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THE ROLE OF COLUMBIA RIVER TRANSPORTATION 
IN PACIFIC NORTHWEST RESOURCE DEVELOPMENT 

CHAPTER I 

THE PROBLEM 

PURPOSE 

The purpose of this thesis is to determine what 

influence the Columbia River has had upon the develop- 

ment of the natural resources of the Pacific Northwest 

and to predict its future role. The study is limited to 

the main stem of the Columbia hiver and to the states of 

ashington, Oregon, Idaho, and western Montana. In a 

study of this nature, the limits of consideration must 

occasionally be crossed. Certain aspects of regional 

development such as politics and economic trends in the 

United States have been, in several instances, briefly 

examined to give perspective. 

RESEARCH PROCE)URES 

Research involved extensive reading in the litera- 

ture of the region, Interviews with agencies and persons 

corcerned with the Columbia River, and field observations 

from the ground and air. Several days were spent ir the 

Library of Congress. Three weeks were spent in. the 

archives of the Oregon Historical Society. Interviews 
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were conducted with the officials of the Oregon Wheat 

Growers' League, Ivan Bloch and Associates, the U.S. Army 

Corps of En4neers, Portland District, the Inland 1npire 

Vaterways Association, the Port of Portland, and The 

Dalles Chamber of Commerce. One automobile trip was made 

from the United States-Canadian border to the mouth of 

the Colunoia River. Several individual trips to various 

points ori the river also were made. One fliht at high 

altitude (30,000 feet indicated) and one flight at medium 

altitude (12,000 feet indicated) were made from the 

headwaters to the mouth of the river. 

0RGANIZATIOi OF STUDY 

The organization of research analysis, arid the 

report follows the sequence of time, grouped into the 

six periods: (1) the discovery and exploration of the 

Columbia River; (2) the early settlement of the Columbia 

River Basin; (3) nineteenth century transportation; 
(4) the early twentieth century; (5) the period of 

planned development; and (6) the future. 
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CHAPTER II 

THE REGION AND THE RIVER 

The Columbia River is the unifying feature of the 

Pacific orthwest. Cutting throu4ì the heart of the 

region, it provides many beneficial uses. It is an im- 

portant hydroelectric producer; a source of irrigation 

water for large areas of the dry interior; a provider 

for a salmon fishing industry; a source of water supply 

for many urban centers and industries along its course; 

and is enjoyed as a recreation facility. The Columbia 

River is, moreover, a natural transportation artery, arid 

in this function has served to move valuable commerce 

since the fur trade. In so doing it iias played an Im- 

portant role in Pacific Northwest development. 

THE RIVER 

The Colunbia River rises in a flat stretch of grey 

silt one mile south of Columbia Lake in the Rocky Moun- 

tain trench at an elevation of 2,625 feet. The parent 

stream comes out of the ground a mere spring. Columbia 

Lake, which receives the young river, is thirteen miles 

long about two and one-half wide. Most of the water 

in this lake comes from subterranean springs. The 

Columbia River leaves Columbia Lake and meanders 188 
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miles northwesterly to the Big Bend, joined enroute by 

several relatively small streams. Southward from the Big 

Bend, the Columbia has numerous tributaries, several oÍ 

considerable maitude; especially noteworthy are: (in 

order from the headwaters) the Canoe, Kooteriay, Pend 

Oreille, Kettle, Spokane, Okanogan, Methow, enatchee, 

Yakima, Snake, Umatilla, Jobri Day, Desehutes, Klickitat, 

illamette, and the Cowlitz Rivers (see Appendix 3). 

The length of the Columbia River from headwaters to 

mouth is 1,207 miles and its total drainage basin is 

259,000 square miles in Canada and the United States. 

At its mouth, the Columbia River discharges sii average 

of 280,000 cubIc feet per second into the Pacific Ocean. 

In floodtime, it has discharged as much as 1,250,000 

cubic feet per second. The minimum discharge has been as 

low as 35,000 cubic feet per second. The current, in the 

upper reaches, is accelerated by rugged terrain and a 

relatively steep descent. :.ithin a distance of 501 

miles, between the source of the Columbia and confluence 

of the Spokane j:jver, there is a descent of 1,045 feet 

(118). 

The width of the Columbia Hiker at the mouth, 

between the points of Peacock Spit and Clatsop Spit, is 

17,500 feet and between the outer points of the north 

jetty and south jetty, 10,000 feet (120). The ship 
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charniel at the mouth of the river Is maintained 39 feet 

deep and 2700 feet wide (120). The channel currently is 

being dredged by the U.S. Army Corps of Engineers to a 

depth of 48 feet to Vancouver (120). Upstream from 

Vancouver the ship channel is best described as being in 

two sections, one the tidal section and the other the 

Dorineville pool section (120). The tidal section extends 

39 miles to Bonneville Dam and the pool section 45 miles 

farther (120). They are Integrated for navigation by a 
ship lock in Bonneville Darn. The controlling depth from 

Vancouver to The Dalles is 15 feet (120). 

Beyond The Dalles, there are various depths due to 

the several pools formed by Improvemtnts but the control- 

ling depth at this time is 7 feet. This depth goes as 

far as Ringold. The two largest pools are at The Dalles 

and McNary. rfte Dalles pool extends upriver 25 miles to 

John Day and the cIary pool extends 75 miles to Ringold 

on the Columbia and 10 miles up the Snake. The John Day 

pool upon completion will extend 75 miles to McNary. It 

Is anticipated that Ghe channel will be controlled at 

between 7 and lO feet from The Dalles to Ringold (118). 



THE REGION 

The Pacific orthwest is a region of diversity of 

1ard relief, climate, and natural vegetation. A majority 

of the region is filled dth mountairs and broad plateaus. 

Several areas of low to moderate reliel ad smooth 

topography do exist; in these are concentrated the agri- 

cultural and industrial activities and principal popula- 

tion centers (55). The more important areas of develop- 

ment are the VJ.11amotte-Puget Lowland, Yakima Valleys, 

central plain of the Columbia Basin, borders of the 

Columbia Basin, and the Snake River Plain (55). 

The Cascade Mountain Range has a primary influence 

over the climate of the Pacific Northwest. These moun- 

tains separate the more humid wester: area from the drier 
interior. Temperatures are moderate throuhout the 

region due to the proximity of the Pacific Ocean (43). 

Natural vegetation ranges from temperate rainforest 
on the mild humid coast to desert plants in the driest 
portions of the interior. On the west slopes of the 

Cascades and Coast Mountairs are the heaviest and best 

stands of timber in the United States. Open pine forests 
cover the east slopes of the Cascades, Central Mountains, 

and the Iorthern Rockies. Lighter rainfall results in 

grasslands and desert shrubs in the basins and plateaus 
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of the iritermontane areas (55). 

The Pacific ;orthwest fronts on the Pacific Ocean 

and is in a good position for foreign trade. Puget Sound 

and Columbia River ports have access to the products arid 

maTkets of the entire Pacific Basin. The Columbia River 

permits ocean-going vessels inland to Portlard and reu1ar 

barge traffic upstream as far as Paseo (26). 

The economy of the Pacific Porthwest is f Irnily based 

on the natural resources of the region. Climate, soil, 

and water in varied conditions and combinations provide 

wide agricultural activity and livestock possibilities. 

The region's forests are the base for its most signiíi- 

cant industry (26). 

Timoer and agriculture have shaped the development 

of the region (64). Prior to 1938, the economy primarily 

provided raw materials rather than end products (64). 

Since 1938, large amounts of low cost electricity have 

been available because of the construction of large dams 

and power plants on the Columbia River (13). The avail- 

ability of power, an increased labor supply, the arrival 

of petroleum and natural gas by pipeline, an increasing 

technology have all combined to brin about a major 

change in the economic pattern of the region. Processing 

and fabrication have increased. Population in the region 

has increased and service industries and retail, 



wholesale, and extraregional trade have increased to meet 

the resultant demands (55). 

The future of the Pacific Northwest appears bright 

because the regiones resources have riot been fully devel- 

oped. Perhaps the greatest underdeveloped asset is the 

Columbia River. This great stream has possibilities for 

extended use for navigation, hydroelectricity, irriga- 

tion, water suply, cormnercial fishing, and recreation. 



CHAPTER III 

DISCOVERY AìD EXPLORATION 

DISCOVERY 

Long before the P11r1ms landed on Plymouth Rock, 

a Pacific waterway had been the object of search and 

discussion in several parts of the world (108). HIstoric 

accounts of the search for the Columbia River begin In 

1542 and from that date records show the attempts of 

several adventurers to find the river (125). In 1592, 

Juan de Fuca claimed to have sihted the entrance to a 

passage in the vicinity of where the Pacific waterway 

supposedly was located (108). Some Individuals claimed 

to have made complete journeys through the Inland reaches 

of the waterway. Legend grew through the years. 

The Great Lakes were calculated to be an inside 

lagoon through which the waterway might be reached. 

Early charts of the Missouri showed this waterway of 

early conjecture to be within portage distance of the 

iVIssouri's headwaters (108). 

These stories and charts influenced geopolitical 

thought to a considerable degree. It was believed that 

the nation first able to patent its claim to the area 

through which t:.ese waters must flow would rule the New 

1Vorld (108). 
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In 1792, flobert Gray, an American, and Captain 

Georbe Vancouver, a British subject, were coasting the 

north Pacific in search or iur resources (102). Vancouver 

missed the mouth on his attempt to find the river, enter- 
ing Pu(et Sound to the north. Records indicate that some 

of Vancouver's crew noticed discoloration of the ater 
but Vancowier refused to retard this as siiificant. 
Gray also sighted the discoloratioi o1 the water and 

advised Vancouver that there was a river nearby. 

Vancouver discounted Gray's opinion, holding him in dis- 

dain for being a merchant trader and a ankee (108). On 

May 11, 1792, after the spring floods subsided, Gray re- 
turned and with the help of lucky tides managed to bring 
his brig, the Columbia, through the shifting channel 

(108). This was, indeed, the great Ourigan Rivers (as 

lt had been called for a rumber of years by the Allegheny 

frontiersmen (108).) Gray chose not to accept the older 
designation and entered in his log a new name, Columbia's 

River, in honor of his ship (108). 
Upon learning of Gray's discovery, Vancouver sent 

one of his lieutenants up t river and made several 
claims: (1) Graj had not actually entered the river, but 
had sailed aimlessly around in the sound at the river's 
mouth; (2) it was doubtful that any river actually 
existed, and even 1f it did, it was a minor one and would 
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be of no value to the Crown; and (3) his (Vancouver's) 

deputy had claimcd the river for the British Empire (71). 

Vancouver's claims must not have appeared as contradic- 

tory and ludicrous in England as they appear to any 

reader today, because that nation later based her rights 

to the nation on them (81). 

Neither man had the resources to put personnel or 

provisions ashore as a conquering party. In any event, 

at that time, neither .iìatlori would have wanted to contest 

the possession of property of such doubtful value. 

Credit probably should :o to both Vancouver and Gray 

for the discovery of the breatest Pacific river In North 

Ame r i c a. 

The story of a mighty river of 

carried by land by the early fur tr 

Carver, an adventurer who dared the 

Minnesota as ear1y as 1767, brought 

settlements tales of a mighty river 

the setting sun (75). 

LXPLORATI ON 

the west also was 

ders (75). Jonothan 

urichartered area of 

back to eastern 

that emptied into 

The history of the early explorations of the Pacific 

Northwest and the Columbia River is extremely interesting. 

The people Involved In exploration and early aevelopment 

of the region arid the river comprise an impressive list. 
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There was Alexander MacKenzie who, in 1893, discovered 

the upper reaches of the Columbia; Lewis ar;d Clark, who 

made their famous trek in 1805; Simon Fraser arid John 

Stuart, who traveled in 1806-6; Daniel Harmon, who ex- 

plored in 1810; and N11son Price Hunt, who explored in 

1811 (27). Thereafter nearly all of the leading men of 

the Northwest Company, a Canadian organization, and the 

Hudson's Bay Company braved the hardships and dangers of 

the trip over the Rocky Mountains and down the turbulent 

waters of the Columbia and Fraser lUvers (31). John 

McLoughlin, Jemes Douglas and Peter Skene Ogden, Nathaniel 

J. Wyeth, and the first missionaries such as Jededish 

Smith, all led az.peditios or traveled alone westward 

(116). Perhaps the greatest explorer of all was David 

Thompson, an En1ish fur trader, who discovered the head 

waters of the Columbia i 1807 and in 1811 traversed the 

entire length of the stream from source to mouth (116). 

Adventurers, leaders, business men, military men, mis- 

sionaries, arid others--all geographers in their own 

fashion--contributed to the imowledge of the region and 

the "River of the Vest." 
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CHAPTER IV 

EARLY SETTLEME!T OF THE COLUMBIA RIVER BASIN 

THE FUR TRADE 

During the early days of exploration and settlement 

of the Pacific Northwest, fur tradirì was the principal 

activity of the white man (25). This trade depended 

heavily upon the Columbia River and its tributarles for 

regional access and transportation. The Columbia River 

system was plied by the small vessels of the Boston mer- 

chants as well as the bateaux and canoes of the Hudson's 

Bay Company (25). 

The lucrative fur trade was, at first, entirely 

dependent upon supplies from abroad. The supplies were 

delivered from London or Boston by ship and the ships 

were loaded with the valuable furs for the return cargo 

(51). 

The Hudson's Bay Company, under the leadership of 

Dr. Jobì-ì McLoughlin, gained and held a virtual monopoly 

on activities in the Pacific Northwest (51). This monop- 

oly was maintained until 1834. By that year the white 

male population reached a total of about 200 (60); these 

men, however, lived In a rigidly ordered fashion. More- 

over, they were inclined to perpetuate tuis order, or at 

least to submit gracefully to its perpetuation51). Furs 
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were the first consideration and permanent settlement 

secondary with most of them. 

TERRITORIAL OWNERSHIP DISPUTE 

It was inevitable that the question of title and 

possession of the Pacific Northwest would have to be 

answered. 10 one imew the territory completely or even 

well enough to accurately map it (70). Therefore, the 

area in question could not be arecisely determined. This 

fact did not deter the contestants for title. 

After the ;ar of 1812, the United States claimed the 

return of Fort Astoria which was in British hands. The 

British claimed that Fort Astoria had been sold to Great 

Britain and the United States claimed the British had 

taken it during the war. Great Britain returned Fort 

Astoria but stated that none of the territory of the 

Pacific Northwest other than the town was returned (84). 

She still claimed the rest of the Pacific ìorthwest. 

In 1818, the same year as the return of Fort Astoria, 

the United States arid Great Britain rade a commercial 

treaty. In this treaty lt was stated that they did not 

know to which country the territory belonged, but since 

both claimed it, until ownership was resolved, the people 

of both nations were permitted in the region. This was 
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the joint-occupancy treaty (84). 

In 1846 the United States received title to the 

territory by treaty with Great Britain (84). In this the 

present boundary between Canada and the United States was 

establi shed. 

ARRIVAL OF PERMMJET SETTLERS 

Americans had started to arrive in the Facific 

Uorthwest with permanent settlement in mind in 1834 (75). 

This was contrary to the desires of the Hudson's Bay 

Company for two reasons. The more important was the need 

to preserve the natural habitat of the beaver to perpet- 

uate the abundance of furs necessary for profitable 

operations. The second reason was the desire to maintain 

the friendly relations with the Indians who not only 

tolerated the Company but aided in bringing furs to its 

posts. The policy of the Hudson's Bay Company was to 

hold to a minimum the use of land for farming arid con- 

struction, thereby little disturbing the Indians. Per-. 

manent and growing settlement of the region would destroy 

the beaver colonies and disturb the Indians to the degree 

that the fur trade would no longer be a profitable opera- 

tion. In both reasons the Hudson's Lay Company was 

correct as to results (71). 

The Americans were not to be deterred in their 
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desire to settle tne region. It was the Independent 

spirit of these early settlers that would soon spell the 

end of the Hudson's Bay Company In the region. American 

settlers were joined by some of the active and retired 

employees of the Hudson's Bay Company. This alliance of 

people, an Increasing demand for products other than 

furs, and the private building of the ship, the Star of 

Oregon, In 1843 all combined to break the monopoly of 

the Hudson's Bay Company and pave the way for settlement 

and development of the resources throughout the Columbia 

River Basin. 
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CHAPTER V 

COLTJ11BIA RIVER TRAUSPORTATIO IN THE NINETEENTH CENTURY 

hARLIEST TRANSPORTATION ON ThE RIVER 

The earliest use of the Columbia River by the white 

man for resource utilization was in the fur trade. This 

was for ari exploitive purpose and not for permanent set- 
tiement aiid deve1opmert. The second use of the river was 

as a transportation artery for settlers, coming overland, 

from the Mississippi Valley (70). In 1843 the first 
large wagon train, a migration of BOO persons, crossed 

the plains snd mountains from the east (70). Several of 

the families in this train built boats at Walla Walla and 

descerded the Columbia to the mouth of the Willamette 

River. They then went up the illamette, settled and 

began to farm the rich land of the illamette Valley. 

Ir many caser. families, arriving in the territory from 

the east, traveled down the Columbia River in the boats 

of the Hudson's Bay Company, which were sent up the river 
to The Dalles to meet them. Even though the Hudson's Bay 

Company wanted to keep the territory from being settled, 
Dr. John. McLoughlin would not permit persons newly ar- 
rived to suffer undue hardship just to keep the monopoly 

of the Company (31). 



There were two routes of going to Vancouver from 

Fort Va11a Waila. One was b water, 1f there were boats. 

The other was over a rgh mountain trail through a land 

frequented by bands of robber Ldians. Horses and cattle 
were always driven by the trail. In later sears a road 

called i3arlowts hoad was cut through the forests south 

of Mount Hood. Then, instead of first going to Fort 

Vancouver, the livestock were driven over the road di- 

rectly to the Willamette Valley (12). 

Fort Vancouver was the trans-shipping point for two 

worlds for nearly seventy years until 1855 (31). It was 

the point where supplies arrived for the fur traders from 

Europe and served as the gathering point for furs to be 

shipped to China (19). It was a busy place and the 

center of the white man's civilization on the Pacific 

Northwest frontier. 
During the first half of the nineteenth century the 

Columbia River was the major artery of commerce. It 
served the fur trade, the early migrants 'Çri their arrival 
an the settlers iii movement of their produce. Almost 

all activity of the white man In the Pacific Northwest 

was built around the Columbia 1iver and its tributaries. 
How completely the people of this period were dependent 

upon the river is revealed ir a currency act of 1845. 

The act made wheat, hides, lumber, ad "other articles 
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of' export of this territory" lawful tender, provided the 

same be delivered to "polts on the naviab1e streams" 

(23). 

During this period the two economies, fur trade and 

settler agriculture, existed side by side, each strongly 

dependent upon the rivers. The trapper depended upon the 

streams for their bounty as well as transportation. The 

settlers used the rivers for transportation and the 

powering of their mills. 

CALIFORNIA GOLD RUSH PERIOD 

The California gold rush, starting in 1848, marked 

the beinnirg of a mature and more varied commerce on the 

Columbia hiver. The requirements for lumber, aricu1- 

turai products, and items of hardware increased spec- 

tacularly (102). The nearest supplier of the needed 

items was the tacific Northwest and the Californians 

turned to this region, which could be reached by water, 

to fill their demands. 

By the time of the gold rush several villages and 

towns had been built along the Columbia and il1amette 

rivers. The residents of each hoped their particular 

town would become the metropolis of the river transporta- 

tior! (127). Among these, Oregon City, the region's first 

platted town, was considered to be in the most strategic 
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pOSiiO.Lì to becne the leading river trade town. This 

belief was based upon its location at the falls of the 

Vil1amette anà nearness to the mouth of the Columbia. 

Astoria, on the Columbia, as a thriving town in 1850 and 

was cor.sidered strategic because of its proximity to the 

ocean (127). For natural reasons, however, Portland was 

destined to become the Important port of the regio. In 

1840, when the fur trade had ceased to be the sole in- 

terest of the Hudson's Bay Company, Portland vvas in a 

good position to meet the increased market for lumber 

because it had the most sawmills in bhe basin. In addi- 

tion, it was well located for river traffic. By this 
time lumber had begun to increase in quantity arid in 

demand, In 1850, when the Pacific orthwest first felt 
the full impact of the California gold xsh, Portland 

was in a good position as a port and supplier of lumber4 

Ships sailed up the coast from California and entered 

the Columbia Piver and then the Willamette. It was not 

long before Portland became the major depot for the 

California trade. Prior to 1849 only three or four 

ships carne up the Columbia River per year. In 1850 

fifty ships sailed up the Columbia (39). 

Durin[ this period the first steamship built in the 

Pacific Northwest, the Columbia, was launched. This 

ushered in the steamboat era. 
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The main streûm of commerce of this period flowed on 

the Columbia River as far as The Dalles (28). In the 

1850's a portage was built at The Dalles and, because of 

this connection, commerce moved further inland on the 

Columbia and up the Snake River encouraging expansion in 

the transportation business (28). The first big monopoly 

in transportation on the Columbia, the Oregon Steamship 

Navigation Company, was organized in 1860, as a direct r- 

suit of the increased demands of the gold rush period 

(28). 

PACIFIC NORTHWEST GOLD RUSHES 

The California gold rush was followed by a short- 

lived stampede to Sailor Diggings in the Klamath ?oun- 

tains ir 1851. After the discovery of gold in Oregon, 

prospecting began throughout the Pacific horthwest. 

Several deposits were found in the territory. The area 

east of the Cascades proved to be the richest (70). The 

deposits were, for the most part, in very remote regions, 

and mining did not become significant until after the 

peace treaty with the Indians in 1869 (70). 

The Columbia River was the best route through the 

Cascades to the gold mining regions. Pack trains were 

used to carry supplies from the river into the mining 

camps, commonly over long and danLerous trails. Wagon 
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trains were attempted but the roads wore inadequate and 

soon wagon transportation was relegated to local use (70). 

The market for beef and wheat grew rapidly during 

the gold rush periods. Ranches for production of beef 

were established ifl the grasslands east of the Cascades. 

Theat farming increased throughout the farming lands of 

the region. The products of these activiies were 

shipped by land and water to the Columbia River for down- 

stream movement. 

The dominant freight on the Columbia was upstream 

until 1867. After that yesr downstream freight increased 
steadily. The Oregon Steam :aviation Company records of 

freight id passengers carried downstream from 1861 to 

1864 indicate the following movements (127): 

Year Passengers Freight (tons) 
1861 10,500 6,290 
1862 24,500 14,550 
1863 22,000 17,646 
1864 36,000 21,834 

These records indicate that in 1867 there were 258 

vessels with an aggregate of 205,401 tons of freight 
moved on trie Columbia hiver. Downstream traffic involved 

93 vessels with an aggregate freight of 72,000 tons. An 

indication of the increase in downstream traffic is shown 

by the fact that in 1865, 34 vessels carrying 24,000 tons 

went downstream (127). 
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Foreiì trade from the Pacific Lorthwest reached a 

new high in 1867. In July of that jear, 58 vessels de- 

parted from Portland for foreign ports. The total de- 

partures were 318 vessels with a total of 127,859 tons. 

The value of these ships was 578,366 (131). 

COLUMBIA RIVER NAVIGATI IMPROVEMTS 

In its :ciatura]. state the Columbia River contained a 

number of obstacles to navigation. These began. with the 

dangerous bar at the mouth and included several rapids 

and falls in the river up to the headwaters. Interest 

in improving the river for navigation was the subject of 

considerable discussion in the nineteenth century. At- 

tempts to improve the channel for nav1atio were made 

by groups of people organized for that purpose, by trans- 

portation companies, territorial and state legislatures, 

and the Federal G-overmnent (73). 

The settlers built a portage road around Ceiulo 

Falls and The Dalles in the early nineteenth century. 

In 1850 a wooden tram road was built on the north side 

of the river around the Cascades (28). In 1857 the 

Oregon Steam Navigation Company built a steam railroad 

on the north side of the river from The Dalles to Celilo 

that cormenced operations in 1862 (10). In 1864 the city 

of Portland financed an attempt to eliminate the bar at 
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the mouth of the Willamette that vould facilitate access 

to the Willamette and thereby improve Columbia River 

navigation. This attempt was not successful (lo). 

The Federal Government bean expenditures for im- 

provement of the Columbia in 1866 by appropriating 

87l.49 in support of the work on the bar at the mouth 

of the Willamette (26). 

IMPACT OF THE RAILROADS ON THE COLUMBIA RIVER 

River transportation was the principal form in the 

Pacific Lorthwest until 1880 (26). The Columbia River 

dominated the transportation because it was suitable for 

navigation of ocean going vessels and was the outlet to 

the sea for all of the tributaries in the territory. The 

major disadvantage of the rivers was that such transpor- 

tatlon was regional and did not directly connect the 

Pacific Northwest with the rest of the nation. Moreover, 

the fixed position of the streams rigidly controlled the 

area of access and services. The residents of the terri- 

tory had been aware of these problems before 1850 (59). 

As early as 1850 there wLs talk of railroads being de- 

sirable. The trans-continental line that had reached 

Sari Francisco in 1869 stimulated interest for such 

service to the Pacific Lorthwest. This interest turned 

to agitation and finally, in 1883, the first 
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trarLs-colltinental railroad to the region reached Portland 

(59). This line followed the south bank of the Columbia 

River. During the late 1880's other railroads were built 
within the territory and supplemented and in many cases 

competed with the river traffic. 
The arrival of the railroads rapidly brought a de- 

dine to freight traffic on the Columbia arid its major 

tributaries (121). There were several reasons for this. 
The major factor was that the distance from eastern 

United States to the Pacific was cut in half. It was no 

longer necessary for the long ocean trip from Atlantic 

ports to the ports of the acific. The second major 

reason was that the railroads were faster and had spur 

lines and marshalling yards conveniently located for 

service to the major producing areas of the Pacific 

iorthwest (59). 

The building of the trans-continental railroads to 

the Pacific Northwest set the stage for a new era of 

development in the region. Above Portland, river trams- 

portation and river influence In the area's development 

declined rapidly and did riot again assume a significant 
role until after the first quarter of the twentieth 

century. 



CHAPTER VI 

RIVER TRANSPORTATION IN THE EARLY TWENTIETH CENTURY 

COLUMBIA RIVER PORTS 

The use of the Columbia lUver below Portland In- 

creased after the arrival of the railroads. The rail- 

roads Increased the stature of Portland as an ocean port 

by increasing greatly Its service area. Ocean-going 

vessels came up the Columbia to Portland to load and 

unload cargo. In 1907, 1220 ocean-going vessels, regis- 

tering more than 1,700,000 tons, net, entered and cleared 

the cityts harbor. An Indication of the economic growth 

of the Pacific Northwest can be noted in the shipments 

out of Portland, In 1907, 175 mIllion feet of lumber 

arid 18 millIon bushels of wheat end flour were exported. 

In December of 1907, 3 million bushels of wheat were 

shipped from the city. In 1908, the value of wheat and 

flour shipped from Portland totaled ,l8,34O,4O5 (2). 

There was an aggregate of 162,089,000 feet of lumber 

shipped in the sanie year. Between 1890 and 1909, one 

fifth of the two billion feet of lumber cut In the 

Pacific Northwest each year was sawed at Portland (2). 

Portland was not the only city that benefited from 

its proximity to the Columbia River. Astoria, in 1910, 
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milled and exported 263,500,000 feet of lumber (136). 

Eight log rafts (which do not appear in lumbering statis- 

tics for 1910) containing five million feet each, were 

towed to California after being floated down the Columbia 

arid gathered at Astoria (1). 

WORLD LAR I YiARS 

The Facific orthwest economy leveled off shortly 

before the beinnixig of world ar I. The urgency of the 

war, however, carried the economy of the region sharply 

upward. An indication of the growth of the region is 

shown bj Seattle moving from 62nd to 25th place among 

the nation's industrial cities and Portland moving from 

58th to 40th position (64). In value of prodxts, the 

states of Oregon, Washington, and Idaho increased their 

output from 383,O0O,OOO to l,225,000,00O from 1914 to 

1919 (64). During this period the Columbia diver had a 

brief gain in transportation use, principally in the 

lumber industry (64). The production of timber products 

increased sharply during the years 1914-19 and because 

of the shortage of railroad cars approximately one-half 

of the volume was shipped on the Columbia to Portland 

for redistribution. An Important activity of the region 

during this period was ship building. The deep water 



of a harbor located a considerable distance inland was 

coxLsidered desirable for this purpose. During the war, 

about l. percent of the total Pacific Northwest exports 

of wheat moved on the Columbia (62). The major portion 

of the activity continued to be on the reach from Portlaid 

to the sea (67). 

After the end of Viorld War I the activity in the 

Pacific iorthwest declined. the levelling point, how- 

ever, remained higher than that prior to the war (64). 

Transportation on the Columbia River above Portland de- 

clined and again was insiificant in amount, exerting 

little influence on the region's development. 
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CHAPTER VII 

PERI OD OF PLANNED DEVELOPMENT 

REQUIREMET FOR RIVER DEVELOPMEI.T 

The population of the Pacific Northwest rose rapidly 

during the first quarter of the twentieth century. Al- 

though development of the region's resources was proess- 

Ing steadily, unemployment had become a cause for concern 

in the mid-twenties (64). ThIs factor plus a general 

consensus that industrial activity should be broadened 

caused many interested groups to inventory the region's 

potential. At the time economic activity and industry 

were based on agriculture and lumbering. The lumber 

trade with the Orient grew id there was an increase in 

marketing of lumber products in the middle-west and 

eastern United States owing to depletion of the forests 

of the southern pine region. ar_sighted leaders in the 

Pacific Northwest felt that the existing patterx of 

activity could not alone sustain a growing populatlox. 

Broadening of the region's industry w.s hindered by the 

critical shortage of a source of cheap power. With fossil 

fuels absent, the Columbia River and its tributaries came 

into consideration as a possible source of supply. 

A survey to determine the Columbia River potential 

was begun in 1927 by the Var Department (76). This 



survey was significant because it considered the several 

possible uses of the Columbia River system and was made 

with the integration of the complete system in mind (76). 

Of particular interest to transportation was the indu- 

sion of the installation of ship locks in the first pro- 

posed dam (Bonneville) to enable ocean-going vessels to 

proceed up the Columbia as far as The Dalles (67). 

BEGINN IGS OF THE MULT I -PURPOSE C OLUMB IA 

With the advent of the 1930's a decade of steady 

growth ceased abruptly. The 1930's were the years of the 

great economic depression of the entire nation. Coinci- 

dent with the depression were the drouths arid dust storms 

of the middle-west. Many of the people from the stricken 

areas looked to the Pacific :o th t for resettlement. 

Once again immigrants came westward following closely the 

historic route taken by early settlers nearly 90 years 

before. 

The development of the Columbia River system was 

expedited in order to meet the demands of a swollen and 

stricken population. In 1933 construction was started 

on two huge multi-purpose darns on the Columbia River: 

Bonneville, 145 miles frorri the mouth of the Columbia, 

and Grand Coulee, 452 miles above Bonneville (18). 
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Bonneville, primarily a power and navigation project, 

started generation of power in 1938 and Grand Coulee 

began operation in 1941 (18). 

Transportation on the Columbia River above Bonnevifle 

almost Immediately showed a sharp upward trend after 

Bonneville lock was opened. The fo11owin compilation 

indicates the growth of traffic or: the Columbia after 

the first improvements were made (16): 

BONNEVILLE LOCKS 
(Freight in Short Tons) 

Year Petroleum Logs and Piling All Other 

1938 51,470 76,470 28,239 
1939 217,518 145,332 51,239 
1940 357,386 292,414 46,889 
1941 409,937 255,705 257,705 
1942 379,437 174,042 138,542 
1943 529,242 133,833 18,590 

DALLES- CELILO 
(Freight In Short Tons) 

Year Petroleum Logs arid Piling All Other 

1938 26,035 12,447 
1939 120,013 19,529 
1940 294,438 29,523 
1041 363,366 29,497 
1942 317,544 5,890 
1943 422,740 10,405 

Transportation on the river was stimulated greatly 

by World .ar II. A situation similar to that of Vorld 

War I arose--shortaL)e of railroad equipment. This was 

met with greater facility by the Columbia Hiver because 
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of the existence of the bonneville lock arid the deeper 

channel to The I)alles provided by the Bonneville Pool 

(16). 

The principal downstream movement was in rorest and 

agricultural products, especially wheat and flour. The 

upstream commodities were forest and petroleum products, 

building materials such as sand, gravel, and cement, and 

commercial fertilizers (16). 

Less than 400,000 tons of cargo were transported 

past Bonneville in the six year period prior to 1938. 

In the six year period, 1938 to 1943 inclusive, 3,583,497 

tons passed through Bonneville, almost nine times the 

volume of the preceding six year period. In 1946 more 

than 4500 vessels and rafts used the lock, transporting 

up and down the river a total of 1,018,769 tons. By 1951 

this total increased to 1,376,688 tons annually and 

6,437 vessels and rafts were using the facilities. 
During the period 1938-51, a total of 65,072 vessels and 

rafts of various types passed through Bonneville lock 

carrying a total cargo of more than twelve million tons 

(118). 

Records of Celilo Canal traffic show that 1938 

traffic was equivalent to all of the traffic during the 

previous 22 years (118). 
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Since the opening of The Dalles lock and the cover- 

Ing of the Celilo rapids by the deeper water of The 

Dalles pool, the upstream traffic above this point has 

increased. The principal traffic is deep draft barge. 

Downstream traffic is principally wheat and the upstream 

traffic petroleum. The McNary locks, opened ir 1953, 

have materially increased the length of the navigation 

chanrel. Barges now go as far as Ringold. The Port of 

Pasco is growing rapidly because it is the principal 

wheat depot beyond The Dalles as well as the terminus of 

a multi-purpose petroleum pipeline from Salt Lake City. 

Approximately 90 percent of the petroleum going down the 

Columbia originates at Pasco. An anomolous situation 

exists in that petroleum goes both directions on the 

Columbia and the,upstream amount is increasing. Upstream 

petroleum is usually gasoline and fuel oils, i.e., refined 

products, whereas 3ownstrearn petroleum products vary with 

the market price. 

Comparative data of traffic on the Columbia River 

from 1930 through 195? indicates the increase in the use 

of the river for transportation (15): 
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COMPARATIVE STATEMFT OF TRAFFIC 

THROUGH THROUGH THE DALLES 
B:LNEVILLE LOCK DAM AD THE DALLES 

YEAR _______________ CELILO CAÌAL 

1930 79,747 none 
193]. 105,717 987 
1932 59,717 408 
1933 85,815 15,640 
1934 87,029 23,408 
1935 67,527 3,631 
1936 59,490 7,295 
1937 15,228 5,626 
1938 161,920 44,349 
1939 416,814 139,542 
1940 707,444 325,900 
1941 923,606 392,863 
1942 692,021 324,013 
1943 681,665 433,145 
1944 791,919 559,339 
1945 802,901 598,980 
1946 1,018,679 744,352 
1947 1,150,581 804,572 
1948 1,139,997 699,077 
1949 1,340,336 900,246 
1950 1,143,901 834,303 
1951 1,357,852 1,022,997 
1952 1,521,616 1,023,395 
1953 1,343,575 785,445 
1954 1,372,725 791,192 
1955 1,578,865 1,061,691 
1956 1,518,924 1,139,563 
1957 1,510,003 1,181,198 

The principal item of upstream traffic in 1956 was 
petroleum (15). The fo11owin table indicates major 
shipments by commodity for that year (16): 
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REPORT OF COMMEICE CALDER YE 1956 

Through 
Bonneville Lock 

Commodity Unit Upstream Dowiistream 

Gasoline Gals 109,129,692 20,675,988 
Tons 337,209 63,890 

Stove Oil Gals 23,165,936 2,763,935 
Tons 78,187 9,329 

Diesel Oil Gals 44,800,885 18,434,180 
Tons 157,474 64,796 

Misc Petrol Gals 28,296,770 478,935 
Products Tons 109,382 1,480 

Rafted Logs Ft. 2,275,000 71,231,000 
Tons 8,531 267,113 

Wheat Tor.s 300,214 
Barley Tons 11,634 
Sand and Gravel Tons 9,143 
Miscellaneous Tons 95,984 2,666 

TOTAL Tons 795,910 712,122 

Through 
The Dalles-Celilo Canal 

Cornmodity Unit Upstream Downstream 

Gasoline Gals 104,681,538 20,417,043 
Tons 323,467 63,090 

Stove Oil Gals 22,744,967 2,218,220 
Tons 76,672 7,487 

Diesel Oil Gals 40,613,252 18,283,104 
Tons 142,756 64,265 

Misc Petrol Gals 28,547,844 478,935 
Products Tons 110,178 1,480 

Raf'ted Logs Ft. 
Tons-- - -- - 

Wheat Tons --- 298,641 
Barley Tons --- 11,634 
Sand arid Gravel Tonìs --- 
Miscellaneous Tons 53,049 2,775 

TOTAL Tons 706,212 449,373 
Total Up-bound and down-bound: 1,517,032 tons 
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DuririL, the year 1957, the Lonrevi11e lock traffic 

was as follows (16): 

Commercial towboats 2,691 
Commercial barbes 2,774 
Miscellaneous craft 526 
Rafts 496 

TOTAL 6,487 

The foliowin;, statement of freight traffic for 1956 

indicates selected items with shipments totaling over 

100,000 tons Lì upstream traffic (16): 

FREIGHT TRAFFIC 1956 
Columbia River, Mouth to International Boundary 

(Consolidated Report) 
(Short tons) 

Commodity Total 

Corn 139,383 
Barley arid rye 573,723 
Wheat 2,977,021 
Wheat flour 154,486 
Logs 18,261 
Rafted logs 5,660,169 
Wood Non-manufactured 245,031 
Lumber and shingles 674,282 
Standard newsprint paper 133,069 
Paper 491,003 
iotor fuel and gasoline 2,617,923 
Gas, oil, distillate fuel oil 2,180,913 
Petroleum crude 190,440 
Residual fuel oil 2,348,215 
Petroleum asphalt 201,479 
Building asphalt 204,674 
Salt 114,498 
Sand, gravel, crushed rock 758,665 
Iron and steel scrap 181,938 
Industrial chemicals 110,254 
Waste Materials 117,600 
Department of Defense 242,212 

Total ton-miles in 1956 for ali commodities: 1,672,873,257. 
Total tons for all commodities: 2,157,596. 
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The principal items of dowiiriver traffic in 1957 

were lumber, wheat, arid flour. There were 121,711,412 

bushels of wheat and 3,746,419 cwt. of flour. 

During the period of planned development, the 

Columbia River transportation has contributed to the 

growth of the Pacific Northwest by providing a means of 

movement of large amounts of bulk products. Moreover, 

the multiple-purpose development of the Columbia River 

has increased agricultural production and encouraged 

growth of industrial activity which in turn have added 

to the frei;ht on the river. 



CHAPTER VIII 

THE FUTURE 

FO1J1'DATION FOR THE FUTURE 

The Pacific Northwest is the gateway to Alaska and 

the shortest Great Circle route from the United States 
to Japan and the Orient, The Columbia River, flowing to 
the Pacific cean, provides access into the heart of the 
reion. Its ports at present are important transfer 
points for ocear, river, rail, motor vehicle, and air 
transport. 

The Columbia Basin Inter-Agency Committee, in 1952, 

sunimarized the Pacific Lorthwest, its resources, and its 
location in reference to the future as follows (14): 

"The Pacific orthwest is a rich and growing 
region. Its area coritains 9 percent of the nation's land area, and 3 percent of the 
people. The region has more precipitation 
and stream flow than any equivalent area of 
the west. The country's largest hydroelectric 
power output and 40 percent of ali potential 
hydro power in the nation are in the Pacific 
Northwest. About 26 percent of all irrigated 
acreage in the nation is in the area. About 
100 million acres of range and grazing land and 
18 million acres of cropland, including over 4 million acres presently irrigated, and 5 mii- lion acres that could be put to more extensive 
use through 1rrigaticzì and drainage are in the Pacific orthwest. There are more than 80 million acres of forests containing over 600 billion board feet of saw timber, about 40 
percent of the national total, are in the 
region. About 40 percent of all the phosphate 
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rock in the nation and large deposits of lead, 
ziic, copper, and other strategic minerals are 
present. There are many and varied species of 
fish and wildlife. It is an area of outstand- 
ing scenic and recreational sites." 
The development of the region is intimately bound 

to the development of the Columbia River. An important 

aspect of the river's potential is in the improvement 

and extension of navigation. This, in turn, can stimu- 

late economic activities dependent i cheap, bulk 

transpor tati on. 

The full potential of the Pacific iNorthwest, the 

needs, and Lhe kinds and rates of development should be 

the framework withiii which more specific lines of devel- 
opinent of inland and seaway traffic are considered. ot 

only is transportation a big factor in economic and 

social life, but the mountainous terrain makes for higher 
transportation cost by rail and highway than is usual in 

other areas of the nation. Because a large percentage 
of the raw materials produced is scdpped long distances 
to market arid a large part of the flxuished products re- 
quired is shipped long distances to reach the area, 
transportation costs pose a vital problem. The influence 
of transportation costs has a direct effect on the amount 

of freight a particular kind of carrier will handle. A 

comparison of freight rate increases to rail shipments 

of wheat from the Pacific Northwest is presented in 
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figure ono. It will be noted that from the middle of 

1946 to the inithile of 1954, rail shipments of wheat 

declined from 11.6 million bushels to 1.6 million 
bushels, a docliLe of 78 percent. During this time 

there was a total rail freight rate Increase of 79 per- 

cent on wheat in the Pacific Northwe8t. In September 

of 1954, there was a voluntary rate reduction b the 

railroads of about 10 percent on east-bound shipments 

of wheat and wneat products. The effect ;a inimodiate 

and the total rail shipments for 1954-55 were 220 percent 
greater than for 1953-4 (15). 

Transportation charges are Important in production 

activity as well as market activity. The railroads have 

continually raised their freight charges. oreover, they 

have been unable to meet increased demads for more 

rolling stock and other railroad facilities. In January 

1958, there was considerable resistance to another pro- 
posed rail freight rate increase (4). At the hearings 
in Portland, Oregon, it was shown that 92 percent of the 

wheat produced in the Pacific ï'orthwest moves by rail. 
From March 1956, to August 1957, the rail freight rates 
on wheat had been raised nine percent in two increases. 
The January 195 proposed increase was for ar additional 
three percent. Witnesses at the hearings revealed that 
wheat producers were cutting their wheat production arid 
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had been doing so since 195 because of government pro- 

grams and also because of freiht rates (2). 

There is one strong argument for river transporta- 

tion, particularly, in view of the fact that much of the 

wheat produced in the Pacific Northwest is exported to 

foreign markets (15). The Port of The Dalles is con- 

sidered by the wheat producer associations to be the best 

point from which to ship wheat. It is the nearest col- 

lecting point for the major wheat producing areas of the 

region and eliminates the moet difficult railroad and 

truck route sections that cause some of the freight rate 

increases (15). The savings from use of the Columbia 

River for wheat transportation is five cents per bushel 

or ;l.68 per ton (5). 

Comparable situations exist for other major commodi- 

ties handled in any quantity in the Pacific l4orthwest. 

PROPOSED NAVIGATION IMPROVEMENTS 

The navigation improvements under consideration are 

In two categories: (1) those Improvements authorized In 

earlier Conp,resslonal sessions but never carried out and 

now must be reconsidered because of increased costs of 

construction; and (2) those improvements that are en- 

tirely new in that they have never been formally con- 

sidered b, the U.S. Army Corps of Engineers or the 
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Con gr e s s. 

A proposal to maintain the channel from Vancouver to 

The Dalles at a depth of 27 feet is approved and the ap- 

propration is to be considered by the Congress at the 

preseut (1958) session. This project was originally 
authorized and funds allocated in 1937 and the channel 

vías dredged to 27 feet but was permitted to fill and is 
now being maintained at 15 feet. There are no records 

available indicating the reason for permitting refill 
and only a 15 foot depth (3). 

A new proposal, approved and rov awaitirlg an appro- 

priatior, is the realignment of the channel above Eagle 

Creek to eliminate a sharp tuxi and reduce dangerous 

cross currents at Cascade Rapids that prohibit deep draft 
vessels just as effectively as a channel too shallow. 

'ihis realignmer!t requiro the removal of Eagle Creek 

point and the extruding reefs at the head of the Cascade 

Rapids (3). 
The accomplishment of these two proposals will 

permit ocean-going vessels to go to The Dalles. 

There will be a public hearing on June 5, 1958, at 
Portland, Oregon, for deepening of the chaniel of the 

Columbia River to 40 feet from the mouth to The Dalles. 
Such a project has been approved for the stretch of 
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river between the mouth of the Columbia and Vancouver aid 

work will begin in the fall of 1958. 

Another proposal is being considered in this session 

of the Congress (1958). This calls for a new lock ir the 

Bonneville darn, 675 feet long arid 86 feet wide to replace 

the present lock which is 500 feet long and 76 feet wide. 

There are several other authorized and oposed im- 

provements of the major tributaries of the Columbia 

River. The accomplishment of these will permit barge 

traffic on slack water to Lime Point on the Snake River. 

The present authorized and proposed navigation improve- 

ments with major project specifications are shown in 

figure 2. 

RESULTANT ROLE OF THE COLtThBIA RIVER 

B extending the ocean-going vessel channel of the 

Columbia 84 miles further to The Dalles, a considerable 

industrial arad economic growbh could result. Based upon 

the projected improvements, the port districts on either 

side of the river feel that there will be a greatly in- 

creased actIvity of commerce aî-d industry. These port 

districts have grown in number In preparation for the 

time when the channel will be Improved (183). Port 

districts have the power to levy taxes arid to finance 

major undertaking through the issuance of revenue bonds. 
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Some districts have built docks and storage facilities, 

purchased industrial land, Bud prepared reports and en- 

gineering studies in Bnticipation of ari overall regional 

growth (184). The Port of The ialies, for example, has 

built dock facilities designed to service ocean-going 

commerce (185). 

One industry, the Harvey Aluminum Company, has built 

a fairly large production plant for aluminum at The 

Dalles based on the proposals for improvement of the 

river channel. This will increase the economic activity 

of the region. Details of these plans are contained in 

statements of the Harvey Aluminum Company and the 

Continental Aluminum Corporation attached as Appendix 

i and 2. 

In a survey of the navigation potential of the 

Columbia Hiver Seaway of July 1956, Ivan Bloch and 

Associates, Industrial Consultants, the present movements 

and potential movements for 1975 through Bonneville were 

compared. Their comparison is shown in figure three. 

The following is a U.S. Corps of igineers estimate 

of commerce in tcris on the Columbia River in the year 

2000 provided presently authorized improvements and 

projected plans are completed for the multi-purpose 

Columbia River System (17). 
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Port Toniiae 

Johnson's Bar Barge traffic, shallow, 
no predicted amount 

Lime Point and Lewiston 1,130,000 
Lower Granite Dam 1,575,000 
Central Ferry 2,168,000 
Lower Continental Dam (Sheffler) 2,407,000 
Ice Harbor 2,547,000 
Umatilla 3,638,000 
Alderdale 4,459,000 
Bigga Maryhill 4,611,000 
The Dalles 4,778,000 
Bonneville 5,168,000 
Vancouver 7,168,000 
Portland 14,878,000 
St. Helen's 18,156,000 
Longview 17,200,000 
vestport 18,000,000 
Astoria 12,200,000 
Warren ton 12,000, 000 

*Tor1nae Is estimated as the annual average of fifty 
years immediately following completion of the recom- 
mended through barge waterway from tidewater to 
Lime Point, Idaho. 

Savings in transportation costs will be of direct 

benefit to the graIn grower of the Pacific Northwest and 

to the federal government in Its various programs involv- 

Ing grain, 

The ultimate potentials of the waterborne grain 

shipments from the Pacific Northwest are difficult to 

estimate. One-half of the world's population Is Ir! the 

acific basin area and shortage of food has been chronic 

in the area for centuries. The possibilities of trade 

with tbls area are considerable and would be a two-way 
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proposition. By reducing the cost of the grain through 

transportation savings due to a Columbia fiver Seaway 

more trade is possible arid in the resultir' exchange 

greater quantities of imported raw materials will be 

available to the industrial plants of the Pacific 

Northwest. 

The wheat growers of the Pacific Iorthwest have 

desired to increase production but this has riot been 

economically feasible because of a dearth of markets and 

high transportation costs placing them in an unfavorable 

competitive position in existing markets. They, there- 
fore, have had to continue under the federal government's 

controlled production program for economic survival. 
Markets even now are a problem. In the Pacific Northwest 

there has been a specialization in white soft wheat. 

There is a limited market f' this type in the United 

States, but a great demand ror it exists i:i the west 

iacific Basin. The relatively small domestic market for 
i'orthwest wheat plus the increasing costs of transporta- 
tion have caused the wheat growers of the region to 

embark upon a program of market expansion in the Far 

East. They are currently en:aed in a cooperative effort 
by contract with the Foreign Agricultural Service under 

Public Law 480 in market promotion of wheat and wheat 
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foods in eijht countries, India, Japan, Thailand, South 

Korea, Indonesia, Burma, Pakistan, and the Philippines 

(02). 

If the wheat growers were able to load ocean-going 

vessels at The Dalles, noteworthy saving would result Iii 

transportation costs. r[hjs would place the growers in a 

better bargaining position. More wheat would be moved &id 

sold abroad. Greater demand would result from lower 

prices and greater demand would stimulate greater pro- 

duction. Thus, the Columbia River would directly in- 

fluerice the development of wheat production at a level 

higher than at present. 

The availability of ocean-going vessels as far 

inland as The Dalles and supporting barge traffic as tar 

as Ririgold will encourage other resource activities to 

carry out more fabricating and finishing closer to the 

source of the supply. This in turn will increase the 

economic wealth of the local areas. 

In addition to industrial potentials and grain po- 

tertials there are also considerable tonnages of other 

agricultural commodities that could and probably would 

move by water. These commodities include fresh apples 

and pears, canned and frozen fruits and vegetables, 

potatoes, and dry peas and beans. At the present time 
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approximately a half million tons of these coimnodities 

are shipped by rail and truck from the interior areas to 

points served by ocean shippiri (82). The estimate of 

potential for 1960 based on increased production of the 

Grand Coulee irrigation project is for 608,000 tons of 

agricultural commodities, other than grain, requiring 

deep draft transortation by 1975 (17). 

SUMMARY 

The Pacific ìorthwest must strive for greater 

diversity ir. its economic arid industrial base to meet 

the growing demands of its increasing population and to 

offset the possibili ties of continued depressed domestic 

markets for its wheat and forest products. Improved 

transportation Is ari important need for continued re- 
gional developmen t. 

Fortunately, the increasing of power arid navigation 

go hand in hand, both beirn aspects of the multiple- 
purpose development of the rivers. The need for power, 

especially critical, will encourae the construction of 

projects which will mcl ase economical river transporta- 
tion. This, in turn, will enable the development of new 

economic bases. 
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TES TIMON Y 

PUBLIC RhARING AT PORTLAND, OREG 

AT 

CORPS OF ENGINEERS, U. S. ARMY 
PORTLMTD DISTRI CT 

July 13, 1956 

Submitted by Hans A. Ries, Far Eastern and West Coast 
Manager of Continental Ore Corporation, and Vice-President of Continental Aluminum Corporation 

The fol1owin is a description of the scope of the firm, 
its activities and overseas subsidiaries: 

1. The Continental Aluminum Corporation acts as a 

special representative for The Japanese Alumina producers 
for the contract concluded with Harvey Aluminum for the 
delivery of 104,500 short tons of alumina to be loaded at 
the Ports of Nilhama and Shimizu, Japan, for delivery to 
the new reduction plant of xlarvey Aluminum, in. The Dalles. 
The movement of the alumina will probab1 utilize present- 
ly available bottoms in the Pacific Liberty ship. The 

most easily available carrier is the American or Canadian 
built Liberty ship. The dimensions of such ship are, 
length - 441 feet, 6 Inches, extreme width - 57 feet, and 

it draws, fully loaded 27k- feet in sea water, and about 
eigìt Inches less in fresh water. Consequently the ship 
can carry about 8,000 short tons of alumina with a draft 



of 23 feet, 7 Inches in fresh water, nnd about 9,500 

short tons of alumina with a draft of 26 feet, 7* inches 

in fresh water, Alumina is a cargo which does not affect 

the ship's hold, and consequently any return cargo can be 

loaded immediately without cleaning out the holds, which 

is of utmost importance in considering efficient utiliza- 

tion of bottoms for a two-way trade. 

2. The Continental Ore Corporation represents a 

number of bauxi te and iron ore mine s in Europe, South 

America, and the Far East. The utilization of such basic 

ores, which represent a very low value at the port of 

shipment, is dependent on the most efficient handling of 

shipping space. It has been proved that the slow, war- 

time Liberty ships do not render very efficient shipping 

service. During the last years, the tendency has grown 

to build special ore carriers, with a higher speed than 

the Liberty ships, and modern loading equipment. Such 

ships have the same, or only slightly higher, operation 

costs than the usual Liberty ship, which decreases the 

shipping cost per ton. The latest bauxite arid Iron ore 

shipments have been most handled on the following type 

of vessel: 

(a) 15,000 tons deadweIght, 16 knots speed, 
fully loaded about 32 feet draft, summer 
salt water. 
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(b) 35,000 tons deadweight, about 14 knots, 
draft about 35 feet, sunnier salt water. 

It appears under present circumstances that a 15,000 ton 

ore carrier v.'ould be most suited for transportation of 

bauxite, because such a ship ca easily be loaded with 

an equivalent tonnage of retuz cargo at The Dalles 
(Oregon). 

3. The Continental Ore Corporation, and its sub- 

sidiaries, intends to develop its trade from the Pacific 
Northwest to the Orient arid to Europe. The company ships 
at present, regularly, large quantities of ferro- 
phosphorous from Montana and Idaho to urope. Ïhis 
trade could also be developed in tìe Far East because 

Japan has been in the past a large customer for American 

ferro-phosphorous, but has lately stopped purchase due 

to the difficult shipping situation. The trade in ferro- 
phosphorous to Europe can be increased about 30,000 to 

40,000 tons per year, possibly more. his year's ship- 

ment will reach betwcen 15,000 to 20,000 tons. It would 

be an advantage to channel these movements through The 

Lalles because of the availability of shipping space and 

the possibility of obtaining a better freight rate than 

at present, wbich will play an important part in develop- 
ing this trade, not only with Europe but also with the 
Orient. The main reason for slow growth of this trade 



and the recent set-back In its development is the non- 

availability of shippin space out of the kac1f1c 

iorthwest for this te of cargo. The Contineutal Ore 

Corporation is also interested in developing iron ore 

reserves ir. Idaho and Montana for shipment to Japan. 

buch developmei.ts have until now been hampered bj the 

transportation difficulties. It is expected that the 

utilization of the Port of The Dalles for such shipments 

would make it possible to overcome the disadvantage of 

a long rail haul, and at the same time would enable ship- 

ment out of The Dalles at a more advantageous rate due to 

the possibility of loading iron ore into specially con- 

structed ore carriers, making this operation much more 

economical than if utilizing ordirary bottoms. It is 

visualized that Japan cari easily absorb high-grade iron 

ore shipments at a rate of one million tis per year, 

vthich are available from various non-developed properties 

in Idaho and Montana. 

4. Continental Ore Corporation is at present very 

active in procurient of critical raw materials for the 

United States Stockpile. Such procurement Is based on 

barter arrangements involving Increased movements of 

agricultural surplus to various countries of the world. 

The company hs been, in the past, mainly concerned with 



the procurement phase of the Stockpile Program. A close 

relationship has been developed between this company and 

a number of grain export companies, which finally led to 

a pooling of interest between Continental Ore Corporation 

and these grain exporters. The grain exporters utilize 
the world-wide network of subsidiaries of Continental Ore 

Corporation which, through o:e of its subsidiaries, has 

in the course of this year started to handle export of 

grain, especially to the Orient. The Continental Ore 

Corporation. Is greatly interested to increase this phase 

of is activities by developiig a regular grain trade out 

of the Port of The Dalles, in cooperation with one of the 

established grain export fixns in the kacific Northwest. 

By utilizing the available tonnage resulting from alumina 

and bauxite shipments to the Harvey Aluminuni plant in The 

Dalles, Continental Ore Corporation intends to increase 
their grain export activities. Japan, Korea, India and 

Pakistan are substantial buyers of Northwestern grain, 
especially wheat, and, to a smaller extent, barley. If 
such grain can be shipped to the Orient at certain sav- 

ings, as anticipated, by the Port of The Dalles, this 
company visualizes a minimum of 25 arid a maximum of 50 

cargoes per year which can be roved through the offices 
of this company and its affiliates to various parts of 



70 

the Orient, especially Japen and Korea. 

5. Continental Ore Corporation has entered into 

negotiations with Harvey Aluminum, Torraxce, for the 

purpose of utilizing the inconiiiìg ships transporting 

alumina, and later bauxite, to the new plant of Harvey 

Aluminum at The Dalles, for export cargo to be shipped 

through the Port of The Palles. The volume of this ex- 

port trade as outlined above can easily reach 1.5 million 
tons annually. This volume, of course, would necessitate 
a larger incoming tonnage than provided b: the present 
and rojected operation of Harvey Aluminum at The Dalles. 

Continental Ore Corporation and its affiliated companies 

anticipate a valuable increase of Thited States Exprt 
through tk Port of The Dalles as soon as this port is 
easily accessible by modern bulk carriers with a minimum 

capacity of 15,000 tons. The present draft at the 

bonneville Lock of 24 feet over the sill at low, low 

water is definitely a limitation as to the expansion of 

traffic since all commodities involved in bulk movements 

from The Ï)alles will have to be carried in the future in 
especially constructed ore and grain bulk carx.ers as 

soon as the present Liberty ships become obsolete, which, 

on the basis of a fifteen year life span for this type of 

ship will be latest in the year 1960. 
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In conclusion, it can be said that the development 

of the deep-water chanrel between Portlar.d and Th.e Dalles 

will greatly benefit the international trade b:y permit- 

ting an increased movement of cargo to be handled at a 

saving. It should be kept in mind that cargo movements 

from the Pacific Northwest to the Orient have been avail- 

able in large and steady quantities, but that the return 

cargo from the Orient, or other parts of the world, have 

hampered the smooth flow of trade due to the constant 

scarcity of botoms in the Pacific Northwest. The regu- 

lar guarantee of a largo bulk movement into the Fort of 

The Dalles will automatically improve this situation. 
This fact, in combination with the above mentioned new 

development visualized after opening of the Port of The 

Dalles for the interationa1 deep-sea traffic, indicates 
the desirability of the proposed plans presented by the 

Columbia River Development Association. 

There has been in the past no large movement of bulk 

cargo i.ito the Middle Columbia Basin. The raw material 
for the Harvey plant is the first such regular movement. 

Consequently, with the cistruction of the Harvey 

Aluminum plant in The Dalles, the whole problem of an 

adequate naviation channel, as visualized b the Colum- 

bia River :eaway project, has entered into a new ard much 
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more acute phase. The project as outlined by the Columbia 

River Development Association will also greatly assist 

the policy of t'AÎd Through Trade," by facilitating a 

steady flow of trade between both sides of the Pacifie 

The undersigned Is ready at iy time to compile 

additional figures to support the statements made, or to 

add information on the projects mentioned. 

Respectfully submitted, 

/3/ Hans A. Ries 
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PLANS 0F HARVEY ALUMINUM COMPANY 
THE DALLES, OREGON 

PLANT DEVELOPMENT 

Late 1957 
Compic tio ci 1uminum Redue tiOi Plant with 
Annual Capacity of 54,000 ton Aluminum 

Late 1958 
Expansion of Plant by additional 13,000 tons, 
Making Annual Output 67,000 tons 

1960 to 1963 
Thiee separate expansion programs, being: 

ist. Construction of Alumina Plant, 130,000 
tons capacity 

2nd. Doubling Aluminum Reduction Plan, 
making it 134,000 tons annual 
production 

3rd. Construction of Extensive Rolling 
Mill and Fabrication facilities, 
making for first fully integrated 
Aluminum facility in Pacific Northwest. 

PROJECTED OCEAN COMERCE 

For initial operations Alumina vi11 come from Orient. 

Existing firm contracts with Japanese Alumina procers, 
approved by General Services Administrator, is for mini- 
mum annual alumina purchases of 130,000 short tons. 

Inbound movements: 
Beginning late 1957: 

13 ocean cargoes of 8,000 
from Ports of Miiaharna and 
direct to The Dalles. 

Beginning late 1958: 
1'7 ocean cargoes at 8,000 
from ports of Niiahaxna and 
direct to The Dalles. 

tons each.: movement 
Shiimizu, Japan, 

tons each: movement 
Shimizu, Japan, 

As soon as power Is available for expansion of re-. 
duction facilities, movement will be: 26 to 34 
ocean cargoes at 8,000 tos each. 
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Becinnin 1961 - Alumina Fiant 
Present plan to shiin álwnira but long term 
plans based on processing bauxite at The Dalles: 

Plant capacity 130,000 tons Alumina 
Requires 270,000 tor's Bauxite 
Can reach The Dalles only by maritime 
transportation 

34 cargoes of 8,000 tons each annually. 

Other income materials by coastal steamers: 
Initial requirements: 

coke, pitch, lime, fluorspar, cryolite 
5 to 7 c.arEoes 

Outbound movements: 
By 1957: 

Movement outbound of aluminum ingot would be 
30,000 to 40,000 tons by coastal steamer, being 
5 to 7 cargoes of 6,000 tons each. 
Movement of outbound cargoes of products of 
region: 

coal, coke, irai aii steel products, 
chemical fertilizers, grain and other 
agricultural products. 

SUARY 

Firm requirements for maritime transport to and from 
The Dalles: 

Late 1957: 18 round trip movements, ocean vessels, 
270,000 tons per year 

By 1958: 24 round trip movements, ocean vessels, 
340,000 tons per year 

By 1960 if power available: 48 round trip movements, 
ocean vessels, 1,680,000 tons per year. 

By 1961 with alumina plant: 84 round trip movements, 
ocean vessels, 1,200,000 tons per year. 

These estimates do not include any outgoing tonnage of 

finished material related to rolling mil]. and other metal 

fabrication facilities now projected. 

ocument presented to Ivan Bloch and Associates, 1956. 


