Cleveland is divided into two sections; the lakefront locas
tiong and the inmer harbor on the Cuyahoga River Section, where mosbt of
Jleveland's indusbry has settled. In the pagt twenty years, $50 million
nas been épent in improving the imner harborOZB The docks in the inner
aarbor ﬁéVe very good facilities for loading and unloading all types of
oulk commodities. In the fields of general cargo they are more limited.

Che preseﬁt depth of the harbors is from 18 to 25 feet, but steps have
already been taken to deepen them. In 1955, the citizens of Cleveland vot&d
an $8 million bond issue for improvement of their port. The City Adminis-
bration has additional works under construction.

| In 1956, cargo was being shipped between Cleveland and the following
g@untrieés Algeria, Belgium, Denmark, Finland, France, Germany, Greatb
Britain, Holland, Italy, Morocco, Netherlands, West Indies, Norway, Portugal,
Spain, Sweden, Tunisia, and Van@zuelae29 Five major rajilroads have sidings
sn the docks. Cleveland has already served a svbsbtantial amownd of traffic
and hag the facilities to serve much mere.

Duluﬁh and Superior are the twin porbs in Minnesoba, with seventeen
niles df dredgedlchanmelsg 21 to 25 feet deep.2° The U. S. Army Corps of
Engineers is making plans to deepen these chanmels to equal the 27 foob
depth of ?he seaway. The Duluth Port Authority is selling bonds to raise :

the money for a huge publiec terminal wharf which may cost as much as P40
N fo]

rpig,

,,,,,,,,,,

29Me ameunts and the types of both experts and imports to this port
may be found in the Appendix, p. 9.

POupyivthis Ship is Coming Int¥ Greater Minneapolis, Febmary, 1957,
Pe 13 . .
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niliion. The state legislaturs has alsc been asked for $500,000 for eash
»f the next two years to study development plans for the Duluth port. In
rder to meet the grain demands the port expects to be forced to enlarge
rrain capacitby from Sé to 100 millicn bushels. Its 50 miles of shoreline
oresently include seven iron ore docks, twenby-one coal docks, twenty-three
zrain elevators, four automobile dock59 and a variety of other bulk freight
docks and facilities. Though handicapped with ice four months of the year,
the Dulutthuperior harber handles 10,000 to 12,000 ships a year.

| Eighﬁy per cent of all the iron ore used in the steel industry comes
from the ILeke Superior region and half of thal comes from the Duluth-
Superior ports. These two ports shipped L6 million tons in 1956.3+ While
bhis resource may be rapidly depleting, various methods are being developed
b@ﬁprecesé lower grade ores, such as taconite and jasjer. So far $500
nillion has been invesbed in programs for processing these ores and another
B500 million is expected to be invested in this pr@gramOBE Theres is a
$190 million taconite processing plant now in operation 30 miles fr@m‘Dulﬁﬁhe
A Republic Steel subsidiary which operates the plant is planming to add
another $160 million addition. At Aurora, the Erie Mining Company h&S‘undér
construction a $298 million taconite project. Several ether steel firms
are beginning guch projects or are considering the same. In view of the
size and number of such expansionary programs, Duluth is far from l@éimg
its position as a majer port of the world.

Most of the porbt construction in the Chicago area is on Lake Calumetb,

lpcated in South Chicage. It is an inland lake cornected with Lake Michigan

3ing0g of American Iron Ore Produced By Lake Superior Reglem,¥ Creaber
Minneapolis, February, 1957, pe 16. )

32714 4,
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by the Calumet-Sag @hamne1333 This channel has beer under construction
Por geveral years.and should be completed in 1960. Expansion Qf Lake
Calumet harbor includes comstruction of a 70 acre basin and docks, ware-
houses, two grain elevators, and a 100 ten capacity cargo crane, all at
an estimated cost of $2l million. For this and the Calumet-Sag channel,
Chicago hopes to spend $130 millon of federal funds and $58 million of
Hexlr oW, fundSOBh The Chicago authorities are also working fast, digging
a barge connection between Lake Calumet and the Mississippi waterways.
Such a project will provide "eagy access to and from the Chicago port.
These have been some of the more prominent examples of construction

projects being undertaken by port cities., Most of the other ports havé
un%er congtruction, or at least under consideration, projects for deepena
ing their harbors or for constructing docks, warehouses, terminals,
equipment, and the like,3%

| The construction of ports and p@rﬁ facilitlies has far exceedsd ths
cépa@ity of the seaway for handling ships. This construction is conducive
t@la higher level of business activity in this area, but it is not
p@S&ible for the seaway to provide tramsportation for enough ghips to
maké 50 much construction economically feasible. Only three of the eight
locks in the Welland Canal are double locks, which permit ships to pass
in opposite directions abt the same time. This causes a bottleneck, which
limits the amount of transportation in the canal. Unbil the time comes

when the other locks can be doubled, traffic capacity will remiain limited.

33uPorts Race Seaway," Steel, p. 6lo

3h”5te Lawrence Seaway," Chemical and Engineering News, p. 3767,

3SuPorts Race Seaway," Steel, pp. 6L=65.
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CHAPTER VI
Summary

There is no logical reason why increased business resulbing from the
new seaway will hurt other areas or ports in the country. Cargo which
will be diverted from other ports will be partially replaced by new traffic
resulting from the increasing national productivity of the United States.
The new industries which will settle around the Great Lakes will be neyw
customers for commodities produced in all parts of the United States.

When the Hudson River was deepened in 1931, it provided an opportuniby
for 85 per @gﬁt of the ocean-going vessels to by-pasg New York and dock

at Albany; 140 miles further inlandOBB This did net have any ill effects
on port business at New York., A few temporary setbacks may be experienced
by the Atlantic and Gulf rorts, bubt there is no reason to believe that
ﬁhese ports as a whole cannot mainbain their present standing with the
advent of the new St. Lawrence Seaway.

Most of the traffic estimates discussed at the beginning of Chapter
III predict that one third to one half of the seaway traffic will be iron
ore. This traffic will be new, that is, not diverted from using another
form of transportation.

An increasing volume of trade is being carried on with Capada, thé
industrial grbwth og which we have already discussed. Needless to say,

an increased volume of seaway traffic to and from Canadian ports must

3b¢ochrane, p. 20.
63



result; this traffic will not be diverted from other poris. Ia fact,
there should be increased shipmenbts fyom lower Atlantic and Gulf ports
into the seaway to deliver geoods to the Canadians. Coal shipments from
the United States to Canada have increased greatly, and these shipments
are expected to continue rising.

Because braffic can now be shipped direct from United States inland
rorts to foreign ports, the volume of overseas traffic should increase.
A number of such routes wers discussed in Chapter III.

To sﬁmmarize, the new traffic will include shipments of iron ore,
as well as increaged trade with Canada, especially coal, and the slim
possibility of increased overseas foreign trade. Other traffic will be
diverted traffic. The amount of diverted traffic will not be enough to
greatly influence the business activibty of other ports or transportation
systems. When the seaway is completed, new industry will develop in the
area which might have located elsewhere. The capacity of the ports to
haﬁdle Seéway buginess is greatly exceeding the amount of traffic whkich
gan exist under present lockage cenditions. This is the plobure before
ug as the fourth and last year of comsbtructicn on the seaway COmMMenseds

Every single area in this cowibry is dependent upon the rest of the
country fer a great variehy of things. We all buy from one another. Any
major improvement in any part of our couvntry will benefit the nation as
a whole, provided we are willing to make the necesssary adjustmenbg. IT
the seaway project iz an improvement to our nation, then this adjustment
is tantamount to a conbinued riging nabional income. Though most factors
indicate that the St. Lawrence Seaway will help the nations economy, any
conclusion must be speculative until the seaway proves or disproves its

value through actual operation.
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APPENDTX

TARLE IV

FREIGHT CARRIED THROUGH WELLAND SHIP CANAL AND

ST. IAWRENCE CANALS, BY COMMODITIES, 1955

Welland St. Lawrence
Commodity

Up Dowmn Up Dovm

000 1,000 1,000 L;000

short short short short

tons tons tons tons -

Animals and animal products ccccseces B 12 7 16

Grain,  flour, and other grain -

PIOdUGtS 0008 EPE0 0IGRIODEITBED 6 SO E 15 ] 5931.3 2 3,7).].0 ’
ther agricultural productSescccocoss , /.2 5 2 19
Bituminous ¢0alescssecssecososscossans . ".LZ 53&06 L]. 15593
Other coal and cOKGeccsoccsvonocnssass 3 15 }.]., T8
Iron ore and concentratesccecccoossas  L,587 2,810 1,751 0
Other ores and concentratesS:csocccsco 35 3 36 3
Other mine Pr@d‘lth@@eesoaacmooeaaoaﬁ h-B 111 208 3).1
Cr’ude Petroleumeseconocvscncsovncnnae ).L 13000 268 0
G‘&SOllnaoe«a@aoanmeaomuooouoonuemuoc@ 1.68 255 5,3 ).!.9
FLlel Olleeaeooeeaeaoeauooo@ao»ooaawum 508 «33? 866 118
Other pe’bmle‘llm Pmdil!“"bSe peRbOG OB BO O 33? 113 93 36
Sand, gravel, and erushed stonCscseos 107 65 28 215
Salt’oﬂmmo@lUO\”OQ"JDQGU*BDQOGDGBOGQUQGQE" «"O“"“!' lOS O : ]mC-ﬂ
B&ilpwo@domoomauo@aunczohoboeaeo-mcawmom ‘31-!._) lb? h39 O
wOodpulpﬂﬂoabQﬂﬁﬁeﬂ@ﬂ PIBOBSODEOANOHOE g 33 20 . 35’ l
Other forest Pmductﬁe@uneao»o vossene O 1 3)_], 0
Newspriﬂtéﬁoéoemw»cooﬁeoeoooauuo@e‘ucow 351 l? 166 5
All iron and steel except scraPeecsos - - dilpo - 129 17 N7
SGZE‘ap imn and;steeleeeove‘anuoooooomau ?,) 216 ll- 10
All Other’eoooo’uewmuaeoauoovmeooeoomuou 638 - 5314. 765 ’ 670
Totalo@ooeoneaanameoc 5608 a0 GO LL,Z’{)O 1636314. }-!.9?62 : 636(35

Dominioanureau of Statistics, Canal Statistics, Annual Report for |

m}éﬁih e
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TABIE V

PORT OF CLEVELAND TRAFFIC IN NET TONS

Foreign Domestic
Imports Exports Receirpts Shiprments
Canadian Overseas Canadian  Overseas
1951 601, 303 9,180 59,125 7,751 16,683, 267 16,312
1952 Lil1,633 11,204 149,976 9,002 16,661,680 Lo,121
1953 411,639 21,965 89,513 16,169 22,183,282 351,894

1954 600,497 13,925 107,818 2753177 1h, 149,817 209.383
1955 1,226,897 15,676 106,956 32,271 18,196,022 210,531
Sources Corps of Engineers, U. §. Awmy.

Major Overseas Exports in 1955¢ Chemical Specialties, motor vehicle parts;
petroleum products, synthetic rubbers, constrmiction, mining, and con-
veying equipment and parts, nmormetallic minerals, military components,
and hides and skins.

Major Overseas Imports in 1955: Newsprint, rolled finished steel products,
liquors and wines, sugar, and prepared fruit; glass and glass products,
’nickel ore, industrial chemicals, metal manufactured parts, motor
vehicles, and stone and stone manufactures.

(Canadian imports are predominantly iron ore)

Source: The Cleveland Chamber of Commerce
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JHICAGO REGIONAL PCRT RISTRICT
360 North Michigan Aveuwue Maxim M. Cohen, General Manager
Shicago 1, Illinois

February 20, 1958

e, Barney Bradley
302 SBouth Cleveland
Stillwater, Qklahoma

Jear Mr. Bradleys

Joncerning your letter of February 15th, relative to the Masters thesis
that you are now writing.

You ask for some information with respect o some of the statements that
I made at bthe Tolls Committee Hearing in Chicage last September. The
méwer to all of the questions is not difficult, as you can receive the
jata direct by writing to the U. S« Corps of Engineers.

(he New Orleans project that has been commenced, involves a new cubeoff

via an inner route to the Gulf of Mexico, which will shorten the distance
ipproximately 40 miles. Work has commenced on thls project. Ibs estimated
sosb is in excess of $L00 million, and there is no question but that it
will total mich more hefore complebed. This is a long sought project and
serbainly justified. Of course, this ls a taxesuppeorted undertaking thal
#1ll be financed by cur Government. At Fhiladelphia, anobther project has
seen started calling for a L5 f£t. Channel fiom approximately Markus Hook

ip the Delaware River to Trenton. Hewre again, the Government is foebing
the bill, and estimated original cost at about $120 million. The Delaware
tiver erl he deepened from 27 £4. from the Tacony BVIdL@ to Tren
fhe Chamnel below that will also be deepened for accon jon of the
jumbo sized ore vessels. Certalnly, this project, b is concluded,
7ill run as much as our parbicipation in the Seaway.

efore 1t

is to New York = they have under considerabion, several projects for deeper
iraft channels to accommodate these large jumboe sized tankers and ore
regsels. That data can be supplied to you by the Corps of Engineers.

lgain, bthis project along with the others are justified because the vessels,
as I stabed, are becoming huge and require this type of access.

411 of these deals are toll-free. KMne of us balk about these projects
seing subsidized, because our LOﬂerL s been, and should always be,
that these deep-draft harbors long exposed to Maritime commerce should
nave every possible facility.

Very truly yours,

Maxim M. Geohen
MCseb General Manager



SAINT LAWRENCE SEAWAY DEVEIDFMENT CORPORATION
LAFAYETTE BJTIDING. WASHINGTON, D C

Dear Sir:

Two conferences for groups and individuals who desire to present
their views, reccmmendaticns or comments on the method for establishing
and collecting tolls for the Saint Lawrence Seaway, will be held in
Washington, D. C., 811 Vermont Avenue, N. W., Conference Room 11L3; on
September 9, beginning at 9:00 a.m. Eastern Daylight Time, and in
Chicago, Illinodis, Roam 600, U. 8. Couri House. 219 South Clark Street,
on September 11, beginning at 9:00 a.m. Cen*ral Dayiight Time.

Preliminary te a public +012 hearing which will take place at a
subsequent date, the United States Tolls Committee wili hold these
conferences witn a view to the evertual determinaticn of a toll rate
that will be low encugh to atfrach the traffic, yet adeguate to pro-
vide revenues sufficient ' pay for the woat of the Seaway-

The United States Tolls Commitlee has gtidied the toil strachtores
of other international waterways in the exrectation that ¢

their features can te adecpted so as o provide a ol gtruc
Seaway which would have procedural simplizibty, would minim

cf collections and would Pxpedite the dispatching of vesseLQf and ye
weund peymit economical rates.

H°“ @
Pesd

The Committee wruld welcoome your 7iews, in the form of a memsrandum,
on the foll wing points:
wo Metred of Assessing Toils

Te TPHS Commitiee of tre Seaway Corporation bas under
ticn a wwmprsite thll strosiove pogsssaing T 4 '
Saaﬂav and T Tris wetrnd ”“wld szl\dv a min
on Lhe trcrage of a ve
SE1) Herwever. *the

weuld altss 5 a e o
For o a Teades : fota’ charge worndd oonsish o f
o carge and v Lhe reglstored toroaee of the wessel.  The 4oLl
sarge actually carried would not renaliize a shi g wblﬂ* wonld be
travegtiing e Szawsy rartially Tade. Ths metls
: .

Yo btrat whish oa siier 7 Bine Pm:a“= 7 ard tHhe Susz Ca

¥ ad w“ﬁre a
ship pays the same amount of tolls whebler f’;". 2y or partially loaded.

toare yrur views
: - B e h i 3 ra uscd in
*"””d tonrage? Yoo faney ayvstam baged one

(a) the Panama Canal Riies for ©he Meas:reme



(b} the vessel's gistered tornage certificate, or
(c) any other system?

3 Distinction Between Bulk Carge and Gepneral Cargo

What definition dv you recommend to be used to distinguish bebweea bulk
and general cargo?

L. Bvidence of Cargo Actually Carried

If you represent a ship line or operator, what ship’s document do you
consider adeguate as the basis for assessing weight or measurement tons of
garge aboard the ship?

5. Tolls for Partial Transit of the Seaway

Your comments are reguested as Lo the basls of assessing tolls on
partial transits of cargo or of vessels-

6. Method for Payment of Tolls

As a ship operator or ship line, what method of cash paynment of t@ll
chargeg do you plan tc use?

In order that the Salﬂt Lawrenss Saaway Development Gorperabion may
have the early benefit of your comments and suggestions on the above points
and any other suggestions to assist it in its deliberabions, it is requested
that any memorandum (10 copies) ygu p”uyOge to £file, be in the hands of this
Gwrp@fatlon by Friday, Auguat 30, 1957, addressed to Mr. E. Resce Harrill,
Thairman of the United States Tglls CumMLt bee, Saint Lawrsnece Seaway Develop-
ment Corporation, Washingten 25, D. G ' o

It is planmed to provids time for supywempm%any oral pregschations of
views by the various representatives attending the conferences. It wowl

be helpful to the Chairman of the Gonf&renue to have the names of th
representatives desiring to make presentalbions and the companies aﬁdfwr

organization which they will represent. Please indicate whether your present
tion will be madé in Washington on September 9 or in Chicage on Sephember 1l.

The United States Tolls Committes looks forward Lo receiving your views
on the foregoing subjects and feels sonfident that your conbributions will
rrove to be of material valus to onr Commitbee in finally detewmining the
toll rates for shippirg tlimwugh the Seaway navigabion facilities. ' :

Very truly yours,

Lewis G. Castle
Administrator



73

L3171 ONILSIXI NIATS IHL
1334 12 OL S1INNVHD

3HL N3JIIQ Tl VOYNYD
—IYNYD GNYTIIM-—

1
|
|

o

n ) p P <
opowDY) 40 AsHioginy %.ﬂncwm @ouBIMDT 15 BY) n.mm.“ m..nﬁu»_mm mm mwu«“,m, nw»wm CARINI 1333 12 Ok
Sai0;5 paliun ayi jo wmw . . 9ngy. xmub%_.xwww%#ﬁzw“;m FRERy
©01}D10d107) WIWAOAAR AORDES QIURIMDT JUIOS Yj 088 - YLy b wiAdAa mummuwnv%%nwaﬂuowwwnuuﬁm .\
£g 8A0GD PayDIIPW §0 PawIc)sed Buiaq S+ K SANYTS] NIRIS DL o JOR ML ARNY S N SHIINIONT -
“I0aajuopy 04 3153 030 “joalosg Komosg @y jO uonONISUOY emmw N T NY330 LNV LY oL Qovo il mm_wmzmmauuw&ﬂmmﬁmw
@ewbol g v N300 JILKYLY OL H2ARI Lot 1333 52 ONNOBNMOD
HY131S 4 ONOWAVYY M% IN¥330 21iNYILY) 315t 3TT30 uom»n.wfm QL 2383N0 N nuq;; :mum‘wumzwmwam__xw
Joi0sssiviwpy Asndeg 10024SINIWPY 85 4<ummwzom»0u<mmwbmm LT 3 O:.\ 0 A.mu?m 10 ,o an
NIOVHSHILLII0 M N 3715v3 9 sim3I flies cunasniSdd 65 Ok, SndsNa000 - \ v e s Wy |
65 o iC: mzuuuw«u_.. .r%_fm £l 3 v mz:]w,.& e ﬁ \. /
NOILYHOJHOD LNIKJOTIAIN AYMV3IS JONIuMYT LNIVS H &5’ | AMOSSLLISAL O RT3 AN M I ghe - GNP T3AI0 LS NG SANTHASTE [
a8 a3 vz - * Tenyd anr1Ian o VonLaa b NGLE08 SSv N ® T YINEVIHSY Nivu0 STINNYHI DNUJINNOD | 1 q\
A8 03NSS! & OIS0 B g A NvETY LY INNOT, AISHONTS AN o
S103r04d AVMV3S EEpANCE ) e, 1404 ELE! TN LAy IIom
S3TIN Z_ muuzqhw_o INITIVS 2. g MZ ¢ AWMU SN 7
wozmm?aj INIVS-SINVT Lv3IYO = s : R Sﬁmz. /
40 dvw T 0Ny :. 0dg / 431531004, AUV, /
0g o / 033mSOp- 2N NOLTINVH ool
; o et
SR INIONIA T3 - E&% o)
N b FUNESNIBOZ R soNoh e
o 4 <zmww WG 57 e / NOSINSIH .
2
L3 Y & \% 0ul IV
> x. 5 ) N\
, ‘ . S
: 4 3 g'N
4330 OEXPRXO0R 3NV SHO01

ﬂ JiHYI ukw 1mnvs ~
1YW 1S 1INVSeT T

ZOC.Umm
O_._.Uum NIHOVT SIINVINOS

RRLLLT:
WY 35N0H &

1S3V Q¢
NOILD3S SIONVHS LS IV

390148 13ATT HOIH TUNOILUNKI LN
007 HIAM ISSYHD
#00T HIMOHNISIA O LHIIMA

.u.,u___..c_mu S4NGSNIQ! o

WYQ AV TS =
YNESIEHON!

(53T ve]
NOILO3S SAIdVH TYNOILYNYILNI

& ~
& & ,4
w2y 31404d  AVMY3S - SINVT Lv3¥O P .\\\\/\r\/@
I Sawmenes Y3 5 &, & 013405
»»»»»»»» 13AT vIS—— -
’w ve 2
L 2T e < s xgmzw
MYS | wed anr 11w e SIEWE e E@.&% P \\.\t\\
SCtavy TONOILONSILN AT LS
AEIIAS  NOYIH wﬁ%ﬁ < RV ji 1804
o %. HHIY -
(3401373 01 20 St wrm) 1 et SIS s TN
NOIL23S SQIdVH TYNOLLYNHILNG ~Ju0u BiLgsum mmh o Jvs
311404d AvMY3S Ao oA oS & s
w01 L23S SQUITH TVROTNE T 1
N INING0I3A30 HIM0d ILON o
4oOvHEY ] : ‘ BN g .
’ SONYSI N3A3S WO\ \ “_w% w%._,n%hmumﬁu_a :Mc_;a 004 830t 01 son00
NY TSI NIA L
53K 00 ¥32HJ LN¥NG O / 437 0RIVING T
G QLXTEX Fm .waOJ._ 833C 08 XOFXDOY; H
i ((.D:JL?_ x-&m SA30T CM1 GNNE
JHOW YO 1337 00L AT1vHIN3D 1Ng ps
l Tus31v 1100 ANY 4330 OmJﬂm X008 390148 TYNOIITNE TN o
007 KOILTIAUN OM 1 INIGION W id 3] SANY 151 ONTSIOHL [
::z;.._x 1004 22~ 30M 1332 Zry TYNYOL * AVE { rci«d
A7NYS INOT INW D) LINMLSNOD T4 § 1 IHL| QIYILLYDS JAOKIY TUM SN IHL VINONYXI W 1

- S3TN 89

\ ~ NOILO3S SONVTSI ONVSNOHL

l\m)\.\l&\' e INIONA 30

NRLSONiNe




VITA
Bernard Alan Bradley
Candidate for the Degree of

Master of Science

Thesiss ECONOMIC IMPACT OF THE ST. IAWRENCE SEAWAY
Major Field: Economics
Biographicals

Persomal data: Born in Okmilgee, Oklahoma, April 13, 1932, the
gon of Bemard A. and Helen R. Bradley.

Education: Atbended grade school and high school in Qkymlaeﬂg
Oklahoma; graduated from 8b. Anthery High School ia 1950;
received Bachelor of Science degree Lfrom Ok¢aboma State
University in 1957; completed reguirements for the Masgber
of Seience degree in May, 1958.

Professional experience: Served ag a graduabe assisbandt in the
Eoonomics Department in 1957-1958.




	Thesis-1958-B811e_Page_01
	Thesis-1958-B811e_Page_02
	Thesis-1958-B811e_Page_03
	Thesis-1958-B811e_Page_04
	Thesis-1958-B811e_Page_05
	Thesis-1958-B811e_Page_06
	Thesis-1958-B811e_Page_07
	Thesis-1958-B811e_Page_08
	Thesis-1958-B811e_Page_09
	Thesis-1958-B811e_Page_10
	Thesis-1958-B811e_Page_11
	Thesis-1958-B811e_Page_12
	Thesis-1958-B811e_Page_13
	Thesis-1958-B811e_Page_14
	Thesis-1958-B811e_Page_15
	Thesis-1958-B811e_Page_16
	Thesis-1958-B811e_Page_17
	Thesis-1958-B811e_Page_18
	Thesis-1958-B811e_Page_19
	Thesis-1958-B811e_Page_20
	Thesis-1958-B811e_Page_21
	Thesis-1958-B811e_Page_22
	Thesis-1958-B811e_Page_23
	Thesis-1958-B811e_Page_24
	Thesis-1958-B811e_Page_25
	Thesis-1958-B811e_Page_26
	Thesis-1958-B811e_Page_27
	Thesis-1958-B811e_Page_28
	Thesis-1958-B811e_Page_29
	Thesis-1958-B811e_Page_30
	Thesis-1958-B811e_Page_31
	Thesis-1958-B811e_Page_32
	Thesis-1958-B811e_Page_33
	Thesis-1958-B811e_Page_34
	Thesis-1958-B811e_Page_35
	Thesis-1958-B811e_Page_36
	Thesis-1958-B811e_Page_37
	Thesis-1958-B811e_Page_38
	Thesis-1958-B811e_Page_39
	Thesis-1958-B811e_Page_40
	Thesis-1958-B811e_Page_41
	Thesis-1958-B811e_Page_42
	Thesis-1958-B811e_Page_43
	Thesis-1958-B811e_Page_44
	Thesis-1958-B811e_Page_45
	Thesis-1958-B811e_Page_46
	Thesis-1958-B811e_Page_47
	Thesis-1958-B811e_Page_48
	Thesis-1958-B811e_Page_49
	Thesis-1958-B811e_Page_50
	Thesis-1958-B811e_Page_51
	Thesis-1958-B811e_Page_52
	Thesis-1958-B811e_Page_53
	Thesis-1958-B811e_Page_54
	Thesis-1958-B811e_Page_55
	Thesis-1958-B811e_Page_56
	Thesis-1958-B811e_Page_57
	Thesis-1958-B811e_Page_58
	Thesis-1958-B811e_Page_59
	Thesis-1958-B811e_Page_60
	Thesis-1958-B811e_Page_61
	Thesis-1958-B811e_Page_62
	Thesis-1958-B811e_Page_63
	Thesis-1958-B811e_Page_64
	Thesis-1958-B811e_Page_65
	Thesis-1958-B811e_Page_66
	Thesis-1958-B811e_Page_67
	Thesis-1958-B811e_Page_68
	Thesis-1958-B811e_Page_69
	Thesis-1958-B811e_Page_70
	Thesis-1958-B811e_Page_71
	Thesis-1958-B811e_Page_72
	Thesis-1958-B811e_Page_73
	Thesis-1958-B811e_Page_74
	Thesis-1958-B811e_Page_75
	Thesis-1958-B811e_Page_76
	Thesis-1958-B811e_Page_77
	Thesis-1958-B811e_Page_78
	Thesis-1958-B811e_Page_79

