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CHAPTER T

THE MISSION AND ORGANIZATION OF THE MILITARY RAILWAY SBRVIGE

SEQTION I

MISSION AND OBGANIZATION

1. The Wission ef the Military Reilway Service wae to provide
prorpt and dependable transportation by rail of troops end supplies,

2, Transfer of Regpongibility from Corpe of Engineers to
Transportation Oorps.l

a. Prior to the Liseue of YWar Department Order 60, as amerded
by Section II, Order 66, ssriee of 1942, the operation of military
rallwaye was a function of the Corpe of Engineers, 4n organized
reserve had existed, conaisting of operating personnel recruited from
various Clase I civilien railroads in the Unlied States, Generally,
each of these major railwey systems wae responsible for the organization
of one reeerve railway operating battalion, Trese organizations,
however, contained only cemmissioned perssnuel,

b, At the beginning of hostilities in December, 19UYl, one
railway onperating battallon was in training, Additicnal bdattalions
wore organlzed shortly thereafter, consisting of officer persomnel
drawn from the Reserve Corps, and enlisted personnel transferred
from other units and obtained through the Selective Service system,
It was from the latter that most of the men with civilian railway
experience were obtained, About 40 per cent of the enlisted persommol
of the Military Railway Service had from elx months to 10 yeara of
civilian railroad experience, Of this number, about 50 per cent had
over four years experience, On 16 Xovembar 1942, ehortly after the
arrivel of the first military railwey units in the United ¥Xingdom,
81l personnel assigned to the Railway Transportation Sezvice of the
Corpe of Engineers wes transferred to ths Transportation Corps,
Services of Supply, Buropean Theater of Operations.

3, Organlzetion of the Military Railway Service,

a, The unite of the Military Bailway Service in the
Furopean Theater of Operatione were organized in accordance with
approved Tebles of Organigation and Eauipment, Its orgemigaetion
included a Headquarters, Military Balilway Service, and various units
which were organized generally in accordance with olvillan railroad
practics.

b, The basie operating unit wae the railwey operating
vattalion consisting of four companies, Headquarters company had
charge of adminietration, train diepatching, supply, communicatlons,
and signels, Company "A" was responsible for maintensnce of way and
structures, Company "B" operated the engine house and medo running
repairs to motive power and rolling stock, Company "C', with
50 train and englne crews, was the actual operating unlt, The Juties
of the commanding officer of m rellroad operating battallon
corresponded in scope and authority to those of a divielon super-
intendent of & clvilisn rallromd, The porsonnsl of the dattalion
consisted of 29 officers and 790 enlisted men, This basic operating
unit was capeble of operating 90 to 150 miles of track with not more
than one terminal with ¢lassification yard facilities.

o. The railway shop battalion was for the purpose of main-
taining end repairing rolling stock, snd was eouipped to ssrve from
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three to four rallwey operating battalions, The duties of the command-
ing officer of & railway shop bettalion ocorresponded in scope and
authority to those of a division master machenic of a eivilian railroad,
In practice, the shop battalione were located in shops thet hed
previpuslvybeen used by civilian railway organizations, These battalions
were, however, provided with sufficient mobile shop equipment to

pernit thelr operation in the fleld, even if ahop facilities wers not
found in a suitable etate of repair,

4, For the administrative control of the operating and shop
battellon, e headguarters orgamization was provided, celled the Rallway
Grand Divieion, It consisted of a headquarters end & headquarters
company, and exerclsed control over Irom two to six rallway operating
battalions and one or two ehop battslions., It included etation masters
for the administration of major terminel fecilities, The duties of the
companding officer of a headouerters and headquarters company, Reilway
Grand Divieion, corresponded in scope and authority to those of the
general superintendent of a civilian rallrcad., The Rallway Grand
Divisions were assigned eo that each served one of the Sections of the
Conmunications Zone,

e, The next higher orgenization was known as a Wilitary
Railyay Servigce, Under the terme of Field Menual 100-10, "Admini.
stration”, it was under the comuand of a Genersl Fenager, who had
dutics corrosponding in scope and eathority tc those of the officiel
of the same title in the organization of a civilian railroad, Two
Military Hallway Services were organized, The 1 Military Railway
Service wae organized for Eervige in the North African Theater of
Operations. It wes in charge of reilwey operations in North Africa
and other Mediterranean aroms, including Southern Frence., Its
operations before its participation in the invaeion of Southern France
are beyond the scope of thls report, Ths 2 Military Railway Bervice
was active in the United Kingdom during the planning and mounting
period, and was designated to operate reilvays in eupport of the
operation "Overlord" emnd subsgeocuent operations,

Y, Qﬁﬁgnuan an_for Sontharn Franca, Oparation llnmgmm ul Yor
operation agoon" and subsequent operations, the characterlstics of

tho organization of the 1 Nilitary Railway Bervice wera as follows:

8. The Director General of the 1 i{ilitary Railway Service
wns directly responsitle to Yhe Commending Genersl, Southera Line of
Compunication, in all metters affecting the oporation and control of
rellweys,

b. The Military Rellway Service was a command, and as such,
tToope of the othor Arms and Services, including unite for transit
sacurlty, wero assignod or attached for the accomplishmont of the
mleslon of the command,

¢, The Diroctor General, 1 Military Rallway Service, was
ragponeitle for rellway construction and rehsbilitation as accomplished
by attachsd or assigned Enginser units,

d, The 1 lillitary Railway Service was responsibls for the
procurepent, storage, and issue of rallway supplies and eculpment,
including track and construction materisl normelly eupplied by the
Corps of Englneers, Reoulsitlone were processed by Supply Division,
Transportation Corps, and all the necessary administrative work was
performed by that bremch, Operation of depots wae the responsibility
of the Military Railway Service,
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5. GCommente on Reilway Orgenization in Southern Framce.z

6, Tho Military Redlway Service in the Southern Line of
Oonmunication was solely under the command of the General lianager,
1 Military Bailway Service, who reported directly to the Commanding
General of Southern Line of Oomnunications. The Transportation
Corps was responsible for movement programs only, and the Trans-
pertetion Officer for Southern Line of Communications exerciged
control only over requests placed on the Military Railway Service, to
insure that the capacity of the Kilitery Railway Service was not
oxcaeded, In effect, thiy made the Military Reilway Service respons-
iblo for all railroad movement after the tonnage bide were 2llocated.
Thig meant that the Military Railway Service had to provide, from
vithin its own orgenization, a traffic or movement control system,
the equivalent of thet furnighed by Movenents Division of the Office,
Chic? of Trensportation,

b, The priority of movement meetings held three times
monthly served only ag a medium for tremslating railway cepecity
into e tonnage movement progrem, This ectivity, originally under the
control of the Services of Supply, Mediterranean Theater of Operations
was subsequently transferred to Headauarters, Southern line of
Comnunications, Heguests .for care were made directly dy the Services
to the Militery Rellway Service, Fmllure to ocall care forward ceused
car ghortages at some points end rosulted in bvack-logs at other
points, The Armies in Southern France retsined cars for "rolling
reserves” ag in the North,

¢, While it is trus thet the rolatively independent status
of the Militery Railway Bervice in Southern France wae an operational
advantage, in that it permitted the exercise of command funotions dby
the General Menager, there appears, however, to have been no galn in
over-all performance during the period in which the Military Rallway
Service exsroiged its own movement control.

6, Organization for Northern Frence, Operation “Overlnrd".1

8, JFor operation "Overlord" and subsequent operations, the
characterietices of the organization of the 2 Military Reilway Service
wers as follows:

(1) The Ohief of Transportation wne & Speciel Btaff
Officer of the staff of the lonmanding General,
Communications Zone, 'The Gsnera) Manager of the
2 Hilitary Rallway Sexvice was reeponsible to the
Ohief of Transportation for mattere concerning
techmical operation of the railways, All Military
Bailway Service units camoc under the jurisdiction
of the commenders of the Sections of the Communi-
catione Zone in which the verious unite were
operating.

(2) Beadquarters, 2 Military Railway Service, formed %he
rallvay staff section of the Office, Chief of Trans-
portation, and exercised techuical supervislon over
unite of the 2 Military Reilway Service,

(3) The Corps of Hngineers was responsible for railway
consbruction and reconstruction, The 2 Military

Railway Service was responsible only for routine
maintenance-of-wey operationa,
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(¥) The Supply Divisicn, Office, Ghlef of Transportation,
had supply responsibility for items peculiar to
Transportation Corps unite, and processed roguisitions
on other services for materials supplied by then,

The Corps of Enginesrs was rasponsible for procursroent
of 8ll railway construction supplies, and their stor-
age and issue,

b. In sseigning Railway Grand Divisions an effort was made
to locate them so that their juriediction imcluded ell of thg erea
served by a eingle sectlon of the Communication Tone, This plan wes
followed generelly in Northern France, Fo fixed allocation of troops
to a grand division was made, but the area served by each datermined
the number of operating unifp assigned to 1t for control., It was
found genorally edvisable to acelgn three rallway operating battalions,
one rallway shop babttallon, and one base depot company to sach grand
division, With these troops, & grand division was normally capable
of operating from 250 to U50 miles of railroad under Phase I conditions,
that 1s, all operations perforned dy military personnel,

¢, The original plan wes that tho bese depot compeny
should be responeible for the storege end iesus of all Transportation
Corps ecuipment, At the time that the miseion of the base depot
compeny was esteblighed, the Transportations Corps did not include ths
Motor Trensport Servieco or eny other operational service except
that it was supposed that an inland waterways eystem might be operated
a8 a function of the Hilitary Railway Service, ‘ith ths increased
actlvity in other forms of transportatlon, it became obvious that
supply reouirements would neccessitate a broader use of the base depot
compenies, Consequently, they wers removed from the Kilitary Reilway
Service and placsd under the newly activated Supply Mvielon, Office of
Chief of Transportation,

7. Comeclidation of the Two Hilitary Railway Services,l In late
Yovember, 194k, the two Military Ballwey Services cede under the
Jurisdiction of the Chief of Transportation, Communicationa Zons,
European Theater of Operations, This accompanied the activation of
Southern Line of Communications, Buropean Theater of Operations, which
assuned the logistical functione formerly the respénsitility of Hoad-
quarters, Medlterranesn Theater of Operationsg, of which the 1 Military
Railway Service wae a part, With the Junction between the Armies
effected, and the aesunption of over-all logietical support by
Cormunications Zone, Buropean Theater of Operations, United States
Army, 1t became rnecessary to cb~oxdlnate the activities of both militery
reilvay services, On 6 February 1945, by Benerel Order 6, Eesdguarters,
Buropesn Theater of Operations, activated a provisional Generel Head-
cuarters, Military Railway Servioe, to control both the 1 and 2
Mllitary Reilway Service. This oréer placed sll military railway
activities on ths Continent under the technical aupsrvislon of the
Chief of Tramsportation, Communications Zone, and under the commend
of the Director General, lilitery Reilwey Service, Comnand functions,
formerly vested in the commanding gonerals of Sections of the Communis .
cations Zone, were granted to the Director General, including suthority
over the promotion, demotion, mesignment, and roclaseification of the
personnel of the Military Railway Service, The cormanding generals
0f the Sections ¢f the Conmunicatiorns Zone rstaine’. ares responsibility,
including courts-martial Jurisdiction, financial transactions,
hogpitaligation, supply of items of common wsage, end certaln phasee
of pereonnel eccounting. On 3 April 1945, a revision of Standing
Operating Procedure 32, issued by Beadaquarters, Communications Zons,
granted exempt status to the Military Ballwey Service. It ie to be
observed that these changoe did not place the Military Rallway Ssrvice
under the command of the Chief of Transportation, but they did make
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bip responsible for movement control throughout the Communications
Zons,

8, Orgenizations Existing in Euronoan Theator of Operations gn
VE-Day,! " Militery Balluey unite assigued to, end oporating in, the
Buropesn Theater on VE-Day were as followe!

a, General Headeuarters, Military Bailway Service, with the
Director General in commend,

b, Two homdouarters end headousrters companies, Hilliary
Railwey Service, ae authorized under Teble of Orgenization and Eauip-
rent 55202,

c, DBight headowarters and headguarters companies, Railway
Grand Division, as authorized under Table of Orgenization and Equipment
55-202,

d, DTwenty-four railroad operating battalions organized under
Table of Orgenization and Bquipment 55-225,

e, Seven railroad ehop battalions orgenized under Table of
Organization and Bquipment 5%5-235.

f. Bight Military Police battalions organlzed under Table
of Organizetion and Equipment 19-55,

g. Two base depots companies, orgenizei undsr Table of
Organization and Zouipment 55-260.

h, Fiftean various rallway maintenance fnits organiged
under Table of Orgenization and Bquipmont 55500, These included
special mobile melntenance teame, for both genoral operations and
hospital traln malntenance,

SECTION 2
PERSONIEL PROBLEHS

9. Inexperience of Personnel,

a, HRallwav unit commanders, adjutents, end personnel
officers were generally commissioned directly from civilian life and
fow had previous militsry experiencs, It was necessary to meke the
maxinunm uge of civilian background to offset the lack of milltary
oxperiences, This was later to cause considerable trouble, especially
in the cases whers;

(1) Troop command functions wers exercised,

(2) Military edministrative aexperience was reguired,

(3) Military necessity demanded action unprecedented
in civilian practice, as for instance in personal
safety measures.

(4) Knowledge of military terminology and material was
reouired,

b. XExperience levels in opsrating personnsl were generally
not satiefactory., Leck of civilian experience in the actusl mechanical
operation of railway equipment wes general and was undoubtedly
responsible for a considerable number of road sccidents during Phase
I operations in Horthern France, This was not so true ofinits in
Southern France, whers more experienced bdattelions werc ussd, Most
of the officers in the btattalions had civiliasn railroad experlence,

-5
RESIRBICIED



RESTRICTED

tub in some instences compeny grade officers had not held positions
of technical or executive responsibility, The public trials of reil-
wey porsonnel gaswsenof pilfersge of supplies from traing, while the
cause of much unfavoureble publicity, served to illustrate the lack
of adecuate training of unit commandere for performance of nilitary
duties. The ficld grade officers were genorally corpeternt railrcad
men, The necoesity for deploying these highly ekilled tochnicians
over the widest pogsible range oxisted in the Reilwey Service to the
sane degree 2 in the other operational eervices,

10, Shortage of Skilled Yard and Terminal Ouerators, 1

a, In the knowledge that much of the success in rail
operations on the Continent would depend on the rapidity with which
nilitary cargoes could bs forwarded through classification yards, the
(hief of Traneportation, in an urgent radio conmunication to ths Var
Departnent, requested the services of 50 experienced ternminal
supervigors, division engineers, and roed superintendents, While tho
requost wes hendlod prooptly and the civililan experts flown to_#ho
Boropeen Theater of Operations within a remerkebly short time, tho
oprobdlen of fanlllarization of this personnel arose imnediately,

It wae specified that these experts bave military background, 1f
possible, Hany actuslly had had such experlence with the orgenized
regerve or in World War I, However, these nen wers handicapped

by reason ¢of lack of kmowledge of the planning, and current logisti-
cal probloms, and it was some time.-bafore their sorvices could be of
real valuo,

b, Poor docuncntation had contributed to tho canfusion
in the yarde, and meny valueble car miles were being dissipated in
swlitching from depot to depot. Thoso officers, although they had tho
ekill necessary to clear yards quickly when the routing and destinations
wore definite, were handicapped in the eximting conditions, 4 general
‘lack of working knowledgo of the French lenguage required the omploy-
nent of interpretere, scme of whon were experlenced railroad men.
The uso of bi-lingual documentation would have simplified the -
task of these experts,

11, Iack of Traffic Personnsl in Xailway Operating Battaliona.

8, In the organization of a rellwey operating dattalion,
thore was no provision for treined yerdmen (yerd mesters and switch-
pen) to take care of tho oxtensive ewitching operations at railheads
end clessification yerds, The ususl nunber of reilhoeds under tha
Jurisdiction of each opereting battelion was four to eix, although
in the advance sectors there were instances of ome battalion operating
25 or 30 railhegds., Thie resulted in tsking gqualified trein and
ongine men off the road, in order to keep railheads and yerde
operating, and brought ebout an acute shortage of such persomnel,
Due fo this condition, the men worked excessivoly long hours without
proper rest, over extended periods of time,

b. . In Southern ¥Fremce nilitary nmovenents control personnsl
for station or yard operaiion was en integrel part of the railway
organigation, This typo of control was sinmilar to¢ civilien railway
practice, The station masters pravided from the grand divieions,
clvilian traffic peresonnel under Phese II operatlons, and, when 1%
becane nocessary, personnol of the operating battallons perforned
the functions of Reilway Transportation Office (MRTO!) personnel,

The plan for operations in Northern France provided for the retention
of traffic personnel (YRTO's") on pormanent status in each mres,
while oporating unites might be moved freely to now areas where they
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would find traffic personnel already femilier with local conditions,
It was not mlweys poseidbls, however, to retaln Rall Transportation
Office personnel 1in fixed aesignments, and nany instances occurred
where 1% ves neceseary for railway operating personnel to agsist

and in some instances, to train, newly arrived replacements for
those novement control agencies, When these chrnges occurred fra-
quently, it wae required that battalion officers devote a considerable
proportion of their time to orienting and assisting the YRT0'e" to
the detriment of thelr own duties, Fxperience indicated that two
21’!10:6:5 in sach battalion were conetantly engeged in this typec of
uty,

12, Lack of Seourity Personnul,.l

a, The organization of the Military Rallwey Service in
Northern Frence did not provida for adequate protection of freight in
transit. In Southern France, Military Police unita wore nesigned to
the Militery Rellway Service for this purposec, Almost fron the
begiuning of operations on the Continent, the prodblen of protecting
supplies in treneit wes of pajor nagnitude, particularly in Northern
France during the first five months of operation. Guards for trains
and static installatione were drawn from railway opersting units, or
from othor troop units within the inmmediate arem of the Sectlon of
the Conmunications Zone in which operations were in progroes, Thore
wore frequent instances whero guards, provided by othor than orgemizatiore
of the Milisary Rallway Sorvics, were withdrawn without notice. In
the earlier etages of tho campalgn, train guards were pleced on trains
nt tho ports, and were often roouired to travel long distances with
ingufficiont rost, They were often without retions when trains were
got out on sidings short of the deetination, due to blocked yard
facilitios, power fallures, and other causos,

b, Y¥ornendy Base Bection of Communications Zone reported
the axcessive pilferage of goods fron trains, The situatlon becane
g0 serious that 1% wap necessary to withdraw s_battslion of the
104 Infentry Divieion to provide train de,5 Leck of adequate
Militery Police units for reilway security nade this necossary.
Sinilar conditions existed in the Ohannol Base Section, and Trans-
portation Corpe port troop units wers used es train gusrde,’ Many
train loads of supplies especially susceptible to pllferage, including
Quarternaster Class I and JII and poet exchange supplies, were hendled
in Advance Section with no protection other than that afforded by
train and engine crews, Train guards, callec into service and reloasod
in the samc manner as treln and engine crews, would have solved this
problen,

13, DLiaigon Ofﬁcere.} During operations in France, Belglum
and Luxembourg, the inmportance of close lialson with the governnent-
controlled railways end with civilian reil organizations was
demonetrated, This was particularly applicable to Phase II and III
cperations,(Refer to paregraph 20 for definition of phaso syston)
during which successful operation depended on the mssistance end
co~oporation of civil rail authorities, The Hilitary Railway Service
was hindered in effecting the proper liaison by the lack of qualified
comiesioned personnel i grand divisione and opsration battalions.
Ono of the principel Aifficultics was the inabllity to spesk the
languago of the country in which operations were in progroas, naling
it necessery to rely upon interpreters, Also, the linitod nunber
of officers sufficiently exporienced for euch aseignnont was A contri-
buting cause,
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CPAPIER 2

QPERATIONS OF TVE WITITARY RAIIMAY SEFVICE

SECTION 1
OPERATIONS TU1 THE UNITED KINGDOM

L. Organization for Operations.

a, The operation of the Kilitarv Railway Service imthe
European Theater of Qperations began with the arrival of the ‘761 Engi~-
neer Railway Transportation Company in the United Kingdom in Sentember,
1942, prior to the transfer of railway activities to the Transporta-
tion Corps. Immediately follewing this transfer, a etaff section was
activated in the Office, Chief of Transportation, for co-ordination of
railway activities.

b, The first tasks of the newly activated dilitary Railway
Nivisien of the Transportation Corps were the nrocurement and training
of railway troops, and the design and procuremont of railway equivment
for use in the United Kingdom, and later on the Continent,

¢, Prior to the movement of the ¥ilitary Railway Service
units overseas, it had been necessary to provide as much technical
training as possible, due to the fact that the majority of the enlisted
personnel had no previcus experience on American railroads. The vari-
ols battalions were assigned to civilian rail lines in the United
States and received from twe to four monthat technical training. As
the troops arrived in the United Kingdom, this technical training was
continued, Through an arrangement with the Pritish railrosda, the men
were aseigned to switching service at various depots and alse ooeratsd
short distances on the main lines. The training orogram in the United
Kingdom was designed to mske certain that the men were good scldiers
as well as rallroad men,

15. Assenbly of Railway Equipment.h

a, In order to conserve ghioping space during the ore-
invasion build-up, all rail cars were shinoed to the United Kingdom
knocked down. Civilian labor was used for assembly, supplementad and
supervised by Military Railway Service personnsl, By 30 June 1944,
the program of assembling frejight cars was substantially complete, as
far as it was planned to carry it in the United Kingdom. By that date,
about 4O o cent of the freight ocars estimated to be required had
arrived in the United Kingdem and about half of these had been erected.
Requirements and cemparative performance in erectlon are shown in
Table I.

TARLE I
STATUS OF FREIGHT CAR PROGRAM

Estimated On Hand Erected Average
s Cars Require- %0 June Up to 20 Up to rate of
ments _ _  I94L Februmx EO June assembly
% _— 9 ner month
20-ton hox 25,000 9,280 ’ ' o7
20~ton gondola 12,600 5,020 164 2,681 629
LO-ton gondola 5,700 2,891 2 456 1
LO-ton tank 3,500 710 3 &rh 34
“f
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50-ton flat 6,000 1,520 0 2
35-ton refrigerator 11200 J200 i};j l’-l:o lZE
20-ton caboose 3,200 760 150 415 66

“hile the 35-ton refrigerstor and 40-ton tank car receiots were not
favorabls, q.t was reasonably certain that the number of cars scheduled
for outloading, upon the comnletion of sufficient rehabilitation at
Cherbourg (V0 1522), would be adequate to supnort initial overations,
even though captured or recovered equinment was not available in an
annreciable quantity,

b. The status as to locomotives vas aqually favorable, in
the number on hand. Apnroximately half those estimated to be required
wers available at the end of Varch, 1944, and by 30 June 1944, a total
of 1,358 of tyoe 2-8~0 and 362 of tyne 0-6-0 steam locomotives were
available in the lnited Fingdom.

16, jssistance to British.b

a, The sunport of military overations in North pfrica and
the losses incident to the evacuation of the British Armies from
France seriously depleted the stock of railway equipment in the United
Fingdom, Labor shortages existed in the manufacturing plants and in
the railway organizations. The constantly increasing burden, due to
the arrival of the lnited Statea Forces and of supplies, severely
overtaxed existing rail facilities and the situation became critical,
In order to alleviate this condition, the Filitary Railway Service
took aver the task of operating switching engines and yard activities
at two United States Army depots. Soon thersafisr American units
vere augmented and additional devmots were orovided with troovp labor
for yard ooerstions, By October, 1943, the responsibilities of the
Military Pailway Division, Office, Chief of Transportation, Eurcwean
Theater, included the overations of all United States Armr depot
switching, Vain line onerations, however, remained the responsibility
of the British clvilian railroads.

b, A critical situation existed in the suoply of freight
cars and locomotives, It had been estimated that 40O freight loce-
motives and 2000 freight cars would be requirsed to augment PFritish
equinment for the use of the United States Forces in the United King-
dom., In order that the minimum of instructions would be required for
their operation, a locomotive of American manufacture was selected
with characteristica generally similar to those of the British Fin-
istry of Suuply "Austerity" tyne 2-8-0, and squipoed with both Westing-
house and vacuum type air-brakes. #11 locowmotives, including the tyve
0-6~0 switching engines, were nrocured under "Joint Stock Pile" agree~
ments. While standsrdization permitted the use of equinment ear-
marked for the lnited States Army for non-tactical operations in the
United Kingdom, "recall previsions insured its availability on 14
days' notice for shipment to the Continent, By January, 1944, the
freight car assembly program, initiated early in 1943, hed reached
a level which permitted the release of a substantial number of cars
to the rritish railways. By the end of March, 1944, 700 of the 50~
ton American type flat cars, urgently required for the movement of
heavy equlpment, had been released to the British railways, Als?,

52 refrigerator cars for handling perishable products for the United
Statea Forces and 200 tank cars were similarly provided. Two hundred
more tank cars were scheduled for delivery at the rate of 50 .units

per weck, All equipment was subject to the li-day release sgreement.

17, pssembly of Railway Troop Units.ks3

a, Few military railway troon units arrived in the European
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Theator of Qperations until late in 1943. Practicaliy all of the
trained units had moved into active Theaters of Onerations. The 761
Transportation Company, two thirds of whick had been sent ta torth
Africa, was the only actual onerating unit present in the United
‘Kingdom early in 1943, About mid-July, 1943, the 729 Pailwax Cnera-
ting Battalion arrived in the United Kingdom. In prinecinle, sll
military versonnel nresent in the Euronean Theater of Operations
having civilian railway experience were transferred to this unit,
raising it to full strength.

b. Ry December, 1943, there were slements of three railwey
operating battalions and two shon battallons nresent in the United
Kingdom, One of these shon battalions oversted the freight car as-
sembly plants, and the other the vlant for the agsembly and modifica-
tion of types 2-8-D and ©-6~0 stesm, and 650 harse-power diesel,
locomotives, Shop battalicn versonnel was also engaged in the con-
version of Liberty ships to vehicle carriers and in the floating crane
and barge program of the Marine Operations Divisien, Office, Chief of
Traneportation, which lacked exserienced supervisory versonnel with
mechanical ekill. At the end of March, 1944, Feadquarters, 2 kilitary
Pailway Service, arrived in the United Kingdom. PBoth of the older
rallway operating battalions were withdrawn from the depot switching
operations for additional military training, leaving the operational
requirements of 25 depots to one battalion.

18, Plans for Operation noverlord,"®

a. The planning for Continental oporatlons of the 2 Mild-
tary RPailway Service was divided into two nhases. The first phase,
associsted with the early operations of #dvence Section, Communica-
tions Zone, contemplated but little onerstional activity other than
reconnaissance, and the survey of existing railway plants uncovered
by the assault. The sccond vhase concerned the full scale use of
rallway facilities to support the Armies.

b. It was not exnected that many miles of railroad would
be in operation by D nlus 41. PReconnaissance, renair, and the ocvera~
tioen of work trains would constitute the major part of oosrations un
to that date. Estimutes of the degree of damege to rail facilities
were ag follows:

(1) 50 per cont of the rails would require comnlets
renewal,

(2) 30 nar cent of the rails would be salvageable for
re-laying.

(3) All bridges would require roconstruction.

(4) Road beds would be partially destroyed, esneclally
over culverts.

(5) V¥atering and cosling facilities would be partially
destroyed.

¢. For the onerations between D-Day and D plus 41, rallway
plans onvisioned thc following:

(1) Xovemont of rolling stock to the Continent for un-
loading at Cherbourg (YO 1522) on or about D
olus 25.
(2) Reconstruction of rail facilitics immediately
~10-
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south of Cherbourg (VO 1522), beginning about D
plus 30, with extension of trackerge south towards
Britteny and cast to Caen (VU 0567) es rapidly ne
the military situation would permit,

(3) Reconatruction of 58,3 miles of track, including
161 bridge spans, totalling 5,906 feet,

d. Troop units scheduled for these oper-tions and phased
to arrive on the Continent by D plus 41 included: one Rallwey Grend
Division, two railway shop battzlicns (one less one company), and two
rrilway operating battnlions. Five Englncer generrl service regiments
and three dump-truck companiuvs, phased to arrivc on thu Contincnt from
D plus & to D plus 25, were scheduled in support.

e, In the planning for operations subsequent to D plus 41,
it wos expected th-t roilway reconstructd.on would follow cs closcly
as possible behind thc advencing Armiss. It was plenned to heve double
treck operation by D plus 120 from Cherbourg as far sast as Droux
(VR 3135), and south to the Brittany ports of Vennes (VH 1707} and
Lorient (VG 7321), After D plus 120 the reilw-y lines were to be
pushed castward to the German frontier as the Armies cdvonced,

SECTION 2
QPERATIONS N NORTHERN FRANCE

19. ning of Cherbourg,é

a. The advance detachment of 2 Military Reilwey Scrvice
landed on Utah Beach on 17 June 1944, (D plus 11), and immedintely begen
reconnaissance of reil lines in the Carenton (VT 398L4) - Isigay
(VT 5085) srea, Cherbourg had not fallen as planned and the advance of
the United Statss Forces had been comtrined within a shallow lodgement
erer. Rail facilities were not damaged ncorly to the extent estimeted,
and a considereble quontity of rolling stock was captured intect.

b, Reeconnalssance partics moved over all raoil lines within
the lodgement arem, but, until after 26 Junc 1944, could go no further
north than Velognea (VO 2508). By 10 July 1944, Headquarturs, 2
Militory Rallway Service, was esteblished in Churbourg. Repair of the
rail facilities of thet port began soon after its capture, Civilian
labor was available, kut there was a shortage of skilled workers,
Within & few days, cnough civilien lrborcrs were fourd to agsist the
Enginuer and Trenspertetion Corps troops in clearing the yards and
terminel facilities. Soon thereaftor, it was possible to start rail-
wey operations to Lison {VT 5378), mnd further ropair was cxpodited
%‘% .‘?‘;ngupport of impending offvneive operations south from §t, Lo

20, _Plans for the Return of Rallweys to Civilisn %crat.ion,l

During July, 1944, Supreme Headquartors, Allied Expeditionary
Forcus, mnde plans for the return of railway facllitios to the liberated
Allied governments., This wes to be accomplished in succussivo stagos,
as the facilities were returned to cperating conditions nnd the civilian
organizotions re-assembled, Opornatdons were planned to prss through
three stages ns follows:

a. Phase I: operition exclusively by military poersonncl,
aggisted by civilirns whenever possible,

b. Phase II: operaticn partizlly or completely by clvilian
railwey organizations under direct military suparvision,

~11-



¢, Fhese IIT: oporation completsly by civilinns with
indirect military supcrvision effocted through lisison officers,

21, to Paris (VS O 7 The speed of the
advance of the Armics and the suddeg chonge of direction of tho main
offort to the east after thu breank-through at St, Lo requirved drastic
chonges in plans for the develeopment of rail transpartation, The
Frleise (VU 1436) pocket provonted the extension of the eastern
routes as planned, but its reduction opensd up additional rail facilitics.
By mid-August, 1944, the ndvance iw the direction of Paris was ahead of
schedule, and during the first 50 days after the bruek-through, that
is, up to mid-Septumber, 1944, the average rate of advance of the Armies
was 10 miles per day. In &n cffort to kecep pace with the Armies, rail
construction wes given the highest priority, 15 August 1944, a single
treck line was in operation to Lo Mans (VV 4161}, and by 1 Scptember 194,
to Paris, During this periocd, edditional rolling stock was brought
from the United Kingdom in Landing Ships Tank, converted by the
addition of rails in their holds to supplement tho carrying cepacity
of the limited numbir of Sea Trrins available, The ropid progress in
bringing reil facilitics into opuration in support of the Armiocs ia
revealed in the figures of performance in Table II.

TARLE IT
RM;NCE OF MILITARY RAIL/AYS, NORTHiRN FRINCE, 1944

Month July August  Soptember
Avercge tons houled per day 1, 520 3,410 11,834
Average numbur of trains per dey 15,5 25.5 32.8
Average number of miles freight wes hauled 22 26,2 267
Average tons of freight per train 138 133 351
Miles of track in use 60 - 4,788

22, Beginning of Phasa TT and III Operctjons in Nothorn Francet

During October,’ 1944, erranguments werc completed to roturn to
the Trench the line extonding fram the Britteny Peninsule through
Renncs (VY 0155) and Le Mens to Parie, first under Phose IT operations,
and as scon as practicable under Phasc III, This permitted the
resumption of movement of food supplies to the arca of Paris, Liaison
offices were established in Paris to co~ordinmave French-Allied rail
movemsnt, It was during tho cerly phases of this juint, 2nd later, all-
French operation that the feilure to provide bi-ligurl deocunantation
caused difficulties, Diversion, apparwnt loss, ond stagnction of ears
in yards began to sppear. It was cluar that much hnd to be accomplished
beforu officient operation could bos assured, The use of interpretore
helped to n great extent, but the root of thu trouble was in the
mershelling yards and sidings, staffed with the French treinmen and
cer gpottors,

23, Operations in tho Lest Quarter of 19,7

a. Thu lack of more conveniont port facilities to the north
ond weat <f Peris prevented tho complebe solution of the logiatical
problem, Antwerp (VJ 6795) was captured by thc British on 6 Septumber
1944, with the part facilities 95 per cent intact, but was dcnied for
use as long as eneny rusistznce contihued along thc north side of the
mouth of tho Scheldt River, Rail deliveries from the Chorbourg (VO 1522)

12~
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area, even though supplomented by truck transport, were insufficient

to supnort a continued offensive on a large scalse, Certain eritieanl
shortages develoned which brought tha Armies to a halt near the Cerman
frontior. The relatively static conditions which nrevailed favored

the continuance of railread reconstruction, and the crpture of Ie Pavre
(VL 4027) and Rouen (W} 2817) mrde it possible to shorten the rail lines
to the combat zone,

b. During October, 1944, Mormandy Base Section wns able to
move each day only 14,000 tons of susolies; Prittany ase Scction
moved 2,225 tons and Channel Pase Section 1,915 tons, meking a2 daily
total of 18,140 tons exclusive of pipe-line deliveries. Shioments to
the Armies and 9 Air Porcs averaged about 11,560 tons daily at that
time. Of the total tonnage forwerded from rear areas, the railroads
carried about 71 per cent.

¢, Ffuring November, 1941, tho requirements of the Armies
and 9 Air Forece remained fairly conatant at ebout 11,000 tons daily.
Shipments from the Cherbourg (VO 1522) arex remained fairly constent
at about 12,700 tors deily. The effect of the ocvening of Le Havre and
Rouen becams noticeable, being reflected in the increase of the ship-
ments of Channel Pase Section to a daily average of 7,585 tons. Rail
shipments reachod the daily average of 18,260 tons. The effect of the
better condition of the railways esst of Paris (VS O344) also becams
noticeable. These linss hnd been maintained by the enemy for the
trensportation of materinl used in prepuring frontior defenses. Durdng
the retrest, the enomy did not have enough time to cause extensive dam-
age, Allicd merizl bombardment hod, of coursa, been concentrated in
the arox west of Paris.

d. During Decembor, 1944, therc was lttle chenge in rail
shimmente from the verts,

24, Problems in the Eerly Onerations of the Railways in Northern
France,d The followine ara typleal of the operationel dif-
ficultios that arose during the early months of the campeign on the
Continent:

a. Shortages in toals und equipment for maintennnce verc a
gerious handicap to aoperztions during July and Auzust, 1944. Units
had departed from the United Kingdom in such hrstc th-t their squipment
had to be left behind, to ho forwardead l-ter. The genernlly confused
dumn situntion on the bemches hindered ovrompnt receipt. This diffi-
culty was vartisxlly overcome by the discovery of some toola in abandoned
Germzn installations and existing French shovs, and the use of oxpedi~
ents,

b. lack of knowledgs of the characteristies of the roead,
such as grade, curves, rond~bed conditions, and switching facilities
were responsible for a considerable pertion of operzting troubles,
This ‘knewledgs could only be obtained by experience.

¢. Inexpericnce in locomotive crews, train crows, and the
operators of other facilities wea common. Incroased demands upon the
railways in bhe United States required the retention there of a large
number of oxverienced railway personnel, and Selective Service pro-
vided only a fraction of tho experienced railrord men needed.

d. In the Normandy Base Section, up to the end of November,
1944, the following main line accidents wers recorted. The number of

those incidents that mey he ascribed to operational errors should be
nntad.
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(1) 29 derailments, due to: settling of track on fillud
in eraters, switch noints not closed, and unfamil-
iardty with French tyve manually operated switches.

(2) 29 rear=end collisions, due to: inasdequate pro-
tection by trainmen of trein in block, and engineers
not having control of train in occunied block.

(3) Seven side-swipe collisions, due to: inexperience
in train controel in switching opsrations.

e¢. Untll it was possible to echelon rallway opersting
battalions in depth to permit point~to-point oporation of train crews,
there was considerable difficulty through over-extended operation by
gingle crews, This was duc to tactical operations and could not be
zvolded.

25. Shortage of Personnel, The expansion of the ra2il network
west of Paris (VS 0544} chuscd the existing troor strength in the
Militery Railway Scrvice to be extunded to a degres not fully antici-
pated. Moreover, with tho prineimnil source of supply still locrted
on the Cherbourg (VO 1522) peninsula, and the uncertainties of all-
French operation, it was necessery to retain the northern lines into
Paris under "hase I op<ration until ecrly in 1945. Bocause of the
shortaga of military personnel for the oporation of the railweys, it
was necesaary to pass into Phese II and IIT oncrations esrlier then
hzd been intended. By the end of 1944, all French 2nd Belglan rail-
roads, with the cxeeption of the line from Chorbourg to Paris and
those lincs extending e=stward beyond Liere (VK 4727), Mancy (VU 8512),
and Conflans (VU 8%64), were being onerated under Phnse IT and IIT,




STOTION 3
OPERATIC S I SOUTH'RY FRATCH,

26, JFarly Ovarations,

a, The initial landings of thn combined United States and
French Armies occurred on 15 August 194%, On 17 August 1544, the first
rail operation started with the movement of s amell quantity of sumplies
from the beach area near §t. "ropes (BT 4917} over the martow gusge line
in that ares to §t, Haxim (VU 4922), By D /5, three trains per day
wvere moving cargo over this roule,

b, The mein railway reutes were adjesent to and parallel
to the Rhone River, and extended northward through Lyon (WX 9578) and
Dijon (WO O461), Another routs, on the east bank of the Rhone River
extended north to Valence (V0 0295), thence through Grencble (BT 652é)
to a junction with an east-weat line at Dijon, Further extensione
exlsted toward Nancy (VU 8512), Mets (VU 8657), Sarrebourg (YWQ 5015),
Strasbourg (WY 0930), and l'ulhouse (WY 7002}, Reconnaistance indicated
extensive demage to bridges along the west bdank of the Rhone River,
Reilroads on the emst bank, however, were lese damaged, and they were
avon sorving ss tho main gupply route north, The line through Grenoble
was useable, but tho mountainous naturs of the terrain in that direction
indicated probablec denial during the winter months bocauvse of snow
conditions,

¢, The first standard guage rallroad wes oponed from 8t,
Rephael (BU 5833) to Aix-en-Provencs fB'! 5242), The line north to
Grenoble wag opsn excent for two dridgos—ono soross the Durance Rivor
at Meyrargues (VI 585%), nud another ecross tho Buoch River at

Sisteron (20 8817), A trucking operation was inltiated to bridge thess
goaps so that the dolivery of esupmlies to Gramoblo would be wninterrupted.
Lator, temporary bridging was inatalled at both croseings to permit

only car movemsent until mero permanent structurcs could Ve yrovided to
accommodate locomotives, 3oth bridgos were onen to traffic by 21
September 1944, with a dafly movement cepacity of 1500 tons each, By

25 Soptombor 194Y4, the 1lino on tho oast bank of tho Thone River was opon
to Iyen (WX 9578), with & daily capacity of 3000 tons, and the 1lino

from Valeanco to Gronoble with an oquel capaclty,

27, Comparative Parformance in Southorn and Northorn France,

a, In Southarn Pracce, tho railway capacity wes indleatod
by the bide for tonnage sccoptod and by the nwmbor of cars forwarded,
Tho bids mocoptod incroased frem &,9%3 tone on 26 Soptembor 1944, teo
12,000 tons on 12 October 1944, and to 15,000 tons on 26 Docombor 1GHH—
tho last dnte baing D f 133 for tha operstions in Southern Trance, Dur-
ing the period 1 Octobar-3) Decembor 1944, the aversge froight car move-
mont from the bease depots to those of tho Continonthl Advence Scotion
wne 664 units, and from thoro forward to tho irmios, 557 wnits, Nine
railuay aporating dattalions were used in opnrationa in Southorn France,
vhere Phaso I% conditions of cperations prevalled gmerally throughout
the campalgn,

b. In Northern FPranco, for approximately the same calendar
poriod, tonnage forwardcd by the railroads incrnescd from en average
of 5,929 tons deily for tho month of Septamber, 19k, to 18,600 tons
4aily during the month of Docomber, 1 (31 Docombor 194+ doing D 4
208), In the lattar month, an avoraga of 1,260 freoight cars were for-
warded delly from tho rear arems to tha Advence Section, and from thore
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an averago of 860 crrp ware forwarded daily to the .rmics, For thess
oporations, 15 rallway oporating battallons woro used mainly for the
suporvigion of Phrge II nnd Phaso III operatione, ae woll as the linc
from Chorbourg (VO 1522) to Peris (V4 05HL), atill under Phneo I opora—
tion,

¢, During tho perisd October-Dacembor, 194., a relatively
statlc tactical siturtion exiasted in both arems, normitting increased
roconstruction activity and tho plncing of tho serviceable rallwey lines
in better condition, Bocmuse of the larger ndtwork of track inm Forthern
=ronce requiring reconstruction, » somewhat longer timo wae requircd for
its restoration, Thie accounts in part for the gencrally better perform-
ance at sn corlior dato in Southern Pranco,

SECTION 4
FINAL PHASH OF CPERATIONS ) JANUARY-E AY 124_»2

23, Plansg for Reswmtion of 0ffonsive, The resumption of the
offonsive to the Rhine River and beoyond wae planned during November end
Docomder, 194%, a8 thoy ooncernod rallvay activities, the plans
contored upon tho remidity of roconstruction of rallways to be uncovered
by the advance, The csetablishment of railheads sg far forward as possible
vea conaidered to be of primary importanco, Trucking oporations werc %o
be organized to support fast moving columns (XYZ plen), until tho nocee~
sary rallroad bridges wore conatructed, Bail to truck tranefer points
woro to be ocstablished at the forwsard railheads for further movoment of
supplies,

1
29. Forward Dimplacement of Troop Units.

e, When it was esvident that most military rallway oporations
would tako place in Belglum, Luxembourg, and Gormany, plans were drawn
for the forward movemcnt of tho cporating battallonsg then manning a
considorablo portion of th» railways in Franco., Bocauso of the nocossity
for operating ovor a relativoly wide notwork of railroads instead of over
through lines ng anticipeatod, tho nugbor of units avallablo was not
adoquato to support othor than Phaso III oporations in YWostorn Yranca. By
the ond of March, 19H5, all of tho rellronds wost of Paris wero undor
Phasa IIT oporations, and the troop units wora concontrated in a ralativoly
narrow trianglo with tho apox resting on Paiis, tho northorm leg in Western
3olglum, and tho other, almost diractly enst, rosting on Lurxombourg
(Ve E413), It was found that Phaeo II gporationg wars possibdle in both
Bolglum and Garmany, which parmitted wider digporelon of troop unites.

b, Tho Junction of tho 6 Army Growp and tho 12 Army Growp
brought tha rail linos in tho Nancy (VU 8512)-Hotz- (VU 8657) reglen,
vacatod by tho Third Army, undor tho control of the 1 Military Rallway
Servico,

1
30. Movoment of QOparating Battalions,

Prior to 31 Janunry 1945, it wrs tho policy of :iilitary Rall-
way Sorvico to keop tho oldar and moro oryporionced oporatiug bettelions
in advancod positions, This was occomplishod by moving four to five
battalions at tho samc timo, instoad of by “loap-froggzing' which would
have pormittod tho othior battalione to remmin in place, and in torritory
with which thoy wero familiar, The rosult of this policy was that all
battallions, lnstord of only onc, operatod in stronge territery, whoro
road, trein, and engino men woro not femiliar with lecnl opornting
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conditions, facllitiea, and gradiont charactoristics. A1l thoso factors
impoded tho service snd roduced tho officioncy of wnits, In January, 19%',
it waa docided to chango tho practice to thet of advancing only the roar
battalion, It was found that this arrangement workod bettor, Experianca
ghowed thot onn battelion was s woll gualificd as mnother to perform in
advencod soctors, 6

31, Difffcuities at tho Rhino Bridgos,

&, Subgaquont to the construction of tho railwsy bridges ovar
the Rhins Uver, difficultios aroese in the immodiata vicinity of tho arosa-
ing at ininz (M 3657), This was duo to tho condition of tha lino botweon
that polnt and Sasrbruockon (WY 1551). Inndoquatc signal commmication
facilitios in tho carly sisgos causod dolays in calling trains forwnrd, with
rogulting congestion boyond Saarbrueckon, A further causs for congastion
was tho difficulty oncountorod in oxpodlting traffic beyond tho bridge ab
Hanav, (Wi 8571), Until continuity of trafflc wae assurcd, cars wera aide-
tracked in the Maing area, Also, the Third Army waer inclined to retain
londod carg ae a rolling resorvo, It was gevorsl wooks boforc tho flow
of emptiom bogan to ogual *ho loaded cars moving ovor tho bridge,

b, Aftor dostruction of the Romegen (WF 6519) bridge, 1t
was plannod to routo nll supplios for tho First Army over tho Hainz and
Yoecl (R4 2241) dridgos which wore constructed for the Third and Ninth
Armics, rospoctivoly, To offect co-ordinmtion, commlttoos ropresenting all
interostod agenciscs werc formed to control traffic ovor oeach bridgo, A
control point was ostablished at Thionvillo (VU 8688), aund later movod to
Hainz (WM 3657), to control traffic over tho bridgo at the lattor pleco,
nad anothor was ogtahlishod at Muonchon-Glndbech (WF 0888) to control
traffic over tho Wesol bridgo, The principal dirfficulty arosc in tha
control of traffic ovor the liainz bridgo, mailnly bocausc of tho Third
Armyls tondoney to call forwnrd soloctod froight rather than all roquis—
itionod froight. Tho cormlttec wns able to corroct thie situation to o
connldaradle oxtent, dbut in th- menntime, tho shortngo of ompty cars was
neouto, and was not corroctod wntil aftor Y®Day., At ono timo tho ercose
of londod.ovor ompty cars ronchod 12,200 unitg, In ordor to obtrnin ompty
cars Yo roduco this shortage, 1t whe found necossary to unlesd capturod
cnomy matorisl from care roturning from forward arors, Mo provieion had
bocn made for tho gtorego at that point of this material, sinco the car
hoarding had not bocn fully anticipatod, It wes, thorefors, noccssary to
improvise unlonding orgenizetions, ueing Quartormaster baso depot hoad-
qunrtors detachmonts, msniabed by prisoncrs-of-war and olvilians,

¢, The capncity of the two Rhino Piver bridgos bad boon
ostimatod at 10,000 tons Aally for onch, 4s much as 13,590 tons were
notunlly moved ovor the lining bridgo and 16,720 tons ovor tho Wessl bridge,
The avorage movemant ovor oach bridge was BOOO tone dnily, with the larger
portion golug over the Yosal structure,

SECTION 5
SPROLIL CPELIONS

9

32, Tho "Toot Swooh Eypross." In ordor to oxpedito the movomant of
high priority freight from tho Chorbourg (VO 1522) arean, & rallwey opors—
tion eimilar to the Red Ball motor oxpross wes instituted, Tho plan con-
tomplated a 20~car trein lorving Chorbourg for Parim (VS 0544) daily; at
Porig, additional cars wore to be added ond two trains of 20 cers oach,
one for movoment to Famur (VJF 9611) end tho othor to Vordun (VU 2766), were
contomplatod, Bida for mpace were to bo submitiod to Hendquarters, Communioca~
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tions Zono, in Parie (V3 0544), by 160C hours for freight te be
digpatched from Cherbourg (V0 1522) on tho followlnz day, and by 1000
hours for froight out of Parls, Spoclal oquipment was usod snd could
not bo reconsignod. Tho running timc was fixed at 36 hours, Unloading
was ta Do accomplishod 1n six hours, =2nd the trein was to bo roady to
retwrn in 12 hours, Truck capaclity was to bo usod for trrns-shinmonts
in tho Parls arcn., Sorvice was planned to stert during tho wook of

15 January 1645, but wes postponed for lack of bids for sprco until

20 January 1945, During tho first weck of Fobrusry, 1945, nuwmorous
trains wero cancollod for the scmo roason, Shortly thoroefter, howaver,
tho armies! roguircmente incrongod, Wookly tonnago roso from 1,950

in tho first wock to 3,500 tons in tho wook of 13 ifprch 1945, bolng full
cepacity, Tho northern dostination wae changed from ¥amu (V7 9611) to
Licge (VX M727).

7

33. Hoepltnl Trains, Spreially oquipped hogpital tralns,
adepted from British oquipmont, wore assacblod in tho Unit~d Kingdom
for ocarly movomont to the Continont, Prior to thoir arrival, ordlnsry
PFronch box~cars furnishoed with hospital oquipmont woro used, By 1
Octo'b&g’ 19%%, thoro wora 14 hospitel troins in uso end 31 by tho ond
of 1944, “Almost 200,000 emeunltiocs warn ovcuntod by 31 Deccmbor 19H:,
in 633 trring, Foepitnl traing wore undor tho commnnd n tho Chiof
Surgooi, and tochanlerl oporation and st~bling worn tho responaidilities
of the Chiof of Trangportntion, Movoment schedulos wor> ceteblished
on tho boals ¢f requisition frem tho Thoat-r Surgoon and forwarded to
tho Bago or Intormodinto Socticn in which tho movomont vmuld originete,
Whon ronch ovoretors and train crove were roguirod, rcquests wore
placod through linison officers, Thoso trains wero digprtchod ovar Vho
ontiro distanco tn be travoracd, without roforcnce to chenges in jurie-
diction at various points in tho routo, Tho running time botwoon
Paris and Ch~rbourg, the principel port for the cvacuntion of craunlties,
wos roducod from 1% to 12 hours, Thoy wore dimrtched so as not to
intorfore with the movemmnt nf militsry cargo,

1.9

34, Larvo Trains, ! During the month of Decombor, 19!, the
first nrogram for tho nccommodatinn of lamve poreonncl, principelly
for movoment t: tho Channol Porte for transportation ta tho United
Kingdom, camo intn oxistonco, Of mrincipnl concorn tn tho Jlltory
Raillwny Sarvice wns tho ostrbliaglmont of leave trelns sporating from
forward areans tn Paris, 3v Tobrunwy, 191‘5, this traffic had grown to
substantinl propsrtions, ‘With tho csteblishment of losvo aroas in
tho South cf Frmico, Brussale (VJ 6355), and Prris, a substantial
portion of the pnesangor traffic ~f tho rnilways conslstod of personnol
on lcave ard furlough, It wae folt that the moralo velue of roason-
ably good accomnodatiorn warrant~d tho usn nf tho bost available oquip-
nont, Throo traine daily woro oporatod betwoen forward arcae and Parig,
accommodating an avoragzo of 1000 porssns each. As tho stroength of tho
Arnlos incromged on tho Continont, permitting lerger numbore of the
porgonnel to Yo rolossod for short »arinds of rost and rocrcatinon, tho
loave traffic incroascd and more traine wero provided, Since it was
nect practieable to provide mossing arrangements end senitery facilitios
on tho trains, 1t wes nocossery to oastablish stops oa routo, Some
difficulty wae oxporlencod with lonve trains consieting of rolativoly
modern oqipment, arriving from Gormany, Thn ro-routing of cars fron
such trains tn Tronch passcagor sorvice nccurrod in some instancos,
Roprosentations wero made tn the Fronch rallway authoritios and snomo
improvoment wes notod, At ne time, hewovor, did such diversions
Joopariza tho eontinurnce nf tho lorvo program, sinco in most cramcs,
the cars wera roturnod,



smoTley 6
MILITARY RATLVAY SUPPLY

1
35, Redlwry Suoply in Southorn Tranco.

2, Tor roilway oporatisns in Southern "rance, responaibility
for the vrocurement, stornzo, and issuc of all reilway construction
metorial, nornally tho rogponsidility nf tho Corps of Mglnoers, wae
asgisned ta tha [illitary Redlway Swvico, In addition, the normal Tranp-
portation Corps ewmly activitiocs porteining te tho proouremont nf
locomotives, froight cars, and nuxillary oquipmont, ~8 well n~a anrro
perts and othor items comaon to railwey sunply and maintonmnce, wero
similarly tho rosponsibility of tho !"ilitary Rallway Servicoe,

b. The facilities of the Tronsportating Oorns supply
orgenigation woro used for the preperation of necessary documentetion,
and for comtrol and oxpoditing proccduros, Dapnts, howover, ware
opoereted By units that wero organie o the ilitarr Jedlvay Sorvice.
U»at Traneportation Corps itoms were critical, and tho racoipt of loco-
nnotives, frolght cars, and sparo parts was slow, Tho oxlstoneo of a
roasonably good stock of oquipmont, senmo caotured from tho enemy but
nogt of 1t of Fronch owmership, onablod the oarlix oporation of rallway
facilitiocs that mightothervieo have boen donioed,

1

36, Railway Suvply in Yorthorn Frencs, All matorial and supplios
ugod by tha if{lltary 2eilway Sorvice wore obtained throuzh the Sumply
0fficore of the railway unite and the Sumply Jivision of the 0ffice,
Chief of Transportation, Oommunicatirng Zone, All railway material wea
stockod in Trangyortation Jorps gencral donots, although sovoral of theso
woro used princinally for railway supply., Track ravalr material wes
atodkred in Engincordopots, and withdrawn by diroct requisitions, Rallway
narsonnol were mado available for the identification of railwey materisl,
which alded cnusidorably in depot nperations.

27, Suwmly Procoduro Subsoquont to Tetablighment of Gon-ral Mead-
quartera, Ui1itary eilvayr Sorvice,l

@, In Fobruary, 1945, the Uilitarr Railway Sorvice was grantod
a form of limited exomnt status wndor tho conmand of the Director Genoral,
Tilitary Redlwey Sorvics, It was sgroed at that time that the Trans-
nortation Corns wouldl stock cortaln ltoms of Engineor supnly in their depots
This material, consisting principslly of ralls, tios, swltch goar, frogs,
erose-ovors, and athor treck equipment, would provide for ordinary
maintenance-of-way ropair and roplacemont, It was sonsiderod that the
avallability of this matorial in tho Trensportation Corpes donote would De
advantagoous in meeting energency repair neods,

b, Experienco had shown tho dQesirability of maintaining such
stocks for immodiate availability, in order to incwr tho least possible
delay in starting repair oporations following wrecks, or bomb damags, It
wae goneral practice to store this material in conveniemt lncal dumps,
rathor then to roly oa shipment from Enginoer degpots, Thls exporicnce was
genoral for both Kilitary Railway Sorvices, mud i{ was fully npprocinted
in the reorganization of the Military Reilwsy Survice under limited exompt
status, This metorinl was usually stored on work traing to provide de-
sired mobility, Tho frequent long dolayg in Northern France duo %o tho
inability to obtain such materisl remdily from Mgineer &epots, often
locatod at & considarsblo distence from the arsa in which the material
vag roquired, indicated that 1t was neccassary to accimulate a reasonable
quantity for immediate wso, During Fobruary and Merch, 1945, nn of ficor



of Gonoral Hoadqurrters, Hilitary Rallway Service, epont sovoral woedks
vigiting Enginoar denots all over Jorthorn France, Bolglum, and Westoern
Gorneny tryins to loecate critical track material, Inoxporionce on the
sart of depot parsonnel in tho identification of this matarial weg theo
principal reason for dolays 1n shipmont,

1

36. Shortagos in Replacemant Parts, Oporatione in both Forthern
and Southorn Franco woro hempared by shortages that dovelopod in the
supply of replacenont parts for rollins stock, particularly for loco—
motivos, both etean and diosc), Xstimates of mortnlity rntos for those
perds for which a higher than average rato of woerr might be oxpocted were
genorally dasod on civilinn practico, with good operntion and periodic
maintonence, Bxporfonco wes limited in ratos inhoront in militery
oporation, and this lod to establishing replenishnent factors on valuos
that woro later nrovod to bo erroncous, Therc was n shortngo of dicasl
angino parts duo to tho noceeelty for producing complote unite to oquip
lncomotives thon under conetruction in the Unitod Stntos and which wore
scheduled for oarly delivery., This condition oxisted until the spring
of 1945, at which time the flow of epare parts wna incroagod. 3y that
timo sufficiont oxpericnco hed beoan accumulated to ostablish retes of
oxpendituro baped on militery oxparionce, During this poriocd in which
roplacomonts woro linitod, oxtensive usu was nds of Fronch manufoctur-
in;: facilitics and shop battrlion oquipiiont for tho fabrication of parts,

39. Xquinmont Doficloncias,

o, Boceuso of minor differancos in conetruction, it was
nocossary to malntain soparato atocks of eporo prrte for the stosm loeo-
motivos of tho 2-8-0 type of British and Ancricen manufacturo,

b, Difficulties in tho supply of coal for locomotivos was
rogponsible for tho conversion of avproximately 125 of tho 2-8-0 tyno
to oil burning, Tho typo of fuel eystom dovisod for this purposo,
using fucl common to othor tynes of solf-nropelled military oquipmont,
Aand requiring loss attontion and skill than in the wao of coal, might
heve boen umod to groatar advartage if provisions far much adipitntion
hed doon included in tho original deeign.

¢, Pailurc to provido oloctric hoadlishte for both road
rnd switching locomotives was responaible for n considorable numbor
of accldontns, This condition was ospocially troudlesomo during
Septambar and Octobor, 1944, whon thore was no longor any nocessity to
oporato undor black-out conditionse. At that time, thorc wore n number
of sorious roar-and collisions due to ovor-ruming halted tralns not
protectod by othor visual aignal devlices,

d, & minor deflcionoy in tho doelgn of tho arrangemonts
for cooling the oylindor hoads of tho dlasel engince, and lack of ox-
Porience on tho part of tho oporators with dlesel equipment, were
rosponsiblo for rendering a substantial proportion ot the é‘j—ton diesel
powored locomotivos inoporative during the winter of 19¥-1945, Bacaugo
of the lack of tke largo rumber of roplacament parts noccesary to offoct
comploto repair, this oquipmont was 1dle for & conelderable poriod of
time, Orders woroc placed for fmmodinto shivment of tho parts, and do-
livorlos commancod soon after, Tochnical reprosentativos of ho nanu-
Iacturors of tha enginos waro of conpidorable help in b v v of “hnie
oguiprmont, and in training tho operators so as to avoid :. vusurranes of
tho trouble,
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o, The stonm-oporatod brakes nf tho switching lecomotives
of the 0—6-0 typo wero rosponsibdlo for a nwbor of accilonts in the
yards, Theoso brakes roquired alfforent practicos in operation from
the standard air brakes of tho rond type locomotivos, and 1t was
nocossary to familiarizo tho porsonnel with iwo different breking
syestonms,
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CHAPTER 3
SUPPLY MOVEMENT 4¥D ITS CONTROL IN RAILWAY QPERATIONS
40. Operationg in Northern Frasca.

R. During July and August, 1944, rail mrvement was hampered
becauss of difficulties in arrarging schedules for trains originat.
ing in the Normandy Peninsula, The first plan contemplrted 20
traine per day, requiring the loading of from 60C tn B(O cars, The
car loading facilities were not soncentrated in an aree ¢~nvenient
to the supply dumpe, and movement of freight was reguired by truok,
Magt of the dumps in the Normandy area were lrcated in mmen fielas,
many of which had not been pravided with truck-ways, Thie caused
delugs in train movement up tn 34 hours by reason of trucks being
mired,

b. With the capture of Paris (VS 0544) and the opening of
a mTe extensive rail netwoark east of that city, depots were
established in 1ts immediate vicinity. These depote were hastily
orgenized and in some instanceaysre mwed on short nntice to take
advantage of better faoilitles availeble in other locations within
the same area, 3ecause of the speed with which they were opened
for umse, it was not possible to provide all of ths necessary
storage epace and matorial handling facilities before the accumula~
tien of inbound freight cremted severe congestinn in the rallway
vards, This situaticn, however, was corrected bofore long.

¢. In carly September, 1944, the firet of the truok-to-
rall transfer points was established, This wes necessitated by
the far greater rall canacity east of Paris than west of that city,
It vas nedessary tn move the greater portion of supplies by truck
Irom the Normandy Peninsula ¢t~ Paris until rail rehabilitetion
permitted through car movement, An instsallntion wes provided Just
outside nf Paris, J¥reight was drought tn this point by motor truck
(the Red Ball overatinn), and there transferred tn rail cars. The
operatinn of installatione of this %yme had not been provided for
in the planning, end no Transpnrtaticn Corps personnel had been
maslgned for the purprees, With Quartermaster suppors, Enwevar. the
first transfer point was placed in operation promptly. 1B

41, Probleme ia Movements Gontrol in the Meld.”

A, In August and September, 1944, snme trains were badly
ovor-londod due tn the tendency of Movemente Divielon, Office, Chief
nf Trensportation, to dlctato train c~mpoeltion without lmowledge
of railway capabilitiecs. The prooedure wae chenged so that Movements
Division oould apocify tonnage, olassifioation, destination, and time
of arrival desired, and the Military Railway Service made up the
tralne,

b, Oiee Base Sectlon reported a lack of co-ordination in
ths matter of movements infnrmation, ae Normandy Lage Section falled
to pass on the informatlion neceseary to expedite forwarding., A lack
of uniformity in reporting operational informstion contributed to the
confusion,” This was corrected to some extent by the lesus of
Ciroular 13, Office, Chief of Traneportation, Oommunications Zone,
Zuropean Theater of Operations, diresting wniformity in forme and
prosedures,

c. During ths late fzll of 1944, a portion of the railroads
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in Horthweetern France were placed under Phase III opsrations., Be~
cause of the necessity for moving United States cargoes In complata
traine over French operated lines, in order to minimiss the mie-
direction of critical materiel, a cansiderable mmount of switching
operations, and closely policed field control by Transportation
Corps trafflc persomnel, were required,

d. Antwerp (VJ 6795) had been opened on 27 November 1944,
and large tomnages were soon moving from there into the Lisge
(VK 4va7) area. The facilities for rail movement at Liege {VK 4727)
were deficient because of the destruction of bridges over tho Meuse
River. All trains had to pass over one dridge, which resulted in
overcrowding and an accumulation of loaded cars., Oonstruction of &
second dridge was started, btut it was not completed until late in
January, 1945.°

¢. In the Verdun (VU 2768) arem, delays occurred in ship—
ments into Ordnance and Quartermaster base depots. Limited track
21ding, together with a heavy volumec of $raffic, made it neccssary
to sidetrack cars in areas to the rcar of Verdum (VU 3766), which
resulted {un congestlon and delay in unlonding cars, To remedy this
situation two plans were preparzd, One called for routing Ordnance
supplice mround Verdun (VU 2786), and the other provided for the
oatablishment of a provisionsl traffic regulating station in Oise
Intormedimte Section, for tho pre=classification of Quartermaster
suppliss, This station, locataed at Chalons~Sur-Marne (WD 5445),
furnished infarmation on All supplies destined for the Verdun
(VU 2766)-Nancy (VU 8512)-Thionville (VU 8688) ares before forward-
ing them. Ae a result of these changes, the dlfficulties were
largely overoome,

f, Delaye in unloading trains at forward depots, and
thelr retention as "rolling” supwly bases, caused equipment short—
ages difficult to overcome, Thie situstion became criticel in
mid~November, 1944, and "selected” treins were side~trmcked and
their crews and locomotives were released for other assignment, At
one time thers was a train on the wain track or on siding in every
block from the Belgian frontier to Nemur (VJ 9611), By the end
of December, 1944, most of these Qeficiencies had been corrected.

42, Improvemente in Suwoply Moveman&g.s

a, The perlod between early January #nd mid-March,
preceding slosure to tho Rhine River was characterized by effective
rall supply movement, The first integreted supply movement program
was In effect by this time. Documentation had improved considerabdbly.
Operating personnel were greatly benefitted by the relatively static
operations which allowed them to accumilate experionce and knowledge
ag o proceduree,

b%. The establishment of from one %0 thrse consigmmant
points in the rear of each of the Armies simplified contrel. These
points generally oconsleted of m rallbead with adequate marshalling
yards at a Junction point betwreen m main line and the branch lines
leading to the railhieads of the Army. Due to adequate communication,
it was possible to provide timely information from these points to
the regulating stations of Advance Section, Communications Zons,
which in turn kept the Armies informed as to supply statua. Fre~
quent changes in location of these polats on short notice, as
the Arnies advenced, required the maximum of co-crdination among
the agencles concerned., Multiple addrese messnges kent all agencles
advised of changes of location, ILater, Headquarters, Commnications
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Zone, directed that such messages be nddresesd only to the Chief of
Traneportation, who was responsible for the further dissemination of
them, The new procedure was not ae satiefactory as the old, It
cansed delaye by the intrnduction of an additional channel nf com-
munication,

43. Operstione of the Combined Rallwsy Svstems.lO

a., In the operations in Southern Francs, the relative
8implicity of the control of supply movement wes due to operation over
& oingle line of communications, Yhile it {s true that esveral
parallel rallwey lines were used, in effect the problem was one of
clapsification end dispatch in one major area, This condition did
not exist in Northern France, whore a widely dispersed rallway net-
work was used, necessitatinz & higher degree of control., ‘hen the
Armies vere joined, however, the provlems of distribution were
common 0 both areas, and tho more complex syatem of movements con—
trol was Apnllied to both, The practices of both Milltary Railway
Services were brought into conformity with the policies of the
Communications Zone, and the Chisf of Transportation becmme re-
sponsible for the control of movements in bath operatibnal areas,
and the opening of rallway traffic regulating station at ls~sur-
Tille (YO0 C984) in February, 1946, was the first step towmrd
the assumptlon of hls normsl traffic regulating functions in
Southern France. Thle was occrsioned by the necessity for clearing
a major back-log of cars then awalting forward movement. The
installation was fortunate in that oxtensivs marshallling yards
were avallable for use in the eclassificmtion of cars and the make-
up of commodity or standard trains,

Y. In order to inecure the successful excecution of the
over-all supply movoment program, 1t was necessary to centralize
the control of movements, This involved co~crdination and
integratlon of all of the formg of transportation, starting with
the direction of shipping to the worts for vhich the cargnes wero
intonded and including All phases up to the distridbution of those
cargoes by truck operating beyond the most forward railhceds. It
weg neceesary to place responsibdility for such co—ordination in one
agency, rather than In a series of agenclee, each of which was con~
concerned with the operation of cne form of transportation. There
is & clvilian precedent for centrallized control in the common
practice of the civilian raillroad companies serving New York City,
which operate bus iines to farry terminals, ferry boats to rall
terminale on the cpposite bank of the Hudson River, and train ser-
vice to the suburban communities in North Oentral New Jersey, The
necegsity for clomely co-ordinated control exists to an even
greater dezree with milltary transportation, becmuse of the require-
ment of flexibility, and bacmuse 0f the neceseity for exeroleing
economy in personnel,

44. Operations in Gormany.1?

a. It was noted throughout the course of operatione,
that reports from the field agenciss of the Militery Rellway Service
were not adequate for interpreting railway capabllities. With the
advance of tho drmies into Germany, reports as to loaded freight
care received and on hand in the Army areas became less and lees
accurate. 48 an index to the car eituaticn in the Army areas,
inoreasing reliance had ic be placed upon reports of the Milltary
Ballway Servlee showing cars held bask on the llmes due to congestion.
Throughout the month of Marsh, 1945, thare ves an 1norease in the
number of cars on hand in the Army aread, Thie resulted from the
tendency of the Armies %0 order more than could be moved forward
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through rellread bottle-necks. In order to prevent a continuance

nf the upward trend of freight cars under load, a five-day embargo
on movementa to all the Armiss in exoese of a total of 10,000 tone
per day was placed in effact, and was followed by & six~day smbergo.
The offect of theso embargoes was negligible, due to the aifficul by
of diesseminating information to the rogulating ata-~

tions in time for them to take offective action. With the opening
of the Rhine River bridges, the return of emptics was further delayed
owlng to the time lag in forwarding loaded freight care to the new
rellheads. In eplte of tho constant pressure from the Office, Chief
of Transportation, the situation was finally eased only by the end
of the campaign in Germany.

b, Another source of trouble was the multiplicity of
agenclos conserned in supply movement coatrol, particularly at the
Mainz (M 3657) and Wesol (RA 2241) bridges over the Rhine River.
The First =nd Third Armiee were using the bridge at Maine (WM 3657)
and the two Army regulating stations, the G-4 Sestion of Advance
Ssetion, the district Rail Transportation Officer, and frequently
Army representetives all exerclsed some sort of movement control,
In addition, two rallwsy operating battalions wers concerned in
moving the trains, introducing additional elsments of confusion.
Thie difficulty was eolved by the formetlon of a regulating
commlitee, consleting of representatives of all of tho interested
agencies, which controlled the flow of traffic to the bridge.s

45. Dooumentation.i0

a, Documentation of rail traffio in the United Kingdom
was copled from 3ritieh military practice. Prior to the arriwal of
the United Statos Forces, the 3ritish rallway organizations were
oexperisnced in thie handling of military traffio, and the British
Movament Control organization had achleved standardization of the
formas of documentation, United States traffic moved under similar
arrangoments, with the exception that dletinctive car labels wers
ndded. In general, due to the effisciency of the Iritish transporta=~
tion system and its movements control procedures, together with the
absonce of languago diffioultise, documentation of freight traffie
did not present a problem,

b. The planning for rall doocumentation on tha Continent
was of & general amture. Followlng the lead of the British Forces,
some conslderation was given to the use of freight warrants, but
4t was finally decided to use Unlted Statese forms for documentation.
Although the British experience 1n 1939 and 1940 had proved tho value
of bi-linguml or tri-lingual forma, nonse existed for Amerioan use
during the early stages of the oampaign on the continent. In Fhase
I and II operations, this deficiency had no serionas effacts, but when
Phase III operations wvere inaugurated, it decame A gource of conslder-
able difficulty, Although immediate ateps were taken to remedy 1it,
printing difficulties caused & further delay during a time vhen the
efficient uee of transportation was critical.

¢. Although contacts were made late in Sentemder, 1944,
with the FPrench railvey suthoritics with the ides of inatituting =
uniform system of rail documentation, the negotiations wers pro-
lonmed and 1t was not until 1 Jaaouary 1945, thet instruotlions
finally remoched the Rail Tramsportation Officer in the f1sld as 10
the forms of documentation provided in the agreement, 3ecause of
this delay, it was not poseidble to verify accurately tho figures
for tonnage moved prior to 1 January 1945, The British, profiting
by their experience earlier in the war, maintained accurate records



of all tonnage mcved by civilian cerriers, and thus possessed all
the figures necessary to cffact an accurate settlement.

46. Adharence to Clvilian Practice., Advance Section, Com~

munications Zone, in iis comments on rallway operations, indicated
that the Military Railway Service endsavored to maintmin orthodox
rallvay practice in A situation where the Military needs dictated
othérwise.’ Oivilian railroad traffle departments prepare freight
capacity requirements based on firm commitments—-more of ten than
not long term contracts, perhaps seasonable, but anticipated.
Demurrage charges discourage car hoarding, and receiving depots
are usually adequate for the prompt reception of cars, their un-—
loading and return. Thess cilrcumstances seldom exiet in military
railvay operation, where frequently changling requirements
necegsitate other than the maintenmnce of fized schedules and
prompt return of cars. The agency responsible for planning movements
must have field contacts that provide the necessary information aa
to ear location and status, in order o co-ordinste all rallway
transportation functions and to insure the wninterrupted flew of
material to the consumer on the battle line, IExperience In the
Ruropsan Theater of Operations indicated that this informetion
ocould best be furnished by the representatives of the agency
regponsible for planning the movements, namely, the local Rellway
Transportation Officers., Thin comment applies with equal force te
the operations of the Mllitary Railway Services in both Northern
and 3outhern France during the early stage of the campalgn, and
later to the over-all raillway operations,
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CHAPTER U4

SUPFORT OF MILITARY RAILWAY OPERATIONS BY OTEZR SIZRVICES

SRCTION 1
THGINATR_SUPPOPT

Y7, Barly Operations in Northern France.s

a. The shartage of railroad construction tools and the in-
adenuate training of railroad constyuction unite vere known by, and
was a matter of dsep concern,to, the Mngineers prior' to” the onening;
of overations. The delay in moving Service troons into the ledzement
aree. in operation "?Ientune. " wag further comwlicated by the failure
of tools mnd .equipment to arrive, Track material arrived lacking
oritical oarts and therefore useless. Some railroad $ools and track
naterial were, however, found loecally and damage to the sexiesting vplant
wae much lees than had been anticivated.

b. The lack of damrge to the main line between Lison(Y?
5378) and Cherbourg (V0 1522) permitted more time for the repalr of
rail facilities in Cherbourg iteelf, which vas badly damaged. Only
four of the main line bridgem, totalling LIl lineal feat, remired
reconstruction. DUmmage to the marshal'ing yards at Carentan (VT 3984)
and Lison was severe, and development of supvlementary yard facilitiee
was nesessary at Couville (VO 0914}, in addition to tha planned yards
at tbe Terre Plein, Provision for the recention of freight care and
locomotives =t Charbourg was extremely urgent.

c. In the reconstruction of yard and msin line track, the
inexverlence of the troopd mesigned to that tagk Becmme evident. RAllw
way tracke wers laid on tha ground without btallmsting in scwme cases,
particularly in the Le Molay (VP 6677) yard. During the rainy fall
weather, the ground settled, leaving the tracks imnromerly supmorted.
In thess yards, there were 21 derailments within an eight-hour ver-
fod. Some of this trouble was due to failure to comvlete drainaga
arrangsment s, and becauss of immro-erly filled bomb and shell craters g
Allied air bombing had baan concentrated on marshslling yards and
major terminal facilities. In all cases, whan military railway units
took over new sectione of railways, major raconstruction was found to
be necessary in the yards.

4. By 3 July 194h4, reconstruction of 126 miles of track
and four bridges had besn accomnlished =nd rall reconsiruction in
Cherbourg was virtually comnlete with the excemtion nf a mnartion of
the marshalling yarde. The rail eituation with the oxcention of
supnly was satisfactnry, considering trctical urogress. The offensive
At St, Lo (VP L4g63), however, imposed ad itional vroblems. The eupLly
g8ituation atill required reonuisitioning from local mources, Further
difficulties in sorting mmterial and equipment on hand by untrained
depot personnel, contributed to this condition.

48, Bailway Reconstruction Units Formed.® During Auguet, 19144,
tha plan for asslgning Engineer unlts to operate {n the rear of each
Arny became effective. Becsuse of the rapid advance, Advance Saotion,
Commanicattone Zone, concerned aver the uncertain performance of the
Bpginesr units, vhich were assigned to areas with gensral responsi-
bility for oonstrustion, organized three Engineer groups, designated
ng X, B, and €, with ths specific mieslion of rallroad rehabilitation.
Bach group consisted of an experiencad Epgineay gensral service reg-
iment Aand one oy more additionnl units attached for onerat ions.
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One group wns assignsd to the renr area of each of the First and
Trird Armies, and the third was demloyed in the rear of the other
tvwo, hen the Finth Jrry bocane operational, the third grow wne
desi.mnted for ite support and other units took ovar the reeponei-
bilities in tho rear., This plan wes highly effective, Tho valuo of
the Tngineer support of rallway ectivities 1s indicated by the fact
that, in the 50 days followlng tho broak-through et 8%, Lo (VT 14963)
3,355 nilee of track warc restorad to operating conditions and 36
bridges totallins k,700 linenl fest woro robuilt, 6
49, Oporatione in Support of the Bridsing of the Rhina River,

&, The plrns for Tngzineer assistancc in tho assault wpon
Grenrny, preparsd in tho legt two monthe of 19‘414, called for the pro—
viglon of n dowble track line, and a single track bridge over the
Bhine Rivor, in onch of the throce Army xones, The I'inth Army was to
be sarved by the line Anchen (VK EM43)-Musnchen—Gladbach (WP 0888)-
Geldorn (R4 0126)-Wosel (RA 2211)-Muenster (RA 9374), with & bridge
at Yesol (R4 2241), Tho Miret irmy was to be served by tho line
Aachan-Duren (WP 1436)-Cologne (WF Y4650), with a bridge at Oologne,
The Third Army wns to ba smrved by the line Thionville (VU 8688)-
Trior {¥L 2129)-Coblenz (WL 8995), with a bridgo at Coblenz, It was
contorplated that at first truck dolivery wonld provide supplios onst
of tho Rhino River,

Y, Roconstruction of tho domolishod railroad bridges over
the Roer Rivor wes bogun by Group A at & point noar Baal (VE 9872), and
by drovp C at a point nosr Duren, 3Both of thoso bridgos wore open by
11 March 1945, Tho 1056 Port Roconstruction snd Repair Group, which
1nd complated tho 63H-foot bridge over tho Mouse River at Manstricht
(VK 5553), was aseignod the niaslon of cpening tho line from Barl
vis luenchen-Gladbach and Erefeld (RA 160%) to Geldern, and proparing
for tho oxtension of this line to the bridge site at Yoeol., Growp C
bogan construction of the lines eaat from Duren toward Cologne, and
southorst from Duron-Buskirchen (WF 3329)-Bonn (W¥ 5537). Growp B
wes glvon the mission of cpening a line from Thionville to tho Bingen
(Wii 1142)-Haing (Wit 3657) orom, Roaconnalsmance indicated that the
lino Phiooville-Falk (¥Q 2071)-Seerbruccken (WQ ¥551)-Homburg (WQ 7170)-
Bingon could be openod by the roconstruction of two dridgos, one over
tho Saar River at Saarbdruocken, and the other ovaer the Nahe River at
Bad Muenstor (WH 0838), Rxcopt for a smnll soction of track betwoon
Falk and Saarbruncken, thore was no cxtmelve damage, Nork was begun
without dolay and thia 1linc wee oponod 1 March 1945, Materinl wes
agscabled at onco for bridging tho RAhine Rivor at iainz,

¢, Bocesuse of excellaont planning and caroful mhasing of
naterial flow, the constructina of bridges ovor tho Rhine River pro-
cecodod on schodule, Thoso operations woro as followss

(1) Working 24-hours dnily, the Mmginoore complotod the
bridgo at Wosel on B April 1945 in 10 days, four howrs, and 45 minutes,
Tho structurc was a 23 span, girdor type, trostlec bridge 1,735 foot long,
All epang woro 75 foet long, excopt ono §2-foot apan for nnvigatiosn,
Almost 14,000 foet of tradc and six turn-outs woro constructod.

(2) Tho lninz bridge required tho spanning of 3, kb
foot, including approximatoly 1,100 feet of tho old bridge which could Ye
used, Tho bridge was constructod of "Motor beans' on trostles which
ware suportod on piles, Thim bridge was completed for traffic oz L
4pril 1945, in 10 dnye and 3% minutos, From Mains tho lines were opon=-
od to Kaseol (RO 2003), Leipeig (AR 2314), Munich (WY 8456), mnd
Turnburg (WO %2003,
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(3) At Duisburg(RA 3314), construction of another
bridge was bogun to supplenent the Wesel bridge, then contemplaged fr
Joint United States/British use, The bridge at Duisburg wasof the
girder type, with light steel freatles supported an wood piers, except
in the deeper portion of $he river whers stesl pilss wers uesd, Oone
orete bases were used on the west side. This 2,815 foot bridge was
conpketed on 8 May 1945, in six days, 14 hours, sad 20 mimutes, This
operaticn was an outstanding englnesring accorplisbrnent in support of
railway activities,

{4) Two additional bdridges were constructed over the
Rhine River at Mannhoin (W 5300) and Karleruhe (WR U746) for the support
of the 6 Army Group. The Ernie Pyle railway bridge at Mannheim, of wood
trestle construction, was comploted on 25 April 1945, Construction had
been started shortly eftor the initial croselng on 1 #pril 1545, The
construction of dotb these bridgos, wnllke the others over the Rhine
River, was under the direction of the Military Rellway Service. The
rallway bridge at Earleruhc was corpleted on 15 May 1945,

4, These construction records show definitely the adventage
of making reilwey construction the responsibility wolely of the Corps
of Ergincers,

50, Joint Beconnalssence Responsibilities, Tho leck of an organ~
ized program for joint roconnaissance by the Engineers and the Military
Railway Service, prior to the reconstruction of certain routes, resulted
in confusion end delay, In many instances, routes wero doeignated ar-
Pitrarily, without consideration of operating resuirements, In other
instances, no attention wes paid to ruling grades on parallel or nearly
parallel linss, resulting in operating difficulties. It was later
found t0 be possible to have used parallel routes, whers mora suitable
track conditions exiasted, There was »n oxemple of this situation in
the abandoning of the rail line from Libremont (VP 31UE) to St.Vith
(vr 8588), which had been selected without eonsulting Militery Rallway
Service p# to its sultadility for nain lins operations, 4fter it had
been repaired it was found to present so nmany opersting difficultfies
that its use was discontinued after an adjacent, though somewbat longer,
route was provided,

SECTION 2
SIGFAL COHPS SUPPORT

51, Operations in Northorn l‘re\nc_e,_—(

a, The eignal cormunications plan Ffor military railways
salled for five principel circuibs to be provided as follows:

(1) Digpatcher's cirouit for traln movement contral
between polints,

{2) Mossage cirenit for gcmeral conmunicabions.

(3) Movement control circuit from Headouarters, Military
Rallway Service, to all Grand Diviaions.

( local novenent ocontrol circult between Grend Divisions
and Railway Operating Battaliong,

(5) Tslotype service between prinoipal points,

b. Shortagos in signsl equipment end time requirsd that only
the nininmun facilities Ye provided., Adcording to plan the ddspatcher's
and nessago circults were given priority for repeir and naw installations,
when required. In addition to this, provision was nade for 10 long range
nobile radio sete for commend contrql purposes, The necessity for uvaing
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Noff the main line" trrckege, in order to bypase heavily demeged in-
stallationa, nade the comunications problen a najor one,

c. Tho ususl practice was to string a single "pair" along tho
railroad right-of-way, using whatever support was available or plecing
the wire on the ground. Accidantal cutting, or deliberete cutting by
Gerpan etragglers, causod nany train dslays, It was not uncormon %o sea
three or four trains backed up at onc station, aweiting train orders,

The use of notor couriers helped tc some extent but wes not & good rethod
of disprtching trains, Ths inadequacy of signel comnunications wes os-
pecielly sorious in singlo track operations, At omo tine, the fraguoncy
of accidents, caumed by poor signel cornnunicetions as well as by tho lack
of a conventional visual eyeten and of hoadlights on tho loconotives, nade
it necessary to stop counter-movenent on single track linea,® $hus in-
cressing the "turn-around® tine of cere and locomotives, This instance
occurred just bofore the Falaiso (VU 1U436) pockot was cloarod, and the
return traffic stheduled to follow a northern route fron Dreux (VR 3135)
to Le Hane (VV 4161) was ccnled by epory activity, A large back-log of
loadod cers accumnlated at Lc kang,®

d, Host of the connunication problens were duc to the rapid
advance of the Arnies, 3Because of thie, there wasnot sufficient tine
for the imnediate installation of all of tho signal facilities required.
However, the fact remains that in neny cesos thi only dispatcher's cir-
ouits that werec ever inetalled were provided by the signel platoons of
tho reilway operating battalions, with the assistance of civilian tech-
nicians, This situation could have been improved through better planning
rnd cooperetion of tho part of tho Signal Corps officers responsidble for
those functions.

52, Operetionp in Southern Frence,2 Fron the beginning, Signal
Corps support was ticcly and effective, The relatively narrow arsa re—
oulred for railway operations, and tho more favorable clinatic conditions
south of Dijon (WO OEGJ.). alded in the osrly provision of signal com~
nunications facllities, The rapidity of sidvence necossitated innediate
reliance on radlo couwipment., 4 wide sproed redio network wae provided
for the control of the militrry rallweys, It was of naterial assistance
in ninimlizing thc nrodlems of rail traffic control, Wine stetions were
in operetion in important railway control coentors, Teletype service
betwoen forward and roar headquartors wae aleo established before the
end of January 1945.

53. 7Tinel Phasc of QOperations, In the pertod during which the Armies
sdvenced to the Rhine River and au'bseguont to the oroseing of 1%, signal
conmunications improved inmmeasurably.® In thie instance equipment and
personnel wore available snd eignal reconstruction tbems kept abroast of
rallwey repair, EHad it boen possidle 40 effoot this forn of cooporstion
oarlior in tho campaign, mach tinme end effort would have boen savod, and
much of the congostion that occurred in the earlier phases could have
been avoided,
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CONCLUSIONS AND RECOMMENDATIONS

54, Conclusions. The operations of the iilitary Railwsy Service
in the Zuropean Thenter of Operations were characterized by the follow-
ing:

a. It sperated most efficiently es o centrally controlled
organization, as ~n integral vlement of the transport:tion system,

b, Its orgenization developed minor deficiencies because of
the lack of suffiolent numbers of:

(3.) Experiencud opersting personnel.

{2) Comnissioned officers with idequate military
background, suitablc for the exercisc of ocommand
functions,

{3) Troinec eadre personnel for supply and sdministration,

{4) Oificers suit-ble for nssignment to lialson duties,

(5) ~ersonnel for the operetion of stations and yerds,

c, Jts orgonization did not include provision for e head-
quarturs for the control of more than one Hilitary Reilway Service.

d, Lack of dccurity personnel org-nic to the kilitery Rail-
wey Service required the use of jiilitary Pollces unite for protection
of freight in trensit,

&, #hen the treticed situition permitted, its operctions i
conjunction with eivilinsn reilw y organtz-tions of liberated Allied
countries, the railwsy fecilities of which wore portially, and loter
wholly, under civilisn mansgement wore satlafrctory.

£, The retention of responsibility for mrintenancu of rail-
road right of wny, with authority for the storsge and issue of suffi-
cicnt track material for that purposc, was justified.

8. Eguipment wes 2dcquate and in sufficient quantity.
Duficicneiss in operrtion occurred beceuse of:

(1) Lack of complete standardization of type 2-8-0
lucomotives which required maintenance of
separnte stocks of replacement parts,

(2) Frilyre to provide headlights on locomotives.

(3) Unsatisfactory brake operating equipment on type
0-6~0 ewltching locomotives.

(4} Shortege of replacement perts for locomotives,

h, The exercise of the functions of movement control were
most efficiently performed when under the supervision of the Chief of
Transportztion, through the Movements Division of his office.

i. The retention of responsibility for roilway construction
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ahd reconstruction by the Corps of Enginevrs was justificd,

J. S8ign~l Corps support was most effective when provided
during the coursc of rceonstruction of the reil lines, so thet gignel
communications were avallable when the lines werc rerdy for opcration,

45, Recommend-tions, It is rucommendsd thet:

2, The opersbion of military railw.ys romein 2 function of
the Transportution Corps,

b, A Military Roilwoy Service be wstablishod undur the commond
of the Chief of Transport-tion, with necuss2ry commwnd funetions dele-
gated to a Director Genersl, kilitary Railway Service, Tronsportation
Corps,

c. An ap.roprinte Table of Orgrnization and Fquipment be
provided for a Headquarters and Hendquerters Couwpany, Generol Head-
guartera, Military Reilwey Service, when the usv of more than ons #ili-
tery Reilway Servicu in e Theator of Operations is contemplated,

d, /& permanont civilian reserve component of the silitzry
Railway Service, compriscd of both commissioned officurs and enlisted
men and recruited from civilian railrocd personncl, b eatablished and
maintnined, Furthor, thet the training progrem for this component
include as much as possible of fiuld training, both tretical rnd
militryy,

¢. The study of miitery railwry trenspertntion be included
in the programs of thu speeinl staff rnd service schocls, in both its
tochnical and logisticel zspocts.,

£, Tart n cellulor type of Teble cof Orgenizotion ond
Iquipment be providid for the Railway Oper-ting Battalion, and thot its
orgenization includc sugmentrtion terms for station and yard operction.

g. Tho wilitary Reilwey Servicoe be respunsiblu for protecting
freight in tronsit and that sufficlent porsonnel for that purposc be
provided within tho orgonization of the operating bettalions,

h. The policy of opurating railwoys for the transportation
of military personnsl snd supplics, incopporating civilian opeuration
and management, where friendly personnel is cveil ble, -~nd when the
tectical situstion permits, be continued es operationnl doctrine,

i, The stornge and issuc of limited quantitica of track
rep2ir matoricl for use in noranl maintenzcc of way operstions be
authorized,

J. Procurcvment policies for railw+y ecquipment incorpornte
the maximum degree of standsrdizotion,

k. Complotu unita of roilwny cquipment when shipped to e
Theater of Qperations be rccomprnied by an ~doqurtc supply of replacu-~
ment parts.

1. Responsibility for thc control of supply ~nd porsonnocl
movement rem~in with the. rppropriate at~ff scetion of the 0ffice,
Chief of Transportation.

m, Resoonsibility for railroad construction and reconstruction
remrin with the Corps of Engineers.
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n., Provision ¢ mide for joint Sign:l Corps-forps of
lingir..rs support in rnilwesy roconstruction to pormit the cerlicst
aoasible osuzblishiment of reilacy opurntions. )
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