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Cheptor 1
Founding of Richmond as a Market

In 1607 Joln &nith and Captain Newport sailed up the James River to
a point cslled the Falls, which impeded further travel by water and the
two adventurers returned to -'J'mstoﬂnol Thie site bacame the location of
the city of Richmond, ¥From this point on the Jamee thers was adequate
water transportation to the settlement of Jamestown and to the sea.

In additicn to the all important factor of Yransportation it wes
reccgnized that the chosed site was an excellent one as a place for oon=
verging of traffic, and az a treding centers This is well brought out
by the words of Colonel Willlem Byxrd II, when in Septexbexr of 1733 he
stated, "We laid the foundetion of two large cities = ons at Shoaco'e %o
ba called Rigchmond, and the other at the point of Appamattuck Rﬁer-to |
be named Fetersburgesssthese twoe places being the uppermoet landings of

the Jemee and Appamsttuck River, are nsturslly intended for mris where

1.. Christian, W. A., Richmond, Her Paet and Present. p., 2.
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the traffic of the outer inhsbitants must mterq."a. Thus, it 1s clearly
shown that Richuond was founded as a trading ceater bocause of natural
transportation advanﬁagoaa
As implied by Colonel Byrd's statement; Richmond was 80 located;
gamaphiﬁaliy; that fréfrlu-rmm outlying areas would have toebnﬁrg&
upcs 1%; thus greatly aiaing in meking Richmond an important center of -
trade end ocgmerce, -
~ That the:c ia a definite relationship be'l'.wean narket centers and-
transportation is brought out by Looklin in his book on tranaportation. g
He states thet generally goods will ho.bought aml aought through markets.
beving the Lowast cmbination of retes,> A low conbinstion of rates re=
sultn tmm adequato transportation fecilities end a strategic location,.
both or uhich Rlnhmond anjoyed.
 Zust ae tmnaportation wae instrumental in the founding of the atty,

ao was 11: inatmantal in atfeetlns the growth of Richmond as & molosale

Ay

centar. This fomn the subject matter of thia prezentation; The nbangal
u'ousht by tranaportation in mchmond an a molubls center. fn pogehtho
pr_onlm in an j.ntarrogation, one might asl;. "How Does Transggrtﬁtlon Ef=
faot g;chmond a8 auﬁholegal'a éanter?"

- Fop 'tne purpt:;.a of tpia thesis, the following definitlion of whole~

galing will be adhered toj "wholesaling includes ell activities releting

2, Southern Trade, Val., 10, Nos 9 Do 1o

3. Looklin, Economica of Transportation. p. 126s

£
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to the purehaae or sale of goods at vholesple, which recog-
,nizea no :ﬁmdemantal distinction between the sale of goods by
prime producers, manufaoturex-s, or othor procaaaes » by vhole=
salers or funutional or non-title taking middlemen engeged in
wholeaale trade s nor doaa it dirrerentiata M save within the
riald. nr wholeaaling, 'between salos of goods tn retallers, to’
indnatrinl conmmers or to wholesale orgmimtions, so long as
the purpoaa of ‘the nustomer is not i'or personal gratifiecation.” )"'

Tranﬂportatian as usad in thia paper ahall include the
following pr.tnaipal agenc:!ea: rallroads, we.terwaya s highways,
and airways, end the oarriers which use these ﬂd.i'ferent ma,
the trains, the ships and boata, tho motor carriors, a.nd the
airplanass
| Each mode of transnortation has had a direct effect upon
Richmond's wholeaaling sotivities, 1t bega.n with water trans-
portatioﬁ. followed by the railroadn; the motor carriers, and
- the airplanes, which came to the fore in thatl order to change
the trading pilcture, |

Each differont means of transportation developnent 'nill be
treated individually as to its rolative mOrtanoe, and then
all will be treaf;ad collectively. There wilil be, of course, a
degree of overlapi)ing whioh‘ will ‘be‘neoeasary in order to make-
c¢omparisons and aﬁow the effects oach modo had uwpon the oﬁhsr.‘.

-Tho pro‘ceduremwill be t’d present the four modes according
to.,ohi'onolog.ical 6rder, that is, vater, rail, motor, and air.

i, Beclman end Engle, Wholesaling. pe 26,



In addition to presenting the four primary means of transporting gocds,
& digcussion wiil be Dpresented releting %0 federal comtrol of trensporta-
tion, and acme of'th'e-im.porta.nt deciaions of the Interstate Gommerce Gom-
mieeion a8 they effected Richmond.

Faphasis will be placed upon the situation as 1T eXiSts today with:a
thought on 1';ha- outlook for the tutm;oa

The oversll question, posed earlier, of "How Dosa Transportetion Efe
fect Richmond as a Wholesale Uaﬁtu" éaﬁ be .brakan_dm into two atmponsnt
perts; first, in what position is Hlchmond in relation t0 getting goods ¥a
the wholeseling establichmente in Richmond? and éeoondly, wbat part does
transportation plaey in the ﬂiatributiunl of these gooda from the Richmond
wholesalar t0 his customer? When these queetions have been snewered. the

main question will have been egsentially amgrad;
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Chaptor IIX
The -I:evelopmént of Water Transportation

Located on the James River, which afforded nevigable
wators to the wea, Richmond early enjoyed the advantage of
natural water transportation.

Other than wagen trails, the first concerted effort to
give Richnond any means of transporting goods, other than .
by the Jomes, was the estsblishment of the James River and =
Kanawha Company, to construct a canal aa a supplement to the
James Rlver, Governor Spotswood is credited with the first
conception of connecting the eastern flowing waters of Vir-
ginia with those flowing westward to the Mississippi.l This .
would afford Richmond two-way water route to New Orloans,
Louisiana,

The cannl project was chartered in Moy, 178l., as the

James River Company; This company, hémevér,- was suocaadec‘l_ .
by the James River Kanawha Conpany in 1832_.2_

Fa——

D\maway, W. Py Hlstory of the James River and Kamwh.a
M Pe 1.

o, ngd@:{gi Jolm By, A Br.':le:f.' History o the Hiﬁhmonﬁ,
Predaricksburg Potoman. P 2e
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By 1820 this canal extended westwerd from Richmond to Crews Ferry,
7irgihia-5

“Between 18158 and 1830 eauch commoditias a8 tobacco, wheat, coran, iron
are, stone. timber, end pnrk were brought to Richmond via thc omml cyntm.
Garriad from Richmond war_e artiolea of merchandise.” ot Dunamay's history
aﬁea not enumerate what these articlea of merchandiss were, but it 18 ag«
gumed they were finished goods, such as 4dry goods, end groceries,

By 1840 the capel system hed been extended to Lynchburg, aod by 1851
to Buchanan,’® This extension expanded the trading ares of Richmond. By -
1860 Richmond was trading with New York, Boston, and Bsltimore by water,
ahipping prineipally tobacco end flour to theéa .cni.t.sin in exchange for dry
roods, groceries end other types of finished morchaudiaa.ﬁ

At thu tim.e. Richmond was the center of trade between the .northern
sities anﬂ the woatem ‘port ot 'E'i.rginia. From the Lynchburg-Buchenen erea
I$44% deen that raw msteriale, unprocessed, flowed to Richmond in exchange
roz finighed merchondise, Thege masteriele from the west were then shipped

north fren Ri.chmona in exchange for goods uhich were ghipped to the Lynche

burg-Buchmn a:aa, ‘and premmbl.r to intermediate points,

%, Dunaway, op. o¢it. pp. 44-45.
4, Lo Oit lIéfi .
8 Ibidc PD» 138-133,

6o Ehiﬁt " PP 164"165*
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It should be stated at this point, that by 1860 Richmond
had rail feoilities to Some of the towms in Western Virginia,
These yail lines provéd to be the final factor in causing
bankruptoy of the canal system, evon though in 1860 the canal
carried by far the largest amount of r_i'eight in the states’

. After the canal system falled to serve as an economlo

esset because of railroads, attentlon was focused upon the
James River as an Important means of transportation as a check
agalnst exhorbitent rail rates, This natural waterway offored
one great advantage over rail trnhnportation, that of cheaper
rates, ,
, The use of water as a moans of trangportation requires
mich less trﬁctive effort to move large quantities of goods than
does the rallrond, thus offering great economy in fuol, Further-
more, the capital outlay for natural waterways end the mainten-
ance of the same in many cases is practically nothing, For rail-
roads, however; the ecoat of railbeds, rights of way and trackage
is tremendous, Ofton when a waterway is developed it is done
with government funds, thereby rolleving the waterway users of
- lavrge initial eapital outlay.B Tﬁeae factors tend to give water
"~ transport the advantage of oheapér rates,

. _'Tha.davelopﬁnnt of the James and port facilities at
Richrond was not withoub its difficulties,

70 _M. ppl 181'.‘186‘ .
8. Locklin, D, B, Economics of Tramsportation. p. 706,




Ths following Sabls will be helpful in studying the early develop=
men$ of the James gt Richmond up S0 1918

DEPTES OF THE JAMED AT RICGRHD
1870 == 1918

1070 = === anvew ¥ fot
1677 = @ = = = = = = o 14 foat
1978 e @ =« ==« == 16 foel
Al e ccoceesea 17 foat’
‘Price $0.16878, Riochmond oould ROV handle shipe of more shaa 600 tons
 cepacitysl? This was & definite dissdventags, as after 1670, the trend
‘umnmalumtommnotl.mtmdwu".ma‘__
dlspleced slightly over twasty fees of watersit
The shallow chanznel pressnted sa seuse problem $0 Richzond ez a dis-
. $ridution point, which was recognised by eity and state offisial and tbe
Richncod marcbents., The stete's interest stemsed from 1ts policy of make
{ng Riokmond the eenter of Virginla's commerss by coavergisg the Fail 1ines
oo Rickmond es @ port oisy. Farticuler iaterest wee given $0 Riochnoed b
thtm.uautatmuolhmwunu_uﬁtwcm
. Ricinond,
During this pericd, pleas were meds $0 the fedaral governmens $0
give 814 %0 Richwond in widening and dsepeaing the shansel &0 &5 t0 pere

®i$ larger ships t0 sater the pors,

9. Techolool Adviscry Corparstica, Impgoviag the Jemes Rives, A
Beport of. p. 12.

10, Jolat Repart of Richnond City sad Chamber of Commerce, Isproves
pent of the Jaces River. Po Be

10, Ibid, p. 6.
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Hince Riehmond had rasrved gooda from coastal oities and such fors

eign countries as Germeny end chila.%"a this restrioction had an’ ecdverss

sffect. The oities from which Rishmond received goods were) New York,
#ith & channel depth of 29 feet, 3 inches, Phil_aqenlpzilé; with a harbor ¢
depth of 19 to 25 fcot, dependent on tide, end Baltimore, with a depth
of 37 to 28% fecf. WNorfolk had 1; channel depth of 25 to 28 faat.’“' Mr
of these porte were capable of handling 1,000 ton ships, with the excep-
kion of Fhiledelphis at low tide,

- A% 18 gefe to assume that the shippers useda the Larger snips, SO as
bo effect eoon_omiaﬁ_ in cargo handling, Xa the faco of such e ui@tim,
tehmond was placed at a distinct _disadmtagé; perticularly to #orfolk a8
tar sx ahipping o0 and receiving goods from New York, Baltimore and
Philadel phia was concerned,

It wae necoseary for ships carrying goods deetined for Richmopd,
which were larzer than 600 tone. %o unload at Karfolk.. The soods then
Ihed to be put on ships emell enough to navigate the rn"er, or en’ nuu
and then mhipped to R:lc:hmmd. N Eithar or thaao operationu ‘was cnatl.y.'

- This adverse eondiuon tanﬂad to huva two ﬂtreaﬁ raaultn. aod m

;cathar nr -1 conjectural natnra. The aueot reaultn ware ‘thet Noxrolk

began o taks mch of Richmond's diatribution businese to the aouth. and

el

13, Richmond Chauber of Cumuerce, Jemss River A Netionsl Watermay, |

Pe 7e
l4. Iblds ps Ba -

H
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tbet Baltimora took much of it to the west. S The possibility that Rich=
mond might hsve been a great flour exnorter. but for the lack of deep
watexr foollitiea, wes the last results By drawing's straight line from
Bichmond %o Montena 1t will be scen that Richmond is nearer the grest '-grain‘
growing region than any part no:th of Richmond., Good rail facilities, by |
1886, were sveilable from that area to mmnd.w
Had the etorsge facilitiss been avaeilable and the proper channel
depth besn present, there is good reeson %o believe tia% Richmond could
have developed into a grest flour export ma "ménutact,ming ceater
Ri chmond wae an"impbftant'manﬁfa&turei»" of ndmé‘\'jiﬁ thé' }’50"*;’“, ag
illustrated by the fact Shat’ there wag . ﬂhim:ed* o Brazil slone, 1n11886,
onramnmnwnaemmhﬂfMu}7InM%.ﬂuemmathuf
ms.l}.s in the city with en aggregate gales volume of over two end one balf
zm.lien dollars, This was egecond only t0 the tobacac’manuracturing ine
dustry, which had seles of over eight million dollers, ®
| ‘Thiz 48 a csge of transportstion, a lack thereof, hindering the
ngmwth of Richnmond ss & distribution center,

15; Mef—ci—t Ib /J

_ 16. Imbﬂdan, J . D., Ragorﬁ on the Internsl Cammerce of the United
Statea., Appendix, Virginla, p. 2kl.

17. Ibidm ﬂnB&i
18. Ibid. p. 80.
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Betwean 1900 and 1920 the oversll tonnage of the Richmond sector of
the :.’emes continted to &ecline rapidly. until in 1920, the tonnage reached'
a.point lower than any of the previoue thirty yearé 19

Even with ttxe ahortcomings of Richmond'e bar’bor facilitied. there wes

one grest advantage derived. _ The barbor wae of prime mportance in maioe—-
teining Richmond's position 'ag & aiee‘ribunqn' center ¥ia lend facilities,
primaruy_tﬁét of rails FWater cerriers on the Jemee were considered the -
prine compatition of the reil carrierd, This faot, thot, if necesecary,
tha d.ty could revert to water carriers, served ae a deterant ‘o the rail
liaes and ramﬂ.ted in Richnond*s having tavcx‘ablo fraigxt rates to and
trom the north.so

‘ i'he pri.mary nea of water after the full develoment of rau wag to

‘bring gooda to Ricbmond for further dietrlbuuon. Obviouely. the city
ceula not sarvica meny towns al.ang the :amee. due to e lack of barbor
facilities, therefore the maln area served by Richmond was t0 the immedi-
ate nérzﬁ,’ md"‘so the south and west, | The mode of transport used to
reach these ‘areas wae by rail. | | |

'I‘he government atded mchmond vith the paeeage of the Mann~Elkins -

Act in 1910, This sct forbade the raising of xan rataa wnich han baen

19. Tachnical Advisory Corporation., op. oi. Appendix As Dps 34<35
26. Mitchall, Broadus, Richmond's 'rranegortution l‘aoilitiea, A~

eraie, P. 128,
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reduced to meet water mmpgiutmma The Henn«Elkins Act was instrumental
in mainteining the so-celled tidewster rates which Richrond enjoyed.

‘ Tﬁe James was looked upon a2 the best means of maintaining and ex- -
pending Richmond's jobbing trede, wnich bad from 1880 to 1917 inoreased:
from $25,000,000 to §1,000,500,000,%8

In 1918, the Qeék:iéaa of the shallow depth end narrow width of the
Jemes at 'Hi'ehdwmfx‘,‘ showed & tendenoy of relieving Richmond of it lower
inland rates.>° This wae very important, With Richmond raceiving ude-"‘
water rates from the north, end inlend eouthern oities snd western oities
forced to use inland rafeia;; then Richmond was in a very advantageous
paéiti;:m;

‘ Auéwixing' ¢ Durham firm ordered dry goods from a New York wholesd er,
he had to pay highiinland freight rates ﬂraix How Yark to'Durbem, but he
bould,“ under the existing circumstances, order.the eeme moods through a -
Richmond dietributor, who could receive the goods from New York at tide-
wober rates and ship to Durbem on inlend rates, which usuelly resulted in
2ovings, Such 8 eituebion naturelly would cause the Durhem firm to pure
uhaee from Hichmonde

Just such '8 Bittmtmn 8 outlined sbove is what permitted Richmund

distributors Soreach into North and South carolina, Vet vs.rglnia and

Tenneasaaigé'

22, Mitchell, op. Oit. pe Be
23, Eeeroit, L1

24e IbLd. Ds B
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Much of thie trade from West Yirsinia end Tenncasee was wreeted from
Bf.ﬂ.’aimm:e.‘o'.'“3 It wee reaxed that if the depth or the channel, woro not |
deepened. mnch of thie exres would go back to Baltimore or other northarn
oitie_a.\

Voluns of trade on the Jemes at Richmond oontimued to decline, in
proportios to ovérsll river trade, in fact, stesmships stopped entering .
the Bicimond berbor about 1900 and no steemer ceme in until 1933, follow-
ing the opening of Richmopd's intermediate terminal.>S
| The intermediete terminal was completed in December of 1932, and
opened early in 1935,27 As a result of this added fasility, Richmond wae
cepedle of pendling siipe of & length of 415 feet,Z® which resulted in an
inoreaae in tonnage volums of almost 200,000 tons, In 1932 the tpnnege"
wes 667,903 tons, end 858,573 tons in 1933,°

.- In 1933, Rickmond bed the intermediate terminel end & alty dock.
There wae',-hoﬁever. a need for a deap water terminals This need was re~
cognized by city; state, and federal. groups. 'Although this wee the case,
iﬁ wag not uniil lm;fivtha‘t the olty ':'“ %o bave full ues of such facilie':

ties.

26, fomets. L bid.
‘86« Ricbmond News Leader, October 15, 1940. p. 2.

27. Annual Regort, Director of Publiec Worka, Ri chmond, Virginia. ’
19349 Po 15.

£8, .I.P.’.'-d.'.' P 13. .
29, Ibids pe 15.



The deepwater teminal‘f located .sams four miles below the city; m

dedioated October 16, 1940,5°

To 'illustrate how coumerce at the Ricimond harbor facilities ins.

oresséd fiom the opening of the intermediate terminal to eome seven years

after the opening of the deep water terminal tbe' ﬁ:uwins $able is re~ ..

phtod;

1934
1938
1936
1937
1938
1939
1340
1946
1947

894,947 tons
899,129 tons
1,086,017 tons

1,156,916 tons
14,197,467 tons
1,474,060 tons
1,486,151 tons
1.579.804 tas
8,363,039 tonsl

In 1940 there was a drop in tonnage, and as nhovm in the chai-t. a .

further drop wee recarded in 1946,

The tonnago drop from 1940 tnrough

1946 tas due J.argez.y to the government use of vuuls for the war effort

Ihteh sreatly hmderod udend water trades

At ‘present, the ;uty enjoyss excellent barbor facilities, The Deep

Water Terminal is capeble of handling enips of 650 foot lergth, vith its

25 foot depth and £00 foot width,

In 1941 the terminel ocould bandle ap=

‘pro:tu:at!ely 90% of the oommercisl vessels afloat,>?

-804 chmond Kexaa Leader, October 16, 1940, ‘Pe e
31. An_gual Rog_o_gtg of Director of Publie ¥orks, Ricimond. 1936,

32, - Richmond Chember of Commerce, Industrisl Appraisel of Richmond,

Yirginia, p. 8¢
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The port facilities slone-were not sufficient for the improving of
Richmondts poelticm ‘aé a Gietribution center. The wmater facilitles would
bave to supplement and complement other transport facilities. ?hia'wag
brought to the attention of Riebmonﬁ'erd by sn officlal of the ﬂTi'anaportan
tion Division of ’ch§ Bureau of Foreign sndA Domestic Commerce, when he
:stbteﬂ upon completion of Deep ﬁateé Terminel, "Richuond‘'s Bsep. Water
Termme}. ®ill not suffice to make ‘the. ¢ity a world ports It will be nec-
 eseary to co-ordinste her,watar {tranaporte«"sion with land, rail and other
traneportetion facilitiee, so thaet the ecet of ghipping mey be reduced to
& mfnirmim."%

Richmond has coordinated her motor and rail fecilities with the ter-
minsl. Rail facilities are available from the termixial.' warehousse, end
there iz a dual lené bighway cannaéting the terminsl with South Richmond.

Although it is expected that the wabter facilities in Richmond will
incresse tonnage volume, it 1s doubtful thert- they w1l piay sn important
| role in reestabliching favorahle rail snd motor rates as hag been the
cage in the past. »

Ag pointed out esrlier, the water way was an 2ll importent faotor in
preserving favoruble r_ail rates for Richmond, whic permitﬁed her to wis:
den ber distribution area.  These rates were held low because of the come

petition the water way potentismlly offered ‘the pail lines., Today, however

through en evolutionary process, the Interstete Commercs Commiseion has

33, Ricimend Nows Leader, October 15, 1940, p. 2.
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came to hold en fran dlad rule over rabes of most water oarriera“.' and ell
rail carriers, and 1 eocme that retes as et by the Ie Ce 04 ars not oa*
the basis of sompetition suong trensportaticn facilities,

Water does permit Righmond to bring in hard dureble goods, which sre
not mubject to the tims element, for distribution, at obesp retess Tuis
gerves aa e diatinc aﬁvantagg. _.

A% present, the leading products handled st. the threo weter termi~
nsls srs petsolenm productey newsprind, sugar,: sand end gravel.>* only
petro;m prpdu_ata_ aqd suger are cnnducjtin’, to diétnbution by way of a
ful]_.-lina, m&lad«r;

34, Report of Director of Public Works, 1947-48: ps 101, . =
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'Ohapto.g'nlv | |
The Development of Rallropds in Richmond

Railronds beve had @ vitel ert in making Richnond the wholesaling
center it is. toﬁqy. Fm the oa:ly deval.omm of the rail system in the
Unitoa States untu. the ’30'8. shen the motor vehiole came into its own
ro:.- -trmpm of: gooda. ‘the railroads were by .far the most important
measne of tranaportins sooaa.

‘The early develomant of rail transportetion facilities in Ri.chmd
dates back to 1828, when the Chesterfield Coal Field Reilrosd was ahare
tered. - This 1ine was but thirteen miles long, and ren from Richmond o
the coal fields at Midlotbian, Virginia. It was s short lived roed, go-
ms'm,or bueinoss“iin, 1851, ut it was a suscess tor ‘the twenty-thres
year pe:iéq ;pdyi.ndvicatad that rail lines qqﬁla be profitable, theredy
edding impetus t-o*uzs ‘rail movement in Virgi_nia.]j _The roadbéd of this

1. Turner, O Vi, The Early Railrced Movement in Virginia,
Pe 395,
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old-line 18 still ﬂaible, in parta, where it parallela tha uidlothian
anikm

Riehtwn& aax*ly made @ bid for trade in North. Garnlina, uhan the
Petereburg and Rcanoke Retlrosd Compeny was chartered in 1830,3 and
ahowly‘ thereafter ﬁxeﬁ the Petersturg am\ Ridmwnd line was eatabliahed
with the express purpose of tapping the trade of the RoanOlm oountny of
North' aazouaa."t The Fetersubrg md Ricimond served as the parent road
for 'bha present’ aay Atlantiu Coaet Lins.%

By 1869, mchmond ooulﬂ. reaoh ae taz nouth as m.orance, Bouth Caro=
1ine by reil;’ mch aren mcbmond Aistributors served,d

%he Sesboard ﬂa&lm took over the Portmmzth and Bcenoke line, and
in 1899, ‘aptablished its northern terminus at Riabmondaﬂ;

The Ghaaapaaka ‘and Ohio Bauroaa, uhich now amea Bichmond to Now«
purt Naws, Virginia and into Ohio. accepta 1836 88 ita dste of origin, '

7

uhieh mks the tounding of the I.uuiea Ramoaa. In aaamon to this

'line. the &eﬂaﬁsak& and Oblo took over many others, top numerous to:
“/;8& -bea,—ci-'b- And
_f'g.};;'rge Atlentic Coast Line Reilroad. pe 33,

*‘fa. Doaiar,-‘~ Be!

&t Ibid. Pc 1&3-

60 xordﬂﬂﬁi A Bed A Briet Hiatog of 'ﬂ!a Ro F‘, & P P+ 45;.

T Helson,?‘ “Biy
danys vo. a-»ax.
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mention,

8 mhis -

The Ri.'dmnnd.!'rédeﬂcﬁaburg ma Potomas wae foundod in 1832,
line ms'kasztahli'ehed‘ to be vart of the north-nm‘zthmutn.' Waldon. North
car;anna s wuxiugto‘n'.“

- By 1878, upon oompleuon of the R. F. &P, to Qnanuco a8 its
northern tsminus. thtongh service was avauablo !‘ran Baltimou to Wel~
doi tbrough Rishmond 20

" The 1ine from Richmond ami Denville, known aa’.tho Riohmoqﬁ' md Den~
ville Rellway, was chertered in Merch of 1347.1" bacaning mhtuéuy the
parent line of tho Bouthern Railway ayncna ‘Ihla line expmded rapidly
end by September of 1894, voperated over 4,000 miles of rail 1ines 12

Lt Bri“eny;" the f'dévelomént of the five major lines which serve Rich~
mond has been traced.. "By 1900 the city hed the services of these li;xea '
almoat fully dmreloped.

‘!he early plnn of tho Virginia legislature, on railrosds, was to
woxk out e aystam or rau. unes uhi.eh would permit the eonnmco ot can=

modities to vu-gw.a clties wiich had waterwef faou.ltion.m Richmond

8 llordecai., og. cit. p. 8.
9% ‘rurnar, og. g.. p. 359+
‘10, LoesCi¥. T bid.

s—_——“

11, Imboden. gp_,__c_s_i_t_. p. 20. :
,‘,IBQL Firet Annuel Re of the Southem Railwsy, p. 3o .

13.: Imboden, loG. aits
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being one of these citiu?: This plan was never fully carried out! in
fact, 1n 1831 with the chertering of the Wincheeter and Potomao Reilrosd,
the trads of the lush Shenandosh Velley sres wes virtually given %0
Beltinore Later, Fhiladeljbis wes sble to $ake part of this trade wien
the Shenandoah Valley Railroasd was connected with the Norfolk end Westera
o8 Roanoks, glving Philsdeljbia access to this area via Shepherdstom,
which was the northern terminus of the Valley m-,"‘

.. ¥he ehartering of these two lines in particular saw sn esrly devia-
tion from the general plan and csused sn early lose of a vast treding
area for Richmond,

- Perhaps the most important line to Richmond, pricr to 1900, was the

line from Richmond to Danville, which running through Danville, joined a$
the North Cerolins border with otber lines to offer en unbroken rail sys-
ten fras Richmond to Atlanta,

. Richmond enjoyod grest bemefita from this system, extending through
North end South Csrclina and Georgia. The Richmond tobecco manufactur=
ers found wonderful sources of rsw material, snd they, along with pro-
ducers of fertilizer, flour and egricultural inmpleaents, found e im-
imnu area for the éumnption of their products,

‘This 1ine carried from Richmond such camodities es menufactured
tobscco, bacm, bay, dry goods emd groceries.
With the purchase, in 1881, of the Kidlend Railway, by the Southera

14. Ibig. Pe B9



System, there was a line to Atlenta from Weshington through Danville ' : .
north-west Of Richmond, It wae folb thet the Waebingtn-Denville line .
would result in discrimination in rete structure in faﬂr of the nor.tern
cities over Richmond.. Buch, however, was not the cete as late as 1886.10
The Chesapesake and (_)hio formed the link between Richmond and: New Ope
lesns, by way of Memphis, Vicksburg and Loulsville, Thus, Richnand was
connscted with every oity east of the Mississippd md sath of a lins -
from Oinnoiinstd to RichmondM® The connecticn to the north torough the
Richmond, Frederickeburg end Potanas hse already been pcliuted out. The
Chesapaake and Chio, carried from Richmond mich things az flour, sigar, -
molasses, tobagco, fruits, eelt, dry goods, fortilizer and machinery,
. The otber lines serving Rictmond shout 1900 carried much the come
type of goods es already listed from Richmond. The Ricbmond, Fredericke-
burg and Potamac was important in b:i;:gi.ne %0 Richmond fiaished goods of
svery nature from the Qorth .J'8
o Richrmond!'s dietridbution erea at the turn of the century was to the
néuth and west. = Their erea has never émb very far north, due to ocompe-
tition from northern cities, ’
" The reil 1ines ware subject to keen competition from the water lines,

e —
15, Ibid, Pasel: 5] Ppe 36=38.
16, Ibid, ;rmf
1.7 iordam, ope oit.
18. Kédeo&i» og“'. cit.



.and trom other raeil roads. 7The oomyention -nong ‘the xau lines is il-,
luetratad by the following statemnt. *In 1883 the Richmond, l‘rodeucka-
bx}rg,vand Potanac had to osrry some traffic at littls op mo:profit as a
fpault of rate wars ;hs.ch existed between trunk nnea."u
That compstition existed between the water onrrieu und rail lines
is apparent from a repon of the Rickmond Chamber of Omm'rca. wich
"atatod. *In 1892 a war of rates exlstod betwean tho rail lines ed thc
water lines compatins between Richmond, New York, Phuadalphla and Balti-
more, which bad been raging for soms timsj oulminated dy ‘the contestants .
goubining under the name of the Virginis Freight Asooiation, end then ade
iancinq thelr rates...sto a higher level than prior to the rate -ware,"=0 |
It was felt tha’c the new freight rate struoture between Richmond end
. the northern citiee was diecriminstory to Richmond in fevor: of other
Ghaeapeake porte ae pointa of rsehipment. thus beampering mmmond'a trade
'to the south, and weat.a-; In other -ordn, the rates to Riohmond beug
g highar, the no:tharn ehippm coul.d, by gomg a:onnd mchmona. uou into
e mu, o0l wost cheaper then if ‘they ahipped to Bihiond. Under that
: -nituaﬂ.on. 4% was only. natural to axpect that the siippera would: ,pm-

trnta the territories where they had favorable trelgxt rates,

‘l 19. Mordecal, op, cit, pi 8.
" 20,” Riahmond Chembor of Commerce., Report of Treffio Buresm, .

2.



The fight was carried to the varriers and in 1896, an sdjustment in
rates was echieved between Richmond end Hew York, which placed Richmond:
on 1ts old basim with other southern port oitles and with New York.
Shortly afterwards comparable adjustments were made between Richmond, -
FPhiledelphia and Baltimore, which essentially placed Richmond on its old
scmpetitive basis with these oities.®®

-, Xmy 1900 Richmund wes pampeting by rail with Baltimore north to
Quantico, Vzrginia, anﬁ with Ansusta and Atlents in South Carolinas To .
the weet, the main competium geme tsm Baltimore, but Richmond was dis=
tributing es far as Jackson; Tenneseee,25

To soms extent, Richmond compsted by water in New Orlesne with Bale
timore®s, Up to 1920, 1% seems the primary job was to develcp & t1stet -

Fbutiun arsa. and efter that date it wae @ ocsse of mainteining the ‘ares
developed. .

. Prior to the uge.of trucks the distribution srea could be defined by
reil lines o ell intents and purposes, From the chepter cn water end
#hla chepter on ruile the distribution erea of Richmond could be set up a8
to}.lowa, in 1.9&3 s nor’sh to Quanticn. weat to parte ot ‘renneeeea anﬁ wost
ﬂrginia, North an& South Garolm, with the sonthem nna nmnins tmn

28 Ibid. D’ 10&

23, Richmond Chember of Commerce, Report of the Traffic Buresu,
.4900, PD. 7B, ’

4 Ibiﬂo Pe 6



‘point north of >augusta.’ wost to a point north of Atlanta, and soath of the
‘Carolinas. Most of this erea was, of couue, competitive, Only ‘dertain
areas in Virginie and North Oaxolm were non-competitive.

Wbile Hichmond wee striving to meintein 1%h Aistribution '.‘rea.”tne
Interatatc Gmroa camueion placed the city 111 en enviablo poaiuon.
In 19).9 the three rauroad ter:i.tonas were set, known s the Southern.
Official, and Western Serritories. The rates of these territories as
formed then were to be puhué;iéa’ 1n a ‘single volume.” 'mith the estab-
14ebment’ of these ta‘rritoriéi, Virginia wes split: u‘ %o olassifioation of
goods in interstate traffic. The official olaseification spplied in the “
northern part and southern classificstion in the southern pert of the
ltate’u%

On June 7, 1930. the zneemate Oamnerco Comuiesion dezignatod the '
‘boundanea of these territortea. | |

The northern bonndary of southern territory was aet aa the main line
“of the Norfolk and Western Reilwsy, from Norfolk, Virginis, to Kenova,
West Virginla, This 1iné 1s cootisued from Kenova to Cimhoinnatd by the
Chesapesks and Ohio. ‘l‘henueétgén boundary is set by a line roughly from
Cinhetnnatd $o New Orlesas,

Whree 7ail lines in Virginia and serving Richmond, which wore physi-

cally ebove the Norfolk ead Western lins, were considered in scutbern

25, ixitehs%atebd&@éﬁe Comnigeion Reporta, Vol. 84. pp. 1-3.
Interetste Comnerce Commission Reports, Vol. 5B. p. 22.



Varritory, and siippers using these lines were subject ‘to southern rates,
fhess three lines wars ths Southern, Seaboerd sn) Atlantic Ooact x.me.a"
‘ Thig territorial ‘divieion ‘is quite intereating. "According to the
boundariae. Richmond i®m geographiecally m the officlal territory, but yat
thres o::{,,l;ar reil lines have to aerve har on southern rates,

Any gmds aﬁipped from offigial to mouthern %érﬂtory carried t'ho.
gouthern rate, snd anything ahippud trom gouthera to ortiom torritory
aleo cam:ied gouthern ratas.aa ‘Since Richmosd was the’ eouthern-moat oity
in oﬂ'ieial terri‘bory. she enjo,yad a nry tmique pasiticn, a8 any goodc
ghipped within the. otr.tuial tarntory oarriad otricial Tek sa, mda were
generally lower on nnmnad goods, than aon’chern rates, ' Thereforse, Rich~
mond ‘was in a DO8itlon to recsive goods fron the north‘ et a cheaper rate
than could any other oity in the south, and i gdve ber en excellent com-
petitive advantage.;

1’0 i1lustrate,- let u aeauma that nnder thig system, Baltmoro dae-
pired ta diatrs.bnta to numn. It goods wera supplied direetly from -
Baltimcm to Durhm, the hisher southern rste would prenil, but u
thasa goods were sen: to Rs.chnumd and then to Durham tha otﬁcial reto
prmmso Richmond and tha aouthem rstes from Ricimond to Durham,
taaioh meang the sou'chem rete would apply only aughtly over halfdway

l 87& i@ﬁi—'ﬁtiréd

28, - ‘Bighen, og.;:cw. P zev.
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rrom Baltimoro %o Durhtm. This situation tended to give Richmmd a dis- ¢
tinct ndvantaga in axpanding her diatribution ares to the souths ‘ L
Lo'ar tteight ratea from the north and d:eap ntoa from wuter; gave
Biehmend the advantago which was poinf;ed out in the first chepter. The
01ty had a low combination of retes, which tended to make her a mariced
senter.
?J By‘the_tim the three territories hed been accepted, the railrosd
eystem wae cmﬁlatol; developed. Thus by 1920, just pricr to the motor
vehiola arn. Bichmond- had watar and ran. taouitun, 'hich togather,
rloag vith the territonal soet~up, gave hexr low rutel and a yographio—-
cal sdvantege over tha cities to the north in distridbution to tbe
ponth-. ‘,

. Brom this point on, as faor as reil transpartstion ;a congerned, the
thjinskthiuh was of most impartance wes nob @ change n facilities, bus
changea in the rata ltructuro. Had the rate ayatm raminod as 1t was
4in 1920, Richmond wonld prohally still be diatribuung many, mmy gooda
t0 North eand South cu-olmu
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WG‘.‘ Iv
The Develomant ot-réaﬁlpoﬂation
By Motor Vehicle and Alr

Prior to the turn of the century, px:nctiuny all loocal daliv~
gxé'-m made by borse drewn wagon over turnpikes, mmy of wich hed
bsen partislly built with federal funds,® These turnpikes served as o
base for the modern highway aystem which we now teks €0 much for
granteds ' ‘

The tbing, of ecourse, which gave impetus to highway development
wse the motar vehicle. Although motor carriers led dlrectly to the
eloborate system of roadways, they playod a vitsl part in competition
with the railroeds. This forms m intereeting eids light. Vetar
gerved ae s oconpstitor and rste cbecksr to the rail lines, s» did tho‘
motor carriers Thus the railrosds were subject to competitioa from two

7

very potent farces, These two modes of transportetion, it seems, had

1. LooXiin, op, 6i%. p. 750.



more eftaat upon m1 than d1d the railroads upon them 'l'hu placed
the rai.lroada in :ather an nnanviable position.

Though tha motor Vahi.ole wag not mtroduced untn just efter tho
turn of the emtuy, 1: took nbout twanty yeara for this mode of trans- |
portatian to begin to hit its mide, as mdioatod by the tolloving
table:

Motor-Truck Kesistration in the U. 5,

1904 410
... 1908 - 600
. 1910 10,000

- 1918 ‘136,000

1980 1,006,000

lgs8 . £,440,8648

Parhaeps the one thing which edded most impetus to the development
of the motor trck was the trensporteticn crisis of World var I. The
manuefmbility and mobility of the motor truck as a carrier was rac;

ognized at that time.d

. The motor vehtole offered cortain advanteges which aould not be
offered by railroads or water carriers; soms of these advantages are.
what wrought changes in the distribution system of the United States.
Home of these u&t@?ggea werel |

| 1¢ The tmek‘had accees t0 sny ares which had roed facilities.
‘In meny cares cheaper than rau, particularly in less carloasd

ehipmentaa o :
3« Faster than ra;u ror shart hau.le.

md: D 751. .

‘3. Unitad Statea Degartmant of Mriculture Bulletin. No. 770,
Pe 2o




4. Offered door-to-door pick up and dauvary.

B« Capable of offering more frequent eervice than rau..

6+ Paocking requirmmnta are lese burdenaome.* . Lo

?ho first ls.etea_ advantage was of great importsnce in the expan-
sicn of areas gerved by dlstribution centers.

' As i well known, the highway ayetem developed quite rapidly and
offered tranepbrtatién service to thousands of areas md commnities
not previocusly rerved. These new arcas 41d not mterially affect the
reil earriers, as they were not heandling freight tor them anyway, bub
'shey ald offer new souroeg of selling for distribution centers,

The next ‘four ilsted sdvanteges wore ‘the mes which offered the
problem o the rell carriers.
The motor carriers, by offering fester and sheaper ehort heul mer=

' vioe. pleyed bavoo with rail linee in this 1161d,

" As pomaa out by Locklin, the less-garload~lot tusiness of ralk-

" roads ha& beocme inoressingly unprofiteble for the railraada. :am;,
: 1n 1932 rail L. O, I.. and rail express i‘reight tratfia fﬂkla& to
sarn a full proporticn of total oparsting expenses and taxes by about
seo,oco,ooa.“ This csused the rail lines to reslize the unprofiteble’
‘businese of Lo 6. 1. .and reeulted slmost in abendomment. Since.
:'ﬁiotor ;éhiolaé da‘"nbﬁ}gene:ally over the, diﬂgnca’: thet reil lines doy

"fh-ére ia a tend.eimy't‘o_ cut dietrivution areas.

<. Bighem, Ops Oits pps 91-98.

' B.. Looklin, ops oite Ps 775



The tendmoy bac‘ been for saue tims t0 got a uniform classifica-
tion of rates for railrosds,® Sach a teadmay, coupled with the
'trendv “tm.' motor carriers transporting lun-uﬂcnd-lotu short dis-
tances is one of the keys to why wholesale areas diminish. With a
igte structure epproximating uniformity the producers of goods can
dstribute to eny point in carlosd lots, and have Shelr goods distri-
bntod from thers. !hn uniform rete struoture would permi$ wholesal®
hmuu to set up at eny point without being st a uuduntago to soms
.othcr aity.

Aa a hnothetical 11lustration, let us tlh Richnond nd Dane
vme, uhic.h Richmond used to diutributo to en the wolezale level,
Undar the unifarm syztem of rates, Dmvmo could receive Heinz proe-
ducta n-om Pittsburah at the sanme rate as Ricimond, thus the assump~
,%4on 18 that somsons in Danville wonld sstablish s house for dlstri-
butien, J_.pcuuy, of theae products instead of receiving them from
mmd,uhi.d: would. of ocourse, narrow Ridw.and'n distribution ares.

_ I eem from 8 perusal of government statistios, that whalesals
houses ers mueaemg in towns snd amoll oities, wiile the dletribu=
tion azoaa of larger oities are becoming susller. This is nttrnmtd
bj Hr. Frank lchonough of tha Traffic Buresu of the Richnond Chamber '
of Gmrco to three thiny; the;systen or through rates, as estad-
unhod by the Intarntan Coomaroce ccmuuon. the tendemay to a wnifarm

6. _Ibid. p. 175,



rate auuqture and motor carriers heuling L. O. L. shipments short
diatanéem

- The faot that motor vehiocles offered door-to-door service was
both sn adventage aad disadvantage to the rail lines. By owning theu:
l, ‘omn vehiolea they conl.d offer door—to—-door delivery, but this sel=~
dom heppened in tho early daeys at e motor vahicle. and the motor
carrier, as udep’endﬂe:nb from the railrosd, held a strong oompetitivo
advantage here,

. Besides the adventeges which ere inherent to the truoking indus-
try; ths motor carrier enjoyed certein other advantagee up until the
1930’8. They ware privneged %0 heve a Lou burden of texation end a

7 Long before the rlse

minfmum of regulation from goveramental gources.
at‘ the motor carrier, the raile were under strict control, Further.
the verious gavanmenta furnieh end oere for the readuay over wh&c.h
they travel. |

The motor Vehicle by its repid delivery and door-to-door ser-
vice, no doubt, had xnuch to do with the present day common praciice ct
;"hand-vto-mouth"* buyi‘ng.‘ By offaring rapid sod fregquent dalivery, the

Wholesaler gave the' retaller the opportunity to buy goods more often,

Backman and Engle state that hand-to-nouth buying would be impossidble
without prompt cmd ftequent dalivcry by the utm].atmlcn'.9

7. Fanlkner'," H.U,. and Mo:."rov, DoV, Americem Economic Hisbory, p.6l8.

8. Keikho;.er,- m. H.. Economio Princuzlea Problema and Policies.

[

" 9 Beckman and &319, ops_cit. Do 151,



"'Spo mnotor carrigr Bexved several very importent purposes, first as
a competitor to the railroeds, particularly on tbe short bhaulj it of-
fered mors freguent deuv(a:"y. permitted a change in buying babits, and
brmght new areas toi selling in ocontacs with market centers, but at
the same tize was instrumental in ceusing the inorease in number of .
diatributins pointe and in narrowing the area served by large olty mer-
ke$. -canters.

“As already indioatoﬂ, 4here was rapid development of a highway
gysten, The federel gwommant Joined in on 81d to states in roed
construotion in 1916 on a 50/50‘11081!-10 o

 Virginie enjoyed meny rewards fram $his federal eid, md in
1938, had over 80,000 miles of roadweys covering'the state.tt In .
lm..'mc.m’ond_ hed available sors thirty truck lines to serve har,la'
and by that date many wholessle concerns owied their own trucks for’
dbliv‘ery purposes, B
. A glance et & mop shows that Richacnd is servad by at loast 8ix -
major Uns.tad Btataa highwqys. and 8 number of state roads, shich to-

gethor tan out to give her acoese via g0d roads to any part of the

ccuntry .-

" The final mode of tremsportation to be deslth with in this

10. !Lr&t_ga B‘l_ggwgz Users, Vol. 6, Ho. 11. p. 11.

11, Richmond ieil's‘ i.eaﬁei' and m%mtch, The New Dominion,
Pe 4o

A 12. M’ Do 18.



33«

presentatidn 1s %hat‘df sir trensport,

Ri&mond‘a ﬁunicipal Aixport, The Richard K. Byrd Flying Tield,
"m ccupleted and openeé‘. 10 1927.%% Initially this feld was used .
priwuy o mzy paaamgars end mau, wWth some air express, Even as
late aa 1940 oply 16,813 pounds of au' axpress aas ahipped from Rich- .
zaand by air, as mpared to 3,635 pounds 1in 1939.1‘
| Faaﬂitiaﬂ at: the airport waxre devel oped to & high level by the
fedaral govwmnant éuring the recent war's The goverpmegt returned the
eirport to the oity in 1947.3% The report of 1947~48 fram the Direoe
taz of Pubua ﬁ'nrks atataa that the fauﬂ.i.tiea al the eirport are not
sufﬁcimt to properly gerve the city es a municipal auyort.ls‘ o
| | xn ﬁay ot 1948 f.hara were Lfour airlines uerﬂng Richmond with
‘bhirtr aehedulae dailh offering passeuger and axpraae gervice.r?

' At presont, the eity snd Chember of Qmwoa are striving to get

an' r:eight scwiaa 1nta Richmnnd. In 1943. ueveral. 1ines were attamp'b-
ing w becm amaﬂgatad 80 aa ‘o give Riohmonﬂ sir freight eervica.

'A‘ha deciaicm of ﬁha civ&l Aeronautiea Bcard at this uriuns is ptill

13,. Annusl Beport of Director of Publie Works,, 1920. p. 21,
. Annusl, Report of Director of Public Works., 1940. p. 45,

«_ Annusl Repord of Directcr of Publig Worka., 1947-48. p. 102,
16‘ Ee0. CL8."Th n/
0__ ;bidq‘ Pa; 105.» .
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, Althongh tha pm;ants.al 1s thera. ailr trenepor'aation has not been
ot ma jor immrtanea in expending Richmond!s malaaele area, a8 tha cost
of ai.r fraight tranaportaﬁna is :wnhibi.tive except for tashion gooda
and gaods nf a highly penshable natm

+ The $ransporbabion faeuz.tiaa ae tbey exiet in Richimond today bave
be&n develaped histarieauy, with only some referanoe to the arch&-s
upon the city aa a wheleaale center. D&rect effeets from tranaporta»

tion taaﬂitiea v a8 meh, &oes no’e tell tha entire etory. Ae already‘

mntioneé, deoiai.un or tha Interstaﬁe Oormerce Gomnlaaion, ralatmg
paztieularly to rau»aaﬁa have been af great mportanoe 1n manging
e.hs Giztribution sstmup in the emmtry as a mole. Al‘bbough theee

deeiu&m dt& atfeov the entm aountry, the diecuaaion hers will be
contined m thg affeeﬁa these dacisione hed on Richmmd’e diatubua ‘

tion actiﬂtiauu



Chepter V
Regulation of Transportation

Through a long smaries of ;aéielation by the cangrese, the fede~
ral government hae come to ha#_e nlmoet abgolute control over the
activities of transportation ccmpanies., This control ie of most sige
nificance in regulation of rail, motor, and water ecarricrs.

Regulation by the federal goverament of trensportation was by no
means the firet sttempt at control of these facilities. The states
hed long attempted‘tb regulete rail activities within their borders
by various meene, The first attempt at regulation was through chare
tere granted to rail lines. The charter plen was followed by a sye-
taﬁ of regulatory commiseions, which in turn gave way to a general
law or statutory eontrol.;'

Illinois, Iawaﬂ.»-mnnesotta'and Wisconsin were the leaders in con-

trolling railroads by gtaﬁuﬁe.ﬁ

1. Looklin, op: oits pps 202-808;

2. Bighen, ops_oits pe 130,



These, and other state lawe proved satisfactory in regulating in-
trastate commerce, but it wés held by the Supreme Court, in the Webash
care of 1886, that the meveral etates d1d not have the power to regu-
late mterstaée coomerce, that right being constitutionally with the
United Btates gmrex:xn;\mm4»a

The Wabash decieion is reputed to be the one which led to the
pascsage of the Act To Regulate Commerce of 1887, which ig generally re-
ferred to as the Interstate Commeroe Act,®

Botween 1887 zn0d 19200, peveral acte were passed to supplement the
initial commerce act, but atill in 1900 the Comniazsion wae far from be-
ing a strong reguletory body. In its caeanoe,' about all the caumis-
sion could do, &b that time, was issue "cease and desiast ordera™ upon
violation of the acts®

By pascage of the Expediting Act of 1903, tbe Hopburn Act of
1906, the Menn-lkins Act of 1910, and the Water Oarrier Act of 1916,
Congreas had the power to get maximum and minimum rates, control ser-
vice of the railroads, fix through rates for reil end water,carriers,

6
and rate changes as proposed by ocarriers could be suspended.

, 3, Looklin, op. oit, pp. 219-21¢.
V4 ToTeit TH .

B. Ibids p. 218.

6 .Lo’ckli# and Bighem, OD. olt. pageim,
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The dater-Carrier Act of 1916 was the first effort by the fodersl
government %0 rogulate water transportation, The act, however, did
not place water transportation under the Commerce Commiszion, wholly;
much control rested with the United States Shipping Board, estab- -
lished by this aot,

In 1920 the Esch-Cunmins Act wes paseed which steted the carriers
were entitled to a fair rate of return upon their property and that
rates wers to be set, as nearly as possidle, so as to insure this fair
rate, Control over capitalizetion wae granted the Comniesion and also
en iad;easa in conirol of emice,?

The acts of 1533 and 1940 to all intents and purposes rounded out
l;egislatiba in sll fields of rail, water and motor carrieres uith
this adt. the control of interstate comnerce was complete,

Briefly. ‘further devalozament of water carrier regulation between
1916 and 1940 will be preeentad. There were, after 1916, three impor-
tant pileces of legislation referring to water carriera. They were, the

Dennison Act of 1928, the Inter Comstel Shipping Act of 1933, and the
Transporbation Act cf 1940‘
Although the Danniem Act dealt almost entirely with Maaiseippi

River: trat‘rio. 1% wae of importance ase it strengthened the bend of the
Gch Commiseion in regulstion of water-rail cerriers.

The act of 1933 gave the Shipping Board the power to suspend

?;’ Locklin, op, cit. pp. 245-247.



water-rate ahéngas much ae the Commerce Cammlssion was empowered to -
cantrol peil-rebe changes, Amenduents to the Interccastal Shipping Act
in 1938 gave éheiasaritima Commipsion power to Set meximum snd minicum
rates for common cerriers on the high seas®’ |

fhé nioﬂs mWr%ant reference to uaté} carriera in the aoct of 1940
was thet which transferred the regulatory funokione of the Maritime
ca:mﬁission to the Ix%ﬁéretate Cammercs cmmniaeion.g

" The regulatory ﬁowére of the Gomereé Commiselon, as they exiet
todsy, came sbout in en evoluticnary manner for reil and water car=
éiara. It took 53 years {1887-1940) %0 develop legisletion cancerning
railroads and 24 years {1916-1940) for water cerriers. This situstion
414 not hold for motor carrier caitrol by federal agencies, Control
wad yxaoticauy conplete with the paseage of the first legislation re-
ferring to motor vebicles,

In 19335 the Motor Carriers Act wae passed by the Copgress which -
gave the Intératate Commerce Commigsion the powor of regulation of
motor csrrlers involved in interstate cmmnerce.m The act was an all
inclugive oné from ite inception, er the congress hed bebind it over

bhalf @ eenﬁnry of legielation relating to regulation of transportation

8. Bigham, op., oit.
' P Ebidi Pe 201, )
10. Ibid. p. 206.



facuitiee.' The act of 195 was pattameﬁ aomawhét after the Inter~
» atate- Comuares .&cﬁ"‘:as: anended up to 1935. ; '

This brief eectirion oﬁ the growth of the regulatory system of the
carriers is not of t_éo much mgortance, in and of iteelf, £2 thie
tiesle dealing with wholeszaeling and tranépo:tation. but serves the
purpose of estsbliebing the authority of the Commiecion in pesecing
down the deciaiuns wiich bave had =0 much effect upon the changing of

Richmond's position as e whalecaeling centar.
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Chapter VI
The Areas Served by Richmond Hholaaéle.rs .
From Early Days to the Present

Prior to 1900 the primary problem of dietribution from Richaond
wae one of eastabliehing the lterritory for tréding; This proble@ was ”
well golved énd Richmond wag early congidered %o be one of the vest
distribution points bétwea{n Hew York end Galveston. Her waterways
gave her a ianéne of receiving goods fram foreign pOrfs snd northern
coaetal cities, while her rail lines served ae sn excellent medlum t;or
moving goode out into the weat and to the eouth.l |

In the éarly deys of development the meang of transgportation wére
of utmost importence in estebliehment of the territory to be gerved by
Rictmond wholecalecrs. After the turn of the century the jobbers in the
city ‘wAera confroht.e‘d Qith the difficulﬁ problem of msinteining the vast

territory ae developed. - This proved to be e difficult task, indeed, m

1. Imboden, ops eit. ps 2l4s



insurnountable one, for Richmand lost eventually, practicelly her en-
$ire volume to the gouth and weat dua to changes in rate structurae,
The discuseion in this chepter will hinge eround thess rate chenges se
they tended t0 narrow Richmand'e wholegoling and jobbing territory.

YAt the turn of the century the grocery wolesalers in Richmond
were serving territurios in Virginia, (exoept for the Valley and Nor-
thern Neok Areag) North and South Carolina," according to lr. A, B.
Clay of 3tokes-Jrymes, wholeesale grocers in Richmond eince 1898, Mr.
Clay further st:tes that "Richmond wes able to reach into this terri-
tory for three reasocns, favorable freight rates anl edequate reil =er-
vice, & lack of wholesale houses in the srea and the initietive of the
companies involved."

"After 1927, the South Carolina area wss loat becauses of rete
changes end sholeasle dompetition within the territory.®

The grocery wholesaler managed to hold on to Korth Carolins until
late in the 1930's when the favorable rate situation wae sltered, and
truck lines offered conpetition to the rail lines, ard coaupotition fran
local wholesalers (lorth Carolina) and jobbers arose. This competitiom
arose as s rcruld of the changes in retes as vill dbes shown later.

Ak the preesent time the grocer serves only sbout a fifty nile rad-
ius from Richnond, or as Mr. Clay puts it, "As far ae our trucks can
g0 and coms back in ons day."

The area gerved by the produce wholessler hae generally followed

the seme pattern se that of the grocer, eo uaderst.nde the author fram
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the manager of B}.aloék I’rbduce Wholeselers 1;; Richmond. In the early
&ayls the produce wholezeler did not reach as far as the grocer beocsuse
of spollage. |

In the hardwere field there appears to be two distinot types of
wholesalers. One such ae W. S. Donnan, which hendles heevy hardware
and farm implemente, and the other such as Watkins-Cottrell which
deals primerily in zhelf hardware, ‘

Watkine;cott:all haz2 gerved snd des serve & larger erea than W.
S. Donnan, The explanation of thia, sccording to H, B. Keck of W. S.
Donnan, is that shelf goode carry a bigher profit mergin and permita
the distributor of euch goods a lurger sslee area, as they are able to
'abe'orb some of the freight rate.

The Watkins~Cottrell Hardwere Company by 1900 had its territory
rather well established, wbich melt;ded Virginiae, Rorth and South
Carolina, and parts of Géargim ’fq‘dnte‘ thie particulgr. area has not
been materially changed. Diatribntgafgs‘wto thece oress, gtatee Mr. Clai-
~ borpe Watkine, Vice President of tﬁa cmoern, ig mostly by rail on e
Lese~Carload basis: Some delivery is mede by truck,

‘Mr. Wetkine further states that basically transportation changes,
in facilities or rates, have not materislly affected the ccmpany's
erea, but bas definitely affected costs,

In quite a different position, howsver, ie the W, S. Donnan Com=
.pany. His company, eaye Mr. Keck, Berved, in the early days, about the

sans territory as did Watking-Cottrell, but they too fell prey to rate
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changes which grestly x;arrmved their territory, until now they serve
only Virginie end parte of ﬁorth Carolina. In order to maintain all
of thie area it ie necessery to concede frej.ght‘ rates t0 the purchagers
thus reduoing their profit margin. |
_Both Mr, Keck end lr, Watkins stete toat the Downing Bridge has

" aided greatly in persitting thelr companies 0 penstrate the Northern
Neck area, This bridge spans the Rappahannook River at Tappabannook,
Virgin.ta;

: ? Some wholesalers in Richmond, such as Louis Bowmen, wholesalers in
- applisnces for the haﬁe ere set up ascording to retall trading sreas ae
defined, generally, by:the United States Census. | |

The drug wholesaiérs snd dry goods jobbers differ from other lines
in flmt their areas hsve expanded. .'.mk soems due, in part, to their |
dietribution patiern determined by the manufasturer.

For cxampia, the Bodeker Drug Gompany etarted out purely ae a loeal
'wholeealer, bub ﬁw esorves the southesstaern part of North Carolina and
‘Virginle, Shipments to VWest Virginia go by reil, end to North Caroline
by both reil and truck. Locsl shipments in snd aroﬁnd Richmond are
nade bjr trucke owned by the (ompany.

Mr, As B. Balley of Bodeker states that though the company's area
hae mcreaeed, i% hez not been due to tranaportation, ‘

After seelng what mreas Richmond served ¢on the wholesale level ths

queetion may well be posed, "How was Richmond able to compete in these

[}



areas agelinst such oities as Raleigh, Durham, Greenaboro and Atlanta?"
The answer lies in the raste etructure. As already pointed out, tha ,.
eity had until 1920, revorable udewater rates by rall and weter. o
'I'heee tidewater rates gave ﬂ:ha ity low xatea by ran and water from
the northern metropoliten areaa, whioch in turn gaVe her an advantaga in
receiving goode from tbe&e citiess Ricbhmond being in the border area,
between Southern and Oﬁ‘icial territoriee, slso !;gd a fevorable i‘atc '
structure over the Ko:th Oamlm ¢clitlen to the ai;ﬁth‘ Thie ai‘cuation
permitied Ricz:mond ’so bring in vast qmtitiea (ce,rload) of goods from
the north and diaﬁ;ibuta on the wholes:le (less-carload) level to f,he
gpouth, Goods mi'aped in oarl_oad lote carry 1owegiratas than legg~ car -
losd lote. . o "

 Though 1t was éafnsr steted that soms Richmond wholesalers held
out in South cemlina until 1987, they did eo only by absorbing some
of the freight chsrgea, besauee ag parly as 1920 tha Interstste Com= .
erce cmeaian began to take atepa to correct the eltuation whlch
gave Richmmad 8 deciﬁe& edge ;n the south over such citiea a8 Raleigb '
and Qurham; | ' | |

In the year ju’aﬁ’—mentioned Insesstets Commerce :Gomiesion Docket

nusber 10,500 waa _&éciéed.g jThig.e cage centers sround distributica of

goods into South Cerolina, Georgis, Alsbama and parts of Miseizsippi

2. Interstate Commerce Commission Reports. Vol. 57. p. 524,
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by Raleigh, North Carolina and Richmond.>

Richmond's rate structure was suchk that ébe could ship, wholen;alo.
into thess Eouthern areas cheaper than Releizh and other Oaroli;xa |
oitiess In tgct, Ri‘chmond had an advantags of 60% cente per 100 |
poxinde over Raleigh into the northern part of South (kumlin'a.4

Such adventsge was found to exiet in both ¢lass and commodity
rates in favor of Ricamond over North Cerolina citica,

The southeramost oity (Raeleigh) felt it unjust that a city 157
rail mileg north should heve 2uch m rate structure which would permit
thot oity to distribute goods furtber sont.h‘, on the vholerale level,
then she. |

The author feels tha-t thie was a just complaint, Eaven though Rich-
mond'e area was narrcwed, there seegé“bxfo sound reason why Richmond .
should have an advantage over Raleigh to the south of the latter city.

It '1e pointed out in this o;ea that Richmond'e rail rates from
northern port clties wére the same a8 weter rates, which were copeider -
ebly lower then the rail rstes to Releigh rra# theee aéme northern
citiee,s

The Cormigsion fonnd in May of 1920, that the rate dtustiom as it

existed then was prejudicisl to North Carolina cities end favorable to

3. Ibid., p. 520,
4-' Ibid, p. 539

5. Ibid. p. 540-54l.
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Richmond end Hcrrolk, end invoked a new schedule of rates vhich lessened
the di mparity in rates betwsen northern oities end Richmond, ‘and porthern
cities end North Cerclina cities.,® , |

i’hie deciaiontprcved to be bigbly detrimentsl to meny Richmond whole=~
saleré_ end jobberle‘ vho had found in the south, psst North Carolina, a
rich éource of businees, |

~ In addition to ridding Richmend of much of her wholessle area to fhe
south, the 1520 decision pexmiﬁt;d Raleigh end othez;-, southern oit;es tg‘_
egtabliah more uhélegala houses becauce of thé change in retee fram the
porth to these eities} Releigh, Durbem, and other Hérth Carolina cities
then began %0 compete with Richmond in North Csrolina.

After the decleion of thle case was mduad“}and 8 new rate struce
ture was get forth, Rimond vm-aleealere still were able to "hold 10;1" in
parts bel ow North Oax;alina until 1927 when the Southern clage-rate in-
veetigatiog caee, Intaﬁatata Commeroa Gmiésich Docket Kumber 13494 was
declded,

The Southern cJ.g,e; rate invest igation wag made mkan attempt to ac-
hisve some,eaﬁbla.nce of uniformity in the Southern ta#ﬁ.tory as get by
the 1919 decleionsmen the territories were estabimmd.

In thie sll importent csse tha Camiselon hed severd findings, one

of which wae that the rstes charzed witbin Southern territory ehould be

64 Ibids Ppe 544545,
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on a mileage basia?

and that there Wa# MO reason mhy rebes withic the
tercitory should be go eet that they were bigher in eny particular area
thﬁh the normal level,® Theee findings meen that‘ despite history end
geogrephic location, no ares in the territory should be pu# at di sadvan~
tage $o another through e higher rete level . |
‘Tnia lagt finding, ’ixouever, ‘waeg not raily ca:rieé out. Richmond in

‘;_}935' had certasin réta advantaées over msny Ho:’eh‘ Garblina eities, 1%
mut be remembered, of course, that Ricbmend wae, and ie, in the Offiofel
torritory, , - |

. The findingq mentioned above re{ar’ to leaxlo_ad traffic, while ﬁha
Commiseion found no reason for change in lese-carlosd rates.? Therein
wege Yirginiate and ﬁimmoné's advantagse, they Btill ‘uaad Gfficial rates
.bn ‘ggoodz from the north while southern eities had to use sgouthern rates
| on goods fram the northe. After recelving these gooda, Richmond &higpeﬁ
legz~carlosd on her aiready exieting end not changed, favorable rate |
over the Carolina elties. |

| The ‘sisnitican(cej of the sbove case is that it pem;tteﬁ the North

Caralina cities %o establich more wholesale houges becauee of the, aore

what , general ratg Vclazairicetion. which 'gava more favorsble carload

7. Soutbern Clase~Rate Investigation, p. 815,
8: hoa. Oit.
9, ' Ibid, ps 641,



ratess These houmes, of coursae, offered ecompetition to Richmmd jobdere
who were trading in the North Carolins srea. Thie was the cese which
took Richmond aumpl‘etgly out of the Jouth Casrolina mrket. ‘Being put on
a mileage basie into South Cerolina sgainet such o tles ee Raleigh end
Durbam in sddition to the rate changes involved in the decieion of 1920
wae juet t00 much.

Basides the North Carolina ¢ities, many Virginie cities, parﬁi.cn-»
larly those in Southera territory, benefited from the‘1927 decd.aioh and
began to offaer competition to Richmond in wholeeeling -in the state of
Virginia. |

As previously stoted, Richmond held on in Horth Carclins uatil 1955

Shippiﬁg by rail into this $erritory, the Richmond wholeesler could
holdithia area only =20 long as .t:-ip rail rste wag fevorable, In 1935 dhe
Iﬁtéretate Commerge Gommi_seion rendered a deeisién which rocked many
wholeealars.iﬁ" Ricimond righ% out of Koﬁh Carolina, and‘maead did e
gread deal to take ﬁnch of their old area in Virginia.

The cage 0‘_!;‘3 1935, numbered Interstate 'Gcm;nerca' Conmis=ion Docket
21665 :teur,ﬁ shad oartainv rates between certain Virginia points {Rich--
mond and Horfolk) .wers‘ unreesmable aﬁd unjuet, in tairér' of the Virginia
cities over Hor‘th céi-olina. Reseohable and juet rates were prescrihed.lo

In the 1935 cace 1t was pointed out that Virginia eities, in

10, Intersﬁgte Cormerge Commdssion Reporta, Vol. £13., p. 259,
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pertioulayr Richmond, competed for whalesale trede in North Garol-ina with
puch e¢ltieg as Greenaboro, Cherlotte, ¥ashington, Winetm-Salem and Dure
bham, Important among the complainants from these citiea were vh olesslera
in frults, vegetableas, canned goods, dry goods, hardware and work cloth-
ing.n

‘i’hroughout the case, North Carolina deslers complained of the freight
rate structure which hishly favored the Virginia cities .12

In eddition to thaéa North Carolina oitiee, geveral Virginia cities
compleined of Richmond's poeition. A merchant (Wholesaler) fram South
Boston, Virginia stated he had to heve goods, purchaced from Offioclal
territory by him, shipped to Richmnd end move them from Richmond to
South Boston by truck hecause of the reil freight rate spreade between
Richmond and South Boston.ld

By wey of revbtition, the Commiszion found thst certaln Virginia
cities, including Richmond, had & definite rate advantage over North
Carolina oities and certain other Virginis cities.l? 4s a reesult the
retos between tbeee cities were gltered, thus resulting in lose of an~
other vast territory. |

. These three decislons 1920, 1927 and 1935 were perbaps the most

importszat happeninge in the narrowing of Richmond's wholesaling area.

11, 1Ibid. ps 270.

12, ﬂamnffﬁs.;zrba'{:~

13, Ibid. p. 289,

14, Ibid. p. 290-292,
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It doee not seem timt Richmond wholesslers have anything {o complaein
of in these rate change2 which were of such importance in rel;eving'thaa
of such profitable sources of bueiness. It would, of course, be nice
for these wholecalers to be able to ebill serve these large areas, bud
according to the trspsportetion policy of the United States, they have no
right to eerve many of these areas. The policy gusranteeg %o each area
the advantage of ite location. X% follows, therefore, that bhese iz no
justificetion for Richmond jébbezﬁa ecerving the Balelgh area retallere
when there are wholesalers in Releigh.

© Most wholeeslers in Richmend make dslivery in their own trucks. It
appoars Ithét the vse of itrucke did not oomo‘ about to pucceed rail deliver~
iee because of oompetiti.vé reasong between rsfl and motor vehicie.é, but
rathér becsuse of the natural aolutionaéy nari'owing of the whclessle
arsa. With ;rates.fcr rail traffie rising 1t is unprofiteble for the whole~
geler to ship by rall, when the motor truck can do the job chesper and
fagter, Furthermorse, the Richmond wholesale ares hae been £0 narrowed
that$ rail shiments prove to be exiremely burdensome t§ the vholesaler
and to the rail lines.

) With the area being es nerrow as it now is the trucke of most
wholegelers in Richmond cen reach the boundary of the area and rebturn in
a8 gingle day.

A a general‘ etotement, if may be Eas.d; that the early development of

Richlm.ond'g &91@&16 ares owed its vest expanse to trengporteticn fseili-

ties, Transportetion facilities in themselves were not responsible for



the nerrowing of Richmond's wholecele area. The narrowing of the area
cane about as @ reéult of change2 in the rate structure @ich bad in the
" pagt hean eo favoreble to Richmond, | | " ‘

} So as $0 oarry the story of rate changes 1:0 its ultimate conoclusion,
it would be proper to congider twu nore Interstata Bommexce Ganmxiaeion
Dockets, these belng 28508, the Ciese Rete Inveetigation of 1939. and
28310 Goneolidated Freight Glaaeifieatltm of 1945,15

In theaa two cases the ﬂcmiaeion atatee, "Beginnxng with the year

.. 4887, md continuing to the presant time, we. hava endaavored to promote

the unification of freight classification thraughout the country,™S Thte
uniferm clam:iﬂeaticn rafere to all rail, all water, aod railewster
retes. 'rhe eommisaion further states, "The fact tnat« a uniform clageifi-
catio!n would be & emvanienca iz a eonsideration of relatively minor ime
p‘ortgnoe. Wie have a&voegted uniformity b&cauae it ie an aéaential part
in the general schemo which comt’mplatee greétar consistency in rate mak=
 ing end elimination of discx:imination end tnequelitiee., 7

By way of axpleining tha uniform claa iﬁ.cation, ag desired by tha
‘Gmiaeion, all itema wuould be nlas&iﬁed, and onee claaeiﬂed, tha's |

clazgificetion will hoid througbout the country.la

15, Interstates Commerce Commigsion Docket Number 28300 and 28310,
“pele S

16. Ibidt Pl 12&
17. Ibid. Do 14
18. Ibid. p. 18.
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Thig means escentielly the men who s.e‘ closest ie in the best posi-
tion. For example, if Riahmond slone produced bin, then the sreas closest
%o Richmond would enjoy the product ehéaper tban the areag more distant.
'Ima ultimetely would al iminste nompotition among wholesalers in
areae. such ae Ricmmond in North Carolina. Such a gitustion would not bev

entirely new, becaﬁée_ of caumiseion decisions wbidg have almost alxeady
establiehed the uniforn claseification, For example, if Deltimore and
Riehmond both diétriﬁute canned beans, (between the two cities) they both
vhave. 0 use the Official rate for canned beans, which mcans they. can sbip
emétlg half~way. ‘At' this halfway point their rates would be eq\ial; The
sems eituation holds tme betwaan Richnond and Releish, except both cities
would be using pouthern rates.

The uniform clas**ification would be bazed upon the Official classifi-
t:tﬂ;icm,l'9 which wou}.d be accaptable to moat southern’ groupa, notably the
gavemora who mtarvaned in the- eaae.ae

Althou@h the unifom clasgii'i.cation ie rot yat ctxnpleta, the end has
' been approxiated by en increase in Ofﬁ.ei.al rate by 10% and a dccx'eau in
Southern rates by 10%

filhe overall agni‘ricance of ‘the Interstate 6ommerca Commiseion deci=

gion ie that moleé'aling areas can be ascured that the Commiseion has dew

19 Ibid. p, 278,
20, Ibids p. 193s

al. k Ibié&*ptz; of the Commiesion Order.
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viated from the old practice of establishing rates such as
those which permitted Richmond wholesalers to compete in
markets,sevéral hundred miles away, which goographically be-
gvlong to other cities.‘ _ .

| Some Richmond wholesalers who have thoir trading area
dosignated by the menufacturer of the goods they handle still
have part of eastern North Carolina as their territory. They
hévé thils area because of the lack of good transportatlon
facilities flowlng east and west within Norith Carolina.

The author is convinced, however, that the Richmond
wholesalers in ﬁhis area will before 1ong‘nbt be serving there,
The distridbution bf such goods will go to such cliies as
Durham and Releigh., Under the uniform classification systen,
as 1s now in process, it is difficult to sce vhy the manu-
facturer would desire to have his goods moving carload, stop
- in Richmond for less-carload distributlion into the Raleigh-
Durham, or eastern Carolina afea. Particularly when freight
rates by rall have made it aelmost prohibitive to ship less-
carload continuously. Such wholesalers as brokers may well
maintain this area, bedause}hgfﬁSually shipd in carload lots,
but as far as the full servicsé wholesslers maintaining this
area is concerned, it 1s highly doubtful that they can,

| It appears that Richmend wholesalers now have their area
rather well defined, as it exists today it will probably re-

main, or at least not grow larger.
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As the various transportation faecillitices camo about,
were improved and expanded, so was Richmondt!s wholesale
area expanded. Around the turn of the centﬁry this area was
at i1ts pesk in mileage served; In 1920, nmuch of South '
Carolina and points south were lost., In 1627, all of South
Carolina and parts of Horth Carolina were renoved from ths
grasp of the Richmond jobber, Finelly, in 1935 practically
all of North Carolina and & good portion of Virginia beocame
the wholesale arcas of citics other tlnn Richmond, At this
last date the rall lines ceased to be the prime mover of goods
from the wholesaler to the rotailer. fThis bask being given
over by the motor truck, | N

Thus transportation has played 1is role In Effocting
Richmond as a Wholeasle Conter.
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