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INTRODUCTION

WATERBORNL! Louisiana’s Ports and
WQtC’TZ{’ﬂyS is intended to serve as a supplementary text in
Louisiana junior high schools. Its purpose is to provide Louisiana
students with a better understanding of the importance to the
state’s economy of foreign trade, deepwater port operations, and
inland water transportation. Marine and inland water commerce did
much to shape the history of the state. In modern times, about 20
percent of Louisiana’s economy is directly or indirectly attributable
to foreign trade, and most of this trade is dependent entirely on
marine and inland waterway transportation.

This project is a cooperative effort funded by the Board of
Commissioners of the Port of New Orleans, the Greater Baton
Rouge Port Commission, and the South Louisiana Port Commission .
and published by the Louisiana Sea Grant College Program. The
author wishes to acknowledge the assistance of Dr. Mark T.
Carleton of the LSU Department of History and Mr. Leonard
Huber, Loulsiana historian, for their thorough reviews of this
manuscript.

This is a publication of the Louisiana Sea Grant College Program, Center for Wetland Resources, Louisiana State
University, Baton Rouge, Louisiana 70803, The Louistana Sea Grant Callege Program is a part of the National Sea
Grant Program, maintained by the National Oceanic and Atmospheric Administration, U.5. Department of

Commerce. The manuscript was edited by Elizabeth Coleman and designed by Ken Varden, Louisiana Sea Grant

College Program, May 1984,



CHAPTER ]

The Mississippi River System:
A Funnel of Commerce

The Mississippi River drains the heartland of
North America. This drainage area is rimmed on the
west by the Rocky Mountains and on the east by the
Alleghenies. It includes more than three million
square kilometers of land, or nearly half of the United
States, The tegion has some of the world’s most
productive farm lands, Its agriculture, commerce, and
industry support a population of nearly 90 million
people.

The Mississippi’s drainage area is shaped much
like a funnel. The funnel moves water seaward to the
Gulf of Mexico. Along the way it gathers water from
hundreds of smaller sireams. In time, the water flows
through the  ower Mississippi River, the main stem
of the drainage system,

Two-thirds of the drainage area lies west of the
Mississippi River, but nearly half of the waters enter
from the eastern side. The Missouri River is the
longest tributary in the system, but the Ohio River
has the most water.

A glance at a map of the Mississippi River system
reveals its value as a means of transportation.
European nations fought to control the valley during
the eighteenth and early nineteenth centuries. Many
towns in the region were located to take advantage of
river transportation.

Commerce on the river flourished during and
before the era of the Mississippi River steamboat.
Steamboat traffic on the river rose to a peak in the
1850s. During that time, the Mississippi's steamboats
carried more freight and passengers than all of the
steamboats of the British empire.

Most river commerce was funneled downriver to
New Orleans. In the 18505 more than half of the U.5.
exports and imports moved through New Orleans.
The city was the world’s largest seaport and the
nation’s fourth largest city.

The Western Rivers

The Mississippi River and its tributaries are
known as the ““western rivers.” Actually, waterborne
commerce in the United States began on the eastern

rivers; the Hudson, the Delaware, the Susquehanna,
and others. These rivers are small and flow slowly by
comparison with the western rivers, which are larger
and longer and require different kinds of river boats.

The eastern and western rivers are separated by
the Appalachian Mountains. This separation set the
pattern of transportation in the United States before
the railroad era. Commerce between the eastern and
western rivers had to move by river and ocean,
passing through New Orleans. This movement was
slow, but less costly than an overland trek across the
mountains.

But transportation patterns changed after the War
Between the States. The change was brought on
mainly by the westward expansion of railroads.
Trains offered the speed and flexibility that
steamboats lacked. There was a steady decline of
commerce on the western rivers. Soon the Mississippi
River stcambuoats became relics of a brief but goiden
era in American history.

Mississippi River commerce declined but did not
die. By the middle of the twentieth century,
commerce returned to the western rivers on a larger
scale than before. This rebirth was caused by the
development of modern diesel-powered towboats.
Barges pushed by towboats, including those of the
western rivers, now carry about 10 percent of the
nation’s commere.

The vessels of the western rivers move raw
materials from one stage of production to the nexi.
The rivers are well suited for transporting petroleum
products, chemicals, grains, ores, and coal. Many
heavy, bulky products are best moved by barge. The
western rivers are a national resource that won’t be
exhausted.

River traffic supports thousands of jubs in
businesses and industries. River transporiation is
especially important to jobs in agriculture, forestry,
papermaking, petroleum refining, and chemical
processing. All of these industries are basic to
Louisiana’s ecanomy. Many jobs in Louisiana depend
on water transportation.
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Figure I-1. The western rivers.

The Six Basins of the Western Rivers

The great Mississippi River Valley is in fact
composed of six large basins. Each of these basins is
drained by a major river system:

The Ghio-Tennessee
The Upper Mississippi
The Missouri

The Arkansas-White
The Red-Ouachita
The Lower Mississippi

Five of the river systems flow into the sixth, the
lower Mississippi. It is the trunk stream of the
western rivers. Each river system is important to
commerce and transportation within its basin.

Each basin gave birth to several American cities,
both great and small. The cities grew according to
their ability to foster trade on the western rivers.
Pittsburgh, Wheeling, Louisville, and Cincinnati
became the principal cities of the Ohio. Minneapolis,
St. Paul, Alton, and St. Louis dominated the upper
Mississippi. Sioux City, Omaha, Kansas City, and 5t.
Joseph became principal ports on the Missouri. The
Arkansas supported Fort Smith, Little Rock, and Pine
Bluff, and more recently, Tulsa and Muskogee. The
Red-Quachita’s port cities included Shreveport,
Alexandria, and Monroe. Finally, the lower
Mississippi produced a string of cities that added to
the lore of the western rivers. These cities included
Cairo, Memphis, Helena, Greenville, Vicksburg,

2

Natchez, Baton Rouge, Donaldsonville, and New
Orleans.

The U.S. Army Corps of Engineers

The U.S. Army Corps of Engincers maintains the
western rivers for navigation. The Corps began
removing sand bars, snags, and wrecks on the Ohio
as early as 1824. Since then it has improved
navigation throughout the six basins of the western
rivers.

There are many laws dealing with the use of
inland waterways. Many steps must be taken before a
waterway project is considered or completed. These
steps include congressional reviews and
authorizations, public hearings, feasibility studies,
environmental impact studies, and congressicnal
appropriations. Waterway projects are often delayed
many years by one or more law suits. The process is
designed to climinate all but the most worthy
projects.

Before 1929, 53 locks and dams were built on the
Ohio between Cairo, Illinois, and Pittsburgh,
Pennsylvania. This distance is about 2,000 kilometers.
The locks and dams formed watery stairsteps by
which barges were lifted 150 meters between the two
port cities. In 1954, work began on 19 new and larger
locks and dams to replace the original locks on the
Ohio. These improvements were needed because of
increased barge traffic on the Ohio.

With a nine-foot depth, the upper Mississippi has
been navigable to Minneapolis and St. Paul since




938, The Hlinos Waterway connects Chicago to the
upper Mississippt. A six-foot depth has been
authorized on the Missouri up to Sioux City, Towa.
The Arkansas River supports barge traffic up to
Catoosa, the port dty tor Tulsa. A six-foot depih has

alsu been provided on the Quachita up to Monroe,
Louisiana, and Camden, Arkansas. The Red is the last
of the rivers to be improved. Work is now underway
to enable barges to be moved up to Alexandria and
Shreveport, Louisiana, and to Daingerfield, Texas.
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Figure 1-2. The six basing of Hrie westers: rivers,

The Gulf Intracoastal Waterway

Louisiana ports also occupy key positions in the
GulfIntracoastal Waterway (GIWW) system. This
east-wesl waterway extends nearly 1,800 kilometers
from Brownsville, Texas, to St. Marks, Florida. Barges
that move along the GIWW are sheltered from the
hazards of the Gulf of Mexico.

The GIWW is a scries of man-made canals,
natural bayous and rivers, and protected bays and
sounds. It was completed in 1949 after 40 years of
planning and work. Originally it was expected to
move five million tons of cargo each vear, but now its
vearly total exceeds a hundred million tons. In
Lowsiana the GIWW has a spur that connects Morgan
City with the Mississippi through the Port Allen
Canal. Also, the Atchafalaya connects Morgan City to
the Mississippi.

The GIWW crosses the Mississippi River system.
It provides 12-foot draft access to all ports and
connecting waterways of the Gulf Coast. The hub of
the waterway, hawever, is the 425-kilometer stretch
that crosses Louisiana. The Louisiana portion
accounts for about 60 percent of the entirc waterway’s
yearly traffic total.

The 100-kilometer spur between Morgan City and
Port Allen (Port of Baton Rouge) carries about 20
percent of the waterway’s tonnage. The cargocs
include crude petroleum, fuel oil and other petroleum
products, nonmetallic minerals, and marine shells.

Barge companies want to extend the Gulf
Intracoastal Waterway across Florida to Jacksonville.
The extension would connect the GIWW with the
Atlantic Intracoastal Waterway. The Atlantic
Intracoastal Waterway provides sheltered passage
betiveen Miami and Norfolk, Virginia.
Environmentalists, however, have objected to the
proposal, and the praject may never be completed.

Louisiana’s Waterway Network

The deepwater ports of Louisiana play important
roles in the transportation system of the western
rivers and the Gulf Intracoastal Waterway. Cargoes
on the Mississippi float downstream to Louisiana for
shipment to overseas markets. Cargoes imported
from abroad arc also funneled through Louisiana’s
ports to markets in America’s heartland. The
east-west traffic on the GIWW is concentrated in
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Louisiana largely because it connects with north and
south traffic on the Mississippi.

Louisiana’s rivers, bayous, lakes, sounds, bays,
passes, and canals provide a transportation network
that has become very attractive to industries.
Thousands of jobs in Louisiana depend on the
movement of goods along the state’s waterways.

There are several ports along Louisiana’s portion
of the Mississippi. In addition, there are port and
docking facilities on the state’s principal rivers and
bayous. But Louisiana’s major contribution to the
commerce of the world is its major deepiwater ports at
New Orleans, Baton Rouge, the Port of South
Louisiana, and Lake Charles.



Navigation on the Western Rivers

The Era Before the Steamboat

The Mississippi River system was o funnel of
commerce even before the arrival of Europeans. The
American Indians used various kinds of canoes to
transport trade goods that included flints, pelts and

hides, semiprecious stones, and, most important, salt.

Birchbark canoes were used in the Ohio Valley.
Their light weight made them easy to carry overland
between streams. Pirogues—canoes made from
hollowed-out tree frunks— were used where streams
werce larger and where larger trees were available,
Some pirogues were 8 or 9 meters long, with beams
of 12 meters.

Bullboats were common on the upper Missouri.
Bullboats were made of buffalo hides stretched over a

frame of willow. Most wore circular or oval in outline.

Fur trappers later introduced larger versions of the
bullboat. These were cargo vessels often 9 meters in
length.

European fur trappers of the upper Mississippi
and Ohio rivers also used Mackinaw boats or

Figure |-, The facliboat, made of animal skin sfretched ooer

a frame of willow limbs, was commondy nsed by Indians and
European trappers of the Missouri and upper Mississippi
rivers, I could be carried casitly arownd woaterfalls and
rapids. )

CHAPTER II

“mackinaw bateaux.” These were crudelv built
wooden boats with flat bottoms and square ends.
They were up to 12 meters long and 3 or 4 meters in
beam. Their crews included a steersman perched high
on the stern and several varsmen on either side of the
vessel. The cargo of pelts was piled amidships and
was covered with hides stretched over a wooden
frame. Mackinaw boats were used well after the
arrival of the steamboat. They moved cargo
downstream to the “head of navigation” where goads
were then transferred to stcamboats.

The flatboat, an improvement over the Mackinaw
hoat, appeared on the Mississippi during the latter
half of the eighteenth century. From 8 to 20 meters in
length, with 3 to 8 meters of beam, these rectangular
barges were made of oak or pine and were used to
move freight and passengers downstream.

Flatboats had decks and living quarters astern.
The cabin would often have a tireplace and chimney.
The vessels were guided by a steersman astern and
two forward oarsmen on either side. The forward oars
gave these craft the appearance of having horns and
were called “broad-horns.”

Flatboats were too clumsy and bulky to move
upstream, and so were usually broken apart for
lumber and firewood at their downstream
destination. For more than a century, scrapped
flatboats provided New Orleans with much lumber
and firewood. Some older houses in New Orleans still
contain wouod salvaged from flatboats. Many of the
carly sidewalks or “banquettes’” in New Orleans were
built of flatboat wood.

Building large boats for a vne-wav passage
downstream was costlv. In time, the keelboat was
developed for commerce on the Mississippi River.
Keelboats were well-built vessels up to 25 meters
long, with beams of about 9 meters. They had pointed
bows and sterns and an amidships cabin tor freight
and passengers. A narrow gangwav ran along either
side of the vessel. The gangwavs were used as
walkways for the crew, which was usually composed
of four or five men un each side.



Figure U1-5. " The Joliy Flathoatmien No. 27 is a painting by
Hie American frontier painter, George Caleh Binghant
{1811-1879). The fatboat depicted fere las a crewe of six
varsien aid oie stecrsman aid is perhaps of better
vonstriction than most. Thas iz fhe second patitting of

The keelboats were an improvernent over the
flatbvats because they could be moved upstream. The
upstream passage, however, was slow and difficult.
In shallow water, the keelboats were propelled by
long poles. Crewmen would sink their poles into the
river bottom. Then on command they walked astern
while pushing against the poles.

In water too deep for poling, the boat was pulled
upstream by a towline called a ““cordelle.” A cordelle
might be as long as 300 meters, One end of the
cordelle was tied to the vessel, The other was
extended to the shore where the boat was towed by
the crew or by mule teams. On the Ohio River, the
cordelle was called a “"hawser.””

Sometimes a warping process had to be used.
The shore end of the cordelle was tied to a tree
upstrcam. The vessel was then pulled upstream by
hauling in the line. Sometimes sails and oars were
used to move the boats.

From 1750 to about 1860, keelboats provided

&

flatboatmen by the sanie artist. In 1978, the painting sold
for onre miitlion dolfars, at that Hne flie largest price ever
puid for @ painting by an Americar artist. (By permission of
the Daniel §. Terea Colfoctiom, Terra Muscum of American
Art, Evanston, [linos.).

employment tor hundreds of men. The work was
very hard and keclboatmen developed strong
muscles. Most keelboatmen were decent and honest,
but some were given to hard drink, gambling, and
robust living. They loved playing practical jokes on
rival keelboat crews. They were always looking for a
contest. Many keclboatmen later became steamboat
pilots, captains, and mates.

Steam on the Western Rivers

No oneis sure who invented the stcamboat. In
1807 Robert Fulton of Pennsylvania was
commissioned by Robert R Livingston to build the
Clormmit. She was not the first stcambuoat, but she
the first to show a profit for her owners. The Clermon
ran on the Hudson River between Albany and New
York City.

Fulton and Livingston and their engineer,
Nicholas }. Roosevelt, built the New Orleans at
Pittsburgh in 1810, She was to become the first



steamboat on the western rivers. In 1811, Nicholas
Roosevelt and s familv set out from Pittsburgh on
board the Newe Orleans bound for the Crescent City, [Tt
was an exciting vovage indeed. The vessel arrived in
the vicinity of New Madrid, Missour, in December of
1811 At New Madrid the crew and vessel
experienced the most violent carthquake in the
history of North America. The vessel survived,
however, and was greeted by large crowds at every
river port an the way to New Orleans,

The New Orleans entered trade on the lower
Mississippi. Fur almost two vears she svas a financial
success. She made 13 round trips per year between
New Orleans and Natchez. A one-wayv trip lasted
about 10 days. She usually carried 10 to 20 passengers
at 518 each on the downstream trips. On the
upstream trips, she carried 30 to 40 passengers at $25
each. Her first-vear profits netted her oswners 520,000,
a handsame sum in that time. Unfortunately, the New
Orleans snagged and foundered near Baton Rouge on
July 13, 1814, She was soon replaced by the Vesioins,
also owned by Fulton and Livingston.

In 1814, the Port of New Orleans received 598
fHatboats, 324 barges, and 21 river steamboats.
Ocean-going steamboats began calling at New
Orleans in 1820. During that vear Robert Tulton began
regular steamship service between New Orleans and
New York.

Figure [1-7. Henry Miller Shreev (1785-1851) established
practical steam navigation on the western rivers by
designing shallow-dratt boats with high-pressure engines
moonted on deck.

Figure 1-6. Flathoats and sailing ships crowd river banks af
New Orleans i the cra betore the steambont (Troy H.

Steamboat Construction and Design

Actually the boats designed by Fulton were not
well suited for the Mississippi River system. They
were underpowered and required too deep a draft. In
1815 Henry Miller Shreve, also of Pennsvlvania,
completed work on the Washingfon. The Washington
marked a revolution in steamboat design. Shreve
obtained a very shallow draft by placing the engine
and boilers on the main deck rather than in the hald.
He designed a high-pressure engine with horizontal,
rather than vertical, cylinders. The horizontal engine

Middleton Litvary, Lonisiana State Unersity) .

provided a low protile and allowed the addition ot a
second deck.

Shreve’s Washingtonn was the forerunner of the
large, multidecked Mississippi River steamboats of
the 1830s and later. The lower deck, called the main
deck, contained the engines, boilers, and space for
fuel and cargo. The secand deck was called the cabin
deck. The cabin deck was for passenger use. It had a
central, fore-and-aft main cabin used for meals and
social events. Rows of small passenger cabins
surrounded the main cabin. ["assenger cabins were



Figure 11-8. Redwrt ulbone €1763- 18150 cous wir Amevican
tniventor and portrait paivker. He desigied about 200
steamboats, focluding the Clermont qud Hie New Orleans
tFroy T Middicton Library, Lonisiana State University),

identiticd by the names of states. Thus the term
staferoom entered the language.

The root of the cabin deck forward of the smoke
stacks was called the hurricane deck. The part behind
the stacks otten supported a line of cabins called the
texas. The texas, so-named because Texas becarne a
state at about that bime, was used mainly as quarters
for ufficers and crew. The pilot house was built on the
root of the texas. It had windows on all sides and
contained the engine controls and the large steering
wheel.

In the 18205 and 18305, passengers slept in open
berths on each side of the main cabin. These were
usually separated by curtains or sliding partitions.
Enclosed stateroums appeared during the 18405,
Staterooms were about 2 meters square before the
War Betwoeen the States. Following the war, however,
they were about twice as large.

Steamboats grew larger and more Juxurious.
Some were 90 meters long and had beams of 13 or
more meters. The main cabins of the 1850s and later
had crystal chandeliers, thick carpeting, carved
furniture, and fine china. Many of the vessels could
carry 600 or more passengers.

The steambuoats of the western rivers were
marvels. Engineers and investors from Asia, Europe,
and Africa came to America to see the vessels. They
wanted to adapt the Mississippi River boats for use in
other parts of the world,

&

Two methods of propulsion emerged, the side
and the stern paddle wheclers. The serew propellers
used on vcean steamers were not surted to the
western rivers because of the need tor shallow draft,
Sternwheelers provided more power and allowed tor
shallower water. But the sidewheelers were casier to
maneuver because the sidewheels could help in
stecring the vessel. The sidewheelers also provided
more weight amidships, thus relieving hull stress. By
the 1840s nearly all new designs used sidewheels. The
sternwheel was all but forgotten. [n aboul 1880,
freight rather than passengers became the main
business of the stcambaoat. At that time the
sternwheel was reborn, as it was more suited for
pushing barges.

Steamboat construction and repair became a big,
business in the Ohio Vailey. Between 1820 and 1880,
more than 6,000 steamboats were built for the western
rivers. The principal vards were at Pittsburgh,
Wheeling, Portsmouth, Marietta, Louisviile,
Cincinnati, and 5t. Louis. The yards were located
where there were good foundrices and machine shops.
Later, the vards spedialized. Some built only hulls ur
superstructures, while others specialized in
machinery and engines.

A major ditterence between the castern and
wostern steamboats was the engine design. Eastern
boats used a low-pressure steam engine while
western vessels required a high-pressure engine. The
high-pressure engine was more powerful and allowed
maore speed, but it was more subject to boiler
explosions.

Figure [1-9. The Clermont. first stearthoat to shoie a profit,
was olt g Robert Tidton, Nicholas Roosevelt, and Rofwrt
Lm'nl-;:;t‘m:: ewho held o 14-year contract with New York for
stegm ngiigation on state waters, The Clermant operated
on the Hudson River betiocen New York City and Albany,
Degmmning i Augnst 1807, and was potevred by sails and a
Wait-Bowlton steam engine built in England. She conld
make onfy forr knots against the frangquilf Hudson River
ctirrent, was subject to frequent breakdowns, and set up i
notse Hraf conld e feard e wtiles gioay. Tulton, howerer,
Irad an artist's eye for clean lnes in vessel design, and the
fandseme, 130-foot Clermont, paited white and sky blue,
brought elamour to steamboat fravel,



Figure I-10. The Messenger was one of eight steamboats
operafed on e Ohio River by the Pittstuirglt and
Cincrannti Packet Line, beginning (n 1842, Trade on the
O, bolstered by freavy westward fOMIGratoN, (as oery
litcrative in the 18405, ik after 1854, railroad competi tion
furced sevtous cutbacks i tie company’s opergfions. The
Pittsbureh and Cincinnati Packet Line was dissoloed in
1856, and mwst of the remain ing packet nes on the Olia
shifted fo Hie more affluent waters of the Mussissippi. (A
History of Transportation in the Ohio Vallev, Arthur
H. Clark Co.}

The Quest for Speed

Speed became an obsession on the western
rivers, and detailed records were kept of the fastest
times between major ports. The record-holder had the
honor of holding tie horns, a gilded pair of deer antlers
proudly displayed on the pilothouse. The horns were
passed from boat to boat as new records were set.

Steamboat racing became very popular, both as a
sport and as a way of attracting new business. Most
races were by chance, but some were planned well in
advance. The most famous race vecurred in 1870
between the Natelies and the Rol’t £, Lee. The race
caught the public’s fancy and was the object of
wagers as far away as London. Interest was great
because Captain Cannon of the Lee and Captain
Leathers of the Natchez were business rivals and
personal enemies. Both captains denied that they
were racing, but secretly made plans for the contest.
The four-day race to St. Louis started at New Orleans
with the o Jeaving four minutes ahead of the
Natchez. The Lee gradually pulled away from the
Natchez and the boats were never close together as
shown in many pictures of the event.

The Lee was refueled (almost secretly) by a coal
barge a little north of Vicksburg. Many Natche:
supporters claimed this to be a foul and the matter
was argued for many years. At Memphis the Lee was
ahead by an hour. Both vessels ran into fog north of
Cairo, lllinois, and had to slow down, The Natches
also suffered engine trouble. The Lee won the race,
arriving in St. Louis six hours ahead of the Nafche:.

Figure II-1i. Thie Princess at i wooding stop, as depicted in
a Currier yud Toes print. Wood stops were made foree daily
at exbabiisired woodyards atong the viver. Steaniboats buried
great quantibws of cordieood, it coal became the preferred
fucl affer Hie War Betiveen the States. The Princess, bl
vr Cincinnatl in 1855, shows all the classic strictural
feafures of the prowar Mississippi River steamboat: a main
or lower deck, a boiler deck wwoliosy roof torms the herricasie
deck, @ texas deck, and a gazeto. Decoratioe features include
an cagle painied oy the paddlecheel housing and the statue
of an Indian privvess above the pilot ionse. The Princess’s
hoilers exploded belowe Baton Rowge in 1859, resulting in
the doss of 75 hoes (Library of Congress).

Figure -12. The famous race i 1870 beticeon the Natchez
and e Robt E. Lee as depicted in a Currier and loes
print. Actually, the boats were never as dose fogether
during the race as Hey are shoien on this and ather
lustrations of the vace. The race was from New Orfeans to
St Lonts and was wont by the Rob't E. Lee. Both vessols
are ssuing great quantities of smohe and sparks, and sfeam
frene tie engines is being discharyed from smaller stacks
amidsitips. The consfant loss of steam imdicates b the
boats did not use fuel efficiently (Troy H. Middleton
Library, Lowsiana State Universiy),
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Figure I1-13. Water fransportation took many forms
throughvut the history of Lowisiana waterwoays. Trom top
left, clockwise, a pirogue, a birchbark canoe, a keelboat
under sail, a sternwheeler (the Iron Queen), a sidewhecler
{the Paragon), and a flathoat.

Steamboat Losses

The quest for speed contributed to many
steamboat disasters. The high-pressure engines of the
western boats made the danger of fire and explosion
far greater than that for boats on the eastern rivers.
The Ben Sherrod burned in 1837 while racing another
boat on the Chio River near Louisville. The firemen,
said to have been drunk, were feeding the boilers
with pine knots and rosin. Fire from the open boiler
doors spread to a stack of cordwooed nearby and
burned the tiller ropes. Without steerage, the captain
could not beach the vessel. Meanwhile barrels of
brandy and gunpowder caught fire and exploded as
did the boilers. More than 300 passengers and crew
were killed by fire, scalding, and drowning.

There are no official records of steamboat losses
before 1852. A private report, however, listed 998
accidents between 1817 and 1852. The list provides a
breakdown of the causes of the losses: collisions (44);
fires (166); explosions (209); snaggings and
obstructions (579). The safety record on the western
rivers was dismal indeed. But the record improved
somewhat when Congress passed a steamboat-
inspection bill (the Davis Act of 1852).

Up to about 1850, snaggings caused more than
half of the steamboat sinkings. Snagging caused less
loss of human life than did other causes, however,
because often a boat that struck a snag could make
the shore before sinking.

Maost snags were tree trunks partly buried in the
river bottom. Some were jagged and weighed more
than 75 tons. When a tree fell into a river, its roots
lodged in the riverbed while its top swung
downstream. In time the limb stubs formed
snagheads called either “sawyers” or “planters”
pointing downstream. They were called sawyers if
they moved up and down with a saw-like action
caused by the current. They were called planters if the
log was firmly embedded in the river bottem. As a
rule, snags caused more danger to boats moving
downstream because of the greater speed of the
downstream vessels,

The task of removing snags was assigned to the
U.5. Army Corps of Engineers in about 1824. Several
designs for snagboats were devised, including one by
John Bruce of Kentucky. Bruce tied two flatboats -
together with cross timbers. A large wooden lever
and iron claw between hulls removed the snags. The
lever was operated manually by a windlass.

A larger, steam-powered snagboat was designed
by Henry M. Shreve in 1838. It could remove logs
weighing up to 75 tons. Shreve-designed snagbuoats
were used between the 1830s and 1880s to clear the

“Great Raft,” a large log jam on the Red River.
Snagboats were called “Uncle Sam’s Toothpullers.”
They were also used to remove submerged boulders
and sunken vessels.

Ice often halted river trade during the winter on
the Ohio, upper Mississippi, and Missouri rivers.
Many vessel losses were caused by the pressure of ice
against the hull. Even vessels on the lower
Mississippi had to be wary of floating ice in winter,
though floating ice seldom moved farther south than
Vicksburg. But on February 17, 1899, large chunks of
river ice reached New Orleans. Eight thousand people
lined the levees in New Orleans to view the spectacle.

Steamboat Captains, Mates, Pilots,
and Engineers

Steamboats of the western rivers evolved their
own customs. Each vessel had officers, including the
captain, mate, pilot, clerk, and engineer. The role of
the riverboat captain differed from that of the
seagoing captain. In many instances the captain was
part owner of the vessel. He was mainly concerned
with the business affairs of the boat. Navigation and
boat operations were left to the pilot and mate.
Anyone with enough money could set himself up as a
captain, as there were no requirements for a master’s
license. Even so, many riverboat captains knew
much about navigation and vessel operations because
they had risen through the ranks.

Captains  The captain was the legal aufhority
of the vessel after it left port. Until 1900 he could
perform marriages. He was responsible for the safety

Figure [I-14. Stoking the boilers was hot, dangerous work in
wipleasant surroundings, Steamboat boiters were placed
forward on the marn deck, where their weight balanced that
of the engines and wheels aft. Before the Steamboat
fnspection Act of 1852, most boilers and steam pipes were of
inexpensive cast iron, but thereafter wrought fron and
copper were wsed. The act also required the installation of
safety valves and gauges for steant pressure and water level
{Harper’s Weekly).
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of passengers and the vessel, A misbehaving
passenger was usually restrained and put ashore at
the next port. Bad conduct among passengers usually
involved fighting, rowdiness, drunkenness, cheating
at cards, and lewdness.

Mates  The mate on a riverboat was the
captain’s assistant. He was not required to navigate as
was a seagoing mate. The mate directed the loading
and unloading of passengers and cargo, and he
supervised the work of the deckhands. He was also
respansible for repair and maintenance. One of his
chief concerns was the placement of carge. A badly
loaded vessel could not be operated safely and
efficiently. Occasionally the mate took charge of a
vessel during an emergency. A typical emergency
might be the need to pull the vessel across a bar.

Pilots  The pilot was the most skilled
boatman. From the pilothouse, he took charge of the
vessel’s course. His art required knowiedge of the
vessel’s handling qualities and the river's changing
muoods. Many secrets of the trade had to be learned.
Stight ripples in the current might signal a snag
ahead. A rising river is generally higher in the center
and lower on either side, causing a boat to “slide”
toward the bank. If the river is falling, the opposite is
true—the vessel tends to follow the mid-currents.

While guiding a vessel downstream the pilot
usually sought the fastest current. This meant
keeping to the outside on river bends to find the
deeper water and faster currents. Moving upstream
was more complicated. The pilot had to find slower
currents without running into water too shallow for
the vessel's draft. This required repeated crossings of
the midstream,

Pilots learned their trade by practice and
experience. They kept notes of landmarks along the
river banks. Many pilots specialized in certain rivers
or stretches of a river. Young men in pilot training
were called cubs,

Navigation aids and guides were few and not
always reliable. Most pilots were willing to share their
knowledge with other pilots. Several associations of
pilots were organized. These helped to improve safety
on the western rivers. After the Davis Act of 1852,
piluts were required to be licensed.

In the early days, steamboats traveled only
during daylight. Pilots gradually began nighttime
trips. But this was usually on clear, moonlit nights
and on safe rivers. The Missourt and Red rivers were
slow to develop nighttime travel.

Beacon lights were placed on the lower Ohio in
about 1869 by the Lowuisville PHots Association.
Congress authorized federal funds in 1875 for lighted
beacons throughout the western rivers. This
happened as the electric-arc scarch light was
invented, and search lights were soon placed on most
steamboats. Much of the mystery went out of the art
of piloting. River travel became much safer.

Engineers  The high-pressure stcam engines
of the western rivers created a shortage of engineers.
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Many engineers were hired g way trom the castern
rivers. Some disliked working with high-pressure
steam. Engineers had to work in hot, greasy engine
rooms. They had little contact with the public. There
was no time for relaxalion because engines and
boilers could never be left unattended. Many
engincers began as firemen feeding the boilers. Then
they became “strikers,” and finally enginecrs.

A steam engine on a vessel was far more difficult
to operate than one an land. Stresses on the hull
could rupture steam lines and cause breakdowns. The
engines and boilers had to be operated for long
periods. There was little time for cleaning and repair.
Most breakdowns scemed to uccur in remote places.

Muddy river water was a problem. Silt collected
in boiler valves and water lines and clogged them.
The frequent need to change speeds, stop, or reverse
engines was a serious problem for engineers. At cach
landing along the river, the engines shut down. But
boiler pressure increased when the engines were idle.
To avoid an explosion, the engineer had to vent the
boilers, a necessary but fuel-costly practice.

At first, wood was the fuel used on the western
rivers, Typically a vessel would take on wood once or
twice daily, obtaining it from woodyards at every
river port. Huge quantities of wood were burned,
much of it wasted. The cutting and hauling of
cordwood made jobs for many rural people at the
time. Coal gradually replaced wood as fuel beginning
about 1870. Coal required less deck space and was a
better fuel.

Steamboat Passengers

Passengers included planters and businessmen
and their families and emigrants on the way west.
Many upstream deck passengers were flatboat
crewmen returning north. (The flatboat trade lingered
on the rivers until about 1870.) Most passengers
enjoyed watching the scenery and observing the
operations of the boat crew.

In the early days, passengers complained about
filthy, crowded cabins and poor tood . But by 1850 the
rivers were graced with beautiful floating palaces.
These vessels made the steamboat famous in
American history. For settlers in the backwoods, the
steamboat was a contact with the outside world. The
vessels provided a touch of luxury and elegance.

The steamboat emerged in the Victorian age. That
era had a love of ornate decor and fancy woodwork.
“Steamboat Gothic” adorned every feature of the
riverboat’s superstructure. The pilothouse became a
gazebo complete with wooden lacework. Smokestacks
were painted bright colors and topped with iron
feathers. Decks were supported with many columns.
Paddlewheel covers were painted with river scenes or
patterns.

The most grandeur, however, was seen in the
main cabin or grand saloon. The grand saloon ran the
length of the cabin deck. The main cabin was the



Figure II-15. The main cabin of the Grand Republic
foriganally vmed the Great Republic s laroe mind
clegant. Budlt o Pittsburgh ata cost of 8235000, the pessd
was Hol @ fosancial siccess and Tad bankrupted hev origing
eicners by 187410 1872, Der il aens lenethened from 335

center of the boat’s social lite. There were musicals,
dancmg, lectures, card playing, and, on Sundays,
religious services,

During the 1850s, the cost of a steamboat passage
from St. Louis or Louisville to New Qrleans was 12
or $15 on the American [Mlan (cost of board included
in cabin fare). Passengers could buy deck passage for
about 83 Space for deck passengers was limited.
“Deckers” usually slept on cotton bales or on sacks of
grain. They either brought their own food or paid
extra for tood. Deckers could sometimes get a
reduction in fare if they worked with the deck crew.
Deckers were generally vsed to load cordwood. Crew
members, as a rule, resented deck passengers.

The riverboat gambler with fancy waistcoat and
derby hat is more common in fiction than in fact.
Even so, gamblers did haunt the Mississippi because
the riverboats provided an unending source of new
and affluent “marks.” Many gamblers ran sheli
games. A common riverboat game was three-card
monte, a variation of the shell game. Each of three
cards had a picture of a man, a woman, or child. The

feck to 350 fect, and she weas outfitted as e most haxarious
vesselint flre Mississippi River. Her name was changed fo
the Grand Republic in 1876, (n 1877 <he bumed to the
waterline whide woored at Carendelet, Missour flibrary of
Congress). '

Frgure 11-16. Forst-class passeryers forerge o the boifer deck
o enjoy the passmg scemmy, Steamlioat naee] on i
Mississippi often bad clegance and elameicr, bt st soen
xaee way b annpefifi trom He rilroads (Harper's
Weekivy,
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object ol the gamie was to pick the child card after the
cards had been moved around. Fhigh-stakes poker
and bourré were usuatly playved in private quarters,

The Packet Boats

Muost carly steamboats of the western rivers were
operated as tramps. Tramp boats ran irregular service
for passengers and freight between river ports. There
was little ur no scheduling of trips to a given port. In
the main, a tramp boat captain took his vessel to
wherever he thought business might be good. In
about 1850, there evolved a new kind of steamboat
opetation, the packet line. A packet boat carried mail,
passengers, and freipht over a regular route with a
published schedule. A packet line had two or more
vessels under the same management.

Before the War Betiveen the States, most packet
lines were little more than agreements among river
steamboat owners. The packet line did not own
vessels bul scheduled the use of several boats soas to
reduce competition.

The first packet line an the lower Mississippi was
the Mississippi Steambuoat Navigation Company

owned by Robert Fulton and Robert Livingston. This
company had been granted a steamboat monapaly for
the lower Mississippi in 1810, The monopoly was
broken, however, in g famous court decision in 1818,
The challenge came trom its chief rival, Heory Miller
Shreve.

After the War Between the States, the packet
lines became much stronger. Many lines owned their
awn boats and became private stock companics,
Packet line operations reached a peak botween 1870
and 1885. The packet boat had become smaller, loss
ornate, and more efficient, but its use declined
because of competition from the railroads.

The Decline of the Steamboat on the

Western Rivers
The years from 1850 to 1860 were most
Prusperous ones for the weslern rivers stcamboat. But
even during this golden age, events signaled a
decline. At least six trends led to the decline:
(1) steamboat disasters
(2) low-water periods

Figure 11-17. The Kate Adams LI was burlt at
Jeffersoneille, Indima, i 1893 tor Hie Memphiis and
Arkansas City Packet Company, ~Lovir Kate'" weas amony
e Jast packet steamers and seried for nearty 30 years i
the Tower Mississippr drade out of Memphis. During the
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19205, she starred o1 the silent movie version of Uncle
Tom’s Cabin. The Kate burned at Memphis in [annary
1927, (From A History of Transportation in the Ohio
Valley, Arthur H. Clark Cous



3) river ice

4) canals 1o the Great Lakes

3) the growth of railroads

6) the emergence of towboats and
barges

During the 1850s, a series of major riverboat
losses occurred, caused by fire, boiler explosions, and
collisiun, The accidents caused the deaths of
hundreds of people. Steamboat disasters were events
of high drama and were reported in lurid detail by the
newspapers. Despite the danger, steambaoats
continued tu attracl passengers and treight.
Steamboats had a certain glamour, and there was
often no other suitable way to travel,

In the 18505 and 18850s there were many vears of
low swater. Low water was not often a problent on the
lowoer Mississippi. But it was a preblem on the Red,
Arkansas, Missouri, upper Mississippi, and the Ohio,
Low water could halt operations except for boats with
the shaliowest draft. Low water meant distuption of
schedules, inconvenience to passengers, and loss of
business to the railroads. The low-water problem was
vexing because little could be done about it

During several winters of the 18505, the Ohio,
upper Mississippi, and Missouri were closed by river
ice. The Ohio was cosed for 90 days from December
1854 to March 1855, and it iced over again from
lapuary to March 1836, The 1856 freeze followed a
period of low water during the summer and fall, in
which the river had been cosed for more than 200
days. This happened just as competition from
railrvads was becoming keen,

The growth of railroads and canals posed the
maost serious threat to the steamboats of the western
rivers. [n the United States prior to 1830, most goods
moved by water. The castern and western rivers were
separated by the Appalachian Mountains, and most
goods moving between the east coast and the
Mississippi and Ohio valleys had to go by sca,
passing through New Orleans. The slow sea route
benefited both New Orleans and steamboat commerce
on the western rivers, The vastern states wanted
direct cast-west trade routes. This was done in time
by building turnpikes and railroads across the
Appalachians and canals around the Creat Lakes.
Some of the turnpikes built over the Appalachians
were part of the national post road svstem. The post
roads were the early nineteenth century’s version of
the modern interstate highway system,

Several canals were built between 1810 and 1850
for direct waterborne transportation between the cast
coast and the midwest. Four of the canals were the
Erie (1825), the Ohio (1832}, the Pennsvlvania (1834),
and the Ilinois-Michigan (1848).

The Erie Canal was built by DeWitt Clinton in
upstate New York between Troy {on the Hudson) and
Buffalo (on Lake Erie}. The canal was dug along an
east-west valley calied the Mohawk depression. It is

the only break nearly at sea level in the Appalachians
betwveen New York and Alabama. The Ene Canal was
a great success. [t cnabled New York City to become
the major scaport of the cast coast.

The Ohio Canal carried barge tratfic between
Portsmaauth (on the Ohio River) and Cleveland (on
Lake Eriel. The Pennsyivania Canal connected
Pittsburgh on the Ohio River to the sea part ot
Philadelphia. The canal used a serivs of rivers. 1t also
had a a0-kilometer portage railroad where barges
were lifted over the Allegheny Mountains, The

Figure 1-18. Mike Fiuk was the legendary and aotortons
fiero of the keelboatmen, who said Hat Tk condd
tit-shoud, otit-chiss, ont-fight, out-drink, and vat-fiddic
ary mn on the western rivers. A veal-life connterpart of
Mike Fink is said to have been bora i Allegheny Coninty,
Pennsyloania, about 1787 As a boy Jre played an fnportant
part T the bedian Wars of Hre e, Barly i life Ite
ausicered Hre call of Hie rivers, eradually moving westivand
i adeance ot the steamboats, Pk often displioped fis
marksmmiship by shootiyg olrects placed on the Beads of
volunteers ab aadistance of M paces. (From A Mistory of
Transportation in the Chio Vallev, Arthur H. Clark Co.)
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Pennsvlvan Canal was intended to rival the Ere
Canal, but the tonnage it carried never cqualed the
Lrie's. Tt was used until the Baltimore and Ohio and
the Pennsyivania raitroads linked Baltimore with
Wheeling, and Uhiladelphia with Pittsburgh.

Figure 119 Broad-wheeled, canvas-covered Conestoya
wagons iwere the ondip diveef frade connection betaeen He
cast coast and the westeriy rivers betore the baree canafs aind
raifroads. The alternative was Hie sloqe sea ronde via Neie
Orleans and the Messessippi River, The wagons, each pulled
by six harses, wsnally moved [n convoys of @ dozen. (Croim
A History of Transportation in the Ohio Valley,
Arthiur H, Clark Co.)

The Erie, Chio, and Pennsylvania canals
improved trade between the Ohio Valley and the easl
voast. Waterborne freight moving to the cast coast
from the Ohio River now had two alternatives to the
Mississippi-New Orleans sea route, Goods could be
shipped to New York via the Erie Canal or to
Philadelphia and Baltimore through the Pennsylvania
Canal.

The canals on the Ghio were so successful that
businessmen in Chicago called for a canal between
Lake Michigan and the upper Mississippi. This was
done in 1848 with the vpening of the [linois-Michigan
Canal. New Orleans, Memphis, St Louis, and
Cincinnati had long been friendly rivals. Fach wanted
to control commerce in the Mississippi River Valley.
Unfortunately, none of these cities regarded Chicago
as a serious contender until it was too late, but
Chicago opened her canal to the Mississippi and
began attracting railroads like a magnet.

On the night of November 29, 1852, a railroad
train pulled into Pittsburgh. It had left Philadelphia
the night before and spent muost of the day climbing
the steep mountain grades of the Alleghenies. Six
weeks later another railroad, the Baltimore and Chio,
reached Wheeling on the Ohio River. The iron horse
had crossed the mountain barrier between the eastern
and western rivers.

A “railrcad mania’ swept the towns of the Ohig
and upper Mississippi vallevs. Local boosters in every
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town hatched schemes to attract the railroads. The
railrvad promised more than new business. It seemed
needed for survival, The craze was kept alive by new
immigrants from Europe. Both the discovery of gold
in the far west and federal money increased railroad
growvth. MosUimportantly, the McCormick reaper
changed farming in the midwest. There would be
cnough business, it was thought, for both railroads
and steamboats.

Finally, it was hopod that the railroad would hind
the nation tegether, Mistrust and jealousy had
surfaced between the northeast and the south, Tt the
railreads did not unite the nation, then thev could tie
the midwest and northwest together against the
south.

The growth of the railroad was rapid during the
18505, By 1860 all major river ports were joined by
rail. Most of the midwestern lines ran cast and west,
while most southern trunk lines ran north and south.
There was a steady loss of passengers and freight
from the stcamboats to the railroads.

During the 1870s and 1880s, the supremacy of the
railroad over the steamboat became final. The decline
of the stcamboat can be seen inrail-tratfic volume at
5t Louis. In 1890 rail business at St. Louis was 12
times greater than steamboat loadings. By 1900 the
rativ had risen to 30 to 1. Similar changes took place
in other river ports.

Steambuats were Jike dinosaurs: they could not
adjust to changes that demanded speed and
flexibility. Steamboats were confined to the rivers,
while railroads could be built almuost anywhere and
could add new branches and railspurs at will.
Railroads could deliver freight to any factory loading,
platform rather than to the nearest riverbank. The
steamboat’s small price advantage wag crased by fecs
for dockage and cargo handling.

Mast Americans regarded the passing of the
Mississippl River steamboat with sadness. [n the end,
these magnificent boats died a slow death. They plied
the rivers in scarch of dwindling business. A few
became excursion boats or floating theaters and
restaurants; others became ferryboats. But most
simply decaved or were scrapped.

The Emergence of Towboats
and Barges on the Western Rivers

The towboat appeared on the western rivers in
the 1840s. Unlike the passenger-carrying steamboats,
the towboats carried bulk freight only. Early towbaoats
actually towed or pulled barges, which looked like
rafts and flatboats. Later the barges were pushed or
lashed on cither side of a towboat. Steam-powered
towhoats used sternwheels because they delivered
more power than sidewhcelers. The stecam packet had
a fixed capacity. But the tawboat could adjust its load
to business needs by adding or dropping barges.

Timber was the main cargo on the upper
Mississippi. This business was brisk until the
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Figure U-20. A tore may be (ntegrated, scmi-integrated, or
wiinlegrated. An fntegrated tow s the maost efficient one,
becatise it creates less drag as it noves through Hie water.

northern forests were depleted in the 1890s. Most coa)
hauling on the Ohio was done by towboats in the
1830s and later, because towboat rates were far

cheaper than rail tariffs.

It was cheaper to build towboats and barges than
1o operate steam packets. Towboats had no passenger
cabins. They could pick up and drop off loaded
barges at various ports, and so reduce costly delays in
cargo handling. The major advantage of the towboat,
however, was that it spread cargo over a wide area

and thus had a shallow draft.

A “tow” of a dozen or more barges was difficult
to handle in river bends. Most towboats had multiple
rudders for improved stecrage. They also developed
the technigue of “flanking” while moving
downstrearn in tight river bends. As the tow entered
a bend, the engines were reversed. The reversed
paddle wheel drove water against the rudders and
created more turning force. This maneuver kept the
tow in midchannel, thus taking advantage of the

current in the bend.

By the end of the nineteenth century, the
railroads had virtually replaced steam packcets. The
railroads were the best way to move must freight,
especially on short hauls, but the movement of bulk
freight over long hauls was assigned to barge lines.
The close of the nineteenth century also saw a trend
toward monopolies of river traffic. The Monongahela
River Consolidated Coal and Coke Com pany (known
as “the Combine”), for example, controlled most
marine tonnage on the western rivers after 1900.

Between 1900 and World War I (1914), river trade
declined. The timber trade from Michigan, Wisconsin,
and Minnesota was exhausted; the movement of
wheat from St. Louis to New Orleans slowed because
of railroad competition; and the discovery of oil in
Louistana and Texas reduced the need for coal.

By World War [, river commerce was down to a
mere trickle. A few truck and bus companies were in
business, but they were all local and hauled freight
only for short distances. As the nation prepared for
war, it had only the railroads to serve its transportation
needs, The railroads were, in fact, poorly prepared for
the task. There were severai large and many small
railroad companies. But there was little organization
among the many competing lines. The lack of
coordination and a shortage of railroad equipment
hurt the war effort. Many people deplored the luss of
river commerce. The nation, they said, should never
rely on only one mode of transportation.

After World War 1, business leaders proposed
that the government operate a barge line. As a result,
in 1918 Congress authorized the formation of the
Federal Barge Line, administered by the U.S. Railroad
Administration. The Federal Barge Line began with
five towboats and 25 barges. Its operations were
successful and additional towboats and barges were
placed into service. There was alse more activity
among private barge lines. Boatmen had long said
that the river offered the cheapest way to move
carges. This premise was to have another chance.

The nagging problem of low water on the major
tributaries continued, however, The barge lines
wanted improvements made on the Mississippi and
its major tributaries. They asked for a nine-foot depth
to most of the important river ports. The program
called for extensive channelization and canalization,
which were to be done by the U.S. Army Corps of
Engineers. Channclization shortens distances
between river ports by cutting chutes across river
bends. Canalization is the building of locks and dams
to increase water depth.

The towing industry and the inland waterways
served the nation well as it entered World War I in
1941. The nation’s transportation svstem (railroads,
truck and bus lines, airlines, pipelines, and inland
waterways) was placed under the controi of the Office
of Defense Transportation. At that ime there were
1,000 towboats and 5,000 barges on the western rivers
and other waterway systems.

During World War Il enemy submarines
blockaded American seaports. They sank manv cargo
vessels and oil tankers, but the inland waterways
were relatively safe. The inland svstems carried more
than one miilion barrels of petroleum products daily
during World War Il. The inland waterway svstem
made it possible to locate war industries in the
interior of the country. Ocecangoing tankers, for
example, were built in Minnesota. Some of the
Navy’s largest submarines were built in Wisconsin
and moved under their own power to Chicago. There
they were loaded onto floating dry docks for passage
through the Minois-Mississippi waterway. Then they
moved down the Mississippi to New Orleans for later
service in the Atlantic or Pacific.

The value of low-cost waterborne transportation
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was proved during World War 11, Many of the war
industries on inland waterways continued as
production shifted to peacetime products,
Communitics knew that water tra nsportation, along
with adequate highway and rail service, helped local
business and industry. The public had faith in
waterborne commerce, and there was support for the
improvemnent of inland waterways, especially on the
woestern rivers.,

Present-Day Towboats, Tugboats,
and Barges

Inland waterway freight is carried in unnamed
barges that are moved in groups ur strings by cither a
towboat or a tugboat.

Towbuoats are square at the bow and almuost
syuare on the stern. The bow has bwo uprights calied
towing kiwves, used as pusher plates, Barges fit snuply
against the fowing knees and are lashed securcly
during a tow. Actually towboats push rather than pull
their barges. A tow is made up of a towboat and one
ur more barges,

Modern towboats have powerful dicsel engines.
The era of the paddle wheel steam towboats ended in
the 1930s. Modern towboats use screw propellers and
multiple rudders. Often the propellers are mounted
inside a tunnel-like structure called a Kort nozzle. The
Kort nozzle concentrates the flow of water through
the blades and provides more thrust.

Towboats move barges on quiet, inland waters,
They appear to sit fow in the over, and often water
laps their decks. Tugboats sit higher in the water,
They are used in open water and are subject to waves
and wind. They haul barges astern on a towing cable
called a hawser. Sometimes tugboats lash barges on
vither side. They can also push bargues.,

Barges are designed to handle difficull cargos.
Coal and gravel are usually carried in hopper barges.
Thesce are basicaily double-skinned, open-topped,
rectangular boxes, Covered barges for dry bulk cargoe
arc used to ship grain, dey chemicals, coment, sugar,
and sume packaged goads. Tank barges are used to
transport machinery, lumber, and oddly shaped
cquipment. Carfloats are often seen in caastal ports.
These are barges designed to move railroad bosears or
track trailers —a waterway version of the “piggvback”
survice,

Some 30 years age, most river barges were
designed as single units, Each barge had o “'rake,” or
slope, at cach end. This is still the most etficient
design tor a single barge. But a tow of many such
barges is inefticient. This is because drag is created by
the water-breaking rakes in the middle of the tow.
Some barges are now designed 1o fit into “integrated”
tows that act as a single vessel Lo anintegrated tow,
the leading barges have a raked bow and a square
stern. Intermediate barges are squared at bow and
stern. Tratling barges are squared at the bow but
raked at the stern. Inlegrated tows are far more
cfficient than unintegrated tows. An integrated tow is
most useful tor long trips with one destination. If the
tow has to be remade at several ports along the way,
then @ semi-integrated tow may be more desirable.

The towing industry has a colorful language of its
own. For example, a dumb barge is one having no
power of its own. A bastard fow is made up of
dissimilar or uneven barges.

The towing industry moves about one-tenth of all
the freight in the U5, About 80,000 persons are
employed ininland water transportation. The crews
on most towing operations work 12 hours per day (six
hours on, six off), seven days a week. They usually
receive one day off at regular pay for each three days
worked.

Figure W-21. Theere are many fypes of barges, cluding (top
to buttom, Lefth tHe open hopper barge, He covered dry cargo
barge, and the liguid carge (k) barge. Fromt fop to

1%

botiom, right, are Hre dock barge, Hie carfloat, and the
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Living conditions are tsaalby good on o boats, laundry servive, television, and a recreation room.
Crews sleep mare conditioned quarters selapart from Emplovmentis stable and salanes are considered
the noisier areas of the vessel Most vessels have goud compared with those in most industries,

Figure 18-22. Tlie steanz-peweered towehoat, lowa, pusiies 1928, The stean-driven, stermchedt towboats were replaced
three barges conttanrnag 6,000 fons of fron pipe Hirough Oy divsel fowboats B He carly 19305 (From A History of
Lock No. 2, Qlue River. This plictograply ivas faken about Transportation in the Ohio Valley, Arthur H. Clark Co.)
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CHAPTER III

The Port of New Orleans

Figure 11-23. New Orleans m 1850, with a population of of Canal Strect divided the Creole section (downriver) from
117,000, was the world's largest seaport and the nation’'s the American section (npriver). The congestion of

forirtle largest city. The stecpled Padlding af nght is the S steamboats al the foof of Canal Street and of sailing shifps at
Luners Cathedral. Canal Street is the wide, dark geenue loft fower left was common (Troy H. Middleron Library,

of He cathedral, and Hre large building one block to the feft Lowisiana State University).
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Port Development:
The Early French Period

Throughout its history, the Port of New Orleans
has received the products of America’s heartland and
has shipped these goods to distant markuets. In return,
the port has received and sent products from overseas
ta ports in middle America. New Orleans is well
situated for this function, as it lies near the mouth of a
great river system with direct access to the sea. New
Orleans did not happen entirely by accident. It was
planned by cighteenth-century Europeans who had
claimed the vast central valley of North America.

The Spanish were probably the first Europeans to
see the Mississippi River Valley. But they were
interested mainly in gold and silver, and when they
saw a vast wilderness of forests and rivers with little
evidence of this wealth, they lost interest in the
Mississippi River and turned their attention to
Mexico, South America, the Caribbean, and the
Philippines.

For nearly 150 years, few Europeans set eves on
the great central valley. In 1682, the French, led by
René Robert Cavelier, Sieur de La Salle, descended
the miver to its mouth. He claimed all the lands
drained by the great river for France. He named it
Lonsie inchonor of Louis XV, King of France. New
Orleans and Louisiana were to speak French, not
Spanish.

The French had long known uf the great river
that flowed south to the “"Goulfe de Mexique.” They
had towns and ports in Canada. French fur traders
were active in the Ohio Valley, Hlinots, and the land
that later became Michigan, Minnesota, and
Wisconsin. Control of the Mississippi River was
becoming vital to the French in North America.
French control of the valley would confine the British
tor their coastal colonies cast of the Alleghenies, The
river would also provide the French with a southern
route to the acean. The role of New Orleans as a
seaport serving the midcontinent was defined ceven
before the city was founded.
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Figure 111-24. There were abont a dozen major settloments m
the colony of Lowisiana shortly after the founding of New

Orleans in 1718, The population of the colomy was Iess Han
1.000.
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La Salic knew that if France were to hold the
Mississippi River, she needed a port near the river's
mouth. In 1684 he returned From France with several
hundred colonists to begin the settlement. The
expedition, however, missed the mouth of the
Mississippi and landed in Texas. The cuolony failed
and La Salle was killed. But a port near the
Mississippi's mouth was clearly necessary.

A new attempt began in 1698 by a Canadian-born
French explorer, Pierre Lemovne, Sieur d'iberville,
who wanted to establish for France a colony that
extended from Canada to the Gulf of Mexico. Two
ships with almaost 200 colonists landed near Biloxd,
Mississippi.

Iberville and Bienville From Biloxt, [berville
began to look for the mouth of the Mississippi. With
him was his teenaged brother, Jean Baptiste
Lemoyne, Sicur de Bienville, Iherville made several
important discoverics. He found the river and wont
upstream many kilometers against a very strong
current. At one place he met some of the Indians he
had left behind in Biloxi. When he asked how they
arrived there, the Indians took him to the future site
of New Orleans. There, they puinted out the purtage
that led to Bayou St. John.

Bayou 5t. John was something of a back door for
New Orleans. If flowed away from the Mississippi
and inte Lake Pontchartrain. From Lake Pontchartrain
une could move through the Rigolets into Lake
Borgne and then into Mississippi Sound or into the
Gulf of Mexico. Perhaps the Bayou St. John portage
would be the best site for the new purt, but Iberville
wanted to look further.

He continued vp the river and discovered a large
stream (Bayou Lafourche) flowing from the west side
of the river to the Gulf. Farther upstream, he
discovered Bavou Plagquemine, which was also on the

Figure 111-25. Jran-Baphiste Lemoyne, Sicnr de Bienville
{1680-1768). tornded the city of Newe Orleans and serecd
Hree Himes as governor of Louisiana.
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woest bank and fHlowed out of the river. A tew mare
kilometers upstream, he discovered vot another
stream (Bavou Manchac). It flosved out of the river,
this time to the cast. North of Bayou Manchag,
[berville saw the first of the bluffs on the Mississippi.
These bluffs, free from the threat of flooding, later
became the site of Baton Rouge.

Thu explorers continued upstream as far as
Pointe Coupee Parish and vniward to the present site
of Angola. Then they returned to Bavou Manchac.
The indians told Iberville that Bavou Manchac was
part of an inland water passage to the Gulf. It flowed
inlo the Amite River and then into {akes Maurepas
and Pontchartrain. From Lake Pontchartrain there
was casy passage inta Lake Borgne. The passage
continued through the Rigolets into Mississippi
Seund and then into the open Gulf. [berville followed
this route, but found that Bayou Manchac was small.
The Amite River had many sunken logs. Even so,
Bayou Manchac on the Mississippl was another
possible site for the new river port,

Actually, Iberville had endircled the “lsle of
Orleans.” President Thomas Jefferson later wanted to
buy the Isle of Orleans from the Emperor Napoleon.
The trip around the Isle of Orleans occurred in the
spring of 1699. Undoubtedly that spring was one of
very high water on the Mississippi River. [berville
was astonished by the swift current in the river and
had serious doubts that the Mississippi could ever be
navigated by ocean-guing vessels, He returned to
Biloxi, which was to conbinue as the capital and port
city of Losirsiane. From Biloxi there was passage to the
Mississippi River by Bayou St. Juhn or Bayou
Manchac.

In May 1699 Iberville sailed for France for more
supplies and colonists. He chose the Sieur de
Sauvolle to command the Louisiana colony, with
Bienville as sevond in command. The colony
numbercd fewer than 100 and did not fare well. The
colonists were mostly soldiers and Canadian
woodsmen, and neither cared much for raising crops.

In about September of 1689, Bienville set out to
learn more about the Mississippi River. A few
kilometers below the Bayou St. John portage, he met
the English ship, Carolima Galley. The British also
wanted to establish a colony near the mouth of the
Mississippi. Bienville told the English captain that he
was trespassing on French territory and must leave at
once. He convinced the British that a fleet of French
warships was at anchor upstream. The place of
Bienville’s encounter with the British on the
Mississippi River has since been called “English
Turn.”

Iberville returned to Biloxi in December 1699 with
supplies and colonists. When told of the English ship,
he urdered Bienville to build a fort on the Mississippi,
on the first solid ground above Head of Passes.

Iberville madc another trip to France to obtain
more supplies and colonists. When he returned to the
settlement at Biloxi, in December 1701, he found that



all but 150 of the colonists had cither died or left. In
1702 most of the remaining colonists were moved.
Some went to Dauphin [sland: others were sent to
Mobile,

tberville returned to France in 1702, leaving
Bienville incommand of the colony because Sauvalle
had died of yellow fever. The French government
assigned Iberville to other duties, and he did not Bo
back to Biloxi. In 1706 he died in Havana, Cuba, of
yellow fever.

By 1708, the colony had a population ot 279
pmplu must of them in Mobile. The settlers were
plagued with yellow fever and poverty. The tur trade
with the upper Mississippi and the western Great
Lakes had begun in 1700, At that time the French
explorer Henri de Tonti arrived with 50 Canadians
and a cargo of pelts. Fur pelts were among the few
goods available for export. Some trade also took place
between Louisiana and the Spanish colonics at
Pensacola and Havana,

Antoine Crozat From its beginning Louisiana
had been governed as a roval colony. It was under the
direction of the French Minister of Marine Affairs, the
Compte de Pontchartrain, From 1712 to 1717, a
wealthy French merchant, Antoine Crozat, was given
all the trading rights in Louisiana. He chose a
Canadian, Antoine de la Mothe Cadillac, to govern
Louisiana. The colony grew under Cadillac, but it did
not prosper.

In 1714, Cadillac ordered Louis Juchereau de
5t. Denis to establish a tort and scettfement on
the Red River. The Spanish were making inroads into
Louisiana from Texas. Cadillac wanted, if possible, to
push them back to the western side of the Sabine
River. 5t. Denis chose a place on the Red River below
the Great Ratt, the log jam later cleared by Captain
Henry Shreve, at the present site of Natchitoches. 1t
became the first permanent settlement in the
Louisiana Purchase.

The Natchitoches settlement succeeded because
of trade with the Spanish and because 5t. Denis was
well liked by the local Indians. The rich Red River soil
also helped to make Natchitoches a success.
Natchitoches set a pattern for settlement in Louisiana.
Settlement always occurred first on fertile lands near
the rivers, and the backswamps, hills, and flat piney
woods remained unsettled for decades.

By 1717, Crozat had suffered great losses from
Louisiana investments, He asked the ministers of
France to end his cantract. The right to colonize and
exploit Louisiana was then given to John Law, a
Scottish financier who had found favor with the Duke
of Orleans, the Prince Regent of France. Law
organized a stock company, the Company of the
Woest, to manage Louisiana. The colony then had a
pepulation of about 751, including sbout 200 slaves.
Muost of the colenists were at Mobile, Dauphin Island,
and Biloxi. Scarcely more than 65 lived in the area
that later became the state of Louisiana.

Within the colony there was ill feeling between

the native European French and the French
Canadians. The Europeans held themselves to be
superior in matters of education and good manners.
The Canadians were men of the woods whose frontier
backgrounds showed in their speech and conduct.

The divisien between the Europeans and
Canadians was more than cultural. It was central to
the welfare and future of the colony. The Buropeans
thought that the colony should trade mostly with the
Spanish in Florida, Cuba, and the Caribbean. The
Canadians wanted the colony to trade primarily with
the French in the Great Lakes and upper Mississippi
and Ohio valleys. If trade with the Spanish were to be
the main business of the colony, then Mobile might
be the best site for a permanent capital. But if trade
with the upper Mississippi were to be its main
purpose, then a sile on the river seemed better.

The site of the capital was to be chosen by the
board of directors of the Company of the West.
Bienville, himself a French Canadian, had long
tavored Bayou 5t John on the Mississippi. The
officers of the company in Paris favored Bavou
Manchac near Baton Rouge. The native European
French colonists wanted the permanent fort at
Mobile.

The Founding of New Orleans In 1717
Bienville wrote the directors of the Company of the
West, outlining his reasons for wanting the capital at
Bayou St. John. The directors agreed with Bienville.
In February of 1718, Bienville left Mobile with about
50 men to build the new capital and port city. He
chose a place near Bayou St. John where the river
forms a crescent. Bienville named the new settlement
Nouvelle Orieans in honor of Phillippe, Duc
d’Orleans and Prince Regent of France. In June 1718,
when the city was four months old, its population
was 68,

In March 1721, Adrien de Pauger, an engincer,
arrived in New Orleans to lay out the streets. Pauger
designed a gridiron pattern for the streets, with a
central square, the Place d”Armes (later renamed
Jackson Square), facing the river. Drainage ditches
and canals were dug, a low levee was erected, and a
wharf was built. Places were chosen for a hospital,
magazine, cemetery, market, and other public
buildings. The Place d'Armes was a parade ground. It
had military barracks on the night and the central
market on the left. The Church of St. Louis faced the
square and the river.

New Orleans did not wait for growth to become a
city; it became one by decree from the beginning. Not
until 1800 were there enough people to fill the 66
square blocks of Pauger’s gridiron. Much later, New
Orleans was to take its place among the great
American cities. But it always remained a lite apart
from other American cities because, during, its first
100 vears, it was a European city.

Louisiana made slow progress under the
Company of the West. In 1731, when the company
failed, the population had reached almost 7,504

23



Port Activity in New Orleans Trade within
the colony was growing. The Mississippi River and its
tributaries were becoming important waterways of
commerce. All types of boats, canoes, pirogues, and
Hatboats were used to transport goods to New
Orleans. The boats usually left lllinois and Ohioin
February. The spring thaw assured fast river currents.
The boats often traveled in convoys for pretection
against Indians and river pirates,

The downstream cargos included wheat, corn,
lard, salted and dried meats, tallow, bear oil,
beeswax, fur pelts, animal hides, and lead from
Missouri. The trade in fur pelts and hides was very
important. By 1731, as many as 1,500 persons were
involved in this trade, most of which was channeled
through New Orleans.

The return trip to the north was by land. The
journey from New Orleans or Natchez usually began
in August or September. The north-bound cargos
consisted of rice, indigo, sugar and molasses, tobaceo,
and manufactured goods from France and elsewhere,
The trappers alsa carried animal traps, Louisiana
oranges, trinkets used in trade with the Indians, and
tafin, an alcoholic drink made from molasses.

Guods arriving downstream were either sold
locally or were exported. There were a few wharves
built along the river banks, sume open to the weather
and others covered by sheds. Most commodities,
however, were kept on the levee.

The regulations of the Port of New Orleans were
made by the Minister of Marine Affairs in Paris and
enforced in New Orleans by the Supenintendent of
Marine Affairs. Often the superintendent would close
the port to Americans out of whim. American
colonists had begun using the port as carly as 1725,
They were concerned about the “right of deposit,”
the right to unload and store goods in New Orleans
for later export.

Port activily at New QOrleans was the lifeblood of
(he colony. All businesses in the colony depended on
the movement of goods through the port. In the first
12 years of the colony, & dozen ships arrived from
France with pouds. During the next tive years
(1712-1717) more than 25 ships visited the colony.
Between 1717 and 1731, more than 100 ships called at
New Orleans. That number increased to 175 ships
irom 1731 to the late 1750,

Ships arriving from France brought textiles,
cutlery, kitchen utensils, wines, flour, gunpowder,
and other manufactured goods. When they returned
to France they carried fur pelts and hides, indigo,
tobacco, myrtle wax (for candles), lumber, naval
stares, and molasses,

Trade with the Caribbean was also important.
Louisiana exported corn, peas, beans, rice, salted and
dried meats, bear oil, naval stores, and fumber. Bricks
and tiles manufactured in the colony also found
markets in the West Indies. From the West Indies and
central America, Louisiana obtained sugar, coffee,
cocoa, spices, fine hardwoods, leather, and tortoise
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shell. Much ot the trade with the Spanish and English
was iliegal, but the desire for prolit often found ways
around legal restrictions,

The End of the French Period

The 38 years between 1731 and 1769 were a
period of hard times in Louisiana. The population did
not grow; in fact, it declined a little. The hurricane of
(740 destroyed nearly every crop in the colony, and
there was frequent warfare with the [ndians,
especially the Natchez and the Chickasaws. During
this period, however, sugarcane was introduced to
Louisiana from Sante Domingo by the Jesuits, Cotlon
was reintraoduced to Louisiana in 1740 having been
grown previously at Natchitoches on a limited basis.

The French and Indian War in the north, which
pitted the French against the British empire, had been
won by the English. In Europe this war was called the
Seven Years War (1755-1763), The victory won for
England all of Canada, all of Louisiana east of the
Mississippi (except the [sle of Orleans), and the
Spanish colony of East Florida.

In 1762 France secretly gave the remaining part of
Louisiana to Spain. At first Spain did not want
lLuuistana because the colony had been a financial
drain. But the Spanish realized that Louisiana would
separate the English from the Spanish colonies in
Mexico and Texas. The colonists learned of the
transfer two years later and were most unhappy, as
they were loyal Frenchmen and feared the military
government typical of Spanish colonies.

The Spanish Port of New Orleans

Don Antoniv de Ulloa, the first Spanish
governor, arrived in 1766 and was coldly received.
Ulloa, an astronomer, was one of Europe’s
well-known scientists, but he had poor qualities for
governorship. He was tactless and tacked goud
management skills. He left Louisiana in October of
1768 under an ultimatum issued by the leading
Creoles of the colony.

The second Spanish governor was Genveral Don
Alejandro O'Reilly, an exiled Irishman in the service
of the Spanish king. Arriving in August 1769 with
2,000 troops, he quickly brought order to the colony
and executed several Creole leaders. Spanish control
of Louisiana lasted 35 years {1766-1801) under cight
BOVernors. ’

Actually, the Spanish brought better government
to Louisiana. Under the French, Louisiana had been a
weak, struggling outpost, but under the Spanish the
colony became stronger and provided more
opportunities for new settlers.

In 1766, the last year of French government, the
population numbered fewer than 7,500, but under the
Spanish the population expanded to 50,000, During
the Spanish period, Louisiana became the refuge for
5,000 Acadians, who had been forced from their home
in Canada by the British. The Acadians were



hard-working farm tamilies who scttled on the (ertile
lands along the bavous of southern Louisiana. Several
other groups came to the colony. These included the
Germans and Swiss, as well as Spaniards from the
Canary Islands. A slave rebellion in Santo Dominga
expelled many planters, most of whom chose
Louisiana as their new home.

In the carly 1800s New Orleans became a city in
fact a5 well as in spirit. Two major fires required the
rebuilding of the city. The result was a beautitul city
with butldings made of tile and brick in the Spanish
style. New Qrleans had professional theatrical
performances, a newspaper, street kights, and a police
force. The rebuilt Church of St Louis became a
cathedral. Within a few years, New Orleans had
several theaters and America’s first opera company.

Noew Richmond}, Natchez, Mabile, and Pensacola.,

The Spanish had very restrictive attitudes about
trade with the English and, later, with the Americans.
Actually this trade flounshed but was illegal under
Spanish law, On occasions when they did allow
Lrade, they exacted a taritf of up 1o 15 percent of the
poods deposited. Tension mounted between the
Spanish ofticials and the boatmen from Tennessee,
Kentucky, and Ohio. On mnore than one occasion the
American tradesmen threatened to invade Louisiana
and seize New Orleans,

in 1795 the Treaty of Deposit between Spain and
the United States was signed. The Americans had
Jang saught the right of deposit at New Orleans, so
that they could deposit and stare goods in Noew

Figure 11-26. The Lowisiang Prrcliase, 1803, \

The main business of the city centered on the
port, which thrived as never before. In the Jast vear of
Spanish cocupation (18G2), 265 vcean vessels departed
the Port of New Orleans. Of these, 158 were
Amecrican and 104 were Spanish ur French.

American Independence  The Spanish
watched closely as the Americans began their war of
independence from the British. Great Britain was a
hated enemy, The Spanish allowed New Orleans to
become a base for Americans fighting the English in
the Ohio Valley and West Florida.

In 1779 Spain declared war on England. At the
time, Louisiana‘s governor was Don Bernardo de
Galvez. Governor Galvez led military attacks against
the British. These attacks resulted in the capture of
Baton Rouge (which the Briash had renamed Fort

Orleans until such goods were loaded on ships
destined for foreign markets. The treaty guaranteed
the right of deposit for three years. It was later
extended for another three years, but in 1802 the right
of deposit was abruptly refused.

The Louisiana Purchase

Meanwhile, in 1800, Louisiana was returned to
France under the Treaty of San [ldefonso between
Napoleon and the Spanish king. [n exchange for
Louisiana, Spain obtained a large district in northern
[taly. Napoleon sent an army to occupy Louisiana,
but the army never arrived. It was defeated in the
French colony of Santo Domingo by a native uprising
and, in addition, suffered many deaths from yellow
fover. Moreover, Napoleon was soon to be at war
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with England. He could neither occupy nor defend
Louisiana.

President Thomas Jefferson offered to buy the
Isle of Orleans from Napoleon. He wanted to obtain
for Americens the use of the Port of New Orleans.
Robert Livingston and James Monroe were the
American agents sent to bargain for the sale. Francois
Barbe-Marbois, acting for Napeleon, amazed the two
Americans with an offer to sell ail of Louisiana for $15
million. They accepted the offer and hoped that
Congress would approve the sale. James Monroe later
became the fitth president of the United States, and
Robert Livingston became one of the owners of the
first steamboat to reach New Orleans,

What did the Americans obtain for $15 million?
The Louisiana Purchase more than doubled the size of
the United States. Fleven new states were carved out
of the territory. The furmer colony had some of the
mast fertile lands on earth. Eventudl]v, 90 million
Americans would occupy the new land. When
Napoleon was told that the transaction was final, he
said: “'This accession of territory affirms forever the
power of the United States, and [ have just given
England a maritime rival that sooner or later will lay
low her pride.”

The Territory of Orleans

Congress divided the Louisiana Purchase into
two territories: the Territory of Orleans (the future
state of Louisiana) and the Territory of Louisiana
(later renamed the Territory of Missouri). William C.
C. Claiborne was the first governor of the Territory of
Orleans. A legislative council (later the Territorial
Legislature) was elected and met in February 1805, Its
first resolution was to appeint James Brown and
Muoreau Lisiet to draft a civil code by which the new
territory would be governed.

These two attorneys campleted their work in
1808. It was expected that the new code would be
similar to codes governing the other American states.
Instead, it was like the 1804 code adopted in France
under Napoleen, but with a few Spanish and Roman
twists. History does not reveal why Brown and Lislet
departed from their instructions. But in at least one
respect the new code greatly benefited port
management in Louisiana.

Article 665 of the code was copied almost entirely
from the 1804 Napoleonic code. It gave to the public
the use of the batture land—banks—on all navigable
rivers, even if the land was privately owned. The
government had the right to construct levees, roads,
wharves, and other public or common works on the
banks without payment to the ewner. This doctrine
has been contested many times in the courts of
Louisiana and the United States (including the
Supreme Court), but it has never been denied,

New Orleans Becomes An
American City

Following the Louisiana Purchase, there was an
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influx of Americans and European immigrants. The
poputlation of New Orleans doubled each ten vears
between 1800 and 1840, reaching 100,000 by 1844 In
1836, Louisiana produced 225,000 bales of cotton and
35,937 tons of sugar. The econumy was buoming.
About 2,000 river steamboats and an equal number of
ocean vessels were calling at New Orleans annually.

The city had outgrown the original arca laid out
by Pauger (called the Vieux Carré). Americans and
Europeans coming to the city settled in the uptown
area (upriver from Canal Street). For the most part,
the mayor and city councilmen were Creole and lived
in the old city. The theaters, Opera House, hotels,
and city hall were all in the old quarter. Amerncans
wanted improvement in the uptown section and took
their complaints to the Louisiana General Assembly.
The Assembly passed a law dividing New Orleans
into three municipalities.

The first municipality was the old city proper (the
French Quarter). The second was the uptown area,
and the third was downriver from the French
Quarter. Each of the three cities had its own mavor,
councilmen, and authority to enact ordinances and
issue bonds. The uptown aty was very aggressive. It
granted permits for theater construction, authorized
wharves and warehouses to be built, and opened the
uptown Garden District for residential development.
The Americans built the St. Charles Hotel, opened
the Canal Bank, and authorized the construction of
the New Basin Canal. By 1852, however, the Creoles
and Americans were beginning to work together, and
the three municipalitics were recombined into a single
city.

From 1840 until the War Between the States,
business at the Port of New Orleans prospered
despite a shortage of wharves. Most of the general
commerce of the port was deposited on bare levees.
Cotton was the main cargo, followed by sugar. At
times so many steamboats lined the levees that it was
possible to walk from one boat to the next for great
distances. Very often there were two and three
steamboats at a single wharf. Cargo had to be carried
across one or two decks before reaching the wharf or
river bank.

The War Between the States erupted in April
1861, and New Orleans fell to the Union Army in May
1862. The war brought commerce in the port to a
standstill. The Mississippi River itself becamc a
battlefield, adding many sagas to the history of naval
warfare. Many civilian steamboats were burned or
sunk by their southern owners. The war lasted four
years and the resulting reconstruction added 12 more
years of hardship to the city and its port.

Port Development After the
War Between the States

Following the war, business at the Port of New
Orleans gradually resumed, and by 1870 the port was
handling as much cargo tonnage as before the war.
But the dollar value was down. Actually, the port was



in serious trouble because of several major problems
that had to be solved to insure New Orleans’
eminence as a port. The problems faced by the city
were varied:
(1) Shoal (shallow} depths at the mouth
of the Mississippi
(2) Decline of the steam packets and the
advent of railroads
(3) Ycllow fever
(4) Loss of confidence in the port and
city
(5) Inefticient port management
(6) Obsolete port facilities.

Shoal Depths at the River's Mouth. Even
Iberville in 1699 had difficulty crossing the bar at the
mouth of the Mississippi. The Mississippi River
carries a great amount of stlt. The river slows down as
it reaches the Gulf. As the current b]oxw mULh of the
silt settles and clogs the channels or “passes” at the
mouth of the river, making passage by large boats
very difficult.

The solution to the problem had been suggested
in 1712 by Adrien de ["auger, the architect-engineer
who designed New Orleans, though later engineers
did not believe that his scheme would work., Pauger
had suggested that jetties be built at the mouth of the
river, These long, parallel, rock levees would confine
the river current to a narrow channel, and the
increased speed of the river's current would flush the
silt out of the mouth.

Figure I1-27. 10 1879, engineer James Buchanan Eads
(1820-1887) it a jetty system at the mouth of the
Misstssippt River to keep the South Pass channel at the
proper depth for navigation.

In 1879, a jetty system made of willow mats and
stone was completed on South Pass by James Eads.
Eads was an engineer from St. Louis who had a
contract with the Corps of Engineers, Pauger’s
suggestion and Eads’ jetties were successful. The jetty
system at South Pass assured a minimum depth of
nine meters. A later jetty system made of large rocks
at Southwest Pass provided cven greater depth of
entrance to the Mississippi River,

The Decline of the Steamboat The decline of
the steam packets, mainly a result of the growth of
railroads in the north, posed a threat to New Orleans.
Railroads were able to move freight directly between
the midwest and the east coast, bypassing New
Orleans. Actually, steamboat traffic at New Orleans
continued briskly during the 1870s and 1880s, but the
trade was based on an obsolete technology. New
Orleans was too far removed from the agricultural
and industrial midwest, a principal source of the
port’s business.

In 1860, St. Louis, a rail and river center, passed
New Orleans in population. Five years later, Chicago,
an even bigger rail center, passed both St. Louis and
New Orleans.

In time, however, the railroads did suppuort port
activity in New Orleans. The first through train
service between New Orleans and Chicago was begun
in 1873 by the Mississippi Central Railroad, which
became the Illinois Central in 1877, Through train
service between New Orleans and California was
begun in 1883 by the Southern Pacific. Although New
Orleans never became a major rail center, it did
acquire good rail service to its markets in the
midwoest.

Yellow Fever When the French first came to
Louisiana they had many complaints. The loudest
ones were about the mosquitoes. Paul du Poisson, a
missionary priest, wrote bitterly: ©. | the greatest
torture is the mosquitoes, the cruel persecution of the
mosquitoes . " It was not known at the time, but
mosquitoes of the species Aedes aegypti caused the
spread of yellow fever. Throughout the history of the
colony, this dreadfu} disease caused untold suffering.
It was always present, but every few years it
increased in fury and took thousands of lives. In 1853
New Orleans reported 40,000 cases of yellow fever
and 11,000 deaths from the disease.

A group of American and Cuban physicians
discavered the cause of the disease--a virus
transmitted by mosquite bites. There is still no cure
for the disease, but it can be prevented by vaccination
and mosquito control. Until yellow fever was brought
under contrel, its epidemics depressed port activity in
Louisiana. Northern businessmen did not want to
expose themselves to the disease. Fortunately, there
has been no serious threat from vellow fever since the
last New Orleans epidemic in 1905.

The reconstruction period after the War Between
the States clouded the business climate in New
Orleans. Cities in the north were expanding in the
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wake of a vigorous, postwar prosperity, but New
Orleans and other southern cities languished in a pall
of defeat.

[t was decided that New Orleans should have a
world’s fair, an expensive, year-long extravaganza
with pavilions sponsored by several nations and
industries. It would announce to the world that the
War Between the States was over and that New
Orleans was back in business. The fair would
emphasize that New Orleans was the best port
connection between middle America and world
markets—especially the markets in Latin America.

The celebration was called the World's Fair and
Cotton Centennial Exposition (1884-1885), and it was
held in a large wedge-shaped tract of land between
the uptown section and the suburb of Carrollton. The
fair was not a complete success, but it accomplished
at least two objectives: It did much to restore
confidence in the future business and port activity in
the city and it left a large tract of land available for
urban use. The part of the land on the river side of 5t.
Charles Avenue became Audubon Park, The other
part, on the lake side of 5t. Charles Avenue, became
the home of Tulane University and Loyola University
of the South.

Inefficient Port Management From 1865 to
1896, the Port of New Orleans suffered from the lack
of good management. During that time, most of the
port facilities were Jeased to private companies. The
companies charged fees and rates that put New
Orleans at a competitive disadvantage. Most of the
wharves were old and needed repair. The port had
grown in size to include river frontage in three
parishes: Orleans, 5t. Bernard (downriver), and
Jefferson (upriver). Various unnecessary fees were
charged vessels moving from Orleans to St. Bernard
or Jefferson parishes.

Business leaders in New Orleans realized that the
port had to be managed by a single authority. Only a
single management cauld assure fair and uniform
rates. They asked the General Assembly of Louisiana
for help and, in 1896, the assembly passed Act
Number 70. The act created the Board of
Commissioners of the Port of New Orleans as an
agency of the state of Louisiana. This agency has
since been known as the “"Dock Board.” The Dock
Board took over management of the legal servitude of
the batture and banks of the Mississippi River, which
included the wharf system in Orleans, St. Bernard,
and Jefferson parishes. Many private interests
challenged the legality of the Dock Board, but the
Louisiana Supreme Court has always upheld the law
that created the board.

After the new board took over the wharf system,
it reduced wharfage rates on all vessels. The Dock
Board wanted to make New Orleans a nearly free port,
but sufficient fees had to be charged so that wharves
could be maintained and new facilities could be built.

Obsolete Port Facilities The Dock Boeard took
possession of the wharves in 1901, but had no money
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tor a much-needed construction program. The board
obtained a luan at no interest from the Leviand
Steamship Company to build a modern, covered
wharf. Under the agreement, the Leyland Company
had first use of the wharf {or its own ships. When not
in use by Leyland's ships, the port could assign the
wharf to other companies. The loan was repaid out of
fees collected from the other users of the wharf.

Similar agreements were made with other
compantes, including the Harrison Line, the Southern
Pacific Railroad, the New Orleans Terminal
Company, and the United Fruit Company. The
first-choice provision is called “the first call on berth
privilege,” and it has remained the policy of the Dock
Board since its beginning,.

In 1908 the legislature authorized the Dock Board
to issue bonds for censtruction. Such autherization
also had to be approved by voters as an amendment
to the state constitution. This was accomplished in
1913. In time, the board issued bonds for the
construction of the Public Cotton Warehouse, the
Public Grain Elevator, and the Inner
Harbor Navigation Canal, which connects the
Mississippi River to Lake Pontchartrain.

After 1896, the membership of the Dock Board
was determined by the governor of Louisiana, who
could appuoint and remove members at will. But since
this method of selection often resulted in unworthy
appointments and unethical conduct, the Louisiana
legislature changed the procedure in 1940. Board
members now must meet certain qualifications. They
must be nominated by designated business and
professional organizations, and members may not be
removed except by legal proof of misconduct at a
public hearing.

The Modern Port of New Orleans

The Port of New Orleans has grown ta be one of
the largest and busiest in the nation; in the past few
years, it has handled more cargo tonnage than any
other port. The port is state-owned and is managed
by the Board of Commissioners of the Port of New
Orleans. Its facilities include the public wharf system
on the Mississippi River in Orleans, St. Bernard, and
Jefferson parishes. This wharf system contains about
100 berths that stretch almost continuously for about
12 kilometers along the banks of the river. In
addition, the Dock Board manages port facilities on
the Inner Harbor Navigation Canal (the Industrial
Canal). This canal extends from the Mississippi River
to Lake Pontchartrain. The board also manages the
Public Commodity Warehouse complex and the
Foreign Trade Zone Number Two. It leases the Public
Grain Elevator to a private operator. The New
Orleans Bulk Terminal and France Road Container
Terminal are recent additions to the Port of New
Orleans.

Most of the wharves are of the “quay” type,
which means that they run parallel to the river rather
than jut out into it. Typically, a wharf consists of a



Figure 111-28. The moders port of New Orleans. (Phoeto Office of Tourisn.)

riverside apron (platform}, a transit shed, and a
landside apron. “Open” wharves have a continuous
apron with no shed. Nearly all wharves are served by
a rail track on the land or river side, allowing cargos
to be easily loaded and unloaded.

A wharf and its transit shed are used for the
loading, unloading, and short-term storage of cargo.
They are not storage warehouses. When a company
leaves cargo too long in the transit shed, it will be
assessed a fee, called a demurrage charge.

Foreign Trade Zone Number Two  The port
operates Foreign Trade Zone Number Two under the
authority of the federal government. This zone is a
special section of the port where foreign and domestic
goods may be received, processed, and manufactured
without payment of customs duties. The duties
become payable only after the goods enter normal
commerce. Foreign goods imported into the zone may
be manufactured for export without ever incurring
customs duties.

The Foreign Trade Zone Number Two was
established shortly after World War II. Its purpose
was to allow American busi ess to compete with
foreign manufacturers on a more equitable basis. The
Trade Zone has stimulated business at the port, as the
value of goods moving through it is well over $100
million annually.

The Public Belt Railroad  Eight railroads
operated in New Orleans at the beginning of the
twentieth century. Railroad lines, arranged in spider
web fashion, served the many public and private
wharves along the river. The port and its customers
found great difficulty and confusion in switching
freight cars from one carrier to another. There was too
much duplication of rail service. The transfer of
freight among the carriers meant unending delays
and unnecessary costs. The situation badly needed
correction.

In 1905 the city of New Orleans passed an
ordinance forming the Public Belt Railroad. The
city-owned railroad is unique among railroads. Its
chief job is switching freight cars brought to New
Orleans and delivering them to their final destination
in the city. A charge is made for each car handled
without regard to mileage and weight. No charge is
made for returning empty cars to the trunkline
railroads. The Public Belt Railroad has made port
operations in New Orleans much more efficient.

In recent years, however, the Public Belt Railroad
has become controversial. Because the railroad
operates at a loss and is a financial burden on the city,
New Orleans would like to turn it over to another
agency.
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Artificial Walerways in New Orleans
Throughout its history, the Port of New Orleans
recognized the need for canals to supplement its
river-ocean commerce. The Mississippi River serves
well fur north-south traffic, But the city also needed
improved means for the east-west movement of
treight.

The first artificial waterway (the Carondulet
Canal) was built by the Creoles to provide a water
route from the rear of the Vieux Carré to Lake
Pontchartrain through Bayou St. John (the Bienville
Passage). The second (the New Basin Canal) was built
by the Americans in 1832 to move freight between the
uptown section and Lake Pontchartrain, Both of these
canals were later abandoned because they were
difficult to maintain and they did not connect Lake
Pontchartrain with the river. But a river-lake
connection was still a long-cherished ambition of the
port.

in the carly 1920s, the Dock Board and the city
jointly built a deepwater canal between the river and
the lake. The canal was finished in 1921 and the river
locks in 1923, (Water level in the river is at least three
meters higher than that in Lake Pontchartrain.) [t is
offictally named the Inner Harbor Navigation Canal
but is more commonly known as the “Industnal
Canal.” Actually, Lake Pontchartrain is too shallow
for ocean vessels. But the new canal provided more
dock space and reom for industrial development.

In 1934, the improved West Bank Harvey Lock
and Canal were completed. The waterway linked the
Mississippl River with Bayou Barataria so that barges
could move from the river to Morgan City, Lake
Charles, and the Texas coast. By 1945, barge traffic on
the Harvey Canal became so brisk that it had to be
supplemented with another waterway, the Algiers
Canal.

Throughout the 19205 and 1930s, work proceeded
on the Gulf Intracoastal Waterway. This waterway is
nearly 1LE0O kilometers long. Barges can be moved on
the waterway betwoeen Brownsville, Texas, and St
Marks, Florida, through New Orleans, withaut
entering the open Gulf. The Industrial Canal in New
Orleans was made part of the Gulf Intracoastat
Waterway,
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The Mississippi River-Gulf Qutlet By the
19505, the Port of New Orleans exeended tor more
than 40 kilometers along the banks of the Mississippi
River and the Industrial Canal. With nearly 3,500
ships calling each year. it had become one ot the
world’s busiest and most congested scaports, Much of
the export cargo came by barge, but increasing,
amounts were arriving by rail and truck. There was g
great need to enlarge the port and to tind additional
space for support facilities,

tn 1956, after many years of hearings and
investigations, the Corps of Engincers recommended
the dredging of a new canal between New Orleans
and the Guif. The canal would be cast of New
Orleans, It would afford ocean-going ships a new
access to the port without using the Mississippi River,
The resulting waterway, called the Mississippi
River-Gulf Outlet (MR-GO), put the Port of New
Orleans 65 kilometers closer to the sea. The MR-GO
was finished in 1963,

The MR-GO was part of a pian to rebuild the Port
of New Orleans. The Dock Board and the business
community of New Orleans wanted to shift much of
the heavier traffic to new facilities in the open arvas of
east New Crleans and 5t. Bernard Parish. Shipping
companies would then have a choice. They could use
either a riverfront wharf or one in the newly
developing port area in the east at the head of the
MR-GO. The new port area east of the river came to
be known as the tidewater area,

Much of today’s cargo is moved in sealed
containers the size of boxcars or truck traijoers.
Containerized cargo requires huge cranes for lifting,
and large areas for the storage of containers awaiting
shipment. The space along the riverfront was not
adequate to accommodate large container facilities,
but the new port in the tidewater area is large encugh
to support this cargo.

The Port of New Orleans is impartant, not just to
New Orleans, but to the entire state, Port achivities in
New Orleans, Lake Charles, Baton Rouge, and
elsewhere in the state directly or indirectly support
thousands of jobs.



The Port of Baton Rouge

The Discovery of Baton Rouge

Most citics have a definite beginning in history,
with the establishment of a settlement that later
became a town or city. But Baton Rouge seems to
have been discovered rather than founded. Indian
settlements occupied the bluffs of Baton Rouge for
perhaps centuries before Europeans came to North
America,

The discovery of Baten Rouge vccurred March 17,

1699, and was made by Pierre Lemoyne,

Sieur d'[berville, durm!_, his ascent of the Mississippi
River from Biloxi. lberville, whose party of about
three dozen men included his brother, Bienville,
ascended the Mississippi River to the present site of
Baton Rouge. The explorers noticed several
impressive geographical features that were different
from the flatland southward to the Gulf of Mexico.
First, the river at Baton Rouge abandoned its winding

Figure IV-29. Iu its carly days, the port of Baton Rotige,
seen hore frome across Hre Mississippi River, stpported a
mixture of steambont and flatboat commerce. The width of
the river seems understated in this andated drazeing. The

CHAPTER IV

habit to torm a “reach,” or straight stretch between
bends, about 15 kilometers long,

Secondly, the east bank rose from the river as
bluffs, high ¢nough to be free from the annual spring
overflosw of the river. Behind these bluffs wore
vccasional quiet streams, grassy meadows, and lovely
forests of vak and pine. The rich sail enabled the loc al
Indians to grow crops of corn and beans. The Indians
lived in small cabins with roofs of palmetto leaves.

The French noticed a reddenced “maypale”
without branches to which the heads of tish and bears
were attached in sacrifice. The pole may have been a
cypress tree. The Indians told the French that the pole
marked the hunting boundary between the
Bayougoulas {downriver) and the Houmas (upriver).
The Indians called the red pole Istronma, which
translated into French as Baton Rouge, or “red stick.”
The local Indians became enduring friends of the
French.

;4
] :;‘
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v

skiline is dominated by the Old State Capitol, compivted in

1850, and the steeple of St fosepht Chrch. completed in
the fate 1850 {{Howoard Tilton Memorial 1. thravy, Tulane
Lhuiversity).
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Baton Rouge During the French Era

During the period from 1698 to 1762, Louisiana
struggled as a French colony. Actually, history does
not reveal very much about Baton Rouge during that
time. It was a river landing of minor importance, and
appears on several maps as a point of reference rather
than as a thriving scttlement. Various members of the
Dartaguctte family attempted settlement in the area.
In 1727, however, Father Paul du Poisson cam ped
overrdight in the area and reported that the settlement
had buen abandoned. Some historical accounts refer
to a fort at Baton Rouge, but such a fort may not have
existed. Baton Rouge under the French seems to have
been mainly a settlement of widely scattered
plantations. But better times were coming.

Baton Rouge Becomes English

In 1763, the French and Indian War ended with
the victory of the English and their Spanish allies.
France lost all of Canada to England, as well as all of
Louisiana cast of the Mississippi {except the Iste of
Orleans, which included New Orleans).

The castern part of Louisiana became known as
West Florida. It extended from the Mississippt River
to the Perdido River (the present boundary between
Alabama and Florida). The English also obtained from
the Spanish East Florida, now the state of Florida.

Duc Etienne de Choiseul, the French foreign
minister, urged King Louis XV to get rid of the rest of
Louisiana. The French had offered all of Louisiana to
the English, but the English chose West Florida
mstead. They regarded Florida as a far more strategic
possession.

The French foreign minister renewed efforts to
transfer Louisiana to Spain. The Spanish were
reluctant at first, but later changed their minds,
Louistana as a Spanish colony would keep the English
at somu distance from the Spanish mines in Mexico.

The Spanish acted slowly in taking possession of
their newly acquired colony of Louisiana, but the
English quickly began to organize and develop West
Florida. The French had shown almost no interest in
Batan Rouge, but the English did. They saw that
Baton Rouge was well situated. It was on the
Mississippi River, with direct access to the upper
Mississippi River Valley. It was on bluffland well
above the floodplain of the river and was very close to
Bavou Manchac. Bayou Manchac, with
improvements, could provide a waterway to the Gulf
of Mexico through Lake Maurepas and Lake
Pontchartrain.

The English were determined to control
commurce and traffic on the Mississippi River. They
were indeed successtul in this ambition. The plan was
to cut off trade at New Orleans by building a port at
Manchac. Boats could then move from the Mississippi
to the Gulf through Bavou Manchac, the Amite River,
and lakes Maurepas and Pontchartrain. Bavou
Manchac and the Amite River together were called
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the Iberville River,

A small English forl was built at Manchac and a
larger one at Baton Rouge. The Fnglish renamed
Baten Rouge “New Richmond,” but the new name
was ignored by most peaple,

West Florida and Baton Rouge began to grow and
prosper. The English monopolized trade with the
Indians, to the dismay of the Spanish officials in
Louistana. Baton Rouge soon became a buslling
village. Its booming cconomy was aided by illegal
trade with Spanish Louisiana.

The Spanish had very restrictive attitudes about
trade. They wanted Louisiana to trade only with
Spain or with other Spanish colonies. The prohibition
of trade with the English caused severe shortages in
Louisiana; consequently, Baton Rouge became a
haven for English smugglers ready to sell goods to the
French and Spanish in Louisiana at fair prices. At first
the Spanish officials ignored the tliegal trade, butin
later years the issuc became increasingly sore.

West Florida was very aftractive to settlers from
other English colonies in North America. Streams of
immigrants from the colonies east of the Mississippi
poured into the new territory. Thev were enticed
there by offers of cheap land. Although the village of
Baton Rouge had French and Spanish residents, it
soon became dominated by Anglo-Saxons. This
cultural influence prevailed in Baton Rouge thereafter,

The Anglo-Saxons who came to West Florida
represented two different backgrounds. The first were
frontiersmen from Kentucky, Tennessee, and
Mississippi. Others were Taries who were very loval
to the British crown. The Tories, cultured gentry from
Virginia and the Carolinas, resented the growing
radicalism and talk of independence on the cast coast.

Baton Rouge Becomes Spanish

In 1776 the 13 English colonies of the east coast
declared their independence from England and soon
were fighting for their lives against the might of the
British army and navy. The American Revolution
began only 12 years after England had gained
possession of East and West Florida.

The citizens of West Florida were divided in their
loyaltics. The Tories despised the American bid for
independence, which they regarded as radical and
anarchistic. The majority in West Florida, hewever,
were frontiersmen who felt a kinship with the
Americans. They hoped that someday West Florida
would become part of a new American nation.

At first the Spanish officials in Louisiana had to
remain neutral. But their hatred of the English
resulted in much sympathy for the Americans, and,
in time, the Spanish entered the war against England.
Don Bernardo de Galvez, the Spanish governor of
Louisiana, launched attacks against the English forts
at Manchac, Baton Rouge, and Natchez. All three
forts fell to the Spanish with little resistance, and
Galvez then subdued the other English forts at Mobile



and Pensacola, As o result of the war, the Americans
won their independence, Spain regained Fast and
West Florida, and Batan Rouge became a Spanish
village.

Spanrish rule of Louisianag and the Floridas swas in
the main moderate and considerate of Jocal needs and
wishes. Where possible, the Spanish appointed local
prople to governmenlat offices. The Spanish
governors had to tread lightly, however, Louisiana
was predominantly French, and West F Ionda Was
mostly Anglo-Saxon. Neither group had strong
feelings of lovalty to the Spanish throne.

The English in West Florida had set up a form of
government based on elected representatives. But the
Spanish had little paticnce with republican
institutions and no such clective body was permitted.

The port eperations at Manchac, which the
English had encouraged, dwindled to nothing. Baton
Rouge under the Spanish continued as a river
landing, but it was overshadowed by more important
settlements at Bayou Sara (St. Francisville) and Pointe
Coupee.

Ir 1800, France—under Napoleon—was the seat
of power in Europe. By treaty that year, Louisiana
ence again became a French colomy, though the
Spanish retained West and East Florida.

Three years later, in 1803, the United States
completed negotiations to purchase the Isle of
Orleans and the rest of Louisiana from the French.
President Jefferson later insisted that the Louisiana
Purchase had also included West Florida, but the
Spanish refused to withdraw so Baton Rouge
remained a Spanish city for a few more years. By this
time, its population was twoe or three thousand,
mostly Anglo-Saxon.

The new Spanish governor of West Florida was
Vizente Folch and Pensacola was the capital city. The
Spanish became fearful of losing Baton Rouge because
of its excelient position on the Mississippi River. The
richest lands in West Florida were near Baton Rouge,
and the town was surrounded by hastile Americans.
[t soon became a storm center of political unrest.

Governor Folch had to govern a colony of citizens
who generally resented Spanish rule. There was
endless talk of rebellion. espedally in Baton Rouge
and St. Francisville. There were rumors that Aaron
Burr was leading a private army to invade West
Florida and seize Baton Rouge. The United States laid
claim to West Florida, but did nothing to assert the
claim.

The Republic of West Florida

Resolution finally came in 1810. The West
Floridians organized their own army and quickly
captured St. Francisville, Baton Rouge and all of
West Florida west of the Pearl River. They proclaimed
West Florida an independent republic with 5t.
Francisville as its capital. Its cmblem was a large
white star on a blue background.,

Same of the West Floridians wanted annexation
to the United States, Others wanted to stand alone as
an independent republic. Many of the Tories had little
love for the United States, while others resented the
United States for doing nothing to help West Florida
in its struggle against the Spanish. But on December
10, 1810, the blue and white flag of West Florida was
loswwered and the American stars and stripes were
raised at Baton Rouge. The infant republic had lasted
ordy 74 davs.

Baton Rouge: An American City and
Port

In 1812 Louisiana was admitted to the Union as
the eighteenth state. Baton Rouge, with a population
of about 3,000, had at last become American. Already
the town had changed flags five times. In that same
year the steamboat New Orleans passed through Baton
Rouge on her way to New Orleans. Soon the vessel
entered the river trade between New Orleans and
Natcher. The future of Baton Rouge as a nver purt
seemed assured,

Actually, Baton Rouge was to become a major
inland seaport and metropolitan center. Three events,

Figure IV-30. Freighters from all aver the world call at the
trodern port of Baton Rowge,
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widely spaced in time and influenced by the city's
excellent geographical location, enabled Baton Rouge
to grow and prosper.

The first was the selection of Baton Roupe as the
capital of Louisiana in 1849. The choice, a compromise
between Louisiana’s northern and southern
legislators, gave Baton Rouge important recognition.
It alsw assured the city of pelitical influence and a
source of employment in state government.

The second event was Louisiana’s decision to
make its major invesiment in higher education in
Baton Rouge. [n 1869, Louisiana State University was
moved to Baton Rouge from Pineville. In 1881,
Southern University was maved to Baton Rouge from
New Orleans. The presence of these two land-grant
universities provided Baton Rouge with important
educational and employment resources,

The third event is related te the development of
Baton Rouge as an inland seaport. In 1909, the
Standard Oil Company decided to build its major
southern refinery in Baton Rouge. The company’s
decision was based on the discovery of larpe
petroleumn deposits in north Louisiana and on the fact
that Baton Rouge was the head of navigation on the
Mississippi River for ocean-going tankers. Again, the
port city's fortunate location paid off.

The arrival of Standard Oil (now called Exxon) in
Baton Rouge set the stage for the area’s most dramatic
growth in population and port activity. The refinery
was the first of many petrochemical industries to
locate their plants along the tower Mississippi. During
the next 70 vears, almost 100 petruochemical plants
were constructed on the river banks between Baton
Rouge and New Orleans,

Steamboat Operations (1812-1920)

Baton Rouge was a frequent way-stop fur steam
packets serving the river trade between New Orleans
and the major tributaries of the Mississippi River.
Many of the packets calling at Baton Rouge took on
freight and passengers at the foot of Florida Strect.

Many packets also made a “wood stop” at Clay's
Landing in Port Allen. This landing was about three
kilometers upriver from Florida Street on the west
bank.

Clay’s Landing was the site of Louisiana’s first
stecamship loss. [n July of 1814, the New Gricans
snagged on a planter and sank. Fortunately all of the
passengers and crew were saved and most of the
cargo was retrieved.

The Port of Baton Rouge

Ocean-going vessels were calling at Baton Rouge
long before the city officially became a port. Many of
the larger industries like the Standard Qi Company
then operated their vwn port facilities and continue to
do so today.

In the early 1920s, the need became apparent for
a public docking facility to handle cargo for smaller
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Figure [V-31. The first mate in the control room of q
modern-day freighfer.

shippers and port users. As a result, the city
authorized the construction of the Municipal Dock in
the mid-1920s. The Municipal Dock was located on
the east bank a short distance below the present
Interstate Highway 10 bridge. In 1936 the dty leased
the dock to the Federal Barge Line, which operaled
the facility for 12 years. [n 1949 the East Baton Rouge
City-Parish Council created the Baton Rouge Port
Authorlty which operated the dock until 1952 when
the Authority was dissolved.

The Greater Baton Rouge Port
Authority

The old Baton Rouge Port Authority had
limitations. For example, it did not have the economic
resources to construct and operate a large, modern
seaport. It also lacked territorial jurisdiction. [t could
operate only in Last Baton Rouge Parish. lf the port
were to expand, it would have to move some of is
operations to the west bank of the river, as the west
bank had deeper water and more room for industrial
growth.

In 1952 the Louisiana legislature and the voters of
the state created the Greater Baton Rouge Port
Authority. This authority included jurisdiction in
Iberville, Ascension, and East and West Baton Rouge
parishes.

The new Port Authority has had enterprising
leadership. It began to construct new and larger
general cargo facilities in Port Allen on the west bank.
In time, the general cargo facilities were expanded to
include 250,000 square feet of covered storage space
and 250,000 square feet of open ducks. A large area is
maintained for the storage of imported automobiles,
an important commodity of the port. The old
Municipal Dock on the cast bank was abandoned
about 1960,

Baton Rouge has a bulk terminal for handling
molasses, much of which is imported. The Port



Authorty constructed o grain elevator that could
accommodate 7.5 million Bushels, Both ol these
facilities are leased to private industry. Thev are
located near the Poet Allen Lock, convenient to barge
traffic using the Port Allen-Morgan Cily canal, part ol
the Gult Intracoastal Waterway svstem,

Metallic ores are are important part ot the porl’s
business, They are handled at the Burnside Terminal
in Asconsion Parish, some S0 kilometers south of
Baton Rouge. The Burnside Terminal is one of the
largest ore handiing facilities in the world Adl e poes
ot ores can be stored or transterred to ships, barges,
or rail cars.

At Scotlandviile, north of Baton Rouge, the Port
Authority operates a unique barge terminal. This
publicly owned dock facility is for the exchange of
domestic cargo between water and land. The Baton
Rouge Canal was built to provide more waterfrontage
for industries coming to the Baton Rouge area.

By the late 19705, cargo handled by the Port of
Baton Rouge reached more than 70 miilion tons
annually. This total included the cargo moving across
prwatc and public docks in the Port Authority's
jurisdiction. In the 1980s, Baton Rouge ranked among
the top ten U5, ports in amount of tonnage handled.
Cort operations in Baton Rouge have provided a
significant number of jobs in the Baton Rouge area
and throughout Louisiana.

Figure IV-32. Bufonr Ronge ranhs as one of e major LES.

ports o bempage fiendled . (Photo Offwce of Towrism g
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CHAPTER V

Between Baton Rouge and New Orleans, the
Mississippi flows through Lowsiana’s historic river
parishes. On both sides, the river is flanked by fertile
agricultural lands that have for two centuries

Figure V-33. The Port of South Lonisiana extends for about
40 miles alony the banks of He Mississippr and Dicldes
river fromdage i St fames, St ol the Baptist, and 5t
Charles parisives. The region contains one of the world's
fargest marvine shipping complexes. (Photo courtesy of the
Port of Senth Lonisiana.)
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The Port of South Louisiana

produced a variety of crops including indigu, cotton,
sugar cane, and, most recently, sovbeans. The river
parishes are well known for their stately plantation
houses, muss-draped live oak trees, and rich cultural
traditions. The culture is indeed varied, a blend of
influences that are African, Caribbean, native
American Indian, Acadian, German, French and
Spanish Crecle, Swiss, English, and American.

The Mississippi River was and is the backbone of
the river parishes. The most valuable land is that
fronting the river. Before roadways were built, the
river provided the best means of transportation.

Teday, agriculture is still important in the river
parishes, but petrochemical industries, steel and
aluminum plants, grain clevators, clectric power
stations, port activities, and marine transport
operations have taken more and more of the valuable
land facing the river.

Growth of Industry

The development of large industries in the river
parishes began in the 1950s and is continuing with
more than 40 major industrial plants in operation
there. These industries chose the river parishes
because they offer efficient waterborne transportation,
The area has direct access to the Gulf of Mexico and
to the midwest by way of the Mississippi River
system. 1t also has east-west access to all ports of the
northern Gulf of Mexico by way of the Gulf
Intracoastal Waterway.

South Louisiana Port Commission

During the late 1930s, it became apparent that the
river between Baton Rouge and New Orleans was
developing into a port of considerable importance,
but without the services that a port authority could
provide. At the time it did not seem feasible to
enlarge the limits of the ports of New Orleans or
Baton Rouge to include the remaining river parishes
outside the jurisdiction of either port authority.

In 1960, the Louisiana legislature authorized the
South Louistana Port Commission to manage a public
deep-draft port on the Mississippi River for the three



Figure V34, A bufk carge carrier, Part of Sonth Londsiana,
(Photo by R Lautuer, canrtesie of Port of Senith
Lotisfama. }

Figure V-35. The motor vessel Miss Kae-D pushics a record
toie wear Mempliis on May 6, 1981, This tuwe, assembled
icar Bieton Ronge and bound for Hickman, Kentuky,
vontuined 70 emphy barges and two barges loaded oith
magnesinny. The previows record was sct in 1906 by the
steamt vessef W, W Q'Neil, wluch pushed 63 empty
wooden targes smaller than Hhe steel ones pusited by the

river parishes: Sk Charles, St John the Baptist, and
St fames, These parishes included all of the
Mississippi River between the imits of the ports of
Baton Rouge and New Orleans.

The South Louisiana Port Commission’s area
includes 53 miles on the river with berthing for more
than 60 vcean vessels and estensive factlities for barge
docking and fleeting,. Nearly 5,000 vcean-going
vessels use the facilities at the Port of South Louisiana
annually. Waterborne commerce, both foreign and
domestic, exceeds 200 million tons annualls.

The port handles the largest volume of cargo in
the United States. In tonnage and dollar value of
goods handled, itis bigger than its sister deepwater
ports ot Baton Rouge and New Orleans and its
tonnage is larger than that of the Port of Houston,

The types uf facilities financed by the South
Louisiana Port Commission include grain elevators;

Miss Kae-12. Miss Kae-ID's foar covered mearly 13 acres.
Built in 1977 and viwreed by the Flowers Transportation
Co., Hre Miss Kae-D 15 poieered by fhree divsel engines
havig 10,500 forsepoiver. Sheand fonr sister tessels noie
plytng Hhe Mussissynd River are the world's fargest
techoats. (Phote ased by perntssion of the lowers
Transportation Co., Greewville, Mississippr )



chemical docks and storage tanks; dry-bulk terminals
for handling products such as coal, alumina, and
bauxile; steel mill docks to handle scrap iron and stec]
products; fertilizer handling docks; and storage areas
for handling liquid and dry fertilizers. Between 1976
and 1983, the South Louisiana Port Commission sold
over $200 million in industrial revenue bonds to
finance the construction of specialized port facilities
and has pledged to issuce over $300 million more for
port projects being planned or now under
construction.

Figure V-36. Tugboats like this one docked at Morgan City
are a convmon sight in modern Lowisiana ports.

Industrial Development

The rapid growth of the port reflects the growth
vt the area. During the period from 1960 to 1980,
when the U.S. increased its population by 26 percent
and the state of Louisiana grew by 29 pereent, the
purt grew by 36 percent. Representatives from the
state povernment and the governing authorities of the
three parishes compuose the South Louisiana Port

Commission. As they are aware of local needs and the

local economy, they can respond quickly to the needs
of business and industry interested in operating
there.

The speed of industrial development has been
remarkable. During the five-year period from 1977 to
1981, approximately 25 percent of money spent for
industrial plant construction or expansion in
Louisiana was spent within the port’s boundaries.
During the same period, almost $3 billion was
invested by new industry in the port area. The main
reason for this increase is the Mississippi River, which
flows through the hearts of St. Charles, St. James,
and St. John the Baptist parishes, carrying the
greatest supply of water in the nation. The river
makes the region accessible to the markets of the
world and to the population centers of the Mississippi
Vallev, which stretches from Pennsylvania to
Wyvoming,.
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The Port of Soath Louisiang has access to
facilities that provide passenger and freight service to
almost cvery major citv in the world, Four trunkline
railroads serve the port- -the Blineis Central Gulf and
the KCS-Louisiana and Arkansas on the cast bank of
the Mississippr, and the Texas Pacific and the
Missouri Pacific on the west bank.

The port area contains o interstate highways,
Interstate 10 and Interstale 33, giving direct routes to
Los Angeles, Chicago, and Jacksonville, Flarida, The
construction of Interstate 49 s procecding along a
route that connects north and south Louistana. This
highway will terminate in Shreveport and provide
access to Dallas, Littie Rock, and Memphis.

Two bridges span the Mississippi River within
the port area. The Sunshine Bridge in St. James
Farish was constructed in the 19605 to open the wost
bank of the river to industrial d evelopment. In 1983
the Luling-Destrehan Bridge was completed to
provide a safer and more convenient means of
crossing the river, The need for the Luling-Destrehan
Bridge became apparent in Qctober of 1976 when a
tragic accident involving a freighter and a ferry
claimed 78 lives. The construction of an additivnal
bridge across the Mississippi is underway. The new
bridge will connect Wallace an the west bank with
Gramercy on the east bank.

The port area is served by the New Orleans
International Airport, which has over 300 arrivals and
departures daily. It provides nonstop and connecting
service to most LS. cities and parts of Central
America, South America, and Europe. The airport is
located in Jefferson Parish and is scheduled to expand
inte adjacent 5t. Charles Parish in the near future,

Figure V-37. The transfer of grain from barge o ship or to
dockside grain clevators lias become a highhy mechanized
operation. This grain wnlogder haudles up to 100,000
bushels of corn, welteat, or soybeans per ronr, Apont 40
percent of American gram cxported fo foreign marke fs
maves throngl the lower Mississippi River. Jobs it port
operattons and agriculture are ths closely linked. (Plote by
Heyl & Patierson, Ungineers aud Constricctors.)



The Port of Lake Charles

Establishing the Port

In 1926, Lake Charles, with a population of about
15,000, was Louisiana’s sixth largest ¢ity, In April of
that year, the steamship Scwecfl's Point entered Sabine
Pass and moved through the newly completed Lake
Charles Deep Water Channel, The vessel then made
her way up the Calcasieu River to Lake Charles, The
town had become a deepwater seaport. By 1932, 1,000
occan-gaing vessels had called at Lake Charles.

Of Louisiana’s deepwater ports, Lake Charles is
the closest to the ocean. Despite its nearness to the
Gulf, the city’s status as a deepwater port was slow to
develop,

For a hundred years before, Lake Charles had
existed as a “schooner port.” Several of the Gulf coast
scaports began as schooner ports, which were ports
too shallow for anything larger than schooners and
sloops in the coastal lumber trade. The schooners
served the smaller ports for several decades after the
major shipping companies had converted to
steamships.

Since the mid-1800s, Lake Charles had wanted to
become a significant seaport. All that was necded was
away to dredge the Calcasieu River, which emptics
into the Gulf, In the 1870s, and again in the 1880s,
unsuccesstul efforts were made to dredge a channel in
the shallow Calcasieu River and lake. in 1916 the
federal government again rejected a request to
develop a channel through Calcasieu Pass.

In 1921 Calcasien Parish voters approved a bond
issue to dig a ship channel between the Calcasieu
River and the existing scaway on the Sabine River.
This was a roundabout way of getting to the Gulf, but
the Lake Charles Deep Water Channel was completed
in 1926. Finally, in 1939, the Corps of Engineers
opened the Calcasteu Ship Channel, which put the
Part of Lake Charles within 530 kilometers of the Gulf.
The new ship channel was finished just before World
War lI. The war and the ship channel created an
industrial boom in Lake Charles.

CHAPTER VI

Early Economic Development in
Southwest Louisiana

Lake Charles began in about 1780. It was a
way-station on the Old Spanish Trail between New
Orlcans and the Spanish territories west of the
Sabine. The first settlers are said to have been Martin
LeBleu and Charles Sallier. “Charlie” Sallier gave his
name to a beautiful lake near the settlement, and, in
time, Charlie’s [Lake became Lake Charles.

Pioneers moving into southwest Louisiana tound
three different kinds of land. South of Lake Charles
there were large coastal and tidal marshes, which
were i nterrupted here and there by long sandy ridges
called “"cheniers.” Most of the lands cast of Lake
Charles were prairies and savannas. Sometimes the
prairies conlained isolated stands of longleaf pine
(Pinus palustris), but otherwise they resembled those
of the American midwest. The area north of Lake
Charles came to be known as “the flatwoods. ' The
flatwoods were covered with dense forests of longleaf
pinc.

Lake Charles became the economic center for
southwest Louisiana. It was near the Gulf and was an
the Calcasieu River. By 1970, Lake Charles had grown
te be a metropolitan area for about 150,000, The port
city’s history is ane of a series of booms. First came
the timber and cattle boams, followed by the
shipbuilding, rice, sulfur, and oil booms. Most
recently, the city has experienced a petrochemical,
industrial boom. All of these economic developments
were closely linked to the city’s port activities.

The Timber Boom

The nineteenth-century settlers in southwest
Louisiana were most impressed by the magnificent
virgin pine forests. Many of these trees were as tall as
a 12-story building, and seme of the trunks were a
mcter in diameter.

The Iungleaf pil"li_’S WETe an enurmous natural



resource. Because of annual winter burnings, the
forests were remarkably free of u ndergrowth, The flat
terrain made lumbering far casier than in the hilly
forests of the north and the west,

The forest industry gave Lake Charles s first
major source of emplovment. Several Jumber mills
were built in Lake Charles and southwest Louisiana.
Among these companies were Kirby Lumber; Lutcher
Lumber; Calcasivu Long Leaf Lumber; and North
American Land and Timber. Much of the lumber and
timber moved through the Port of Lake Charles by
schooner, This schooner trade continued unti] the
mid-1920s when the Lake Charles Decp Water
Channe! was opened.

The forest industry alse influenced the extension
of railroads into southwest Louisiana and Lake
Charles. The first was the Western Louisiana Railroad

completed tn IBSD. which ran tromy Morgan Gity to
the Sabine River. It provided through senice between
New Orleans and Houston and vventually became
part of the Southern Pacific. Later v, the Kansas City
Sowthern Ratlroad {KCS) was extended southward to
Lake Charles and Port Arthur, Texas, The main
business of the KOS in western Lowsianag was the
mavernent of midwestern grain southward to the
ports of Lake Charles and Port Arthar, Texas, and
Gulf coast lumber northward to midivesiorn markets,

Shipbuilding

The need to export lumber also resalted ina
small shipbuilding industry in Lake Charles. Three or
more “shipways™ operated in Lake Charles between
1880 and 1910, The shipways built schooners and
slaups for service te small ports on the Gulf and

Figure VI-38. The generaf cargo docks of the Port of Lake
Charles are locabed on thie Caleasion River (foreground) mrd
Contraband By (upper vight), Additional public and
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private terminals ave in operation ab othier sites near Lake
Charles. (Photo courtesy of Lake Charles Harbor and
Termiinal District.)



Atlantic coasts, This in dustry reached a peak about
[0 and then began a slow decline,

The Cattle Boom

The praities of southawest Louistana were well
suited to raising cattle, which were introduced when
Louisiana was a Spanish colony. They were raised
using methods developed by the Spanish, though
French descriptive terms were used instead of
Spanish ones. For example, a ranche became a
tucherne,

Cattle were driven to market or to the nearest
beat landing that would carry them to markets in
New Orleans or the Caribbean. Lake Charjes exported
many cattie before the railroads provided direct
transportation to New Orleans. In modern times,
cattle production has grown in importance in
southwest Louistana.

The Rice Boom

With the coming of the railraads in 1880, there
was a great spirit of optimism in southwest Louisiana.
Local citizens envisioned an era of prosperity because
of the area’s abundant natural resources and the
potential of Lake Charles as a seaport. Aid was
sought from the federal government to deepen the
Calcasieu River so that larger ships could call at Lake
Charles. This ambition, however, was not fulfilled for
several decades.

Another ambition was to attract new settlers to
the area by offering farm land at low prices. Much of
the land was held by a few large landowners. Among
the largest was the North American Land and Timber
Company which gained control of one and one-half
million acres in southwest Louisiana.

[n 1885 the North American Land and Timber
Company and others organized the largest land sale
in the state’s history. Advertisements in newspapers
throughout the nation praised the virtues of farming
in southwest Louisiana. Much of the land was offered
for sale at 30 cents per acre.

Because the Louisiana prairies resembled those of
the American midwest, an effort was made to attract
midwestern grain farmers. [t would be ideal to have a
large farming indusiry so close to a seaport such as
Lake Charles. Grain could be exported without the
added cost of transporting it from the midwest to a
seaport.

It was hoped that wheat and corn could become
the major crops. Unfortunately, southwest Louisiana
has too much rainfall for wheat. Corn also did not do
as well in southwest Louisiana as in lowa because the
soil was not as fertile.

The North American Land and Timber Company
decided to employ an agricuitural scentist to develop
a crop suitable for soi) and climate conditions in
southwest Louisiana. The company selected Seaman
Knapp, then president of [owa State University.
Knapp lived in the Lake Charles area for about 18

vedrs. He knew that !"-Ull'(|'l“'l‘!-’.[ Louisianag was well
suited to grow rice.

Rice had been introduced ingo southwest
Lowuisiana previously, as carly Fropeh Acadian scttlers
in the area had grown rice .1Iimg the prairie streams.
I;l. was .,'all.cd “providence’ rice. This meant that if
Providence provided favorable growing conditions,
there wauld be a crop. Bul it was Seaman Knapp and
other agricultural scientists wha developed strains of
rice that could be grown on 4 large scale.

Rice requires a frowing season of at least 200
days. 1tis best groswn in fields covered with 30 or 40
centimeters of water, which serves to control the
growth of weeds. Southwest Louisiana has a clavpan,
a hard subsoil laver that does not allow water to seep
through. These conditions and the abundance of
raintall and surface water make rice a pood crop for
southwest Louisiana.

The midwesterners who came to southwest
Louisiana knew about cereal farming, but rice was a
new crop. They became suceesstul rice farmers,
however, by adapting familiar farm machinery and
techniques to the new crop.

Much of the rice crop was exported through the
Port of Lake Charles. After 1926 when the city became
a deepwater port, rice was its principal export. In time
Lake Charles became the world's largest rice port.

The Sulfur Boom

The discovery of oil at Titusville, Pennsylvania, in
1859 sent waves of excitement throughout the United
States. Seven vears later investors in New Orleans
organized the Louisiana Petroleum and Mining
Company. Its purpose was to explore for il and other
minerals in the coastal region. In 1886 the company
sank a well in Calcasieu Parish between Lake Charles
and the community of Edgerly. Al a depth of about
170 meters, the drillers found instead of vil, a large
dome-like depuosit of pure sulfur.

Unfortunately, the sulfur was beneath lavers of
gravel, quicksa nd, and limestone, and these lavers
madc mining operations difficult if not impossible.
During the next nine years, several companies
attempted to mine the sulfur, but none succeeded.
Cn one occasion five men were killed in the collapse
of a mine shaft.

At that time the world’s only source of sulfur was
on the island of Sicily in the Mediterranean Sea.
Because the owners of the Sicilian mines charged a
high price for their sulfur, there was nb\-'muslyﬁ
strong reason to recover the sulfur near Lake Charles.

Herman Frasch, then a research scientist tor the
Standard Oil Company, developed a theory tor
recovering the sultur without a mne sha ft.' He knew
that sulfur had a relatively low melting point
{(between 96 and 120 *C). His plan was to inject
super-heated steam down into the deposit. The
melted sulfur would then be returned to the surface
through one or more pipes nearby.
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Frasch came to Lake Charles to test his theory.
He and another scientist, Jacques Tonictte, were
supported by two executives at Standard Oil who had
invested money in the scheme. The mineral rights to
the sulfur were owned by the American Sulphur
Company. (The spelling, “sulfur,” is the only one
used by modern scientists.) The Frasch group and
American Sulphur formed a new company called the
Union Sulphur Company and then drilled recovery
wells to test the patented Frasch process. The process
worked and the first sulfur was brought to the surface
on December 28, 1895,

The Union Sulphur mine was the lifeblood of the
town of Sulphur, Louisiana, for 19 years, The mine
closed in December of 1924 after pruducmb 9.4 million
tons of sulfur. The sulfur at the surface continued to
be shipped for many vears. Calcasieu Parish sulfur
helped the United States win World War [ because it
was the principal suurce of this valuable mineral,
called “brimstone” in the Bible. Long after it cosed,
the mine had a lingering influence on the future of
Lake Charles. It signaled the dawn of a vast chemical
industry that soon developed around the Port of Lake
Charles.

The O1il Boom

After the accidental discovery of sulfur the
Louisiana Petreleem and Mining Company drilled
scveral test wells near Lake Charles. One of these test
wells, drilled in 1886, passed through the sultur
deposit and struck vil at a depth of about 420 meters,
The feke Charles Echo reported that oil gushed out
with enough foree to knock a man down. Another
test well 150 meters away also struck oil. Both wells
were “pushers.” They then settled down to a
production rate of about 25 barrels per day (through a
¥s-inch opening). After several days, both wells went
dry. The unrefined erude vilis said to have been sold
as o lubricant to local sawmills and to the Southern
Pacific Railroad.

A more important oi] discovery occurred in 1901
on a farm near Jennings {(some 60 kilometers east of
Lake Charies). [In 1901 there were at least seven oil
companics operating in Lake Charles, including the
Jennings Oil Company, the Lake Chartes Qil
Company, the Triumph Qil Company, the Pelican Oil
Company, the Pennsylvania and Louisiana Qil
Company, and the Texas and Louisiana Qil
Company. Must of these companies were Jater
merged inte larger ones.

But the oil boom was on! [n hotel and bank
lobbies and on street corners, the one topic was oil
and oil leases. There wids much excitement and many
dreams of great wealth based on oil. Indeed, many
fortunes were made,

By 1933, southwest Louisiana wells were
producing more than 35,000 barrels of oil per day. [n
fact, Louisiana and other states were produdng too
much oil, and during the 1930s the price of vil
dropped to ten cents a barrel. Still there was money
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te be made in oil. Muost importantiy tor Lake Charles,
oil was the basis of the nestand bigeest boom of all,

Following World War 1L, the emphasis in the oil
and gas industry shifted to the Gulf of Mexico.
Eventually thousands of oil and gas wells were drilled
in the shallow waters of the narthera Gall of Mexico.
Oil production in the Gulf reached o peak in the carly
19705 at about one million barrels a day. More than 40
percent of this production was from the waters
adjacent to Louistana, Lake Charles became ane of
several coastal ¢ities that provided the shore-based
support for the oftshore oil industry.

The Petrochemical-Industrial Boom

During the 19305 and 1940s, Lake Charles and
Calcasicu Parish entered a new era. The area became
a major industrial center for the refining and
processing of petroleum products. The petrochemical
boom concided with World War il and the
completion of the Calcasicu Ship Channel.

The boom continued during the 1950s and 1960s.
Some of the nation’s largest petrochemical companies
built plants in or near Lake Charles. These included
Olin-Mathieson, Continental Oil, Cities Service, PG,
Firestone, Columbia-Southern, Hercules, and
Southern Alkali. These industries have provided
thousands of jobs paving wages wellabove the
nationai average for indostrial workers.

The petrochemical industrial complex in Lake
Charles is remarkably integrated. Often the product
of one plant is used by other plants in the aarea. In
fact, many of the piant‘-. were located in Lake Charles
solely tt) use the output of local industries already “on
stream,”

At least three factors made the area’s industrial
ccenemy possible.

1. There was a local abundance of raw materials
{petroleum and natural gas).

2. The area had excellent transportation systems.
Industries were attracted to Lake Charles because of
its location on the Gulf Intracoastal Waterway and its
position as a deepwater port, Waterborne
transportation was supplemented with good rail and
highway systems.

3. Lake Charles had efticient leadership within
its civic and business communities. Without this
leadership there would have been no seaport and
little or no industrial development. Leonomic growth
continues so long as local citizens have vision and
determination. Elected officials can promote a
community’s well-ordered existence, but a city's
growth and prosperity depend on its civic and
business community.

Each of the economic booms in southwest
Louisiana left a permancnt imprint on the port city’s
destiny. Each ene in its own way reshaped the urban
landscape of Lake Charles. In time, the once
slow-paced coastal and agricultural town became an
industrial city. The industrial growth of Lake Charles



vecurred prinardly in the twentivth century, hut its
origin hes inthe nineteenth contury when tocal
citizens agreed among themselves o make Lake
Charles a deepwater port.

The Modemn Port of Lake Charles

The Port of Lake Charles is managed by (he
Board of Commissioners of the Lake Charles Harbor
and Termtinal District. This five-member commission
was established by the Louisiana legislature in 1924,
The commissioners are appointed by the governor
from a list submitted by local interest groups.

The general cargo facility of the port Is located on
a peninsula between the Calcasieu River and
Contraband Bayou. The Port has 10 transit sheds
totaling 745,086 square feet on the waterfront. In
addition, there are 606,300 square feet of covered
warchouse storage. The general cargo facility can
handle up to 13 ships at one time.

The goods handled are typical of the products
seen on any waterfront. However, the port's main
general cargos are linerboard, grain products, rice,
plywood, and imported automobiles. During the late
1970s, the port handled about 30 million tons of cargo
annually.

The port has four bulk terminals. Three of these
are leased to private companies, and one is operated
by the port. The bulk terminals handle grain,
petreleum coke, woodchips, and vres. The Calcasieu
River also has several private bulk terminals owned

and operated by local industries. The Port of Lake
Charles owns a belt railroad 70 kilometers long and
has a police force of about 20 officers,

The most recent addition to the port is the
Industrial Canal. 1t is Jocated about 20 kilometers
south of the port near the junction uf the Guif
[ntracoastal Waterway and the Caleasieu Ship
Channel. The Industrial Canal is surrounded by an
arca designated for industrial growth and
development. Land on the canal is lcased to private
industries needing deepwater frontage.

One campany on the Industrial Canal operates a
primary aluminum piant. A facility for handlin
liquified natural gas was completed in 1982, Liquified
gas imported at Lake Charles from overseas is
reconverted to its gaseous state at the facility for
transmission through pipelines in the area.

There is steady employment of about 500 persons
at the Port of Lake Charles. [n addition, there are
about 250 part-time or “'call-out” employees. The
employees work for the port, various stevedoring
companies, freight forwarders, governmental
agencies, and steamship companies. Thousands of
persons in the trucking, rice milting, forest product,
and petrochemical industries owe their jobs to the
port’s existence.

The Port of Lake Charles has a repulation for
being the cleanest and one of the most efticient ports
an the Gulf of Mexico, For more than six decades, the
port has prided itself as being “the port that cares.”



CHAPTER VII

LOQOP:

Louisiana’s Superport

In May of 1981 a huge ship, the Tevace Cardbbwan,
entered the Gulf of Mexico. A few days earlier the
ship had left the Persian Gulf carrying 1.5 million
barrels of crude vil from Saudi Arabia. The massive
tanker was the first ship to unload crude oil at the
Louisiana Offshore Oil Port, or LOOYP, some 30
kilometers from Grand Isle, Louisiana.

The Texaco Caribbean is a supertanker--a ship that
has a capacity of more than 175,000 tons. These huge
il carriers are several times larger than ordinary oil
tankers. Their great size enables them to carey ol at
[ess cost per barrel.

The U.5. Department of Transportation and the
Louisiana Otfshore Terminal Authority issued
licenses for the construction of the nation’s first crude
oil “superport” in 1977, The licenses to build and
vperate the port in the Gulf of Mexico were issucd to
LOQP, INC., a corporation owned by five oil
companics. {These include the Murphy Oil Co,,
Texacw, Ashland Qil Co., Shell Qil Co., and Marathon
Pipe Line Co.)

The Need for a Deepwater Oil Port

During the 1960s it became apparent that the
United States was using more oil than it produced.
The nation was depending more and mare on il
imported from overseas. By the late 1970s, half of the
oil used in the United States was toreign.

The decade of the 19705 was the era of the
supertankers, buge oil carriers several times larger
than ordinary oil tankers. Since the late 1960s,
supertankers have been delivering crude oil from the
Middle East and other producing arcas to markets
around the world. But the United States had no
natural harbor that could receive the supertankers,
which draw up to 30 meters of water.

Before LOOP, all supertankers delivering crude
wil to the United States had to “lighter” their cargo
offshore. In this process, the supertanker, anchored
offshore, pumped its crude oil into other tankers
small enough to enter the local port. The process was
expensive but necessary, because the supertankers
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could not enter American ports. LOOI offered an
alternative to the hightering process for oil imported
through Louisiana,

The idea behind LOOP was simple: Because
supertankers could not reach existing American ports,
a port was built offshore, in water deep enough to
receive the large ships. Crude oil delivered through
LOOP moves through a pipeline system to oil
refineries in Louisiana, Texas, and the midwest. A
continuing source of crude petraleum is needed to
supply the petrochemical industries of the lower and
upper Mississippi River Valley.

How Does LOOP Work?

LOOM s offshore facilities consist of one (and
eventually three) single anchor leg moorings (SALMs)
and two platforms, The SALMs and platforms are
connected by a system of pipelines buried in the
seabed.

Ships arriving at LOOP tie up at a SALM located
about three kilometers from the control and pumping
platforms. The ship’s pumps discharge crude oil
through floating hoses to the SALM and then to
LOOP’s vffshore pumping platform. The pumping
platform moves the crude oil through a pipeline to the
Fourchon Booster Station on shore. There it is
pumped to the Clovelly Salt Dome for temporary
storage. Crude oil from the Clovelly Salt Dome is
delivered by pipeline to the St. lamea Terminal on the
Mississippi River. About half of the eil is used in
Louisiana and Texas. The remaining stock moves
through CAPLINE, a pipeline icading to refineries in
the midwest.

Economic Issues and
Environmental Concerns

For almost six vears before LOOP was built, the
plan was studied carefully to determine whether it
was financially practical and environmentally safe.
These studies showed that LOOP would reduce the
cost of irnporting crude oil because the supertankers
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made oftshore liphtering unnecessary.

There woere sume imporkant environmental risks
taken in building the superport, especially the
possibility of oil spills. Because the pipeline and other
shore installations were to be built in an area of
extensive marshes and swamps, they had to be
designed so that they would not injure these valuable
wetlands. Most of the shore facilities were buried to
reduce the damage of an oil spiil if one occurred. It
was decided to store the vilin g salt dome because it

Figure VIL-40. A supertanker Hes wep oftshore o otload s
criede off Hrongl Hoating hoses into LOO s offsfrore
presigienty platfornn, The pumping platfora them moves the

Figuee VI3 The cride o prongped Hrvougds LOCP 1
defivered prr pipeline o carious poeats i Lotesana and
Texws grd o refrerios o the midioest.

was sater and less expensive than building a tank
tarm tor storage.

There was also an environmental risk in not
building, the offshore il port. Without LOOP, crude
oil would continue to be delivered at inland ports
along the Mississippi River, which is already
congested with barges, ships, and other kinds of
vessels. LOOP reduces traffic on the lower
Mississippt, thus lessening the chance of collisions
and oil spills.

off to a booster station on shore. {Photo of supertanker
catirtesy of from Melancon, Decproater Dot Services, e
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CHAPTER VIII

A Port and Its Hinterland

Ports exist to load, unload, and store the goods
and commadities being transported in commerce,
Ports serve an area called a hinterland. The hinterland
of the Port of Lake Charles, for example, is southwest
Louisiana and southeast Texas. The hinterland of the
Port of New Orleans is much larger and includes all of
the Gult states and the entire area drained by the
Mississippi River System. '

The economic well-being of a port depends on
activity in the port’s hinterland. The economy of a
region may also depend on port operations. This is
most true where the region depends on imported and
exported goods.

Muost ports are vwned by the public, but they are
usually operated like private companies. This results
from competition in the transportation industry.
Furniture from Nashville, Tennessee, for example,
can be exported through any of several ports on the
Gulf and Atlantic coasts. It is up to each port to attract
as much business as it can handle.

Trade Development

Puorts attract business by offering customers
various services at the lowest possible cost. Some
ports have agents to help customers who want to use
the port’s fadilities. The Port of New Orleans, for
example, has trade offices in several American cities
as well as in Japan, Europe, Australia, and Latin
America. A goal of trade development is to build new
business for the port; thus, trade development serves
port-related industries in the port’s hinterland.

Port Security

Ports must be concerned with security. Some
ports, including New Orleans and Lake Charles, have
their own harbor police. The Port of Baton Rouge
employs security guards to patrol its terminals and
cargo sheds. As a result, these ports have a low rate
of theft.
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Deepwater Port Operations

Port Tariff

All ports publish a ”port tariff,” which is a book
containing the port’s rules and regulations. The tariff
also describes the faalities available in the port and
lists the port’s charges and rates. Individual pages in
the tariff can be removed and new pages added as
information is tevised.

Cargo Handling

A basic activity in any port is the loading and
unloading of cargo on vessels docked in the port. [n
its simplest form, this is done by a worker (a long-
shoreman or stevedore) who moves the goods on or
off the ship. Stevedoring has long been a major cost
in the movement of goods through a port.

Cargo Nets There are many ways of reducing
the cost of loading and unloading cargo. Amony the
first was the use of cargo nets. These are large nets
supported by booms or cranes, Such nets have been
used for hundreds of years and are still seen in ports
handling many small items of varying sizes and
shapes.

Palletized Cargo Much of the general cargo in
madern times is moved on wooden platforms called
“palicts.” This method of cargo handling began in the
1920s with the invention of the forklift truck. A skilled
operator with a forklift truck can move as much cargo
as 10 or 15 longshoremen.

The pallets are well suited for loading sacked
gouds, such as coffee beans, grain, livestock feed, and
Portland cement.

Bulk Cargo Bulk cargos are those loose
materials not contained in packages or divided into
smaller units. Many ports operate one or more bulk
terminals. These large fadlities are built to handle
specific bulk cargoes like coal, gravel, coke, grain,
ores, and salt. Liquid bulk includes crude and refined
petroleum, molasses, industrial alcohol, and various
fluid chemicals. Liguid bulk is pumped to and from
tanker vessels through pipes. Most dry bulk cargo is



handled by large comvevers. Grains are often moved
o and from ships by large air suction huses, or by
convevers wilth scoops or buckets,

Containerized Cargo Conlamerization was
the biggest change in cargo handling durmy the
bventicth century. This system makes use of vargu
containers, same as Iar}jv as highwav truck trailers,
Goods manufactured in north Lotisiara, for eaample,
can be packed into sealed containers and moved by
rail or truck to a port in south Lovisiana. The
containers are then shipped overseas and moved by
truck to their final destination. The sealed containers
protect the cargo from damage and thett,

Containerization is not a new idea. In 1801, James

Anderson of Great Britain devised a scheme for
containerization, but the plan was never fully
promoted. Containers were used in trade between
England and France during the 1890s, Other
containerized systems were attempted by the U.S.
railroads in 1922 and by the U.S. Army in the 1930s.
The Matson Steamship Line is said to have operated a
container service bebween California and Hawaii in
the 1950s.

The major plunge into containerization, however,
was made in the 1930s by the McLean Trucking
Cermpany of North Carolina. McLean organized a
separate company, later known as Sea-Land, to
specialize in the container business. Sea-Land
developed a standard 35-foot container.

Previously, container operations emphasized
cargo protection for valuable cargo. Sea-Land
emphasized the ease of handling for all types of
general cargo. By the late 1970s, about 80 percent of
all general carpo in American seaports was shipped in
containers. That percentage is increasing,.

The main advantage of containerization is the
great reduction in the cost of handling cargo. The
disadvantages are that containers require larger ships
and expensive shoreside facilities for handling and
storage.

Among the Louisiana seaports, the major
container facilities are at the France Road Container
Terminal on the [nner Harbor-Navigation Canal in
New Orleans. The France Road Container Terminal
can accommodate more than a thousand containers,
Additional container facilities have been built on the
river in New Orleans (including the Napoleon
Avenue and Henry Clay-Nashville Avenue wharves)
and at the Port of Baton Rouge.

LASH and Seabee Containerization was a
major revolution in the transportation industry. [t
simplified the shipment of freight from land to ship
and back again to land. It tied rail and truck freight
much closer to ocean transportation. Very soon,
containerization caught the attention of river barge
companies, who began to wonder how the container
concept could be applied to the iniand waterway
barge industry.

The idea zlso caught the attention of a New
Orleans naval architecture firm, Friede and Goldman.

F1hure VIH-41 Ilmwmm i5 very much a mariwe ~mn», s
waferborne commerce and port operations provide the séate’s
argest sinerec of employinent, (Bhoto Oice of Totrtsa )

Friede and Goldman invented a system of ships that
could carry fully loaded barges. The new ships were
called LASH ships. LASH 1s a made-up word
meaning “Lighter Aboard Ship.” “Lighter” is an old
nautical term for a barge.

The LASH system is simple. Consider a shipment
of linerbaoard from Bastrop, Louisiana, to Bottrop,
Germany. The linerboard is moved by truck to
Monroe on the Guachita River. At Monroe it is then
loaded into a barge. The scaled barge is then towed to
New Orleans where it is lifted aboard a LASH ship
bound for Rotterdam, Netherlands, on the Rhine
River. At Ratterdam the barge is unloaded and towed
up the Rhine River to Bottrop. The barge remains
sealed during the entire trip.

In 1972, the Lykes Line of New Orleans completed
the development of its Seabee {sca barge) svstem. The
Seabee system combines inland water barges,
containers, and huge ocean carriers, Seabee differs
from LASH in several ways. First, it can carry larger
barges. LASH barges are typlcall\ about 18 meters
long while Seabee barges are about 30 meters
lomg—Ilarge encugh for sixteen 40-foot containers.

LASH barges are lifted aboard the vcean carrier
by a q,hlpboard crane. Seabee barges are floated into
an opening in the stern of the ocean carrier. Once in
the opening, the barges are lifted by a shipboard
elevator to any of three decks inside the vessel. About
80 percent of the world’s LASH and Seabee vessels
operate from New Orleans.
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Roll-On'Roll-Off (Ro'Ro} In the early 19705,
another shipping technoiogy began to develop in
New Orleans and other American ports. The new
concept, called Roll-OniRoell-Off, or simply RoiRo, is
well suited for wheeled goods such as cars, trucks,
and construction equipment, including bulldozers,
tractors, and draglines. [t is puossible, for example, to
land helicopters on the deck of a RoiRo ship and stow
them in the hold by using the ship’s built-in cranes.
Equipment of all sorts {including containers pulled by
trucks) can be driven aboard a RoiRo ship under its
own power. It is then secured in place for the ocean
voyage.

Muost RovRo ships have built-in cranes, elevators,
and ramps. A trend was begun in both Seabee and
RoRo—carge handled by equipment on the ship
rather than on the shore at dockside. RofRo is a very
simple concept. It goes back to early port operations
when there were no heavy dockside loading facilities.

The RoiRo concept grew from necessity. During
the 19705, there was much cargo destined for the
Middie East and other places with limited port
development. Few ports in developing nations could
handle cargo delivered by complex, containerized
ships. But Ro/Ro ships are self-contained
cargo-handling units. They can unload at any pier by
lowering their ramps and having their cargo driven
off.

The Port of New Orleans has two specialized
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berths tor Ro-Ro operations. These are Tocated at the
Florida Avenue and Dwyer Road terminals on the
Inner Harbor Navigation Canal.

Project Cargo Varied cargo ordered by a
customer an a large scale for a specific project is called
project carge. Examples of project cargo include an
entire stee] mill bound tor the Soviet Union, a
complete oil refinery destined for Saudi Arabia, and
all the equtpment and building components for three
hospitals in Indonesia,

PPersons in charge of project cargo are called
accumulators. They are responsibic tor ordering,
assembling, packaging, and shipping the cargo fora
specific project. Most accumulators are privale agents
who do not work for a port authority. The
accumulating is usually done at very large scaports
like New Orleans, as Unl\ the ]arbvr ports can handle
such cargo. The accumulator must know the

capabilities of both the duomestic and the foreign
ports.

Project cargo moving througn New Orleans has
increased during recent years. A recent Indonesian
project included a broad range of materials for several
thousand people living on a job site. Another project
included an 18-press newspaper, along with all ity
accessories, for shipment to Australia. Another was
an entire hotel.



CHAPTER IX
The Importance of Deepwater Ports ‘ |
to Louisiana’s Economy

Louisiana Is A Marine State

Louisiana is at the bottom of a gipantic
transportation funnel created by the nation’s most
impurtant waterway system— the Mississippi River
and its tributaries. Louisiana also occupies the central
position along the Gulf Intracoastal Waterway,
another of the nation’s important waterways. All of
the state’s principal cities are located atong a network
of natural and improved waterways and are served by
excellent rail and truck systems.

Waterborne commerce, port operations, and
port-related industries are by far the state’s largest
source of employment. Louisiana is very much a
maringe state.
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Louisiana’s Foreign Exports

The state’s deepwater ports provide Louisiana
industry and agriculture with access to world
markets. Louisiana industry and agriculture depend
mure on foreign trade than do industry and
agriculture in most other states. For example,
American sovbean farmers export about half of their
product. But Louisiana soybean farmers produce
almost exclusively for foreign markets. More than 90
percent of Louisiana’s soybean crop is exported.

While other American rice farmers export about
60 percent of their harvest, Louisiana’s rice farmers
export 80 percent of theirs. Altogether, nearly 45
percent of the state’s agricultural output enters world
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commerce through deepwater ports,

Louisiana farmers find export more profitable
than domestic markets. In part, this profit margin is
allowed by the nearness of port facilities. Louisiana
farmers are closer to deepwater ports than mast other
farmers.

Louisiana’s mineral and fisheries industries also
depend on export. The state’s sulfur industry nceds
both foreign markets and domestic waterborne
transportation. Nearly all of Louisiana’s sulfur is
moved initially by barge. About one-third of the
sulfur is exported.

Louisiana produces about 80 percent of the
nation’s menhaden fish oil. Almost all of this product
ts sold to forcign markets,

A vast chemical industry has developed in
Louisiana since 1940. This industry, too, depends on
export. The American chemical industry exports only
6.5 percent of its output. But Louisiana exports about
10 percent of its industrial chemicals. Louisiana
became an important producer of chemicals because
of its petroleum resources. The state’s inland
waterways and ports are also important te the
cherical industry.

Louisiana has employment for many people in
the processing of primary metals. Louisiana is a major
producer of aluminum, an industry that depends
almost entirely on imported ores. The United States
exports 2.5 percent of its primary metal but Leuisiana
sells 8.1 percent of its metallic products abroad.
Louisiana offers advantages to industries that depend
on inland waterways and marine transpaortation.

Louisiana is amang the leading producers of pulp
and paper products. This industry provides jubs for
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15,000 people in the state’s pulp and paper mills, In
addition, the industry enmplovs abont the same
number of pulpwood cutters and haulers, Over 30
percent of the pulp and about 7 percent of the paper
are exported. At least one in 10 jubs in the state’s pulp
and paper industry exists because of foreign trade.

Economic Impact of Louisiana’s
Foreign Trade

More than most states, Louistana depends on
transportation via inland waterways and decpwater
ports. Louisiana is alse more deeply committed to
foreign trade than most other states, as indicated by
the percentages of products expurted to forelgn
countnes;

90 percent of the state’s soybean crop

80 percent of the state’s rice

45 percent of the state’s total agricultural
products

95 percent of the state’s menhaden oil

10 percent of the state’s manufactured goods

Louisiana’s industries depend to a large degree
on imported raw materials. The major imported raw
materials are crude petroleum, raw sugar, coffee
beans, and metallic ores. About 38 percent of these
raw materials are used in Louisiana industries.

Port operations and related services alone
provide about 35,000 jobs in Louisiana. About one out
of every five dollars spent for goods and services is
directly or indirectly related to foreign trade, which
pravides about 135,000 jobs in Louisiana and supports
11.3 percent of the state’s population.



GLOSSARY

Abaft — Tothe rear ot

Alumina — Aluminum uside, 2 compound needed
in the production of duminum.

Amldshlps — Midway between the bow and stern
on a vessel

Barge -= A boat, usually tlat-bottomed, unpowered,
and towed or pushed Iy other cratt, used for
transporting treight.

Bastard tow — A tow made up of uneven or
dissimilar barpes.

Batture -— The land on vither side of a river between
the low-water stage of the river and the top of a
levee. In Louisiana the use of the battureis reserved
for the public, even though the land may be privately
owned.

Beacon — A signal, cspecially a lighted one, used to
guide vessels along a waterway.

Berth (n) — A space ata wharf for a ship to dock or
anchor.

Berth (v} - To bring a vessel to a berth.

Bow — The forward end of a vessel.

Breakbulk cargo — General cargo packaged or
handled as scparate units. Grain, for example,
becomes breakbulk if it is packaged in sacks.

Bulk cargo — Cargo net packaged or broken into
smaller units. Bulk cargo is either dry (grain) or
liquid {petroleum).

Bulkhead — A wall or partition separating a vessel's
interior into rooms or compartments. Also, a wall or
embankment at the water's edge to prevent the bank
from sliding into the water.,

Bullboat — A boat made of animal skins stretched
over a wooden frame. Such boats were used by
Indians and trappers of the upper Mississippi and
Missouri rivers during the late cighteenth century.

Bunker fuel — a petroleum product used to fuel
steamships. The most commeon grade is “bunker cC.”

Cabin deck — The second deck on most river
steambuoats. It is hned with statcrooms surrounding
the main cabin.

Canalization — Raising the water level in a
waterway by building a dam or a dike 50 as to
deepen the channel,

Cargo — Freight carried by a ship.

Channelization — Reducing the length of a
waterway by cutting a new channel across the land
between bends in the waterway.

Chenier — A sandy ridge extending above the
coastal marshes in southwest Louisiana and
southeast Texas.

Chute — A smaller channel in a river separated from
the main flow by a long, narrow island.

Code — A set of laws by which people are governed.

Common carrier — A regulated person or
company engaged in carrving people or treight for a
fee.

Container — A large box that holds freight or cargo.
Such containers are casily transferred from railroad
cars or trucks to ships. Containers are standardized
in lengths of 20, 36, and 40 feet.

Containerized cargo — Cargo shipped or stored in
containers.

Cordelle — A hawser; a2 towline such as those used
to pull keelboats in the French-speaking parts of
North America.

Creole — A person descended from or culturally
refated to the European French or Spanish settlers in
early Louisiana.

Cub — A person in training to become a pilot.

Customs — Duties, tolls, or taxes imposed by a
government on commodities imported into or
exported from that country.

Customhouse broker — An agent who handles a
foreign company's impaorts at a port {freight
torwarder).

Demurrage — A fee levied against cargo that has
been stored too long at a port.

Distributary — A branch of a river that flows away
from the main stream and does not return to it

Dock — Anarea of water alongside a pier that
receives a vessel for loading, unloading, or repairs.
Also a pier or wharf.

Dockage — A fee charge against a vessel for
berthing at a whart.

Dock Board — A popular name for the Board of
Commissioners of the Port of New Orleans,

Double-skinned — Refers to a barge, especially
one designed for liquid bulk carge, in which the tank
walls are separate from the walls of the barge.

Draw {v) — To displace a specified depth of water
by a vessel. For example, a vessel that draws 32 feet
of water rests that low in the water. It musl have
water that deep or deeper to navigate.

Dumb barge (slang) - A barge that does not have
its own power.

Duty — A tax imposed by a government on impaorts.

Engineer — A person responsible for operating and
maintaining the power system on a vessel.

Flatboat — A rectangular, flat-bottomed boat used
on the western rivers during the cighteenth and
nineteenth centuries.

Free time — A period of time (usually 15 days)
during which cargo may be stored on port property
free of wharf demurrage.

Freight forwarder — An agent who handles a
company’s freight or cargo destined to be exported
{customhouse broker),
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Foreign Trade Zone — Anisolated, guarded area
in certain ports where foreign goods may be
unloaded for transshipment or processing without
pavment of import dutics. The Port of New Orleans
operates Fureign Trade Zone No. 2,

General cargo — Cargo notincluded as bulk cargo.

Hawser A towline,

Head of navigation — The most distant (upriver)
location on a nver deep enough for navigation.

Head of Passes - A point near the mouth of the
Mississippi River whure the three principal
distributaries diverge. [tis the point from which river
distances are measured.

Hold — The interior of a vessel below the decks
where cargo is stored.

Hurricane deck -— The lowest roof deck of a vessel.

Inner Harbor Navigation Canal — A canalin
the Port of New Orleans. It extends from the
Mississippi River to Lake Pontchartrain, Itis also
called the Industrial Canal.

Integrated tow — A tow made up of barges
designed and arranged in a way that reduces drag or
water risistance.

Jesuit — A member of the Society of Jesus, a
religious order within the Roman Catholic Church.
The Jesuits, along with the Capuchins, another
religious order, were active in the religious affairs of
colonial Louisiana.,

Jetty — A levee built into a body of water to influence
the current.

Keelboat — A long, flat-bottomed boat with a keel
used to haul freight and passengers betore the
appearance of steamboats on the western rivers,

Lash — “Lighter aboard ship.” A cargo handling
svstem which involves the shipment of loaded
barges {lighters) aboard a speaally designed vcean
carrier.

Lighter (n} — A barge.

Lighter {v}) — Tounload cargo from alarge ship to a
smaller vessel.

Linerboard — A heavy brown paper used in
corrugated pasteboard.

Liquid bulk — Bulk cargo such as crude petroleum,
petroleum products, molasses, alcohols.

Longshoreman — One who loads or unloads ships.

Mackinaw boat — A crudely built flatboat used on
the Ohio and upper Mississippi rivers during the
eighteenth century.

Main deck — The lowest deck on a river steamboat,
supporting the vessel's engines and boilers, with
space for tuel and cargo.

Mate — An officer on a boat serving as an assistant
to the captain,

Mississippi River-Gulf Outlet — A man-made
scaway from the Inner Harbor Navigation Canal ta
the Gulf of Mexico vast of New Orleans.

Naval stores - Materials such as tar, pitch, and
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resins, originally used to caulk the seams of wooden
vessels.

Packet — A boat, usually a coastal ur river stcamer,
that phies a regular route, carrving passengers,
freight, and mail.

Pass — Any one of several distributary channels near
the mauth of the Mississippi River.

Piggyback — A transportativn concept whereby
truck trailers are hauled on railroad flat cars.

Pilot — The heimsman on a river boat. Also one who
is licensed to guide a vessel into and out of a port or
through dangerous waters.

Pirogue — A boat ur canoe made from a hollowed
trec trunk.

Planter - A submerged or partly submerged tree
trunk in ariver.

Portage — An wverland passage connecting two
bodies of water,

Port tariff — A sct of rules and regulations
governing a port along with the published fees for
using a purt’s facilities.

Preferential assignment — An agreement
whereby one company is given first choice in the use
of a particular facility in the port. Also called “first
call on berth privilege.”

[’roject cargo — Large shipmends on varied cargo
destined for one location and one spedific projecl,

Public Belt Railroad — A railroad operated by the
city of New Orleans intended te reduce the
duplication of service by several competing lines
within the city.

Reach — A straight stretch of a river between bends,
Riparian — Of or pertaining to the banks of aniver
or a lake. Ripanan rights define what uses may be

madve of a river bank.

Roll On/Roll Off (Ro/Re) — A simplified cargo
handling system whereby cargo is driven onand off
specially designed vessels under its own power.

Savanna — A flat, treeless grassland in tropical or
subtropical regions.

Seabee — A cargo handling system in which barges
are stacked on board an ocean carrier. Seabee means
sea barge. The lifting equipment is aboard ship.

Shut-out cargo — Cargo intended for a specific
shipment, but remaining at the whart after the
shipment has left.

Silt — River sediment ha ving a grain size larger than
dav particles, but smaller than sand.

Steamboat Gothic — An claborately ornamenial
architectural stvle that is an imitation of river
steamboats of the middle nineteenth century on the
Ohio and Mississippi rivers. '

Steamship agent — A company or individual
representing the business interests of a steamship
company.

Steamship company — A company involved in
the hauling of freight or passengers on the high scas.



Stevedore — One who works ataris respunsible for
loading and unloading ships ma port.

Stern — Therear part of a vessel.

Supertanker - A very large vecan carrer weighing
about 173,000 tons vr more, with o draft of at least 50
feot.

SUI’VEYOI‘ — Onewho appraises the vadoe and
condition of a vessel.

Tanker — A vessel speciallv designed to haul liquid
bulk cargu,

Tariff — A tax un trade.

Terminal — A port facility owned by or leased to a
company to handle a specific type of cargo, for
example, a liquid bulk terminal.

Texas — The part of the upper deck of a river
steambuoat abatt the stacks used for officers quarters.

Ton — Any of several umits of weight. A short tun is
2,000 pounds; a long ton is 2,240 pounds; a metric
ton is 1,000 kilograms.

Tories — (Singular: Tory) In England, members of a
British political party, founded in 1689, that oppuosed
the Whigs. The Tories were the canservative party.
In America, any American who favored the English

side during the War of [ndependence.

Tow — A towboat with one or more barges in tow.

Tramp — A cargo vessel that has no regular
schedule but takes on fretght wherever it may be
found and discharges it wherever required.

Tributary — A stream or river flowing inte a large
river.

Tug (tugboat} — A small but powerful vessel
desipned for moving larger vessels or for towing
bargues. Also called a towboat or a pushboat.

Turnpike — A highway.

Victorian — Referring to the period in history
roughly between 1837 and 1901 when Victoria was
queen of England,

Western rivers — Generally, the Mississippi River
System —the part of the Mississippi above the Huey
. Long Bridge, the Red River, the Port
Allen-Morgan City Waterway, and that part of the
Atchatalaya River above its junction with the Port
Allen-Morgan City Waterway.

Wharf — A landing place where vessels may tie up
for the leading and unloading of cargo.

Wharfage — The charges for using a wharf.
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