




HOUSTON SHIP CHANNEL, .TEX.

WEDNESD...o\.Y, JUNE 1, 1932

:HOUSE OF REPRESENTATIVES,
COl\fl\UTTEE ON RIVERS AND HARBORS,

Wasluington, D. O.
The committee this da.y met at 10.30 o'clock a. m., Hon. Joseph

J. Mansfield (chairman) presiding.

HOUSTON SHIP CHANNEL, TEX.

(Rivers nnd Harbors Committee Doc. No. 28, 72d Cong.)

The CHAIRMAN. The next report to be considered is on the Houston
Ship Channel, Tex. Representative Garrett, of Texas, is here and
we will hear from him.

STATEMENT OF HON. DANIEL E. GARRETT, A REPRESENTATIVE
IN CONGRESS FROM THE STATE OF TEXAS

Mr. GARRETT. Mr. Chairman and gentlemen of the committee, of
course we who live in Houston and have seen within the past quarter
of a century the development and growth of Houston would be
pardoned under the circumstances for our enthusiasm concerning
this waterway. And one coming from that country might be prone
to grow eloquent and dwell too much at length on the possibilities
of this waterway. I shall squelch all such feelings .and come right
down to business, because I understand you gentlemen are operating
under high pressure.

Mr. Chairman and gentlemen of the committee, I will not under
take to describe to you at any length the project here. You have the
report of the Secretary of War, which gives a full description of this
waterway from the beginning, and you .are all quite familiar with
it, and you .have yourselves watched it grow into an artery of trade
and commerce that astounded the most sanguine dreamers in earlier
days. But I want to call your attention to the tremendous amount
of commerce that passed over this waterway in 1930-over 15,000,000
tons. Approximately 30,000 vessels went in and out of the channel.

The plan we have now is to improve. the depth of the channel
to 32 feet up to 'the turning basin and to a width of 250 feet in
Galveston Bay and through Morgan Cut; thence, a width of 200
feet, to a point 4,000 feet above Baytown at the mouth of the San
Jacinto River; thence 150 feet on up to the turning basin, widened
at the bends. It is all fully described in the report of the engineers,
which gives a full description of the whole project. It is estimated
to cost $2,543,000, with $150,000 annually .for maintenance. The
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whole thing is summed up in the laot paragraph of the r 'port of the
Chief of Engineers, and if you will pardon me I will just read you
that paragraph because that is the conclusion of th e whole matter:

After due consideration of th ese repor ts, I concur in the recommenda ti ons
of the board. An inc rease in the depth of the Ho uston Ship Cha nnel is
necessary to meet th e increasing draf t of vessels using this wa te rway, and
an in cr ease in the wid th of t he channel to the open wa ters of Gal ves ton
Bay, although costly, is justi fied because of the large am ount of shipping
now pa ssing through the cha nnel.

All r eport tha t the further improvemen t of the Houston Ship Channel is
advisable to provid e for a channel 32 feet deep from deep wa ter in Galvesto n
Bay to and including the H ouston turn ing ba sin with a dep th of 400 feet
through Galveston Bay, 300 feet in th e cut through Morgan Point, 200 fee t
thence to a point 4,000 feet above Baytown , and 150 feet th ence to the tu rn ing
basin, suitably wid ened at the bends, all at an estimated cost of $2,543,000,
with maintenance esti ma te d at th e rate of $150,000 annually in addition to
that now required; subject to th e condition that local interests sha ll furnish
free of cost to th e United States suitable areas for the di sposal of dredged
material during initial construction and for future maintenance as an d when
needed,

And in addition to that, gentlemen, I would like for the commit 
tee to remember what the people of H ouston and that port district
have done in this waterway themselves, in the way of contribut ions,
showing their faith in it in the years past,

Mr. DIEs. How much has the local community put in there?
Mr. GARRETI', The local interests have contributed to the improve

ment of this project $2,770,000 in cash, and have furnished the rights
of way and soil-disposal areas, and have done some dredging.

Mr. DIES. H ow much has the Government put in up to date?
Mr. GARRETT. The cost to the United States for work on the

project t o J une 30, 1931, was approximately $8,750,000 according
to the report here.

The CHAIRMAN. Local interests cont r ibuted 50-50 with the Gov
ernment on the original 25-foot project, and again 50-50 when it
was in creased to a depth of 30 feet?

Mr. BOLTON. $2,770,000 is the amount of local cont r ibut ions.
Mr. GARRETT. That does not include the rights of way or soil

disposal areas.
The CHAIRMAN. No, sir. Houston has cont ributed something over

$6,000,000 altogether in addition to that, and th en th ey have seven
teen or eighteen railroads in Houston and they have built a b.elt
railway track around Houston so as to connect all of them WIth
the points on the ship channel.

Mr. DIEs. It is a wonder ful, growing port-I think it is one of the
best in Texas.

Mr. BOLTON. \Vhy is the maintenance cost so heavy ? It averaz s
514 cents per ton for the past five years.

Mr. HOUSTON. That is due to the open channel in the bay.
The CHAIRMAN. The three most expensive projects we have ?n

maintenance are Savannah , Philadelphia, and Houston . You ":Ill
find that condition in all of the se inner channels. They connect WIth
the ocean -and the r ivers carry a sediment down to the sea. \'T~en
the river waters reach the sea, that sediment is natural ly deposIt d
and that is why you have yo~n' great cost. . .

Mr. GARRETT. You see, we have some important r IV'I'8 emptylJ1g
into this channel several miles north, and one riv r iomes f'rom IIp
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in the northern part of Texas and Oklahoma, and they have some
tremendous floods down there.

The CHAIR)[AN. Yes; and then, too, 25 miles of the distance is
through an open bay-Galveston Bay.

1\11'. GARRETT. And it is du e partly to the shifting of silt through
that territory, requiring dredging.

The CHAlRl\[A ..l T
• Another thing that has cost pretty heavily in the

maintenance heretofore is that the channel is largely through what
we call a bayou, which is a river of still water. It does nat flow
except in flood times, and in widening or deepening that, the banks
have been caving in from time to time. Of course that will heal
in time.

Mr. BOLTON. As a matter of fact that does not seem to be an ex
cessive maintenance cost, $150,000 for 15,000,000 tons of freight, and
prob.ably the other figures I quoted included some extraordinary
repairs or expenses.

Mr. DI;ES. I notice this condition in here, that the dredging must
be 50 feet from the pierheads. I was wondering if they have any
additional information on that.

Mr. GARRETT. If it is in keeping with the rules of your committee,
there are some figures I get here prepared by the Port of Houston
on public wharves and private wharves, and I do not see the figures
right here in regard to public elevators, but there are quite a few
of those down there. The city has built-

The CHAIRMAN. If you will wire Captain Crotty, he can give
you the figures in regard to the elevators. I do not remember those
figures myself. You can wire him and he will get it to here 'within
two hours.

1\11'. GARRETT. Yes; I will do that. There are miles and miles of
wharves there, put in by the public, and miles and miles of private
wharves. I think one cotton concern has 1,500 or 2,000 feet of
private wharves.

Mr. Chairman, following your suggestion as to compresses and
grain elevators, I insert the following telegram from J . VV. Evans,
chairman, Harris County Houston Ship Channel Navigation
District.

HOUSTON, TEX., June 1, 1932.
Hon. J. J. :MANSFIELD,

House of Representatives:
Nine refineries, 13 compress companies with 25 compresses and 2 grain

elevators served by Houston ship channel. Total industrial investment on
channel exceeds two hundred millions. Turning basin exclusively publicly
owned assuring all-time protection to public interest.

J. W . EVANS,
Oluiirman, Harris Oounty Houston. Ship oticnnei Na 'vigation District.

Mr. DIES. Is it not a fact that the future justifies the belief that
that tonnage will increase rapidly?

Mr. GAHRETT. I think the great question with our people so far
as the future is concerned, is going to be where we will find space
for the wharves and vessels to load and unload. It has grown so far
beyond the expectations of everyone that we are really perplexed.
We have 17 railroads that meet the sea at Houston, Tex.

Mr. DIES. How many refineries have you there ~
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Mr. GARRETT. I d o n ot know , but will plac e that information in

the h e aring. For 15 mi l e b elow the tu rning basin there are re

fineries, and it has more cot ton c o m p ress es on i t than any other port.

Cotton c o m p r esses, r efinerie s , and other industries literally line the

banks of this c h a n nel. The que stion worrying our people with

respe ct to the immediate f u t u re i s how the y are going to handle all

the s h i ps c oming in and out of this great harbor.

Mr. BOLTON. You have no fear about your e x p o r t trade ~

Mr. GARRETI. Oh, no. We had nearly 5,000 vessels that came

in and went out of our ship channel last year. For a person who

went there some 25 or 30 years ago when there were just a few

barges there and now to see 20 or 30 huge 300 to 600 foot freight

and pas s enger v e s sels , he wonders if he is s t i ll s l e e p i n g or dreaming.

The CHAIRMAN. Y ou have a list of the s tea m s h i p lines going

in there, have you ~

Mr. G ARR ETT. Y e s , s i r . There are 68 lines.

The CHAIR~IAN. There are 68 line s of s tea msh i ps o p e r a t i n g there ?

Mr. GARRETT. Y e s , sir . I give you this list.

Lines operating out ot Hou ston

[Corr ected as of Nov. 1, 1931]

Li nes Betw een Hous ton and-

STEA MSHI P

Regular lin er service from In dia to Gulf ports.
China , Japan, Philippines, and H awaii.
Australian ports.
Yokoh am a, Kob e, Osak a, and Sha nghai.
Havr e, Antwerp , Ghent , and other continental ports.
T am pico, Vera Cruz, and Pro greso.
H avre and Dunkirk.

Naples, Venice, Triest e, Fiume, and Ancona.
Genoa , Leghorn, N apl es, and M editerranean ports.
Fa r Eas t ports.
Genoa, Naples, Venice, Trieste, Piraeus, Alexandria, Mar-

seilles, and French M editerr ancan ports .
Liverpoo l, M an chester, London, and Uni ted Kingdom ports.
Japan, Ch ina, Philippines, Australia, and Ne w Zealand.
New foundland.
German ports.
'I'ampico-Vera Cruz, Prog reso, Puerto, Me xico.

D o.
Brazil.
All Pacific ports , Hawaii.
Spa in, Po rtugal, and No rth Africa.
Br emen and Hamburg.

Do .
Liverpool and Man chester.
Rotterdam and Amsterdam.
Yokahama, Kobe, Shanghai, and other Fa r E ast ports,
Honolulu and H awaiian Islands ports.
Regu lar line serv ice from In dia to Gulf ports ; regular serv ice

from Hawaiian Island por ts to Gulf ports .
Fa r East ports .

Do.
Liverpool an d Manchester ,
Bremen and Hamburg.
Bra zil paris-Pernambuco, Bah ai, Santos, and RlO de Janeiro .
Pa cific Coast and Gulf ports. t . - •
Ca nal Zone, Colombia, Santo Domingo, and west 'coast :of

Sou th Am erica by transshipment . . ; I '"

Haiti-Santo Domingo, Puerto Rico , and serves Venezuela,
Dutch West Indies, and Virgin Islands by transshipment.

China and Japan.

Armem ent-Deppe Line _
Am erican -West Africa Line _
American-B alti c Chartering & Shipping

Co .
American India Lin e _
Am erican Gulf Orient Line _
Atl antic Australian Line _
Bank Lin e _
Castle Line _
Compani a Naviera del Golfo, S. A _
Compagnia Gene ra le Trans-Atlantique

(French Line).Cosulich Lin e _
Creole Lin e _
D algliesh Line _
Di xie Med ite rra nea n Line _

An erican & Indian Line Alexandri a, P ort Said , Karachi, Bom bay, Colombo, Madras,
and Calcu tta.

Havre, Antwerp, and Ghent .
West Africa ports.
Denmark and Baltic ports.

Ll oyd Brasileiro Line _
Luckenbach-Gulf Line _
L ykes South Am erica Lin e (passenger

and freight ; 2 sailings monthly).
L ykes West Indies Lin e (passenger and

freight; 2 sailings monthly).Mitsui Lin e _

Dixie Ukay Line _
F ern Lin e _
Furness, Wi thy & Co. (Ltd .) _
Gans Line _
Gr emio Unido de Alijadores _
S. C . de R . L: _
Gu lf-Brazil Riverp late Lin e _
Gulf-Pacific-Redwood Line (week ly) _
Gulf-West Mediterranean Line _
H ambur g-American Line . _
H an sa Line _
Harrison-Leyland Line _
H olland-American Line _
Isthmian Steamship Lin e _

"K" Line _
Kokusai Line _
L ar rinaga Line _
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Lines opera t ing out of Houston-Continu et1

Between Houston and-

5

STEAMSHIP-continued

Navigatione-Libera -T riestna, S. A _
New Orleans, H oust on & Corp us Ch risti

S. S. Compa ny.
Nervlon Li ne _
~ewtex Line (weekly sa ilings) _
N?rt h Ger ma n Ll~yd Lin e _

ippon I usen Kaisha _
Odero Line _
Osaka Shosen Kaisha -monthly _
N. Y. Lin e (freight) _
Osaka Shosen Kai sha-monthly _
South Am erica Line (passe nger and

freigh t line).
Ore Stea ms hip Line _
Scandi na vian-American Line _
Silver L ine _
Sipsey Barge & T owin g Co _
Southern P acific Steamship Lin es,

M organ Lin e (b i-weekly) .
Southern States Lin e _

Southern Stea mship Co _
St rachan Line _
Sullivan Shipping Corpo ration _
Swedish America Mex ico Line _

Tatsuuma Kisen Kabu shiki Kaisha _
T ennessee Coal-I ron R. R _
T exas Cont ine nta l Stea ms hip Co _
To sco Steamship Line _
U nited Ocean Transport Co. (Ltd .), _
Unterwesser Lin e _
Wilhelm sen Line _

Wm. R eardon Smith & Sons (Ltd.) . _
Yamash ita Shipping Co _

TA NKER LINES

H avan a, Ca na ry Isl an ds, Barcelona, and Mediterranean ports.
Beaumont, Corp us Ch ris t i, an d Ne w Orleans .

Barcelona.
N ew York.
Br emen and H amburg.
Japan and China .
Genoa, Naples, Leghorn, and M editerranean ports.

Yokohama, Kob e, and Moji,

U nique Round the World Ser vice.

Atlantic port s.
D enmark and Rotterdam.
Bom bay and Persian Gulf por ts.
Mo bile.
N ew York.

H avr e, Antwerp and Ghent , Bremen, H am burg, and Rotter-
dam.

P hilad elphi a (2 sailings per week).
Br emen and H amburg.
New York.
Dunkirk , Oslo, Got henbur g and Cope nhage n, and ot her

Scand ina vian ports.
Nishinomi ya, J apan.
Birrningport.
Br emen and Hamburg.
New Orlean s.
F ar East ports.
Germa n ports .
Dunkirk, Oslo, Gothenburg, Copenhagen, and other Scan

dinavian ports.
Japan and China.
Far E ast ports.

Standard Shipping Co Gulf West In dies, north and sou t h At la ntic and European
ports.

Anglo-American Oil Co United Kingdom ports.

The CHAIRMAN. And they have some 17 public wharves and about
19 private ones. They ship more than 2,300,000 bales of cotton per
year. It is the largest cotton port in the world. Galveston was
formerly the largest. Galveston is now the second. Galveston also
sh ips approximately 2,000,000 bales. Houston is probably one-half
million bales ahead of Galveston, and then New Orleans is the third
port, and Corpus Christi takes the next place. The first, second, and
fourth ports of cot ton sh ipments are on the Texas coast. Houston,
in 10 years, increased from 275,879 bales in 1920 to 2,310,416 bales
in 1930.

I would suggest you get some figures on grain elevators and cot ton
com presses. Those are your two main items and you can put. that
informat ion in your remarks.

1\11'. GARRETT. All right. I thank you.

STATEMENT OF LIEUT.
ARMY, REPRESENTING
DEPARTMENT

HUGH J. CASEY, UNITED STATES
THE BOARD OF ENGINEERS, WAR

, Lieutenan t CASEY. T he incr ease in depth and al so the increase in
width, particularly through Galveston Bay section t o Morgan Cut
are considered essential fo r the t remendous amount of commerce
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handled oyer this water way, if you are going to have commerce
carried over it safely . These are very hllrge vessels and there is a
serious ri sk to navigation in the nar row channels you no w have , par
ti cularly at night. T he increase in depth is necessa ry also to
counte ract the depression of the channel surface by strong winds
which reduce dept hs by 1 or 2 feet; and of course, you have t o allow
some additional depth between t he actual draft of the boat and the
bottom of the channel.

T he CHAIRi.\IAN. I believe the marine under wr iters at H ouston and
Galveston require a foo t and a ha lf clearance.

Lieutenant CASEY. Yes, sir; allowing a draf t of only 28Y2 f eet ,
Furthermore as these vessels go from salt water to f resh water, they
lose about one-half foo t of depth in f resh wate r by decreased buoy
an cy.

One point to notice in the commerce on t his stream is t hat in 1930,
a depression year, whe n commerce fell off everywhere else, it jump ed
from 13,917,953 tons in 1929 to 15,536,388 t ons in 1930.

",Vith regard to what local interests have done , in addition to that
advance of $2,770,000 previously referred to and shown in pa ra
graph 2 of page 2, on page 13 you will find a statement sho wing
total local contributions amounting to $4,594,554.56. Expenditures
for rights of wa y and so on, are included, but not the terminal
development.

The port of Houston pays well for the money expended on it .
Now, as to the high maintenance cost of which mention has been

made, it is not expected the high maintenance cost we have in putting
through the project initially will continue. It will become less.
Conditions get more stable after a while , whereupon the channel
will be less expensive to maintain. Through the bay they have to
dredge over and over until they reach a final natural angle of repose.
The cost for the first few years will be higher than later on.

:NIl'. BOLTON. I was using the engineers' figures, and they show 5
to 51Jl cents per ton cost.

Mr. CULKIN. What is the width of the channel ~

The CHAIRMAN. Two hundred fifty feet in the open bay and 200
feet in the cut.

IVIr. CULKIN. ",Vhat is the width of the water in that section ~

The CHAIRMAN. Through the open water in the bay, 25 miles;
and the channel in the bayou is 25 miles long.

Mr. CULKIN. That is, it makes a wind sweep in the bay of 25 miles 1
The CHAIRl\IAN. Yes, sir.
Lieutenant CASEY. At present the dredges are di sposing of the

spoil on each side of the channel. After they get it some distance
away, the sides of the channel will approach a natural angle of repose.
Furthermore the spoil banks will protect the channel in the bay
from excessive wave action.

Mr. CULKIN. Did we have this project in the act of last year '1
Lieutenant CASEY. The act of July 3, 1930, authorized its widening.
Mr. CHAIRMAN. That was for widening the .bends at Norsworthy.

Lynchburg, Harrisburg, and Manchester and in creased width to
250 feet through Morgan Cut. It would widen it out where they
made sharp turns and bends, you know. It did not give it any addi
tional depth.
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Mr. HOUSTON. I notice the channel is widened from 250 to 400 feet
t h rough the bay.

T he CHAIRMAN. Yes, sir.
Mr . HOUSTON. And then you have the same width.
The CHAIRMAN. J ust ab ove Morgan Point ther e is quit e a con

sider able to wn , t he Goose Creek oil refining section, and there is
qui t e a large amount of sh ipp ing f rom there. They do not need as
much 'width above that point as from there down.

1\Ir. I-IOUSTON. You do not know anything about the rates ~

T he CHAIRMAN. These improved port conditions have re sulted in
greatly reduced freight rates on cotton and other Texas products, as
t he record 'will show. Ships now car ry heavier loads at the same
overhe ad cost , and al so avoid the cost of lighterage, delays, damages,
and heav y insurance rates. Texas is now getting the benefits in ocean
sh ipping that have been extended to Atlantic and Pacific ports for
many years.

In 1926 and 1927, before present harbor and channel depths were
com pleted, the United States Shipping Board rates on Texas cotton
to B rit ish port s were 60 cents per 100 pounds, or $3 per bale. In
1928 an d 1929, as our port improvements advanced, these rates were
r educed to an average of 54 cents. In 1931, after full depths were
co mpleted , the Shipping Board rates on cotton from Texas ports to
G re at Britain were reduced to 45 cents, and high-density cotton rates
went t o 30 cents. Similar reductions have been made by all ship
lines.

The Mediterranean conference reduced the rates on cotton from
Texas ports to Italy and Spain, from 45 cents to 35 cents per hundred
pounds, while all ship lines under the United Kingdom conference
made like reductions. .

The Bordeaux-Hamburg-Range conference reduced the rates on
Texas cotton from 45 cents to 30 cents per hundred pounds. The
rates on cotton from Texas ports to the Far East six years ago were
O? a 60-cent basis to Japan, and 65 cents to Shanghai. At the present
'time, these rates are 35 cents to Japan, and 40 cents to Shanghai.

On "\Veclnesday, August 26, 1931, the Houston Chronicle carried
a press report under the following headlines: "Ship cotton rates
again are reduced." This report showed that the rates on cotton
from Texas ports to Harve, Ghent, Rotterdam, Hamburg, and Bre
men, had been reduced from 42 cents, first to 32 cents, and later to
30 cents per hundred pounds.

Mr. DIES. Is it not a fact that all other commodities have been
proportionately decreased ~

The CUAIR::\fAN. Not to as great an extent as cotton, but to a great
exte nt .

Mr. I-IouSTo.J. T
• Of course all those vessels that come from afar pay

a cer t ain tax.
The CHAIRMAN. I do not know just what those facts are. I un

derstand this report carries an an appropriation of $2,543,000, and
the district engineer suggests around an $800,000 improvement.

Mr. GAVIGAN. vVhat does the division engineer recommend ~

Lieutenant CASEY. He recommends an expenditure of $800,000.
Mr. COLE. What is the occasion of raising it three times ~
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Lieutenant CASEY. He regards the widening of the channel desir
able but does not recommend it, on account of the high cost. The
widening of the channel would add about $1,700,000.

Mr. COLE. Then is this estimate of $2,543,000 based upon present
day costs or like very nearly all reports from your board are they
based on estimates made months and months ago and when ques
tions were raised heretofore they said, " ",'Tell, the work is not con
templated at this time and those figures will be revised."? Are
these figures up to date, or based upon estimates obtained months
ago?

Lieutenant CASEY. No, sir; they do not represent present-day
prices. The general practice is to make up the estimates on the
basis of what they probably will average over a period of normal
times.

Mr. COLE. I do not know whether I make myself clear or not.
Lieutenant CASEY. What I think is if it were done right now it

could be done for much less than the estimates now show.
~1r. GAVAGAN. The district engineer on page 33, paragraph 8,

says:
The unit prices used are based on past experience on contract work and with

Government plants on this channel for both new and maintenance. Recent
contract bids have not been used because they are considered to be abnormally
low, due to the present business depression, which has resulted in lowered
prices for fuel oil, and other supplies, a nd in keener competl tion among dredging
contractors.

So it is based on old estimates or at least estimates on the old scale
of prices. The district engineer makes no recommendation for the
widening of this channel at all. He recommends a depth of 32 feet,
at a cost of $800.000.

Mr. CULIUN. wi,« is the average beam of those ships? Do you
have any idea?

Lieutenant CASEY. Up to 60 or 65 feet.
Mr. CULIUN. If it requires a width of 75 feet for one, it would

require a width of more than 150 feet for two boats, would it not?
Lieutenant CASEY. Yes, sir. Of course you have to allow certain

clearance on the sides for the two boats to pass, or the least surge
is liable to brush them against each other or the sides of the banks.

The CHAIHMAN. Do ships pass in the nighttime?
Lieutenant CASEY. It is hazardous.
Mr. CULIUN. They have to have considerable clearage way there

when the wind is blowing, do they not? .
Lieutenant CASEY. Yes, sir. If the ship is beyond the dimensions

recommended by the engineers, to have safe navigation it would
require additional width of channel. ",Vith regard to all of these
estimates, the department is not making the estimates based on the
minimum prices currently received, because we realize all the work
authorized at anyone time can not be done in the next year or two.
It would have to be spread out over a certain period. If lowest
costs were used, a project might appear feasible based on low costs
to-day, but would not be feasible at 15 or more pel' cent more two
years later, probably when it would be done.

Mr. BOLTON. This work will practically all be dredging work,
will it not?

Lieutenant CASEY. Yes, sir; practically all dredging work.
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Mr. BOLTON. Quite a bit of manual labor comes in it ~
The CHAIRl\IAN. Not a great deal. It is mostly machinery. Esti

mates made some four or five years ago were based on lOY2 cents for
the entire coastal waterways, and now they are getting some at 6 and
7 cents.

Lieutenant CASEY. Yes, sir; and some even 5 or 5 and a fraction,
The CH.AIRl\IAN. And if you will recall we had a statement here

that down at Brownsville and Point Isabel, where we resubmitted
it to the engineers early during this present session of Congress, they
reported back, reducing the estimate on costs very nearly one-half,
based on the difference in the cost per cubic yard for dredging.

Mr. DIES. If it does not require this amount or money, the money
will not be expended, will it ~

The CHAIRMAN. No. I always like the expenditure to be less than
the estimate.

Mr. DIES. It ought to be.
Mr. CULKIN. On page 20 I see this statement:

The agent for the Luckenbach Gulf Steamship Co. states that the deep draft
of the majority of their ships is between 30 and 32 feet and with a beam of 60
feet it is not considered advisable to navigate their vessels, fully laden, up the
Houston Ship Channel in its present con clition.

That is, they have to take on less cargo.
The CHAIRMAN. I suppose the deepest draft vessels that use it are

perhaps those large tankers ~

Lieutenant CASEY. Yes. sir.
The CHAIRMAN. And the same condition exists on the Sabine

Neches 'Vaterway, over in Mr. Dies's district, which we had up
this morning. The Sabine-Neches and Houston Ship channels are
the two great refining centers of the Southwest, and there are a
number or refineries down there at Baytown and Goose Creek which
are about halfway between Houston and Galveston. They are prac
tically at the upper end or the bay section and lower end or the
canal section or the waterway.

Mr. HOUSTON. Do they later on, further on down in the bay, under
take to take on more cargo ~

The CHAIRMAN. In former years they took on more out at sea,
but that was before they had the 30-foot depth. When they had
the 25-root depth especially in Mr. Dies's district, they loaded and
unloaded part or it at sea. I think, however, they go out light
since they got the 30-root depth.

Mr. DIES. The Houston ship channel is a considerable develop
merit, when you consider that it was nothing but a bayou there.
Down in our section we have a natural waterway. They took a
bayou and it is remarkable what they have done with that little
old stream.

The CHAIRMAN. Yes, but Morgan, the great progenitor or steam
ship navigation in the Southwest, who lived at New Orleans, and
was the builder or the Morgan Railroad, now part or the Southern
Pacific, and operated steamship lines around there, seventy or eighty
years ago, opened up a channel there and operated to Houston.

Mr. MARTIN. 'Vas he related to J. P. Morgan?
The CHAIRMAN. No, sir.
Mr. MARTIN. Was he a Texas man ~
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The CHAIRMAN. N o, sir. H e was a New Orleans ma n. H e hadinterest s in T exas, probably more tha n at New Orleans. H e operated railroads and large t r ansport lines.
Mr. H OUSTON. I wonder if they were descendants of the old" freeboater " Morgan . .
The CHAIRMAN. I do not know.
Mr. Cm..KINS. How mu ch of this tonnage at H oust on is cotton ?The CHAIRl\IAN. Last year the cotton tonnage was not so heavy.But four bales of cot ton make a ton.
1\11'. CULKIN. T he present tonna ge is more oil than cotton, is itnot? .
The CHAIRMA .J. T

• Oil is heavier than cot ton , but when cotton isworth $100 a bale, and there are f our bales to a ton, it is a morevaluable cargo . But when cotton is worth 6 cents a pound you cansee the difference . The cotton shipped la st year am ounted to 2,011,465 bales.
Mr. CULKIN. How much would that be?
The CHAIRMAN. It would be one-fourth of that in tons-thereare 500 pounds in a bale, or four bales to the ton. That would beabout one-half million tons. Nine hundred seventy-nine thousandand seventy-three of those bales went into export and the balanceinto coastwise trade with New England and New York.
Mr. BOLTON. There is no long staple cotton there, is there?The CHAIRl\IAN. No, sir. There is very little long staple cottonproduced in the United States. They produce a little out in Arizonaand Southern California by irrigation. A little is produced in theDelta of the Mississippi, and a very small quantity in Florida. I donot know of any anywhere else. To be successful it requires fer tilizer, long seasons, and irrigation, and when they attempt that in Texaswe have six months in stead of three for the cotton to grow, and theboll weevil will get it, so we do not attempt to grow it.
1\11'. DE ROUgN. And you have to ha ve special machinery for ginning it too?
The CHAIRMAN. Yes, sir.
Mr. COLE. I would like to know this: vVhen the district engineerrecommended $800,000 for a proposition that is ba sed upon a surveymade over a year ago when times were much better than they areto-day- -
The C:HAIRMAN (interposing) . What page is that ?
Mr. COLE. Not any page at all. It is on every page. Why is therea necessity for this committee or the Board of Engineers to make anexpenditure three times that amount when we all know that the business in that harbor and every other harbor is a whole lot less than itwas a year ago even?
The CHAIRl\fAN. This commerce increased one and a half milliontons in 1930.
Mr. COLE. They do not give the figures here for 1931. They givethe figures for 1930, and there are no figures for 1931 at all.
Mr. CULKIN. Well, the t?nnag~ is increasing on interior waterways,because the manufacturer I S seeking to cut the cost of transportation.Lieutenant CASEY. That is true. However, tonnage from oceanp orts, as in this case, are more generally reflective of general businesscondit ions as they are substitutes for a more costly form of transpor-
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tation, as are inland waterways, except, of course, for coastwise
movements.

Mr. COLE. Do you have the 1931 figures for this port?
Lieutenant CASEY. No, sir. I think I could get them and put them

in the record.
Commerce for 1931: 13,971,755 tons.
Mr. BOLTON. How is the difference between these figures, the figures

of the Board of Engineers and the district engineer, arrived at? Do
they contemplate an increase in the project?

Lieutenant CASEY. Yes, sir. The district and division engineers
recommended deepening the channel to 32 feet over its present width.
They stated that while the widening of the channel is desirable it is
not recommended, on account of the high cost. The Board of Engi
neers had extensive hearings on this matter and went into it very
thoroughly and they were of the opinion that the widening was just
as essential, if not more so, than the added depth because of the inten
sive commerce that is carried over a very narrow waterway. For
instance, there is quite a bit of testimony here on page 21 with regard
to channel width. It is stated-

The prlncipal purpose of th e increased width proposed by local interests is,
they state, to permit night navigation on the channel. Other reasons given are
easier and safer navigation at all times. The present width is not considered
sufficient for safe passing by two vessels in the channel, and collisions have
sometimes occurred or vessels have grounded or sheared into the banks of the
channel with consequent damage and loss of time. A number of instances of
collisions and drownings are given in the record of the public hearings herewith.

1\11'. DIES. What is the present width?
Lieutenant CASEY. Two hundred fifty feet.
The CHAIRMAN. That is through the bay.
Lieutenant CASEY. Yes, sir, narrowing to 200 and 150 feet above.
Mr. BOLTON. The district or division engineer has the local people

to testify, whereas the Board of Engineers had the other facts pre
sented to them here in Washington.

Lieutenant CASEY. Well, they did have the facts, and the district
engineer recommended only the deepening of the channel. The
Board of Engineers recommended, on their review, the deepening and
widening, and the Chief of Engineers also recommended the widening
as well. There is quite a bit of information on page 2 as to losses
by various companies operating over that route. For instance, the
Humble Oil & Refining Co. makes an estimate of the money value of
lost time awaiting daylight and arrives at $250,000 for 1930 for the
channel up to Bay Town, and by deduction, $500,000 for the entire
channel, based on the average time lost per vessel at Bay Town, the
estimated number of vessels at Bay Town and the average value of
the vessel's time.

Mr. BOLTON. That is the report from the district engineer?
Lieutenant CASEY. Yes, sir. That is in the district engineer's

report.
Mr. HOUSTON. Do they undertake to operate that channel at night I
Lieutenant CASEY. Generally no, except with small vessels. No

large boats with valuable tonnage attempt to negotiate it at night.
Mr. GAVAGAN. On page 32 I note it is said-
No additional facts or arguments have been submitted by the local interests

for the further improvement except a tabulated statement of ships traversing the
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Houston Ship Channel during the night hours in August, 1931, to indicate th e
extent of night navigation on the channel.

Is it a. fact that night navigation has been increased ~

Mr. BOLTON. On page 22, the engineer, commenting on the ordinary
width of ship channels, says that none of the well-known ship canals
have widths exceeding 150 to 200 feet and the principal difference
between these channels and the bayou section of the Houston Ship
Channel is that the former are straight, while the latter has many
bends. These bends constitute the principal difficulty in navigating.

That may be the reason for the recommendation.
The CHAIRMAN. In regard to the width of channels, you can take

all the Atlantic and Pacific ports and all of the Gulf ports that are at
all comparable with Houston (and there is only one other Gulf port
that handles more freight than Houston, namely, New Orleans) and
the channels are more than twice as wide as this channel. At New
Orleans, the Southwest Pass in the Mississippi is 1,000 feet. Gal
veston, between the jetties, is 800 feet, and in front of the docks, it
is 1,200 feet.

Mr. BOLTON. The bottom is 800 feet wide ~

The CHAIRMAN. You take the Annual Report of the Chief of Engi
neers for 1931. That, of course, gives the commerce of 1929 or 1930.
On page 605 of Volume II at the bottom of the page you will see
the tonnage. For 1921, it was 2,800,000 tons. I will not read all
of these. For 1924, it was 7,000,000 tons; for 1925, it was 9,000,000
tons; for 1926, 10,300,000 tons; 1927, 12,000,000 tons; 1928, 12,981,000
tons; 1929, 13,917,000 tons; 19.30, 15,057,000 tons. It climbed up
approximately a million tons a year, regardless of the depressed
condition, and has kept it up.

lVII'. DIES. What is the principal commodity j
The CHAIRMAN. Oil, cotton, wheat, cottonseed products, are some

of the larger commodities, and then sugar imported and molasses
are quite large items.

Mr. CULKIN. 'Ve had this question up once before of these channel
widths at Galveston.

The CHAIHMAN. Yes. We are extending it up to Houston.
Mr. CULKIN. There does not seem to be any question about the

necessity or propriety of it.
The CIIAIRMAK. 1.J 0, I do not think there is any question about that.

The only question is the cost of securing it is great, and for that rea
son the engineers heretofore have frowned upon it to a certain extent
for the reason it was creating a wider channel.

Structural steel is a large item of trade there.
Mr. DIES. Does the report show that they think it is necessary

to have 400 feet width in order to permit these vessels to pass each
other i
. TI~e CHAIRMAN. For greater facility and it is easier to handle

them. It takes more width to handle the cotton shipments than the
oil shipments. That is, it does not take any more width, but through
the bay they have a wide open way and nothing but buoys ,t o guide
them and they are hard to see at night or in rough weather.

Mr. DIES. If the Government makes these improvements it ouglit
to take care of the growth for a number of years. Four hundred
feet would not do it, would it ~
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The CHAIRMAN. I do not know. Four hundred feet is a very
narrow channel. .

Mr. CULKIK. You would compromise on it now, would you not i
The CHAIRMAN. No, sir; I would want more than that.
Lieutenant CASEy..... Through the bay it is straight, and of course

that is only the point where they are widening it to 400 feet, but
because of the great width of the bay they need such a wide channel.
It is very hard to keep a straight course across a big open waterway
like that under all conditions of fog, wind, and darkness through
a narrow channel.

Mr. CULKIN. With buoys on each side of it?
Lieutenant CASEY. Yes, sir. But with a strong wind the vessel

blows out of its course and you have to provide something between
the edge of the boat and the edge of the channel. For instance, they
give figures of 27 accidents occurring in this section of the channel
during Jannary, 1927, to 1932. Even should the increased width
cost the full sum estimated the carrying charges would come to
around $70,000 a year interest and $50,000 added maintenance. You
are carrying 15,000,000 tons of commerce. which is growing, and it
is a case of whether insurance (and cutting down five or six accidents
a year based on the report we have here) is worth that. additional sum,
as well as effecting economies as reported here. It shows such losses
were sustained by different companies on account of not being able
to operate at night. And of those ca es, one company alone re-
ported a loss of $250,000 in one year. -

Mr. HOUSTON. That loss of $250,000-was it a loss of freight or
tonnage?

Lieutenant CASEY. Loss of t ime, For instance, they have a vessel
and valuable freight there; they have to pay the crew, and for fuel,
insurance and others factors, such as interest, etc.

:NIl'. HOUSTON. Do they go in and out of there on their own power,
or under tow?

Lieutenant CASEY. They go in under their own power.
Mr. HOUSTON. With the large surface of the ship that is against

the wind all the time across there, I do not see how they could keep
in the channel. -

(Thereupon, the committee proceeded to the consideration of
other business.)

x
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