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THE ACONY OF THIS
CONFEDERATE RAILROADS

Adapted into English by Gerald Hawkins

The collapse of the Confederate railroad system

Railroads made their first appearance in the South in 1833. iRveistors were
private businessmen whose major concern was to rush cotton and ofetaithe
Atlantic coast or river ports. In contrast to the northerhwegi lines that ran from East
to West to accelerate the settlement of the Westenitoters, those of the South ran in
the opposite direction, northbound from New-Orleans, Mobile, Sava@iar|eston,
Wilmington and Beaufort. Within the framework of their commarcompetition, these
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ports evidently lobbied vigorously to prevent their interconnection. 3twthern

railroads were structured to ease the transit of cotton and amoimprove

communications in a sparsely populated hinterfaritheir 9,000 miles of tracks,
managed by a plethora of small companies, were incredibly smapared to the
22,000 miles of northern lines, which were the longest of theeti@tates.

The weakness of the southern railroads resulted primarily fribrair
interdependence. The temporary unavailability of an intermeediia¢ interrupted the
transport of goods and people between towns deprived of direct connethierswitch
of lines on a journey between the east and the west of thedayaty was due to the
gaps that existed within and between states. In addition, t@fckiéfferent gauges
entailed the transfer of passengers and cargo at junctioonstaficcording to F.B.C.
Bradlee,‘In the North there were eleven different gauges running from 4.4 B2det.
Four feet eight and one-half inches was the general favorite ilNtreh (...) In the
South an even 5-foot was general, but did not hold a mastery. A change of gamnge m
of course, change of carsFor example, a journey between Monroe (Louisiana) and
Richmond (Virginia) required many connections for commuters aighi. To travel
from Philadelphia (Pennsylvania) to Charleston (South Carolina)as necessary to
change cars eight times. In 1857, it took a minimum of 42 hours to tev@90 miles
that separated Charleston from Memphis (Tennessee). Attithe, the speed of
southern “express” trains did not exceed 13 miles an hblareover, the rolling stock
was often of poor quality, even obsolete, and the lightweight iréswaire unsuitable
for heavy or sustained traffic. The demand for a more effidr@ght transport had
generated the creation of those lines but, as their efficieasyoften questionable, the
South did not attract northern and European railway investors.

The Richmond, Fredericksburg & Potomac RR Virginia and theAtlantic &
Western RRn Georgia represented the backbone of the southern rail ketiMoese
lines were of better quality than most because the staédhity crossed entered in
partnership with them The lack of power of their steam locomotives or the excessive
number of cars that they had to haul during the war, does notyeetiain their slow
moving pace. As late as 1861, many of the northern and especiadigutieern railway
tracks still consisted in wooden rails covered with iron sheeNegrly all southern
companies purchased their rolling stock, rails and spare fpamsthe North. In the
South, only the Tredegar Iron Works of Richmond and later the rollints roil
Savannah occasionally provided such equipment. On the other hand, thenniootme
and steel industry was better tooled and had already adopted moderfachaimg
techniques, such as mass production. During the conflict, theénesoutailway
companies had to rely solely on their financial resources withioythelp whatsoever
from the government and its steel production facilities to atiéigheir deficiencies and
repair their damaged or obsolete infrastructure. Moreover,otlithern heavy industry
quickly fell under the control of the War Department that prohibitedmills and
workshops from supplying the private sector.

The Confederate government never developed a true railroag. goichmond only
issued hasty directives when the urgency dictated it. As #ielRstates presented a

! Turner G.E.Victory Rode the Rails ; the Strategic Place of Ralroads in the Civil WarLincoln, 1992, pp. 29-
31.
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convex front at the beginning of the war, they could theoretidaiyefit from their
interior lines of communications to compensate for the North’s gujigrin railroad
transport. This required from the invader a considerable amount gineepi as well as
an enormous human potential to counterbalance the tactical mobility adversary.
However, this scheme did not correspond to the field reality.di$eontinuity of the
Confederate interior lines resulted from their inability to pete with the northern
railways that were more numerous, better organized, equippedopemted by
motivated employees.

Prior to the war, the South gave birth to very few rail tezihns because there was
virtually no demand as most skilled railroaders came fromNibreh. Politicians and
companies under contract with the Confederacy only became afvire weaknesses
of their infrastructure when almost all their rail workérad returned home at the
beginning of the conflict. Actually, 29,000 well-trained men (132 perdred miles)
backed up by an inexhaustible stock of spare parts ran 22,000 nileghsrn railway
lines. In contrast, the South had a workforce of 7,500 men responsilihes farnning
and maintenance of its 9,000 mile-network (83 per hundred riilEss disproportion
in the number of railmen is explained by the departure of northern asecwand
personnel after the states’ secession and the incorporationrehtheing labour force
in the Confederate armyln April 1863, the shortage of mechanics and engineers
paralyzed the operation of the railroads to the extent tleatmimagers of their main
companies met in Richmond to demand the demobilization of thousandsl of ra
technicians and the hiring of an additional 500 from Eufops.the army exempted
these workers sparingly, companies resorted to using inexperieragd dthves, at
least until 1863. Afterwards, their masters refused to rent gy longer because they
often took advantage of the loose supervision to flee to theyelirees’

The Confederate government tried to control the southern railag861, but its
politicians contended that only critical urgencies could justifgirt interference in
private business. Under pressure, the House of Congress newsrihatied, on April
17, 1862, a law authorizing the army to take control of the railrdagisthe Senate
opposed if This rejection was foreseeable. Firstly, because thelaswvould cause
substantial financial losses to the many senators who possesses! ishthe railway
companies. Secondly, because the Confederate administratioeluetant to forgo the
“states’ rights” to seize property of which many Confedertdtes were shareholders.
Ever focusing on their personal interest, many southern politiciafissed to
understand that the disruption of their railways handicappeddeftnce policy. From
the beginning, General R.E. Lee had insisted on the absolute freeédatogue between
the railroad companies to improve the interior traffic and buldnections that were
vital to strategic military movements. Congress reactedrbgosing measures that led
to projects that did not take into account the material, palliind financial situation of
the South. Between February and October 1862, it passed fourthaitlgprovided
President Davis with the necessary funds to authorize the prolmmgétiour important
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railways lines, notably a connection between Danville (Viediaind Greensboro (North
Carolina), another between Selma (Alabama) and Meridiass{s4ippi), an extension
of the New Orleans & Texas RRhe between New Iberia (Louisiana) and Houston
(Texas) and the construction of a new line between Rome (Geargid§lue Mountain
(Alabama)’

The initial resources allocated to some companies soon encouragesl tot come
up with the wildest schemes in the hope of securing contractgheithovernment. In
his work “Victory Rode the Rails” George Turner explains that some companies
proposed extensions or connections that, under the alleged pretexoon&iaterest,
served only their own. The allocation of public subsidies alserdgazl on a company’s
political loyalty to the House and the Senate. Many politiciamteds in favour of
projects that did not make sense because these suited tissinglenterest. The same
reasons drove them to reject funds that would be detrimental ¢totiganies in which
they had invested. The story of the connection between Danvillé&Gaeehsboro is
typical of their selfish demeanour. As this junction was cfuicia supplying Lee’s
army from 1862 to 1865, the politicians who prevented or delayed itsractst
demonstrated a sense of patriotic duty worthy of Middle Age feayd4

The extravaganza that transpires from many southern railwajgcis at the
beginning of the war does not relate to their usefulness, oftefiedisbut to the means
of achieving them. How does one create connections between variopargoines
when there are no rails, no steel industry capable of manufartivem, no skilled
technicians nor the indispensable rolling stock ? One may wondgrthehsouthern
decision makers failed to take advantage of the inefficienapheforthern blockade
until 1862, to import the components necessary for their railmfegstructure, at a time
when their cotton constituted an excellent currency exchange. A el@mnination of
the events leads to two explanations. One is to be found in tHe firat great
Confederate victory at Bull Run, in July 1861. It consolidatedSieth’s feeling that
the superiority of its armies would be sufficient to conquendependence and that the
European powers would officially recognize the southern Confederémetibe end of
the year. The other reason was the South’s total inability teehepd the importance
that the railroads would come to represent in the greatestatonfAmerican history.
In April 1861, Davis and his Secretary of War did not even percbeseorrelation that
existed between the use of the railroads and the rapid conmenitthe opposing
army. All they had to do was to read the headlines of theararfiress, which day after
day announced the recent arrival in Washington of trainloadsiofewuits**

On February 10, 1862, Congress finally approved the funding of a ralinay
between Danville and Greensboro, and the President had no partieatam to
postpone its construction. Instead of giving an impulse to thiegirdpavis did not
perceive its urgency. On the other hand, he split hairs and sqdafitethe manager
of the Roanoke RRAs the latter was a close friend of Davis and sinceptbposed
railway connection competed with his own line, his appeal t€thdederate President
did not fall on deaf ears. Explaining that his company had alreadgdtaut important
extensions before the war, he claimed that his line wouldrerss speedier connection
with North Carolina. Convinced by these arguments, Davis suspemel@drstruction
of the Danville-Greensboro line, at the same time requgediis chief engineer to

°0O.R. S. 4,vol. | : pp. 912, 941, 1073 ; vol. f1.:200.
2 Turner,Victory Rode the Railpp. 234-35.
1 bid, p. 311
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personally evaluate his friend’s railroad infrastructure. Aftecareful survey, the
engineer reported that the repairing of Beanoke RRines would be more expensive
and require more time than the construction of the junction n@emded by Congress.
All these quibbles caused a two-year delay in the start-upeobanville-Greensboro
junction, time during which Lee’s army suffered considerahiynfits absenc: This
affair illustrates Jefferson Davis’ lack of maturity iml@main that was vital for running
the war and allocating the states’ food supplies. The congressgmmakentatives were
hardly more interested in the railroads than the President \ag. ifdifference was
notable at the time of the creation of a direct connectiondsst Selma (Alabama) and
Meridian (Mississippi). In February 1862, the House allocated a bodd®0,000 $ to
this project, but failed to follow up on its execution, even thougtStima-Meridian
interconnection was more than just a line on piece of paper e $oiiges already
existed and work had already begun on several miles of track.

The Federal advance in Tennessee finally awoke the southeritigrudit The
Secretary of War ordered his chief engineer to activatedahstruction work on the
Selma-Meridian liné® The engineer’s report was unequivocal : if Richmond wanted to
finish this junction quickly, it would cost the government an additi&@®9,000 $.
Moreover, another problem arose. Was it or not necessary to susp@idigagons of
a foundry under contract with the government so that it could menuéathe
equipment ordered by a private company, also under contract wittoveengient ?
This dilemma fuelled controversies that lasted until the étiteoyear. The Confederate
authorities waited until the enemy controlled Memphis-Charleston RRnd entered
in Alabama before completing the Selma-Meridian line by the &nti862** Since
Congress had denied the President the power to interfere in Iitsadapolicy, it
adopted an attitude of non-interference that excluded any finaanidl material
support:®> However, the government, and especially its generals, riedafrom the
existing railway infrastructure an effectiveness thataténg stock would not provide
much longer, due to the lack of maintenance and spare parts. Inbikesche
desolation of theCentral Virginia RR its superintendent unknowingly reflected the
general situation of the Confederate railroads at that tiffiee locomotives are
constantly used with loads to the extent of their capacity and cannspdred for
repairs ; they are run until they can run longer. Many of them are old andasulys
out of order*®

Walter Goodman was the President of Mississippi Central RRHe took advantage
of his friendship with Jefferson Davis to suggest a recovery fadarthe southern
railroads. In substance, he requested that the government prowite toaintenance
works of the five largest companies of the South all the odsmachinery necessary
to manufacture rolling stock and spare parts. The most difficaterials to find were
boilerplates and tubing, iron sheets, piping and other mechanidal gawodman
recommended the immediate construction of rolling mills ne@etsites that were rich
in iron and coal deposité.The suggestions of this individual show to what extent the
southern political class and some of its businessmen were destedrfrom reality.

20.R. S. 4,vol. | : pp. 1022, 1025-26, 1085-88) AL 1voal. llI, p. 392.
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The Confederate industrial infrastructure was indeed unal#é&eotively support the
war effort due to the lack of raw materials, machinery, tetéuns and skilled workers.
As for the coal and iron deposits mentioned by Goodman, no one hadoesatered
mining them. This farsighted character simply anticipated an tnausevolution,
which would have taken years to develop, even in peace times amdavgtrong
currency !

Few southern politicians understood the importance of railroacptyeina terms of
strategy, but some military commanders also failed to comprekeistgnificance. In
February 1862, Major General Joseph E. Johnston commanded the Viagres f
deployed near the Manassas rail junction, which bordered @ tangber of military
depots. The progression of McClellan’s Federal army quickly redddohnston’s
position untenable. Johnston’s problem was not how to organize his,rbtrehbw to
evacuate the contents of his warehouses. Three railway compamethrough his
stronghold and he ordered them to transfer the contents of the Madagsds to the
Virginian hinterland. This created a precedent in the historgeotnited States insofar
as West Point had never taught its officers how to exploit thisstetegic toof® On
February 22, 1862, in accordance with his instructions, Colonel LuciubrNpy the
superintendent of the Commissary Bureau, a branch of th&®®fmrtment, ordered the
Orange & Alexandria RRo evacuate the stockpiles. Without consulting the agents of
the companies involved in this operation, General Johnston insigiethe move be
completed by the end of the first week of March. On MardieS)lamed the company
agents for losing much of the equipment. In reality, he had metit@o many trains at
the same time and these were now stranded on a single tke@a March 7, a large
portion of his army was retreating while its rear-guard settdi the depots full of much
needed food and military supplies. To justify this waste, Johnstonezlahat President
Davis had forced him to retreat prematurely and that Northrop hadbaded the
storehouses. The latter reacted violentlywo weeks before his (Johnston’s) move, he
promised my officer, Major Lonad, the transportation deemed sufficierdfamdich he
had assumed direct control. Empty trains passed the meat which hathioeienpiles,
ready for shipment. Empty trains lay idle at Manassas for days in spitoland’s
efforts to get them. General Johnston says the stores ofdepartments were brought
off. Eight hundreds new army saddles, several thousand pairs of nes &b a large
number of new blankets were burnéd”.

This controversy shows that General Johnston was totally ignoramailroad
matters. In fact, he waited until the last minute to infanen tarious companies of the
immense task that awaited them. Moreover, he failed to alatithe synchronization
of such complex movements was beyond his ability. Johnston’s mti@mpetence in
this field led to negligence that could have had dramatic qoesees. His left wing,
under the command of General T. Holmes, occupied a key positioa tdoshe
Richmond, Fredericksburg & Potomac R&minal. Since Holmes had received no
specific instructions from, Adjutant General Samuel Cogmart him the following
instruction :“Mr. Daniel, President of the Richmond, Fredericksburg and Potgrhas
been advised by the Secretary of War to cause that part of the roagebeAquia
Creek and Fredericksburg to be broken up and the rails to be remogedth®place of
safety. You are requested to give such facilities in men and meanayalse in your

18 Johnston J.ENarrative of Military OperationsAppleton, 1874, pp. 98-99.
190.R. S. 3,vol. | : p. 1083 ; S. 4, vol. |, p. B03Turner Victory Rode the Railpp. 130-32.
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power, to accomplish this object® Without Cooper’s intervention, McClellan’ army
was steaming straight into Richmond ! The senseless pride afnceduthern officers
was commensurate with their ignorance, which sometimesoletfamatic incidents.
While a convoy packed with Confederate soldiers was moving towRicigmond,
another train left this destination bound for Gordonsville, VirgiBacause the line
consisted in a single track, one train usually gave way tohanaccording to an
established procedure. This did not suit the Louisiana colonel ifirgherain, who
claimed priority and ordered full steam ahead. He no doubt inddired the other
convoy would rear up like a horse. His stupidity caused the wdlkgayacatastrophe of
the entire war. The terrible collision between the two trapeeding in opposite
directions threw hundreds of soldiers aside of the tracks whiley maore died
entrapped in the wooden cars that were crushed like matesbyxhe impact

At the beginning of the year 1862, the presidents of the miwayacompanies met
in Richmond to explore the possibility of importing rails and sparts parcertain T.D.
Bisbee proposed to create a British commercial company in whielConfederate
government, its iron and steel industry and the railway comparuekivold shares.
This project foresaw the export of cotton under the protection ofebelRlavy to buy
tools, machinery and equipment for the South. The participants appitwvédea and a
spokesman was appointed to convey these proposals to the Secretary th&Matter
responded negatively, stating that the government did not plan to sapparticular
private sector more than anotfiéiThe Richmond wait-and-see policy with regard to its
rail network worsened in 1863. In February of the same yeakydreDepartment sent
Captain John Robinson to Great Britain to procure military suppBeme railway
companies asked that Captain Robinson be authorized to purchasspsoenparts and
heavy equipment on their behalf. The Secretary of War refused remgiest, but
Robinson took it upon himself to go ahead. When the Secretary got witige of
captain’s disobedience, he recalled him back to the South andexbséiign to a unit on
the front line. The powerfuRichmond, Fredericksburg & Potomac RPotested to the
governmental authorities regarding the fate of poor Robinson. RandolpBethetary
of War at the time, replied that he did not authorize his offite negotiate contracts
for private companies. Aggrieved, the railway President huded# that the interests of
his company were the same as those of the Confederacy. &dreteé8y of War
nevertheless closed the file and Captain Robinson remainge fronf>

On the other hand, the War Department never lost an opportanitiride into the
private railway business when it judged that the vital intereSthe Confederacy were
at stake. The case of tiReedmont RRin January 1863, helps to understand why the
Richmond “diktats” de-motivated a number of companies and why theseat times
unwilling to cooperate. The creation of tReedmont RRvas part of a scheme of rapid
connections between West Virginia and Lee’s forces. This nesvviias to connect
Piedmont to th&/irginia Central RRbetween Covington and Charlottesville. During its
construction, the site engineer soon ran short of rails. Atitha, four companies, the
Western North Carolina RRRaleigh & Gaston RR, Atlantic & North Carolina RiRd
Central Virginia RRhad painfully created a stockpile of rails for the expansfahedr
own lines and forthcoming repairs. Under the pretext that thetrootien of the

200.R. vol. V : pp. 1096, 1100 ; vol. LI : p. 497.
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Piedmont RRwas of major strategic importance, the Secretary of Warreaddthe
seizure of the rails belonging to those four compafies.

The supplying of Richmond and Lee’s army depended on the mobility of the
Richmond & Danville RRHowever, in March 1863, its lines were in such a poor shape
that four or five miles of track became unusable, owing to the coyrgpkack of funds
to hire sufficient maintenance personffello plug the gap in the supply of Lee’s
troops, the Chief of the Engineer Bureau announced that he would remeavecessary
rails from theNorfolk & Petersburg RE® This patching up of crucial railway lines by
the appropriation of its crossties, spikes and tracks fromirtgssrtant ones became so
frequent that the Engineer Bureau systematically resaotélid practice until the end
of the war. Although the Confederate government refused to relgtrilggling private
railway companies, it asserted the right to use, misuse largk ahem at will. In this
perspective, the South’s railroad network was inevitably doomed eduted to a
skeleton of lines covering only the large battle theatres. fidsathe end of the war, the
Engineer Bureau set up an agency responsible for collectingdrap throughout the
Confederacy for further conversion into rails. In addition, thesnay was to receive the
tools necessary to repair the railway lines, their roltark and bridges damaged by
the enemy. The Department chief did not see the usefulndgbs diody and pleaded
instead in favour of the creation of a body of railway sappers. SetdbBSecretary of
War, not only dismissed the project altogether, but also addBailroads are an
uncertain reliance ; they will worry me out of my life y#tink”.’

As superintendent of the Quartermaster Bureau, a branch &¥#éneDepartment,
Colonel Abraham Myers was responsible for the transport of traupshair supplies.
Although ignorant in railroad matters, he refused to delegate utirity and thus
deprived his assistant, Colonel Ashe, of any decision making. ldklyfound himself
entangled in the unrewarding role of “ombudsman” with his field ofi&gtieduced to
the inspection of railways lines, the collecting of comptaiahd, occasionally, the
coordination of some specific train timetables. Howevera é&srmer president of the
Wilmington & Weldon RRAshe knew his job better than did his b&5k.thus became
clear that the railroad infrastructure would further fglam if not controlled by a
centralized management system. On December 3, 1862, tree®paf War appointed
William Wadley as Supervisor General of the Confederateoeals. Like Colonel
Ashe, Wadley had gained much experience at the time of higdgmeg of the
Vicksburg & Shreveport RRJnlike his predecessor, he was accountable only to the
Secretary of War. His duties were however limited to shpervision of the tracks,
personnel and rolling stock, as required by the government. My&esfad in vain that
this task was part of his own responsibilities. In the hope otisgeaome harmony
between the railway companies, Wadley tried to exerciseatghbrity over individual
railroad owners, managers, and employees. He not only ntetheitr selfishness and
autonomy in commercial matters, but also with the lack of catiparfrom the states
that possessed shares in the concerned companies. Failiaghdie prime objective -
the creation of a direct and rapid connection between Richmond and Momggome
(Alabama) - Wadley suggested granting President Davis the ptweeize any
company that did not fulfil its obligations. Lacking the means to pat railway

24 1bid, vol. XVIII : p. 825.
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companies under pressure, Wadley failed miserably in his taskraMiy 1863, the
Senate did not renew his commissfon.

Rather than changing his methods, the government changed thenthagptaced
Wadley by Captain F.W. Sims who, for the same reasons empedeby his
predecessor, did not succeed in overcoming the deafness of himsupgdeanwhile,
on February 14, 1864, Brigadier General Alexander Lawton had supersgees il
the head of the Quartermaster Bureau. In his analysishef situation, Lawton
recommended to stop playing musical chairs with the tracks astdrtathe immediate
repair of the fifty locomotives that lay idle in governmed workshops because of
missing parts‘The time has arrived when it must be decided whether thierayis to
continue; if it is, the government must be prepared for verydivand uncertain means
of transportation. It is utterly impossible to continue in the predestructive course.
Complaints of the deficiency in transportation are daily made, and yqartieent is
censured for want of energy, and too frequently worse motives aibexkcEomething
is due to a department upon which the whole burden of transportation restd,itaisd i
not yielded, then other officers must shoulder the responsibBlihat the roads ask,
and what they must have, is iron ore, permission for foundries and roliitsgtonwork
for t?g—:‘m, and a liberal system of detailing machinists from they Akathing else will
do”.

The deficiencies of the Confederate railroads did not exclysiesult from the
absence of competent management or outdated equipment. The Soutiseptiidal
obsession with individual and state rights and the concurrenofeantralized power
equally contributed to the railroad disorder. The autonomy of thessenest states
continuously barred the creation of a centralized Bureau otawiliRailroads, as it
existed in the North. This inevitably led to considerable clasieéween Richmond and
the states that had invested in the railway business. Thedrrgme often denied the
War Department the right to use their private lines, evehefnation’s vital interests
were at stake. We will not list the numerous disputesapposed them with Richmond
on this subject but, despite the realities of war, the Cenééel states did not always
yield to Richmond'’s pressuré.

The South’s strategic objectives also stumbled on private antheanal interests.
At the beginning of the conflict, General Lee requested ttegconnection of the two
lines that ran into Petersburg, Virginia. Until then, freigpad to be off-loaded and
moved across town on horse wagons to rail depots served by diffaregd tracks. The
mayor of Petersburg and his council rejected such a project bebauseloading and
reloading of goods benefited a great deal to the local tiddeerratic supply of Lee’s
army also resulted from the priority given by the railwaynpanies to the lucrative
traffic of passengers. The fares paid by the travedireceeded by far those imposed by
the government to convey food or soldiers to the ffont.

Since the Confederate rolling mills easily convertedsraito armour-plates, the
Navy Department tried to acquire as many as possible. By pasuar by force, it
initially got hold of existing stockpiles of new rails, and thelezes those from

2% Ibid, vol. Il : pp. 225, 373 ; TurneWictory Rode the Railspp. 245-46 ; BradleeThe Railroads and the
Confederacypp. 232-34, 237-40, 247, 251.
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secondary lines. It pilfered a few hundred tons fromAti@ntic & North Carolina RR
4,000 rails from a North Carolina line and 4,000 tons from two sowatipanies in
Georgia and South Carolina. When the Navy had appropriated all staoikgsed rails,

it fell back on the minor lines. In Georgia, it confiscateduad 60 miles of tracks
belonging to theBrunswick & Florida RR In South Carolina, it forced thNorth
Eastern RRto contribute tons of rails for the armour plating of a battleship i
Charleston. Th&Roanoke RRPetersburg & Weldon RBnd theNorfolk & Petersburg
RR suffered a similar fate in Virginia. In Mississippi, tNewy predators swept clean
theVicksburg & Shreveport RRven though this line was the only rail connection with
the Trans-Mississippt They even went as far as removing most of the rails fiem t
horse drawn streetcar network of Richmdhd.

The Navy had however to share its rail crave with the Dé&partment, the state
governors, the iron and steel industry and the railway companies, ldtibéd for the
same materials. In April 1862, Stephen Mallory, the Secrefatiye Navy, resorted to
the use of force to get hold of the rails required by his deeatt Despite the protests
of the President of thRichmond, Fredericksburg & Potomac Rt seized one of his
secondary lines, which was in full regular service. In GeprgidNavy agent acting
without authorization ordered the dismantling of a huge sectiorackgrbelonging to
the Savannah, Albany & Gulf RRie further instructed its company president to deliver
the rails to the rolling mills of Atlanta. The latter wratePresident Davis, the Secretary
of War and the commanding officer of the Savannah garrisones@ng the immediate
restitution of his rails. Receiving no reply, he refused tovelethem to Atlanta. He
only gave in when the government threatened to seize his &n&

The Albemarleaffair is a typical example of the conflict of inteesihat prevailed
between the Navy, the Army and the railway companies. Rtithe government's
expenses, the river ironcla€€SS Albemarle was assigned to the defence of
Wilmington'’s harbour (North Carolina) and its internal waterwéilysSNovember 1862,
Mallory wrote to Zebulon Vance, the Governor of North Carolina, remgehis
permission to recuperate the rails of a minor line. Vanceegtpitiat he would transmit
his demand to thétlantic & North Carolina RRbecause his state was only a minority
shareholder in this company. Several days later, Varicemad Mallory that the
company was ready to make the rails available, but underrcedaditions. The ten
miles of tracks referred to by the Secretary of the Navyeweérexcellent quality or at
least in very good condition. Deeming that worn out rails were gaodgh for the
Navy, theAtlantic & North Carolina RRproposed to remove the better rails in order to
reinforce the weakest sections of its line. In exchangesdhgany would deliver to the
Navy an equal amount of obsolete rails. This bargaining went tinami incredible
unawareness of the realities of war, at a time wheretleeny had already set foot on
the North Carolina coadt.

In January 1863, James W. Cooke, the future commander @S3BeAlbemarle
which was in the course of construction, informed his departnfexit the North
Carolina company mentioned above had changed its tifrab iron can be obtained

33 still W.N. Jr.,Confederate Shipbuildind\thens, 1969, p. 50 ; Cole A.The Irrepressible Conflict, 1850-1866
“Journal of Southern History”, vol. XlI-4-1946, B0O.

34 Richmond Dispatci$eptember, 30, 1863.

35 0.R. vol. XIII : pp. 816-17.
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86-87, 146-49, 234.



CONFEDERATE HISTORICAL ASSOCIATION OF BELGIUM

to clad these boats, | think the entire work ought to be abandofeaffter further
delays, North Carolina finally agreed to convey 400 tons of scrapeda the rolling
mills that would convert them into armour plates. However,as \still necessary to
transport them to the ship’s construction yard. On March 7, 18@¢lyngeventeen
months after the Secretary of the Navy’s original request, ftarder Cooke
discovered that General Lynch, the commander of the militatsiati monopolized the
only railway line that could transport his iron plates. The direstrained relationship
between the two men suddenly turned into an armed confrontation whanfixei
bayonets, Lynch’s soldiers prevented the Navy representatroes feaching the
railway station. President Davis and the Secretaried/ar and of the Navy had to
intervene personally in order to avert a serious clash bettieefrmy and the Nawy?
Following this affair, Davis ordered the creation of an agehayged with selecting the
railway lines from which the Navy could seize tracks. Initgahis agency contributed
more to the further disintegration of the railway infrastrugtilman to the shipbuilding
effort. In January of the following year, the Bureau’s chiefiregy realized that it was
time to re-evaluate the situatioriNo ironclads have effected any good, nor are likely
to effect any. Then, the Engineer Bureau recommended that all ‘menabe turned
over to the army for railroad use®

The animosity of the Navy towards the railroads resulted frerfailure to develop
an adequate naval construction program. TI%S Virginia | better known under the
name ofMerrimag was the first Confederate battleship that attractedttéet@n of the
great naval powers at the time of her duel withUlsS Monitoy on March 9, 1862 If
this ironclad had been operational in January 1862, the FedanaMMaild never have
completed theMonitor in time and nothing would have prevented @S Virginia |
from destroying the Union squadron at Hampton Roads. The Tredegar tnks \bBf
Richmond had nevertheless produced Wiginia’s armour plates by January 1862.
However, these remained for weeks on the bank of the James igause the
Richmond & Petersburg R&d not have sufficient flatcars to transport them. Almost
three crucial months were thus lost due to the lack of a trangplicy in adequacy
with the planned naval operatith.

The inexistence of direct connections between the East andakead/well as the
pitiful state of its rolling stock cost the South the townN®#w Orleans. TheCSS
Mississippi built in that port, was a powerful river ironclad that had noerwter in the
squadron of Admiral Farragut. This juggernaut however conceal¢dfahinery, and
notably defects in its main shaft, which could only be fixed by tleeldgar Iron Works
of Virginia. To achieve this, it was first necessary toldai tailor-made flatcar to
transport this piece of equipment by rail. Once repaired, it thekshaft nearly one
month to cover the distance that separated Richmond from Newn®rland it only
arrived at destination a few days before the Federalkattéaving insufficient time to
replace the shaft on theéSS Mississippiher crew scuttled the ship to prevent it from
falling into enemy hand& When, in 1862, the Federal army occupied the shipyards of
Nashville and Memphis (Tennessee), it found the carcasseshofriegy ironclads and

S7T0.R. S. 4, vol. Il : p. 365 ; StilGhipbuilding pp. 50-54 ; Elliott)ronclad Roanokepp. 67-70, 130-31, 134-35.
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five wooden steamships. The Confederates set fire to themdeenaither th€entral
Alabama RRhor theNashville & Chattanooga RRad the appropriate rolling stock to
transport these vessels and their machiftery.

In May 1863, the Navy's proposal to purchase part of the oéitbe Florida RR
generated a conflict of interests, which hampered the launchittge aiver ironclad
CSSJackson(or Muscogee) John Milton, the Governor of Florida, readily accepted
Mallory’s request, even more since this battleship was beirgibuColumbus, in the
north of his state. David Yulee, the Senator from Florida thtamiened, denouncing
the Governor's agreement. As a majority shareholder irrliliéda RR Yulee did not
intend to lose money by complying with a demand that would cripple his Time
dispute dragged on in the courts but inexorably ended with the seizdhe odils
initially requested. Th€SS Muscogeeas ready too late for duty and her crew scuttled
the vessel in April 186%' In March 1864, North Carolina, the Navy officer in charge of
supervising the construction of the river ironclaBSNeusementioned in his report :
“It floats not. The first course of iron is complete. The secontyfiaegun (...) the stop
is at Wilmington, where there are several car loads of ironimgitransportation”>
When the Secretary of the Navy shared his concerns with hisago#eof the War
Department, the Quartermaster General repliéd present forage and food necessary
for our armies in the field demand our entire transportatiomhe more the Navy
pilfered the railway lines, the more were these unable to cammeegquipment needed
for the launching of battleships.

Overall, the food resources of the Confederacy should have dugcient for its
population, but the inadequate means of transport and especiakbydlitage of salt
prevented its government from moving them to their destin&tiom.May 1863, for
example, the superintendent of tli&chmond & Danville RRnotified the War
Department that the transport of 600 horses for Lee’s army waulgbrarily defer the
supplying of the capital. In April of the same year, the crimghiail network deprived
the military authorities of 2,500 tons of bacon donated to Magby the Governor of
Alabama. The dilapidation of the railway infrastructure irs thiea was substantiated
the following month. At the beginning of 1864, while famine torturechRiond, forty
tons of sweet potatoes were rotting in warehouses between Riclamdndiimington
due to the lack of readily available locomotiVés.

In short, the shambles that resulted from the disruption of theesouthilroads
penalized the movements of the Confederate armies throughout thandaoften
played in favour of the North’s military operations.

Confederate railroads in military operations
THE FALL OF VICKSBURG
Vicksburg was a key location on the Mississippi River. Firsdgause it controlled

the approach of the enemy fleets downstream and upstream pafsiton, secondly
since it covered a broad area of communications between theabkdshe Trans-
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Mississippi. Grant’'s campaign against this fortress bega®dtober 1862, but of
interest to us are the events of April 1863. After failingesal times to encircle
Vicksburg by land, Grant decided to circumvent the place by tnaimgféhis troops on
the western bank of the river, far from the enemy’s poweduals. In the meantime, the
Confederates had completed the rail link between Selma andiderThis ensured the
Rebel stronghold an excellent line of communication with the, Eastplemented by
the Mobile & Ohio RRand theNew Orleans & Jackson R®hich crossed the state of
Mississippi from east to west. The weakness of Vicksburgnldiie single-track line
that connected it to Jackson since it was the only railwayHetecbuld provide military
reinforcements from the East. To isolate the Confederatéobaghd conceal his
manoeuvre, Grant ordered Colonel Benjamin Grierson to sabotagailiiayrlines
connecting the town. Leaving Grand Junction (Tennessee), Griersbrddistroyed
several sections of th&lobile & Ohio RR then some portions of th8outhern
Mississippi RRbetween Jackson and Meridian. Continuing his raid, he further degdtroy
part of theNew Orleans & Jackson Rbelow Vicksburg, before joining another Federal
army at Baton-Rouge. Between April 17 and May 2, 1863, whiletGvas deploying
his troops south of Vicksburg, Grierson had temporarily cut off Vicksbuyrdisrupting
its railway communications. The Confederates had neitherntnpower nor the
necessary equipment to repair these lines in a reasonable parittte meantime,
General Joseph E. Johnston was heading towards Vicksburg, hoping teesGuast
between Pemberton’s garrison and the 24,000 men that he imgisdpalong.

After crossing the Mississippi River downstream of VicksbuBgant's 44,000
veterans moved towards the fortified town. Knowing that Johnston weas@iby train
from Jackson, Pemberton left his defensive positions with 29,060@&rant then opted
for a classic Napoleonic tactical manoeuvre : defeat Johnstbrowerwhelming forces
before throwing them against Pemberton’s troops. But why hadn’t Jormsimmwhile
linked up with the Vicksburg garrison ? Firstly, because the ruptutieei railway line
connecting Jackson with Vicksburg prevented him from progressing aryerfurt
Secondly, since the railway company used by Johnston did not hawgesuffiains to
transport his artillery, and Johnson was reluctant to venture im @pentry without it.
In two days, Grant's boldness and the crumbling of the Confedetibtgys cost the
South its last key position in the West. On May 14, 1863, Grantlusdaapproximately
30,000 men (two of his three corps) supported by a strong artileagsail Johnston’s
forces, which evacuated Jacksonville and began a geneestrethe following day,
the three Federal corps regrouped to attack Pemberton’s forc&saatpion’s Hill.
Defeated, the Rebels fell back on Vicksburg that they finaltyesdered, on July 4,
1863, after a brutal and costly si€§e.

THE “SPRING” OF CHANCELLORSVILLE

On May 4, 1863, Lee won at Chancellorsville an extraordinaryctdatictory that
encouraged him to invade Pennsylvania, two months later. Howdneeryitginia
railroads nearly transformed the “spring” of Chancellorsvilte a storm more violent
than that of Gettysburg. In January 1863, Lee’s forces were @edamlose to
Fredericksburg (Virginia). Th&ichmond, Fredericksburg & Potomac Rforetically

“8 Boatner M.M.,Civil War Dictionary, New York, 1969, pp. 871-76Qpposing Forces in the Vicksburg Campaign
in Buel & Underwood, « Battles & Leaders of the iCWar », vol. Ill, p. 550 ; TurnetYictory Rode the Railp.
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constituted an excellent supply line from North Carolina. Howeit® obsolete trains
failed to provide the soldiers with adequate food and equipment onukardgsis.
About mid-January, Lee had to reduce their rations and even dfidseir horses. In
fact, the condition of this railway line was not the only conc&he true problem lie in
the absence of a competent supervisor appointed to coordinatéivitsea with those
of the Wilmington & Weldon RRindDanville & Greensboro RROn January 25, Lee
wrote to President Davis“Unless regular supplies can be obtained, | fear the
efficiency of the army will be reduced by many thousand men, aldexly the army is
far inferior in numbers to that of the enemy. | do not know whethatiffieulty arises
from the want of provisions at Richmond or from delay in its transportatiothis
point, but the result is that there is a scarcity of food forrttem. If the provisions are
in Richmond, | think, by an energetic operation of the railrdhey can be readily
transported. Great delay in the running of the freight trains has begorted to me,
which could be avoided by zeal and energy on the part of the adénts”

February was a month of rain, snow and food restrictions. dyreasponsible for
reducing the men to starvation, the railroads no longer manageggly €£nough grain
and forage for the cavalry horses. These emaciated animasfedemwith whatever
little grass there was to be found. As for the artillery é®rshey no longer had the
strength to pull even the lighter guns. To save them, Leetlsemt south, far from his
positions. In the meantime, barefooted and devoid of winter clothivey,troops
shivered while watching the Federal observation balloons taunting fiwem their
nearby base. There was no shortage of rations but food rotted in theét@émand in
poorly run warehouses. William Wadley, whom the Secretary of Maddrappointed to
coordinate the Virginia rail traffic, was unable to improte situation. The railway
lines that connected Richmond with the Virginia front seemed yzal Learning
meanwhile that stockpiles of food and equipment abounded in Atlantssugeested
that the Secretary of War send his agents of the CommiBsaeau to secure them and
ship them urgently to Virginia. The lack of response to rgsiest worried Lee, all the
more since the enemy was amassing an army more powenfuetea while his own
forces were dwindling daily’

In March 1863, James Seddon, the latest Secretary of Whatdpfinally admitted
that the Army of Virginia owed its destitution to the chadfittiation of the southern
railways. Agreeing that Virginia was the best place dacentrate supplies, Lee and
Seddon urged Northrop, the superintendent of the Commissariat Buweaake
immediate action. This bad-tempered individual did not like tgpuxhed about, and
knowing that he was the President’s protégé, he did nothing to impoowitions that
were turning into a nightmare. Lee’s troops were starving nexigmmod railway line at
the end of which were rotting food supplies that nobody could or wantehtiie. Lee
then saw red. He sent an critical message stating thatrhigs rations were distributed
every three days and reduced to 113 grams of bacon, 500 grams ainfliodi5 kilos of
rice per group of one hundred mémhis may give existence to the troops while idle,
but will certainly cause them to break down when called upon for exertt With the
arrival of spring and the resolving of some of the railway prob)ebee’s men and
horses slowly regained strength. This renewed vigour wasiyncase sufficient to
inflict the most punishing and humiliating defeat to the Faldermy of the Potomac.

“°0.R. S. 3, vol. XVIII ; pp. 784, 873 ; vol. XXI, 1110.
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BRAGG'S KENTUCKY CAMPAIGN

In April 1862, after their defeat at Shiloh (Tennessee)Cihiefederates retreated to
Corinth (Mississippi). On May 29, the immense pressure of ther&earmy of General
Henry Halleck forced them to evacuate the town. Surprisingly, tankees did not
pursue the Rebels, as Halleck preferred to consolidate his owropssiRather than
taking advantage from his numerical superiority, Halleck dividedfbices in two
distinct bodies : the Army of Mississippi under General WilliRosecrans and the
Army of Ohio under the command of General Don Carlos Buell. He atdleecfirst to
march on Vicksburg (Mississippi) and the second, to occupy Chattanbegaessee).
Buell progressed slowly because Halleck had instructed him to eeghsafeguard the
Memphis & Charleston RRs he moved on. However, Rebel cavalry raids on this
railway line constantly hindered his advance towards Chattandegan Tupelo
(Mississippi) where reinforcements had boosted his Army of Teerda®s 66,000 men,
Confederate General Braxton Bragg observed the slow pace dfsBamehy. This
inspired him a daring plan. Leaving a cordon of troops to distnacarriving US army,
he would carry out a vast circular movement southwards and &rsven Chattanooga.
Once in control of this place, he intended to move on to Louisvilenii(cky). This
operation implied the outflanking and overtaking of the only Federal frapable of
blocking his invasion of Kentucky. It also required an outstanding cabperbetween
Bragg’s troops and the railways of Mississippi, AlabamaG@Gedrgia.

On July 21, 1862, leaving 16,000 men in Tupelo (northern Mississippi) under the
command of General Price and 16,000 men at Vicksburg under Earl &fan Bragg
boarded theMobile & Ohio RRwith his infantry.52 At the same time, his cavalry,
artillery and supply train moved east. The soldiers disembakédiobile (Alabama)
only to re-embark on thAlabama & Florida RRtrainsthat awaited them in Tensas
station for further transfer to Montgometyere they switched trains again since the rail
gauge of the line to Atlanta (Georgia) was different. Theneyrto Atlanta was long
and particularly slow because tii¢estern Atlantic RRocomotives struggled to draw
the long convoys that required excessive horsepower from thaim stagines. On
August 15, 1862, Bragg wrote to General Kirby Smith, with whonmtended to link
up, “My infantry is all up, the artillery coming in daily, and part of nmgin is arriving.
We begin crossing the river to-morrow and shall push ahead. It may leelalefore
we can move in force, but we shall occupy such position as to thrBatdhand
prevent his moving any forces to the reafhe main move had been successfully
achieved. For the first time, the excellent synchronizatiomefrailway companies of
three different states had put a Confederate general in aopositidefeat a superior
adversary. Unfortunately for the South, Bragg was not on a paithéthuge means put
at his disposal. Delays and a tactical error made him lesbehefit of the hard work
performed by the railway compani®sThe enemy had time to concentrate new troops
at Louisville (Kentucky) and repulse Bragg at the battlBafyville.

History holds no grudge and it is again for General Bragg thletCitnfederate
railroads carried out their second and last great traoktesops.

52 Catton B. Terrible Swift SwordNew York, 1963, p. 362.
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THE RAILROADS OF CHICKAMAUGA

In autumn 1863, the Gettysburg disaster had discouraged Lee fruaoring on
enemy ground. The Confederate high command admitted that the doist@éfeat had
ruined any hope of winning the war in this theatre of operations.h&ngirospect
however emerged. The Federal army of Rosecrans held Chatiaandgprepared to
invade Georgia. In strategic terms, the Army of Tennesseemanded by Braxton
Bragg was in a position to crush Rosecrans and create a bneaciould influence the
course of the war, if Richmond discreetly sent him reinforcemdms was in a
position to detach one of his corps to Chattanooga without arousing thei@uspithe
enemy. This corps was to travel on Wieginia & Tennessee R&nd follow a route that
passed by Lynchburg (Virginia) and then forked towards the Tenn&&dly via
Salem, Wytheville and Knoxville. From his position in Chattanodgeagg could
supply his forces via thé/estern & Atlantic RRhat constituted an excellent and direct
line of communication with Atlanta. Longstreet’s corps (Lea'stftorps) embarked on
trains while the troops of General Johnston, stationed in Miggissince the fall of
Vicksburg, also marched on Chattanooga.

The task of arranging Longstreet’s 500 miles journey fell oart@tmaster General
Lawton. Lacking sufficient experience, Lawton complicated nmtiEnese were barely
untangled when he learned that Knoxville had just fallen tiitohands of the enemy.
This town was a stage on Longstreet’s trip, and since itte@date to cancel the
campaign, Lawton managed to come up with an alternative. Heed/ayut a new
itinerary whose complexity reveal to what extent the absenceestbound railway
lines hindered the offensive strategy of the Confederacgffétt, Longstreet had to
return to Richmond, then travel south to Wilmington with Ple¢ersburg & Weldon RR
and theWilmington & Weldon RRand finally ride the lines of thgVilmington &
Manchester RRndNorth Eastern RRuntil Charleston. From there, tls®uth Carolina
RR and Georgia RRcarried him to Atlanta via Augusta and Decatur. This voyage
covered a distance of approximately 1,000 miles and required the atnplicof ten
companies operating with different rail gaugés.

On September 9, 1863, the first contingent embarked in thewdren the roofs of
the Central Virginia RR Other convoys followed at brief intervals. Two divisions of
infantry and an artillery battalion thus ventured in this railwaig.eOn September 19,
at 3 PM, the first elements of Longstreet’s corps arriveéraunknown station :
Catoosa Platform, between Dalton and Chattanooga. The battlalready started.
Longstreet searched for Bragg but only found him around 10 PM, asieep
ambulance® When the fighting renewed on the following morning, five of the ten
brigades of Longstreet’'s corps were thrown into action. Theg Wer only ones who
took part in this Confederate victory. The other brigades and thefrixe artillery only
arrived a few days later. This was not the railway’s fautt Bragg’'s own. He attacked
earlier than planned following a bad interpretation of an enemgi®ment. According
to Colonel Alexander’s diary, his artillery battalion travéll@43 miles in seven days
and 10 hours, or 178 hours from Petersburg (Virginia) to Ringgold (Ggdiigieould
scarcely be considered rapid transitirote Alexander;yet under the circumstances it

54 Turner,Victory Rode the Railpp. 283.
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was really a very creditable feat for our railroad service under #igendant
circumstances®®

This success, remarkable if properly exploited, could have acbafeced the
disaster of Gettysburg. The defeat of Rosecrans’s armyopaded the door of
Kentucky, Indiana and Ohio to the Rebel army. However, decliningced®ragg
refused to listen to his corps commanders who urged him to digkeon while it was
hot, in other words pursue the enemy that was retreating toa@batfa in disorder. A
long siege then followed. Its outcome was a complete Contedsesback resulting
from the greatest railway operation of the War.

THE “INCREDIBLE TRAIN RIDE” TO CHATTANOOGA

From the very beginning of the conflict, the Federal governnramiediately
understood the vital role that would play the railroads in theurdéubperations. In
February 1862, the Federal Congress gave President Lincoln the poweize a
railway company when necessary. As Secretary of War, E8tnton implemented
the presidential military decisions, including the transport wjods. Stanton
immediately appointed a superintendent to the newly created Bureddilitzfry
Railroads. David McCallum was a specialist in thisdfi@hd he had the means to
achieve his objectives. The Federal policy regarding railrbattsin a few words. As
long as a company operated without impairing a campaign in psogtes army
refrained from intervening in its management. In the opposite tasearmy simply
took control of its equipment and staff. Moreover, as events wotdd faove, the
Federal government never held back on the human and financial meassamgdo
help a company that was in trouble because of enemy depredations

The Union was looking for competent officers who could juggle with thean
techniques to carry out or even outrun the projects planned by tharyndommand
who was not always aware of the field realities. Thereevreany such men available,
but Herman Haupt was without doubt the most outstanding of thein albite of his
many successes, Haupt resigned before the end of the war rimngle reasons.
However, he passed on to his successors a technical legatyethaixploited with as
much talent as their instructor did. The Bureau of Militagylfeads, created by Haupt,
now possessed an assortment of sophisticated gadgets. Among theathdstown
and useful ones was a collapsible bridge and the associdtedyraars designed to
transport its elements. There were also large barges eaphldarrying eight fully
loaded railway boxcars, which the sappers used to cross riverge Whdges had been
set on fire by the enemy. Haupt was also a genius in the areoking his adversary’s
equipment. He invented a mine so powerful that when placed agabnistga, would
blow the structure to pieces. He taught his men how to destemw\erails and recover
those twisted under the effect of fire. These methods and implenweng not merely
improvised. Haupt conceived them in minute details before subgnithem to
exhaustive tests while away from operations. The southern populetimmonly
alleged that its army took more time to sabotage enemy wtegcthan Haupt's men
needed to repair themf.In addition to the logistics support that he provided to the
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Union troops, Haupt's methods gave Washington the means of convecatas&rophe
into a great victory.

After the battle of Chickamauga, Rosecrans’s armyisa@ated at Chattanooga. The
Rebel siege would obviously not last forever since, without steiments and food
supplies, the Federals must surrender. This being the casentbn would not only
lose a powerful army but also the control of Tennessee, for whietd ifought so hard.
Moreover, the surrender of this army would give back Kentucky to trdeGerates
and open the door to Cincinnati (Ohio). However, the shipmerginforcements and
supplies from the East required massive preparations and muchtimee Secretary of
War Stanton heard of Rosecrans’ defeat at Chickamauga, hediatehe called for a
council of war with President Lincoln, the Secretary of &S@¢ward, the Secretary of
the Treasury Chase and General Halleck, commander-in-chithie Federal armies.
Stanton briefly explained the gravity of the situation. Operatirthé West, Sherman’s
army was too far away to intervene in time. As for Burnsige could not leave
Knoxville without giving up East Tennessee and West VirgiSi@nton then bluntly
informed his colleagues that he intended to remove 30,000 men frazadfeen theatre
of operations and send them within five days to the Chattanooga@eméral Halleck
could not believe his ears. This old timer was mentally incapablmagining such a
movement of troops and equipment within such a short time framevadehowever
forgetting that Stanton was an excellent businessman with @xastience in railroad
matters. Having his own doubts on such a wild undertaking, Lincoln Hagtto
assemble 30,000 men near Washington would take more than five dapsthé/it
support of Seward and despite the disbelief of the othenstoBtananaged to get hold
of the 11" and 13' corps of the Army of the Potomac.

The last participant had hardly left the meeting room tiefFederal telegram began
to transmit in all directions. Converted into operational heatepsa Stanton’s personal
office received and dispatched orders to all the railway afficcorps commanders and
general superintendent of the army. A staff of selectea¢evffithen undertook to
coordinate all the components of the biggest and fastest traogfar yet known in
American history. This team took over the control of the impidarailway lines,
blocking their timetables and substituting them by meticulousigked out schedules
that were consistent with the number and length of anticipatecbg®nit the same
time, other logistics officers were appropriating supply depotth#troops and fuel for
the steam locomotives. Nothing was left unplanned. On Septedthdess than 48
hours after the distress message from Chattanooga, twe t@mnprising 51 cars filled
with troops and 4 flatcars loaded with field guns steamed througthibgasn, while
other convoys followed close behind.

On September 27, at 9 AM, Lincoln had lost his bet. Twenigrsetrains
transporting 12,600 men and hauling 33 artillery cars and 21 horse watiowsd the
two previous convoys in their mad race to Bridgeport (Alabama)Giinnati,
Louisville and Nashville. To avoid misunderstandings and suscefgtilgliarrels,
Stanton ordered his generals to blindly obey the orders given by bloadaofficers,
even if they were of lower rank. On September 29, the ldgaryitrain left the Union
capital. In eleven days, 25,000 men, ten artillery batteriéds their horses and one
hundred baggage cars travelled 1,157 miles with no delay on the schezhdeed by
Stanton’s staff. A second wave of trains followed with 1,000 horedsnaules, the
artillery reserve and the equipment necessary for a campgig@rmy. When this
incredible transfer was over, the army returned the rollingkstoctheir respective
railway lines where normal traffic resumed. The masawn#al of Federal troops and
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supplies at Chattanooga turned the tide of the campaign. The &gbebesieging the
place had not seen anything coming. Furthermore, an over-confidegg Bhad

detached one of his corps to Knoxville. Suddenly attacked by efeengs that largely
outnumbered their own, the Confederates suffered a bitter reteasatame close to
annihilation>®

The clumsy approach that attempted to delay the disintegratidgheof$outhern
railway system only succeeded in postponing the death of the devafty. A
comprehensive strategy entailing the close cooperation betwgearnmy and the
railway companies could have improved the situation, even thougbetition with the
northern rail infrastructure was out of the question. Such vieakn nevertheless
required a perfect understanding of the vital importance afdilreads. In hisVictory
Rode the Rails” George Turner wonders whether the Confederate military topesa
would have been more successful had Congress passed a law mgibfectiailroads to
the authority of a professional body, as was the case in the Martbrding to the
author :“It is impossible to say whether the railroads would have had greatdess
difficulty if the government had seized and operated them at thenbegiof the war.
Evidence is abundant that from temperament, disposition and capacitytiederate
government was entirely unfitted for the job. Time after tindentonstrated its failure
to understand the problem, its lack of industrial comprehension and itsitpabildeal
in a practical manner with the mechanics involvéd”.

Picture taken in the 1850's of the Baltimore & Ohio workshops at Martinsburg, a favorite target of Confederate raiders
(Baltimore & Ohio Railroads)

5% Boatner Dictionary, pp. 141-47 ; Turnekictory Rode the Railpp. 288-94.
0 Turner,Victory Rode the Railp. 244.



