


Transportation

in lowa:
A Historical

Summary traces the
development of transportation
in lowa from the territorial
days to the mid-1980s, with
special attention given to the
economic and social influence
transportation had on the
state.

Written by Dr. Wilham H. Thompson,
Professor Emeritus of lowa State
University, this book is the product of
five years of research. It includes maps,
pictures, tables and other graphic
explanations of transportation’s growth
and influence to support the text.

Beginning with a historical sketch of the
settlement of lowa, the book discusses
carly roads which came with the
settlement of lowa. The role of
steamboats is also examined,

Moving to more “modern”™ forms of
transportation, the book focuses on
railroads in Chapter 3, including federal
and state legislative actions taken to
curb abuses carried out by the early
railroad companies.

The demand for improved roads, and
the resulting development of the state’s
massive road system are traced, again
with an emphasis on federal and state
legislation aimed at boosting this
growing mode of transportation.

Chronicling the early 20th century, the
book uses a decade-by-decade approach
to highlight important developments in
transportation and their effects on the
state, tracing problems and programs
through both prosperity and depression.
Focusing on changes in the post-World
War I period, the book stresses the
emergence of the four-lane highway
system, technological improvements in
aviation, revival of river
transportation—all of which played a
significant role in the political and
€Conomic arenas,

The final chapters discuss the transition
of transportation from a regulated
commercial industry to the so-called
“free market™ era, and the drastic
changes this transition brought,
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This book is dedicated to the
memory of Evelyn C. Thompson,
devoted wife and research associate
of the author

and to

the administrative officials of the
lowa Department of Transportation
and members of the
lowa Transportation Commission
who rescued the author from a dull
and boring retirement.
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Prologue %iii

Prologue

Regardless of the accuracy of Santayana’s statement that “those who cannot remember the past are bound to
repeal it,” there probably is acceptance that the past offers insight into problems of the present and partial
guidelines to the future. Sidney Harns, columnist, has said: “The ancient ages remained immature because they
looked backward toward a mythical golden age and refused to face the future. The modern age remains immature
because it looks forward and refuses to benefit from learning only what the sad lessons of history can teach us.”
Perhaps history cannot precisely forecast the future, but it is doubtful that the present can be understood or the
future anticipated without some knowledge of the past.

In some respects, the history of transportation in lowa reflects the history of the state. In his Principles of
Economics, published in 1920, Alfred Marshall noted: *Probably more than three-quarters of the whole benefit
(England) derived from the progress of manufacturing during the 19th century has been brought about through
the indirect influence of lowering the cost of transportation of men and goods, of water, light and electricity and
news: lor the dominant fact of our age is the development not of manufacturing but of the transportation
industries. It is they that have done the most toward increasing England’s wealth.”

By annihilating distance, transportation made possible a more efficient distribution of goods in a highly mobile
and productive society, created new markets. expanded old ones, transformed the organization and location of
industry, encouraged settlement. created great cities, united the nation politically and strengthened national
defense. Without its development, there would have been little progress in agriculture, manufacturing, or the
lifestyles of the people. Its causal and residual forces in the march of civilization make the industry a complex,
fascinating, yet sometimes [rustrating subject for study as it mirrors the ever-changing tides and currents of
economic, social and political trends in our history.

['his book traces the development of transportation in lowa from territorial days to the 1980s. It shows the
evolution of the transportation systems; how they originated, progressed and functioned; their structural
organizations; effectiveness in overcoming obstacles. under the guidance of state and federal legislation; and their
impact upon the development of the state. With some exceptions where the continuity of the discussion would be
interrupted, the work has been organized on a decade-to-decade approach—to my knowledge, the first such
experiment undertaken by any state in the nation.

To keep the length within reasonable bounds, it was necessary at many points to limit the presentation, with full
realization that anyone who writes history will be criticized for what has been included as well as for what has
been omitted. However, as the title suggests, this is a historical summary and nothing more, written to bring
together in one volume the widely scattered works of many authors. The research covered hundreds of books.
journal articles, government and university research reports. annual reports of state and federal regulatory
commissions and departments of transportation, masters’ theses and Ph.D. dissertations. Conferences and
personal interviews were scheduled wherever appropriate to the research effort. From the seemingly inexhaustible
list of materials available, only those examined have been included in the notes and references at the end of each
chapter, by which the reader may be compensated for omissions of details on particular subjects.

The project was endorsed by lowa Department of Transportation Directors Raymond L. Kassel and Warren B.
Dunham and recommended by lan MacGillivray, Director of the Planning and Research Division, to the lowa
Transportation Commission for approval and funding. Research was conducted in four libraries in Washington.
D.C.. at the three state universities. the State Department of Transportation, state historical facilities in Des
Moines and lowa City and at the Ames Public Library.

Guidance in the collection of source materials and suggestions for their use came from many individuals whose
interest and assistance is gratefully acknowledged, In particular, | wish to express appreciation to Robert J.
Anderson, Director of the Office of Economic Analysis, Department of Transportation, who acted as coordinator
of the project. The following persons reviewed all or parts of the manuscript: From the Transportation
Department, Harvey Sims, Railroad and River Division; Conrad Amend, retired, Transportation Regulatory
Authority; George Norris, Information Services; Donald McClean and Robert Given, retired Former Directors of
the Highway Division; and G.W. Anderson, Deputy Director, Highway Division. Lester Paff. former General
Counsel, assisted in clarifying court decisions and interpretation of lowa laws, Alice Bear typed the first draft.
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Towa State University personnel involved in the reviews were: Keith Huntress, Distinguished Professor Emeritus
of English: Professors Benjamin J. Allen and R. D. Voorhees, Transportation and Logistics Department;
Professors Robert L. Carstens and Stanley Ring, Department of Transportation Engineering

Singled out for special recognition are the efforts of Joseph H. Zaletel Jr., at the Department of Transportation,
for his assistance in obtaining rescarch materials and his interest in the project, Also to Ann Holtgren Pellegreno,
leading authority on lowa aviation history, my sincere appreciation for her contributions to the sections on air
transportation.

Compiling the bibliography, researching and writing the manuscript was a pleasant experience —the fulfillment of
an idea which began to stir during my linal years as an active member of the lowa State University faculty, [t
offered me a sellish opportunity to learn more about the evolution of transportation in the state and its impact on
the state’s development and to hopefully make a contribution to the state’s historical hiterature. The effort will
have been worthwhile if students of transportation find the book an informative reference source for future
research projects and readers enjoy the narrative deseribing the growth and development of the transportation
systems which currently serve the people and industries of lowa.

Ames, lowa

September 1, 1986
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/
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Chapter One

Early Transportation in lowa
Before Railroads

Introduction

lowa, formed as a state in 1846, encompassed an area
of over 55.000 square miles and had a population of
100,000, concentrated in the eastern counties. Cheap
land and fertile soil attracted many settlers who
followed agricultural pursuits, whereas others were
engaged in retailing, lumber and lead mining.
Pioneers tended to settle along the rivers, which
offered the best available means ol transportation.
Over crude roads or tracks into the interior,
stagecoaches carried mail and hardy travelers.
Steamboats ran the major rivers and tributaries.
offering a somewhat regular service for passengers
and freight. and played an important role in the
development of river towns and cities. The Des
Maines River Improvement Project was a serious but
unsuccessful attempt to make an interior river a
meaningful artery for trade and commerce.

Development, Geography, and Land

lowa officially became the 29th state in the Union on
December 26, 1846, when President Polk signed the
enabling bill passed by the Congress. Previously, it
had been a “Istrict™ of the Territory of Wisconsin,
established on April 20, 1836. The territorial census
showed 6,257 residents of “Desmoines County™ and
4,273 settlers in Dubuque County. Population was
concentrated in the Black Hawk Purchase within a
strip of 40 to 50 miles bordering the Mississippi
River. In 1838 the Territory ol lowa was created to
include the District of lowa, all of future lowa, most
of future Minnesota and parts of the Dakotas. During
the next eight years, political debates settled the final
boundaries between the extremes of approximately
407,22 to 43°, 30" North, and 90°, 08" to 96°, 90’
West, encompassing an area of 55,475 square miles.

Geographically, the state was described by Wall as
closely resembling the physical form of the nation. “If
drawn to a scale of | to 10, lowa, like the United
States, is three units east-west to two units north-
south and is bordered on both east and west by water.
In Lee County, projecting below Missouri, lowa even
has its own shorter and more pointed Floridian
peninsula.”™ The geographic location proved to be
both an advantage and disadvantage in transportation
cconomics.

The land consisted of timber and prairie grasses.
slowly rising in gentle swells from the lowest elevation
at Keokuk (480 feet above sea level) to the highest
elevation in Osceola County (1,675 feet). except in
areas where there are bluffs along the rivers, The land
was first opened for settlement in 1833, and census
figures from 1836 to 1846 showed an increase from
10,531 to 96,088 in population. By 1850 almost
200,000 people had settled in the state.

Many had migrated to lowa attracted by cheap land
and the rich and fertile soils, which consisted of black
vegetable mould mixed with a sandy loam. clay and
gravel, averaging 18 to 24 inches in depth on the
uplands to 30 to 48 inches on the bottom lands. The
soil was sufficiently compacted to retain water, and
good water was found 20 to 30 feet below the surface.
It has often been stated that 25 percent of the prime
agricultural land of the nation layv in lowa.? In
addition to agricultural pursuits, settlers were engaged
in lumber extraction and milling, retail businesses and
employed in the lead mines in the vicinity of
Dubugue.

Settlement

By 1840, the date ol the first federal census, 43.000
people resided in the state. Six of the organized
counties lay north of parallel 42 north latitude, and ol
the territorial population, 16 percent were in the
north half of Dubugue County. Northern lowa drew
hall of its population from the southern areas as
people moved upstream, and the proportion did not
change between 1840 and 1850, In 1849 the
population reached 192,214, divided into roughly the
same percentage north and south of the 42nd parallel
in 18 of the 33 counties established by 1846. The
people tended to avoid the prairies because ol the
absence ol timber and fuel until these were brought
by the railroads. During the next decade, the
population of the northern section of the state
increased by over 30 percent.

| Joseph F Wall, Jowa! A Bicentennial History, New York, W
W. Norton & Co., 1978, p. 45

! For a description of soils, gealogy and agricultural areas, see
Tohn B, Newhall, 4 Glimpse of Jowa in [846, 1owa City: State
Historical Society, 1957
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The tendency to settle near rivers and streams is well
documented in the history of the state, In 1840 the
population of the southeastern quarter was
concentrated along the Des Moines River, Only a
short distance away were the Skunk and Maquoketa
which. although relatively small, drained fertile
districts. Combined with the lowa and Red Cedar
Rivers, the land had a magnetic appeal to the
pioneers, Above parallel 42 North, the streams were
small and shallow, the Wapsipinicon and Turkey
being two which showed settlement progress. It would
be another 20 years belore the fertile prairie to the
west would be opened and settlement spread
gradually across the state, creeping up the tributaries
of the Missouri River. By 1860 counties had
organized governments and started the procedures
toward permanent geographic settlement

movements which have held with few exceptions to
the present time,

Roads and Highways

No roads existed when lowa County was opened for
settlement in 1833, An Indian path on the banks of
the lowa River was the first “road™ in the county.
Where these trails could not be used. men “blazed”
new roads by marking trees or plowing furrows from
village to village. In 1836 the Assembly of the
Territory of Wisconsin appointed six commissioners
to “mark and lay out a territorial road west of the
Mississippr River, commencing at Farmington on the
Des Moines River, thence to Moffits Mill, thence to
the nearest and best route to Burlington in Des
Moines County, thence to Wapello, thence to the
nearest and best route to Dubuque and thence...to the
ferry opposite Prairiec Du Chien,™

When the Territorial Assembly convened in
Burlington in [838-1839, one of the first items of
business was the enactment of road laws, Section | of
the First Act directed three commissioners to locate
and make a territorial road from Keokuk to lowa
City. In March 1839 Congress appropriated $20.000
for a military road to begin at Dubuque and run “to
such a point on the northern boundary of the state of
Missouri as may best be suited for its future extension
by that state to the cities of Jefferson and St. Louis.”
The road ultimately extended beyond Towa City and
offered access to the new Capitol (Fig. I-1).4

The river towns were the commercial centers of
pioneer lowa. Dubuque, Bloomington (Muscatine),
Burlington, Fort Madison, and Keokuk were the
towns where immigrants settled or passed through on

their journeys to the west. The demand [or roads
came [rom the seattered interior settlements and also
from river towns, which needed transportation routes
for their trade and commerce. The early roads
connected the river cities and spread in random

FEDERAL ROADS IN
IOWA TERRVTORY SCALE OF MiLEY

Ageancy Ho0d em o= — — N ] L) 25
—_  J
Military Road

Surveyed by R T Tilghmaon, I639 l WISGCONSIN

Improved by Jeshuo Bwnuy,uﬂ‘n-l!iéﬁ
- LS

o P Oubugue g
>

Praitin du Chien

= \2@

Crowfordavilie
—

ILLINOIS
Agency
Cily | Oue
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Donwlile
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ANyt ven der Tew, Taws Jzur=al af

v shibi oI, lay
Chariss F Sirong 548 HisTarp=nn Fubi PEwEIREYE

Figure 1-1
(Courtesy. State Historical Society of lawa)

‘Jacob Vanderzee, “Roads and Highwavs in Territonal lowa.™
lowa Jovurnal of History and Pelitics 3, (Apnl 1905) pp: 175-226;
P.1. Christensen, The Hawkeye Store, Cedar Rapids, lowa: The
Laurence Press. 1956, pp. 57-59.

* Stanley Ring, “History of Highways, Legislative Influences,™
The fowa State Highway Commission Annual Conference.
(January 25-26, 1973), p. 2; John € Parish, “The Old Nilitary
Road." Palimpsest 31 (June 1970): pp. 240-280.
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fashion into the interior. In laying out the first roads,
builders chose ridges or highlands to avoid the
swamps, marshes and [loods which came in the spring
and fall. The term “ridge roads™ is an inheritance of
early days, and some of the present highways follow
the twisting and turning patterns of roads constructed
to avoid these obstacles. especially in northeastern
lowa, where travelers get spectacular views of distant
villages, farmsteads and picturesque valleys. (Fig. |-
2).

HANEasspiRs

Figure |-2
I'he More Important Roads of Ternitonal lowa. The Broken Lines
Indicate U.S. Military Roads
(Courtesy, State Historical Society ol lowa)

Until the Territory of lowa was organized, little
attention was paid to roads, except for the actions
described above. Afterward, over 200 acts were
passed, authorizing not only establishment of roads
but also legislating the organization of townships and
township roads. These defined the duties of
supervisors, determined the labor that each male
between the ages of 21 and 50 was to give to road
work, the fines for refusal to work, and the taxes as-
sessed for construction and maintenance, The only
turnpike recorded was that of the Burlington and
lowa River Turnpike Company, chartered in 1839 to
build a graded road from Burlington to a point on the

east bank of the lowa River opposite the town of
Black Hawk in Louisa County, The interest in roads
continued after statehood, when 37 of the 125
Chapters ol the Acts of the First Assembly und 17 of
the 135 Chapters of the Second Assembly dealt with
highways. By that time the settled areas were covered
with a network of roads running in every direction
and connecting the principal cities and towns,

Of the first historic trails, perhaps the most famous
was made by the Mormon trek across the state. The
exodus from the “Camp of Israel™ on Sugar Creek in
Lee County began in 1846 and followed the Des
Moines River through Farmington. Bonaparte, and
Keosauqua to the center of Davis County near
Bloomington. By the time the Mormons had reached
the vicinity of Centerville. they had traveled
approximately 94 miles in 21 days. averaging over
three miles per day. At Shoal Creek the route took a
northwesterly direction, with camps established at
Garden Grove, thence through Union County and
along a route, currently Highway 92, between
Greenfield and Council Bluffs. It had taken five
months to make the 300 mile journey, and it
continued through Nebraska and Wyoming until the
valley of the Great Salt was reached in 1847, In 1846,
15,000 Mormons were camped or moving slowly
across lowa in caravans of 3,000 wagons, 30,000 head
of cattle, horses and mules and vast numbers of
sheep. These pioneer trail blazers marked the first
great route between the Mississippi and Missouri
Rivers

(Fig. 1-3).

In 1801 U.S, Secretary of the Treasury Albert
Gallatin suggested that 1/ 10 of the net proceeds from
the sale of public lands be used for road building if
agreed to by the states through which the roads might
pass. The Ohio Enabling Act of 1802 incorporated the
suggestion except that only five percent of the land
sales was to be used lor roads. This was modilied by
Ohio’s Constitutional Convention to the effect that
3/5 of the funds were 1o be spent on roads within the
state and under control of the legislature, and was
accepted by Congress in 1803. A three percent grant
was given to six states, upon their admission to
statehood, for roads, canals, levees, river
improvements and schools. Congress later granted an
additional two percent to these states, excepl Indiana
and Illinois which, with Ohio, had already received
the equivalent in expenditures for the National Road.
The additional two percent was used for railroads.
The remaining 24 states admitted between 1820 and
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(Courtesy

1910 received five percent grants, except for West
Virginia and Texas, in which the federal government
had no lands. Of the 22 states réceiving grants, nine
were authorized to use them lor public roads. canals
and internal improvements, and 13 for schools. The
1846 lowa Constitution contained a requirement that
five percent ol land sales be set aside for road and
canal construction. However, the citizens had another
priority and had the Constitution amended to allocate
the funds to educational facilities.'?

The road problems were different in the “public land™
states, formed out of the public domain from those
previously settled in the East. These lands had been
subdivided into rectangular townships and sections:
the nght-of-way was one chain or 66 feet wide with
cach property owner donating 33 feet on his side of
the scction line, the road to be maintained by statute
labor. The tendency in the Great Plains states was to
fix local roads on section lines and was strengthened
by Congressional action in 1866 which granted [ree
right-of-way access for public roads over unreserved

State Histancal Society ol lawa)

public lunds. A number of counties took advantage
by declaring all section lines to be public roads, thus
reserving the right-of-wayv before public lands became
private property.*

*U.S, Department of Transportation (US DOT). Federal
Highway Admimistration (FHWA), America’s Highways 1776-1976
Washington, D.C; 1976, pp. 36-37

Ihe Land Grant Act of 1785 and North West Ordinance of
1787, which divided the subject lund into states, have been referred
to as the last great decisions based upon the pace of human
walking. Townships were made six miles square in anticipation of
thus. at three miles per hour.
it would require one hour to walk to or from the edpe Counties
were lid out later based upon horse walking: These decisions set
the pattern of land organization for westward expansion and are
the reason why Towa s divided into one-mile squares. lowa s
approximately 300 miles east-west by 200 miles north-south,
resulting in approximately 56,000 square miles. A road built
around each square would total (12,000 miles. (Information
turpished by GOW. Anderson, lowa DOT )

the location of a town in the center



Early Transportation in lowa Before Railroads 5

Generally, road administration was the responsibility
of township and county government, and in lowa the
township was to become the more important unit.
State roads continued to be authorized by special acts
of the General Assembly, with the only new feature
the granting of authority to private corporations.to
build graded and plank roads. charging tolls fixed by
county commissioners.

The Plank Road Era

The plank road, developed in Russia and Canada.
experienced only a brief life span in lowa. The first
built in the nation was between Syracuse and Oneida
Lake in New York state, a distance of 14 miles.
Others had been constructed in Indiana and Illinois,
By an Act of the Second General Assembly in 1849, a
grant was made to James Weed and Associates to
construct “a graded toll road [rom Bloomington
(Muscatine) in Muscatine County, by way of Tipton
in Cedar County to the county seat of Benton County
(later described as Vinton)...not less than eight feet
wide. At the expiration of the grant (20 years), the
road was to be deemed a public highway under
control of the county commissioners.™ Burlington
was the center of the plank road fever and enthusiasm

brought liberal amounts of capital for construction.
Financial returns, however, proved to be
disappointing and individuals and the city lost most
of their investments.

The method of plank road construction consisted of
laying stringers of black walnut six inches square on
the graded road surface. These were embedded in the
earth road base and across them were placed oak,
pine or hemlock planks two to three inches thick and
eight feet long with no uniformity in width. The
lumber, cut from nearby forests. was unseasoned.
Ordinarily, the planks were fastened to the stringers
with iron spikes or handwrought wooden pegs. Earth
was then packed around the stringers and between the
planks for a firm base and to prevent deterioration.
The devastating incursion on the stands of hard
woods used for what proved to he temporary hard-
surfaced roads was a wasteful exercise of resources,
especially when considered in terms of the later
scarcity and value. During the years 1847 to 1853, 14
different organizations were granted authority to
build graded and planked roads, totaling almost 600
miles. Probably no more than 50 miles were built.
These roads and dates of approval by the General
Assembly are found in Table 1-1.

Table 1-1
Plank Road Construction Authorized in lowa

Description

I. Bloomington (Muscatine) to Tipton

2. Montrose to Keokuk

3. Burlington to Mt. Pleasant via New London
4. Burlington to Mt Pleasant

S. Muscatine to Oskaloosa via Washington
6. Burlington to Toolsborough

7. Keokuk to Birmingham via Charleston
8. Burlington into Louisa County

9. Muscatine to lowa City

10. Mt. Pleasant to Trenton via Deedsville
Il. Fort Madison to West Point to Salem
2. Port Louisa to Virginia Grove

I3, Ottumwa to Libertyville

14. Mt. Pleasant to Fairfield

Authorized Miles
Jan. 8, 1549 94
Jan. 16, 1849 10
Jan. 15, 1849 28
Dec. 18, 1850 28
Jan. 18, 1851 104
Jan. 21, 1851 28
Febh. 4, 1851 69
Feb. 4. 1851 25
Feb. 4, 1851 40
Feb. 5, 1851 33
Feb. 5, 1851 25
Feb. 5, 1851 25
Feb. 5, 1851 24
Feb 18, [851 25

(Source: Remley 1. Glass, “Early Transportation and the Plank Road

" Annals of Towa 21 (January 1939): pp. 502-534.)

o Acts of the Second General Assembly of the Swate of lowa.
1849; Chapt. 33,
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The Burlington-Mt. Pleasant road was to be graded 30
feet wide with a right-ol-way of 60 feet and was Lo
follow the existing road as nearly as possible. From
Burlington to Louisa County. the project was
partially completed before it lailed financially. 1he
Montrose to Keokuk road paralleled the Des Moines
Rapids of the Mississippi River, over which ran a
high volume of traffic. Inlow water, boats had to be
unloaded and passengers and [reight translerred to
fand transportation. Approximately 15 miles were
built. complete with toll houses and gates. It failed
also and was taken over by Lee County. The grant for
the Montrose-Kceokuk road was the only one in which
tolls were set hy legislative action. All others allowed
county commissioners to set the charges. Tolls to be
paid for the use of all roads are listed in Table 1-2.
I'he graded and planked road idea mushroomed
rapidly as a means of building hard-surfaced roads
and died almost as fast through competition of the
railroads. cither planned or built. The expense of
grading and planking roads with the expectation that
railroads would be built paralleling them proved a
serious deterrent, By 1860 the era of the plank road in
lowa had ended.

Stagecoaching
The period of stagecoaching lasted about 30 years but
flourished for only |8 years between itsantroduction

into the territory and the beginning of the railroad
movement in 1855 The most important means of
transportation was the waterways, but the need for
mail delivery, a funetion of the federal government,
made land transportation necessary. Stagecoaches
came to deliver mail, not necessarily Lo satisfy public
transit, although the scattered settlements received
benelits through ancillary passenger service.

Routes developed gradually because most of the
habitation was on or near the Mississippi River. The
pattern of mail delivery was first to designate a post
road, then to dispatch by horseback, and finally by
stape. with seats available for passengers as coaches
hecame more adaptable to their demand. Mail rates
were based upon a single sheet which could be folded,
at the following rates: on all mail delivered within a
radius of 30 miles, six cents; between 30 and 80 miles.
10 cents; between 80 and 100 mules, 12! cents: and
between |50 and 400 miles, 1814 cents. All mail sent
over 400 miles was charged 25 cents. Since most of
the people of lowa had left homes in far distant
places, it was only rarely that the fee was less than 25
cents, These rates held until the postal laws of [845.

The lirst regular stagecoach line, the first of four
granted federal mail contracts. operated in |838,
Stages ran twice weekly [rom Burlington through
Fort Madison and Montrose to St. Francesville,
Missouri.-an 18 hour trip over 45 miles. During the

Table 1-2
Toll Charges for Travel on Plank Roads

Description

|. For each carriage, wagon. cart or sled
drawn by two horses, oxen or mules

2. Each additional animal

3. Vehiele drawn by one horse, ox or mule

4. Each horse and nider

5. Each head of horses. oxen, mules or

cattle led or driven

6. Each sheep, goat or hog

7. Merchandise (not including furniture

ol immigrants)

Toll

24 cents per mile
| cent per mile
2 cents per mile

| cent per mile

| cent per mile

4 cent per mile

2 cents per ton mile

(Source: Giass: p.524,)
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same year, three additional routes were established.,
all originating in Burlington. One of the most popular
was the Burlington-Davenpart line with a schedule of
27 hours for 80 miles. Another was the route between
Burlington and McComb, Illinois. for connections
with other stage lines. A third was an inland route to
Mt Pleasant, covering 30 miles in 16 hours. Other
principal lines developed after 1838 were between
Dubugue and Cedar Falls, Dubuque and lowa City,
Clinton and Cedar Rapids and Davenport to Council
Bluffs through Oskaloosa and Des Moines, Stages
also ran from Cedar Falls to Cedar Rapids. lowa City
to Keokuk and Dubuque to Keokuk.

Before a system of stage lines could be established,
improvements had to be made in the miserable
existing roads and a satisfactory type of vehicle had
to be constructed. Bad roads were not the exception
in lowa vis-a-vis other midwestern states. but they
had a reputation for consistently muddy and sticky
qualities, Colton quotes a traveler describing his
journey in lowa in [857. “1 had heard a great deal
about lowa mud and now saw it to my hearts content.
It was as thick as dough and greasy at the same time.
I'he horses would slip up and the wheels slide
fearfully at every inclination of the road and
whenever we got out to walk, it seemed as though we
lifted a common size farm at every step.™

Vehicles ranged [rom farmers” wagons to the Concord
Coach, the Rolls-Royce of the American horse-drawn
carriage. The use of wagons, some lacking springs:
inspired the Muscatine Democratic Enquirer 10
complain “that owing to the lumber wagons, mud
wagons or carts plying hetween Muscatine and lowa
City. one passenger had all the pegs and tacks shaken
out of his boots by vibration of the vehicle.” Another
editor wrote that “the coaches were the best medicine
for indigestion...the horses had one peculianity . . .
their bodies offered no impediment to the sunshine
and offer travelers a good opportunity to study the
osseous structure of the animal,™

By 1845 the initial period of stagecoaching ended.,
Changes in the postal laws no longer required bidding
for mail contracts nor standards set for the type of
vehicle for mail transportation. More competition
resulted and operators were hard pressed to maintain
their routes much less consider expansion. In the mid-
1850s. the legislature acted to provide State roads, and
coach service spread to the central and western
counties,

Among the early lowa operators awarded rn__ail
contracts were William Wilson of Fort Madison,

A.C. Donaldson and George Kerrick ol Dubuque,
Richard Lund and Morton McCarver of Burlington,
and Samuel Head of Lee County. In 1846 John
Frink, from [linois, and Robert Stewart, a livery
stable proprietor in Burlington, started large scale
operations from Burlington to Keokuk, Fairfield and
lowa City. In three years. the network spread to Des
Moines and later to Council Bluffs. 1n [854 the
Western Stage Company purchased the Frink
interests and became the largest stage line in the state,
One of their original coaches is on the ground floor of
the State Historical Building in Des Moines

(Fig. 1-4).

lowa’s mud roads and hostile Indians, winter
blizzards, prairie fires and robberies were major
obstacles to stage travel, Muddy roads resulted in
slow travel and long distances between stops made for
passenger discomfort and hunger. Fares varied {rom
station to station, usually live cents per mile, were
higher in bad weather and varied also with the size
and weight of the passenger. The tare from Des
Moines to Keokuk was $10, from Muscatine to lowa
City, three dollars, with half fare for children,
Legislators traveling to or from lowa City rode free, a
practice later adopted by the railroads. Male
passengers worked their way in addition to the
charges. As late as 1870 on the Haskell & Company’s
Northwestern line, the fare was 10 cents a mile and a
fence rail, the latter to assist in getting the coach oul
of the mud.

Stagecoach companies such as Frink and Western
Stages were important to the public and economy of
lowa prior to 1870, The Western Stage Company
employed 1,500 men. used over 3,000 horses and 600
coaches and invested $1.5 million in the business, It
operated in lowa, Wisconsin, Missouri and Nebraska.
as far west as Fort Kearney, some 300 miles beyond
the Missouri River. But good service did nof
necessarily follow. In 1858 the Council Bluffs Eagle
declared, “The Western Stage Company deserves the
greatest credit for their untiring energy and

! Kenneth E. Colton, “The Stagecoach Comes (o lowa,” Annals
of fowa 35 (Winter 1960): pp. 161-186. Stagecoach routesare
dcsmhed in Inez E. Kirkpatnck, Stagecoach Trails in lowa, Crete,
Nebraska: J-B Pub, Co., 1975

* Ruth §, Beitz, “lowa's Stagecoach Era,” lowan 9 (April-May
1961); pp- 22-27,43
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perseverance in bringing mail to this city...in a wet

and pulp-like state. perfectly saturated with water and

wholly unreadible. .. We are sickened at the sight of
every mail that arrives... When agents are asked why
this repeated occurence, they offer the same silly and
stereotyped reply that the stage upset in the creek.
l'he Western Stage Company have proved an

intolerable nuwisance...™

tol Towa " M.A. thesis, University of Nebraska, Lincoln, 1938 )

Even though the stages during the latter part of their
era often connected with main line railroad stations,
they ceased as a means of transportation when the
railroad network spread to smaller communities. The
first coach entered Des Moines on July I, 1847, and
the last left an July 1, 1870, In 1870 the Western
Stage Company sold coaches which had cost S1.000

for as low as $10,

Compiled from the Newspaper Chipping File, State Historical

Library, Des Moines, Towa
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Steamboating on the Eastern Rivers

The Dubugue-Galena area furnished the most
important commodity (lead) moved on the
Mississippi before 1850. 1n fact, in 1847 lead traific
was warth five times the entire St. Louis fur trade !0
Surplus corn and pork went downstream and up the
river came the steamboats, stopping at the river ports
to discharge immigrants with their household goods,
to deliver tobacco and molasses from the South, and
farm implements and retall merchandise from the
East,

The first steamboat to pass along the eastern border
was the Virginia, a 109-foot stern-wheeler which
reached Fort Snelling in Minnesota in 1823, The 664
mile trip from St, Louis required 20 days. The boat
grounded frequently on sandbars and took five days
to get over the Des Moines and Rock Island Rapids.
Wood was burned flor fuel, and stops had to be made
while fresh supplies were cut from the forests along
the shore, Approximately 30 steamboats ran the Des
Moines River to Raccoon Forks prior to 1860, and
one, the Charles Crafi, reached the present site of
Fort Dodge, Low water, which was common during
the use of steamboats in the Civil War. and the
construction of the railroads to Des Moines, Boone
and Fort Dodge diverted the river traffic to land
transportation.

Navigation of the lowa and Cedar Rivers was
possible only in high water. Eight different boats
navigated the lowa River, the first being the Ripple.
The lowa City was actually launched from that city in
1866, The Black Hawk became famous on the Cedar
River, running between Cedar Rapids and Waterloo,
and in 1858 made scheduled trips from Cedar Rapids
to St. Louis. Attempts to navigate smaller streams
proved to be impractical. Settlers on the Turkey,
Maquoketa and Wapsipinicon built [latboats,
keelboats and barges to float their products
downstream to markets. “No better evidence of the
prosperity of the territory can be given,” declared the
Burlington Hawkeye in 1840, “than is seen in the
numerous covered flatboats that are going
downstream, laden with all kinds of produce, animal
and vegetable. Upwards of 100 boats of this
description have already passed Burlington.”

The length of the navigation season depended upon
the weather as the winter months iced and closed the
Mississippi River from St. Paul to Keokuk and
oceasionally to St. Louis, Between Dubugque and
Keokuk the river was ice-locked for an average of 75
to 105 days, and St. Paul was locked in for almost

five months each year. The opening of the river in the
spring was a celebrated eventiin the life of river
towns, and prizes, including free wharfage during the
year, were given for the first boat to deliver its cargo.
These awards were sufficient encouragement for
captains to fight for this distinction and the
popularity which accompanied it. Another problem
was related to the winter storage of the boats. It was
necessary to keep them off the river when the ice
broke or jammed and caused flooding, so they were
usually quartered in sheltered areas, lagoons or
sloughs in the small tributaries, guarded by workmen
who overhauled and repaired them during the winter
months.

The Missouri River Steamboat Era

Petersen observed that “steamboating on the Missouri
1s one ol the most colorful and dynamic stories in the
development of the Trans-Mississippt West. So greal
was the contribution of the steamboat to the Missour
Valley that it deserves equal rank with the covered
wagon as a symbol of the westward movement ™ Four
years belore the Virginia ran the Mississippi, the
Western- Engineer reached Omaha, the only one of
five boats that attempted to navigate the Missouri in
I819. The voyage opened a period of development for
Council Bluffs and Sioux City. Even before western
lowa was settled, the fur trade was responsible [or
river traffic, and it continued lor two decades between
the 1850s and I870s. However, the tonnage was
insignificant compared with the demand for
transportation during the migration which started
from assembly points at Missouri River towns. Both
lowa eities became busy river ports, and by 1867 at
least a hall dozen packets were working the Sioux
City trade (Fig. 1-7).

There were 46 boats operating on the Missouri in
1857, but the Civil War virtually stopped commerce
until 1866, when trade expanded on the upper
Missouri. Thirty-one steamboalts arnived at Fort
Benton, 50 percent more than recorded in the seven
previous years. Construction of the Union Pacific
provided an additional boom to postwar traffic.
Between 1865 and 1867, materials and men to build
pontoon bridges were transported by river steamers.

10 William J. Petersen, “Steamboating on the Missour River,”
Towa Journal 53 (April 1955) pp, 97-120
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(Clourtesy

Although slowed by the arrival of the Chicago &
North Western R.R. at Council Bluffs in 1867, the
boats continued to carry supplies until the completion
of the transcontinental railroad in 1869.

The Omaha and Florence were among the most
popular steamboats on the Missouri River, both
furnishing frequent passenger and freight service.
Merchandise and equipment were carried upstream;
potatoes and corn came downstream on the return
trip. The Florence ran a regular military supply
service to Fort Randall and Fort Stewart and broke
speed records from St. Louws, The Missouri
steamboat era contributed to the rapid growth of the
Missouri Valley. particularly in northwest lowa. and
hastened the statehood of Nebraska. When the
railfoads reached the niver, the early steamboat period
ended; just as it had when they crossed the
Mississippi, to be revived at a later date in history.

State Historical Society of lowa

Canals

Sage discusses the potential of canals as a means of
inland transportation had the railroads not been
developed. These were proposed as feeders and
connecting links to the river system. One was to run
from New Boston, lllinois, at the mouth of the lowa
River, to Columbus Junction, thence to Cedar
Rapids, Waterloo and Austin, Minnesota; another
from Columbus Junction to Marshalltown: vet
another from Peterson to the Missouri River; and one
from Ortonville, Minnesota to Fert Dodge, Des
Moines and on to the Missouri. These were ambitious
projects and while noteworthy in their conception,
could not have filled the requirements for future
transportation facilities needed by the state.

Actually, four small canals were built. One ran seven
miles through the Amana Colonies, Another served a
grist mill on the Towa River near Wapello. abandoned
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(Countesy, Clare C. Cooper, "The Role of the Ratlroads in the Settlement of lowa,” M A thesis, Umiversity ol Nebraska, Lincoln, [958,)

in 1900, and two were built around the rapids on the
Mississippi River. According to Amana residents, the
canal was built in 1880 and provided some of the
power used by the woolen mill. Probably the most
important canal was the lateral built around the Des
Moines rapids, north of Keokuk, in a section of the
river which dropped 27 feet in 12 miles. Boats
traversed the canal through three locks which
measured 350 x 75 feet. When the dam at Keokuk
was built in 1913, the canal ceased to operate and all
traces disappeared. A second lateral canal was in use
at LeClaire and was bypassed when Lock and Dam
No. 14 was built in the 1930s, although it is still used
for small pleasure cralt,

The Des Moines River Project

Purpose and Plan
The Des Moines River enters lowa from Minnesota

somewhat west of the center of the boundary and
flows in a southeasterly direction to its junction with
the Mississippi River. Nearly half way across the
state, the Des Moines is joined by the Raccoon
flowing from the west, at what was known as
Raccoon Forks, the site of the citv of Des Moines.
Since Congress had been granting lands to states for
public improvements, the importance of river
transportation suggested that assistance to aid
navigation would accelerate agricultural and
industrial trade in the areas through which the river
flowed. Steamboats had run the Des Moines River
since 1830, and it was believed that through a system
of locks and dams an important channel of trade
could be opened. Accordingly, in 1846, the state was
granted alternate sections of land (640 acres) within
five miles of the river which had not otherwise been
appropriated or disposed of for other purposes.
Although the grant was made to improve navigation,
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it did not offer any guarantees ol SUCCESs.

[he erant stated that the arca to be improved was

that portion of the river between its mouth and
Raccoon Forks, but nothing expressly defined the
northern point to which it applied. S0 the question
immediately arose as to whether the grant was
specifically for the area to be improved or extended to
the entire length of the river. I it applied only as lar
as Raccoon Forks, 300,000 acres would be involved;
il to the Minnesota border, the grant would cover
over 1.000.000 acres. lowa was admitted to the Union
four months after the territorial grant, and in early
1847 it was accepted by the General Assembly under
the assumption that the grant embraced the lands
south of Raccoon Forks. But, in his address to the
Assembly, Governor Clark pointed out that at least
two-thirds of the area granted was claimed by settlers,
who expected to purchase the lands for $1.25 per

dcre

[0 supervise the sale of land and oversee expenditures
for the river improvements, a Board of Public Works
was created. The plan called for construction of 28
dams, nine locks, and several canals over a distance of
240 miles from the mouth to Racoon Forks. Seven
dams and locks were built; at St. Francesville
Missourt, Cowper’s Mill near Belfast: Tom’s Mill neas
Croton; Farmington; Bonaparte; Bentonsport, and
Keosaugua (Fig. 1-8)

In 1848, under pressure [rom the lowa Congressional
delegation, Richard D. Young, Commissioner of the
General Land Office, declared that the grant applied
to the entire river within the state. Yet, a few months
later. portions ol the lands above Raccoon Forks
(25.000 acres) were sold by the Land Olfice to
individuals, complicating the problems of land

disposal by the Board and rendering uncertain the

intent of the 1846 grant. More confusion occurred
1849, when the Secretary of the Treasury affirmed the

Figure |-7

Steamboat fda Rees #2

on Missouri River, 187

(Courtesy: LS, Army Corps of Engineers, Omaha District)
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Figure 1-8

KEY TO MAP OF PROPOSED DAMS ON DES MOINES RIVER—(1) St. Francisville, Mo, (2) Cowper’s Mill, near Bellast. (3) Tom’s
Mill, near Croton. (4) Farmington. (5) Bonaparte. (6) Bentonsport, (7) Keosaugua, (8) Phildelphis. near Kilbourn, (9) Portland. (1) Jordan,
near lowaville, (11) Kalesback, near Eldon, (12) Rowlands, near Cliftland, (13) Sugar Creek, near Agency (14) Above Ottumwa, (15) Near
Chilicothe, (16) Near Chilicothe, (17) Below Eddyville, (18) Above Eddyville, (19) Rocky Ripple. near Gavin, (20) Tally's Ford, (21) English
Creek. (22) Amsterdam, southwest of Pella, (23) South of Whitebreast Creek, (24) Cordova, just below Red Rock. (25) Bennington, near
Swan, (26) Lafayette, (27) Southwest of Adelphi, (28) Levey,

(Courtesy: State Histonecal Society of lowa)

decision of the Land Commissioner. This decision future tolls on the waterway, water rents and other
was reversed by the Secretary of the Interior but profits over a period of 40 years. At the expiration.
again reaffirmed by the Attorney General during the the improvement was to become the property of the
same year. However, in 1856 the Secretary of the state. After a direct expenditure of nearly $800,000 in
Interior refused to certily the additional lands, stating the four years, little progress had been made and a
that the grant applied only to Raccoon Forks. settlement was negotiated and reported to the General

Assembly in 1860. On the same day the resolution for
settlement passed, the Assembly adopted a measure
which provided that the lands remaining be given to
the Keokuk, Fort Des Moines, and Minnesota
Railroad. By transfer, the work of improving
navigation on the river ended.

The sale of the lands did not bring the necessary
funds, and in 1853 Henry O'Reilly, a New York
contractor, organized the Des Moines Navigation and
Railroad Company and agreed to complete the
project within four years [rom July 1. 1854, He was to
be compensated by funds from the unsold lands,
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Amana Canals

Impact of the River Project

['he river improvement plan was not only of historic
interest but set off legal and political controversies
within the state, between it and the federal
government and with settlers who claimed title to the
lands. In 1856 Congress granted lands to the states
consisting of alternate sections of six miles along the
proposed right-of-way construction of four railroads
being built east to west, but not to include any lands
previously reserved for other public improvements.
Fhe grants crossed the Des Moines River grant two
miles north of Racoon Forks. If the 1846 grant
included the area above, as well as below. this point,
the railroads could not get these lands. So. with the
coming of the railroads. the attitude of the people
changed. Before. they desired the river grant to be

extended to the Minnesota border; afterward. citizens

supported the railroad interests, who were content to
have the grant stopped at Raccoon Forks. The
crossing ol the river grant by the railroads, the

{Phatos by author)

question of where the grant applied, and the lands
claimed by settlers resulted in long and extensive
litigation in the courts. Land claim cases went to the
U.S. Supreme Court at least eight times in 40 years
before finally settled. Two comments on this project
are worth noting. One, by Weaver. termed the niver
project as “possibly the most dramatic chapter in the
history of settlement in lowa.” The other. by Cole,
stated that “the state had spent 10 years and a million
dollars to learn that politicians are not transformed
into businessmen by being elected to offices with big

names."

I Jumes B. Weaver, The Story of the Des Moines River Lands.”
Annals of fowa 18 (October [932). pp. 420-433, Cyrenus Cole, 4

History of the People of lowa, Cedar Rapids, lowa: The Torch
Press, 1921, p. 219
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Remnants of the Dam and Lock at Bonaparte
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Summary
I'he stagecoach and steamboat of pioneer days could
not provide the transportation necessary for rapid
development ol the state. The first was handicapped
by natural and human obstacles which made for slow,
tedious, frustrating and uncomtortable travel and had
little or no capacity lor handling [reight. The second
was limited to the north-south pattern of movement,
as determined by the flow and boundaries of the
rivers, Both served well therr primary purpose during
the periad of the yearly life eyceles. One disappeared in
time, and the other shifted in importance as the
cconomic and social evolution of the state and nation
dictated its future, Walter transportation eventually
evolved into a major instrument of commerce in
lowa, but in those days the migration ol people was
from cast to west, and the commerce and industry
that followed were the result of a new lorm of land
transportation. Raitlroads made Chicago a
commercial challenger to St. Louis and the lower
Mississippt River ports, and 1t was only a matter of
time before their tracks would be laid to and through
lowa enroute to the West, The failure of the Des
Moines river project emphasized the difficulty of
making interior rivers navigable. brought with it
conflicting claims over land ownership and. in the
end, proved to be a boon for railroad development.

The author interviewed residents of the river towns of
Bonuaparte, Bentonsport and Keosaugua and
photographed remnants of the locks and dams built
at these sites, Little remains as evidence except at
Bonaparte, where a lock and rock line across the river
is clearly visible. The dams were rather crudely built
and were washed away frequently by 1ee and floods.
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Chapter Two

Railroad Construction and Influence in
lowa

Introduction

The linking of the Eastern cities to Chicago made
inevitable the westward move of railroads to the
Mississippi River, thence through Towa to the Pacific
Coast. Efforts to improve transportation on rivers
and roads did not aid in rapid development of lowa,
which in the early decades was still in the pioneer
stages of growth. So while the interior settlers plowed
the tough prairie sod. eastern settlements began to
plan for the railroad era, influenced by developments
in the states cast of her borders. lowa’'s railroad
history, therefore, was tied directly to the
construction ol railroads from Chicago. since the
great trunk lines built across the state were extensions
of the roads to the Mississippi River

The railroad era in lowa is replete with railroads
chartered but not built; those built but often leaving a
trail ol bankruptcies, insolvencies, and
reorganizations; of roads named and renamed. From
this atmosphere of change and confusion. the major
ratlroads emerged, forming the systems so well
known. They influenced the deyelopment of
settlements, expanded the agricultural and industrial
base. and were supported and controlled by political
attitudes which prevailed during the period. The story
of railroad construction and its impact on lowa is one
of the most interesting chapters in the history of the
stale.

Building to the Mississippi River

In the middle of the 19th Century, the Mississippi
Valley was engaged in a struggle which pitted lorces
advocating north-south transportation against those
advocating the east-west movement, Parish suggests
that “it was a contest between the old lines of
migration and the new; the South and the East:
between the slow and cheap transportation by water
and the rapid but more expensive transportation by
rail and it arrayed St. Louis and Chicago against ecach
other in intensive rivalry.” | Joseph Sheffield and
Henry Farnam built the Michigan Central (MC) into
Chicago in 1852 and wanted a line to the Mississippl.
The Chicago & Rock Island (CR1), previously known
as the Rock Island & La Salle, was incorporated in
[851, with John B. lervis as president, later replaced
by Farnam. Among those involved were Peter

Anthony Dey and his assistant, Grenville M. Dodge,
engineers and surveyors, who were to become famous
in lowa railroad construction and regulation. By
October 1852, the road had been built as far west as
La Salle and reached Rock Island in February 1854,
the first to build to the river (Fig. 2-1). So great was
the traffic that the rolling stock stipulated in the
contract was inadequate to meet the demand.

I'hree men, James Frederick Joy, John Murray
Forbes and John W, Brooks, brought the Burlington
(CB&Q) to lowa, Forbes, the linancier, was
convinced that not only were there economic, political
and military advantages to be gained by a
transcontinental railroad, but also the rich prairies of
Hinois and lowa would vield investors substantial
rewards. The CRI1 was already under construction
and the linois Central (1C) and Galena & Chicago
Union (G&CU) were building through northwestern
lllinois. So Joy turned to the southwest to find an
outlet by combining four lines which “sprawled
aimlessly” in a westward direction. Three, the Aurora
Branch, the Northern Cross (Quincy & Chicago) and
Peoria and Oquawka (P&Q). had been incorporated
in 1849 by local interests. The fourth, the Central
Military Tract (CMT), was chartered by Galesburg
citizens in 1851,

The nucleus of the CB&() was the Aurora Branch,
built to Mendota in 1852 and extended by the CMT
to Galesburg in 1854, Through the P&Q. it reached
East Burlington in 1855. The Chicago & Aurora was
incorporated as the CB&Q in 1855, absorbed the
CMT in 1856, and purchased the Northern Cross in
1864. That portion of the P&Q built between Peoria
and East Burlington was acquired in the
consolidation ol 1864 (Fig. 2-2

I John € Parish, *The First Mississippi Bridge,” Palimpsest 3 (May
1922) p. 153,
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I'he Route of the Chicago and Rock Island Railroad
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I'he Chicago & North Western (CNW) began with the
incorporation of the G&CU in 1836, An economic
depression in the 1830s delayed construetion until
848, William B. Ogden was president and built 121
miles from Chicago to Freeport in 1853, where the
westward extension ended. From there to Galena,
there were two possible routes for the G&CU and 1€
to build to the River: one northwest through Warren
and Scales Mound and the other southwest to
Savanna. But it was feared that the arca would not
support two competing parallel railroads, so the two
roads agreed to jointly construct one line, The [C

1

completed the Freeport-Galena route in 1854,
Although opposed by Galena residents who hoped
their city would be the terminus, the track continued
to Dunleith opposite Dubuque in 1855, The 1C built
and owned the road but the G&CU operated its
equipment over the line during the construction
period.

As a result of failure to gain the northwestern route, a
line was planned through consolidations and mergers
from Junction, 30 miles west of Chicago. to continue
through DeKalb. Dixon. Sterling. and Morrison to
Fulton on the river, arriving there in December 1855,
Connections were made with the IC from Dixon to
Freeport and with the CRI1 from Dixon to Rockford.
By use of the tracks of the 1C to Dunleith, the G&CU
had two contacts with the river. an accomplishment
not duphcated by any other railroad. The pioncer
name of the G&CU was eventually discontinued and
the CN'W emerged as the result of purchases and
mergers with other roads, the name considered

sulliciently comprehensive Lo indicate the terrtory
served (Fig. 2-3).

The 1C was organized in 1851, live weeks alter
recetving its charter. Robert Schuyler was elected
president and guided it through its formative years,
Federal land grants were obtained after seven years of
congressional debates. Under the terms of the land
grant, the [irst to be given any railroad.
approximately two and one-half million of the I
million acres in the public domain were transferred to
the state lor railroad construction. The grants called
for a right-of-way through public lands with alternate
sections (640 acres) in a strip six miles wide on each
side of the railroad. 1t was stipulated that the lands
would revert to the federal government if construction
had not begun within two years and finished within
10 years from passage of the legislation. signed into
law by President Fillmore in 1850. The Illinois land
grant marked the beginning of a national policy
which disposed ol public lands for railroad
development and was of particular significance in
construction of lowa’s railroads. When finally built,
the railroad covered 705 miles and was considered the
best built road in the West at that ume (Fig. 2-4).

The Milwaukee was the last of the major railroads to
reach the Mississippi River. Chartered in 1847 under
the name of the Milwaukee and Mississippi (Mil&M)
Railroad. 1t reached Madison in 1854. From there, it
took three years to get to Prairie du Chien, opposite
McGregor. The road was in constant financial
difficulty, for no state or federal aid was forthcoming,
and it was necessary to call upon cities. towns,

D\Jvﬁu

WISGONSIN

ILLINOIS

LAKE
AMICHIGAN

Figure 2-3
I'he Galena & Chicago Union Railroad, forerunner of the Chicago & North Western
(Caourresy. State Historcal Sociely of lowa)
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tarmers and merchants to finance the project. This issued, 10 of which were for fernes Crossing into
was the only road built across Wisconsin and became lowa. Half of these were granted to operators in the
an important route for the northern tier of lowa Dubuque mining area. and by the close of 1833, 15
counties. It tapped valuable areas of mineral and ferries operated into lowa, of which at least eight
agricultural wealth in Wisconsin and attracted a large served Dubugue and Davenport

share of the business of Dubuque and northeastern

e Public ferries progressed from the flatboats and skiffs.
lowa (Fig. 2-5)

with power provided by men manning sweeps, oars

Ihus, by 1857, of the 10 railroads linking the Atlantic and poles. Clark’s Ferry at Buffalo marked the
seaboard with the Mississippi River prior to the Civil opening of flathoat crossings in lowa in 1833, and in
War, live reached the river opposite lowa: the CRI in 1836 Antoine LeClaire began operations at

[854, CB&Q in March, 1C in June, G&CU in Davenport, Horse lerries followed in 1841, but the
December 1855, and the Milwaukee in April 1857 most important step was the introduction of steam
I'here, construction slowed in their extensions to the power, shortening the crossing from several hours to
West by the necessity of building permanent regular trips of l[ive to 15 minutes. The first steam
structures across the river lerry was operated by John Wilson in 1852 at

Davenport

Crossing the Mississippi River—Ferries On the lowa side. jurisdiction over ferrying was first
Ferries and canoes provided the only means ol exercised directly through charters by the General
crossing the rniver iu.'h-ra' railroads. n-u'curu_' the needs Assembly. Boards of county commissioners were

ol early explorers, travelers, and the occasional empowered to grant licenses for river points not
homesteader. But when migration reached the wagon- provided by charter. Ferries, however, were not to be
train era, regular ferries developed. The first ferries established within two miles of each other, and rates
were licensed by Hlinois, the first recipient being were lixed by county courts. Most were privately
James White of Hancock County in 1833, to operate owned and operated. The demand was so brisk at the
to Fort Madison. In that same \-c;u_ 19 licenses were onset of territorial history that ferries were running

I he Antaine LeClaire, a poneer Rock Island locomotive. i1ssaid to be the first railroad engine lerried acr o5 the Mississippt into lowa. Sir |

22 A . Arid pe 4Cross -ather o ersshoul acket
Rock Island was the first railroad to reach the Mississippi (1854), it was natural that the [irst hridge across the Father of Waters should brac

Davenport and Rock Island in [856
(Courtesy; lowa State Printer)
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from and to all major cities and towns along the discussed in eastern villages and towns as the
river.2 When the bridges were built, the once railroads slowly crept across Illinois and Wisconsin.
prosperous ferry business practically disappeared. The interests of the people were crystallized through

the laws of Towa in 1850, “granting rights-of-way to a
number of companies [or construction.” Many of the

Bridging the Mississtpp! Rives proposals proved to be dreams, as was John Plumbe’s

The topic of steam transportation was frequently
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T'he Route of the lllinois Central
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Y William S Johnson, “Crossing the Mississippr.” Palimpsest |
(December 1920); pp. 173, 175-176.
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iranscontinental railroad, first proposed in 18333
Sharp suggests that “they merited the description of
the Philadelphia, Fort Wayne and Platte Valley Air
Line Road: it was an airline—hot air. It so exhausted
the corporation to write the whole name, no energy
nor breath was left to build the road.™ However. the
determination to have railroads resulted in the
incorporation of the Mississippi and Missouri
Railroad (M&M) in 1853, one year before the CRI
reached the river. The M&M was eventually an
extension of the CR1 and numbered among its
organizers, Jervis, Sheffield and Farnam, of the MC
and CRI roads.

To unite the two lines it was necessary to bridge the
river, and the Railroad Bridge Company was
incorporated in Illinois in 1853, It was authorized to
build, maintain and use a railroad bridge over the
Mississippl River across that portion of the river lying
in the state at or near Rock Island. Farnam was
president and chiel engineer of construction. Bonds to
finance the project were guaranteed by both railroads.
The lowa section was to be built under authority of
the laws of lowa. Antoine LeClaire deeded the land
on the west side of the river, and the right-of-way was
cleared on the lowa side to the middle of the channel.
Construction involved three segments: a span across
the narrow part of the river from the east bank to the
island: tracks across the island; and a long bridge with
a draw span from the island to the lowa shore. The
middle of the channel running west of the island was
the boundary between the two states.

Complications arose immediately. The federal
government owned the island and steamboat interests
brought pressures to prevent construction on federal
land, arguing also that bridges hampered navigation
which violated bridge authority. The case of the
United States v. Railroad Bridge Company et al
came before Judge John MeClean in the U.S. Circuit
Court in July 1855, An injunction against the bridge
company sought by the Secretary of War was denied
and the rights of the company upheld.® The bridge
was completed in April 1856, A second complication
arose in May of that year when the steamboat Effie
Afton was wrecked against the piers. The boat caught
fire and was destroyed, also destroying part of the
bridge and putting it out of commission for four
months. The owners sued the Bridge Company,
hoping to recover damages by proving that the bridge
was a menace Lo navigation. The case ol Heard et al
v. Railroad Bridge Company again came before
Judge Mclean in September 1857. Abraham Lincoln
was a member of the defense team. and after a bitter

trial, the Bridge Company gained a temporary victory
through a hung jury.

The verdict was recognized by both sides as an uneasy
truce. The struggle reached Congress. where a House
committee concluded that the courts should make the
final decision. Judge John M. Love of the U, S.
Circuit Court of Southern lowa ruled on a petition of
James Ward, a St. Louls steamboat operator, that the
bridge was “a common and public nuisance™ and,
further, that the piers and structure on the lowa side
should be removed. The Company appealed to the
U.S. Supreme Court, which in 1862 reversed the
lower court and allowed the bridge to remain.® The
CRI not only built the first bridge across the river and
won the right to keep it but also opened the way for
other railroads to cross the river with legal approval.
From this time and for many years afterward,
steamboalts plaved a subordinate role to the railroads.

Railroads in lowa

The Initial Phase

The development of Chicago as a center of inland
commerce practically guaranteed that lowa would be
on the rail routes to the Pacific, so attention centered
an potential routes across the state. The two that
seemed to offer the most promise were the M&M and
Lyons and Central railroads. The first General
Assembly had provided for incorporation of
“railroads and other works of internal improvement”
in 1846, An extra session in the following year

"Jack T. Johnson, “Plumbe’s Ratroad to the Moon,” Palimpsest
38 (March 1938): pp. 89-97: John King, “John Plumbe, Originator ol
the Pacific Railroad,” Annals of lowa 6 {January 1904): pp. 289-296

4 Mildred J. Sharp, “The M&M Railvoad,” Palimpsest 3 {January
1922): pp. 1-2.

* United States v. Railroad Bridge Company, Fed. Case No, 16114
(6 MeClean) 517 (1855),

® The Mississippi and Missouri Railroad Co. v. Ward, 67 LLS. (2
Black) 485 (1862). For a complete discussion ol the case, see John W
Starr Ir., Lincolnand the Railroads, New York: Dodd, Meads & Co.,
1927, pp. 90-117. The Court supported the arguments of Lincoln who
stated; “But there 1s travel from east to west whose demands are not
less important than the river... This current of travel has its rights as
well as that of north and south,.. the statement of its business is in
evidence [rom September 8, [856 to August 8, 1857 12,586 (reight
cars and 74,179 passengers passed over the bridge... This shows that
the bridge must be treated with respect in this Court and is not to be
kicked around with contempt.” Of interest was the position of the two
leaders of the warring states in the Civil War, involved in this controv-
ersy. Jefferson Davis was Secretary of War at the time of the initial
protest of the steamboat owners, and Abraham Lincoln was one of the
lawyers defending the railroad.
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requested of Congress “a grant of land to aid in the
construction of u Rail Road {rom Davenport by way
of lowa City, Monroe City, Raccoon Forks to some
point near Council Bluffs on the Missouri Riverin
(his state.” However, this request as well as others
went unheeded for cight years.

The M&M planned to build in three directions across
lowa. The main line would run west from Davenport
through lowa City to Fort Des Moines and continue
to Council Bluffs, a distance of 311 miles at an
estimated cost of $9 million. A second line would run
from Wilton Junction through Muscatine, thence
southwest through Oskaloosa to the Missourl state
line or Missouri River or both. A third was to be built
from Muscatine to Cedar Rapids and north to the
Minnesota border. Peter Dey and Grenwville Dodge
had surveved the projected main line in 1853 and
1854, Antoine LeClaire turned the first shovelful of
dirt at Davenport in September 1853, but actual work
did not begin until July 1855, The road entered lowa
City on December 31, 1856, encouraged by a bonus of
$50.000 and stock subscriptions if they reached the
city by that date.

Meanwhile. other railroads were being organized and
planned, The lowa Central Air Line (ICAL), also
known as the Lyons and lowa Central, organized in

853, was to run from Lyons, near Clinton, to Tipton,

lowa City and on to Council Bluffs. However, the
road was never built beyond the grading stage

hecause of misappropriation of funds by H.P. Adams,

principal backer and a director. and later found to be
a fugitive from justice. The financial collapse in 1854
left families of construction workers stranded in
Lvons, paid off in groceries, dry goods and
miscellaneous articles instead of money. Thereafter,
the road was known as the “Calico Road,” Backed by
eastern eapitalists, among whom was Qakes Ames,
the Chicago, lowa and Nebraska (CI&N) was
organized and began construction at Clinton in 1856,
It reached Cedar Rapids in 1859, the farthest west ol
any railroads built to that time.

To the north, the germ planted by John Plumbe in
1833 culminated in the 1850s, the decade of
Dubugque’s “railroad fever.” George W, Jones and
Augustus C. Dodge. lowa’s irst senators, were
instrumental in getting the [C extension from Galena
to Dunleith (East Dubuque) in 1851. Onee that line
was assured, Jones, Platt Smith, General C.H. Booth,
Jessie Farley, Edward Slossan and Judge John J.
Dyer formed the Dubuque and Pacilic (D&P) in
1853, At the time ol organization, not one mile of

railroad had been built in lowa, and in the 29
counties eventually traversed by the 1C, there were
fewer than 5,000 families, concentrated primarily in
Dubuque and Linn Counties.

Financial problems delayed construction until
October 1855, and it was not until May 1857, that
trains ran to Dyersville, making the trip of 79 miles in
three hours. The road was extended to Earlville, eight
miles west, where construetion halted because of poor
credit, unfavorable economic conditions and the lack
ol a western terminus. Building was resumed in the
summer ol 1859 under John Edgar Thompson,
builder of the Pennsylvania Railroad. and reached
Independence in December. By March 1860, the line
moved to the western border of Buchanan County
where a station was named Jesup. after Morrs K.
Jesup, a financial backer and later president of the
road. He held many of the bonds which were in
defaull. forced the railroad into receivership. and
reorganized it as the Dubuque and Sioux City
(D&SC) in 1860,

Forty-six men—lawyers, businessmen and public
officials—organized the Burlington and Missouri
River Railroad (B&MR) in Januvary 1851, some three
years before the CB&Q arrived at the Mississipp1.
William Coolbaugh, a merchant. was elected
nresident, and James W. Grimes, banker and soon te
be Governor of lowa. worked for a land grant
Capital was raised through bond issues voted by the
people of Des Moines. Jefferson and Wapello
counties. where 85 percent of the population was
concentrated. But the bond issues did not provide the
necessary funds. so the founders turned to the
*Boston Group™ led by John M. Forbes, who had
been involved in the financing of the MC and CB&Q
in linois.

In August 1856, the track came into Mt Pleasant via
Danville and New London. two years alter it began.
Anather year passed before the five miles were built
to Rome on the Skunk River, where construction
stalled. In 1857, Edward Baker of Massachusetts was
elected president, indicating the growing eastern
control. Forbes also placed Charles Russell Lowell. a
23-year-old nephew ol James Russell Lowell, as
assistant treasurer to protect his interests.

71847 Lnws of lowa, Chapter 815 1848 Laws of lowa, Extra Session,

Joint Resolution S
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Early Wood Burning Locomotive

(Courtesy: State Historical Society of lowa)

Capital was relatively scarce during these early years.
lowa granted rights for incorporation and of eminent
domain. but the Constitution prohibited giving or
lending state credits to individuals. assoclations or
corporations, and that prohibition was continued in
1857. Borrowing through bond issues for construction
was allowed but the interest rate was not to exceed 10
percent, European and eastern financiers provided
funds which, together with local aid, formed the
financial base. Municipalities, counties and
individuals made loans, purchased and guaranteed
railroad bonds, and made outright contributions of
cash, land, materials and labor. Some local
governments also exempted railroads from taxes.
Locklin states that “it is impossible to determine what
proportion of such aid consisted of donations by
county and municipal governments and what
proportions consisted of donations by private
individuals, corporations or associations.™ But the
result was creation of public and private debt. since
the necessary finances were essentially borrowed and
the load of indebtedness sometimes exceeded the
assessed value of all taxable property in the political
subdivision. Financial distress was a principal reason
for pressures on Congress for land grants to complete
the railroad systems.

The Land Grants

The land grant to the 1C was typical of those made
later, with some variations. Whereas the lllinois
railroad received a right-of-way 200 feet wide and six
sections of land for each mile of road, others received
10 to 40 sections per mile and a right-of-way of 400
feet. In 1856, congressmen Augustus Hall of lowa and
Henry Bennett of New York introduced bills
requesting grants for the railroads, approved on May
IS, and lowa received grants for construction of four
railroads; the M&M, ICAL, D&P and B&MR, On
July 14, 1856, the General Assembly accepted the
grants with the following terms, conditions and
restrictions as contained in the act:

¥ Phillip Locklin, Economics of Transportation, Tth ed., Home-
wood, 1l.:Richard D. lrwin Inc.. p. 127. See also Hobert C. Carr,
Early History of fowa Railroads, New York: Arno Press, 1981, pp
65-82,
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. The railroads were required to build and
equip 75 miles within three years and 30
miles in addition for each year thereafter
for a period of five years. If the railroad
failed in any particular, the state could
resume the lands unecarned and regrant
them to another company.

2. The gauge was fixed at four feet, eight and
one-hall inches.”

3. The rights of any claimant or occupant ol
any of the lands granted were protected
and the company was required under
certain conditions to deed the land to
claimants.

4. Companies were required to file written
acceptance of the act and were subject to
such rules and regulations as may from
time to time be enacted by the General
Assembly of lowa, and to make annual
reports to the Secretary of State,

The federal grants were made to states, which could
grant, revoke, resume or transfer the lands. Railroads
could use the lands not necessary for construction as
a source of funds by either selling or mortgaging
them. Over three and one-hall million acres were
disposed of, and when sold averaged approximately
seven to eight dollars per acre. It was claimed that
through the grants the entire cost of construction
might be recovered, that proceeds would eventually
pay lor bonds issued and make stockholders owners
of unencumbered properties. The Civil War
temporarily suspended the activity, but it was
vigorously pursued at its conclusion. The press, public
and politicians in both state and federal legislatures
promoted the grants as their patriotic duty. Grants
were expected to provide increased economic
opportunities for settlers who migrated to the new
regions Lo obtain farms, for others who aimed at
becoming founders of new towns, and also for profits
to investors, Sales of land by the “lowa Roads" were
over $6.6 million of federal granted lands and $26.2
million of state granted lands by 1880. Generally, the
sales did not cover the total or, in some instances, the
imterest on the cost of construction. But acceptance of
the grants by railroads carried certain obligations.
For example, the {ederal government required land
grant railroads to carry mail, troops and government
property at reduced rates, Mail was moved at 80
percent and troops and property at approximately 50
percent of published tariffs.

It was estimated that the the value of the 131 million
acres of federal lands granted from 1851 to 1871 was
approximately 5130 million, based upon prices
received from the sale of federal public lands during
the period. Additionally, it was estimated that
railroads received 48 8 million acres [rom the states,
The total of all land grant deductions, including
voluntary equalization ol rates by competing
railroads from 1851 to 1943, was estimated at $550
million. lowa received 3.7 million acres, roughly 13.]
percent of the state’s area, although some history
texts indicated that about 90 percent of the state's
lands had been given away (Table 2-1).

The War and Postwar Period

By 1860, there were 655 miles of railroads built in
lowa (Fig. 2-6). Westward movement was slowed by
the Panic of 1857 and political issues between North
and South. In 1862, the Pacific Railroad Act was
signed by President Lincoln, chartering the Union
Pacific (UP) and setting the conditions for building
the transcontinental line between Omaha and
Sacramento. The railroad which reached Omaha
would reap rich rewards offered by the connection
with the UP, and as soon as conditions permitted, the
race across the state was accelerated. The strategic
location of lowa as a bridge state was solidified in
railroad construction to either coast and was equally
important in later years in the evolution of the
national highway programs.

* The standard gaupge was determuned by Brniush locomotives
mmpaorted into the Umited States. The wheel span corresponded to the
width of the early English road cart, measured [rom inside o inside
rnm. In 1860, there were seven widths of gauge in the nation, ranging
from four feet, eight inches to six feet. However, because of aguation
for cheaper and more ¢conomical roads, 14 narrow gauge railroads
were builtin lowa, independent of the major systems and of relatively
short distances, The first line to he abandoned was the |2-mile
wooden track narrow gauge line built from Loscomb through Conrad
1o Beaman Descriptions of narrow gauge railroads and those builtin
lowa are found in Ben Hur Wilson, “The Matter of Gauge,™ and
“lowa and the Narrow Gauge,” Palimpsest 13 (Apnil 1932): pp
133-165
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Figure 2-6
lowa Railroads 1860
(Map by author)

Railroad

Milwaukee

Rock Island

Burlington

Des Moines & Fort Dodge
lowa Falls & Sioux City

Stoux City & St. Paul

Cedar Rapids & Missouri River
Dubugue & Sioux City

Sioux City & Pacific

Total

The Chicago and North Western

A new road, the Cedar Rapids and Missouri River
(CR&MR), was incorporated in 1859 and given the
land grant of the defunct ICAL. Improved economic
conditions and the infusion of eastern capital plus
local backers such as John F., Ely and John Weare of
Cedar Rapids and G. M. Woodberg of Marshalltown
furnished the impetus for further construction, It was
at this time that John 1. Blair of New Jersey became
interested in the possibilities of a prosperous railroad
west of Cedar Rapids. Donovan describes him as one
who “built railroads faster and more extensively in
the state than anyone else—beflore or since.” and
further *as a human dynamo let loose in railway-mad
lowa."l!

Alter Blair became involved in the management in
1861, the railroad began to move. By 1866, it reached
Denison, built through Marshalltown (1863). Nevada
(1864) and Boone (1865). From Denison the line ran
down the valley of the Boyer River and into Council
Bluffs in January 1867. Within the period required to
complete the Cedar Rapids-Marshalltown segment,
both the C1&N and CR&MR railroads were leased to
the G&CU, later incorporated into the CNW system.

Table 2-1
Acres Granted and Values of Lands Realized by lowa Railroads

Acres Values
372.656! S 1.601.730!
550.193 4,984 341
385.424 3.870.890
42,636 117.972
640,256 3.676,902
320,002 742,148
956,597 6,017,259
444 161 No Report
39.876 299.000
3,751.801 $21,310,232

Summarized from the Reports of the lowa Railroad Commission. [874, 1878, and Reports of Land Commissioners of lowa Railway Land
Company. et al. 1874, Values estimated on average prices received for the land. Figures were revised 1 (901 to 4,802,878 acres and
$26,373.518 for values received

! Fractions and cents omitted

10 Frank P. Donovan,“The North Westernin lowa,” Palimpsest 43
{December 1962): pp. 549-551
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The Rock Island

While Blair was building across lowa, his competitors
were not idle. The M&M built to Marengo in 1862
and was in Kellogg by 1864, The road was heavily in
debt with foreclosure a probability, and to protect its
land grant, a new company, the Chicago, Rock Island
& Pacitic (CRI&P), was formed in Towa and
purchased the M&M in July 1866. It was authorized
to build from Kellogg to Des Moines, arriving there
in 1867. With clear title, including land grants, the
Ilinois and lowa lines were consohidated. The charter
called for construction between Des Moines and
Council Blufls, completed on May |1, 1869, the day
after the UP=Central Pacific tracks were joined at
Promontory Point, Utah. The CNW had a monopoly
into Council Bluffs for two and one-hall years belore
the CRI&P arrived and had been hauling much of the
malterial used for building the UP.

The original plan of the M&M had been to build in
three directions in the state. While the Council Bluffs
line was being constructed. the southwest segment
was extended beyond Muscatine to Washington in
[858. It continued southwesterly to Lineville through
Fairfield, crossing the Missouri border. thence to
Stallings Junction opposite Leavenworth, a military
post, with operations commencing in 1871, In the
enthusiasm to build west and southwest, the third
division to Cedar Rapids was ignored. But other
interests were planning a north-south route through
the city. Between 1865 and 1867 two railroads, the
Cedar Rapids and St. Paul (CR&STP) and the Cedar
Rapids and Minnesota (CR&M), were organized and
merged into the Burlington, Cedar Rapids and
Minnesota (BCR&M) in 1868, Known as “Judge
Greene’s Railroad.™ it was unique in that it was
organized by lowans and headquartered in the state.
Judge George Greene of Cedar Rapids was president;
Charles Mason of Burlington, vice-president; and J.
D. Cameron of Burlington. chief engineer. The road
was built south to cross the main line of the CRI&P
at West Liberty and the Muscatine line at Columbus
Junction. To the porth, it ran through Cedar Falls to
Plymouth Junction, connecting with the Milwaukee
to St. Paul, with segments to Independence, Oelwein
and Postville. A feeder line was built from Vinton to
Traer by 1873. With funds raised in the East, the
ratlroad had built 368 miles by 1874

The BCR&M suffered financial reverses alter the
Panic of 1873, and the Blair interests reorganized it as
the Burlington, Cedar Rapids and Northern
(BCR&N). Affiliated with the BCR&N was the Cedar

Falls, lowa Falls and Northwestern, incorporated in
880, which built the bulk ol new construction in the
I880s. It was absorbed by the parent company in
1902, which was purchased by the CRI&P in 1903,
The main line ran from Burlington through Cedar
Rapids and Waterloo into Albert Lea, Minnesota,
and another line ran through Emmetsburg and Sibley
to Watertown, South Dakota. In 1903, the CRI&P
had 1,310 miles of track in operation in three states,

The CRI&P was not the first railroad to enter Des
Moines. That honor or glory belonged to the Des
Muoines Valley, Keokuk and Des Moines Railroad. It
was first organized as the Keokuk, Fort Des Moines
and Minnesota Railroad in [853, routed through
Bentonsport, Ottumwa and Eddyville, where
construction halted because of the war. In 1864 the
name was changed to the Des Moines Valley
Railroad, reaching that city in [866.!" Considered a
secondary road. it was important to the development
of Des Moines, to which considerable traffic moved
from Keokuk by land and water. Des Moines had a
growing population and wanted the state capital
moved from lowa City. Polk and Lee counties made
an agreement whereby financial support would be
given the railroad in exchange [or votes for adoption
of the Constitution of 1857 which transferred the
capital to Des Moines. Lee county voters swung the
election. Keokuk saw the railroad started and Des
Moines became the capital.

With finances apparently exhausted. construction
north of Des Moines stopped. to the disappointment
of Fort Dodge, whose residents promised land and
tax assistance. When the line was finally built. instead
of taking the direct route up the Des Moines River
Valley, it ran circuitously through Perry, Grand
Junction, Gowrie and Tura, reaching Fort Dodge in
1870. In 1873 the road was declared bankrupt. The
northern section was sold to Colonel C. H. Perrv and
was known as the Fort Dodge and Des Moines
Railway. The southern section was purchased by
John E. Henry of New York and became the Keokuk
and Des Moines Railroad., serving as a direct line to
Keokuk with connections to St. Louis. Tt was
integrated into the CRI&P system in 1878,

' This was the railroad that received the land grants of the Des
Moines River Navigation Company.
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The Burlington
The CB&Q was in Ottumwa by 1859, in time to meet

the requirements of the land grant. Charles Elliot
Perkins, 18 years of age, was hired to assist Lowell,
whose duties of managing the treasury and land
department had become too heavy for one person.
I'wenty-two vears later, he would be president and
continue his close association with the “Boston
Group™ to whom he turned for caputal from time to
time. The two lines to the north—the CRI&P and
CNW-—had built their bridges across the Mississippi
River, but the CB&Q still rehed on ferries, Therr
bridge, built in 1868, enabled the road to redouble its
efforts to reach the Missouri River.

I'he energy and enthusiasm of James Joy and Charles
Perkins, spurred on by new capital, pushed the road
to Chariton and Woodburn by the end ol 1867.
Frains ran into Osceola in January 1868 and by
November the tracks had reached Red Oak. Crews
started east lrom East Plattsburg and met the
westbound track at Hastings in November 1569,
without formal ceremony. To compete for the
business of the Omaha gateway, regular service was
started over the St. Joseph and Council Bluffs
(StJ&CB) Railway from Pacific Junction in January

1870. The CB&Q was the third railroad to reach
Council Bluffs and was the only federal land grant
road that never filed for bankruptcy during
construction, It was also one of the very lew railroads

that had never been in receivership

The lllinois Central

Stoux City wis the objective of the D&SC Railroad.
which meant building 250 miles west of Jesup. Sioux
City was expected to rival St, Joseph, Missouri and
Omaha as gateways Lo the west-—a possibility that
excited and stimulated other interests. Within a short
tme at least six railroads were chartered to build to
that city.!® Construction [rom Jesup reached Cedat
Falls in 1861, and with exception of a feeder line to
Waverly, the war stopped further building. Five vears
later, the main line was at lowa Falls, with regular
service by June 1866, Both the western and northern
lines out of Cedar Falls were moving into virgin
territory and trains from Dubuque brought settlers
from eastern and midwestern states and from
Scandinavia, Ireland, Scotland and England. These
settlers purchased land at prices from $2.50 to $10 per

dlle

Iinois Central Locomotive - 4-4-0)

Design in 18605

(Courtesy: State Histoneal Society of lowa)

* Poor’s Manual of Railroads, 1871-1872. The six were the lowa
Falls & Sioux City, St. Paul & Sioux City, Stoux City & Columbus
Sioux City & Pacifie, Sioux City & St. Paul, and the McGregor &

Sioux City Railroads
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[t was at this point that the 1€ purchased the
properties, fearful that rival companies would move
in and deprive the company ol its western connection
and eliminate it from northwest lowa. Platt Smith,
vice president of the D&P, was a leader in the leasing
arrangements. He organized a subsidiary, the lowa
Falls and Sioux City Railroad, in 1867, to build the
167 miles between the two cities. Blair, who had built
the CNW, was named to head the new company
which acquired the franchise. rights-of-way and land
grants to Stoux City. The line moved westward to
Fort Dodge in 1869, While continuing westward,
another crew moved the rails cast and met at the
“Sag” (milepost 431.5), some three miles west of
Storm Lake in January 1870 Blair and his men had
built more miles in two years than had any once else in
the history of east-west railroad construction in
lowa.'" During the extension of the main line, tracks
on the Waverly branch were built to Charles City in
868, to St. Ansgar in 1869, and the gap to the
Minnesota border was closed by 1870. The final link
joining Sioux City with the UP was built by the Sioux
City and Pacific Railroad along the east bank of the
Missouri River to Missouri Valley Junction on the
CNW, which eventually incorporated the road into its
system. By the close of 1870, the 1C operated 1.107
miles of ratlroad: 705 in Hlinois and 402 in lowa.

The Milwaukee

The Milwaukee was the {ifth main line built across
the state. Its history began with the completion of the
MIL&M into Prairie du Chien in 1857. McGregor, on
the opposite side of the river. like other towns, was
filled with excitement for railroads and planned them
in all directions. including a horse-powered line to
Fort Atkinson. Actually. the Milwaukee built two
lines across lowa. At the close ol the war, the
McGregor Western (MCGW). incorporated in 1863,
reached Monona, The railroad was promoted by
William B. Ogden of the CNW, Judge Greene of
Cedar Rapids, and William Larrabee of Clermont,
later Governor and a leading proponent of regulation.
In 1866 1t was completed to Cresco and the following
year into Owatonna, Minnesota, thence to the Twin
Cities. already connected by the Milwaukee and St.
Paul to the city of Milwaukee. The MCGW and
MIL&M were purchased by the Milwaukee and St.
Paul which in turn became the Chicago. Milwaukee
and St, Paul (CM&StP) Railway in 1874, the same
year that John Lawler completed the pontoon bridge
across the Mississippi River.

['he McGregor and Sioux City Railroad was
incorporated in 1868 to resume construction across
northern lowa and to get the land grant. By 1869 it
had built the 64 miles from Calmar to Nora Springs.
Renamed the MeGregor and Missouri River Railway,
it reached Algona in 1870, the point to which the land
grant applied, but progress was halted by the Panic of
1873. The grant expired in 1875 since the railroad had
not met the mileage requirements. The CM&StP,
which had absorbed the McGregor and Missouri, got
the grant transferred, and by 1878 the segment from
Algona to Hull, through Sheldon, was in operation.

The second line across the state was started by the
Sabula Valley and Dakota Railroad, organized in
I870. The road was built with assistance of the
Western Union Railroad (no relation to the telegraph
company), controlled by the CM&StP which had
reached Savanna. lllinois. opposite Sabula. Twenty
miles were built in 1870 and in less than two years,
the rails were laid to Marion. The Sabula was
purchased by the CM&StP, enabling through service
from Cedar Rapids to Milwaukee, But the usual
financial problems halted westward movement for the
next decade. When building resumed. the 260 mile
line through Tama, Perry, and Coon Rapids to
Council Bluffs was built in one year.

The remaining link in the svstem'in lowa was known
as the River Read from Clinton through Dubuque to
the Minnesota border. Platt Smith was a leading
promoter of the Dubuque and McGregor Railroad.
organized in 1868. The name was changed to the
Dubuque and Minnesota in 1869 and to the Chicago.
Dubuque and Minnesota in 1871, Crews started

" Blair was not only well known for his promotional and
managenal abihty but also for naming towns along the lines he
built.: Among those were Aurelia and Marcusin Cherokee County,
named for his davghter and son. Ames was named for Oakes Ames
Inend and backer. Belle Plamne was named for his granddaughter,
Ogden for the first president of the CNW. Remsen, in Plymouth
County was named for a friend in Sioux City LeMars in the same
county was named during an excursion party when the ladies were
RIVER @n 0pportunity 1o name 4 new settlement By using the first
imitials ol their Christan names, the result was “Selmar or
LeMars,;" the latter chosen by majonty vote. Towns were also
named on the two roads on which Blair built the highest mileage
I'hey are Blawsburg on the 1€ i Hamilton County, and Blairstown
on the CNW in Benton County. Tewns named for railroad
olficials, directors: employees, relatives or persons who donated
land number |19 of the 835 listed by Harold, Ann, and Linda Joe
Dilts in From dckley to Zwingle, Ames: Carter Press, 1975 See
also Donovan, “The North Western in lowa,” Palimpyest 43
(December 1962); p. 579, and “The 1linows Central in lowa,”
Palimpsest 43 (June 1962): pp. 282-283.
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construction north [rom Dubuque and an affiliate,
the Dubuque. Bellevue and Mississippi Railway built
south. reaching Sabula Junction in 1871. From there,
using the tracks of the CNW and other roads, it
operated into Clinton (Fig. 2-7). Dubuque served as
headquarters of the two roads, was the location of the
repair shops. and later became the operating center of
the *“Dubuque Division™ of the CM&StP. The Panic
of 1873 put the River Road into receivership, and the

roads were combined in 1878, The CM&StP took title

in 180,

The North-South Lines

East-west construction did not dim the enthusiasm of
lowans [or railroads to connect major cities to the
north and south of the state. Josiah B. Grinnell
headed a company in pre-Civil War days to initiate

31

such a project, but it was dropped because of
economic conditions and the war. In [865 the lowa
Central was organized with headquarters at
Oskaloosa, to be built from the terminus of the North
Missouri (NM) road on the southern border and
connect at Cedar Falls with the Cedar Falls and
Minnesota Railroad (Fig. 2-8). Two of the early
promoters were David Morgan of New Sharon, first
president, and Peter Melandy of Cedar Rapids.

Local and regional interests supported the railroad.
Oskaloosa and Montezuma had been bypassed by the
east-west trunk lines and wanted railroad service.
Others urged construction as a means of competing
with these roads since the line would cross each one
and hopetully provide additional gateways for traffic.
But perhaps more important was the fact that the
road would be an integral part of “the grandest

ok
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Railroad Canstruction in lowa to 870
(Reprinted by permission ol William Whitehill from The Ups and Downs of lowa's Railraads.)
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pailroad project of the age™ —an interregional railroad
which would connect St. Louis with St. Paul.™ St
[Louis was especially interested becavse ol loss of river
tralfic and saw the lowa Central as an answer to
recapturing some of the business.

After grading between Albia and Oskaloosa, between
Cedar Falls and Toledo. and in the vicinity of Tama,
the “grandest project”™ was terminated when finances
became exhausted. The dream ol a north-south line
seemed to be doomed, but such was not to be the
case, lor the main line of the Minnesota and St. L ouis
(M&StL) was built through the middle ol the state.
I'he railroad traced its ancestry in lowa to the Eldora
Railroad and Coal Company, formed after discovery
of coal at Eldora. It was organized in 1866 to build 16
miles north to Ackley where it would connect with the
main line of the 1C. The company was taken over by
the lowa River Railway in 1868 to build the 28 miles
south of Eldora to connect with the main line of the
CNW at Marshalltown. In turn, the lowa River
bhecame the Central Railroad of lowa before the
completion ol the Marshalltown line in 1869, the
same vear that witnessed the death warrant of the
lowa Central.

I'he route between Mason City and Albia was
completed in 1872, but for the next 30 vears the road
was plagued with financial problems, reorganizations
and name changes. During the reorganization of the
mid-1870s, the road emerged as the Central lowa
Ratlway in 1879. It built the road across the state as
part ol the line linking St.Louis and St. Paul and was
merged with the M&StL in 1912, which also
purchased the Fort Dodge and Des Moines in 1915

I'he NM planned to build to Ottumwa and Cedar
Rapids to connect with the lines serving these cities.
For this purpose. the St. Louis and Cedar Rapids
Railroad was organized in 1865 to extend the line
from Coatsville, Missouri. to Cedar Rapids. J. P,
Farley of Dubuque County and George Gillespie,
Wapello County. were principal backers, H. C. Angel
of Cedar Rapids was president, succeeded by H. H.
[rimble of Bloomfield, By December 1866 the road
reached Appanoose County, where the town of
Moulton was established. and by 1870 the tracks were
in Ottumwa. The new line was leased by the NM and
both roads were soon in financial trouble. The lowa
road was reorganized as the St. Louis, Ottumwa and
Cedar Rapids in 1875 and the NM became the St.
Louis, Kansas City and Northern Railway
(StLKC&N) which continued to lease the lowa road,

But their interests shifted to Des Moines, abandoning
the plan to build to Cedar Rapids,
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4 Donald L Hofsommer, * The Grandest Ralroad Project of the

Age" Annals of fowa 44 (fall 1977): p, 120
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Al this stage, Jay Gould. the notorious financier.
entered the picture. He controlled the SILKC&N and
united it with other roads to form the Wabash, St.
Louis and Pacific (Wabash) Railway.'s Gould wanted
Des Moines in his system and Des Moines responded
by incarporating the Des Moines and St. Louis
Railroad in 1881 to build to Albia, 68 miles away. In
882 the first passenger train arrived in Des Moines
from St. Louis. The Des Moines Company was
headed by James Clarkson, former editor of the fowa
Stare Register and then postmaster; John S. Runnels,
vice prestdent; Frederick M. Hubbell, secretary; and
Jefferson S. Polk, treasurer. Bath Hubbell and Polk
were active in promoting narrow-gauge lines radiating
from the city. The railroad. from the time of
completion, was leased to Gould. The outlet [rom Des
Muoines was built over a patchwork of short lines
connecied to the Wabash properties.

The Wabash in Des Moines also included the Des
Moines Union Railway, a terminal facility with 42
miles of industrial and terminal tracks. jointly
administered by it and the CM&StP. The Union was
incorporated in 1864, promoted by Hubbell, Palk and
Grenville Dodge. It was part of a small “railroad
empire” created by Hubbell which included the
narrow-gauge lines from Des Moines to Boone and
Panora, Hubbel also assisted in building the Lhree-
foot gauge line to Ames and Jewell, later the Des
Moines branch of the CN'W. In 1902 Hubbell
organized the Des Moines Terminal Company.
consisting of 10 miles of track and operated by the
Union. Charges for cars interchanged with the Union
resulted in a long period of litigation which was
decided by the lowa Supreme Court in 1932,

Gould wanted to get to Omaha for a share of the
transcontinental traffic. The competition of the lines
built across the state was not conducive to the
construction of another direct road, so the alternative
was to gain control of secondary lines and extend
them to meet his goals. Before 1869 a road had
connected St. Louis to Kansas City, later
incorporated into the Wabash system, but it was not
until he gained control of the Council Bluffs and St.
lLouis Railway that the route was cleared to Omaha.
It had been built from Council Bluffs to the Missouri
border and Gould operated the 143 mile road as the
“Omaha Division” of the Wabash. He controlled the
UP through heavy investments and was in an
excellent position to bargain for traffic through the
advantage ol having a road to cities east of Chicago,

Following the same patterns, Gould picked up the 142

mile Missouri. lowa and Nebraska Raiway, serving
Keokuk, Centerville, Corvdon. Humeston and Van
Wert. From Shenandoah, it was only 95 miles to
Council Bluffs, and by extending the road, he would
have a shorter line into Chicago. But Gould’s plans
were upset by the CB&Q which considered southern
lowa as its exclusive territory. When he attempted to
build the line, he was threatened by the CB&Q with
possible construction into Wabash territory. The
outcome was a joint ownership of the Humeston and
Shenandoah Railroad, completed in 1882, The
Wabash went into receivership in 1884, and the
narrow-gauge lines leased or owned around Des
Moines were later purchased by the CM&StP.

Other Railroads

The Chicago Great Western (CGW) Railroad was
known as “Stickney’s Road.™ He [ounded, built and
headed the 1,500-mile railroad in lowa, Minnesota,
Illinois, Missouri and to a limited extent. in Kansas
and Nehraska. Acquiring the charter of the
Minnesata and North Western (M&NW), he built
from St. Paul to Manly Junetion in Worth County in
1885, In [886 a stem was built [rom Mayheld,
Minnesota to Dubugue and construction continued
across llinois to Chicago. To avoid possible
confusion with the name M&NW, the Chicago,
St.Paul and Kansas City (CStP&KC) was
incorporated in lowa in 1886, and purchased the
Wisconsin, lowa and Nebraska Railway which had
built from Waterloo to Des Moines with a branch
from Cedar Falls Junction to Cedar Falls, The
CStP&KC purchased all of the properties of the
M&NW in 1887.

The Stickney road then moved toward Kansas City,
closed the gap between Waterloo and Oelwein in
I887. and built from Des Moines to St, Joseph.
Missouri, by the end of 1888. Through leases and
trackage rights over other roads, it ran into Kansas
City, thus serving all of the cities in its name, Over
half of the mileage was in lowa. Its history can be
traced to the lowa Pacific in 1870 which had graded

i Jay Gould, together with Jim Fisk and Danmiel Drew [ought
Commodore Vanderbilt in the Erie-New York Central War in the
late 1860s. He bought into the UP during the Panic of 1873 and by
1874 was made a director and virtually contralled the ratlroad
Stewart H. Holbrook, The Age of the Moguls, New York
Doubleday & Co,, 1954, pp. 30-43, 97-100.
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from Fayette Junction in Fayette County west
through Sumner. Waverly and Hampton to Belmond
in Wright County. Another section went from
Belmond to Fort Dodge. Tracks were laid from
Sumner to Hampton in the late 1880s. A line had
been built from Masoen City to Fort Dodge by the
railroad of the same name, controlled by Stickney, in
1886, Building the 133 miles from Fort Dodge to
Council Bluffs was completed in 1901, including a
bridge over the Des Moines River at Fort Dodge. The
2.588-foot structure was considered to be the second

largest bridge in lowa, From Council Bluffs the CGW
had trackage rights into Omaha. To complete the
“Maple Leal™ system, the Hampton-Clarion gap was
closed in 1902 and the Wavyerly-Oelwein segment in
1904. At the turn of the century, the repair shops,
later supervised by Walter P. Chrysler. were moved
from South Park, Minnesota to Oelwein, which was
1o be the key strategie location on the system, When
the CStP&KC became insolvent, it was reorganized in
1892 as the CGW (Fig. 2-9).
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Figure 2-9
Route ol the Chicago, Great Western
{Courtesy: State Historeal Society of lowa)
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Although Sioux City in the 1880s was well supplied
with railroads that ran in all directions, commercial
interests and meat packers wanted an independent
ratlroad built to the north to connect with the
transcontinental lines serving the Pacific Northwest.
Such a line. it was envisioned, would allow a direct
route to Duluth for export, bypassing Chicago, and
would provide for expanded shipments of grain and
livestock. This was the incentive for organizing the
Sioux City and Northern (SC&N) in 1887, projected
east to Duluth and north to Minot, North Dakota.
Actually. the most leasible connection for the 96-mile
line was at Garretson, South Dakota, on the Wilmar
and Sioux Falls (W&SF) Railway, a James Hill road,
and was opened in 1890, A 30-year contract was
signed with the W&SF road, an arrangement which
proved profitable for both railroads. But the
prosperity was interrupted by the Panic of 1893 which
depressed the economic structure of the city. When
the SC&N went bankrupt, it was integrated into the
WE&SF, purchased by the Great Northern (GN) in
1907, The Sioux City line became the southernmost
leg of the GN system.

When President Lincoln signed the Pacific Railroad
Act of 1862, the eastern lerminus was not elearly
speciflied, other than the road was to be built
westward from the Missouri River. After consultation
with Grenville Dodge and others, Executive Orders
were issued in 1863 and 1864 which established the
eastern terminus at the “western boundary ol the state
of lowa. east of and opposite to the east line of
section 10, in township 15 north, of range 13, east of
the sixth principal meridian in the territory of
Nebraska. ™6 The Missourt River was bridged as a
single structure in 1869, rebuilt for double track in
1887 and later in [916. It was the first to cross the
Missourt and the only one between Council Bluffs
and Omaha. The UP, with only 2.08 miles of track
across the bridge. is the shortest railroad line into
lowa. The major trackage of 84 miles in the area
consists of spurs and vard tracks in the terminal at
Council Bluffs, covering 725 acres. It became a vital
exchange point for eastern and western
transcontinental trains. Only in passenger service
(before termination) did Omaha supercede Council
Bluffs as a major terminal.

T'he Santa Fe (AT&SF) concluded that its interests
dictated the control of an independent line from
Kansas City into Chicago. The extension of the lines
[rom Chicago beyond the Missouri River could bring
new competition to their 6,500 mile system from

Kansas City to the West Coast and jeopardize further
growth. There were three possibilities to gain entrance
into Chicago, One was to buy the Chicago and Alton,
or the financially ailing Chicago and St. Louis, or to
build its own line. It chose the second alternative —
use 100 miles of the Chicago and St. Louis and build
the remainder. If a ruler were laid on a map tracing
the route from Kansas City to Chicago. it would cut
across the southeast corner of lowa, and while the
railroad was not constructed “as the crow flies,” there
was little deviation from the ruler’s straight line,

Originally, the AT&SF considered Keokuk for the
river crossing,but when citizens of Fort Madison
learned of the proposal, they agreed to a grant of 80
acres of land [or construction and to pay one-lourth
of the expense ol the right-of-way through Lee
County. These inducements and other factors were
sufficient to change the route from Keokuk to Fort
Madison. The Chicago, Santa Fe and California
Railroad was incorporated in Hlinois in 1886, with a
separate charter in lowa and Missouri for
construction. The entire line from Kansas City to
Chicago. including the Mississippi River and Toll
Bridge, was completed in [887, although service was
not begun until the following year. The bridge was
designed for both railroad and highway traffic, and al
the time it was built, its 525-foot draw span near the
lowa shore was considered the longest in the world.
The Bridge Company and railroad were absorbed into
the AT&SF system in 1900.

Although the railroad had only 19 miles of track in
lowa, it has had an impertant place in the state’s
railroad history. Fort Madison was the lllinois
Division headquarters between 1901 and 1903 and
again from 1956 to at least 1965. Shopton, two miles
west, was the site of shop facilities, an employee
hospital, blacksmith shop and roundhouse. The shops
and hospital were closed in 1951, and the hospital
building together with five acres of land were given to
Fort Madisen to be administered by a trust fund.
Shopton remained as a yard facility.

it Frank P. Donovan, "The Union Pacificin Lowa,” Palimpsest 46
(April 1965): pp. 193-194



Transportation in lowa

iy
N

'A':'n"wr-*ﬂ'ﬂ
p‘#v‘&qg\

AN
I

Council Bluffs

|

|mon Gomeny| -A'mu&,n' i

The \’_\0""““

BN
K]

Tz ‘S( N
P
Y _.

| WINNERMIES | RLLAMAST
i

Fipure 2-10
lowa’s Steam Railways in 1900
tReprinted by permission ol Willlam N Whitehill trom The Ups and Downs of fowa'’s Railroads. )

Narrow Gauge Railroads

The narrow gauge movement began in Colorado in
870 when the Denver and Rio Grande Railroad was
organized to build through the mountains south and
west of Denver into the Rio Grande valley., During
the next decade, railroads with track width of three to
three feet, six inches, sprang up over the nation, and
by 1880, there were at least 154 of these roads in
operation. T'he movement reached its peak in the
carly 1880s. The principal reasons for this type of
construction were economy in building and
maintenance and also the equipment was less
expensive than that used on standard gauge roads. On
level terrain without bridging, laid with 25-35 pound
rail, the roads could be built for as little as $5,000 per
mile, exclusive of right-of-way, as compared with
about $25.000 for standard width railroads.

Their greatest disadvantage was the interchange of
traffic without reloading and the lower volume hauled
when contrasted to standard gauge roads. The level of
wages paid was the same on both types and the
narrow gauge paid, if not fully, the taxes per mile.
These and other factors gradually led to conversion of
narrow gauge to standard gauge. but nearly eveny
major railroad system originally included narrow
gauge lines. Narrow gauge lines are shown below with
names, dates of organization, mileage and final
disposition:

I.  Farmers Union Railroad, 1875, Liscomb
through Conrad Grove (Conrad) to Beaman, |2
miles. Abandoned

]".J

Crooked Creek Railway and Coal Company,
1876. Judd to Lehigh on the Des Moines River,
eight miles, Fr. Dodge, Des Moines & Southern.
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Waukon and Mississippi Railroad Company,
1877. Waukon to the Mississippi River, 23
miles, Milwaukee.

lowa Eastern Railroad Company, Elkader to
Beulah, 19 miles. Milwaukee.

Cedar Rapids and Marion Street Railway, five
miles. Street Railway Company of Cedar
Rapids.

Fort Madison and Northwestern Narrow Gauge
Railway Company, 1879, 12 miles. Reorganized
into the Fort Madison and Northwestern
Railroad Company which extended the line to
Birmingham and McKee in 1883, 33 miles,
Burlington.

Chicago, Bellevue and Western Railroad
Company. 1880. Bellevue to Cascade, 36 miles.
Milwaukee.

lowa and Minnesota Railroad Company, [874.

Des Moines to Ames and Calanan (near Jewell),

57 miles. Chicago & Northwestern.

Des Moines, Adel and Western, 1878, Waukee
to Adel, seven miles. St. Louis, Des Moines and
Northern completed the line from Waukee to
Des Moines in 1881. Wabash.

10. Wabash, St, Louis and Pacific Railroad. 1880,
Adel to Jefferson and Fonda, 114 miles. Clive to
Boone, 1882, 35 miles. Milwaukee.

I1. Des Moines, Osceola and Southern, 1880, Osceo-
la to Des Moines, Osceola through Leon to
Cainsville, Missouri, 111 miles. Burlington.

12. Burlington and Northwestern Railroad, 1875.
Washington to Burlington, 38 miles. Burlington.

13. Burlington and Western Railroad, 1881,
Winfield to Oskaloosa, 71 miles. Burlington
(Fig. 2-11)17,

Branch Lines

Intense competition existed among communities for
service along the trans-lowa routes. Satisfaction was
achieved when the main line was routed through
them. Others who had been by-passed could either
build their own independently chartered and often
locally financed roads to connect with major routes,
request the main line to build them. or cease to exist,
In most instances, the railroads were sought through
“feeders™ or “branches,” lured by monetary or
physical rewards. Hofsommer lists approximately 40
railroads, including the five major east-west lines,

Narrow gauge line. 10 miles North of Ames in [879
(Courtesy: State Historical Society of lowa)

17 Ben Hur Wilson, “lowa and the Narrow Gauge.” Palimpyest 13
(April 1932): pp: 141-153
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which were butlt in lowa, !t Many ol these were
probably known as “branch lines™ which the major
railroads operated and later consolidated into their
svstems, Others were the “short lines™ butlt to connect
new settlements. Until World War 1, with few
exceptions. these relatively short lines were considered
a source of strength for any railroad, They made
easier and shorter the haul by horse and wagon to the
towns and grain elevators, and generally, the railroad

that blanketed its territory got most of the traffic. The
major railroads owned most of the branches, often
spun off as laterals north and south of the main
tracks. Expansion of branch line construction
underscores the inerease in ratlroad mileage between
1870 and I1880. By the latter year, 4,366 miles had
been built, up from the 655 at the close of the 1850
and the 2,683 mules built by 1870
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Evolution of the Passenger Train

“Traveling on the cars™ was an adventure not always
pleasant in the early days when passenger trains.
labeled by Henry as "Houses on Wheels.™ were
nothing more than renovated stagecoaches mounted
on flanged wheels. These were soon replaced by
vehicles with an appearance of boxcars with windows,
Throne describes the first passenger train in lowa as
“consisting of two coaches and five lat cars decked
with chairs and settees, protected by a temporary
railing.”? The hardy pioneers sat on two-passenger
wooden benches 1o cars hot and dirty in summer and
cold and dralty in winter. Lighting was provided first
by candles and then oil lamps: heat, by stoves. which
were a dangerous hazard at any ime but particularly
when wrecks oceurred,

I'he earliest significant improvement was the
invention of an axle moving with the wheel, rathe;
than the wheel revolving around the axle. The wheels
were then combined into four-wheel trucks. Cars were
linked together by three feet of chain. The engineer in
charge of the train signaled the start of a trip by a
blast on the locomotive whistle, and passengers
braced themselves against the shocks as the slack in
the chains was taken up. Gradually, passenger cars
hecame larger and more comfortable, and by 1887,

Lo
(4o}

travelers were enjoying steam heat, electrieity and
plumbing. The air brake replaced the hand brake. and
the link and pin coupler. which replaced the
connecting chains, gave way to a more safe and
dependable automatic coupler. In the same year, open
platforms between cars were enclosed, and the first
all-vestibule train was placed in service on the
Pennsylvania Railroad.

Introduction of Pullman Cars

In the early 1850s, George M. Pullman could not
sleep on the hard, springless bunk of a “sleeping car.”
The wind whistled through cracks in the window.,
candles flickered and the coarse woolen blanket
offered little comfort. Determined “to do something
about this deplorable condition.™ in 1857, he
converted a coach on the Chicago and Alton Railroad
Into a sleeping car with berths and bedding but
without sheets. because male passengers refused to
take off their boots. The second experiment. the
Ploneer, built in 1864, became the car that made the
Pullman name famous. especially when it was used on
the last leg of President Lincoln's funeral train, 2
Pullman’s original contribution was the upper berth
which could be closed during daytime. Dining and

BRI T i

In 1860, this coach was the last word in travel comfort. Enelosed vestibules and other improvements were unheird of

(Courtesy: Amernican Association ol Ralroads)

" Mildred Throne. *“lowa’s Sireamliners,” Palimipsesr 32 (Aune
1951): p. 229

U Robert S, Henry, This Fascinating Railroad Business, Wew York
Bobbs-Mernll Co., 1946, p 262
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hotel car construction followed shortly thereafter and
were in operation by the 1870s,

In 1894, steel replaced wood in construction of freight
cars and between 1908 and 1910, the Pullman
Standard Company began manufacturing all-stecl
passenger and sleeping cars. The sectioned sleeping
cars reached their peak of popularity in the 1920s and
will evoke memaries for the older generation of what
Lyons calls “the nights of the green curtains™ and
characterized by Robert Young as “rolling
tenements,” Lyons described these cars as “ugly,
uncomfortable dormitories as lacking in privacy as a
jail house. Each passenger swayed longitudinally in a
berth cloaked by a swaying curtain of heavy green
fabric that might have been better used as upholstery
for funiture in the lobbies of commercial hotels, At
one end of the car was the men’s room—one toilet,
one pseudo-leather couch and a meager tnad of
commercial wash basins inadequately equipped with
mirrors . . . At the other end was the womens’ room—
similarly fitted but littered with someone else’s face
powder and hair combings rather than cigar butts.™!
The observation may seem somewhat harsh but was
fatrly accurate. During later vears, single occupant
“roomettes™ and multi-person “bedrooms™ replaced
many of the sectioned pullmans.

The Influence of Railroads on lowa's
Development

Through colomzation efforts, an activity little known
and less understood, railroads made significant
contributions toward development of permanent
communities. Not all land granted was used for
construction. The excess was available for sale by
land departments organized for this purpose.
Encouraging people to settle near the nght-of-way or
within terrritorial claims offered the prospect of good
business in the future, Not only were special fares
given to homesteaders by the railroads, but they also
depended upon their skills, talents and industry to
provide the traffic.

Population Trends

Before railroads, the 192,214 Towa residents in 1850
were primarily settled along the Mississippi River and
15 tributaries, except for some concentration in
Pottawattamie County and a scattering in
southwestern counties. Between 1850 and 1860, the
population increased by 251 percent to 674,913,
Fourteen counties experienced the greatest growth

during the decade before railroads, all except Grundy,

Ringgold, and Webster in the eastern block. but
within 10-20 years after construction, the greatest
growth occurred in 27 counties. The lour largest were
Des Moines, Polk, Woodbury and Pottawattamie,
with increases primarily in the major eities. Similar
trends were noted in the rural population growth.
Rural growth was less dependent upon the arrival of
railroads and more so on the establishment and
growth of towns. The papulation grew rapidly from
1860 to 1870, reaching a total of 1.2 million and
advancing lowa [rom 20th to | 1th among the states
(FFig. 2-12, 2-13), In the cast and south central
seetions, railroads had little apparent effect an total
or rural settlement, but the west, north central,
central and southwest were settled after railroad
construction. These areas witnessed the building of
railroads in advance of demand, and settlement
followed slowly due to the lack of lumber. poor
drainage ol land. and the lure of cheaper land in
Nebraska and the Dakotas. The major growth in
rural population did not occur until some years after
railroads (Fig. 2-14, 2-15)

An example of rapid growth may be seen during the
decade of the 1850s when the D&P was building
westward, Dubuque County tripled its population,
Delaware County increased sixfold, and the
population of Buchanan County multiphied 14 times.
Black Hawk County, with 135 residents in 1850, had
8.244 in 1860. Webster County had no settlers in 1850
and 2,414 in 1860, When it was learned that lowa
City would be the western terminus of the M&M.
property values increased l[or several vears.

As settlers moved west, towns were built 8 to 10 miles
apart. They existed as markets for farmers and
competed with each other in offering financial and
other assistance for railroads to build to or through
them. If bypassed, the merchants stood to lose their
captive markets, since farmers would take their grain
and livestock to the nearest railroad terminal and
while there conduct business with stores built around
the railroad complex. Wall commented that “it was
far more important to get a railroad station than it
was to have a courthouse. One reason why 1. B,
Grinnell founded his town on open prairie. . . was
that he had advance information that the M&M
Railroad would pass that point and be interested in
building a station there "

' Peter Lyon, To Helf ina Day Coach, Philadelphia: 1 P. Lippen-
cott Co., 1968, p. 228

2 Joseph F. Wall, fowa—A Bicentennial History, New York: W
W. Norton & Co., 1978, p 141
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Figure 2-12
Population of lowa - 1850

Cooper, “The Role of the Railroads in the Settlement of Towa™, M. A thesss, University ol Nebraska. Lincoln, 1958 )
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Figure 2-13
Population of lowa - 1870
Coaper, “The Role of the Railroads in the Settlement of lowa™, M. A thesis, Umversity of Nebraska, Lincoln, [958.)
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Agriculture and Industry

Henry Varnam Poor, a railroad analyst, in a speech
in 1854, stated: “The pioneer, as he moves forward
over the prairies ol the West, carries with him the
railway, as necessary to his life as are the axe and the
plough. This railway keeps pace with the frontier of
settlement so that the crop of the year on a frontier
farm in the great march of eivilization has only to be
held 1o the next: to be sent whizzing to the Eastern
markets at a speed of 30 miles to the hour."! There
were 14,805 [arms in the state in [850 and 61.136 by
[860. Much of the land was undeveloped, with anly
28 percent of the state’s area in farms, valued at §12
per acre. By 1900 land in farms had risen to 96
percent of the land ared, and value per acre had risen
to $42. William G. Murray observed that “a
substantial part of the farm value increase . . .
represented farm improvements,” but it seems
reasonable to conclude that the presence of railroads
had an important bearing on the “farm
improvements.”™ Only six counties experienced their
greatest increase in improved land acreage before
railroads—the remaining 93 after railroad
construction (Fig. 2-16). In 1850 the state ranked 18th
in the nation in total grain production: by 1860 it was
in 10th position. Corn led the hist of grains, followed
by wheat. pats, buckwheat, barley and rye. Potatoes
were also an important crop. Hogs were raised where
transportation [acilities were available, Cattle were
easier to drive and were raised where populations
were sparse and transportation not fully developed.
Cheap pasture, high wool prices, and casier
transportation made the raising of sheep important in
the 1860s but by the end of the decade it was on the
decline.

Farmers quickly took advantage of the railroads once
they were built. In a two-week period ending June 11,
1861, traffic to Chicago originating on the Cl&N
Railway alone included 38,445 bushels of wheat, 350
barrels of [lour, 940 pounds of pork, 2,286 pounds of
hides, 3,399 head of hogs and six cars of cattle.
Freight was increasing so rapidly that special trains
had to be run daily to accommodate the demand.
Trading habits changed almost overnmight. The
Marshall County Times stated that “tide of trade had
changed from the previous movement of wagons to
Marengo to the railroad facilities at Otto Creek in
Marshall County.™* No longer was it necessary to
deliver products long distances to river towns. Dozens
of markets developed along railroad property and
distances of hauling were reduced. The Mississippi
River towns Jost some ol their advantage when the

bridges were built but gained otherwise as railroad
centers. Chicago and the large Eastern cities were
primary markets for lowa products, and England,
Scotland and Ireland were important [oreign outlets.

The banking industry developed almost
simultaneously with the railroads as a service
organization which not only invested in but also
handled finances for equipment and construction and
arranged for sales of securities, Industry no longer
had to concentrate along the rivers and began to
scatter throughout the state. In 1860 the six leading
manufacturing counties had production valued
between §$500.000 and $1.5 million. All six were
served by short line railroads built inta the interior
and were also associated with river movements, By
1870, 14 counties had manufacturing facilities with
values between $1 and $3 million. Agricultural
processing and farm implement firms ranked [irst.
followed by lumber, carriages, boots and shoes,
saddles and harnesses, clothing and blacksmithing, 0

The growth of the lumber industry was a natural result
of the demand [or homes, farm facilities and industrial
structures. lowa's hardwoods were not the most
suitable for building purposes, so the white pine lrom
Minnesota and Wisconsin was cut and floated down
the Mississippi to saw mills in the river towns.
Railroads hauled the finmished lumber to the interior
and were also customers for buildings and ties. In 1869
Clinton had five lumber companies and was considered
the leading producer of milled lumber 1n the world.
boasting 17 millionaires in lumbering and allied
businesses. By 1870 these firms had established lumber
yards at various points along the CNW Railroad. Sage

3 Alfred D. Chandler Jr., ed., The Railroads— The Nagiony s
First Business: Sources and Readings, New York: Harcourt Brace
& World Ca., 1965, p. 22,

2 William G. Murray. "lowa Land Values,” Palimpsesi 45
(October [Y67): pp. 457-458

2% Klazie Mae Smith, “The Economic and Sacial Development of
lowa from 1860 1o 1870, " Masters thesis, lowa State College.
Ames, 1942, pp. 62-63.

20 Census of 1860, volume on manufactures, pp. 146-161; Census
of 1870. The six counties were Muscatine, Scott, Des Moines,
Dubugue, Lee and Linn. They were joined later by Clinton, Polk,
Wapello, Henry, Jackson, Clayton, Fremont, and Black Hawk
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comments that “it is safe to say that ., . fora
comparable number of vears, roughly the 50 years trom
859 to 1900, no single business in lowa’s cconomic
history accounted for a greater concentration of wealth
than the Mississippt River lumber business in its
heyday. ™’

Aside from s fertile soils, lowa's greatest natural
resource was coal fields, underlying 21 counties in the
south eentral section. Without railroads, production
and marketing would have been non-existent.
Oskaloosa in Mahaska County was the first center of
extensive operations, later developed in Polk. Jasper,
Monroe. Appanoose and Wayne counties. New
communities were organized, the most interesting that
of Buxton in Monroe County, established in 1900 by
the CNW which had title to over 30.000 acres of coal
ficlds. Unable to hire labor at prevailing wages, they
imported hundreds of blacks from Kentucky and
Alabama to work the mines. In one year the town
grew to 6,000 people, 5.500 of whom were black.

While ratlroads were only one factor in the location

Transportation in lowa

of industry in the carly years, it could well have been
the most important. A history of lowa industries by
Checever shows the locational advantages provided by
access to railroads,

Nor were recreational possibilities overlooked for the
people. The vacation potential of the Spint Lake
country was promoted vigorously by several
railroads. The initial route was developed by the
BCE&N in 1852, [ollowed by the CM&StP in 1853,
Advyertising campaigns were joined by other railroads
that connected with them at various cities. The
BCF&N's efforts were directed toward Spirit Lake
and the famous Hotel Orleans, whereas the CM&StP
stressed the advantages of visiting West Okoboji. and
its stations as might be expected were near that lake.
I'he railroads eventually terminated passenger services
and dismantled their tracks, The area, however,
continued to prosper with most visitors of the
auto/air age probably unaware of the role of the
railroads in the development of the lowa Great Lakes
Region,
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' Leland Sage, 4 History of lowa, Ames: Towa State University
Press, 1974, pp 9899, George W, Sieber, “Railroads and the Lumber
Industry, I8S8-1878," Annals of lowa 39 (summer 19671 pp. 33-46
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Railroads and the Legislature

Railroad circumstances and conditions in the Eastern
states were considerably different than those faced by
Western legislatures. Eastern states had been founded
and developed without railroads, which were
introduced into an economic and social structure well
advanced and capable of handling new problems as
they arose. Railroad construction in the West largely
preceded economic development and was in part
responsible for it. There had been some legislative
experiments concerning canals, roads and rivers, but
generally, railroad legislation was first discussed by
Western states.

By the early 1870s, railroads had considerably altered
the economic structure of lowa. Service had been
established in all the major cities by one or more
roads. Businessmen found new opportunities and new
competition. One area after another emerged from
subsistence farming, produced a surplus to be sold
outside the home markets. developed industries and
hoped to achieve economic prosperity. Populations
had increased dramatically, and virtually every person
was affected in one way or another by railroad
progress. Initially, state support and assistance was
practically unanimous. Railroads received the power
of eminent domain: right-of-way privileges: were
allowed to [inance through bonding, mortgages or
special classes of stocks: could make connections
within and outside the state with other railroads;
received permission to build bridges; and acquired
generous grants of land. But the rapid expansion of
railroads and their growing influence raised many
guestions, and the people turned to their government
for answers. Government was essentially the
legislature. dominating the political scene not only
from their constitutional powers but also because
governors were reluctant or unable to exercise their
pOWers.

The newly formed Republican Party controlled the
legislature during the era of railroad construction,
starting with the election of Governor James W.
Grimes, and solidified its position in the national
elections of 1856. Among the issues endorsed, one
emphasized support of the promoters and builders of
railroads—a wise political move at that time. Sparks
refers to lowa as “a perfect illustration of the special
place railroad builders and promoters usually
achieved in frontier communities.”™* Democrats and
Whigs had long recognized the attitudes of the people
toward encouragement for railroads, but the
opposition of their national leadership to the northern

railroads gave the Republicans the opportunity to
champion railroad progress. The Republican
successes of the late 1850s seemed to come partly
from their exploitation of railroad enthusiasm.

Two of the early problems faced by the legislature
related to land grants and railroad taxes. A corollary
was that of rates, rate control and railroad liability.
On these questions there were conflicting opinions
between the eastern and western sections of the state,
since the pattern of building had resulted in an
uneven development between the two areas. The
settled eastern counties had urged the state to bring
the railroads to lowa, to aid in their further
development and led the movement for action on
railroad matters. Geographic rather than political or
economic factors were the predominant influences in
settling the controversies between the older and newer
settled sections., Compromise was necessary and
formed the beginning of a legal framework within
which the people and railroads could live and
prosper,

Title to the land grants was given the states, and
decisions had to be made as to how the maximum
results could be obtained from the railroads so
favored. These decisions, in turn, were complicated by
disagreements relative to the responsibilities of the
state. Could the legislature hold the railroads to strict
compliance for maximum construction, or should
they accept substantial compliance to encourage
construction? Should the railroads be forced Lo settle
conllicting claims of land holders? Could routes be
controlled and roads forced to build on the lands
granted? Then there was the question of taxation—
how to balance the eastern demand for “fair share”
payments against the western desire to encourage
building. What basis would be used for tax
assessment—income or property? Who would make
the assessment, the state or local communities’?
Concurrent were questions of railroad lhability for
livestock injured or killed along the right-of-way and
for the safety of employees, persons and property.
Rate control became a dominant and violent issue as
a result of discriminatory practices. The response of
the state to these questions involved different

2% David S. Sparks, “lowa Republicans and the Railroads,” lowa
Journal 53 (July 1955): p. 275,
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attitudes. interests and concerns. One centered on the
sectional canflicts; another on the position ol the
governors, many of whom were sympathetic to the
railroads. A third was the influence of railroad
lobbyists on the legislature, and finally there were the
courts which formulated the legal structure of
railroad operations by reviewing legislation and
inialing suppott or constraints.

In the years following the original act, Congress
increased land grants to Towa several times, These
had different conditions than those of previous years
in that they specified that 10 miles instead of 20
would be the umit ol construction for certification.
and required that only 20 miles be built annually lor
10 years. Alter 10 years, the unclaimed land would
revert to the state, which then had five years to
convince another railroad to complete the line.
Ralston observed that “one must eventually conclude
that the state earned the maximum results from the
land grants. Although the companies received all the
leeway needed in difficult circumstances, they had to
build as required. The state gained well-built, busy
and prosperous railroads: no streaks ol rust across the
prairies resulted from the land grants. The state
government deserves no small credit for the
management of the grants, ™Y

The Ninth General Assembly in 1862 imposed a tax
on railroads of “one percentum on gross receipts,”
while real and personal property were to be taxed
locally. One-half was to be apportioned among
counties through which the roads ran, in proportion
to the miles of main track in each county. In 1868, the
system was revised to enablé townships, incorporated
towns and cities to aid construction by levying a tax.
collected by the state treasurer—not to exceed five
percent of the assessed value of property when
sanctioned by popular vote. The amount had Lo be
expended in the township or one contiguous to it
alter an equal amount was matched by the railroads.
The roads had te report not anly their gross receipts
but also the mileage in each county, and the one
percent ol gross receipts was retained. Again, in 1879,
the system was changed to one percent of receipts of
$3.000 per mile, two percent on receipts of $3.000 to
$6.000 per mile, and three percent on receipts over
§6.000. Instead of one-hall, the new law provided that
four-fifths of the tax should be apportioned among
the counties. Taxation of real and personal property
was left to local authorities.

Geography again determined positions pro and con
on these tax measures The fight to tax and regulate

(reight rates further illustrates the conflict between
Eastern businesses and interior rural communities.
I'he river towns vigorously supported bills to regulate
rates and just as vigorously opposed revision of the
tax system, Under existing laws, towns on the river
with large concentrations of railroad property could
tax through local assessments. Oppanents lavoring
tax revision sought to convinee rural areas that by
having the state control the assessment. the tax
burdens would be equalized. Farmers, they charged.
were paying the heavy taxes levied by eities through
higher [reight raies.

Under a bill passed by the 14th General Assembly in
1872, the Census Board. consisting of the Governor.
State Treasurer, State Auditor and Secretary of State
would assess railroad property. Exempted were lots,
lands and other real estate not used in operations,
The board required reports on the number of miles
operated, amount of property in each county,
numbers of rolling stock and gross earnings in the
state. The data would be the base [or assessment and
prorating per mile of track, Taxes would then be
collected from the railroads on the number of miles
within the county.

Criticism of the new law was not long in coming and
centered on the low level of taxes which resulted.
Both Governor Merrill, in his last message to the
legislature, and Governor Carpenter. in his inaugural
address, agreed that the railroads should pay higher
taxes but disagreed on the proper method of
assessment. Carpenter stated that the railroads should
not be assessed on the same basis as private property.
While the State Constitution called for equal
taxation, he argued that if railroads were equally
assessed. a few townships in each county would
receive all local taxes. and a few townsin the state. all
taxes on rolling stock and other property. He further
pointed out that the *value of a railroad was not in its
right-of-way. embankments, masonry, bridges. ties.
iron and machinery. locamotives, cars. buildings, ete..
but in the essential franchise which was based upon
dividends,”™ and it was “very nearly impractical” Lo use
the same assessment for railroads as for other

“ Leonard F. Ralston, "Railroads and the Government of lowa,
I850-1872." Ph.Dy. diss,, University of lowa, 1960, p, 248
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property. Mernll had stated that a great disparity
existed between the taxes paid by railroads and those
by the people. with the latter paying five times more.
Despite criticism that Carpenter’s position was in
opposition to the Republican Party’s platform which
called for equal taxation and taxes based upon
income, he signed the 1872 bill without comment, and
a new basis was established for railroad taxation.

The legislation in 1868 which granted additional lands
incorporated the following clause: “Provided said
railroad company, accepting the provisions of the act
shall at all times be subject to such rules, regulations
and rates of tariff for the transportation of freight and
passengers as may from time to time be enacted and
provided for by the General Assembly of the State of
lowa, and further subject to the conditions,
limitations, restrictions and provisions contained in
the Act, and the Act of Congress granting such lands
to the State of lowa.”™" Actually, such reservations
were in every bill distributing or redistributing such
lands. Strictly interpreted, the railroad’s acceptance of
land grants could have the effect of establishing the
principle of regulation through contract between the
company and the state, The question, therefore, was
whether or not the railroads would lose protection
against regulation under provisions of the decision in
the Dartmouth College case in 1819, which stated that
charters were contracts between the state and
corporation and could not be amended without
consent of both parties,?! However, the railroads
apparently viewed the immediate value of the lands to
be much greater than any disadvantages that might
occur [rom possible future regulation.

Other legislation required that each company report
under oath to the legislature the amount expended in
construction, equipment. depots and other buildings,
the length of road, average width of grade and
number of ties laid per mile, In September of each
year, they were Lo post passenger fares and freight
rates at their stations. Proper safeguards were to be
provided for cattle crossing from fenced lands when
the railroad passed through such properties, and safe
crossings were mandatory at road and highway
intersections. If a railroad failed to fence both sides
against livestock running at large, they were liable to
the owners for injury or death. To recover damages.
the owners needed only to prove the injury or death,
and if the railroad refused or neglected to pay within
30 days, it became liable for double the value of the
property destroyed. Equally, the railroads were
responsible for damages sustained by any person or

employee.

Injury and death among employees was a matter of
deep conecern. Men switching or coupling cars by the
link and pin technique often lost fingers, arms or their
lives, erushed between cars or while twisting the hand
brakes, George Westinghouse had patented the air
brake in 1869, and Eli Humilton Janney. the
automatit coupler in 1868. but the railroads were
slow to adopt the devices. Lorenzo Colfin, a chaplain
during the war, who operated the Willow Eye Farm
near Fort Dodge. attempted through the press to
persuade the railroads to stop “the needless slaughter
of workmen™ which in 1881 numbered 30,000
employees killed or maimed in coupling or hand
brake accidents. His was a lonely crusade, writing
thousands of letters to groups lor assistance in his
campaign and visiting conventions of railroad
officials and equipment manulacturers where he
accused the roads of murder, The Master Car
Builders finally tested the devices in the late 1880s.
Coffin, at the age of 60, was one of the first lowa
railroad commissioners and drafted the first safety
appliance law written, requiring all trains operating in
the state to be equipped with automatic couplers and
air brakes. The railroads promptly disregarded the
law. However, his efforts prevailed through a
congressional act signed by President Harrison in
1893,

Growing Anti-Railroad Sentiment

It seemed inevitable that the railreads would be
regulated as time passed. Through the period from
1850 to 1870, the public assumed that building
numerous railroads would assure competition to
guarantee fair and equal treatment and reasonable
rates. Therefore, attention was centered primarily
upon their construction rather than on any form of
regulation, but by the early 1870s, the evils of
unregulated competition began to appear. The beliel
that a state could control its corporations antedaled
lowa's statehood. The principle was incorporated into
the Constitutions of 1844 and 1846 and, although
modified to satisfy Whig principles, retained the

W Benjamin Gue, Histary of fowa, Vol. 111, New York. Century
Histary Co.. 1903, p. 25.

it Williams v. Pevton's, 14 U.5. (4 Wheat.) 219 (1819)
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theory ol state supremacy over corporations that the
state had created. A specifie statement to this elfect
was contained in the Constitution of 1857 and in the
Articles of Incorporation. Proponents of regulation,
therefore, had a basis for their arguments when
economic conditions in the post-Civil War years
brought growing sentiment lor railroad control,
including the central issue of rates and rate
relationships between commodities and communities,

All attempts to regulate were fought by the ratlroads
who insisted that unhke other industries, they
required huge injections of capital and control
legislation would frighten investors and endanger the
enterprise. Further, they argued that railroads had
great value to the state. which no one disputed: that
the “only reasonable explanation lor restriction would
be the hostility, malice, ignorance, cupidity or
downnght stupidity of legislators. ™

Governors, though limited in power by the
Constitution, were frequently embraced as allies by
railroad interests. The only absolute power held by
them was in certification of lands following
completion of construction, and this power was later
made subject to legislative approval. Governor Ralph
Lowe, answering a request of Platt Smith of the
D&P, was the only one to actively support state aid
for the railroads despite the Constitutional
prohibition, but opposition of the Republican Party
kKilled the idea and was said to be partly responsible
for his defeat for a second term.

It was to the General Assembly that the railroads
turned in times of financial difficulties, made
suggestions on taxation issues, and used the body as a
primary target in attempts to hold off the increasing
hostile positions which appeared to be growing in
direct proportion to the rising pressures [or regulatory
action. Ralston commented that *those who
concerned themselves with the legislature frequently
expressed themselves on the subject, rarely in
complimentary terms.” A sample of correspondence
he reviewed in his study of railroad interests in lowa
revealed Grenville Dodge's claim that the 1856 House
had “not one smart man in it.” David W. Kilbourne
and Hugh Reid of the Des Moines Valley
characterized the 1864 Legislature as “one with too
many ministers and lawyers who wasted their time in
oratory,” and the 1866 body as very radical,
introducing “all kinds of abominable anti-railroad
bills.” Charles Perkins was quoted as thinking that
too many dishonest men were elected; too many “who
understood very little about what real prosperity their

constituents depend upon.” Henry Farnham criticized
as hostile legislation the act which required railroads
to build fences along their rights-of-way and award
damages to owners ol livestock killed or injured ™

I'he necessity to control the legislature resulted in the
organization ol the railroad lobby. and ther
representatives worked diligently to influence
legislation as anti-railroad sentiment mounted. They
played the western areas without railroads against the
eastern railroad-developed counties, approached the
*proper persons™ to campaign for election. and
distributed passes to members of both Houses and
other prominent supporters, a practice gquite common
by 1868. Despite their persuasive efforts, however.
railroad interests were never able to halt the growing
demand for regulation. and the legislature. never
captured, eventually responded.

Hardly had the agitation over the taxation bill
subsided when a new bill concerning freight rates was
introduced and revived the river town-rural interior
conflict. River interests supported it and rural areas
without transportation were in opposition. Maximum
rale legislation passed both Houses after lengthy
debates. but the Senate added an amendment
providing for a Railroad Commission. Conference
committees could not agree on the amendment and
the bill failed. to the delight of the railroads and
disappointment of eastern businesses,

There have been two interpretations by students of
early railroad history as to the sources and support
for control of freight rates. One suggests that it
stemmed from the agricultural depression after the
War. when prices [ell and rates held steady. Others
supported the thesis that controlling rates onginated
with the Eastern business groups who wished 1o
eliminate the preference given to markets outside the
state. The interstate rates they could not control. so to
retain their competitive positions, they proposed
schedulées of maximum rates within the state. Some
authorities agreed that regulation should set an upper
lintit on rates bul disagreed as to the purpose. arguing
in one case that railroads would be foreed to equalize

2 Leonard F Ralston, " Railroad Interests in Early lowa,™
Annals of towa 41 (winter 1973) p. 1136

Y Ralston, p. 1139



Railroad Construction and Influence in lowa 49

rates and thus prevent discrimination against the river
towns: another that such a move would lower rates to
the benefit of all interests. But the positions of the
river businesses and those of the agricultural
communities, which numbered the largest percentage
of the state’s population in the early 1870s, did not
necessarily coincide, and until rate control measures
could serve the state without favoring one side or the
other, they had little chance of legislative support.

Summary
lowa’s exuberance and eagerness for casily accessible
transportation formed a broad stage for the dramatic
era of railroad construction. In the 1850s and 1860s,
of the factors influencing the state’s growth, railroads
were the most prominent. Assisted by local, state,
federal and foreign sources of capital, they fed the
economic base with huge expenditures on materials
and manpower and through taxes on gross receipts
and property, encouraged the migration of settlers,
and had a direct bearing on the organization and
location of eities and towns and an important impact
upon land values. They brought quick, dependable
transportation and offered the prospect of relatively
prosperous conditions to pioneers, farmers and
industrialists by expanding markets and moving
freight and passengers at relatively low costs.

Within the state. new and different trade routes were
established. Traffic was diverted from water-oriented
patterns to more direct and economical land
transportation, and the railroad network placed
communities a few miles [rom their stations. Bevond
its borders, railroads linked commercial centers on
east-west transcontinental routes and served cities
north and south of the state, thereby thrusting lowa
into a key strategic position in the railroad structure,
Equally important in the construction era were the
attitudes of the political parties, governors. the public
and legislature, as well as railroad reactions Lo issues
debated on the proper courses of action needed to
establish some semblance of order in the mad rush of
building, and conflicting opinions regarding their
operations and control.
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Chapter Three
Railroads and Public Opinion

Introduction

The mood of the public toward railroads changed by
[870. In order to overcome the solation of the West
and relieve the pressing need for transportation to the
East. ratlroads and more railroads were needed and
could not be purchased at too high a price. Financed
by an apparently inexhaustible supply of local,
castern and Furopean capital between 1865 and 1870,
the roads were built, competing aggressively against
cach other in the larger cities and sometimes “built
from places where no one lived to points where no
one wanted to go.™ Between 1867 and 1873,
approximately $500 million was invested in
construction in the so-called “Granger States.”
resulting in an increase from 6,972 to 17,646 miles of
track. The “Granger States™ were linots, Wisconsin,
Minnesota, Kansas, Nebraska, and lowa. In lowa, the
increase was from 1,288 to 3,160 miles.

I'hese states had the use of railroads, yet they did not
own them and were obliged to pay a portion of the
indebtedness for their construction. Those who owned
the roads did not live in the states but held the
securities and expected dividends and interest to be
paid, and the men who managed the roads knew their
responsibilities. When discontent arose between the
railroads and the public, the managers gave priority
to the stock and bond holders—the absentee owners.
Iose who lived in the states had grievances which
were ignored, but which were serious enough to stir
the communities into retaliatory action. Two reasons
arc generally considered as the basis for the conflicts,
and to one or the other, or both, can be traced the
hostility and public discontent which led to the
popularity of mavements for regulation, These were
competition and poor public relations.

Railroad construction was undertaken with an
impheit reliance upon competition to regulate
operations: ratlroads would be subject to the same
laws of supply and demand generally found in
agricultural and manufacturing industries, However,
at that time there was no land-based modal
competitor, and to have competition, so visualized,
would require that every locality be served by two or
more independent competing lines, a physical
impossibility in the majority of communities,
Secondly, where competition did exist, the tendency
became one of combination or absorption of weaker
by stronger roads. It was not until the systems were

built that the public realized that competition did not
produce the desired result, Whereas competition
generally reduced and equalized rates, it also resulted
in local discrimination and arbitranly raised and
reduced prices. The railroads had been built oo
rapidly and local business could not support them,
but the railroad managers were under intense pressure
to earn money, and they did, wherever, whenever and
however they could

Competition was vigorous and furious in the larger
cities where several lines converged, bul at points
some miles away and served by only one road. every
shipper would pay the highest rate that could be
extracted without driving business away. Large firms
negotiated their rates and services; small firms were
held to strict tariff schedules. Farmers and firms with
advantageous locations prospered, others not so
fortunate faced ruin. These conditions were not
helped by the corruption resulting from financial
manipulation of construction companies in
transferring assets to the pockets of promoters as
evidenced by the Credit Mobilier of the UP and the
Contract and Finance Company of the Central
Pacific Railroads.

The aggressive attitudes of the railroads led to the
second cause of hostility— poor public relations—
which although not documented as clearly as the
other, nevertheless added fuel to the fires of
discontent. Complaints against discriminatory
practices were dismissed, passengers treated
discourteously, and attempts to control by legislative
actions ignored. The issuance of free passes to favored
individuals was another unpopular factor. Key 1ssues
in the revolt of the people. however, were the
monopolistic attitudes and practices and absentee
ownership of the roads.

The lowa Pool

Early in their history, railroads found that
competition could be destructive, and in order to
sustain earnings, it was necessary that it be restricted.
“All profit,” stated James F. Joy, “was lost by
competition which looked more like insanity than the

! Elliot Jones and Homer B, Vanderblue, Ratlroads, Cases and
Selecrions, New York: The MacMillan Cao,, 1905, p, 797
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result of any wise consideration of the
circumstances,’” Various techniques were used to
control competition, One was the territorial
agreement whereby each railroad would agree to
restrict extension of its lines into the other’s territory.
Another was the rate agreement requiring
maintenance ol specific rate schedules. But rate
agreements did not eliminate or control competition,
for the earnings of a carrier depended upon its traffic,
and secret rebates and special rates were a
consequence. Railroads had excess capacity, costs
were constant. and if lower rates could attract
business, profits would increase. Rate agreements
were also subject to the ever-present threat of one
carrier breaking away from the compact, and they
were of questionable legality, Locklin states that
“there was some difference of opinion as to whether
the agreements were so unreasonable to be unlawful
or whether they were legal, thus lawful.™

53

By 1870, competition among lowa railroads for local
and through traffic was intense. The completion of
the UP’'s transcontinental route initiated the struggle
for shares of eastbound business, with only the CNW
in a position to benefit through interchange at
Omaha-Council Bluffs. However, during 1869, the
CRI&P and CB&Q entered the Missouri Valley, and
a fght for the traffic through rate wars seemed a
certainty. All three lines were substantially similar in
mileage and service quality. The rate wars never
occurred: instead the railroads turned to pooling
agreements in which the traffic between Omaha and
Chicago was divided.

The lowa Pool, sometimes referred to as the *Omaha
Pool,” was organized in 1870 by the three railroads
and was one of the first and most famous ol pooling
agreements (Fig. 3-1). With only a verbal agreement
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Figure 3-1

(Courtesy: The University of Chicago Press. from Julius Grodinsky “The lowa Pool™)

* Juhus Grodinsky, The fowa Pool, Chicago: University o
Chicago Press, 1950, p. 13 For a detailed description of the ongins
of the Pool and its weaknesses, see chapters 2, 3. and 9

' D). Phillip Loeklin, Ecanamics of Transportation, Tth edition,
Homewood, Nl.:Richard D. Irwin, Inc., 1972, p. 314
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and no enforcement provisions, the arrangement
depended upon the good faith of its participants for
its success, Forty-live percent of passenger revenues
and S0 per cent of freight revenues were to be retained
by cach carrier to cover operating expenses and the
balance divided equally among the roads. All traflic
from eastern connections was given to one road lor
one week and then in subsequent weeks to the others
in turn, The plan led to a rate maintenance program
and equalization of traffic instead of balancing
accounts as originally agreed, and 1t proved
moderately successful. The original agreement was
modified in 1874 through a division of total
westbound passenger traffic.

The harmony which apparently prevailed in the
pooling arrangement was seriously disrupted when
Gould purchased the controlling interest in the UP
and was made a director in 1874. Through control ol
the Wabash, which reached Omaha in 1879 and

extended its lines to Chicago in |880, he was able to
compete lor the tralfic through a circuitous
combination of various roads. Gould dictated the
policies of the UP and naturally tended to divert some
ol the traffic that fed the Pool to his Wabash system.
In an attempt to circumvent his competitive influence,
the Wabash was admitted to the Pool in 1881, with a
result that each of the four railroads received 25
percent of the revenues (Table 3-1).

Generally, territorial agreements were maintained
during the early years, The CNW’s consolidation and
expansion was to the north and west of the areas of
her partners. The CRI&P expanded within its
territorial imits, primarily in eastern lowa. But the
aggressive CB&Q pushed its expansion into the heart
of the regions served by the Pool lines, partly Lo meet
the growing competition of Gould. By expanding into
Nebraska and eventually to Denver, the CB&Q
competed with the UP but insisted that the latter road

Table 3-1

Individual And Corporate Railroad Control Of The lowa Pool Roads, Affecting Their Relationships,

James F. Joy

Growth of Chicago, Burling

As Members Of The Pool, 1870-1884

pton & Quincy, 1870-1884

President Chicago, Burlingtlon &
Quincy, 1870-187]

Burhington & Missoun River (lowa)
Leased 1n 1872, bought in 1875

Burlington & Missoun River
(Nebraska), 1880

President. Kansas City, St Joseph &
Council Bluffs, |X70-1874

Rocklord, Rock Island & St Lous
1877

Atchison &
Sehraska, 1879

Midland Pacilic
1876

President, Atchison & Nehraska
1871-1872

Kansas City. St Joseph & Council
Bluffs. 1880

John F, Tracy

Gould Roads, 1874-1883

President, Chicago, Rock Island &
Pacific. I1870-1876

|

[

|

Wabash, Apnl
1879

1874

Unian Pacific

Missouri
Pacifig, 1879

President, Chicago & Northwestern
IRT0-1873

St Lows, Kansas City &
Narthern, July, [879

Kansas Pacific
Japuary, 1880

Central Branch Umon Pacific

lanuary, |880

St Joseph & Denver City
January. 1880

(Courtesy: The University of Pennsylvania Press trom Julius Grodinsky Transconanental Rathway Straregy [869- 1893 )
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prorate the Nebraska traffic. The request was refused,
and there was some fear that the CB&Q would
withdraw from the Pool in retaliation, a fear not
realized.

Four railroads now constituted membership in the
Pool with the prospect that a fifth, the CM&StP,
would be admitted in the future. Rate and territorial
issues continued to complicate the arrangements.
Mare Missouri River points were being opened to
traffic, and rate relationships had to be equalized
among them and Omaha on through traffic to
Chicago and the East. Local rates in lowa were also a
serious competitive problem. Rate wars were not
uncommon. especially on livestock and grain
movements. In 1882, the Pool was reorganized under
the name of the “lowa Trunk Lines Association™ with
written terms of agreement covering freight only, to
be enforced by C. H. Daniel, appointed
Commissioner.

The CM&SLP completed its route to Council Bluffs in
that year and was admitted under an arrangement
which allowed each railroad 20 percent of the
revenues. | he Missouri Pacific (MP) had also reached
the Omaha gateway, and while it would enter Chicago
through a combination of roads, it had a strong hold
on the traffic to St. Louis. In cooperation with the
Wabash, it participated in secret rate reductions,
further disrupting the rate tariffs of the Pool, but was
admitted through a rearrangement of the divisions.
The Kansas City, St. Joseph and Council Bluffs
Railway, a key connecting road, and the IC also
became members, further complicating the divisions
of traffie and revenues.

Forces were operating which eventually destroyed the
effectiveness of the Pool. The CM&StP, CRI&P and
Wabash had no lines or preferential connections west
of the Missouri River. The Wabash benefited by
traffic diverted from the UP through the Gould
influence. The UP, the principal source of traffic to
the Pool, competed with one of its members, the
CB&(Q. Both the CNW and UP were considering
expansion throughout Nebraska. and the CM&StP
and the CRI&P complained that the CB&Q was
giving them less traffic eastbound than they gave on
westhound movements. Despite all of the agreements,
competition was the key element in granting special
privileges to shippers through rate and service
concessions. While moderately successful in
stabilizing rates. the weaknesses of the pooling
arrangements not only resulted from carriers starting
rate wars because of dissatisfaction with their traffic

allotments, but also because the courts generally held
them to be in restraint of trade and refused to enforce
their conditions of agreement.

The Granger Movement

The Panic of 1873 resulted in currency deflation and
depressed agricultural prices. Railroad rates
fluctuated but did not fall proportionately to the price
level. Farmers, equipment manufacturers and farm
suppliers who had enthusiastically supported
railroads and were dependent upon them for
livelihoods now turned against them as a leading
cause of their trouble. They realized how great was
their dependence upon Eastern markets, upon the
carriers for transportation and Eastern capitalists for
their land, Railroads were an easy and prominent
target for attacks, warranted by their praetices.
*Corruption of political units, wastelulness and
mismanagement, pooling, construction companies,
last [reight lines, [Muctuations and discrimination in
rates . . . all these things and more were rife. ™

In 1870, lowa had been settled and farmed lor only 37
vears, but it had become an important commercial
farming state whose economy was based upon grain
and livestock production. The lowa farmer produced
for the market and was subject to its wide swings,
Although the railroads were maligned, the price index
was 4 basic cause ol economic difficulties. Corn fell
[rom an average of 70 cents in 1864 to 24 cents per
bushel in 1872; hogs sold for $7.75 in 1869 and $3.44
per 100 pounds in 1873. Wheat was $1.57 in |867 and
68 cents per bushel in 1870, rose to §1.05 in 1872 and
fell to 77 cents in 1876. Cattle sold for $4.55 in 1568
and $3.44 1n 1872, In 1872, the secretary of the State
Agricultural Society stated that it was costing the
farmer about three bushels of corn to ship one 10
market, and in 1873, farmers complained that it cost
“one-third of a bushel of wheat to ship it to Chicago.”
The state’s leading horticulturist reported a charge ol
$84.00 to ship a carload of apples 90 miles.®
Regardless of market fluctuations, rate
discriminations practiced by the railroads bore the
brunt of the farmer’s anger.

4 Lewrs Henry Haney, A Congressional History of Ratlways in
the United Stares, Madison: University of Wisconsin Press, 1910, p
24

s Mildred Throne, “The Grange in lowa, 1868-1875." lowa
Jovirnal 47 (October 1949). p. 292
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The Grange, which had been organized as the
National Grange of the Patrons of Husbandry in
867, originally proposed to advance agriculture
through education rather than politics. However, it
grew rapidly as economic conditions worsened. It
found fertile soil in Towa where the farm surplus was
increasing rapidly, In 1868, lowa claimed the oldest
Grange west of the Mississippi River, at Buena Vista,
some four miles from Newton, and by 1872, over half
ol the Granges in the nation were in lowa. The
organization promoted weekly and monthly meetings
to broaden the farmer’s social outlook. It arranged
education programs, encouraged reading, and
established libraries, Emphasis was also given to the
education of children, and on higher schools such as
agricultural colleges and experiment stations. They
established systems of cooperative buying and selling,
considering the “middleman™ in the same monopoly
category as the railroads, and began manufacturing
farm machinery. The social and educational activities
were subservient to transportation and politics,
however, although the order was supposedly non-
political in character.

During the summer of 1873, the demand for railroad
regulation and agricultural cooperation resulted in the
organization of the Anti-Monopoly Party which
requested the legislature to set maximum freight rates,
In the fall, one-half of the legislators elected to the
General Assembly were members of the Anti-
Monopoly Party, and 70 of the 100-member body
were members of the Grange. The Grange had formed
a coalition with the Anti-Monopoly and Democratic
Parties to elect candidates who favored their cause. [t
was reported that “the only reason why the
Republicans were not defeated was that Governor
Clay Carpenter was a Patron and stood for railroad
legislation, ™

Aside from the railroad question. the desired
legislation included: the support and enactment of
prohibition laws; a state income tax; military training
in the colleges to be optional; abolition of county
assessors; and the popular election of county school
superintendents, These were but a few of the items on
the Granger legislative agenda, but they illustrate the
wide scope of their interests. However, it was the
attempt to regulate railroads that received historical
attention, and at their annual convention in Des
Moines in December 1874, delegates from 2.000
Granges passed a resolution declaring “that the state
had a right to establish passenger fares and freight
rates,™’

Meanwhile, other interests were also working for
regulatory action, The 1870 Legislature debated a
maximum rate bill designed to prevent diversion of
trade from the Mississippr River cities to Chicago.
Senator B.B. Richards of Dubugue, supporting a bill
submitted by William Mills, also of Dubuque, cited
examples of discrimination against river towns. They
stated that flour mills along the river were being
forced to close; farmers in the interior were losing
markets on the waterways; grain buyers had to move
to Chicago to survive: river towns were losing their
advantage as lumber markets; all because of unequal
freight rates. The railroads countered by stating that
low through rates were made for the convenience of
farmers, enabling them to compete in Eastern
markets, Discriminations in rates were distinctions
necessary and just, based upon variations in traffic
volumes and operating costs, They argued that any
proposals to regulate would necessitate the
abandonment of through freight service. The bill
failed passage, as did others proposed in 1872,

Granger Legislation

State interference with railroad management was not
new. Land grant legislation in 1856 declared that
railroads accepting the grants would be subject to
rules and regulations . . . enacted and provided by the
General Assembly. Regulatory legislation attempted
in 1866 was nullified by the attorney general who held
that the legislature had no power to prescribe railroad
rates. Any restrictive laws that were passed proved to
be of little account and were seldom enforced. But in
the seventies, the state was shaken by anti-railroad
rumblings from agrarian and commercial groups
faced with better organized railroad opposition. The
time had come to take action which came with the
introduction of a bill by Senator William Larabee in
February, 1874, “to protect the people against the

b Solon.d. Buck., The Granger Movement, Cambridge: Harvard
Umiversuy Studies, 1913, pp 89-9]

1. Brooke Workman, "Governor William Larrabee and
Railrond Reform,”™ fowa Jowurnaf 22 (July 1959): p. 239 The
delegates also recommended a government-built double-tracked all-
freight ratroad to the Eastern Seaboard. termination of land grants
and regulation of intrastate rates. See also George H Miller,
Railroads and the Granger Laws, Madison: University of
Wisconsin Press, 1971, pp. 108-112
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abuses of unjust discrimination of railroads, express
and telegraph companies,™ His proposal was
eventually incorporated into an omnibus bill,
approved in March, under the title: An Act to
Establish Reasonable Maximum Rates or Charges for
the Transportation of Freight and Passengers on
Different Railroads ol the State. This Act became
known as the “Granger Law.”

The law divided the railroads into three classes on the
basis of their annual gross earnings. Class A roads
were those earning $4.000 or more per mile of track:
Class B. between $3,000 and $4,000; and Class C, less
than $3.000. Progressive freight rates were fixed per
hundred pounds for distances up to 376 miles.
Carload rates on [our general classes of commodities
were specified and separate rates hsted for such traffic
as flour, cement, grains, lumber, mules, cattle and
hogs. Different rates for different classifications were
to be posted and the railroads were to report annual
earnings to the Governor. Class A roads were entitled
to 90 percent of the schedule of maximum rates, Class
B to 105 percent, and Class C to 120 percent. The law
reduced rates as much as 50 percent, but since the
through rates also declined, the river interests did not
enjoy the immediate relief they sought,

Different rates were thus established for railroads
according to their classifications, and all commodities
were placed into one of the four classes, except for
those in the special list. The rates became effective on
July 4, 1874, Penalties for violations ranged from
fines of $20 to $100 and five to 30 days imprisonment,
to repayments for overcharges of five times the
amount charged firms or individuals and $500 to be
paid to the state for each offense. Enforcement of the
law was given to the attorney general. The law was
approved by the governor on March 23, 1874,

The concept of the legislation as the “Granger Law”
was challenged by Throne who took issue with the
description and stated that the title was inaccurate.
“The very lact that the lowa Grange did not
recommend that type of law . . . should have
indicated to observers that a ‘cast iron tariff bill" was
passed in spite of. not because of, the Grange. In
Towa, the struggle was one of farmers and small
businessmen against the large corporations . . .
Economies and geography determined the passage of
the law, not the existence of a farmers’ social group.™

The 1876 Legislature received strong protests from
the railroads, claiming that the law was ruining their
revenues despite the fact that revenues had increased

in 1574 by §1 million over those of 1873, They
stressed that higher through rates would be
detrimental to farmers and shippers and that (urther
investment in railroads would be difficult to obtain.
These arguments were supported by many of the
newspapers who wanted modification or repeal since
they argued that any business should be free to
operate without state interference or control.

From the industrial sector, the first complaint came
from Clinton lumbermen who had received special
rates on lumber shipped into western lowa. These
were prohibited under the new law, and higher rates
resulted in lower traffic volumes. Cedar Rapids,
Denison and Fort Dodge complained of increased
through rates. In southern lowa. the CB&Q ignored
the law as it applied to both passenger and freight
rates. Several suits were instituted against the roads
who preferred to test the law in federal rather than
state courts. They requested an injunction against
prosecution by the Attorney General on grounds that
it was contrary to the Constitutions of the United
States and lowa, The case was heard in the U. S,
Circuit Court for the District of lowa. and on May
12, 1875, Judges Dillon and Miller gave the verdict
to the state on the principle that railroads were public
highways and therefore subject to state regulation,
The railroads appealed to the U. S. Supreme Court in
1876, which upheld the decision of the Circuit Court
Failing in the courts, the railroads next turned to the
public for support of repeal, but efforts to influence
public opinion were not successful until 1878,

Railroad Legislation in Midwestern States

The laws of lowa and Wisconsin (Potter Law)
prescribed schedules of maximum rates, difficult to
fix by statute, Legislatures, with constantly changing
personnel, inexperienced in railroad matters and.
without precise information as to what constituted
reasonableness of rates, faced a formidable if not
impossible task. Statutory rates tended to become
rigid and inflexible, and changing econamic
conditions required rate changes without political
debates to delay the necessary adjustments.

* Mildred Throne, Cyrus Clay Carpenter and lowa Polinies, [854-
1808, lowa City: State Histarical Soctety. 1974, p. 179
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Uniformity of rates and classifications of roads were
difficult to achieve because of main and branch line
differences in operating and traffic conditions.
Finally, political considerations played an important
role in fixing rates especially under the circumstances
in 1874, when sectional interests were pressuring for
economic advantages.

The laws of lllinois in 1873 and Minnesota in 1874
established commissions to which the legislatures gave
the power to fix maximum rates and administer the
laws, an improvement over the practice of direct
legislative intervention. Prorata clauses provided that
rates should not be higher for the shorter than the
Jonger haul; combinations of lines to restrain
competition were forbidden in an attempt to slow the
trend toward monopolies. The laws also prohibited
free passes to public officials, given initially to curry
favors from those in positions of power. These soon
proved to be a form of bribery and raised questions of
conflicts of interest when the eoncerns of the railroads
and the public did not coincide.

The Granger Cases

The state laws resulted in the “Granger Cases,” six in
all, decided by the U. S. Supreme Court in 18779 The
maost famous and often gquoted was that of Munn v.
Hlinors which actually involved the regulation of grain
warehouses, not ratlroads, as did the other five. The
railroads argued that rate regulation directed by
legislatures or commissions deprived investors of
property without due process of law, thus vielating
the 14th Amendment of the Constitution. By limiting
rates which could affect net earnings, railroad
properties would fall in value since values were
dependent upon earnings. This, the Court conceded,
applied to ordinary businesses, but railroads were in
that special class of business “affected with a public
interest.” They pointed out that certain types of
business activity had been regulated under common-
law principles of England and maximum charges
fixed for fermes, common carriers, innkeepers, ete., as
carly as 1681,

Other arguments involved state interference with
charters vesting the right to fix rates by management:
that state legislatures could not assume the authority
without violating constitutional provisions which
forbade states to pass laws impairing the obligation of
those contracts. Railroads also raised the question of
whether or not determination of reasonable rates was
a judicial rather than a legislative function. They
claimed that states had no rights in regulation of

interstate commeree, an authority granted only to
Congress through the Constitution which empowered
them to regulate commerce among the several states.
To all of these arguments, the Court decided.
although not unanimously, for the “public interest.”
The states had the right to regulate; they did not
deprive the railroads of their property without due
process of law: they did not violate the contractual
obligations unless the charters expressly gave the
railroads rate powers. Legislatures could fix rates,
and until Congress acted, states could regulate rates
even though interstate commerce was indirectly
affected. The Court later reversed itself on some of
these points,

The railroads were now faced with legal decisions
which apparently placed them al the mercy of state
legislatures. They had two possible courses of action.
One was to take the pohtical road which they did
quite successfully; the other to continue their fight in
the courts which they did unsuccessfully until 1886.
when in Wabash v. Illlinois, the Supreme Court
handed down a decision which seriously impaired the
legality of state regulation. The case concerned long
and short haul rates on grains from origins in Illinois
to New York City, and the Court held that states
could not control rates on interstate commeree even
in the absence of federal regulation.!t

Impact of the “Granger Cases'’ on the State

The decisions in the "Granger Cases™ had given the
state the right to regulate intrastate rates, and the
railroads proceeded to charge the maximum rates
prescribed in the 1874 law. Often these were higher
than rates which had been in effect in prior years.
Some of the roads chose to ignore the law and some
obeyed. The CB&(Q) stated that it would “experiment™
with the new tariff schedules but would adjust its

# These were: Munn v, Hlinois. 94 U5, 113 (1877); Chicage
Burlington and Quiney Railroad v Towa, 94 US. |55 (1877
Chicago Milwaukee & St. Paul Railroad Company v Ackley, 94
US. 179 (I1877): Piek v. Chicago and Northwestern Railway
Company, 94, LIS 164 (1877); Stone v. Wisconsin, 94 U S 18]
(1877).

" Wabash, St. Louis and Pacific Railway Company v Hlinois,
118 LS. 557 (1886)
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interstate rates, a loophole through which the
railroads eventually forced repeal. The rate
adjustments on both intra- and interstate shipments
brought numerous complaints of discrimination by
both agrarian and industrial organizations.

Railroad mileage increased from 2,683 in 1870 to
4,157 miles in 1878, lowa was devoting its attention
almost entirely to agricultural pursuits and had to
import its manufactured goods from the East, The
geographical location of the state required low rates
for the long haul to agricultural markets and the
return movement from commercial origins. Railroad
expansion brought with it manufacturning, wholesale
and jobber firms as economic opportunities opened —
firms which wanted to be able to compete with
commercial centers in the Midwest and East. The rate
adjustments did not favor this objective.

Between 1875 and 1878, political and propaganda
campaigns by railroads. coupled with a change in
public attitudes, contributed to the defeat of the
“Granger Law.” The Granger movement was
declining; farmers had recovered from the depression
of 1873 and were anxious to continue their quest for
additional transportation. The press generally favored
repeal and were joined by businessmen and the
railroad lobby to stir up support. The greatest
criticism of the law was its rigidity and lack of proper
enforcement machinery for effective control. Yet, it
had rendered indirect benefits to the public. Adams,
writing on the “*Granger Movement,” stated that “the
corporations have been made to realize that the roads
were built for the West and that to be operated
successfully, they must be in sympathy with the
people of the West. The whole system of
discriminations and local extortions had received a
much needed investigation, the results of which
cannot but mitigate or wholly remove the more
abominable features . . . great principles of justice and
equality heretofore ignored have been drawn by the
sheer force of discussion, backed by rising public
opinion into the very essence of railroad policy.™! It
also seemed that it was poor policy for the state, sull
needing more railroad mileage, to antagonize the
builders.

The Repeal of the “Granger Law"

The law was repealed on March 23, 1878, eliminating
all of the 1874 legislation except for the sections
establishing railroad classifications, passenger charges
and annual reports of revenues. The legislature
created a three-man Advisory Commission, modeled

after the Massachusetts Commission Law of 1869,
The commission was given supervision over intrastate
railroads, was to examine and inquire into any neglect
ar viplation of state laws, examine books and
documents of the railroads, investigate complaints,
require annual reports, and provide the governor with
annual reports on the railroad situation. Commission
members represented eastern, western and central
sections of the state and could have no financial
interests in the railroads. Their expenses, including
salaries, were pro-rated among railway companies.
Discrimination between shippers under similar
circumstances and conditions was prohibited. Special
rates were to be available to all parties and
unreasonable rates were considered illegal, although
unreasonableness was not defined. Failure to camply
with provisions of the law could result in fines up to
three times the damages or overcharges plus court
costs, and continued violations after warnings could
lead to a report to the legislature, the only
enforcement agent of the state. The railroad lobby
saw that such enforcement was practically non-
existent.

Federal Regulation of Railroads
Railroad regulation had been debated in Congress as
early as 1867, when Granger discontent resulted in the
election of candidates from the West. The issues
centered on the railroad movement of grains to the
eastern seaboard, alleging discriminations against the
agricultural areas so as to consume in charges for
transit more than one-third of their entire value, while
manufacturing interests in the East are protected by a
tariff. Congressman Wilkensen of Minnesota called
attention to the price of the wheat crop of 1869 as
being sold at various railroad orngins [or about 50
cents per bushel, yet purchased in New York for $1.20
to $1.25. “Railway rates were at least one-third tao
high and the people are being plundered by chartered
monopolies—maonopolies which had been aided by
land grants or otherwise. ™=

W F Adams, “The Granger Movement,” North American
Review, 120 (April 1875); p 423

2 Lewrs Henry Haney, 4 Congressional History, p. 245.
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I'wo Senate committees examined the possibility of
securing cheap transportation from the western states
ta the East. The first, known as the Windom
Committee, reported in 1872 and reflected the
common and popular view that competition should
be the regulator of rates, but that competition
invariably ended in combination and did not offer the
necessary protection to shippers and the public. Only
through state or national ownership of one or more
railroads could effective competition be expected and
maintained, and the Committee recommended
building railroads to the seaboard and further
development of the inland waterways. The report
created little attention. In 1874 and 1875, the House
passed bills providing for regulation, and in 1884 and
1885, bills were introduced in both Houses of
Congress only to become deadlocked over different
Provisions.

The impasse resulted in the appointment ol the
second, the Cullum Committee. to investigate the
railroad problem. It made its report in 1886,
emphasizing more the evils of discrimination than the
levels of rates stressed in the Windom Committee
report.'* Senator Cullum earlier had reported that
there existed 18 evils or railroad abuses, ranging from
unreasonably high local rates versus through rates,
pooling arrangements, secret rates. drawbacks and
concessions to favored shippers, overcharges, [ree
passes, etc.. 1o ratlroad involvement in businesses
other than transportation. Three major classes of
discrimination were described: (1) those which
affected certain individuals, the most objectionable
and used for discounts; (2) those which affected
certain localities and had as their origin the natural
desire of competing roads to increase business at the
expense of their rivals, and were used at competitive
commaon points versus non-competitive points; and
(3) discrimination between products, the most
common of the unjust practices. Livestock versus
dressed beel was an example. The cost of
transportation from Chicago to New York for dressed
beef was 64 cents per pound more than that of live
animals but the rate was 75 percent higher. The
Cullum report, with compromises between the two
congressional bodies and possibly aided by the
Wabash decision, hastened the enactment of the Act
to Regulate Commerce in 1887,

The Act to Regulate Commerce

The legislation applied to all common carriers in
interstate or foreign commerce and included water
carriers when they and the railroads were used “unde

common management, control or arrangement for a
continous carriage and shipment.” The language was
broad and indefinite and caused controversy over
many years, requiring commission and court
interpretations, in turn resulting in many
amendments. The act required that all rates be just
and reasonable, a statutory endorsement of the
common-law principle: no personal discrimination
was to be allowed, with certain exceptions: no undue
preference nor prejudice between persons, kinds of
traffic or places: prohibited were long and short haul
diseriminations and pooling agreements; and all rates
were to be published with strict adherence by the
railroads. Created was the Interstate Commerce
Commission (1CC) of five members, appointed by the
President, with powers and duties to hear complaints
of violations, to investigate and assess damages. to
inquire into the operations of the carriers. require
annual reports. and prescribe a uniform system of
accounts. The commission was to make annual
reports to Congress for evaluation of the regulatory
process and make recommendations for further
legislation, if necessary. The act was amended many
times as economic conditions changed, new modal
competition appeared, and court and commission
decisions clarified or confused carriers, shippers and
the public with their interpretations.

lowa Railroad Classifications
The first annual report of the lowa Commission
showed 29 railroads operating in the state. subject to
the classifications invoked in the 1874 law. These are
listed under the "A™, “B." and “C" classifications in
Table 3-2.

' Report-of-the-Senate Select Commpitttee on Inrerstare
Commerce, 49th Congress |st Sess: Senate Report.
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Table 3-2
Railroad Classifications

Class “A" Railroads

Chicago, Burlington & Quincy Railroad.

Chicago & North Wesiern Railway.

Chicago, Rock Island & Pacific Railroad.

Kansas City, St.Joseph & Council Bluffs Railroad.

Class "B'" Railroads

Burlington, Cedar Rapids & Northern Railway.
Central Railroad of lowa,

Chicago, Milwaukee & St. Paul Railway.

Hlinois Central Railroad.

lowa Railway, Coal & Manufacturing Company.
Keokuk & Des Moines Railway.

Class “C" Railroads

Burlington & Northwestern Railway.
Burlington & Southwestern Railway.
Chicago. Clinton & Western Railroad.
Chicago, Clinton, Dubuque & Minnesota Railroad.
Crooked Creek Railway.

Davenport & Northwestern Railway.

Des Moines & Fort Dodge Railroad.

Des Moines & Minneapolis Railroad.
Dubuque & Southwestern Railroad.

lowa Eastern Railroad.

Missouri, lowa & Nebraska Railway.
Newton & Monroe Railroad.

Sabula, Ackley & Dakota Railroad.

St. Louis, Kansas City & Northern Railway.
St. Louis, Keokuk & Northwestern Railway.
Sioux City & Pacific Railroad.

Sioux City & Pembina Railway.

Stoux City & St. Paul Railroad.

Toledo & Northwestern Railway.

(Source: lowa Railroad Commission, Annual Report, 1878)

The Railroad Commission’s Interpretation of the
New Law

From the beginning, the commuission struggled with
the concept of reasonable rates and questions
concerning discrimination. Shippers preferred rates
based on the cost of service plus a fair profit over
fixed expenses, Railroads preferred the value of
service principle, “charging what the traffic would
bear.” Any rate, in the judgment of the commission,
that would not deter shipments was fair no matter

how great the profit. Ripley commented on the basis

of reasonable rates as follows: “Both principles are of
equal importance and both must continually be
invoked as a check upon each other, The tendency to
the elevation of cost of service to the position of
prionity, rather characteristic of the relative bodies
and legislatures, is no less erroneous than the marked
disposition of railway managers to insist upon the
universal applicability of the principle of what the
traftic will bear, Neither will stand the test of
reasonableness alone. Whether one or the other
should take precedence can only be determined by a
careful study of the circumstances and conditions in
each case, and in practice the instances where either
principle becomes of binding effect to the exclusion of
the other are extemely rare. " With only the legal
requirement that rates should be “just and
reasonable™ or only “reasonable,” state and federal
commissions faced difficult decisions. for there were
no precedents in statutory or common law to guide
them, and the issue of “reasonable rates™ became a
continuing problem for regulators.

The law prohibited unjust discrimination but
permitted discrimination that was “just.” Early the
commission took the position that just discrimination
should be allowed, and such was incorporated into
the freight classifications of the railroads. Examples
of *just™ discrimination were higher rates on high-
valued commodities than those classified lower, not
because the cost of transportation was greater.
although there was some acceptance of risk involved,
but because the tralfic would move on higher rates.
Also, rate discrimination could be applied at
competing points (unjust from the view of non-
competing points), because if this was the only way
railroads could gain traffic and make profits, the non-
competing points would eventually benefit through
lowered rates. Further, they argued that competition
must exist and there must be absolute equality of
rates. Discrimination, which was unjust, and undue
preferences should be prohibited, and advantage
given one place over another should be regarded as
violations of the “just™ principle of discrimination,

WWilliam Z. Ripley, Raifrood Rates and Regulation, New York
Longmans-Green & Co, 1912 p 01
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Dixon suggested that the commission’s position on
discrimination was open to serious guestion. *The
practice of granting special rates at competitive points
seemed wrong in principle, for it was doubtful that
the growth of cities and concentration at a few points
was necessary to the prosperity of a state. In other
words, was a policy which leads to the enrichment
and advancement of a few places at the expense of
many. productive of benefit to the people as a whole?
While building up business at competitive points and
increasing their net earnings, railroads were, in many
cases, destroying business at non-competitive points.
The effect upon the public at large must be taken into
account in determining the reasonableness and
justice.™$

Using the same logic, the commission abandoned the
theary that the state should prohibit higher rates for
shorter than for longer distances. This, they stated,
would compel the loss of through traffic and
emphasize operations entirely an local traffic. with
increased local rates to cover the losses sustained on
the abandoned through movements. [t was claimed by
opponents of the long and short haul principle that if
the roads were required to charge as much for the
long haul as for the short one, they would raise the
long haul rates rather than lower those on the shorter
hauls. Cases which came before the commission
included favored shippers, prorata rates ignoring
distance, long and short hauls, distribution of cars
and carload versus less-than-carload rates. Other
questions were raised about adequate service, car
shortages. handling of cars from connecting roads,
maintenance of way. unsafe bridges. road and
highway crossings, construction of viaducts, proper
safeguards tor cattle and fencing of track. Overcharge
complaints were the most frequent, almost non-
existent in the 1870, but now commonplace.
Damage claims were also frequent, and for these the
commussion acted as an arbitrator. The law
prohibited pooling in state commerce but had no
effect on the pooling arrangements in lowa since these
agreements covered interstate traffic. The Pool did
not concern itself with local traffic. leaving that
entirely to the discretion of individual companies.

A Potential Problem Emerges

Between 1880 and 1884, annual reports of the
commission seemed to indicate a general satisfaction
with the new law but also began to outline a pattern
that could spell trouble (or the future. Railroads were
still expanding at a high rate, growing from 4,157
miles in 1878 1o 7.249 in 1884, In 1884, of the 25,900

stockholders in lowa railroads, only 740 were
residents of the state. Only one lowan was among the
Il directors of the CB&Q and none were on Boards
of Directors ol the CNW and CRI&P. The
commission commented: *“This great interest is thus
practically without representation in the General
Assembly, while in the boards of directors. as the
majority runs the other way, it is but fair to suppose
that the real interests of lowa shippers are not fairly
represented, We have here a form of absenteeism
which can only result in clashing interests and
conflicting methods . . . It would not be strange that
the members of the General Assembly should hear
and think about the calls and demands of the living,
present, constituent shippers and producers, than of
the absent, non-represented stockholders who are
neither voters nor constituents. On the other hand. it
would not be strange if the directors, meeting abroad
and representing funds invested demanding
remunerative returns, should think and act for the
present aggresive, vigilant stockholders than for the
absent unknown shippers and producers.”™® Absentee
ownership had been a point of agitation during the
Granger period and was surfacing again.

The Industrial Structure—1880 to 1890

From |880 to 1890, urban population increased from
247.000 to 406,000 and manufacturing industries
enjoyed a somewhat parallel growth. In 1880,
industrial firms employed 28.372 people and had a
production value over $71 million. Agriculture
furnished raw materials and provided markets for
such industries as agricultural implements. wagons
and carniages, flour mills, breweries, saddles and
harnesses and meat packing. Corn, the state's staple
crop, could not be shipped in large guanuties because
railroad rates were too high a percentage of its value,
so It was processed into commercial products as well

ik Dixon, State Rotlroad Control, Boston: Thomas Y
Crowell & Co.. IR98, pp. §1-52
1 First Annual Report of the Board of Railroad Compussioners

for the Year Ending June 30, 1878, State of lowa, Des Moines

Annual Reporr for 1880, p: 4 und the Seventh Annual Report o
I884, pp. 5-6, 117
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as fed to cattle and hogs, where the rates would bear a dairy products. The fourth was lumber and mill
lower proportion to value. Dairying became products. The leading industrial counties, primarily
important for the processing of cheese and butter. on the Mississippi River, showed little change in :
The leading manufacturing counties closely reflected rankings by 1890. Woodbury County, which included
the concentration of population in the state (Table 3- Sioux City, led the group, but six of the 10 most

3).

important in terms of production value were those on
the river. Other cities developing industries were
Marshalltown, Waterloo, Council Bluffs, lowa City
and Waukon. Wholesale growth, as reported by 22
towns, showed 399 wholesale houses with total sales
of $68 million in 1884 (Table 3-4).

industry which produced commodities valued over
$125 million. Of the four industries with a production
value of §1 million or over, three were dependent
upon agriculture: meat packing, flour milling and

Table-3-3
lowa's Ten Leading Manufacturing Counties, 1880
Major Ave. No.
County City Est.! Capital Workers Production
Dubugque Dubuque 459 $3.749.761 3,187 $6.885,289
Linn C. Rapids 207 1,564,150 1,320 5,205.859
Scott Davenport 241 2,983,157 1,801 4,667,511
Polk Des Moines 202 1,564,790 1,575 4,530,428
Clinton Clinton 172 2,752,492 1.698 4.080.647
Wapello Ottumwa 154 1,094 495 1.067 3,506,379
Lee Keokuk 285 2,146,534 1,874 3,192,058
Des Moines Burlington 134 1,420,373 1,426 2,838,053
Pottawattamie C. Bluffs 120 546,541 719 2,448 842
Muscatine Muscatine 195 1,056,985 1.010 1,913,149

(Source: Censuy of lowa, 18800 The value of production was [or the year ending May 31, 188(0.)

"Number of industrial or manufacturing establishments

Table 3-4
lowa's Ten Leading Manufacturing Counties, 1890
Major Ave. No.
County City Est.! Capital Workers Production
Woodbury Sioux City 242 $ 5,455,766 3,167 514,343,545
Scott Davenport 504 8,910,293 5,280 10,685,316
Dubuque Dubuque 343 7.335.110 4,876 10,316,491
Linn C. Rapids 221 2,983,026 2,776 9,485,824
Polk Des Moines 346 3,906,240 3.974 7.979.300
Lee Keokuk 328 5.143,569 4,145 7,977,198
Clinton Clinton 510 10,598,890 5:312 7,088,262
Des Moines Burlington 239 4.494 426 3.986 6.599.046
Wapello Ottumwa 136 1,526,674 2,513 5,141,645
Muscatine Muscatine 189 4,213,416 2,501 4,248,621

(Source: Census of the Unied States, 1890, Part 1, 1X.)
INumber of industrial or manufacturing establishments,
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Thus, throughout the 1880s. the railroad gquestion had
materially changed. The emphasis upon agriculture
alone as the leading and only economically viable
industry shifted at least partially to processing and
manufacturing. Industrialists and wholesalers had
heen able to compete with large metropolitan centers
through rebates on rates but were helpless when
rebating was prohibited by federal statutes. For lowa
merchants and jobbers, their trade was placed in
jeopardy by discriminations which resulted from the
ffuctuating rates, and while Chicago grew-—at the
expense of many of the smaller cities and towns in
lowa—the public and press concluded that it was the
result of railroad favoritism, Local rates were clearly
higher than through rates.

The Towa jobber had two rates to pay in his business.
One was the rate from Chicago or other eastern cities
to his location; the other, the local rate to his
customers. The out-of-state competitor had only one
rate direct to destinations, based upon lower
interstate tariffs. Examples of rate problems faced by
lowa merchants are described by Murphy: *If a Cedar
Rapids jobber wished to ship 100 pounds of first class
commodities to Jefferson, he would pay a total charge
of $1.81, From New York to Chicago, the rate was
$.75: Chicago to Cedar Rapids, $.60; and from Cedar
Rapids to Jefferson, $.46. The Chicago merchant paid
$1.53 to the same city, or §.28 less, The difference was
borne by the lowa jobber who had to sell his goods at
Chicago prices,”

Discrimination also existed between the interior
towns and Mississippi River cities as a result of lower
interstate rates from Chicago and eastern origins. “On
first class freight, the rate from New York to
Davenport (1,000 miles) was $.96'4; the rate from
Davenport to Tama City (140 miles) was $.45. fora
total of $1.41'4. The rate from New York to Cedar
Rapids (1,065 miles) was $1.25; the rate from Cedar
Rapids to Tama City (54 miles) was $.27, for a total
of $1.52, or a disadvantage of $.1014. "7

Sunday Trains

An interesting sidelight in recommendations of the
commission to the legislature was one concerning the
abandonment of Sunday trains. Moving trains on the
Sabbath was demoralizing, they observed, “The
laboring man had a right to the seventh day of rest,
and out of place in the quiet of a Sunday morning
was the thunder and roar of long freight trains as they
went rattling by vestibules of a church. Again, where
trains come and go on a Sunday, there was always

more or less gathering of people at the station,
especially the boys of the town. Among these are sure
to be some of the worst elements in the neighborhood
and their influence is anything but good on these boys
gathered there and who would not be there but for
the expected train. In short, Sunday trains are
demoralizing from any point of view . . . They disturb
worshiping assemblies; they demoralize the young by
bringing them into contact with the low and vicious;
and they gradually undermine the reverence and
regard that the Sabbath day should cultivate.™* After
several recommendations, the subject was dropped
through lack of interest.

The Movement for Regulatory Reform

Governor Larabee and Regulatory Reform

William Larrabee was elected governor in 1885, and
during his first year in office there was little railroad
legislation. The press and some of the legislators
raised questions concerning the continued policy of
issuing free passes. and bills advocating an elective
commission were introduced without passage. On
December 6, 1866, the governor became involved in a
complaint against the CB&Q on coal rates from
Cleveland in Lucas County to Glenwood. He alleged
that the railroad charged $1.80 per ton in carload lots
on the Glenwood route, but only charged $1.25 per
ton for shipments from the same origin to Council
Bluffs, some 30 miles farther. Charles Perkins,
president of the CB&Q. replied that the Glenwood
charges were fair and produced little profit, and that
competition at Council Bluffs required a lower rate
Larrabee challenged Perkin’s position, stating that the
CRI&P hauled coal from Colfax in Jasper County,
practically equidistant, to Council Bluffs for $1.25 per
ton, rebated $.25 and made a profit. The Railroad
Commission supported the governor and
recommended that the CB&Q revise its coal rates.

I" Ronald §. Murphy, Railroad Regulation in lowa: The
Maodification of the Advisory Commussion, M A thesis, University
of Towa, 1965, pp. 11, 87-88

1% Sixth Annual Report of the Board of Ralroad Commissioners
for the Year Ending June 30, 1883, State of lowa, Des Moines:
State Printing Office. 1883, pp. 81-82.
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Instead the railroad raised the Council Bluffs rate to
$1.98 per ton, an action later regarded as a policy
mistake. On March 17, 1887, the governor sent the
commission a list of freight overcharges at Glenwood
totaling $3.326.40, and demanded a hearing on the

casc,

The governor not only complained of the rates but
vented his wrath against the commission who, in his
opinion, had not made a complete study of rate issues
and rate violations under the 1878 law. He was also
irritated over the lack of funds which prevented the
commission from performing their duties and coping
with the powerful railroads. However, the
commission was without power to enforce its findings
even after examination of complaints, and Larabee’s
anger was somewhat like a “tempest in a teapot.”
Workman, quoting A. B. Frank. a close personal
friend of Larabee, suggested that this incident had a
great influence on his attitude toward regulatory
reform. Following it, he became more adamant on
reform philosophy, to the delight of the press,
merchants, farmers and the public; to the dismay of
the railroads.

The new federal legislation did not bring the expected
relief from railroad abuses. Railroads lowered their
through rates and raised rates on local traffic, as
explained earlier. The governor expressed himself
quite clearly on the subject: “Success greatly
emboldened the railway companies. Discriminations
seemed to increase in number and gravity, At many
points in the western part of the state. freight rates to
Chicago were from 50 to 75 percent higher than those
from Kansas and Nebraska. A car of wheat hauled
only across the state paid twice as much freight as
another hauled twice the distance from its origin to
Chicago. Minnesota {lour was hauled a distance of
300 miles for a less rate than lowa flour carried 100
miles.™?

By 1887, farmers were once more in financial
difficulty. Increased competition from states west of
lowa had dropped prices drastically. In 1881, corn
sold for 44 cents per bushel; in 1889, for 19 cents.
Wheat slipped from $1.06 to 83 cents, and cattle
prices fell 39 percent from 1885 to 1890. Interest was
eight percent on mortgages totaling $440 million in
1889, and there was confusion over land ownership
and land titles between the settlers and the railroads.
Despite the agrarian problems, railroads expanded
and prospered. By the close of the fiscal year 1889,
there were 8,298 miles built in the state, about double
that of 1870, and gross earnings of the five major

trunk lines rose from $26.5 million in 1870 to $72.9
million in I887. By 1889, the assessed value was $43.3
million and the income over $13 million, equal to
one-third of the value of the corn crop, $3 million
over the value of the wheat crop, and one-sixth of the
cattle sales. Yet, the railroads were paying less than
one-tenth of the total tax assessments while two-
thirds were paid by farmers.

Governor Larrabee was reelected in 1887, with
agricultural, industrial and public support and was in
an excellent position to push for regulatory reform.
He made three recommendations in his biennial
message to the General Assembly regarding railroad
control: first. prohibit the issuance of free passes;
second. establish passenger fares at two cents per
mile; and third. establish reasonable rates and
authorize the commission to reduce them when
considered too high. He further attacked the anti-
regulatory positions of the railroads in his inaugural
address.

Railroad Legislation of 1888

Leaders of the reform movement in the House of
Representatives were A, B, Cummins and James
Beryhill; in the Senate, J. H. Sweeney and G. L. Finn,
After much debate, a new law was passed without a
dissenting vote in either chamber dealing with freight
rates and strengthening the powers of the
commission. It had the following exotic title: “An Act
to Regulate Railroad Corporations and other
Common Carriers in this State and to Increase the
Powers and further Define the Duties of the Board of
Commissioners, in relation to the same, and to
Prevent and Punish Extortion and unjust
Discrimination in Rates charged for the
Transportation of Passengers and Freights on
Railroads in this State and Prescribe a Mode of
Procedure and Rules of Evidence in relation thereto
and to Repeal Section 11 of Chapter 77 of the Act of
the Seventeenth General Assembly in relation to the
Board of Railroad Commissioners and all Laws in
force in direct Conflict with the Provisions of this
Act, ™0

1 William Larrabee, The Railroad Question, Chicago: F I
Schulte & Co., 1906, p. 337,

20 [888 Laws of lowa, Chapter 28
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The new law generally followed the provisions ol the
federal act. All charges were to be just and
reasonable, and no special rates, rebates, or refunds
were allowed. No preference would be given any
person, corporation, firm or locality, Equal
interchange facilities were to be available for all
railroads, Included was the long and short haul clause
and prohibited were all pooling arrangements. Rate
schedules would be posted, copies of which, together
with joint agreements with other railroads, were
required by the commussion, and 10 days notice was
necessary for rate increases. The commission was
empowered to make and review rates, such to be
prima facie evidence in courts that the rates were
reasonable. They could investigate violations, hold
hearings and prosecute. Another act changed the
manner of choosing commissioners, from
appointment by the governor to election by the
public. and they were to be paid by the state rather
than the railroads. On the matters of discrimination,
the new law differed from the original one which
prohibited unjust discrimination but recognized that
discriminations could be “just.” Now, absolute
equality was required.

With the new law in place, the problem was to get
acceptance from railroads and shippers. Maximum
rates were effective on July 5. 1888, and met
immediate opposition from the railroads. On June 28,
1888, the CNW, CM&StP and CB&Q sought an
injunction against the commussion, and Judge David
J. Brewer of the U. S. District Court granted it,
stating that the new rates could adversely affect the
rate of return on investment, but that the commission
had the power to establish rate schedules as long as
the rates resulted in compensation, whatever the level.
The commission argued that their schedules were
reasonablv compensatory and that in some instances,
the rates were higher than those established
voluntarily by the railroads. There was also some
evidence of further discrimination since the new law
became effective. Charges were filed in August, 1888,

by Davenport shippers against five railroads who they

alleged had increased rates by eight to 25 percent.

Because of the growing number of shipper
complaints, the CM&SIP and CB&Q again applied
for a court injunction against the commission’s rate
schedules. But on February 2, 1889, Judge Brewer
reversed his previous stand and refused their requests.
He stated: “The officers of the railroad companies
declare that the rates fixed by the commission will so
reduce income that it will not suffice to pay the

running expenses of the road and the interest on their
bonded debts, leaving nothing for the stockholders,
The commissioners insist that their schedule was
framed to produce eight percent income on the value
of the roads after paying the cost of maintenance and
running expenses. Which view is the correct one, is
impossible to decide from the evidence submitted.
There is one way, however, a conclusive way, and it
seems Lo me it is the only way by which the
controversy can be settled, and that is by
experiment.”! The essence of the decision was that
rates must be tested to judge their compensatory
nature and at the same time not violate other
provisions of the law. The CB&(Q) accepted the
decision almost immediately by adopting the new
rates, and other railroads followed. But, as the press
pointed out, the railroads could sull refuse to
cooperate, running the risk of heavy lines, or could
adopt the rates and attempt to prove them
unreasonahle.

Results of the 1888 Legislation

Both railroads and the state benefited by the new law.
Fiscal year 1891 showed a net increase of 1.369
million tons of freight carried over 8,440 miles of road
compared with the tonnage of 1890. Gross earnings
were $5 million higher, and net earnings increased
almost $3 million between 1889 and 1891. The state
benefited through development of home industry
Lower rates stimulated the opening of new mills and
mines. and more industrial and agricultural products
were traded within the state than ever before.
Opponents of the law claimed that the decline in
railroad construction was the result of the rate
structure, However, by the late 19th century, demand
for further railway construction was falling. lowa had
8.500 miles of roads, with no community more than 13
miles from service, This would readily account for
only 65 miles built in 1893, as it would for the fact
that Illinois. with a higher rate level. built only 62
miles during the same year.

N Twelfth Annual Report of the Board of Railroad
Commissioners for the Year Ending June 30, 1889, State of lowa,
Des Moines: State Printing Office. 1889, p. 3]
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By 1890, the commission and governor were pleased
with the results of the 1888 law, Railroad tonnage and
earnings were impressive, and the governor stated
that: *No further vindication of the law is necessary.
These figures show plainly that the lowering and
equalizing of the rates not only increased the roads’
business and income but also their net earnings. It
must be remembered that the reports . . . were made
by railroad companies and were certainly not made
with any intention of prejudicing the cause of the rail
manager.™? Two comments by the commission
supported the governor. “The farmers gets his
supplies cheaper, his lumber, coal, salt, and other
heavy commodities at fair rates. He finds a market for
a portion of his surplus corn, oats, hay, wood timber,
etc,, at home and saves transportation. He markets
many ol his hogs at lowa packing houses and saves
freight charges. Wood and logs that lay in the timber
rotting, the lowa rates are making a market for, and
new mills are sawing the latter up for use in excelsior,
fencing, pickets, handles, boxes and other industries
unknown before. The railway policy of the long haul
has in measure been supplanted by the new system,
and the exchange of products between different parts
of the state is one of commendable results. Hay and
corn from northern lowa are now sold at better prices
in the dairy counties of eastern and southern lowa in
larger quantities, a thing hitherto unknown. These
formerly paid tribute to Chicago.”

A second comment had to do with stability of rates.
“There have been no rate wars and consequent
disturbance of business in lowa the past two years.
The stable character of lowa rates which have been in
force, with only such slight changes as have been
made in classifications from time to time, are
approved on every hand. . . The evil effects of rate
wars on business are unknown here, and instead we
have steady rates and uniform charges shared alike by
all, "3

In 1926, a speech by Clyde B. Aitchison, long-time
member of the ICC, could aptly have described the
railroad situation in lowa during the last three
decades of the 19th century. “The useless construction
of competing lines, construction for wildeat financial
purposes or to obtain subsidies, cutthroat competiton
in rates—these were manifestly wasteful practices but
they were part of a great economic system of trial and
error which has evolved a transportation machine so
efficient that we view what we have endured in the
past with incredibility and inability to visualize. There
was much that was selfish and much that was
dishonest; but all that was selfish and dishonest

played some useful part in the end. . . The Nation has
developed primarily because adequate and growing
means of transportation have facilitated the entrance
of the settler and interchange of commodities
produced, manufactured, used or consumed. Every
error and waste has aided if only by showing what
was unsound and should be avoided. But with all the
misconceptions and losses, it would be ungenerous
not to pay ungrudging tribute to the inventive genius
and mechanical skill, to the daring of the financier,
the constructor and operator who took risks which
were often desperate and who hazarded their
reputations and fortunes. ™

Summary
Individualism, the mark of the pioneer, was
transformed into corporate philosophy between 1850
and 1870, and the railroad was the instrument of its
application to economic and political control.
Throughout the period, the public assumed that
competition would safely guarantee fair and
reasonable treatment provided that sufficient numbers
of railroads were built. Competition was given the
opportunity to meet these expectations, but by 1870,
the evils of unregulated competition were beginning
to appear. Railroad pools were organized and public
suspicion developed as competing systems formed
combinations to restrain competition. Further
aggravation resulted when, in their desire to increase
traffic, railroads adopted policies of discrimination
between persons, commodities and places.

When the public recognized the power of
corporations to control transportation and arbitrarily
build or destroy the business of a person or
community, they turned to their government for
protection. lowa first attempted to control railroad
abuses through an Advisory Commission. It failed
because of lack of enforcement authority. A stronger
commission, given the power to regulate and enforce

2 Wilham Larrabee, The Railroad Question, pp. 132-155, 266

3 Fourteenth Annual Report of the Board of Railroad
Commissioners for the Year Ending June 30, 1891, State of lowa,
Des Moines: State Printing Office, 1891, pp. 9-10, 16,

24 P, Harvey Middleton, Railroads and Public Opinion, Eleven
Decades, Chicago: Railway Business Association, 1941, pp. 95-09
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its decisions, brought some order to rate and
discriminatory practices. States throughout the nation
had tried either the weak or strong commission
approach, but lowa was one of the few that tried both

types.

The controversy between the public and railroads was
based upon the insistence by the roads that their
property was private and they had the right to
determine rates and contracts— rights supported by
the State and Federal Constitutions. This view was
not endorsed by the courts, The “Granger
Legislation™ established the principle that the public
had an interest in railroad operations and that
legislators directly or mdirectly could take steps to
guard that interest. Resistance ol the railroads made
judicial interpretation and sanction necessary and
settled for all time the question of whether or not the
states could regulate industries of “public interest.™

Expansion of interstate traffic and continued railroad
discriminations limited and modified the state’s
jurisdiction, making imperative the Federal Act 1o
Regulate Commerce in 1887 Further changes in the
lowa laws {ollowed in 1888, and by 1890, the state
and railroads appeared to benefit from the reforms.
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Chapter Four
The Movement For Good Roads

Introduction

The emphasis on railroad construction in lowa
effectively suppressed any comprehensive movement
for road improvements beyond the era of plank roads
and some local activity. So many railroads had been
planned and built that it was thought that state or
national road systems would not be necessary. Roads
might be needed for local traffic, but this
responsibility could be left to local authorities, Bridge
building took priority over road construction and
morney was spent on roads only after bridges were
built, It was assumed that horse, oxen and mule-
powered wagons could navigate under any road
conditions but could not ford the streams without
danger. Improvements were confined to filling the low
spots on the earth road to keep it above water in
rainy seasons. There was little or no grading, no
plans, no cost estimates or engineering except for
surveying, little or no dirt moving machinery or men
knowledgeable to operate such if available. The labor
farce functioned under the medieval practice of
working out the road or poll tax, and competent
foremen to supervise road work were extemely rare.

The Good Roads Movement

The near completion of the railway network and its
influence on urban development marked wide
differences in the level of improvements in rail as
contrasted to highway transportation. Railroad
service was being expanded and perfected technically,
whereas highway services had seen little advancement
for almost 50 years. Rural areas suffered from 18th
century mobility while urban centers received direct
benefits from improved transportation,
communication and industrialization. Road reform
was the result of public pressures for new
arrangements to enable rural areas to participate in
the developing economic and social structure of the
state. Agriculture was undergoing a transition from a
purely self-sufficient status to a capitalistic
organization producing surplus crops, and all-weather
roads were vital to larmers for transportation of
products to urban markets. Wagons moved farm
commodities to local markets or the nearest rail
terminal —the cost often proportional to road
conditions. The demand for better roads was oriented
to the farm-to-market segment of the highway
function.

As late as 1880, the sole responsibility for providing
rural roads rested with local governments. Townships
and road districts served as administrative units;
management was on an amateur rather than a
professional level. Townships gradually gave way to
counties in local road administration. State
governments entered the field, first by offering aid to
local agencies and finally by assuming responsibility
over primary roads, and the federal government
slowly expanded financial participation. During the
late 19th and early 20th centuries, road reform
movements were the popular methods of gaining
support for improvements and changes in road
administration,

Despite the organization of the “good roads” groups,
the situation at the turn of the century had not
changed much since that time in 1840, when Judge
George C. Wright asked a stagecoach driver how long
it would take to reach lowa City, 12 miles away,
“About four hours,” replied the driver, “il we can [ind
the bottom of the road.”™ Until the 1920, Illinois and
lowa residents jokingly boasted that their “roads were
as deep as they were wide.™ A wagonload of 3,000
pounds was a heavy load. A trip of 10 miles was a
long journey, and to travel 20 miles was a {ull and
hard day’s work.

Dearing described the good roads movement as one
“variously interpreted as an effort on the part of
American bicyclists and manufacturers to obtain
facilities for pleasure cycling: as a movement to saddle
the farmer with the cost of roads to be used by
automobiles; as a device for expanding the market for
building machinery and materials.” He further
suggested that all descriptions suffered from the
defects of over-simplification and historical
inaccuracies—that the major thrust of the movement
was based on the need to modernize the roads and
their management with the objective of “bringing the
standards of rural road transportation up to those
achieved in urban areas through railroad
development.™ The activity received wide support

I Mississippi Valley Conference of State Highway Departments
Historical Highlights: 1909-1974, Ames: lowa Department of
Transportation, 1980, pp. 1-2

I Charles L. Dearing, American Highway Pelicy, Washington.
D.C.: The Brookings Institute, 1941, p. 46
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from organized civilian groups, political parties, state
and local agencies and businessmen and included
railroads who wanted improved roads as feeders for
their traffic.

The lowa Initiative

Aggravated probably by impassible roads during the
winter of 1882-1883, Samuel D. Pryce of lowa City,
in a letter to the fowa State Register on January 3,
1883, pointed to the inadequacies of lowa's roads and
made several recommendations for improvements. He
stated that farmers were suffering great economic
losses through bad roads: that the state ranked high
in agriculture but had a poor reputation in roads: that
the statutory labor requirement that pulled farmers
out of their fields during the planting and harvesting
seasons was most inefficient; that roads needed to be
graded, tiled, drained and surfaced: and there was a
huge waste resulting from paying taxes in labor. He
advocated repeal of the labor provisions, a uniform
property tax of five mills for road improvements to be
paid into the county treasury, appointment by the
governor of a highway commissioner for each county
to build the roads or contract construction to
responsible parties, with drains and grades supervised
by a competent civil engineer.

The proposals received statewide newspaper publicity
and were responsible for a convention held in lowa
City in March, 1883, where the Pryce
recommendations were adopted and a “State Road
Improvement Association” organized, Its objective
was to awaken public interest and work for road
legislation. It met once again in 1884, but apparently
satisfied with the progress made, lost its momentum.
Another “lowa Road Improvement Association” was
organized in Des Moines in August, 1892, founded by
Edward H. Thayer, editor of the Clinton Morning
Age, and among those active were Peter A. Dey and
William Larrabee of railroad fame, Henry C.
Wallace, John H. Gear and John Scott. The
association survived but a short time. In April, 1903,
called by Governor Cummins, the first lowa Good
Roads Association with semi-official status met in
Des Moines, and some historians consider this
meeting as the one which really started the good
roads movement. Others were formed in 1910, 1923
and 1948, the latter organized at Marshalltown as a
permanent group with Claude Coykendall,
administrative engincer for the Highway Commission,
as executive secretary. Since then, the organization

has promoted “good roads,” with such men as Gerald
Bogan, R. M. Hileman, John Coverdale, Archie
Nelson, H. W, Callison and C, W.(Chet) Sloan, active
and involved over the intervening years.

The movement for good roads was based upon the
removil of some degree of control from local
township trustees i favor of regional and statewide
highway development through which administrative
and engineering expertise could be provided.
Progress, however, was slow for many reasons. The
traditional conservative system of road building was
difficult to change: there were differences of opinion
among members of the association as to the proper
courses of action to take; engineers disagreed on
technical questions regarding road and bridge
construction: bitter arguments occurred between
advocates of earth roads and those supporting
surfacing and over the types of surfaces to be used:
between those who supported or objected to more
centralized control of highway policy and authority;
and those who wanted roads funded as a pay-as-you-
go project as contrasted with funding through bond
1ssues. Then there was the question of distribution of
road funds among counties and cities, and the fact
that groups representing road materials, bridge and
construction companies fought changes that might be
objectionable to their interests. Although many were
active in the good roads movement, farmers generally
offered the strongest opposition to highway
improvements. They feared that heavy taxes would be
levied, and until 1920, at least part of their fears were
justified. Prior to 1919, farmers paid four mills in
property taxes to support county roads while
residents of first class cities contributed only half a
mill.

National Roads Associations

Nationally, a League for Good Roads was organized
in 1892, and in 1893, a Good Roads Convention was
held in Washington, D.C. Their efforts resulted in
establishment of an Office of Road Inquiry in the
Department of Agriculture in 1893, with an initial
appropriation of $10,000, to be used mainly for
educational purposes. Another result of these
meetings was the creation of the Rural Free Delivery
Service which by 1900 had a nationwide network and
became a powerful force for road improvement. The
automobile appeared in 1890 and added further
impetus: “The motorist had an even stronger incentive
than the bicyclist to get the country out of the mud; a
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mired car was more of a problem than a stuck
bicyele.™ By 1910, there were literally scores of
organizations in the nation promoting good roads. A
few of these were strong. effective and national in
scope. The American Automobile Association.
founded by owners in 1902, and the American Road
Makers brought together state engineers, road
contractors and road machinery manufacturers.
Many of the associations were primarily pressure
groups whose purpose was to get improved roads
through legislation. Many had no dues-paying
members but depended upon commercial interests—
railroads, materials producers and automobile
manufacturers—(or financial support.

The American Association for Highway Improvement
was formed in 1910 and sponsored the first American
Road Congress in 1911 at Richmond, Virginia, It
recommended that Congress extend financial aid to
the states to assist in road building: that no
appropriation be made without proper supervision for
maintenance; that states provide supervision of main
highways through a state highway department; that
work on construction and maintenance be under the
direction of an experienced highway engineer; and
that all states provide for the employment of prison
labor to work on public highways. Other Road
Congress meetings took place in 1913 and 1914,

Road Legislation, 1880 to 1920

State Road Laws

There was little or no administrative control over
roads by state government in the early 1880,
Previous laws had given authority to county
supervisors Lo locate new roads, change the course of
old ones and levy taxes for bridges. Township trustees
determined the level of property taxes and how much
would be paid in cash or labor. In the (all, the
township was divided into road districts, each with a
supervisor who spent the funds and directed the road
work performed by men working out their taxes. May
observed that “there was some logic to this system in
pioneer days when virtually the only use of the roads
was local in character, but as the state’s economy
grew and traffic volumes steadily increased, doubts
arose as to the wisdom of permitting thousands of
separate road systems to exist with no unifying
standards.™

The 1884 General Assembly incorporated some of the
recommendations of the State Road Improvement
Association into “an Act to Promote the
Improvement of Highways.” It provided for a regular

county fund as contrasted to a township road fund,
the money to be raised by a one mill per dollar tax on
property. The county boards of supervisors had
authority to determine how the fund was to be used,
By local option. the township trustees might organize
the township into one road district but could return
to the old multiple district plan after two vears of
experimentation. Road supervision in the township
system was changed to allow trustees to order that
township highway taxes be paid in money to the
county treasurer, and to direct expenditures by letting
contracts to the lowest responsible bidder or appoint
a superintendent ol highways to supervise the road
work. The statutory requirement of highway labor
was retained.® Opposition to the property tax to be
paid in money and appointment of a superintendent
was so strong that the provisions were made optional.

Few changes in road administration occurred between
1884 and 1890, except that the one mill tax was made
mandatory in all counties. Important reforms by the
1902 General Assembly recognized the inefficiencies
ol the old system. A new road law, known as the

' lohn B. Rae. The Road and Car in American Life, Cambnidge
Mass: M. LT. Press, 1971, p. 34

4 Gearge S, May, “The Good Roads Movement in Jowa,”
Palimpysest 46 (February 1965). p. 82, For a discussion of road laws
belore 1884, see John Brindley's History of Road Legislation in
lowa, lowa City: State Histonical Society, 1912, Chapters 4-7
Summaries will also be found in fowa Hiway Hilites (May 1963),
pp. 17-39, published by the lowa State Highway Commission,
Ames

¥ 1884 Laws of lowa, Chapter 200. The law provided that “nine
hours of faithful work was required as a day’s work on the road but
that except for extraordinary occasions, no person shall be required
1o go more than three miles from his place of residence. .and (or the
purpose of this Act, the residence of a man shall be construed 1o be
where his family resides; for a single man, it shall be at the place
where he is at work.™ N 8. Shaler, writing on “Commeon Roads™ in
Scribners Magazine in 1889, said that “in the United States the
common roads were built in-a most ignorant and inefficient
manner..Generally, road-making and so-called roadmending were
performed not by tax money but by an impost of labor of the
county. The voting part of the population is summoned each vear
to one or two days to working out their road tax. The busy people
and those who are forehanded may pay out their assesmenl in
money but most of the population find it conventent to attend the
annual road-making picnic in person.. under the supervision of i
road master. More commonly, some elder 15 by common consent
absolved from personal labor and made supenintendent of the
operation. " (See Rae, pp. 26-27.)
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“Anderson Law, " alter its most ardent supporter,
abolished the office of district road supervisor and the
district road system and consolidated cach township
into one road district. Other sections covered changes
in levying and collecting road taxes and conferred
prights and powers on interurban railways built along
public highways. Road taxes were to be paid in
money but the statutory labor requirement was still in
effect.

The most important feature of the new law was the
one which consolidated road districts based on civil
townships and resulted in a fundamental change in
road administration, The authority of the district
road supervisor. established in 1853, had existed for
almost 50 years with strictly local supervision of
highways until 1902, The long-standing tradition ol
local control, self-government and personal
participation in highway policy was overturned and
met opposition. The law also became the basis for
more centralized control through state and federal
participation in highway programs.

In 1909, permanent road improvement districts were
authorized and could be established by county
supervisors. Improvements were financed hall by a
two mill county tax and half by special assessments
on property within a county. Road dragging by
contract at 50 cents per mile was made mandatory for
township trustees. In 1911, the legislature required
township trustees to divide the public roads into
permanent road-dragging districts. “designate which
districts shall be dragged, to include all mail routes
and main travelled roads within the township,™ and
appoint a superintendent of dragging at $2.50 per
day, to serve one year unless removed sooner by the
supervisors. An annual fee of §15 was assessed (or the
registration or re-registration of any electric or steam
motor vehicle and 40 cents per horsepower charged
for every horsepower over 20. Motor bicycles or
motorcyeles paid three dollars. No distinction was
made between ordinary and commercial vehicles.
Filteen percent of the vehicle tax went to the State
Treasury and the remainder was “apportioned among
the several counties ol the state in the same ratio as
the number of townships in the several counties bear
to the total number ol townships in the state.™ lowa
not only had its first highway use tax in 1911, but by
statute could not divert the funds to other than
specific designated highway purpoeses. Previously. a
$1.00 registration fee had been levied in 1904,
increased to $5.00 in 1907, as a simple regulatory and
general revenue measure.

A law which marKed the first definite move away
from pioneer roads and toward state road
administration was passed in 1913 by the 35th
General Assembly, It created a separate State
Highway Commission of three men, replacing the
original commission established in 1904, and was
given control over all county and township road
officials. The office ol chiel engineer was created to
discharge this responsibility. In 1915 and 1917, bills to
abolish the commission were introduced into the
legislature but failed to pass, for in order to qualify
for federal funds. the state had to have a highway
commission. The law continued the policy of allowing
county supervisors and township trustees to be in
charge of roads and funds but only under the
supervisory control of the commission,

County supervisors were required to appoint a county
engineer who, if found incompetent, could be
discharged by the commission. Plans, specifications,
advertisements for bids. and public lettings for bndge
and road construction were required. Contracts were
subject to approval by the commission and county
engineers, and all construction was under standard
state plans. Maps showing the selected systems were
prepared and updated by commission personnel, and
surveys made by the county engineer. The
commission was given a maintenance fund of eight
percent of the money paid into the State Treasury for
motor vehicle registrations.

The progressive legislation brought a clash between
advocates of a more centralized control and rural
clements favoring local domination of road policy,
and the elections of 1914 removed many of the
legislators who had voted for the 1913 law. County
supervisors and township trustees resented the
imposition of county engineers and the commission
controls in their domain, Many county supervisors
made no effort to hire engineers: others did under
protest. Evenif they wanted to hire. it was difficult to
find the number of engineers needed in 19]13.
Supervisors also did not appreciate the requirement
that standard highway plans be used and bids for
construction taken after publie hearing,

1911 Laws of lawa, Chapters 70 and 72
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The Federal Road Act of 1916

The interest of the federal government in highway
development dated from 1803, when aid was given for
construction ol the National Pike from Cumberland,
Maryland, to Wheeling, West Virginia. Federal
engineers advised as to the desirability of surfaced
roads throughout the nation by 1900, and in 1912 an
appropriation ol $500,000 was made to pay one-third
of the costs of improving highways over which the
mail was carried. The Office of Road Inquiry became
the Bureau of Public Roads in 1918.

Federal-aid policy involving federal-state cooperation
for highway construction was the basis of the Act of
1916, An appropnation of $75 million over a five-year
period was authorized for improvements to rural
roads carrying mail and was limited to towns under
2,500 population, The aid was not to exceed 50
percent of the cost of roads constructed, not to exceed
£10.,000 per mile, and was to be matched by the states.
Three criteria were used in funding, all having equal
weight; (1) the area of the state in relation to the total
area of the United States; (2) population of the state
relative to total United States population; and (3)
mail route mileage of the state in relation to total mail
road mileage of the nation. Assistance was to be given
to those states with established highway departments.

The General Assembly in 1917 accepted the
provisions of the 1916 federal act and pledged the
necessary matching funds. To be designated was a
road system ol 2,000 to 6,000 miles, equitably
distributed among the 99 counties, on which federal-
aid projects could be located, Also provided was a
primary road fund to finance construction and
maintenance, and the duties and responsibilities of the
commission were expanded, reflecting the growing
influence of motor vehicle traffic.

In most states, the major highway system was Known
as “the State Road System,” “State Trunk System."
or other similar designations. A state road system of
approximately 6,500 miles was established by the
General Assembly in 1919, to initiate paving of
principal highways. So great was the opposition to
the word “state™ and a state-controlled road system,
that legislators, fearing for their political futures,
named it the “Primary Road System.” The word
“pave” was also considered suicidal if used. so the
legislation substituted “hard-surfaced™ to define their
intentions, Over the years, the need to avoid the word
“state” has long abated, but the principal state
highway system continued officially to be known as
the “Primary Road System.”

The Primary Road Fund was to include all
automobile registration fees, federal-aid allotments
and funds from special paving assessments, effective
only where improvements called for pavement, and
which were to total 25 percent of the cost of the
pavement slab. Primary road expenditures were under
the control of the supervisors, subject to approval of
the commission. Voters in a county had to approve
any proposed “hard-surfaced” improvement before
construction. They could also vote authority to
supervisors for issuance of bonds to fund construction
if not satished with progress permitted by current
revenues. However, the legislation specified that in
both the surfacing and the bond issues, balloting must
be separate on each proposal. Special assessments on
adjacent property were permitted only on “hard-
surfaced™ projects and could cover an area extending
one and one-fourth miles on each side of the road to
be improved.

Road Legislation, 1920 to 1930
The Federal Aid Highway Act of 1921

The Act required a designation of state and interstate
highways eligible to receive federal funds. Aid was
limited to seven percent of the total mileage of rural
roads. and designated highways were divided into
primary or interstate, and secondary or intercounty
roads. Funds had to be matched by the state, which
was also responsible for maintenance of federal-aid
roads, Seventy-live million dollars was appropriated
for 1922, and in 1923, Congress modified the
provisions to allow specific appropriations when
needed. The average was about $100 million per year
during the 1920s. The 1916 Act had a significant
influence on lowa, It provided about $15 million
annually as the 50 percent share of the road-building
costs. The funds were earmarked for rural roads. a
pressing and persistent problem for the state. and the
act, by requiring federal approval for projects
selected, established the basis for further federal
involvement.

The lowa road laws did not comply with the
requirements of the 1921 federal legislation. The state
law was in conflict in two important particulars: (1)
The federal law required that maintenance of federal
roads be under the direct control of the state highway
department, whereas the state law placed this
responsibility with county supervisors. If any county
failed to maintain a federal-aid road, the commission
had no power to assume charge of the work unless the
road had been paved. Since only five percent of the
state’s primary roads had been paved, the commission
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was powerless 1o cause 95 percent to be maintained,
yet federal law required that as a condition precedent
to aid, maintenance must be under direct control of
the commission. (2) Federal law required that federal-
aid highways should be surfaced in a manner suited to
the traffic, and the commission should have the power
to determine and select the type of surfacing. Under
state law, the commission had no power to initiate
such action, This power was in the hands of the
supervisors, and even they had no power to start
paving unless authorized by a vote of the people.

In grading and draining of any road, the federal
government required the commission to agree that
within a reasonable time after the road was graded, 1t
would provide the suitable surface before any
additions were made to the federal-aid system. Under
state law. the commission could not fulfill such an
agreement, vet the state law made it the specific duty
of the commission to do whatever was necessary Lo
secure federal funds. Further, the federal act provided
that the state would have five years, or until
November 9, 1926, in which to amend its laws so as to
conform to the legislation. After that date, lowa
would get no federal aid if the primary road law had
not been properly coordinated with the Federal-Aid
Law.

State Primary Road Laws

In 1925, the General Assembly remedied these matters
by enacting a new Primary Road Law which
conformed to the federal act. It granted the
commission absolute control over primary road
development funds to be spent on its own initiative,
Also passed was the first gasoline tax bill, providing
for two cents per gallon in revenues and dividing the
proceeds in three ways; one-third to the primary road
fund, one-third to the counties for county roads, and
one-third for township roads. In the Primary Road
Act of 1927, powers and duties of county supervisors
in primary road administration were transferred to
the commission. Also, the legislation required that all
roads in the state were 10 be divided into two systems.
The Primary Road System would include “those main
market roads (not including roads within towns and
cities) which conneet all county seat towns and cities
and main market centers.” The 43rd General
Assembly defined secondary roads as all public
highways except primary roads, state roads and
highways within cities and towns. Primary roads
upon which federal-aid funds were expended were to
be marked as United States highways and all other
primary roads were considered as state highways. The

secondary roads were classified as county trunk roads
and local county roads. The lacal roads were formerly
township roads.

The 1927 law provided that “improvement shall be
made (in the primary road system) and carried on in
such a manner as to equalize the work in all sections
of the state where improvements have been retarded,
to an equality and on the same basis with the more
advanced sections.”™ A third cent was also added to
the gasoline tax for the primary road fund. This
section, as well as the entire act, remains as the basic
philosophy of improvement programs to the present
time. That the 1927 Prnimary Road Law was a giant
step forward in road improvements 1s supported by
the fact that it still remains on the statutes of lowa. A
large percentage of the 6,000 miles of primary road
pavement built previous to 1956 was built under this
law without important substantive changes. and
during 1930, three years after the act was passed.
1,030 miles of high-type concrete pavement were built
on the state's primary roads without legal difficulty or
delay. Only one other state has ever equaled or
exceeded that mileage record in one year.

Bonding for Highways

In the 10 years, 1919 to 1929, there had been
spasmodic voting of county bonds for paving of
portions of the primary road system. The possibility
of bonding for primary roads was raised in 1926,
when a bill authorizing the issuance of $100 million in
bonds was introduced in the General Assembly. Its
constitutionality was questioned since it provided for
payment of interest and principal from primary road
revenues but in case of deficits, taxes would be levied
and collected on all taxable property in the state to
make up the difference in bond obligations and
primary road funds available. The sources of funds
for the primary road fund were motor vehicle
registration fees and motor fuel taxes. The section of
the State Constitution at issue was Section 5 of
Article VII which contained the following statement:
“Except the debts hereinbefore specified in this

*John E Nimmo, Srate Involvement in lowa Road
Developmeni, Report prepared for the lowa Transportation
Commission, 1975, p. 12



The Movement For Good Roads 75

Article, no debt shall be hereafter contracted by, or
on behalf of this State, unless such debt shall be
authorized by some law for some single work or
object, to be distinctly specified therein; and such law
shall impose and provide for a direct annual tax,
sufficient to pay and discharge the principal of such
debt, within 20 vears from the time of the contracting
thereof . . . To be resolved then, was whether or not
this provision precluded the use of primary road
funds to pay the interest and principal of the
proposed bonds.

After consulting with legal authorities throughout the
state on the constitutionality of the bill and receiving
unanimous affirmative response, the governor called
the 42nd General Assembly into special session in
March. 1928, The bonding bill was passed on a two-
to-one vote in both Houses and was supported by
popular vote in the 1928 general elections, only to be
declared unconstitutional by the State Supreme Court
in March, 1929.

The Secondary Road Law

The Secondary Road Act, known generally as the
Bergman Secondary Road Law, was passed in 1929.
Previous to its enactment, about 6.5 percent of the
public highways of the state were included in the
primary road system, under control and jurisdiction
of the Highway Commission; 13.5 percent were
included in the county road system under jurisdiction
of county supervisors whereas the remaining 80
percent were classified as township roads under
control of 1,640 township boards of trustees. These
township roads were renamed “local county roads.”
When the new law became effective on January 1,
1930, township trustees were virtually eliminated from
responsibilities for road building. reducing the
number of secondary road supervisory units from
about 5,500 to 400. Supervisors controlled a
secondary system of 12,377 miles of county and
84,246 miles of township roads.

The legislature also acted to facilitate the voting of
county bonds [or primary road improvement and
raised the limit of indebtedness from three to four and
one-half percent of the assessed valuation of property
in the county. Immediately, 18 counties voted primary
road bonds aggregating $21 million, and 18 counties
which had previously voted primary bond issues
voted additional issues totaling $12 million.
Eventually 98 of the 99 counties in the state voted
$118 million for county primary roads.

The process of centralizing road administration begun
in 1884 was practically completed by 1929,
Responsibilities had been transferred from many
independent civil units to the centralized structure of
state government. Authority for road construction
and maintenance was clearly defined between the
state and the counties, with general supervision over
all roads and direct control over the state’s primary
highways exercised by the highway commission.

Evolution of the County Engineer

Creation of the office of county engineer was
probably the most important reform measure
promoting expert supervision of roads on a county
level. As early as 1883, Samuel D. Pryce observed
that road work should be supervised by competent
civil engineers. Further efforts to establish the
position were made immediately afterward by a
legislative committee of engineers, and in 1910, by
Governor Carroll and the Good Roads Association
Delegates defeated the proposal, considering the idea
that road work could be efficiently managed by
trained experts as an affront to many local road
officials. May quotes one delegate as calling it a plan
for “giving places to a lot of boys from college
without accomplishing anything,” and another
contending that “they did not have to go to college to
get men capable of using a level.”

A compromise was effected in 1911, whereby
supervisors could, if they wished. "employ a
competent person™ to work out plans and
specifications for county roads. The Act of 1913
finally created the office of county engineer but there
was considerable opposition. In 1923, critics made the
county engineer an optional position, yet few counties
took advantage. However, the Bergman Act of 1929
not only repealed this provision but gave the county
engineer greater responsibility over road work. 1t was
recognized by this time that engineers could save
counties thousands of dollars, and at least one county
board chairman declared that if counties had to
choose between the engineer and the supervisor, it
would do well to give up the latter because the
engineer could do the work of the supervisors but the
supervisors could not do the work of the engineer.”™

8 George S May, "The Good Roads Movement in lowa,”
Palimpsest 46 (February 1965), pp. 56-87.
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State Road Administration
The Highway Commission, 1904-1913
Establishment of the first highwiy commission wis
primarily the result of the efforts of two men, namely,
Charles F. Curtiss, Dean of Agriculture, and Anson
Marston, Dean of Engineering, lowa State College.
Questions concerning the creation ol the commission
and providing for an appropriation were debated in
the Thirtieth General Assembly in 1904 It became
apparent that a separate department funded by the
state could not be established until the public had
heen educated to the value of highways and the need
for an efficient administrative system. Therefore, the
General Assembly directed the lowa State College to
*act as a Highway Commission for lowa™ and
appropriated $7.000 for the next biennial period. In
1906, lowa was at the bottom of the list of 17 states in
road appropriations. The funds were included in the
regular college budget for experimental purposes and
were under control of the board of trustees.

I'he college had for a number of years taken an active
interest in road problems of the state and had
gathered considerable statistical data previous to 1904
through student research. The research consisted of
tests on different road surfaces to determine the
resistance to traffic. and to establish the relauonship
between market prices and road conditions. The
board of trustees appointed Deans Curtiss and
Marston as commissioners and engaged Thomas H.
MacDonald as an assistant in charge of field
operations. MacDonald, a 1904 Civil Engineering
graduate, was appointed Assistant Professor at $600
per year on the college budget and paid an equal
amount from the state funds for an annual salary of
$1,200. The act provided that the college should serve
as the state highway commission with the following
powers and duties:

|. To devise and adopt plans and systems of
highway construction and maintenance suited to
the needs of the different counties of the state.

2, Conduct demonstrations on such highway
construction at least once a year al some
desirable place for instruction ol county
supervisors, township trustees, superintendents,
students of the college, and others.

Tad

Disseminate information and instruction to
county supervisors and other highway officers
who make requests on questions of highway
construction and maintenance.

4. Keep a record of all important operations of the

highway commssion and report same to the
governor at the end of the year.

Although the $3,500 annual appropriation was in-
creased later to $10.000, the lack of funds limited the
work, Despite this handicap, Professor MacDonald,
in addition to his other duties, published a bulletin
titled The Good Roads Problem in fowa in June,
1905, which reviewed the early work of the
commission and outlined a constructive program of
reform for road legislation and administration.
Lfforts were made to investigate road conditions in
the different sections of the state and to prepare road
maps for about 12 counties, Research included the
amount of funds collected in the counties, the
methods used, and the results of the expenditures.
Investigation of road materials was made by
Professor S. W. Beyer.

A manual for lowa highway officers was published in
1905 and revised in 1906. It contained a general
survey and data pertaining to public highways,
topography of lowa, history and development of road
legislation, the organization of the work of the
commission to that time, and road construction and
maintenance in the state. In particular. the manual
declared that the Anderson Law had been generally
disregarded by township trustees. “Some townships
have appointed several men to work on roads and
called them road superintendents, but this is merely a
modification of the old, many district system. It
would be much better and would follow the
requirements of the law to have one superintendent
for the township and let him have. if necessary, a
number of assistants. The more the work is
concentrated under one man held responsible for the
proper expenditure of the fund. the more economical
will be the administration of the road funds provided
that the proper man is selected 1n the first place.™

The first annual report summarnized the work of the
commission. It pointed out that the act creating it
provided that “it should not only act as a bureau of
information on road matters but should also make as
thorough an investigation as possible of the general

" lowa Highway Commussion, Manual for lowa Highway
Officers, 1903, p. 35,
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road problems of the state.” The report covered four
major sections: (1) Investigations, (2) Experiments, (3)
Plans and Publications: and (4) The Road School.'?
Many of the investigations were conducted by Dean
Marston and MacDonald. Both studied road
construction at various points in the state, traveling
by train, buggy and spring wagon. Marston reported
“that their investigations revealed that local units had
been getting about 10 ¢ents worth of road work for
every dollar expended, a situation that generally
existed throughout the Midwest.™!

During 1904 and 1905, MacDonald continued his
campaign for good roads, riding “good road™ trains
which the CNW and CB&Q were running at that
time, He lectured at every stop, and by 1906-1907, he
and the commission members were giving lectures at
good roads organizations throughout lowa and
Missouri. An annual road school was first held in
Ames in June 1905, then throughout the state. It
became an annual event and grew so large that it had
to be discontinued 1n 1918, In the 1907-1908 annual
report, the commission stated that lowa was ready for
permanent roads in certain districts and that some
mileage had been built. Further, the idea that farmers
would oppose permanent roads was to be questioned.
Doubts, however, were expressed about the
permanence of macadam roads under automobile
traffic. “Petrolithic™ paving, consisting of asphaltic
oil, earth, gravel and broken stone. was mentioned as
a promising surface. The commission concluded its
1908 annual report with statistics comparing lowa
with progress in road building in other states. It urged
that its powers and duties be increased and
recommended in this and other reports many of the
changes eventually incorporated into the road laws.

At an early meeting of the commission, it was decided
that an organization was required that operated
through tour departments: Office, Design, Field and
Education, The organization was developed entirely
on the basis of experience in lowa, since there were
no other road laws in any of the states [ormulated on
the principle of state supervision or control of
highways without state aid. All other state laws
provided for state aid in some form. In July. 1911, the
entire stafl of the commission consisted of three full-
time employees; a highway engineer (MacDonald), an
assistant engineer (Conde B, McCullough), a
stenographer (Annie Laurie Bowen), and two part-
time employees. These people were employed by and
received their salaries from the lowa State College,
not from the highway commission.

The State Highway Commission, 1913

In 1913, forces favoring more centralized control of
highway administration succeeded in passing a law
which established a new highway commission,
increased its powers and duties. and separated it from
the administration of the college although still officed
on the campus. The new commission consisted of
three members, one of which was Dean Marston,
made an ex officio member, and the other two
appointed by the governor from opposite political
parties for a term of four years. Dean Marston
received no salary: the others were paid $10 per day
with a limit of 100 days for which salaries would be
paid for a total compensation of $1,000. T. H.
MacDonald was hired as highway engineer at an
annual salary of $2.400 and J. E. Kirkham as pari-
time consulting bridge engineer at $300 per year.
Commissioners were bonded lor $5.000; department
heads, $3,000; and $1.000 for district engineers.,

J. W. Holden of Scranton was the Republican
member and H.C. Beard from Mt. Avr. the
Democratic appointee. The employees under the old
commission were transferred to form the nucleus of
the organization, considered adequate to carry out the
provisions of the new law. Personnel were as follows:
T. H. MacDonald, highway engineer: J. E. Kirkham,
consulting bridge engineer; C, B. McCullough,
assistant engineer; F. R, White, assistant engineer;
Annie Laurie Bowen, and Merle Crabtree.
stenographers; and J. H. Paulson, draftsman.
MacDonald continued in his position until he was
appointed Director of the U, S, Bureau of Public
Roads in 1919 and was succeeded by Fred R. White,

By December |, 1918, there were 62 people on the
commission payroll, exclusive ol the commissioners.
The expanded volume of work created by the
Federal-Aid and State Primary Road Acts, together
with the end of Warld War . increased the number of

W Eirst Annual Report of the lowa State Highway Commssion
Made To The Governor of lowa For the Year Ending July 1, 1905
Des Moines, State Printer, 1905, p. 9

1 Mississippt Valley Conlerence of State Highway Departments,
pp 12
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employees to 156 in 1919, ). W. Holden held the
chairmanship of the commission and William
Collison of Chariton and Dean Marston were the
other members, In 1919, the commission was
extensively reorganized. New departments were
created and new department administrators

appointed. These were:

Administrative F. R, White, Chiel Engineer
Accounting M. E. Davis

Road Management C. Coykendall

Road Surveys and Plans W. E. Jones

Road Construction F. H. Mann

Road Maintenance W. R. Root

Bridge J. H. Ames

R H Clyde
Matenals and Tests R W. Crum
State Parks and Institutional Roads R McCormick
Alda Wilson

Drainage

Women's Dralting

To supervise the increased volume of work, the
number of district engineers was increased from six to
nine. All work in each district, as well as the men
employed on preliminary surveys and in
superintending construction of federal-aid projects,
was placed under the direct supervision of the district
engineer.

Chapter 328 of the Acts of the 40th General Assembly
directed the commission to construct an office
building as funds became available. It authorized the
location of the building on ground adjacent to the
sheds used for storage of surplus equipment
distributed by the federal government to the state in
1919. Promptly after enactment of the legislation,
citizens of Ames, through popular subscription, raised
$16.500 for the purchase of five acres of land west of
the equipment sheds.!* The tract (with a frontage of
240 feet on Lincoln Way and depth of 900 feet) was
presented to the state as the site for a new office
building. The total cost of the building, which was

160 feet long by 60 feet wide and three stories high,
was $123.518. It would provide sufficient space for all
of the commission’s personnel located in Ames and
release the space occupied in the engineering buildings
at the college. The date above the old Lincoln Way
entrance shows completion of the building in 1923,
but it was not occupied until June 1, 1924.

Responsibilities of the commission were further
expanded when the General Assembly rewrote the
Primary Road Law and granted them absolute power
over the primary road development fund. Previously,
the commission had been forced to await decisions by
boards of supervisors for initiation of projects, often
resulting in delay and lack of continuity in road

improvements When controlled by the commission,
the $4 million fund was available to elose gaps in the
primary road system. Under the Primary Road Act of
1927, the powers and duties of the county supervisors
\r\'lll}l I't'.\pL‘C' Lo U(]H‘\U'll{.'!i(}l'l -'Jl\(_f maintenance of
primary roads were transferred to the commission,
I'his action represented the final step in placing
complete jurisdiction of primary roads under control
of the state. The act also provided for reorganization
ol the commission by increasing the membership from
three to five persons, appointed by the governor with
the approval of two-thirds of the Senate in executive
session, for a term of four years. Although not
compulsory or suggested by law, it was generally
accepted that members would come from different
sections of the state and have personal knowledge and
a better understanding of road problems in their
areas. Each was to receive 34,000 per year plus the
necessary expenses. Anson Marston, who had served

on the commission singe Its inception, requested to be
relieved of his duties.

I'he onginal Highway Commission building completed 1n 1923

(Courtesy: lowa State Highway Co

1551010

= Repori of the State Highway Commission for the
December 1, 1922, Des Mones: State of lowa, 1922, p

of land in Ames was leased with the option to purchase 18 acres, lt

was favorably located near bath highways and railroads. For
storage purposes, eight hollow tile sheds, 52° X 142", were
constructed at a cost of $75,000. The lease was $300 per year and
was to expire in 1926, The option price was $12.000
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Aerial view ol Highway Commission’s Ames complex in the 19507
(Courtesy: lowa State Highway Commission)

The new commussioners were Clifford L. Niles, design were of such prime importance that each was
Anamosa; Carl C. Riepe, Burlington: H. E. Dean, established as a separate department, but later, when
Ocheyedan; H. A. Dartin, Glenwood; and T.E. much of the work was finished, the two departments
O'Donnell from Dubugue. On December [, 1929, were combined into the Department of Design.™ The
there were 896 people on the payroll, exclusive of commission in 1929 was organized into seven major
commissioners and temporary and part-time help. Of departments, namely: Executive, Construction,

the total, 544 were engaged in field construction and Administration, Design, Maintenance, Materials and
71 in maintenance work. As the powers and duties of Tests, and Purchases and Accounts.

the organization expanded, some old departments

were eliminated, others changed in their

responsibilites, or new ones were created. “The ability

of the organization to develop and change to meet the

ever increasing duties without complete

reorganization, has been of untold value in the work

of the commission. No administrative system is at any

time perfectly adapted to its work, but is in continual

process of becoming better adapted to it. As an 1S C.E, Powers, "The lowa State Highway Commussion,”
example . . . in the beginning road design and bridge lowa Journal of History and Politics 29 (January [931): pp. 51-53
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The chiel engineer, selected by the commission, was
head of the entive organization, Until 1930 the
commission had only two chiel engineers, 1. H.
MacDonald and Fred R, White, so they seldom had
to exercise their powers for this appointive position.
The salary of the chiel engincer was $10.000. His
duties were primarily admimstrative, to build an
organization whose expertise, initiative and
imagination would carry out the policies ol the
commission. In addition, the chief engineer was in
charge of all linigation in which the commission was
involved, and he advised on modilication of both
primary and county road systems.

The state was divided into nine districts to bring the
commiission into more direct contact with road work
and road problems. Heading each district was the
district engineer, selected by the chief engineer. He
had general supervision of all road work in his
district, including direet charge of surveyors. control
of material inspectors, and supervision of all
maintenance work. One or two assistants could be
provided, also appointed by the chiel engineer. One
was in charge of construction and the other had
responsibility for maintenance.

Aerial view ol Department of Transportation’s Ames complex in 1986
(Courtesy: lowa Department of Transportation)
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Cooperative Activities

The commission worked closely with the Federal
Bureau of Public Roads and with the county
supervisors. Since 1927, the General Assembly
required close cooperation of the state with the
federal government in arrangements and funding on
federal-aid highway projects. These had to be
approved and accepted by the Federal Bureau before
the federal share of the cost could be paid, For all
practical purposes. this cooperation made the Federal
Bureau a part of the state organization.

The relationship with the county supervisors
concerned the secondary roads and road
improvement. The commission acted in an advisory
capacity with communications handled through the
district engineer, or if necessary directly from the
counties with the chiel engineer. The county engineer
often became a resident engineer of the commission
for construction on primary roads and during these
periods was considered an employee. These activities
were in addition to his regular duties as inspector on
secondary road work,

The powers over secondary road programs were
thought necessary for uniformity, efficiency and
economy on road plans and construction. Standard
specifications and plans for culverts. bridges. railroad
crossings, ete.. were furnished without charge to the
counties and had to be followed. assuring that their
completion would be of proper design and location.
Likewise, plans for all interconnecting roads and
improvements on county boundary roads had to be
approved by the commission. As provided by the
Secondary Road Law, supervisors were required to
submit definite plans covering one to three year
programs to the commission for approval before
funds were expended.

Where questions arose on bridging or improvements
on interstate roads, highway commissioners of the
states involved and supervisors of the counties on the
borders negotiated the problems. Within
municipalities, the commission had powers, subject to
approval by local authorities, to construct or improve
streets or roads which were continuations of primary
roads within the limits of towns or cities under 2,500
population, or within a city where houses were not
less than 200 feet apart. The cost of paving would
come from the primary road fund. Along the primary
road extensions, the commission was obliged to
furnish suitable signs indicating whether the area was
designated as business, school, residence, etc.. and the
speed limit in each instance. The commission also had

to approve city ordinances regulating traffic at
primary road extensions or on heavily traveled
streets. Cities could not erect traffic signals or close or
obstruct any primary road extensions within the city
except for fire or construction without commission
consent. These provisions applied to all cities in the
state having populations of 4,000 or over, except for
their business districts.

The Major Commission Funds

Three funds were provided for the commission’s
work: the primary road fund, maintenance or support
fund, and emergency fund. In addition, revenues from
county bond sales was another source for primary
road construction. The primary road fund received
motor vehicle registration fees, fuel taxes, federal-aid
monies and any surplus from the support fund.
Approximatately 93 percent of registration fees and
supplementary revenues, such as penalties and
transfers on motor vehicles, was spent directly on
primary road projects. The remaining seven percent
was divided into 24 percent for highway department
administration, 34 percent for the motor vehicle
department, and the remainder lor reimbursement lor
overcharges in registrations. Counties charged a 50-
cent collection fee for each vehicle registration. One-
third of the original gasoline tax of two cents and all
of the revenues from the additional one cent levied in
1927 were allocated to the primary road fund. Before
using it for construction, however, the commission
was required to establish a fund for maintenance ol
these highways during the year. In addition to
construction, expenditures were used for right-of-way
purchases, grading, graveling or paving, drainage,
bridge and culvert work, guard rails, machinery and
equipment purchases, and engineering. The fund was
also used Lo pay interest and principal on county
bonds issued for primary road improvements.

The support fund was used for the necessary overhead
expenses of the commission. Indirect revenues came
from sales of surplus equipment, road maps and
guides, and forms for road improvement proposals.
The emergency fund, which amounted to $350,000,
was taken from the primary road fund for the
payment of claims, labor and freight. It was used to
enable the commission to make prompt payments
when delays in the normal reimbursement schedules
might occur and result in serious inconveniences Lo
those presenting bills or claims.
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Summary
Many forces were working toward improvement of
roads and highways in lowa during the late 19th and
carly 20th centuries. The realization that railroads
could not completely satisly the needs of the public
for efficient transportation, especially in the rural
arcas, brought pressures for better roads. These took
the form of organized groups composed of different
and varied interests in lowa and throughout the
nation i proposals for highway improvements. The
“good roads organizations™ made slow but steady
progress in convineing legislators of their cause and
their resolutions were endorsed by the General
Assembly and Congress. Laws were passed which
gradually transferred local administration of roads to
a centralized state unit, provided for funding and
made possible a more comprehensive system of road
construction and management. Congress, recognizing
the nationwide scope of the problem. assisted the
states with federal funds. tied to certain rules and
regulations, one of which was the requirement that
the state receiving funds had to have a highway
commission to administer them.

The history of road building in lowa could be written
as the history of the State Highway Commussion. It
was established partly through the efforts of Deans
Curtiss and Marston and T. H. MacDonald of the
fowa State College, who acted as the commission for
approximately 10 years, a rather unique arrangement
in highway administration, Handicapped by lack of
funds and conservative traditions, the commission
first attempted to educate the public as to the value of
good roads, then proceeded to build an organization
with expertise necessary and sufficient to lay the
foundations for construction of the highway nétwork

of the state. The effectiveness of the commission in
meeting its obligations and performing its duties and
responsibilities in the early 20th century will be
discussed in the chapters that follow.
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Chapter Five

The Transportation Structure of lowa:
1900-1920

Introduction

The ebb and flow of transportation developments
between 1900 and 1920 preclude a decade-by-decade
approach. Because continuity of the analysis would be
interrupted and perhaps lost, these two decades are
combined in this chapter. By 1900, the basic railroad
network was largely in place, and the emphasis was
on improvements Lo properties and equipment and on
service. Although the railroad commission had
considerable regulatory experience since its inception,
further challenges lay ahead as the result of 1CC
rulings. court decisions and congressional legislation
which had an impact on carrier operations, shipper
arrangements and public considerations. Among the
issues were rates, rate relationships, rate structures
and safety measures.

Both the 1904 and the 1913 highway commissions
faced unenviable tasks in meeting demands for
improvements on more than 100,000 miles of lowa’s
roads, Earth roads and stronger bridges needed to be
built or rebuilt to form a base for future permanent
road systems. Centralized agencies gradually brought
order out ol uncoordinated local highway projects,
and progress was further enhanced through federal-
state cooperation and funding. The Lincoln and
Jefferson Highways made lowa an important segment
on their transcontinental routes and offered organized
compacts among states. industries and organizations
in identifying national highways. The railroad and
highway commissions actively supervised and
administered the development of land-based
transportation lacilities, each working independently
but cooperating on common problems.

Commercial long-haul transportation on the Upper
Mississippi River had ceased to function as a system
by 1914, although there was considerable short-haul
traffic in sand, gravel and low class bulk
commodities. The lumber trade, formerly of great
magnitude, had virtually disappeared, and an era of
packet trade, passenger service and the logging
business came to an end. World War | brought the
federal government into waterway operations through
the Federal Barge Service, eventually known as the
Federal Barge Line. It was operated by the Railroad
Administration and transterred to the War
Department in 1920. The Missouri River was difficult

to navigate, obstructed by many snags. lts banks were
alluvial and constantly eroding, changing the channels
except where protected by revetments and dikes or by
natural blulfs.

fowans were among the carly pioneers in the design
and construction of aeroplanes, flying them in
exhibitions and demonstrations, initiating flying
schools, and challenging speed, distance and altitude
records. Their efforts contributed in a large measure
to the future development of commercial and general
aviation in the state. Normal progress in these
transportation systems was interrupted by the
outbreak and entrance of the nation into World

War 1.

Railroads

General Observations

The nation generally experienced prosperity during
the first few years of the early 20th century. The
economy was well established, export trade was
expanding, and railroads benefited by the high level
of economic activity. The lowa Railroad Commission
indicated satisfaction with their operations, especially
on the main lines. The carriers were making
substantial improvements to their properties by
constructing better stations and yard lacilities, adding
to rolling stock, improving roadbed and substituting
steel for 1ron rails, Trains were equipped with
automatic couplers and continuous air brakes. Block
signals for control of train movements were installed,
larger locomotives and cars constructed, double track
laid, and the gauge widened and standardized.

Some of the trunk lineés were spending up to one-hall
of revenues earned in the state on these permanent
improvements, However, the commission was not
complimentary on operations of branch lines
considered inadequate to meet service demands, They
were concerned with dangerous highway and larm
crossings; strains on roadbed. superstructures. bridges
and equipment by increased tonnage hauled by
heavier locomaotives o1 “double headers;” and the
constant rate adjustments on inter- and intrastate
traffic. Also questioned were accommodations for
passengers during heavy demand periods—
excursions, conventions and holidays—which resulted
in dangerous overcrowding of trains. On matters of
state railroad control, there had been no litigation for
years,

During the second decade, expansion of traffic and
the requirement of published rates greatly increased
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the railroad commission’s work. A new rate
department was established with the Honorable John
Henderson of Indianola as commerce counsel 1o
handle prosecuting functions and represent the people
of Towa in cases before the ICC. The work ol the
commission was further expanded by authorization to
grant {ranchises for transmission of electricity for
light, heat and power,

Highway and Farm Crossings

For some years, the railroad commission had called
for improvement or elimination of highway and farm
railroad crossings. In 900, their annual report
discussed the changed conditions resulting from
railroad efforts to strengthen or render more
substantial their roadbed and trackage throughout the
state. Where excavations occurred or obstructions
were removed, improvements often interfered with
views of approaching trains which were running with
increased speed and [requency, making crossings
hazardous, The commission encouraged construction
of subways or overhead crossings where such were
feasible and not unreasonably expensive. But the
State Supreme Court had held in a number of cases
that the legal crossing under state statutes was “an
adequate crossing.” In most instances, the
commuission was able to convince county supervisors
to change the highways in order to ensure a safe
crossing but had no jurisdiction te compel such action
and therefore called for laws to cover these situations
without the necessity of court procedure. “It should
not be necessary for a railway company to appeal to
the courts to protect 1t against county supervisors
who were insisting upon a crossing at a dangerous
location when with a slight change in the highway a
safe and adequate crossing might be made.™

I'he highway commission had no jurisdiction in these
cases until 1913, after which cooperative efforts with
the railroad commission were effected to make the
necessary changes in road design and location. The
highway commission had made changes suggested on
the primary road system but where disagreements
occurred. the railroad commission was asked to
determine the type of crossing and apportionment of
the cost to railroads and highway authenties, The
increase in motor vehicles on public highways and the
deaths of 240 persons in grade crossing accidents
between 1915 and 1920 emphasized the problem.
Most of the accidents were at crossings where the
view was unobstructed for hundreds of feet and
appeared to have been caused by miscalculating the
speed ol oncoming trains. Recommendations were

made for installation of gates, bells and warning signs
on the highways, and the railroad commission
ordered the railroads to remaove all obstructions from
their property.

Railroad Operations

In 1900 there were 38 steam railroads serving a
population of slightly over 2.2 million people,
operating over 9,170 miles of track (including
trackage rights) and employing 37,696 workers, Ten
years later, 24 railroads operated 9,781 miles of track,
an increase of 610 miles on main and branch lines.
and employed 57,715 people. If yards and sidings
were included, there would be an additional 1.600
miles. In 1920, the number of roads had declined to
20 carriers, operating over 9,843 miles of track
Earnings and operating expenses at five-year intervals
are shown in Table 5-1.

The slight drop in mileage after peaking in 1915
resulted through elimination of roundabout routes,
line relocation and reduction in trackage rights. Gross
earnings more than doubled between 1910 and 1920,
but net earmings showed a drastic decline between
1917 and 1918 and a deficit in 1920, even after rate
increases during federal control in World War [,
Inflationary trends carried over to 1920, indicated by
the large increase in operating expenses. Fourteen
railroads had disappeared from commission records
between 1900 and 1910, and four more by 1920.
Absorption of smaller lines had a beneficial impact
upon shippers by placing the consolidated roads into
higher classifications and reducing maximum freight
rates. Also, continuous or through rates could be
applied rather than having to use two or more short
distance or “local” rates which usually resulted in
higher freight charges.

What little extension of lines was accomplished
during the ten vears, 1905-1915, was generally to close
gaps and connect detached portions of the various
railroad systems. Only 200 miles were built during

I Thirty-Second Annual Reporr of the Board of Railroud
Cammissioners for the Year Ending December 7. 1909, Stite ol
lowa, Des Momes: State Printing Office. 1909 p 12
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these years. Every county seat had railroads as did category were served by more than one railroad;
every town and village over 100 or more inhabitants, indeed. a surprising nu‘mber had three railroads (it
and a |5-minute automobile journey connected every was probable that the roads used small towns and
farm home with a railroad station. Table 5-2 shows cities as junction or interchange points); two, the
the distribution of railroads according to population importance placed on towns with populations
size of cities and towns in the lowa Census of 1915, between 10,000 and 50,000 and over as locations for
Two observations can be made from the table: one, a routes of three railroads, indicative of the potential
high number of cities and towns in the 1.000 to 5.000 competitive nature of the traffic.

Table 5-1

Comparative Earnings and Operating Expenses, Mileages Operated
and Earnings Per Mile for Railroads in lowa

Gross Operating Net Earnings
Year Mileage! Earnings? Expenses? Net Earnings? Per Mile
(Millions) (Millions) (Millions)
1900 9,171 3 52.07 5 3540 $16.67 $1.815
1905 9,827 58.47 41.95 16.52 1,681
1910 9,781 74.89 59.08 14.81 1.616
1915 10.002 88.44 65.36 23.08 2,308
1920 0,843 156.54 167.32 -9.78 -940

(Sowrce: lowa Railroad Commussion, Annual Report, [921)
I'Including trackage rights.
£ Figures rounded 1o the nearest number

Table 5-2

Number of Railroads Serving Cities and Towns in lowa
by Population Size

Population One Two Three
Cities and Towns Number Railroad! Railroads? Railroads!
1.000- 5.000 144 59 70 15
5,000-10,000 17 7 f 4
10,000-20.000 6 -- ] 5
20.000-30,000 5 -- o= 5

30.000-40.000 3 = =

40.000-50.000
50.000-Owver

— k2
—_— b el

(Source: Earle J. Robinson & Co., Mustrated Review of the Development of the State of fowa. Press of George Fo Cram, Chicago, 1916.)
! Including Interurbans,
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Agricultural Traffic

Sage refers to the period from 1897 to 1920 as the
“Golden Age of Agriculture” which might have
terminated in 1913 i not for World War I, In 1915,
there were 199,175 farms in the state with a value of
$3.5 billion ($4.0 billion including equipment). The
state ranked first in the value of farm crops and
cultivation of [ruits and vegetables, and it was second
only to Texas in the extent and valuation of livestock
production. Price inflation raised farm income from
£7.8 billion i 1913 to $9.5 billion i 1916, and
exports rose from $1.3 billion to $3.8 billion during
these vears as against virtually no imports. Railroad
revenue freight was a measure of the state’s
agricultural importance, with grains, fruits and
vegetables, livestock. packing-house products and
dressed meats as the dominant tonnage. Industnial
products hauled related to the agricultural sector and
included coal. sand, stone, brick, lumber, cement,
petroleum and machinery

The Corn Gospel Trains

Railroads had been utilized to spread information
regarding road building and maintenance technigues
throughout the state. They also cooperated in
furthering agncultural education and extension
activities, One of the most notable efforts was the
development of the Corn Gospel Trains between 1904
and 1906. P. G. Holden, a corn breeding specialist.
became a faculty member at lowa State College in
1903, Holden had directed extension work for Fink
Brothers Seed Corn Company in Hlinois, spending
much of his time on the road demonstrating the
superiority of yellow dent corn to Midwestern
farmers. Shortly after arriving in Ames, he organized
experimental plots on demonstration farms to teach
improved cultivation methods. His success moved
him 1o a plan 1o bring the college to the people.
Following meetngs with railroad executives, grain
dealers, friends and supporters. he initiated the “Seed
Corn Gospel Trains” consisting of three coaches and
a baggage car, complete with lecture charts, displays
and a speaker’s platform. Expenses were underwritten
by the CRI&P, Wallace’s Farmer. the lowa Grain
Dealers Association and the Central lowa Grain
Company.

For three years the train covered the state, logging
11,000 miles to reach farmers and grain dealers in 97
of the state’s 99 counties. An estimated 145,700
people heard the lectures which included not only
methods of finding and testing the best seed corn,

germination techniques and specifications for testing
equipment, but also crop rotation, manure handling
and hog raising. He also organized short courses
throughout the state before leaving Ames in 1912 to
administer the extension program for the
International Harvester Corporation,

Railroad Rate Regulatory Control
The Federal Level

From the beginning, the 1CC was seriously
handicapped in administering the 1887 Act in rate
matters. Basic weaknesses appeared in the enforce-
ment provisions, and court interpretations stripped
the commission of authority to deal with rate
grievances which had led to its passage. In preseribing
reasonable rates, it was assumed that if a certain rate
had been [ound unreasonable, maximum reasonable
rates could be preseribed, a practice followed between
1887 and 1897. But in 1897, the U. S. Supreme Court
decided that the 1CC was without power to prescribe
rates for the future and also overruled them on
interpretations of the long and short haul clause.
Legislation to correct these weaknesses was passed by
Congress in 1903, 1906 and 1910.2

The General Rate Level Cases

Rate level cases are revenue cases and were proposed
by the railroads to ensure an adequate rate of return
on their investment. In 1898, the U. S. Supreme
Court in Smyth v. Ames established a standard [or
determining reasonableness of the general level of
rates. “We hold that the basis of all calculations as to
the reasonableness of rates to be charged by a
corporation maintaining a highway under legislative
sanction must be the fair value of the property being
used for the convenience of the public What a
company 1s entitled to s a fair return of that which it

Y 1CC v, Cincinnati, New Orleans & Pacific Railway Co. 167 L
5, 479 (1897), 1CC v Alabima Midland Railway Co., 168 U 5. |44
(1897). The first case was known as the “Maximum Freight Rate
Case.™ The second gave o new interpretation to decisions relating to
the long and short haul clavse In adduton, the Elkins Act, Statutes
at Large 32, sec 1, 847-849 (1903). was a railroad-sponsored
measure relating to personal diserimination. The Hepbumn Act,
Statutes at Large 34, sec. |, 539-557 (1910). further strengthened
the commission’s powers on rate matters and claritied the disanee
prinerple atassue in the long and short haul controversy.
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Lecture aboard the Corn Gospel Train

(Courtesy: lowa State

employs for the public convenience.™ Thus, some
authoritative determination of that value was

necessary to satisfy the “fair return doctrine.™

I'he first rate level cases came before the 1CC in 1910,

calling for an 11

crease of 10 percent to meet rising
operational costs. The ICC refused the request on the
basis that the carriers had failed to show the
reasonableness of the rate increases, citing their
inability to substantiate the need for higher rates due
to an acceptable valuation of the properties. It had
become apparent that further proposals would require

property evaluations,

nd the result was passage of
the Valuation Act of 1913. The outbreak of World
War | in Europe brought renewed pressures on the
roads to meet increased trafiic demands, and the
inflationary price index of 1910 made further
applications for rate increases necessary in 1913, 1915
and 1917. Rates were raised but not to the extent the

railroads felt were necessary to meet the higher

Limversity Archives)

operating costs. But from the beginning of federal
control in 1918, rate increases were inevitable, and
they were made under General Order 28, allowing a
25 percent advance. For lowa, with 90 percent of its
traffic moving interstate on eastbound movements,

the increases affected over 200 different commu

Not only were interstate rate increases of cance
usually the railroads petitioned state commissions for

similar increases on intrastate traffic, aga

nramsing
questions of competitive rate relationships between

origins and destinations within the state

Smyth v, Ames, [69 U.5. 466 (1898)
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The State Level

Making intrastate rates or determining changes was a
difficult task for the Towa Railroad Commission.
Building a system of rates which would move the
traffic without discriminations at levels providing for
efficient service and acceptable prices for shippers.
and yet return a “fair™ amount of revenue to the
railroads, was a complicated process. Complex rate
structures were in force, including percentage, basing
point, zoned and blanket systems. Key point rates
from Chicago to New York were published, with
locations between taking fixed percentages of the base
rates. Large cities with industrial and processing
facilities were used as basing points; in the Midwest,
rates were made with special application to
Minneapolis, St. Paul, Chicago and St. Louis: In the
territory cast of the Missourt River, origins were
given “blanket” rates on traffic to the Pacific Coast,
Rates were often equalized from Missouri and
Mississippi River cities into Chicago. These rate
structures had been built as a logical result of
historical forces, transportation and industrial
competition, proximity to the rivers and certain large
distributing points; also because transcontinental lines
had been obliged to rely largely on through business.
Among other factors that tended to slow the
development of lowa manufacturing and processing,
rate structures which placed the state at a
disadvantage played a prominent role,

The position of the railroad commission was that
every lowa industry should be protected to the utmost
limit of their rate-making powers, and that lowa
shippers should not be placed at a disadvantage vis-a-
vis shippers outside the state who shipped into
common markets. lowa markets should be
encouraged and protected 1o the end that raw
materials produced in the state could be processed at
home, giving employment to labor and allowing
investment of lowa capital. Packing houses should be
encouraged by a low intrastate rate on livestock,
particularly hogs: process the product in lowa and
ship to regional or national markets. To accomplish
this objective required less interest in the interstate
than intrastate rates. “It is much more important, in
order to maintain packing houses in lowa, that freight
rates within the state for short distances be low ones
than it is to have the interstate rate so low that it will
result in taking the hogs raised in the state to Chicago
and other distributing centers for packing purposes.™
What was needed was more flexibility in the lowa
Distance Tariffs,

The lowa Tantf had been developed by Peter A. Dey

and included 10 different classes in the intrastate
schedule of freight rates. First class was fixed at 100
percent and the remaining classes at varying
percentages, ranging from 85 to 20 percent of first
class. Brindley concluded that the Tariff was not a
distance schedule except for the first 100 miles, and
that beyond, chaos reigned in rate-making and rate
relationships. “It would seem that freight rates have
not been made but have grown like Topsy and the
British Constitution,™ a conclusion he was not alone
in making.®

Changes in the Railroad Route Structure
Closing the Gaps
New track was laid to complete direct railroad lines
into commaon points. The CGW built 133 miles from
Fort Dodge to Council Bluffs in 1903, featuring a
2,588 loot bridge over the Des Moines River. said to
be the second-longest bridge in the state. The CRI&P
needed a more direct line from the Twin Cities to
Kansas City to ehminate the roundabout route in
which they used the St. Louis line to southeast lowa.
thence to the southwest. Independent roads, later
taken over by the CRI&P, were built 70 miles from
Des Moines to lowa Falls in 1903, completing the
extension to Clear Lake in 1909, A southern section
from Carlisle to Allerton was finished 1n 1913, The
short cut through Des Moines eventually became part
of the new north-south route cutting diagonally
across the Midwest to link the Twin Cities with the
Gulf of Mexico.

I'he CMStP&P was the last railroad to reach Des
Moines, absorbing short, independent lines from Des
Moines to Boone and Fonda. At Des Moines, it
competed with the CRI&P. CNW. CB&Q. CGW and
Wabash roads. But the CMStP&P could not compete
successfully for Kansas City traffic until its last major
construction in lowa was completed —the Kansas City
cutoff. Previously, trains ran from the north and east
over the circuitous and hilly route between Marion
and Ottumwa. By 1903, a new line was in operation
from Muscatine to Rutledge, where it joined the main

* Thirty-Second Annual Report of the Board of Railroad
Commissioners, p. 15

*John E. Brindlev, A Siudy of lawa Population as Related 1o
Analytical Condiions, Bulletin No. 27, Ames: Engineering
Experiment Station. lowa Stite College, 1912
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line running southwest. Between Muscatine,
Davenport and Clinton, the route was further
strengthened by reciprocal trackage agreements with
the CRI&P and joint arrangements with the CB&Q.
Through construction. purchase or lease of trackage
rights, gaps on all lines were closed by 1914, Other
construction occurred on branch lines carrying coal
traffic, and for sidings.

The CNW had double-tracked its main line across
lowa by 1902. and 1its trains ran on the left-hand track
as was customary in Great Britain. Contrary to
popular assumption, this situation was more a matter
of economy than the influence of British investment.
Most CNW stations were built on the north side of
the original single track, and it was less expensive Lo
add another set of tracks to the south. Reversing the
normal direction of trains meant that stations would
not have to be relocated, and passengers would not
have to cross tracks to board eastbound trains to

Chicago. Those who remember riding the passenger
trains from Chicago to Ames will recall the off-
boarding on the south side and the walk through the
subway to the station and parking lot.

Line arrangement on the CNW resulted in building
the “longest, highest, double-tracked railroad bridge
in the world,” which opened in 1901 over the Des
Moines River near Boone. It was 184 feet above the
valley floor and 2,685 feet long, and when completed
it eliminated the longer. hilly, single-line track
through Moingona between Boone and Ogden. The
structure became known as the “Kate Shelley Bridge.”
named for the 15-year-old legendary heroine of lowa
and American railroad history. Her fame in story.
ballads. memorials and statues stemmed from her
881 exploits in stopping the eastbound Atlanric
(Midnight Express) from running over a damaged
trestle during a heavy rainstorm, and assisting in the
rescue of a brakeman and engineer on a “pusher™

Eastbound train speeding over embankment after crossing Kate Shelley Bridge. 1912
(Courtesy: Edward S. Meyers Collection)
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engine which had fallen into flooded Honey Creek.
She was rewarded by being named station agent at
Moingona by the railroad, When the CNW and UP
railroads discontinued their joint operation ol
passenger trains in 1955, one of the substitute trains

from Chicago to Boone was named the Kare Shelley.

ion Agent Kate Shellevat her Moingona Station
Courtesy: Edward § Mevers Coll

ton)

Except for a spur near Sioux City, the last branch line
in lowa was built in 1915 by the CNW-controlled
lowa Southern Railway between Consol and Miami
to handle coal traffic. Double-tracking the Omaha
line of the CMStP&P started at Sabula in 1912 and
was completed to Manilla in 1914, The 80-mile gap to
Council Bluffs was never linished, and the expected

tratfic on the line never matenalized

Old main line through Moingona, south of Boone, 1900

(Courtesy: Edward S. Meyers Collection)

Improvements in Motive Power

Steel cars and longer trains required more power, and
by the 20th century. steam locomotives had evolved
through the Mogul (2-6-0). the Prairie (2-6-2), the
Mikado (2-8-2). the Atlantic (4-4-2), the Pacific (4-6-
2). the Hudson (4-6-4) and the Mountain (4-8-2), to
the diesel electric, streamlined in the 1930s. The
numbers after each name classified the locomotive
according to wheel arrangements. A (4-6-2) engine
meant a four-wheel leading truck. six driving wheels
and two wheels behind the drivers. The diesel became
the major power source because of its efficiency and
low maintenance, getting approximately four times as
much power from a pound ol fuel as did the steamer

Faster schedules were required to meel passenger and
freight service and to enable carriers to bid for
lucrative mail contracts. The CNW and CB&Q
competed agressively for mail on the Chicago-Omaha
route, both striving to cut the time in transit and
often reaching 90 miles an hour. The fast mail trains
were pulled by the most powerful locomotives,
operated by the most highly skilled and experienced
engineers and had clearance over all other traffic. The
CNW was credited with operation of the first railroad
post office unit and the CB&Q, the first railroad car
used 1n sorting mail between stations. The glamour ol
a raillway mail clerk. in the author's youth, was
second only to being God or a eity lireman

Steam Passenger Trains

By the early 1900s, each of the major railroads n
lowa was running transcontinental tramns to the West
Coast. These were well advertised, popular and
subject to numerous articles and books by travelers
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The Kate 5helley Bridge
{Courtesy: Author)

The Kate Shelley Bridge
(Courtesy: Author)
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The CNW's Overland Lintited ran continuously for 60
yvears from 1887: the CB&Q offered the Overland-
Express and the CRI&P ran its luxurious Golden
Srate Limited, scheduled to compete with the
AT&SF's California Limited. The Olympian was the
pioneer train of the CMStP&P, and the CGW
provided sleepers from the Twin Cities, In addition,
regional trains crisserossed lowa between Chicago,
Omaha, Lincoln and Denver on the east-west routes
and Minneapolis to Kansas City and St.Louis on the
north-south lines. The CRI1&P and CMStP&P
promoted passenger service to the lowa Great Lakes
region, and the latter road —perhaps unwittingly —
assisted in providing transportation for the first
“hobo™ convention at Britt in 1900,

The Battles for Financial Control

Capital stock purchases and financial manipulation to
secure control of railroads was common in the carly
vears of the century. The CRI&P was a well-managed
road which made dividend payments even through the
Panic of 1893. However, broad distribution of the
stock made possible speculation for quick profits. In
1901, four men— Daniel Reed, William B, Moore,
who was leader of the group and had made a fortune
organizing the National Biscuit and Diamond Match
Companies, J. Robert Moore, his brother, and W. B.
Leeds—took control of the railroad. Through holding
companies which initiated new construction, mergers
and purchases, the system expanded from 7,123 miles
in 1903 to 14,270 miles in 1907, To make the railroad
a transconunental line, the St. Louis-San Francisco
(Fnisco), Chicago & Alton, and Chicago & Eastern
roads were absorbed. Then, through an affiliated
syndicate, they sought control of the eastern link. the
Lehigh Valley and Lake Erie & Western. The over-
expanded. overcapitalized svstem went into
receivership in 1915, emerging two years later with its
debt structure and ratio virtually intact, The Reed-
Moore administration transformed a once profitable
and highly respected operation into one which faced
financial problems periodically throughout its
existence.

James 1. Hill controlled the Great Northern (GN) and
Northern Pacific (NP) and wanted the CB&Q to
round out his empire. E. H. Harriman of the UP had
similar ideas. While Hill, in collaboration with the
Morgan banking interests, secretly bought into the
CB&Q. Harriman went after the NP to get partial
control of the CB&Q. The bidding war between these
two railroad giants caused the NP stock to rise from
S114 1o 51,000 a share in three days, ending on May

9, 1901, resulting in a bricl panic on Wall Street until
called off by the parties. Hill got control but it was
agreed that Harriman should have representation on
the NP board ol directors. The Hill era were years
of expansion although most of it occurred outside ol
lowa, The CB&Q's historical tradition of developing
its territory continued. In 1913, the road operated a
Silo Train in lowa, stopping at 42 stations where
lectures were given an the proper storage of grains
and silo construction. A Dairy Special followed in
1914, visiting 24 communities in the interest of
improving dairying techniques.

Another contest for control took place on the IC
when Harriman and Stuyvesant Fish, a long-time
associate, became locked in battle. It culminated in
1906 with the ouster of Fish, president for nearly 20
years, and the election of James T. Harahan, second
vice president and Harriman's choice as his successor,
I'he internal fight had only modest impact on stock
prices. Harriman, reputed to be the largest
stockholder with 15,000 shares and a director since
%83, won the Night. Expansion of the road also was
primarily outside of lowa. Influenced by construction
of the Panama Canal, it concentrated on sharing
traffic originating in the southeastern United States
and handling tonnage moving through the canal into
the Midwest via the Southern ports as well as its own
port at New Orleans,

A stock-purchasing coup was responsible for Edwin
Hawley’s M&StL taking control of the lowa Central
in 1900 and merging the two roads in 1912. These
were relatively weak lines when operated as
independents, but together they had both economic
and strategic advantages. Through this merger. lowa
gained more than half of the total mileage of the

"Frank P. Donovan, Jr.. “The Milwaukee in lowa,” Palimpsest
43 (May 1964); pp. 225-226. The 1dea of a national convention of
hobaos came from T. A, Potter of Brtt, who had heard of a simifar
assembly in lllinois, His efforts in organizing the meetmg were
assisted by E N. Baily, editor of the Brirr Tribune. Roth men
promsed a carload of beer and sufficient food for 500 tramps. They
noted that the Milwaukee ran on the main line through Britt and
that north-south service was provided by the M & SiL. Although
the delegates rode the boxears; the officers of the Association
arnved in sleepers. An estimated 250 legitimate hobos attended the
first convention and made Pouer Britt's first member of the "Order
of the Honorary Sons of Rest ™



The Transportation Structure of lowa: 93
1900-1920

combined railroads. [t was this unification which
allowed Hawley and his associates to lay the
foundation for expansion which. from its modest
beginning in 1896, served four states with a fourfold
increase in mileage by 1912,

Roads and Highways
The Highways of lowa—1904-1908
When the highway commission was formed in 1904,
less than two percent of the state’s 102.000 miles were
improved with gravel or broken stone.”
Approximately 25 percent were recommended for
classification as main travelled roads with no person
situated more than two miles, or a large majority of
the people less than one mile, from a main road
running in each direction from centers of population.
When hard-surfaced roads were built, it was predicted
that a farmer would be able to reach town markets
during any season, and communities could diffuse
their business throughout the year. The remaining 75
percent were considered as second-class roads—cross
roads in sparsely settled areas, to be kept passable but
receive a lower priority on expenditures until a system
ol main roads was perfected. It was these roads that
were giving lowa the reputation of one of the worst
“mud road states™ in the nation, a condition noted by
Dean Marston who stated: “It seems absurd that in a
state so wealthy and prosperous, so advanced in
education and intelligence, the entire agricultural
economy and the basis for practically all business
activity should be left to the mercy of bad weather on
account of roads which would be a disgrace even to a
barbarian.™ In the first annual report of the 1913
commiission, road mileage of approved county
systems certified by county engineers totaled 104,082
miles, outside of incorporated towns.

Geology and Road Building

Although lowa was considered a prairie state whose
surface is a gentle undulating plain, road makers
faced topographical and geological conditions which
aried in different areas. Three principal incursions of
ice, known technically as “drifts.” were the origins of
soils and glacial debris. These were the lowan,
Wisconsin and Kansan “drifts,” each of which gave
certain characteristics to their regions. The Kansan
Drift, covering the entire southern and western
sections, was the oldest formation, cut by streams
causing deep valleys and affording good drainage.
Giravel was not universally distributed throughout the
area, although it was found in the valleys of the

streams and at the margins of the other drift regions.
Stone. as a road building material, was found
principally in the eastern section.

The lowan Drift covered the northeastern section
within one or two counties bordering the Mississippi
River. The terrain was level, and drainage required
careful attention as streams did not have time to cut
deep courses. Large deposits of gravel were available
for road purposes, and limestone and large boulders
suitable for road building were widely distributed.
The Wisconsin Drift, youngest of the three, covered
the north central area, was level and had little
drainage development. An understanding of the
features of the drift areas was necessary lor the road
builder because of soil conditions, drainage, hills and
valleys, and the availability of building materials (Fig.
5-1, 5-2),

Early Road Building

Practically all of the public roads were laid out on
section lines, and new roads opened were located
without much deviation from this practice. As a
result, the road system was developed without regard
to engineering efficiency or economy. In the lowan
and Wisconsin Drift areas, this situation was not
considered serious. However, the area covered by the
Kansan Drift was cut by water and other natural
forces into a series of ridges and valleys, and the
exclusive system of section line road location caused
impractical grades and heavy expenses for moving
earth. The topography required that the road had to
be curved in plan or profile. Section line location
prohibited the first and made necessary the second,
which was worse. The heaviest grade of any road will
limit the size of loads hauled over it, and for economy
the maximum grade should be kept as low as
possible. Therefore, it was suggested by the
commission that the cost of construction and

" Maunice O, Baldridge, Public Road Mileage, Revenues and
Expenditures in the United Stares in 1904, Washington, D, €
Office of Public Reads, Bulletin No 32, 1904, In 1904, lowa's
102,448 miles of roads placed the state third behind Texas and
Missouri, Improved roads consisted of 1,408 miles graveled. 24]
miles with macadam or stone surfaces, and 20 miles by ather
materials.

% Jowa Hiway Hilites (May 1963); p. 2, Published in Ames by the
lowa State Highway Commission.
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maintenance would be considerably lower by building
around rather than over the hills, and/ or buying new
right-of-way around a series of hills. Often, the total
cost of entirely relocating a road would be less ol a
problem than making even a faint start on a good
road on a section line.

[ he early commussion gave technical speeifications to
rouad builders for construetion of earth roads in the
first-class category. The width was to be I8 leet for
the traveled way, not too wide for easy maintenance,
with ample space for ordinary traffic and with a
rounding or parabolic contour. The most important
consideration was elficient surface, side and sub-
drainage. Next came elimination of steep grades and
finally the surfacing with gravel, broken stone or
some other wearing coal ¥ Advice was available for
gravel and macadam construction. suggestions made
a5 to the location of the materials, the necessary tests
to be used and the costs. Information was distributed
on the use of road machines, scrapers, graders, elc.,
and the trajning of men and teams in their usage,
“Compared with the permanent roads many if nov all
of the other state’s highway departments are building,
the carth or clay road secemed simple and of doubtful
value perhaps. but it must be remembered that

practically all of the road building in Towa in the early

vears is earth building: that men who can do this
wark are few and hard to find; that the earth road 15
fundamental and the basis for all road
improvements. ™0

Sporadic Road Building

Experimental and permanent roads were planned and
built during this early period. Scott County built five
and one-hall miles of broken stone base with gravel
cover in 1907, at an average cost of $7,670 per mile.
Des Moines County was building three miles of
limestone-based roads at an estimated cost of $5,000
per mile. In and around Keokuk, broken stone roads
had been built for many years and with a little
maintenance would have lasted for a longer period.
The City of Des Moines built two sections of
pavement consisting of a mixture of asphaltic oil with
earth, gravel or broken stone screenings which gave
promise of good results as a new form of road
construction in the state. These 1solated developments
again raised the question of state supervision over
highways. “It is not to be expected that where cities or
counties experiment with new forms of surface
coverings that many of the other counties will profit
by their experience unless the information is gathered
and distributed by the state, and neither is it to be

expected that all the experiments should be successful
and the state is far better able to spend the money in
experimenting and developing types of road
construction than individual counties. Not only
should experimental work be done, but as much as
possible of the practical work in the counties of
building roads should be under state supervision and
state encouragement. ™!

The King Road Drag

Earth roads would not maintain themselves in good
condition, and so the spht log drag was introduced
and used in every county by 1906. E. Ward King, a
farmer living near Maitland. Missouri, developed the
King Road Drag, probably constructed orginally
from pump stock and an old fence post nailed
together, 30 inches apart. King's success in smoathing
his road attracted the attention and interest of lowa
road officials. During 1905, a special CNW train
visited |15 northern ecounties from Onawa to DeWitt,
stopping at various places to demonstrate the drag,
and the state became familiar with this method of
maintenance by additional lectures at the Road
School in Ames. and before farm and business
organizations. The interesting point about the drag

¥ American Highwavs 37, Washington, I C - American
Association of State Highway (fficials, 1980, 99.2-24 Four
plonmeers who laid the foundation for the science of modern rogds
bunlding were Pierre Mane Tresagoet. Inspector General of Roads
and Bridges in France i 1775 His fame rests lureely upon the
mnovation of a relatuvely hght road surface designed on the
principle that the subsoil must support the load; John Metcall
(Blind Jack) was the st English ropd builder &nd a contemporary
of Tresagnet. He built 180 miles of turnpikes consistimg of a layer
of gravel placed on a well-drasined and dry subsuil, to be beaten by
tratfic into a solid road surface: Thomas Telford ol Scotland who
becume a great bridge bullder and road mender i the |8th century;
and John McAdam, also ITrom Scotland, 'who built roads in the
same century and was best known [or the design of “macadam™
roads. Both Telford and McAdam used similar methods of butlding
by rarsing the earth foundanions hgh enovgh so that ground water
would not solten the subsarl, crowning the earth subgrude to drain
waler into side ditches with g thregsinch crown lor an 18-{oot width
road They used clean stone Tor surfacing withoul & muvture of clay,
carthior organe matén! which would be affected by [rost and built
the highway to suit the trallic and not it the loads to it the
rond. They differed in the maximum thickness of the surface and
size and uniformity ol stone: MeAdam’s techmgues were
considered the less expensive.

W rd Annual Report of the lowa State Highway Conmntisyon
For the Years 1907 and 1905, Des Momes: State Prnter, 1909,
p. lb

W Third Annwal Reportp 13
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was 1ts ease of construction and cost, which varied
from $1.50 to $3.00 (Fig. 5-3).

The theory behind the use of the *split™ log drag was
very simple. If the surface of an earth road was
smoothed after each rain, ruts formed were filled and
the road was in condition to shed water during the
next rainy season. The drag was hauled at such an
angle that a little earth was moved toward the center
of the road each time, building up a crown by almost
imperceptible degrees. If ordinary soil was subjected
to continual wetting and mixing, it “puddled™ and
could be molded into shapes that would not hold
water. This condition was observed on main traveled
county roads where water stood in ruts and hollows.
After the surface softened, the wheels ol wagons and
hoofs of horses mixed. molded and packed the earth
into a series of cups which would hold water until it
evaporated, Where the soil contained a mixture of
sand or vegetable material, it would not puddle. In
addition te preparing the surface for the next rainfall,
the drag also distributed the puddled earth over the
road in a thin layer which was beaten and packed into

a very hard surface by heavy traffic The gumba soil
held up for considerable periods even with water
standing on either side of the traveled way.

Bridges

Bridges were built of wood, steel, masonry ora
combination of these materials. The various forms of
construction resulted in a heterogeneous array of
structures designed and built by counties and
townships without systematic planning for the
vehicles they carried, Increased rural traffic made
wood or pile bridges inadequate [or heavy machinery,
particularly the traction engines with large water
tanks and coal supply. The cost of timber
construction was rising, and timber deteriorated
rapidly and was undermined and washed out in high
water, making wooden bridges guite expensive and
dangerous. The highway commission condemned the
assorted collections of steel. cement, clay and iron
culverts “whose best claim to recognition was the
clear profit netted their sellers™ and “the various
forms of steel or concrete and steel bridges being built
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Figure 5-1
Areas of lowa covered by the different glacial deposits.
(Courtesy: 1904 lowa Geological Survey)
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that have no claim as engineering designs.™? Alter in state laws. Also recommended was appointment of
two vears of study, the commission formulated a county engineer to supervise the road and bridge
standard loadings for which all bridges should he building programs,

designed., and these were recommended for inclusion
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Figure 5-2
Availability of road building materials
(Courtesy; lowa State Highway Compussion.)

Highway Funding and Traffic With this fund, counties could assist townships with

The total income in 1904 for road construction, road work or directly repair township roads. Since all
maintenance and bridges amounted to $4.5 million, parts of the township road system were consistently in
not including revenue from poll taxes. Townships had bad condition, the supervisors had wide latitude as to

revenues of $2.28 million, or an average of $22 83 per
year for every mile of road. Although the counties
had no jurisdiction or control over any road,
supervisors built and maintained county bridges on
all roads. For this work, each county assessed a
bridge tax which amounted to approximately $1.63 i !
million per year for the entire state. The county road StchpR A ARG CARIIIave SO ITRER G )
, : Commissian Made ta the Governor of fowa For the Year Ending
tax resulted in annual revenues of $547,000 statewide, Julv 11906, Des Moines: State Printer. p. 26
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where, how or when they spent the money. In some
counties. the road fund became known unofficially as
the “campaign” fund.

Based upon house-to-house canvasses in typical
townships throughout the state in 1905, traffic counts
indicated that heavy hauling over county roads
totaled 55 million ton-miles, and that light hauling
and general traffic totaled over 350 million miles per
vear., The mileages approximated would equal one
string of teams traveling 30 miles per day reaching
more than one and one-half times around the world,
In monetary terms. il regular wages and expenses
were charged for the actual time of men and teams,
the amount would be between $30 and $40 million. A
road census taken in one township in each county
showed the following averages (Table 5-3);

Table 5-3

Average Highway Traffic of One Township
in Each County

Component Average
Average size of full loads hauled 2,090 pounds
Average distarice to market 4.17 miles

22.065 ton-miles
3.19 hours
50 minutes

Total ton-mile hauling
Average time per round trip
Average time required per ton-mile
Total miles without considerable
load to market
Total miles traveled other than
to market
Total of all miles of light travel

61,829 miles

92.818 miles
162.923 miles

(Source: lowa Highway Commission, First Annual Repore, 1904: p.
13)

Since practically every business in lowa depended
upon agriculture, the condition of county roads as all-
weather arteries of trade were of major concern. The
commission studied records of agricultural price
fluctuations relative to road conditions in all sections
of the state. The relationship for one county
(Woodbury) in 1902-1903 showed that the price of
hogs reached the highest level at the same time or
during the same period that the roads were
impassable.

Highway Progress Under the New Commission
It became evident by 1913 that expenditures for
bridges and culverts had to be placed on a more
efficient basis, and that contracting practices had to

be improved before any real progress on road
construction could be made. As soon as the new
highway commission began a study of these matters,
1t was subject to attacks by interests which would be
affected by placing bridge work on open competitive
bidding. Two situations were unearthed: (1) the state
had been divided into districts by supplying
companies, making competition impossible; (2) there
were no standards ar general knowledge among road
officials as to the market value of bridge materials or
labar, nor was there uniformity in quality or prices of
the materials furnished.

Approximately half of the entire road taxes were
spent on bridges and culverts, often to the neglect of
necessary grading, drainage and dragging of roads.
The influence of the suppliers was so great that it
amounted to little less than blackmail schemes to
control bridge and culvert funds. Not until
supervisors were removed in Polk and Clinton
counties and money refunded was the public aware of
these circumstances. Similar conditions existed in
other sections of the state, and these plus the demands
for efficient and trained supervision of construction
under responsible administrators resulted in the road
law under which the new state highway department
was organized and a new system of administration
established.

The State Highway Department, 1913-1920
During the first year, personnel visited every county
board of supervisors to explain provisions ol the new
road law, completed preliminary investigations, and
approved 15,000 miles of county roads which
eventually became a system of highways connecting
every important market center, With county
engineers, they surveyed county roads for the purpose
of making maps. plans and specifications for
permanent road building: assisted in designing and
approving plans for more than 800 structures in 86
counties; and established a uniform system of records,
accounts and reports for county road and bridge
expenditures. Educational meetings were held
throughout the state. and charts, maps, photographs
and standard plans were exhibited at state and county
fairs, conventions and county engineers’ “short
courses.” To become fully informed of the work of
various counties, the state was divided into five
districts, each headed by a district engineer whose
headquarters were located at convenient places in the
district. The location was determined by grouping
counties easily reached by railroad [rom one central
point. The ariginal five districts were reorganized into
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nine districts for administrative purposes i 1919

By the close of 1913, the work ol the highway
department brought a change in the sentiment ol the
public, and criticism of the new road law gave way Lo
a more fair consideration ol the principles involved
Fayette, Clayton, Worth, Benton, Cerro Gordo,
Story, Black Hawk and Woodbury counties, among
others, built more miles of permanently graded earth
roads and more permanent bridges and culverts than
inany previous yvear. When the construction season ol
1914 began, county after county started road building
on a broad scale with the guality ol workmanship and
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Ihe King Road Drag, popularized in lowa after 1905 by D Ward King of Missouri, This is an “improved model ™ King preferred to use spl

materials constantly improving, However, there were
twao major problems. One involved organization—the
employment of men to do the work in an efficient
manner—and the other concerned an adequate system
ol maintenance. The commission noted that the state
had to depend upon earth roads for a long time and
that good earth roads needed constant maintenance,
“the greatest of problems to be faced in the future.™

Special attention was given to dangerous railroad
crossings. As of January I, 1915, there were 8.676
crossings in the state, or one for every 12 miles of
highway, exclusive of those within the limits of
1ncor [1(:1';:tu.'d cities and towns, not a SUurprising
number when the total mileage of all highways and
railroads was considered, County road crossings
totaled 1,533. and there were 7,143 on township
roads. Nine hundred of these were classified as
dangerous by county supervisors. Since the county

road system carried the |;H’1.'-L:I perceniage of the

Figure 5-3

logs, rather than the planks uscd in the drag shown above

(Courtesy. lowa Highway Commission)
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tralfic. the most dangerous county road crossings
were given first priority for improvement or
elimination. Distribution of crossings. with reference
to railroads and road systems, are shown in Table
5-4.

Between November 1, 1914, and January 1, 1916,
total expenditures from county road funds
approximated $3.4 million. Townships were estimated
to have spent about $3.5 million, but when divided
into 88,300 miles they averaged anly $40 per mile,
little over hall of the average cost of repairs and
maintenance per mile of county roads. An
appropriation of $30,000 was made by the U. S.
Department of Agriculture for improvement of the
Dubugue-Dyersville Post Road which when
completed would be the most extensive single
highway improvement undertaken to this time. The
road was to be graveled for 19 miles and would cost
$160,000, including the cost of viaducts and subways
for railroad crossing elimination. A portion of this
cost was shared by the IC railroad. Road and bnidge
expenditures by counties and townships did not
change materially during 1916, but the average spent
on township roads increased to $44 per mile, two-
thirds of the average lor county roads.

Funds available through the Federal Aid Act of 1916

provided $146.200 for road projects in 1916,
increasing each year to $731,000 in 1920, The total
over the five years of approximately $2.7 million was
matched by state funds from automobile license fees.
These were apportioned to counties on the basis of
area, The 37th General Assembly, in accepting the
provisions of the federal legislation, stated that the
2.000- 1o 6,000-mile program should include a part of
the roads in each county, named subsequently the
“Inter-County Road System.™ Counties could apply
for funds and designate that portion of the inter-
county system that they wished to improve. indicating
also the character ol the improvement. Dubuque
county was the lirst to apply, followed by requests
from 58 other counties.

Following the nation's entrance into World War I,
prices of materials and supplies rose rapidly; (or
example, structural steel was 250 percent higher than
in 1915. Transportation facilities were diverted to the
movement ol troops and war materials, labor was
scarce, yet the amount of highway work was near
normal levels. Counties and townships spent §15
million for road and bridge improvements with
increased funding resulting from bond issues. Of the
$11 million raised through bonds, over 80 percent was
used for bridge work, the remainder on roads,

Table 5-4

Distribution of Crossings in Reference to Railroads
and Road Systems

Railroad County Road
Crossings
CRI & P 349
CMStP&P 251
CNW 208
CB & Q 272
CGWwW 123
M & StL 111
I 95
Wabash 41
FtD, DM & S 15
Misc. Small Railways 68
Total 1,533

Twp. Road Total No.

Crossings of Crossings
1,526 1.875
1,227 1.478
1,183 1.391
915 1,187
633 756
582 693
442 537
142 183
93 108
400 468
7,143 8,676

(Source: lowa State Highway Commission. Annual Report, 1913-1914: p. 163
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Automobhile registrations rose from 799 in 1905 to
[47.078 in 1915, and the increased usage brought
renewed demands for hard surfaced roads, The early
supporters of good roads considered macadam as an
ideal surface, but it was difficult to obtain the
pecessary materials, The automobile quickly changed
that idea. *Before the advent of the automobile, the
stone dust that served as a binder for the stones in the
macadam road was ground in by the steel tires of
horse-drawn vehicles. The automobile . . . sucks out
the binder and loosens the stones and . ., tears the
road to pieces rather than bind it together,™ ' It was
fortunate that lowa could not build macadam roads.
for it would have been necessary to spend large sums
to maintain them under the heavy pounding of motor
traffic. Gravel was more plentiful in northern and
eastern lowa and had proved practical for surfacing
less traveled roads, but heavy maintenance costs on
main highways discouraged its use.

Hard-Surfaced Roads—The Problems

Although the state was making considerable progress
in permanently grading earth roads, anticipating that
they would serve communities under proper
maintenance for years, generally they were not
adequate for motorists. T. R. Agg pointed out that no
one of the types proposed for hard-surfacing— gravel,
broken stone, macadam, brick, conerete, ete. —would
have universal application. Traflfic, soil and financial
conditions were the decisive factors in the selection of
permanent surfacing. and the choice for one
community would not necessarily satisly the
requirements of others. Even considering these
elements, the category chosen would depend on
maintenance or the lack thereof for its length of life.
Age further suggested that bonding for road
improvements was a less objectional method of
financing than direct property taxes, and by 1919, 26
counues had voted favorably for hard-surfaced road
syvstems, thereby authorizing construction of 1,700
miles of pavement. The Primary Road Law provided
that counties who wished to move faster on road
improvements than possible through normal funding
could use bonds after affirmative vote of the people in
a special or general election.

The use of concrete as a road surface appeared to
have started with a half bloek in LeMars in 1904. In
1909. Mason City and Davenport laid 6,000 square
vards within their cities. In 1911, a quarter mile, 14
feet wide, was built near Eddyville, with materials,
labor and cash supplied by businesses, farmers and

the Mahaska County supervisors, By 1912, conerete,
formerly relegated to a minor place in surfacing
materials, began to achieve some prominence, A mile
was built in 1913 west of Mason City, extended into
that community in 1915, and in 1917-1918 the ||
miles between Mason City and Clear Lake were
paved. marking the first interurban highway in lowa.
These “experimental™ roads, together with the
“seedling mile™ in Linn County in 1918 on the Lincoln
Highway, proved their ability to withstand heavy
traffic and weather conditions and stimulated the
demand [or additional mileage. But while practical,
construction expenses of $30,000 per mile in the
1920 were a deterrent. Yet, when the relative
expenses for maintenance and motor vehicle
operations on concrete roads were compared to those
on gravel roads. such costs were cited by good roads
advocates as evidence that concrete would be less
expensive in all respects over long periods of time.

The Lincoln Highway

In 1912, a community of interest had developed be-
tween the automobile and highway users. Carl Fisher,
manufacturer of the Pres-O-Lite automobile systems,
concelved the idea of a transcontinental highway from
the Atlantic to the Pacific coast. hard-surfaced and
marked throughout its entire length. Because stone or
rock were common surfacing materials, he called it
“The Coast to Coast Rock Highway.” An association
with membership fees and annual dues was proposed
Lo finance the estimated $10 million required to build
the road. The title was changed to the “Lincoln
Highway™ through efforts of Fisher and Congressman
Borland ol Missouri, who suggested that the road
plan would be more popular if some patriotic appeal
was introdueed into its title_

In addition to cash contributions. the cement industry
agreed to furnish its product on the same basis as
contributions of motor car manufacturers; one-third
of one percent of the annual gross for three years.
estimated to provide 2.3 million barrels of cement.

N George S May. "Getting lowa Qut of the Mud.” Palimpsest 46
(February 1965) p. 96
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Western states joined the movement by improving
roads and bridges along the proposed route, chartered
originally by a series of automobile tours. The road
was planned to start from New York City to Jersey
City, N.J.. thence to Philadelphia and Pittsburgh,
Pa., Fort Wayne, Ind., around Chicago and westward
through Geneva, I1l.. to Clinton, lowa. Continuing it
would run through Omaha, Neb., and Cheyenne.
Wy., to Salt Lake City. From there, it followed the
old Pony Express Trail to Ely. Reno and Carson
City, Nev,, Sacramento and San Francisco. Entering
lowa at Clinton, it would pass through DeWitt,
Cedar Rapids, Tama, Marshalltown, Ames, Jefferson,
Denison and Logan to Council Bluffs, for a total of
358 miles across the state. Except for the “seedling
mile” east of Cedar Rapids and short stretches of
concrete west of Jefferson. the longest segment of 38
miles from Clinton to [.owden was not paved until
1924. Other sections of the route were surfaced with
oiled dirt, graded earth and gravel. In dry weather,

the trip on the highway could be comfortably made

but rain made the earth roads a barrier to traffic. In
this weather, “the tourist should stop if he wishes to
save his car, his time, his tires and his temper™* (Fig
5-4, 5-5).

The highway was marked four different times. The
first was by use of red, white and blue bands painted
on poles, rocks or other convenient objects. Later, the
official insignia was adopted consisting of red, white
and blue rectangles with the words “Lincoln
Highway™ in blue above and below the letter “1.",
painted on telephone poles and metal signs. More
permanent enameled steel signs were next erected,
and finally 3,000 concrete posts bearing the insignia
and letter were placed along the route. Two of these
may be seen on the south side of Lincoln Way in
Ames, in front of the Department of Transportation
building.

Lincoln Highway between Ames and Nevada, 1918

(Courtesy: lowa State Highway Commission)

14 The Lincoln Highway Association; The Lincoln Highway, New
York: Dodds-Mead & Co., 1935, pp. 210-226
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]

The jovs of motorng. 1915-1920

(Courtesy: lowa State Highway Commission

Difhicultes on mud roads, 1915-1920

(Courtesy: Town State Highway Commussion)
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The Jefferson Highway

On March 14, 1911, the Des Moines-Kansas City-St.
Joseph Interstate Trail was organized at Lamoni. In
1915, the original trail was extended to Mason City
from Des Moines through Nevada and lowa Falls
and continued to St. Paul via Albert Lea, Faribault
and Northfield, and the name changed to the St.
Paul-Des Moines-St. Joseph-Kansas City Interstate
Trail, It covered 503 miles, was well marked, and
became part of the preferred road systems in
Minnesota, lowa and Missouri. With the exception of
one county in Towa, it connected all of the county seat
towns and cities along its route.

The Jefferson Highway Association was organized in
New Orleans in 1915 through the efforts of Walter
Packer of the New Orleans Association of Commerce,
the Honorable E. T. Meredith, later Secretary of
Agriculture in the Wilson Administration, and
Senator Lafayette Young, both of Des Moines. The
Interstate Trail formed an important segment of the
Jefferson Highway. and their organizational methods
and marking system were followed largely by the
Jefferson group. The major cities on the north-south
route were Baton Rouge. Alexandria and Shreveport,
La.; Muskogee, Okla.; Joplin, Kansas City and St.
Joseph, Mo.; Des Moines, lowa: St, Paul and
Minneapolis, Minn.; and Winnipeg. Canada. The
Mason City-Clear Lake paved road (Federal Project
No. 1) was part of the projected road in lowa. Paving
across the state was expected to be completed by
1919. The insignia was similar to that of the Lincoln
Highway with the letters “*JH™ in the middle band.

Highways or trails were not only organized on a
national or regional basis but were quite common
locally or statewide, The commission was authorized
under Section 1527-S22, Supplement to the Code,
1913, to register highway routes promoted by
voluntary organizations and to issue certificates for a
fee of $5.00 to protect the names and markers used by
the various associations. From 18 of these trails
registered in 1914, the list grew to 64 by the close of
1925. A map showing these trails is included with this
book.

Highway Accidents and Fatalities

Increased use of autemobiles resulted in railway
crossing accidents and caused injury and fatahties on
lowa highways. Speeding vehicles went over
embankments, turned turtle, collided with each other
and with bicycles and buggies, struck people, ran into
trains and were hit by them. In 1916, there were 2,574

accidents which killed 199 people and injured 2.834,
The headline in the Commission’s Service Bulletin of
January, 1918, read: “To be Safle, Go to War Unul
Careless Speeders are Banished from lowa
Highways.”

As early as 1915, there were proposals to prohibit the
sale of high speed automobiles in lowa. " Limiting the
speed of cars allowed in the state is the only effective
way to cut the motor speed maniac and prevent the
killing and maiming of people by reckless.
inexperienced and incompetent drivers. Laws naming
speed limits of so many miles per hour or, as lowa
puts it, ‘reasonable speed,’ with 25 miles per hour as
evidence that a driver is exceeding that speed. are
worthless. The high-powered car. advertised by
manufacturers to hold the road at 50 miles an hour or
accelerate from a standing start to 60 miles in 16
seconds. are a deadly menace to all users of the
highways and sweep on their way unchecked. ... The
only effective way to curb the speed evil would be 1o
forbid the sale of high speed cars, for there are
reckless and careless drivers who will continue to have
accidents as long as they are allowed to run cars on
the highways.”!s Sixty-five years later, despite new
laws, new regulations on driver qualifications,
national speed limits, new enforcement procedures
and much more improved and safe highways. the
state still struggles to control the level of deaths and
struggles carnage on the highways.

Convict Labor on State Institutional Roads

Under an Act passed by the 34th General Assembly
and amended by the 35th General Assembly, the
Board of Control was placed in charge of
approximately 50 miles of roads through and adjacent
to state lands at all of the state institutions. Except
for county bridges. costs of improvements and
maintenance came from the general funds of the state.
The chief engineer of the commission was appointed
to supervise the work and surveys. and planning was
conducted by commission personnel. Labor was
provided by convicts, 20 of whom were used to build

h+Can Appalling List of 1916 Highway Fatalines Shock lowans
Into Saner Driving in 19172 fowa Srate Highway Comniission
Service Bulletin 5 No. 1-2-3. Ames: lowa State Highway
Commission, 1917, p. 3.
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two miles of roadway at the lowa State College in

1914, and in 1915, about 100 were engaged in building

roads and culverts at other state institutions. They
were loused in tent camps, wore any type of clothing
and were paid 20 cents per hour, There were no
visible restraints on the men as they went about their

work, and the camps were virtually unattended. While

the commussion considered that conviet labor had

made a good showing in these isolated instances, they

did not feel that the experience warranted its use in
general road work as contrasted to contracting the

projects to those with the necessary experience and

cquipment. "It s not practical to use men who must
be placed under guards . . . and no economy would
result to counties or townships in attempting to use
prisoners in this way."l®

Traffic Surveys

In 1917 and 1918, traffic counts were taken for a
continuous period of seven days on the inter-county
svstem, and for the two years, survey results were
compiled for 87 stations in 36 counties. These
locations were awav [rom the immediate vicinity of
larger cities, widely distributed. and considered as
fairly representative of state patterns, They did not
cover traffic on main roads leading to major cities.
Briefly summanzed, the survey showed that the
average traffic was 300 vehicles carrying 800 people
per day and that more than 80 percent were motor
driven. Forty-six percent were local (town-to-town,
town-to-farm and traffic originating in the towns); 47
percent were inter-urban or inter-county and the
remaining 7 percent was interstate travel. An
additional study made by T.R. Agg in 1919 showed
the traffic sitvanons as follows:

I.  Tonnage was considerably higher than
generally supposed, which emphasized the
wisdom of constructing road surfaces of
great durability. The system of earth roads
had been carrying traffic considered
moderately heavy for paved roads.

ra

Passenger automobiles were predominant.

3. The present highways did not encourage
the use of motor trucks because of the
extreme variations in surface conditions,

4. Interstate traffic was insignificant.
emphasizing that lowa roads were
constructed not for tourists but for lowa
people to be used for their pleasure and
husiness.

5. About 90 pereent of the tralfic was motor
driven, which indicated the equity of
requiring a substantial contribution from
motor vehicles for construction and
maintenance on lowa highways.!’?

The Highway Situation by 1920

By the close of 1920, considerable progress had been
made on highway improvements despite the
interruptions caused by World War | Road builders
looked forward to 1919 and 1920 in keen anticipation
of a return to normal conditions. But labor was sull
scarce and remained so until mid-1920; rail
transportation was uncertain and maternials difficult to
obtain, Highway officials had authority to build roads
and could pay for them, but could not produce the
product in a quantity desired. However 1919 should
be remembered as a vear of great achievement—a
year in which the state embarked upon a program of
modern highway construction. From 1913 to 1920,
3,216 miles of road had been built to permanent
grade, 1.256 miles to temporary grade, 13,660 miles
were tractor graded. 2,035 miles gravel surfaced, and
43 miles of the primary system paved,

River Transportation—The Doldrums
The Upper Mississippi River
The original project for improvement of the Upper
Mississippi between the Missouri River and
Minneapolis was adopted in 1879. Proposed was a
channel or waterway by means of wing and closing
dams so as to allow a depth of four and one-half feet
at low water. The plan to secure a depth of six feet
was adopted in 1907. During that year, President
Theodore Roosevelt appointed the Inland Waterways
Commission to prepare and report on a praject to
improve and control the waterways of the United
States. Traffic had fallen on the Mississippi since
Civil War days. Shallow depths, inefficient boats,
irregular schedules, lack of terminals. and the
seasonal nature of the traffic were among the reasons.
On the other hand, railroads offered regular and
elficient services,

" Report of the Stare Highway Commission for the Year Ended
December 1, 1916, Des Maoines: The State of lowa. 1916, pp. 143-
144, 149,

TR Agg. Traffic on fowa Highways, Bulletin No_ 56, Ames
Engingering Experiment Station, lowa State College, 1020
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The most important commerce on the river during the
first decade of the 20th century was lumber products,
although rapidly declining due to deforestation of the
pine forests in Wisconsin and Minnesota, In 1882, 87
sawmills were operating along the river, Keeping
about 100 towboats busy. The largest milling centers
in terms of board feet of lumber processed were
Minneapolis, Winona, Dubuque. Clinton, Rock
Island, Muscatine and Davenport. The impact of the
lumber trade can be measured by the commerce
through the Des Moines Rapids Canal in 1900, when
822 steamboats and 381 barges were counted. By
1914, the lumber traffic had almost disappeared.

During 1909, 22 packets, 36 towboats, 17 ferryboats,
[47 pleasure boats and 26 government boats, totaling
16,103 gross tons, were in operation between
Minneapolis and St. Louis. In addition, there were
300 unregistered barges of various sizes used {or
freight and construction materials. The principal
steamboat lines were the Diamond Joe. the Eagle, the
Carnival City and the Acme. Traffic, consisting
mainly of lumber, rock. sand and gravel, reached a
high of 4.53 million tons in 1904 and fell to a low of
761.522 tons in 1921. Passenger traffic between 1904
and 1920 averaged between two and three million
annually.

A shortage of rail cars in the Mississippi Valley
during World War 1 led to the formation in 1917 of a
Committee on Inland Transporation to study the
possibilities of the use of waterways to relieve
congestion on the railroads. Their report concluded
that rail freight could be handled on the waterways
with adequate terminals and recommended that the
federal government initiate such action, From the
U.S. Shipping Board, $3.9 million was granted to the
Emergency Fleet Corporation to build and operate
towboats and barges between St. Paul and St. Louis,
the first federal operation of equipment on the River.
The Federal Control Act of 1918 commandeered all
floating equipment on the Mississippi and Warrier
Rivers, and appropriated $12 million for new
construction. The Federal Barge Service emerged
from these actions and eventually became known as
the Federal Barge Line on the Upper Mississippi. It
was operated by the Railroad Administration and
iransferred ta the War Department in 1920.

The Missouri River

Steamboats had navigated the Missouri since 1819
when the first boat reached Council Bluffs; arrived at
the mouth of the Yellowstone in 1832; and to the

head of navigation, Fort Benton, Montana. in 1859,
The length of the navigable river [rom Fort Benton to
the Mouth is 2.285 miles. Originally, and into the
20th century, the condition of the river was one of
alternate pools and bars. Water depth ranged from
three feet in low water to nine feet in high water. The
navigable depth did not increase as rapidly as the
water height since the bars rose with the stage of the
river. No projects for improvement throughout its
length had been adopted by 1919,

Under a federal appropriation of $1 million in 1910,
improvements were made [rom Kansas City to the
Mouth with a view of securing a permanent six-loot
channel. Previously, in other sections, work on the
removal of snags, miscellaneous obstructions and
trees had the effect of equalizing and reducing freight
rates to approximately 60 percent of rail rates, a
somewhat similar ratio as the 66 percent found on the
Upper Mississippi. The maximum draft in 1910 at
mean low water from Kansas City to the Mouth was
four feet: from Kansas City to Sioux City, and on to
Fort Benton was three feet. Traffic on the river never
exceeded one million tons annually during the 1900-
1920 period: the high of 843,863 tons was reached in
1907, thereafter falling steadily and especially during
the war years. Generally, the character of upstream
movements was merchandise and supplies;
downstream, grains and livestock.

Early Aviation in lowa

The Pioneers

Space permits only a brief discussion of individuals
who contributed to aeronautical development in the
state. For those interested in an inclusive description
ol general aviation history from 1845 to 1915, the
most authoritative coverage is lound in Ann Holtgren
Pellegreno’s lowa Takes to the Air. A considerable
portion of the presentation which follows has been
drawn [rom this publication.

The fascination of (lying in lowa dates back to the
gas-filled balloon era before the Civil War, An un-
manned (light occurred in Burlington in 1845, and the
first manned balloon was piloted by Professor Silas
Brooks in the Hercules, also at Burlington in 1856.
Following the war, when captive observation balloons
were used by both armies, this form of aerial activity
was taken seriously. and balloon ascensions and races
were popular at state fairs and city and town
celebrations, The Mississippi River cities, Des Moines
and Sioux City, were among leading metropolitan
areas for these events, Parachuting was an innovation
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ol the Baldwin brothers, Sam and Thomas, who
hecame world famous for their daring (eats. one of
which almost cost Sam his life during a jump at
Muscatine in 888, when he fell into the Mississippi
River,

Toward the end of the 19th century., ghders were
being designed and {lown, and the experiments led to
the development of the first flying machine, Flying
ghiders had been proven practical by German and
American engineers and in 898, Carl Bates, a 14-
year-old from Clear Lake, built and flew the first
man-carrving glider in lowa. Bishop Wright, an
official in the United Brethren Church, lived in Cedar
Rapids from 878 to 1881, later setthng in Dayton,
Ohio, where sons Orville and Wilbur began
experiments which led to their manned engine-
powered flights on December 17, 1903 ar Kitty Hawk,
North Carolina. The four flights that day averaged 31
miles per hour and nitated the age of powered
airplanes. Rotary engines were designed by F. Oscar
Farewell and built by the Adams Company of
Dubuque, and a version rated at 55 horsepower was
available by 1909.

As small internal combustion engines were developed,
innovators began installing them on sausage-shaped
dingible balloons, giving the operators some
directional control. Among aeronauts who flew these
dirigibles were Thomas Baldwin. Roy Knabenshue
and Charles Hamilton. It was Hamilton who {lew
Knabenshue's dirigible at the 1906 State Fair in Des
Muoines, landing at the Capitol and returning to the
lairgrounds. However, despite the numerous balloon
ascensions, parachute leaps and powered airship
flights, no aeroplane had been flown over lowa at the
close of 1909.

This situation changed in 1910 Arthur J. Hartman
built and operated a two-cylinder monoplane at
Burlington in May. Eugene Ely of Williamsburg and
James C. “Bud” Mars flew at Sioux City in June, and
Thomas Baldwin at lowa City in October, Ely, a
member of the Glenn Curtiss exhibition team., worked
with the U.S. Navy on plans for launching an aircraft
from a ship and took off on November 10 from a
slanted platform built over the forward deck on the
cruiser Birnmtingham, steaming down Chesapeake Bay,
for a two and one-half mile flight to shore. His next
flight was [rom shore to ship and on January 11,
1911, at San Francisco, Ely flew to the cruiser
Pennsylvania, landed on a platform built on the stern
and returned safely to shore. These flights made Ely
an international celebrity. On October 19, 1911, he

was killed in exhibition flight at Macon, Georgia.

In his Story of fowa, Peterson listed some 46 flights
by 23 aviators over different citics and towns in [owa
during 1910-191 1, although no identification was
given. Over the next [ive to six years, the challenges
of flying brought new developments on engine and
plane design and construction and pushed proneering
efforts to greater heights with rather astounding
suceess, given the extremely poor condition of landing
fields. One of the most famous (lyers of this period
was William “Billy™ Robinson of Grinnell,
internationally recognized for piloting mail planes in
Canada and well known in central lowa.

Robinson organized the Grinnell Aeroplane
Company with a view of establishing a factory and
flying school. plans cut short by his premature death.
His most successful flight was sponsored by the Des
Moines Capital and Chicago Tribune in 1914. The
trip started from Des Moines on October |7 for a
non-stop mail flight to Chicago, authorized by the
federal government. Weather conditions and a fuel
shortage lorced him down at Kentland, Indiana,
about 80 miles southeast of Chicago. The distance
covered was 300 miles, exceeding the Amenican
record by 125 miles, and took four hours and 30
minutes, averaging 80 miles per hour. Having
established the non-stop record, Robinson then tried
to break the altitude record which in 1916 was 17.000
feet, about 3.000 feet higher than he had ever flown.
On March 11, 1916 he crashed and was killed in the
attempt, The plane was completely wrecked but the
engine i1s preserved in the museum at Grinnell College
as a memento to his exploits,

Others active during the early years were Oscar and
Mary Solbrig of Davenport—designers, builders.
mechanics and pilots who invented an airplane which
could be quickly taken apart. crated and reassembled.
They flew exhibitions throughout lowa and
midwestern states until Oscar joined the U.S. Air
Force in World War . Ruth Law soloed in 1912, was
the first woman to fly at night and held the women’s
altitude record. Katherine Stimson received her
license also in 1912 at age 16, becoming the fourth
woman to be enrolled in the Davenport School of
Aviation. J. Herman Banning, also from Amss. was
the first black aviator to receive his license. Glen
Martin of Macksburg left Towa at an early age. flew
his first plane in 1909, and became a stunt pilot before
starting an aeroplane factory on the west coast.
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World Famous Aviators

'hree internationally famous pilots linked to early
lowa aviation history made news in the 1920%.
Clarence Chamberlin of Denison captured the long
distance record by flying from New York to Berlin,
He was the first to fly a passenger, his financial
backer Charles Levine, across the Atlantic Ocean.
Later, Chamberlin and Bert Acosta broke the
endurance record in his Bellanca monoplane,
Columbia, by staying in the air for more than 5

hours. Charles Lindberg. whose exploits need no
detailed descriptions. flew at many points in lowa and
dedicated several airports. Amelia Earhart lived for a
time in Des Moines, and in 1928 flew as the first
woman passenger from Newfoundland to Wales in a
tri-motored Fokker monoplane. Four years later, she
made a solo Atlantic flight and subsequently made
long distance flights across the United States. Her
career ended in an unknown spot in the Pacific Ocean
in 1937.

Steamboatl Andrew S, Bennetr on Missouri River, 188(s
(Courtesy: Scott Serenson, Sioux City Public Museum)

The War Years—1917-1918
Within five days following the declaration of war on
Germany on April 6, 1917, representatives of all
major railroads met in Washington and voluntarily
merged the roads into an operational system of
254,000 miles under the direction and control of a
Railroad War Board of five railroad executives. But
the railroads under private operation could not meet

the demands for service. and on December 28, 1917,
President Wilson took possession for the war eflort.
William G. McAdoo, Secretary of the Treasury, was
appointed Director General, followed later by Walker
D. Hines. Despite an increase in rates in 1918,
revenues did not keep pace with increased operating
expenses. The result was that the ratio of expenses to
revenues, commonly known as the “operating ratio™,
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rose from 78.14 percent in 1917, the last year ol
private operation, to 102.5 percent in 1920, For the
first time in railroad history, operating expenses
exceeded operating revenues for the railroad system

['he net cost of federal control to taxpayers from 1917
to 1920 amounted to more than §1.6 billion, cited
over and over as evidence of the evils of federal
ownership and operation of the nation’s railroads

I'he experience of federal control during wartime docs
not offer a sound argument for or against control in
peacetime, The effect was to provide “as to the
country’s war needs and as to the interests of railroad
security owners, a protection which had become
impractical on the part of private contral in view ol

the emergencies and limitations with which it was

ate Fair by the Wright brothers, 1911, A box ol rocks is strapped 1o the passenger seat to balance the v

confronted. Any fairly balanced study ol the situation
as a whole must lead to the conclusion that in periods
ol extraordinary difficulty, the government’s
temporary operation of the railroads accomplished
with credit the objects which made resort to it
imperative.”'® What the experience demonstrated was

that railroad regulations since 887, despite numerou
amendments, were so restrictive as Lo prevent a
unified system from operating under private control

during periods of extreme emergency. Historians have
referred to this period as one of “negative regulation’

rs and

which reached its climax during the war vez
which necessitated serious consideration ol a more

positive legislative approach toward railroads in the

19205,

(Courtesy: Des Moines International Airport)

% Walker D. Hines, War History of the Amernican Ratlroads

New Haven: Yale University Press, 1928, p. 2
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Summary
The physical structure of the railroads was largely in
place in lowa by the turn of the century, in contrast
to the archaic conditions of the roads over which
journeys were often hazardous. Additional railroad
mileage had been bwlt between 1900 and 1920,
primarily to close gaps in the systems, make more
direct connections between major cities, for branch
line service, and to expand yards, terminals and
sidings. Private investment and state support
provided a network of almost 10,000 miles connecting
nearly all of the small towns and large cities within
and outside the state,

With principal building programs behind them,
railroads focused attention on operational techniques
and improvements. Supervision and regulation of
these operations in conformity with federal and state
laws, and the solution of local problems, was the
responsibility of the railroad commission. Safety of
employees and the public was of paramount
importance as passenger and freight schedules
increased in speed and frequency. Rate and service
changes raised issues of discrimination with which the
commission struggled in order to protect lowa’s
industries. The period was one of railroad
stabilization, road and equipment improvements. of
consolidation of weaker into stronger lines—all
designed to provide more efficient service at lower
costs.

Progress in developing statewide systems of highways
and roads was slow and widely scattered until the
state and federal governments realized the necessity
for improvements for private travel and commercial
trade. The first highway commission laid the
foundation for organized effort in planning and
managing road construction even though hampered
by limited funds and personnel. The second
commission was given broader powers and
responsibilities to provide uniform programs for
highway and bridge design, construction and
maintenance.

Organization, planning, specifications, supervision,
uniformity of standards, accurate record keeping and
cooperation with local road officials, were key
elements in the 1913 commission’s program for road
development. Original concerns centered on the type
of highways needed, materials to be used and
methods of financing, rather than the nature of the
traffic. Yet. the expanding number of vehicles and
their impact could not be ignored, especially in the
accident and fatality records on railway crossings and

eisewhere. The second decade, principally from 1913
to 1920, was characterized by fairly rapid progress,
culminating in the organization of a Primary Road
System and the use of county bonding for
construction.

Navigation on the Upper Mississippi and Missouri
rivers was difficult because of shallow water, snags
and obstructions. Wing and closing dams were built
on the Mississippi, and dikes and revetments were
built on the Missouri to partially alleviate the
problem and to maintain navigable channels. Lumber
and construction materials furnished the heaviest
traffic on the Mississippi, whereas on the Missouri,
general merchandise and agricultural products were
the major commercial movements,

lowa aeronautical history started before the Civil War
with balloon ascensions and progressed through
gliders to engine-powered machines in which lTowa
pilots challenged distance, altitude and endurance
records. The pioneering efforts of builders and fivers,
many of whom lost their lives, were instrumental in
the future advances of aviation in the state.
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Chapter Six

Street Railways and Electric Interurbans
to 1920

Street Railways

Introduction

Horse-drawn passenger vehicles appeared in the
larger cities in the early 19th century. However. the
poor condition of the streets meant a slow, bumpy
ride or the prospect of becoming mired in the mud.
Iron tracks were introduced to partially alleviate this
problem. reducing the number of horses needed and
permitting a somewhat smoother and faster ride.
Speeds of four to six miles per hour were possible,
hardly more than the pace of walking. A substantial
part of the total costs was that of the horse, often

priced at $100 or more, and because they were usually

limited to four to six hours of work, several teams
were necessary. Often, the cost of the horses was
greater than the average cost of $750 for the car. It
was estimated that 40 percent of the total investment
was in the horses and stables.

Operating a horsecar cost about 20 cents per mile,
including the wages of a two-man crew. As recently as
1908. public transportation was dependent upon
animal power even though the average working life of
a horse was only four years. Pollution was a problem
as each horse generated ten pounds of waste on the
streets each day. The invention of the steam engine
brought experimentation with stecam power. and
electrification soon followed and spread rapidly
Fares through the first two decades of the 20th
century were universally five cents and produced
sufficient revenue until World War I, In 1920. {ares
were revised to distance schedules, Land values rose
along the routes as transit companies developed
commercial and residential housing, creating their
own demand. By the end of the war. almost one-third
of the companies nationwide were bankrupt as a
result of over-capitalization, poor management and
their inability to meet riders’ needs. At the beginning
of the 1920s. with automaobile competition becoming
important, the industry was in poor financial
condition, unable to maintain its share of the growing
urban transportation market.

- ] s
LI -

Two-horse streetcar in Boonesboro, 1897
(Courtesy: Edward S. Meyers Collection)
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The lowa Experience
Streetear service started in hive of the largest cities in
lowa during the early post-Civil War years.
Operations by horse- or mule-drawn cars began in
1868 in Des Moines and Dubuque, and in 1869 in
Davenport, Clinton and Council Bluffs. A brief
review of the evolution of streetcar service in these
cities will show the patterns that were rather typical in

in ather communities

Des Moines
I'he capital of lowa had a population of about 10,000
people at the close of the Civil War. Dr. M. P

operated toll bndges over the Des

until tolls were abolished by the city
council, received the lirst franchise for a narrow-
gauge harsecar hine 1o run from the Polk County
Courthouse to the oot of Capitol Hill. In 1878, rails
were laid on Walnut Street and ten years later, a line
was opened on Fourth Street. Electric power was
introduced by the Broad Gauge Railwav Company,
organtzed by Messrs, Van Ginkel, Teachout and
Weber in [886. to aperate on 1 ocnst Street and

Grand Avenue. In |889, Jefferson Polk, an associale
of Turner, acquired control ol the independent lines
and consolidated them into the Des Moines Street
Railway A separate company. the Inter-Urban
Railway, was incorporated in 1898 by the Des Moines
Railway management to butld an interurban three
miles from Greenwood Park to Valley Junction (West

Des Moines). Interurbans and street r

olten \l[‘L'!.ltL'tj under common manag

use of tracks, stations, repair shops and power

lacilities

By 1890 the Paolk interests operated 103 el

powered cars over nearly 30 miles of track in the city,

2 . AN T
23 cars and 29 mules ol

and i"\_\ 1911 they added
trackage, In the carly 1900s, the system came under
control of the Harnis Trust Company of Chicage and
was petittoned into bankruptey in 1911, Emul
Schmidt, appointed receiver, became prestdent of the
newly organized company. later succeeded by Frank
Chambers. Between 1911 and 1920, there was
continuous labor-management strife over wages.
conditions ol work and the "two-man streetear,”
climaxed by a four-month strike in 1921
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Dubuque

In 1867, when Dubuque citizens voted to allow streets
to be used for public transportation, the city was the
largest in lowa. In 1868, J. K. Graves organized the
Dubugue Street Railway and operated the first
horsecar from the levee at the foot of Jones Street to
Coulter Avenue and 24th Street. Extensions were

later built to the Fairgrounds and Eagle Point. Rather

interesting and novel was the use of horse-drawn
sleighs during the winter months. Joseph A.
Rhomberg acquired the system in 1876, Electric
storage battery cars used in the 1880s were

unsuccessful, as was the Graves Hill Street and West
Dubuque Steam Railway. in negotiating the steep
hills. In 1889, the Key City Electric Street Railway
operated the lirst electric car on the Eighth Street hill
and Rhomberg, faced with this competition.
electrified the Dubuque Street Railway in 1890, The
Union Electric Company, incorporated in 1900,
acquired all of the street railways which passed into
control of the Dubuque Electric Company in 1916,
Expansion of the electric power industry resulted in
acquisition of the street railways by the Interstate
Power Company in 1924

Flectrified streetear in Des Moines, 18908

(Courtesy: lowa State Highway Commission)
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Davenport

Five companies were involved in construction of
street rarlways in and around Davenport, The lirst
horsecar service by the Davenport City Railway
began in 1869 on Third Street. In 1870, the
Davenport Central Railway started operations on
Brady Street and ran the fivst electric car in 1888, The
Bridge, Second Street and Northwest Davenport
Railway initiated service also in 888 from the
Misstssippi River bridge on Second and Marquette to
Eighth Street. In the same year, €. B, Holmes of
Chicago acquired control of the various companies
and incorporated the Davenport and Rock Island
Railway to build a line on the bridge to lllinois. By
890 electrification was completed, and in 1895 the
company was reorganized into the Tri-City Railway
and Light Company. controlled by the United Light
and Railway Company of Grand Rapids, Michigan,
The fifth hne was organized in 1902 as the Davenport
and Suburban Railway. The system was built on
Fourth Street and started operations in 1904, This
line was also acquired by the Trn-City Railway in
1907. Additional service was provided between
Davenport and Rock Island by the “Bridge Line.” a
part ol the system serving the area and the only Tri-
City route that was double-tracked. During World
War L. traffic was especially heavy to the Rock Island
Arsenal, with ten cars permanently coupled in pairs
and used during rush hours. Davenport cars were
converted to one-man operations in 1921,

Clinton

I'he first narrow-gauge horsecar line in the Clinton
area was operated between Lyons and the CNW
depotan Clinton in 1869 franchised as the Lyons
Horse Railway Company and later extended south
into Clinton. In 1878 a Clinton lumber firm received
permission to open a narrow-gauge horsecar line in
the city. Both lines were consolidated into the Clinton
and Lyons Horse Rarlway in 1889, and by 1891 it had
24 cars pulled by 60 horses and mules over 10 miles of
track. In [890), franchises were granted to the Baldwin
Electric Company and its successor, the State Electric
Company, to build and operate electric or cable cars.
This was done 1o compete with the harsecar lines.
later controlled by the utility and widened to standard
gauge and electrified. By 1904, the street railways
were reorganized into the Clinton Street Railway and
the system, expanded somewhat within the city,
remained intact until the mid-1920s.

Council Bluffs

Service bepan in 1869 by the Broad Street Railway,
reorganized in 1872 into the Council Bluffs and
Omaha Railway, Its initial project was a horsecar line
from Tenth Avenue and Broadway to the Missouri
River, a distance of three miles, In 883 the UP
gained control, but financial losses resulted in another
reorganization through which the Council Bluffs
Raitlway emerged. To purchase the UP interests. the
Omaha and Council Bluffs Railway and Bridge
Company was organized in 887, Electrification
followed. and a streetear bridge over the Missouri was
constructed and opened in the same year.

To Lake Manawa, formed during the spring flood of
1881 and subsquently developed into a resort area,
service was subject to a bitter legal dispute between
two rival railways. The Omaha, Council Bluffs and
Suburban and the Manhattan Beach Railway, the
latter chartered by the Omaha and Council Bluffs.
Railway and Bridge Company. sought to furnish
transportation to the lake region. The former had
purchased a steam locomotive to haul cars running
from the UP station and had purchased the resort
property in 1899, starting operations in 1900. But
before the legal arguments reached a climax, the
Omaha and Council Bluffs absorbed the Omaha,
Council Bluffs and Suburban. Further solidification
of the properties was arranged through lease of the
Omaha and Council Bluffs Railway and Bridge
Company and its wholly owned subsidiaries. The
corporate management operated the street car service
until it terminated in the 1940s.

Other City Street Railways

Coverage of the street railway development in other
cities in lowa is confined only to the dates on which
service began since the patterns wére essentially
similar; horsecars to steam to electrification with
control by utility companies and reorganizations
interspersed throughout the expansion. Burlington.
Marshalltown and Cedar Rapids-Marion began in the
I870s, followed in the next decade by service in
Oskaloosa, Boone, Keokuk, Muscatine. Waterloo.
Fort Madison. and the first of live independent lines
in Sioux City, Red Oak, the smallest of lowa towns
with municipal transportation, began operations in
1881, but faced with paving assessments. discontinued
service in 1901, Ames started with 4 steam dummy
line between the city and the lowa State College
campus in 1890, joined in the same vear by electrified
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Electrified streetear in Sioux City, 1890

{Courtesy: Scott Sarenson, Sioux City Public Muscum)

systems in Independence and Fort Dodge. lowa City,
whose central business district lay adjacent to the
University of lowa campus, saw no need for urban
transportation until 1910,

Novel and Unigue Projects

The Dubuque “Inclines™ The Dubuque cable car
system was built by J. K. Graves, banker, former
mayor, state senator and a promotor and builder of
street railways. His home was on a high bluff
overlooking the central business district only three
blocks away in a direct line but without adequate
road or highway aceess. In 1882, Graves built a
steam-operated cable car on an incline from Fourth
and Bluff streets to the top of the hill. known after
settlement as Fenelon Place. There was no charge for
its use by residents for ten years until it was destroyed
by fire. When Graves decided not to rebuild, his

neighbors incorporated the Fenelon Place Elevator
Company and purchased the cable car property. In
the 1900s, C. B. Trevis, a resident of the bluff since
1893, became sole owner, and after his death in 1940,
the family continued operations. Family members and
the city realized the importance of the “Incline™ not
only as a facilty to transport commuters but also as a
tourist attraction, and it has remained as such to the
present time. Another cable car “incline™ was built in
1887 at Eleventh Street, electrified in 1900 but
abandoned in 1927,

The Sioux City Elevated: This experiment in urban
transportation attracted national interest. It was
oberved that: “Urban Mass Transit. the past pride
and now future hope of many of the world’s largest
cities may very well owe a debt of gratitude to the
founding fathers of Sioux City in northwestern lowa.
Indeed. the city of Chicago itself, might haye been
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deprived of one of its more romantic transportation
Jandmarks had it not been for this Missouri River
town—home of lowa's first and last elevated
railway. ™!

In IR87, Sioux City was in the midst of the most
frenzied economic boom in its history, New
businesses were being established and packing houses
flourished: served by the Missouri River and four
railroads, farms and real estate were selling at
fabulous prices. Geographically, the location of the
city did not allow for easy real estate development.
Steep hills rose to the north and west from the river,
and the Floyvd River Valley lay to the east with its
profusion of packing plants, cattle pens, railroad lines
and vards. Beyond was a grassy plain known as
Morningside, potentially an attractive suburb but in
need ol a transportation link to downtown Sioux
City.

Prior to 1887. Sioux City was served by only a few
scattered surface lines with cars drawn by horses,
cable, or powered by steam. None could overcome the
problem of crossing the Floyd River bottoms which
included 84 railroad crossings. To remedy these
conditions, the Sioux City Rapid Transit Company
was organized in 1885 to build a double-tracked
elevated railway [rom Third and Jones streets in the
business district to Leech Street, connecting with a
single-tracked surface line to the east side of
Morningside Avenue.? It was rumored that initial
financing was obtained during a poker game when
nine local investors, including James Booge, A.S.
Garretson, E. C. Peters, and A. M. Jackson put
$1.000 or more in the “pot” for seed money.
Additional financing came from local, western lowa
and out-of-state interests. Peters was elected president
and William Gordon, secretary of the company. At
the time, only New York and Kansas City had
elevated systems, and building the third in the nation
would be lowa’s most famous and distinctive
engineering feat. Upon completion, Chicago transit
officials visited Sioux City to inspect the facility.
Impressed with its engineering and apparent economy
of operation, they used the model for construction of
the Chicago elevated system. Visitors to the “Loop™
would see the same type of construction that was once
part of the Sioux City landscape.

The surface division was built first and opened for
service in 1889, Original equipment consisted of a
secondhand steam locomotive and two coaches
scheduled for five trips per day. The elevated tracks
were built some 25 feet above the central business

district and on bridges which spanned the main

railroad lines. The tracks dropped on a concrete and
iron ramp to ground level at Fowler Street where the
operation continued into Morningside. Four stations
were built an the elevated at Third and Jones, lowa,
Steuban and Divison Streets, with wrought iron

stairways {or access to the platforms, Six other

ground stations were built on the Morningside route.

In 1891, the Rapid Transit officially opened [or
business. using one anthracite-burning locomotive
and two rather ornately painted and decorated cars
Later, another locomotive was added with enough
cars to make two three-car trains. The total cost of
the elevated was $500,000. exclusive of §84.000 spent
on the connecting surface hne. For five years, the
railway was prosperous. Fares were five cents for the
elevated ride and an additional five cents for the
surface line, making a total of 10 cents for the five-
mile trip.

Several incidents indicated that work on the elevated
was anything but dull. On one oceasion. a mule
wandered onto the right-of-way, although no one
seemed to know how or why. The animal was struck
by a train, walked away unhurt, but put the train in
the repair shops for three days. A 16-yvear-old
substitute engineer experimented with higher than
normal speeds and almost toppled the train over the
ratling. The same individual ran through the wall of
the Morningside engine house a few weeks later, thus
ending his glorious railroading career. Another
incident oceurred when an impertant paolitical party
caucus was scheduled and the train somehow
neglected to stop to board members of the opposition
party.

In 1892, increasing competition from expanding
surface lines forced the elevated to become partially

I B. Paul Chicoine, "Rails Across the Sky.” Jowan 28 No, 3
(Spring 1980): pp. 28, 41-45, 53-54

* Norman Carlson, ed., fowa Trolleys, Bulletin 114, Chicago
Central Electric Railfans Association, 1974, p. 147; C Addison
Hickman, “The Sioux City Elevated,” Palimipsest 22 (April 1941)

p. 122, There appears to be a difference of opinion as 1o the length
of the elevated railway. Jowa Trolleys, the most authontative and
illustrated research source found on lowa street railwayvs and
interurbans, suggests that its distance was one and one-eighth miles.
whereas Hickman states that it was two miles long
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electrified. In May, it received widespread publicity
when 1ts platforms were the refuge of residents during
the Floyd River flood, saving many lives. Later that
vear, the first signs of impending disaster were
noticed. The Panic of 1893 was a devastating blow to
the economy of Sioux City. Amang the business
organizations forced into bankruptey was the Rapid
Transit Company, eventually sold for $50,000, one-
tenth of its original investment. Electric trolleys used
the facility for the next seven years, but the new
owners closed the stations and sold the equipment.
Finally, in 1899, both elevated and surface companies
were consolidated into the Sioux City Traction
Company. The elevated was abandoned soon after,
unable to compete with the electrified street railways.
For a few years, control of the Traction Company
was assumed by the Swift and Armour Packing
Companies which continued to make surface
improvements. In 1905, the Sioux City Electric
Company, also controlled by Swift and Armour,
succeeded the Traction Company and ran the cars
through World War 1.

Fenelon Place Elevator at Dubuque.
(Courtesy: Dubuque Chamber of Commerce)

The Sioux City Cable Railway: The Company was
incorporated in 1897 to operate on Jackson Street.
which had an 11 percent grade from the river valley.
Operations were delayed until 1899 expecting the city
would reduce the grade, which did not occur. Two
extensions were added in 1890 and 1892. By 1893, the
Sioux City Street Railway was providing electrified
service as close as two blocks from the cable railway
on more efficient schedules. The cable company lost
much of its traffic and converted to electric operation
in 1894, It was sold to the Central Traction Company
in 1895 which was merged with the Sioux City
Traction Company in 1899,

Electric Interurbans

Introduction

Electric interurbans evolved from street railways or
trolleys which had provided the public transit in the
cities of lowa. The trolleys had influenced the growth
of the central city and linked it with the suburban
areas, The next step was to connect regional cities and
towns to nearby rural communities with a fast.
frequent service not otherwise available. This was the
convincing argument for interurban existence, and
between 1900 and 1920 a dozen or more of these
companies were operating in the state. Some started
as steam roads and were electrified later; some
operated as independents; others were associated with
or were a unit within electric light and power utilities.
Although developed originally for passengers, they
expanded into freight service, interchanging with
major railroads which crossed their routes, and they
became important carriers for local traffic, The route
maps later in the chapter show that with few
exceptions, most were built in a north-south
direction, filling the void for relatively short distance
movements which existed by construction ol the east-
west roads. Their mileage and earnings reported from
1903 to 1920 are shown in Table 6-1 in five-year
intervals.

The decline in net earnings and earnings per mile
between 1915 and 1920 was the result of wartime
inflation. Although gross earnings nearly doubled,
operating expenses nearly tripled and the result was a
drastic deterioration in net earnings and earnings per
mile. The table does show, however, that [rom 1903
to 1915, the interurbans were in a rather favorable
financial condition.



120 Transportation in lowa

Table 6-1
Mileage and Earnings of Electric Interurbans in lowa
Operating Net Earnings
Year Mileage! Gross Earnings? Expenses? Earnings? Per Mile
(thousands) (thousands) (thousands)
1903 98 $ 228 5 32 £ 96 $ 975
1905 151 497 36 I%] 1,194
1910 173 1.450 951 409 1,322
1915 472 2.923 1,805 1118 2.173
1920 510 5,628 4.923 H8S 1,34]
(Source: Railroad Commission, Annual Report, 1821 p. viil.)
1903 was the first year for interurban reporting
Single track anly
Figures rounded to the nearest unit
—
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Stoux City Elevared. Western terminus and main depot
(Courtesy: Scott Sarenson, Sioux City Public Museum)
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Sioux City Elevated. Third over Division Street,
(Courtesy: Scott Sorenson, Sioux City Public Museum)

Major Electric Interurbans

The Fort Dodge, Des Moines & Southern Railway.
Operating over approximately |50 miles, lowa’s
longest interurban was organized to serve the cities in
its name—the word “Southern™ added in the
expectation that the road would be built south of Des
Moines. It started in 1893 as a small carrier, known as
the Boone Valley Coal and Railway Company. to
move coal three miles from Frazer to Frazer Junction
on the M&StL. The road was headed by Hamilton
Browne, mine manager of the Clyde Coal Company.
Among its directors was Norman D. Frazer, after
whom the town was named. In 1895, a new company,
the Marshalltown and Dakota Railroad, was
organized by Browne and his associates and
purchased the property. In 1901, the name was
changed to the Boone, Rockwell City and
Northwestern Railroad with Browne again serving as
president. The Newton and Northwestern (N&N)
emerged in 896 as a Browne road and extended the
line from Frazer to Newton on the east, and from
Gowrie to Rockwell City on the west. The entire line
from Newton to Rockwell City was completed in
1904,

Expansion to common carrier status came about
when eastern capitalists gained control of the N&N
and in 1905, Henry Loring of Boston replaced
Browne as president. The 100-mile railroad connected
two small communities and owned large coal deposits
which provided the major source of revenue. But
some of the mines soon became unprofitable and the
road needed new capital, a new industrial base, and
larger terminals for further expansion. With capital
furnished by New England financiers, the Fort
Dodge, Des Moines & Southern (FTD, DM&S) was
incorporated in 1906, with Loring as president and
Henry W. Poor, publisher of Poor'’s Manual of
Railroads, as a director.,

The new company stopped the east-west expansion ol
the N&N and focused attention on the gypsum areas
of Fort Dodge and the expanding industries in Des
Moines as sources of new business. Three segments
were built, each connecting with the N&N. One ran
28 miles from Hope to Fort Dodge, another 20 miles
south from Midvale to Des Moines, and a third [rom
Ames to Kelley. A branch into Ames was built in
1907. In 1909 the N&N went into receivership and
was purchased by Loring. He conveyed it to the FTD,
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DM&S which also acquired control of the Fort
Dodge Street Railway and the two-mile line between
Ames and the lowa State College campus,
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The Dinkey at Ames College Station
(Courtesy: Ruth Jackson Collection)

Following the purchase of the N&N, the newly built
lines were electrified with a 1,200 volt system
furmshed by a 6,000-kilowatt turbo generator at
Frazer. fueled by company coal. Steam power was
used for passenger service over the remainder of the
road and freight service over the entire system until
electrified 1n 1912. Electrification and the expenditure
of $2.5 million for 58-foot passenger cars put the
railway into bankruptey in 1910, Loring and Parley
Sheldon of Ames were appointed as receivers. They
terminated the Goddard-Midvale service in 1911 and
abandoned a branch line from Niles to Ogden.
Receivership, however, did not end improvements,
the most notable being the replacement of the high
wooden trestle with a steel structure over a tributary
of the Des Moines river near Frazer, opened to traffic

in 1912, In 1913, the railway was reorganized and sold

to the Old Colony Trust Company ol Boston for $3.9
million. The new company was chartered in Maine,
retained the old name and continued with Loring as
president

Ihe Frazer generating plant had more capacity than
needed to operate the electrified railroad and sold
cxcess power to industnial users, especially in the Fort
Dodge region. In 1913, the road acquired the Central
Power and Light Company and became a commereial
supplier of power on an area-wide basis. Freight
trains were operated during nighttime hours when
commercial demand was at its lowest level in order to
balance the 24-hour power generation and
distribution.

The railroad competed aggressively for freight traffic,
operating 2,462 [reight cars in 1918 as compared to
274 cars hauling freight on all other interurbans. For
its size, it was said to have more [reight cars than any
other railroad in the nation. When the lederal
government took control of the railroads during
World War I, the FTD, DM&S was included,
together with the Waterloo, Cedar Falls and Narthern
(WCF&N). Passenger travel peaked in 1918, Over one
million passengers were carried on hourly trains
between Des Moines and Boone with connecting
service Lo Ames, Between Boone and Fort Dodge,
trains ran every two hours. Luxury service was
provided in two parlor-observation cars at an
additional lare of 25 cents between Des Moines and
Fort Dodge. The road followed the operating rules of
steam railroads, interchanging passengers and freight
with the major east-west lines.

Expansion to serve additional industries resulted in
the purchase of the Crooked Creek Railway in 1916
for access to coal traffic. The eight-mile narrow-gauge
road began operating in 1876 from Judd on the IC 1o
the mines at Lehigh. It was widened to standard
gauge in the 1880s and operated in conjunction with
the Webster City and Southwestern Railway, a 14-
mile line between Border Plain and Webster City. In
1892, the Crooked Creek purchased the Webster City
road and abandoned the Border Plain-Judd segment,
In 1917, the FTD. DM&S built its own line from
Fort Dodge to Border Plainand through track
realignment had a direct connection between Fort
Dodge and Webster City. At this ime. the railroad
was operating a svstem which would be in place for
the next 45 vears (Fig. 6-1).
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Crandic-Cedar Rapids & Towa City Railway
(Courtesy: lawa Electric Light & Power Company)
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Fort Dodge, Des Moines & Southern Interurban, Ames to Ames College, 1906,
(Courtesy: Ruth Jackson Collection)
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Crooked Creck Railway & Coal Company, Lehigh. lowa
(Courtesy: Oscar Bjork, Agent at Lehigh)
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Fort Dodge. Des Moines & Southern car on the High Bridge

(Courtesy: lowa State Highway Commission)

The Cedar Valley Road and Crandic

The second longest interurban route between major
cities was a combination of the Waterloo, Cedar Falls
and Northern (WCR&N), commonly known as the
“Cedar Valley Road,” and the Cedar Rapids and
lowa City Railway, referred to as “Crandic” from the
initials in its name. The two roads operated
independently, interchanging passengers at a station
built jointly on Fourth Street in Cedar Rapids, two
blocks from the Union Station. The Valley Road
started as a Waterloo horsecar line in 1885 and was
considered one of the best built and managed
interurbans in lowa, receiving acelaim from the
Westinghouse Electric Company. From Waterloo. it
ran eight miles to Cedar Falls, 21 miles north to
Waverly and 64 miles south to Cedar Rapids, soon
earning the reputation of “a steam line with a trolley
overit.”

Three Cass brothers— Louis S., Claude D., and
Joseph F.— promoted and built the railroad. Louis
and Joseph organized the Waterloo and Cedar Falls

St 5L CITY FORT DODGE
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Figure 61
Route ol the Fort Dodge, Des Momes & Southern Railway

{Courtesy: Central Electric Rullans Association, Jowa Trolleys)

Rapid Transit Company in 1895 to connect the two
cities. Street railways in both were purchased in 1896
and 1897, giving access to downtown districts. In
1901, the road was extended 13 miles north to Denver
and one year later to Denver Junction, where a
connection was made with the CGW and trackage
rights obtained to Sumner via Waverly for through
service [rom Waterloo. In 1904, the name was
changed to the Waterloo. Cedar Falls and Northern
Railway. The arrangement allowed the Stickney road
to use the interurban as a short cut for traffic from
Waterloo to destinations on its Omaha line instead of
using the longer route through Oelwein. There was
also a personal relationship involved since both Louis
and Joseph had served as vice presidents of the CGW
The coordinated system was terminated in 1909 when
the CGW went into bankruptey and the interurban
built its own line into Waverly.

Construction on the Cedar Rapids line was started in
1912, reaching Urbana in 1913, and Center Point and
Cedar Rapids in 1914. Connections were made with
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the Cedar Rapids and Marion Railway and the
“Crandic” line to downtown. Reciprocal schedules
with the CNW a1 Cedar Rapids allowed through
transit on interline tickets for passengers from
Waterloo to Chicago. In 1918, the road operated 69
passenger cars, three of which were parlor-
observation types with buffet service offered to those
of the 7.3 million passengers who desired it. Freight
operations were handled by 146 cars. The railroad
suffered from poor maintenance during the War and
when returned to the owners in 1920, it was in
precarious financial condition.

The southern section of the route was incorporated in
1903 by the Dows family who provided, with one
exception, it presidents throughout its history. It was
organized as the Cedar Rapids and lowa City
Railway and Light Company, planned originally to
operate through lowa City and Muscatine to Peoria.
Service began in 1904 with 13 trains daily. making the
trip in 75 minutes. In 1913 the line was extended to
Mt Vernon, 15 miles east of Cedar Rapids, and later
to Lisbon, two miles farther east. An important
source of revenue came from college students
attending the University of lowa at lowa City, Coe
College at Cedar Rapids and Cornell College at Mt,
Vernon. Traffic was especially heavy at home football
games when WCF&N cars were leased, and on special
occasions such as homecoming, special trains ran
from Waterloo. This practice continued until 1938
when the WCR&N discontinued operations.

From its inception, the road was designed as a high-
speed electric line for passenger service. As described
by John M. Murray, the ride was “one of true

adventure . . . always good for laughs and a myriad of

jokes.” Swinging and swaying from the great speed,
the line was labeled by riders as the *Vomit Comet™
or “as a ship rolling with an occasional leak_ ™
However, by 1907 freight traffic, including coal for
the Cedar Rapids power plant, was carried through
interchange with the CRI1&P at lowa City. Originally
the road was a umit of the lowa Railway and Light
Company, bul as operations expanded, the title was
changed to eliminate the words “and Light
Company.” It continued to be operated as a
subsidiary of the parent company which became
known as the lowa Electric Light and Power
Company in 1932, In addition to the interurban, the
power company operated streetcar service in Cedar
Rapids, generally along the interurban routes, in
Boone and Marshalltown, and also along the three
and one-half mile Tama and Toledo Railroad built
around the edge of Tama to the State Juvenile Home,

I'he Lisbon branch never generated the expected
volume of traffic and was scrapped in the late 19205,
but company equipment continued 1o run over Cedar
Rapids streets until the 19305 (Fig. 6-2).
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Figure 6-2
Routes of the Cedar Valley Road and Crandic Inmerurbans
(Courtesy: Central Electric Raillans Association, fowa Trollevs)

Crandic-Cedar Rapids & lowa City Railway
(Courtesy: lowa Electne Light & Power Compuny)

U lohn M. Murray, &t Took Allof Us: 100 Years of Towa Electric
Light and Power Company, Cedar Rapids. lowa Electne Light and
Power, 1982, p. 28,
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Train west of Boane

around 1900

(Courtesy: towa Electric Light & Power Company)

The Des Moines and Central lowa Railway

The interurban fanned out of Des Moines to the east
and northwest. It was incorporated in 1899 as the
Interurban Railway by H. H. Polk. G. B. Hippee and
W. 1. Haskit of Des Moines and A. W. Harris of
Chicago, with operations tied into the Des Moines
street ratlway system. The first construction was an
electric passenger road to Colfax through Altoona in
1903, connecting with the Douglas street car line at a
point called Klondike Junction, Freight, consisting
primarily of coal, ran on a line built on the north side
of Des Moines, later used also [or passenger service,
[he interurban planned to build north to Eldora.
south to Indianola, southwest to Winterset and
northwest to Audubon, but the only road that

materialized was the 34-mile *Beaver Valley Division™

to Granger, Woodward and Pérry, built in 1906,
Riders labeled the line as the “Galloping Goose,”

The area served was rather sparsely settled and the
frequent passenger service originally scheduled was
never supported, although Colfax, then a popular
health resort, accounted for relatively heavy business
Freight on both east and west lines was interchanged
with the CGW at Des Moines. giving the railroad an
entry into what was considered CRI&P territory.
World War 1 brought a significant change in the
passenger traffic. Camp Dodge on the Beaver Valley
route was a training site for 40,000 to 50,000 military
personnel, and dozens of trains running as frequently
as the cars could be turned around made the trip from
the interchange points on the major railroads to the
Camp. In 1918, the interurban carried over two
million passengers, second only to the total of the
WCF&N, but by 1920 the volume had dropped to
slightly over 500,000. The Perry to Colfax interurban
was named the Des Moines and Central lowa
Railway in 1922
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Figure 6-3
Route of the Clinton, Davenport, and Muscatine Railway.
(Courtesy: Wayne Delohn, *The Iloterurban Years")

The Clinton, Davenport and Muscatine Railway

In terms of mileage operated. the fourth largest
interurban was a combination of the lowa and lllinois
Railway, incorporated in 1901, and the Davenport
and Muscatine Railway, incorporated in 1910. The
lowa and Illinois started operations in 1904 on a 33-
mile route from Clinton to Davenport through
Princeton, Le Claire and Pleasant Valley with seven
daily schedules. The Davenport and Muscatine began
in 1912 on a 25-mile right-of-way veering west from
the river through Hetzel, Blue Grass, Pleasant Prairic
and Sweetland and ran over {ive miles of streets in the
terminal cities. An express route from Davenport
went through Buffalo, Montpelier and Fairport. In
1916, the two roads were consolidated under the
name ol the Clinton, Davenport and Muscatine
Railway, but through service was not possible because
ol the differences in the voltage systems used to power
the equipment. As a result, the two roads were
maintained as separate divisions with transfer at
Davenport (Fig. 6-3).

During the peak of passenger travel in the war years.
I'S daily trains were scheduled from Clinton to
Davenport and 12 between Davenport and
Muscatine. Passengers boarded the cars on city streets
as they would on local trolleys. Rural travelers
signaled the cars to stop by extending their arms
horizontally above the tracks and at night would
show and wave a light until acknowledged. By 1920,
freight interchanged with the CNW at Clinton and the
CRI&P at Davenport became more profitable than
passenger traffic. Local freight carried included a
variety of commuodities ranging from perishable goods
to sand. stone, gravel, coal, livestock, vegetahles and
agricultural supplies. Their passenger business was
approximately the equivalent of the Crandic line
about 600,000 1n 1918,

Short Line Interurbans

The Southern lowa Railway traces its ancestry from
the Albia Centerville interurban, believed to be the
oldest in lowa, It was incorporated as the Centerville,
Moravia and Albia Railroad by Francis M. Drake. a
former lowa governor and founder of Drake
University, and Russell Sage of New York. The road
was built as a branch of the Missouri, lowa and
Northern of the Wabash system in 1880, The Wabash
operated trains between St. Louis and Des Moines
over the two roads to Centerville and Albia until 1885
when it went into receivership. In 1880, the railroad
was reorganized as the Albia Centerville Railway,
leased to the lowa Central which was later controlled
by the M&StL and operated from Oskaloosa via
Albia to Centerville until 1910. That year, W. A.
Boland of New York and J. L. Sawyers of Centerville,
dissatisfied with the M&StL service, reorganized the
road, changing the name to the Southern Traction
Company.

Although the name implied electric-powered
equipment, it ran by steam. In 1914, Frank §. Payne
and D. D. Bradley of the Centerville Light and
Traction Company purchased the road and changed
the name to the Centerville, Albia and Southern
Railway. electrifying it shortly thereafter. By utilizing
the street car tracks in both towns, the 30-mile
interurban reached the depots of the CB&Q at Albia
and the CRI&P at Centerville. Freight revenues came
from coal and package traflic, interchanged with the
M&StL at Albia, the Wabash at Moravia and the
CMStP at Trask. The inventory of 10 passenger cars
included two with wooden box motors and two center
entrance steel cars with separate compartments for
women, especially appreciated since miners



constituted the major passenger business and tended
to become quite boisterous on pay days. In 1916, the
Centerville Light and Traction Company changed its
name to the lowa Southern Utilities Company and
the ratlroad was conveyed to the utility firm. In 1918,
passenger volume totaled almost 400,000 riders.

The Mason City and Clear Lake Traction Company
was organized by W. E. Brice of Mason City and |
H. Ong of Tama in 1896 as an integral part of then
real estate development in the southwest section ol
Mason City. Brice, who had been associated with
steam railroads and later became a viee president ol
the CNW, was president and Ong, with experience
with several power companies and the Tama-Toledo
Railway. was vice president, secretary and
superintendent. The 10-mile route was laid out over

what s now Highway 106. Opened for traffic in 1897,

it eventually had the longest tenure of continuous
electric interurban operation in the nation,

Equipment was purchased to handle the summer
traffic to the popular Clear Lake area, reaching a
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peak ol over one million passengers in 1918, Through
cars [rom connecting roads ran directly to Clear

Lake, and railroad executives transferred their private
cars to the line to enjoy the movement by electric

power. Ice [rom the lake was hauled during the winter
to destinations within and outside the state, Coal and
milk were major sources of revenue from local traffic.

Shortly alter 1900, the word “traction™ was dropped
from the company name and “railway” substituted. It
was assumed that the change was made to secure
taritf agreements with additional steam lines. In 1910,
the company was controlled by the Peoples Gas and
Electric Company of Mason City and reorganized as
the Mason City and Clear Lake Railway. In 1913, the
United Light and Railway Company acquired the
stock as well as the utility, and Brice stepped down as
president to become a director. He was succeeded by
F. J. Hanlon, a member of the original
administration. The new company also received
franchises for street ratlways (rom both Mason City
and Clear Lake.

Niles two-man car of the Davenport and Muscatine Railway

(Courtesy: lowa lllinois Gas & Electric Company)
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T'wo-car train in downtown Davenport
(Courtesy: lowa Illinois Gas & Electric Company)

The Charles City Western Railway was chartered in
1910 by local interests and started operations ona |3-
mile line between Charles City and Marble Rock.
Originally, it ran as a gasoline and steam road.
Passengers rode in a 55-foot “wind splitter” car with
porthole windows and a center door entrance. The
road was electrified in 1915 and an extension built to
Colwell, eight miles northeast of Charles City. The
cars ran within the city and interchanged with the
CMSTP and 1C at Charles City and the CRI&P at
Marble Rock. The railway received considerable
publicity during World War 1 when Marjorie Dodd, a
college student and daughter of the mayor, became

the first woman “motorman™ on an electric interurban
in lowa, City service was discontinued during the
early 1920s.

I'he four remaining railways in the interurban
category were essentially passenger roads. no more
than three miles long, connecting with larger
interurbans or steam railroads. Except for the fact
that they ran between closely situated cities or towns,
they probably would have been classified as street
railways. The Tama and Toledo Electric Railway and
Light Company started service in 1894 to link Toledo,
the county seat of Tama County, with Tama on the
CNW and the St. Paul Railroads. The line used the
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streets of both cities as its right-ol-way. When
Leander College in Toledo merged with Coe College,
the state took over the vacated buildings for a State
Juvenile Home and insisted that railway service be
provided for coal movements. The result was a
relocation of the road in 1919 around the edge of
Tama to the home in Toledo, Street trackage was
abandoned when paving assessments were placed
against the railway, which then routed its passenger
cars over the belt line onginally built for freight
service,

The Cedar Rapids and Marion Railway was
organized in 1891, and it immediately purchased the
franchise for electric railways in Cedar Rapids. A 25-
vear franchise was granted for service [rom the
terminal at Marion to the southwesterly city limits,
By 1909. 12 miles of main line trackage was
constructed within Cedar Rapids and 2.28 miles from
the city hmits at Kenwood to Marion. In 1912, the
railway was acquired by the United Light and Power
Company, a holding company with other roads in
lowa. The railway carried almost half a million
passengers in 1918, probably the heaviest volume
transported within the Cedar Rapids city limits,

The Oskaloosa to Buxton Railway began operations
in 1906. It was owned and operated by the Oskaloosa
Traction and Light Company. which planned
ultimately to reach Albia but never built beyond
Beacon, three miles distant. Expectations for

passenger seryice to Buxton were never realized
because the mines closed soon alter World War | and
the unincorporated town disappeared from the lowa
maps. In 1913, the city and interurban railways were
taken over by the Hlinois Traction System, and later
by the Des Maoines Eleetric Light Company (lowa
Power and Light Company). Rail operations were
abandoned in the 19205,

The Colfax Springs Railway started in 1905, some
years after the discovery ol a mineral spring near
Colfax. A hotel was built on the blufl overlooking the
town, and an inclined plane connected it with the
CRI&P station at the foot of the bluff. The health
spa, reported to be one ol the finest west of the
Mississippi River, attracted thousands of visitors
during the 18905, but business declined drastically in
the early 1900s. Colonel James P, Donahue, whose
wile had ostensibly been cured by the mineral waters.
bought the hotel and built a one-mile electric railway
from the hotel into Colfax. Service began in 1909 but
patronage was somewhat less than anticipated
Scheduled rail service ended with the closing of the
hotel in 1920.

Electric interurbans made a strong contribution to the
growing transportation structure of the state in the
early years. Especially notable was their expansion
during the second decade. This is indicated by
selected operational data in Tables 6-2 and 6-3,
presented in two-year intervals.

Table 6-2
Operating Revenues and Expenses of Electric Interurbans 1910-1920
Revenues? Expenses? Op. Ratio
Year Mileage! (Thousands) (Thousands) (Percentage)
1910 4582 $1.450 g 951 65.58
1912 427 1.783 1272 71.34
1914 538 2.682 1,722 64.20
1916 619 3,120 1,967 63.04
1918 666 4,460 4,123 92 44
1920 658 5.628 4923 R7.82

(Source: lowa Rallroad Cammission, Annual Reports for the Selected Years.)
L All trackage, including branches and sidings.

* Figures rounded to the nearest unit.
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Table 6-3
Passengers, Revenues and Equipment of Electric Interurbans 1910-1920

Passenger
Passengers Revenues?
Year Carried! (Thousands)
1910 7,419 $ 968
1912 10,076 1,180
1914 13.350 1,611
1916 12,905 1,762
1918 15.077 1,948
192(0) 13-573 2.570

Freight
Revenues? Passenger Freight

(Thousands) Cars Cars
§ 368 156 404
508 151 604
762 216 2,248
1.029 204 2,785
1.270 205 2,746
1.934 225 2,795

(Source. Railroad Commission, Annual Reports for the Selected Years.)

" In Milliens.

* Figures rounded to the nearest unit. Freight revenues do not include those fram milk, mail and express traffic

In every category listed in the tables, the interurbans
showed a remarkable expansion in operations, The
exception was in passengers carried, a movement
which peaked in 1918. The operating ratio
(relationship of operating expenses to revenues) has
always been a key indicator of financial progress with
70 percent generally considered as an ideal level. In
that regard, the interurbans were fairly successful
until the war years when inflation dramatically
increased operating expenses. For example, the 102.2
percent of the FTD,DM&S and 93.7 percent of the
WCF&N greatly influenced the overall ratio for all
railways. Not much change was noted for the year
1920, when inflationary forces were still evident. The
large increase in freight cars between 1912 and 1914
resulted from capital investments by the above roads
and additions to the fleet of the lowa Railway and
Light Company.

Summary
Street railways began operations in the largest lowa
cities during the early post-Civil War period and
spread rapidly to other communities in the latter
vears of the 19th century. With few exceptions, the
seryice started with horse- or mule-drawn cars and
progressed through steam power to electrification as
electric utilities were organized and their influence
expanded in urban areas. These companies were
instrumental in consolidating competing lines within
the cities into more efficient systems. Novel

experiments in public transit were introduced by cable

car innovations and elevated railways in Dubugue
and Sioux City. The Dubuque Incline remained as a
permanent structure, whereas the Sioux City elevated
system operated for only ten years before
abandonment. During the 1920s, many of the urban
systems faced economic distress through paving
assessments against their properties and the
competition of automobiles.

Electric interurbans played an important role in the
transportation structure ol the state. They provided
fast and frequent service on short or medium distance
routes not serviced by main or branch line railroads
and influenced the development of cities and towns
within their territorial boundaries. Their value was
enhanced by interchange agreements with major
steam railroads and coordination with street railways
in the joint use of trackage, stations. repair shops and
power facilities. Although often steam powered
initially, interurbans were converted to electrification
through ownership by electric utilities. Built primarily
for passengers, they soon found freight. especially
coal trallic, to be a profitable source of revenue.
Freight trallic was a principal reason why two of the
largest interurbans were brought under lederal
control during World War 1. As measured by their
operating ratios, their inancial condition was quite
satisfactory until 1918 but was seriously undermined
by inflationary forces during and following the war
years. Passenger traffic peaked in 1918, thereaflter
succumbing to the same trends which forced
abandonment of street railways.
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Chapter Seven

Transportation Policy and
Operational Changes in the 1920s

Introduction

There were contrasting economic and transportation
trends in the 1920s, Industnal prosperity was partially
olfset by a depressed agricultural economy resulting
from wartime over-expansion. Non-regulated motor
and air operations expanded al a rapid pace
presenting challenges to the railroads for freight,
passenger, mail and express business. On the horizon,
but not yet a formidible competitor, were the oil and
products pipelines. Federal and state legislation
changed railroad policies and provided increased
support for improved highways, aviaton facilities and
river development. National prosperity enabled the
railroads Lo improve properties and equipment,
Interurbans shifted to freight traffic and city street
railways started on the slow decline toward obscurity.
Increased motor vehicle ownership and operation
renewed demands for hard-surfaced roads, from
which emerged the twin problems of planning and
linancing highways, possibly the most important
transportation issues debated in the state during this
decade,

Rail-Highway Competition

Although maladjustments growing out of World War
I had not been fully overcome, the nation was
prosperous during the 1920s. Construction of public
and private works was booming, exports expanding
and business failures declining. Steam railroads in
1921 experienced a remarkable recovery from early
postwar gloom, but their net operating revenues were
only three percent on investment. not enough to cover
lixed charges. The economic expansion was paced by
the automohbile industry which recorded substantial
production, improved the vehicles and reduced prices.
By introducing installment sales and strengthening the
used-car market, the industry increased sales from 1.6
million units in 1921 to 5.3 million units in 1929,
valued at $3.4 billion and produced by a work force
of 471,000 employees.

Truck competition was used by some railroad
executives as a reason for failure to make a better
financial showing—competition they claimed was
“subsidized” by relatively [ree use of highways paid
for, in part, by railroad taxes. Their arguments were
given same recognition in President Hardings' address

to Congress in 1922, when he stated that motor
haulage would be wasteful if assessed its proper share
of highway costs. But realists in the railroad industry
knew that improved highways and motor vehicles
would become a permanent segment in the nation’s
transportation structure and railroads would have to
accommodate them. Some suggested that low volume
unprofitable branch lines could be replaced by motor
trucks to assist in the local collection and delivery of
long-haul carload freight.

American railroads had been accustomed to intense
intra-industry competition. but now they faced inter-
industry rivalry. One notable result was the dramatic
decline in their passenger tralfic. Before 1920,
passenger miles had increased an average of live
percent per year. but between 1921 and 1929 ridership
fell by two percent annually. Freight tonnage
increased in every vear since 1890, but the rate of
increase slowed through highway competition.
Agricultural tonnage was particularly vulnerable to
diversion, and losses occurred in less-than-carload.,
agricultural products and animals and products, three
categories which represented |5 percent of total traffic
and 30 percent of freight revenues. Inroads by trucks
on railroad carriage of mine, lorest and manufactured
products had not yet developed.

For the electric interurbans and street raillways, motor
vehicles were a disastrous and eventually fatal
competitor. Few states in the early 1920s regulated
motor buses as common carriers so that bus
companies sprang up by the hundreds and competed
for passenger business. In the cities, unregulated
“jitneys™ operated alongside the street raillways. These
vehicles were in violation of traction company
Ch.’:lI'[L‘I'S\ I]O\VC\"C r, a nd Were OUII.’J\\'L‘d after a
relatively short period.

Agricultural Distress in the Postwar Years

The demands of World War | had enormously
stimulated production of farm commodities. Loans
were made by the federal government to allied nations
for purchases of food and war supplies—part ol the
“war debts™ about which there were endless political
debates. The slogan “Food Will Win the War™ was an
incentive for farmers to produce to the limit, and
bankers urged them to buy more land with borrowed
money to meet this objective. It seemed that no one
could lose by making the down payment, mortgaging
the balance and discharging the debt in a few years.
Wheat sold for $2.30 to $3.60 and corn from $2.00 to
$3.00 per bushel. At the close of the war, President



134 Transportation in lowa

Wilson ordered an immediate return to the frec
enterprise system although price supports and foreign
loans continued through 1919, Despite warnings of
possible disaster, farmers were surprised when both
were discontinued in the spring of 1920,

Agricultural commodities were priced too high for
foreign purchases when loans stopped. While exports
continued at the same or higher levels, they did so al
greatly reduced prices, Farm income dropped about
50 percent before 1920, and just when the farmer
needed eredit to carry him through this difficult
period, the Federal Reserve Board ratsed the discount
rate, resulting in tight money and reducing the
possibility of renewing mortgages, Adding to their
discomlort was the large increase in {reight rates
granted in 1920. As a result, farm bankruptey rose on
a national level from 5.5 percent of the farm
commiunity in 1914 to 14.4 percent in the early
pm‘twur YEars.

From 200 in September 1920, the farm price index lell
to 120 in December and reached 90 by the end of the
year. In terms of income from leading commodities,
grain dechined 53 percent; hogs, 39 percent: and cattle,
30 percent. The relatively high level of other prices
intensified the distress. Henry C. Wallace summarized
the imbalance confronting the larmer: *In the Corn
Belt, the value of an acre of corn in 1921 was 20
percent under the prewar value. whereas monthly
wages for farm labor were |14 percent higher: land
values were 107 percent higher; implements, 66
percent higher and freight rates about 60 percent
higher.™ During the last half of the decade. larm
prices recovered somewhat but in no way
proportionate to the general price level. At the peak
ol the industrial boom in 1929, the index was 146 as
contrasted to 220 in 1919. and purchasing power was
still five points below prewar averages.

While agneultural distress was admittedly a major
problem to lowa’s cconomy, some attention should be
given to the remarkable growth in the industrial
sector. In 1860, the ratio between the value of farm
crops and that of manufacturing was two to one. By
1920, the ratio was one to one and three-tenths, In
1924, farm crops increased in value 19 times over that
of 1860, but during the same period the increase in
the value of manufactured products was 49 fold.
Histortes of the state dealt generously with politics,
communications. and civie problems but maintaned
an almost complete silence with respect to industrial
growth, State census reports gave industry slight
emphasis as compared with population changes and

farm statistics

The Transportation Act of 1920

Efforts of individual states to develop and control
transportation systems tn most instances were
subjected to policies initiated in the nation’s capital,
The early 19205 was a time to pause and reflect upon
progress made in providing transportation services to
the nation with the war experiences of the railroads a
vivid memory The railroads, still the dominant
carrier, had come through a difficult period between
1917 to 1920, Were internal management deficiencies
or regulatory inadequacies and defects or both the
cause of the failure to adjust rapidly to wartime
conditions? If in periods of emérgency their private
operational performance was in question, then their
[uture effectiveness was a matler of public concern
Not only were their problems inherent to the industry,
but government supported modes posed a serious
threat to their position.

The Act of 1920 was a landmark piece of legislation.
It represented an attempt to repair regulatory defects
and brought about changes in the emphasis on
national transportation policy. The railroads were
transferred from lederal control back to private
operation. but only after serious public debate
showed that under a different political climate.
nationalization might have been made permanent.
The act did more than refine previous legislation. It
endeavored to restructure the railroads into a national
system. Its provisions were variously described as
“radically constructive” or “shifting from a negative
Lo a positive regulatory philosophy™ and were hailed
as the solution to the railroad problem .= Rates.

LS. Department of Agnculture, Yearbook, 1921, pp. 5-7.
Congressional Joint Commiiee of Agriculiural Inquiry, Greaier
Jowa. Report 28 ( December 19200 p. 2 Henry € Wallace, Our
Dehtand Duty tu the Farmer, New Yark: The Century Co., 1925,
p 65

1 4| Statutes a1 Large. part |, pp, 466-497 (1920), Senator Albent
B, Communs of lowa, chairman of the Committee on Interstate
Commerce, was joint author of the Act. Other lowans prominently
nvolved were Clhifford Throne of Washington, an attormey lor
shippers. and Glen Plumb of Clay, who represented labor. Details
ol the Act are found in D. Phillip Locklin, Economies of
Transportation, Tth edition, Homewood. |11 Richard D Lrwin,
Inc., 1972, Chapter 11, Truman Bigham. Transportaiion Principlex
and Problems, New York: MeGraw-Hill Book Ca., 1946, pp: [73-
181, Edgar 1. Rich, “The Transportation Act of 1920." American
Ecenomic Review (September 1920); pp. 307-527
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consolidations, securities control, services.
abandonments and labor disputes were dealt with in
its most important sections.

“The Rule of Rate Making” (Section 20), was
designed to allow the carriers a “fair return™ on
imvested capital, assuming operations were conducted
in an honest and efficient manner. The movement to
protect earnings grew oult of the impaired credit
position facing the railroads after the war. The
concept required determination of what constituted
“fair return™ and the amount to be used as a valuation
base for rate-making purposes. Congress decided that
a uniform “fair return™ was to be fixed at five to live
and one-half percent of valuation with no guarantee
by the federal government. The valuation process had
been underway since 1913 and was established at an
aggregate figure of $18.9 billion, some $1.1 billion
below book value estimates. To assure the carriers of
this level of income. the 1CC allowed rate increases of
25 percent in the South, 35 percent in the West and 40
percent in the East—the highest rate advances in
history. The increases were to be applied as a whole
or in rate groups, not on a specific railroad-to-
railroad basis,

Impact on Shippers and the States

The first indication of discontent came from grain
and livestock shippers. A petition for reduced rates
was approved for hay and grain but denied on
livestock traffic. However, the experiment of reducing
rates on limited classes of products did not prove
successful. As the price level of the nation declined,
rates remained rigid, and it was the contention of
shippers that the rate level was a barrier to business
recovery and a return to normal traffic patterns. Their
arguments convinced the 1CC to allow reductions in
1922 amounting to 12.5 percent in the South, five
percent in the West and 14 percent in the East.

Important to the states were provisions relating to
intrastate rates. States, including lowa, had rate
structures on passenger and freight services that were
attacked on grounds of discrimination against out-of-
state points. The 1920 legislation amended Section 13
by preventing any state from setting the level of
intrastate rates so low as to discriminate against
interstate commerce. Further, it provided that the
1CC might if necessary raise intrastate rates to the
level of interstate rates. In essence, control over
intrastate rates by state commissions was to be
limited.

Other Provisions of the 1920 Railroad Legislation
To restructure the railroads into a viable, efficient
system, Congress proposed massive railroad
consolidations which were to result in a modified
number of systems, 19 in all, to be organized
voluntarily. Mergers could not be required but could
be rejected if they did not conform to the overall plan.
The proposal and final plan were doomed to [ailure
since railroad managements would not suppress their
compeltitive ambitions and cooperate intelligently to
meet the highest standards of public welfare. Twenty
years later. a Senate investigating committee pointed
out that “the consolidation provisions of the
Transportation Act (1920) presupposed a higher sense
of public responsibility on the part of the railroads
and railroad investors than was warranted by the
experience.™

The 1CC was given control over issuance ol securities,
hopefully to prevent further overcapitalization:
authority to regulate the use of equipment covering
car and terminal service and abandonment of
facilities, all designed to promote a more effective use
ol rolling stock. The fact that controversies over
wages and working conditions of employees were
pending when federal control ended prompted
Congress to include methods for settling these
disputes. A Railroad Labor Board was established as
a permanent board of arbitration without binding
authority, provisions which were superceded by the
Railway Labor Act of 1926. To the maximum rate
power granted in 1906, Congress gave the [CC
control over the minimum rate in order to prevent
rate wars.

The Hoch-Smith Resolution

To relieve the agricultural depression through
transportation legislation. the “Hoch-Smith™
Resolution sponsored by the “farm bloc™ was enacted
by Congress in 1925, It required that in adjusting
freight rates the [CC consider “the conditions which
at any given time prevail over our several industries
.. . insofar as it is legally possible to do so to the end
that commodities may freely move,” On products of
agriculture, including livestock, the 1CC was directed

¥ Report of the Committee on Interstate Commerce, T4th
Congress, |st session, part 11, 1940, p. 524
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to establish “the lowest possible lawful rates
comparable to the maintenance ol adequate
transportation service.™ In 1930, the U. 8. Supreme
Court in Ann Arbor Railroad v, U. S. stated that “the
requirement of the lowest possible lawful rates on
products of agriculture is more in the nature of an
object deemed desirable than a rule intended to
control rate making.” Although the decision was
commonly considered to have nullified the effect of

the resolution, it was still law and used in a number of

cases to justify comparatively low rates on
agricultural products.

Federal Highway and Air Legislation

The Federal Aid Highway Act of 1921 marked the
beginning of a sustained highway program. By
authorizing appropriations for several years in
advance, state legislators, most of whom met
biannually, were better able to plan matching funds
and budgets. Uncertainty in federal-aid programs had
existed in prior years and was now removyed. Falling
wage and price levels for road construction, combined
with the development of higher managenal elficiency
in highway departments and construction firms,
spurred highway building to record mileages in 1922
This was some three and one-half times as much as
had been accomplished since the start of the 1916
federal legislation. The record was made possible by
building the roads in stages, first i low type work
such as grading and draining earth, clay and gravel
roads, and delaying expensive pavement until a later
date. depending upon traffic volumes and linances,
Building by stage construction was by project
agreement or contract with the federal share paid
upon completion of the first stage: the remainder
deferred until the linal stage was {inished. Increasing
traffic resulted in upgrading the initial construction
with better surfaces, but the second-stage projects did
not become an appreciable part of the total federal-
aid program until about 1926.

Stage construction was viewed as an appropriate
program for highway development. but it failed to
consider the enormous increase in vehicular traffic
during the 1920s or the rapid evolution in highway
engineening. The vears between the first and second
stages witnessed changes in state standards resulting
in the abandonment of some of the original
construction but avoiding premature investment in
high-type work which might later have proven
inadequate. The stage construction policy
accomplished its objective by giving the poorest

sections ol the lederal-aid system a modesl
improyement as soon as possible. In his annual report
ol 1926, Thomas MacDonald stated: “An exact
similar policy was followed by the builders ol the
railroads, whose first objective was to get the tralfic
through, leaving until a later date the perfecting
processes of ballasting, banking of curves. ete. 1115
the only satisfactory method of dealing with
conditions in many of the southern, midwestern and
western states in which there are thousands of miles
of road still entirely devoid ol any improvement
whatever.™

I'o the mid-twenties, federal and state legislation had
emphasized surface transportation. However,
pioncering in airship and aircraft technology and
construction, the adventurous spirit and challenge of
individuals to fly these machines had slowly advanced
this new [orm of transportation, and aviation
possibilities began to attract public attention. By
1918, the United States had built about 17,000 planes
and traitned approximately 10,000 men to fly them.
I'hese were the postwar aviators who barnstormed
across the nation, Hew the first flights across the seas.
carried sightseeing passengers, took aerial
photographs and gave instruction n flying. Surplus
planes and pilots following World War | were useful
inanitiating air mail service, an experiment in 1918,
established on transcontinental routes in 1919, and
expanded into 24-hour schedules in 1924, In 1925, the
Kelly Air Mail Act authorized the Post Office
Department to contract with private companies for
air mail transportation. The first contracts were made
in 1926. and in 1927 the federal government ceased
operation ol air mail routes. Except for a three-month
period in 1934, air mail has been carried by private
companies ever since. In 1926, the Air Commerce Act
was passed by Congress. It was primanly promotional
in character, dealing only with safety regulations and
changes in the rates of compensation for air mail
carriage.

* 143 Statutes at Large, 801 (1925).

' Bureau of Public Roads, Annual Repori, 1926, p. 2
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Railroad Operations
The Railroads Adjust to Postwar Conditions
Railroads experienced falling revenues and income
during the lederal control period. Adjustments in
employee wages and working conditions and inflation
in prices ol materials and supplies greatly increased
operating expenses without compensating rate
inereases. Following termination of federal control,
the carriers filed claims against the U, S. Railroad
Administration for under-maintenance. deficiencies in
materials and supplies turned back to them as
compared to inventories taken over, lor value of
properties retired during the control period, ete. Not
all rouds were as successful as the CNW which
received a $15.5 million settlement in 1921, one of the
few positive notes in their annual report for that year.
Business increased in 1922 but was tempered by a
strike of railroad shopmen on July I. The coal
industry was also having labor problems, affecting
fuel supplies and prices.

Probably the situation was best expressed by Hale
Holden, president of the CB&Q. when in 1923 he
discussed the “recurring economic disturbances™ that
for three years had affected the entire industry. He
pointed to the “sharp and shilting changes in the
volumes ol traffic, the general rate reductions of 1922,
labor strikes and the continued high cost of matenals,
all ol which contributed to a confused and variable
set of conditions which make the problems of
management perhaps more difficult than ever before
in the histary of the railroads.™

Overton abserved that there were three strategies that
the industry could follow in attempting to solve, or
partially solve, the internal and external problems and
return to normal service patterns. The first was
improvement of the physical plant to evercome the
under-maintenance of the war years and enable the
industry to handle any future emergencies without
further federal interference. A second was to
coordinate freight car supply and demand to improve
equipment utilization, freight service and reduction of
car shortages. The third involved rationalization of
plant and equipment through combinations-mergers,
stock control or lease-to bring about economies of
consolidation. All three received serious attention by
the railroads.

Huge expenditures were made for plant and
equipment, New stations, terminals, yards and bridges
were built or remodeled; locomotive round-houses,
grain elevators, shops, coal, gas and water treatment
facilities and heavier rails were added to the

properties. The IC alone planned a $250 million
modernization program over the 1920s. Thirty-two
additional tracks at the Proviso (Chicago)
classification yard of the CNW made it one of the
largest freight terminals in the world. The CM&SIP
introduced roller bearing cars. practically eliminating
hot boxes at slow speeds. New and more powerful
locomotives resulted in a spectacular rise in tractive
power and more efficiency in passenger and freight
service. To combat highway competition, gasoline or
gasoline-electric equipment was operated on branch
lines by the CB&Q, CGW and M&StL Railways.
These imnovations reduced operating costs by
substituting three-man crews for the five-man crews
of steam trains. Of the approximately 5,000 new or
rebuilt freight cars of the CNW, 1,000 were
automobile carriers. On the M&STL. the shifting
emphasis from passenger to [reight service changed
the name designation from the Albert Lea route 1o
the Peonia Gateway Line.

To meet truck competition in the less-than-carload
category, somewhat significant in animals and
products traffic, train schedules were shortened
between major cities. But highway rivalry was only
one of the problems, In 1927, the 1CC required
railroads to establish joint rates with the barge line
operating between Dubuque and the Twin Cities and
the opening ol the municipal barge terminal at
Burlington in 1928 indicated the rising importance of
river transportation. Inevitably, rail-highway
coordination had to be seriously considered, so the
CB&Q moved into the highway feld in 1929,
incorporating the Burlington Transportation
Company in [llinois. Substituting buses for
unprofitable branch line passenger service began in
Illinois and Nebraska. The operations were not
profitable but the losses were estimated to be offset by
savings in the reduction of rail services on the specific
routes.

Railroad Passenger Services and Fares

George W, Hilton observed that railroads probably
provided 95 percent of intercity trayel during the mid-
1880s, Electric interurbans and street railways, while
not successful in the long run, slowed the rate ol

o Chicago Burlington & Quiney Railroad, Annual Reporr, 1922,
p. 7
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inerease in steam railroad passenger volume. Railroad
passenger traffic peaked in 1920, when 1.2 billion
passengers generated 47.3 billion passenger-miles. By
1929 approximately 483 million passengers or 38|
percent of the 1920 volume had been lost to the
automobile and bus. Deficits began to appear in 1930
and in three vears. passengers and passenger-miles lell
to about one-third of the 1920 levels,

Section 2077 of the Supplemental Code of lowa
(1913), stated that Class I ranlroads would be
restricted to two cents compensation per mile [or
passengers. In 1920, the railroad commission
authorized increases in the intrastate freight rates to
correspond to those ordered in the general rate
increase case but dismissed the carriers’ request lor
higher passenger fares and surcharges on sleeping and
parlor car service for lack ol authority under the lowa
statutes. The fare at that time was three cents per
mile. ordered by the Director General during the
federal control period. The railroads petitioned the
1CC for permission to continue these fares and
charges rather than revert to the two cent fare in the
lowa Code.

A decision was handed down in 1921, Intrastate
passenger lares in Hhinois, Wisconsin and Minnesota
were three cents and were found lower than those
established for interstate travel, thus unduly
preferring intrastate and unjustly discriminating
against imterstate commerce. These were ordered
increased. The advantage of the lower lowa intrastate
fares was obvious when the Council Bluffs-Burlington
charge of S8.61 for 286 miles was compared to the
Omaha-Burlington fare of $10.64 for 290 miles. The
1CC ordered the fare to be three and six-tenths cents
per mile with a surcharge of 50 percent on pullman
and parlor car service

Merger Proposals

Mergers or combinations had been common in the
railroad industry, but these had the objective of
completing the individual railroad complex. However,
the 1920 legislation encouraged consohdation
designed to combine large and powerful railroads into
giant regional or national systems. It seemed timely
therefore for Hale Holden to dust off a plan originally
proposed by James J. Hill to merge the CB&Q with
its proprictory companies, the NP and GN railroads,
into a new company to be known as the Great
Northern Pacific Railroad. After prolonged public
debate and hearings throughout the decade., the 1CC
in 1930 approved the merger of the two Northerns on

condition that the CB&Q be divorced (rom their
control. The potential loss of this strategic railroad
was not dcceptable and the proposal was dropped.”

Empire building by mergers through stock control
was also on the mind of Edward N. Brown of New
York and his associates who controlled the Frisco,
but his plan never proved practical. James Gannon,
president of the CRI&P, had made considerable
progress since 1920, aided by discovery of oil at El
Daorado on the Arkansas lines and increased ol
movements from Oklahoma and Texas. Charles
Hayden was chairman of the executive and finance
committees which set company policies geared to
inereasing net income to a level where dividends on
common stock were possible. No matter that
maintenance had to be deferred to meet this goal, it
was, in the words of Hayes, “Dividends or Bust.'™

Brown saw in the CRI&P the use of dividends to
shore up his shaky financial position, so that in 1926,
having purchased 183,000 shares of its stock. he
claimed seats on the Board of Directors. Brown and
Jerome Hinscham, a New York banker, were
appointed to the executive committee and J. M.
Kurn, president of the Frisco, was placed on the
finance committee. The Brown group was in control
and dreamed of merging the two roads. In 1927, the
CRI&P common stock earned $12.10 per share and
distributed a dividend of five percent; in 1928. the
earnings were $12.81 and the dividend. six percent:
and in 1929. a record-breaking year. earnings reached
$14.04 with a dividend of seven percent, which held
through 1930 although earnings dropped to $5.56 per
share. The 1930 dividends were paid out of surplus.

" Piersall v Great Northern Railway Company. 161 U S, 646
(1896). An attempt was made during the 1890% to merge the Grea
Northern and Northern Pacific. 1t was blocked by the U.S
Supreme Court as confrary 1o the laws of Minnesota, stating thit
public regulation would be a “feeble protection agamst the
monopaly thus created 1f o cambination was eltective. ™ The merger
ol the Burlington, Great Northern and Northern Pacilic was [inally
approved in 1970 under the carporate title of the Burlington
Northern Railraad

! William: Edward Haves. fron Road to Empire, The History of
100 Yeary of the Progress end Achievenenis of the Roek Island
Linex, New York; Summans-Boardman, 1953, p, 211
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Thirty-two million dollars in 30-year bonds were
issued for new equipment, extension of lines in
Missouri, and realignment of track on the main line
Irom Chicago to Kansas City. As a result, the total
debt of the road in 1930 was a staggering $380
million, carrying an annual interest cost of $13.8
million. In the annual report for 1930, stockholders
were assured that the properties were in excellent
condition, adequate to handle the expected return to
normal traffic. even though acknowledging that a
reduction in gross revenue was possible, What the
report did not mention was the acquisition of 25,000
shares of Frisco stock for $1.7 million, also paid out
of surplus. Brown paid an average of $70 a share, and
by the time the purchase was approved by the
directors the price had dropped to $46 and was still
falling. At the end of 1930, the dream of merger had
vanished and both roads were in unstable financial
positions.

Bankruptcies

Two railroads went into bankruptcy during the
1920, Financial reverses during and after the war,
the agricultural depression, and an unfavorable
economy in their territory resulted in a petition for
receivership by the M&StL in 1923. The CM&StP
had completed its expansion in lowa but extended its
lines into other areas. Since the early years of the
century, the road planned to build to the Pacific
Coast. The route required construction of 1.400 miles
over five mountain ranges, a bold step indeed at that
time. By 1909, freight and local passenger service had

been opened to Seattle and Tacoma and by 1911,
through passenger trains were in operation. However,
the heavy expenditures for construction and
maintenance, the increased water competition when
the Panama Canal was opened in 1914, and the
depressed economic conditions in the Northwest
forced the road into bankruptey in 1925, In 1928, the
railroad was reorganized under the name of Chicago,
Milwaukee, St. Paul and Pacific (CMStP&P), the
word “Pacific” added to the former corporate title.

Railroad Operations in lowa

Following the transition to private ownership, lowa
railroads gradually returned to normal operations and
showed continued growth during the decade. Three
tables (Tables 7-1, 7-2. 7-3) using subjectively selected
two-year intervals present a trend analysis. The first
includes mileage operated and earnings; the second,
revenue freight traffic in the major commodity
classifications; and the third divides revenues into
passenger and freight categories.

The decrease of 142 miles of road operated was the
result of abandonment of 91 miles of branch lines on
the CRI&P. M&STL and Muscatine, Burlington and
Southern Railroads. The remaining 51 miles were due
to line corrections and realignment of track, From a
relatively low level in 1921, the first year ol postwar
private operation, net earnings and earnings per mile
rose in each of the selected years. Operating ratios
averdaged 91 pereent for |8 railroads reporting in 1921
and fell to 79 percent for 15 roads in 1929,

Table 7-1

Comparative Earnings and Operating Expenses of Railroads
Operating in lowa, 1921-1929, for Selected Years

Gross
Year Mileage' Earnings?
(Thousands)
1921 9841 S148.509
1923 9,827 153.216
1925 9,756 139,764
1927 9,744 141,779
1929 9 699 151,472

Earnings
Expenses? Net Earnings? Per Mile
(Thousands) (Thousands)

S13K8.621 § QK88 S1.005
131.621 21,627 2.201
115.819 23,945 2.454
116,617 25.162 2,582
118,757 SERTR ) 3372

(Source: lowa Railroad Commission, Annual Report, 1930, pp. 6-7.)

L Excluding trackage rights.
! Figures rounded to the nearest unit.
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Table 7-2

Revenue Traffic of Railroads in lowa in the Major Commodity
Classifications for Selected Years, 1923-1929

Commodity 1923 1925 1927 1929
Classifications Tons' % Tons! % Tons! % Tons! %
Products of Ag. 12372 31 10,341 26 15.901 25 17.917 24
Animals & Prod. 4.376 I 4.286 1] 1 i) 09 6,496 (9
Prod. of Mines 9.193 23 9,018 23 16,036 25 20,238 27
Prod. of Forests 2,561 06 2.474 06 3.655 06 3.826 05
Man. & Miscell. 9,346 24 11,069 29 19.422 3l 23,136 3
L ess-Carload 1,785 05 | 841 05 gl 04 3,205 04
lotals 39,633 100 39.029 100 63.506 100 74818 100

tSource lowa Railroad Commussion, Annual Reports lor Selected Years:)
1o thousands of tons ol 2,000 pounds

Table 7-3

Passenger and Freight Revenues of Railroads Operating in
lowa for Selected Years, 1921-1929

Year Passenger Revenues Freight Revenues Net Operating Revenues!
(thousands) (thousands) (thousands)

1921 $31,7422 $105,1032 S 9 8BEE:

1923 27,796 112,883 21,627

1925 23,601 104,476 23.945

1927 21,009 108,389 25,346

1929 18,045 119,212 32,699

{Source: lowa Railroad Commussion, Annual Reporis [or Selected Years )
I"Gross operating revenues minus gross Operating expenses
* Figures rounded to the nearest unit

['here was no commodity data in the Annual Report $18.7 million in 1921 to $32.8 million in 1929. Less-
for 1921. Between 1923 and 1929, revenue tonnage than-carload traffic was not seriously impaired by
increased by 88 percent with all classifications motor carriers at the end of the decade.

showing some increase. As a percentage of total The table speaks for itself. Passenger revenues showed
. self. Passenger revenues show

a declining trend throughout the decade, freight
revenues fluctuated but rose significantly from 1921
to 1929, and net operating revenues provided a key to
a relatively prosperous railroad situation.

tonnage, however. two categories showed little or no
change: agricultural products and animals and
products declined, whereas, mine and manulactured
products increased percentagewise. The tralfic gains
in the latter group were not surprising when value
added to manufacturing was considered, rising [rom
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Electric Interurbans

The interurbans reached their highest level of earnings
in 1920, while operating 514 miles of single track,
However, by the close of 1929, gross earnings had
fallen by 30 percent and net earnings per mile by 70
percent with four fewer railways reporting to the
commission. As contrasted to the 50 percent decline
in passenger revenues, freight revenues rose by 40
percent. The operating ratio of 81 percent in 1921
increased to 90 percent in 1929, Both interurbans and
street railways were affected by improvements in
highways, paving of city streets and the increased use
of motor vehicles. Throughoeut the twenties, line
segments of the interurbans were abandoned as were
routes on street railway systems. Motor buses were
introduced. services curtailed and fares increased to
meet the competition. No city was immune from the
changing public response to the automobile age; they
directed their efforts Lo preserve the street railway
systems through reorganizations and operational
technigues designed to reduce operating expenses.

The Motor Vehicle in lowa
It was assumed that the number of motor vehicles had
steadily increased year after yvear, but the extent of the
increase was not generally known. In 1905 there were
less than 1,000 vehicles in the state: a decade later the
number reached 147,078, The percentage of increase
declined but the numerical increase became larger. By
1920 there was one motor vehicle for every 5.5
persons and by 1925, one for every 3.6 persons,
surpassed only by the state of California. The number
ol vehicles on farms was second only to Texas. Table
7-4 presents the total vehicle registrations between
1905 and 1927 together with the ratio between
registrations and population,

Distance between towns in rural lowa may have been
a factor in the ratio of vehicles to population. In 1920,
automobiles accounted for 90 percent of highway
traffic and rose to 98.8 percent in 1926. In the latter
year. 14.4 percent of travel was interstate, 29.6
percent was intercounty and 56 percent was on an
intracounty basis. By 1927, automobiles were
responsible for approximately 85 percent of total
highway traffic in the state.

In addition to the expenditures for construction and
maintenance, an tmportant item in highway
transportation costs is that of vehicular operation.
With increased volume, savings in operation made
possible by improved roads became an irrefutable
argument for construction of all-weather roads. Table

7-5 shows how savings could accrue, using the
Lincoln Highway as an example. Data was obtained
by actual vehicle count. Fuel costs were estimated by
tests conducted by the Engineering Experiment
Station at Ames.

Table 7-4
lowa Motor Vehicle Registrations

Total Vehicles No. of Persons Per

Year Registered Motor Vehicle
1905 799 2,766

1910 10,422 2154
1915 147.078 16.03
1920 437,378 5.50
1925 659,202 .65
1926 TI8.013 3.37
1927 782,634 3.31

(Sowrce: Charles H. Sandage, The Mator Vehicle in lowa, lowa
City: Bureau ol Business Research, Febroary 1928, p: 4)
" Estimalted

Estimates of economies resulting from motor vehicle
operations on surfaced rather than earth roads did
not consider cost of travel under unusual conditions
over rough and slippery highways. Wear and tear on
tires and chains, engine or car damage, loss of time or
injuries to persons were not included, These items
were under investigation to determine the life of
automobiles on different types of roads. However,
even with the data at hand. the thoughtful motorist
needed little proof to convince him that bad roads
had an appreciable impact upon the depreciation and
maintenance of his vehicle.?

4 Further studies were published by Robley Winfrey, dutomahile
Operating Cost and Mileage Studies, Bulletin |06, Ames:
Engineering Experiment Station, July 19312 and Ralph Moyer and
Robley Winlrey, Cost of Operating Rural Carrier Motor Vehivles
on Pavemeni, Gravel and Earth, Bulletin 143, Ames: Engincciing
Experiment Station, July 1939
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Table 7-5
Fuel and Maintenance Costs Alone Would Pave
Lincoln Highway in 15 Years
(East of Ames)

Daily Average Traffic
Daily Average Tonnage

Sayvings per ton-mile on Concrete over Gravel

904 vehicles
1,232 1ons
(.38 cents

Daily Average Fuel Saving per mile $4.78
Savings per mile, per Year $1.746
Cost per mile of Maintaning Gravel, Average $803
Cost per mile of Maintaining Conerete, Average $89
Fuel Savings plus Maintenance Saving per mile, per Year, nets $2.460
Average Cost of Concrete in 1922 $26.400
Average Interest on Investment per mile for term of Years $660
Fuel and Maintenance Saving less Interest Costs nets $1.800
Net Savings would pay for Road in 15 Years

(Nowrce Town State Highway Commission, Service Bulletin, August-Septembes, 1922, po 13)

Supervision of Motor Buses and Trucks

The General Assembly gave the railroad commission
supervision of motor buses and trucks in 1923,
requiring the addition ol a motor bus department.
fater changed to a motor carrier department. The law
was difficult to interpret. There were no penalties for
violations except revocation of certilication, unless
they were deemed a misdemeanor, Also,
appropriations were inadequate for employment of
supervisors and inspectors: In 1924, the commission
noted that many persons were operating motor buses
and trucks contrary to the law; that they had great
difficulty in determining what “public convenience”
signified, either in law or in fact, and whether
evidence would show that the proposed service would
actually promote the public welfare. The law was
challenged by various organizations. Manufacturing
firms objected to it. County supervisors protested that
authority given to heavy vehicles would injure or
deface their roads, Railroads fought the threat of
short haul competition and the resultant loss of
revenue, Civie bodies split on the issue, whereas,
small communities generally indicated support.

In 1929 the law was clanfied, and under its provisions
the commission published rules and regulations
covering operations of trucks, elfective July 1. These
covered applications for permits, annual fees ($5.00),
liability insurance requirements, schedules of rates
and charges, equipment certificates, marking of trucks
(permit number and owner), freight receipts, accident

reports, safety requirements, and the sale or lease of
the permit. At the close of 1929, there were 12 Class |
passenger carriers certified with annual gross
operating revenues of 830,000 or above. Twenty-two
passenger and 99 freight-hauling vehicles were
operating in Class 11— revenues under $30,000. The
number of employees in the motor carrier department
of the commission had risen from three in 1923 to 39
in 1930,

A Busy Railroad Commission
During the years 1920-1924, valuation of lowa
ratlroads was a concern 1o the commission.
Provisions of the 1920 Act required an aggregate
valuation to be made; also. that it be Kept current and
established to state lines. The work required
permanent employment of a valuation department,
established in 1921 with 1. R, Rolls as yaluation
counsel and five land appraisers. Control over motor
carriers and airport construction were responsibilities
of the commission. In addition to the seemingly
endless number of cases on grain elevator sites, their
rental terms and contracts, the commission was
responsible for: farm and public highway crossings,
separation of grades, warning signals, applications for
building stations, terminals, spurs and switch tracks,
warchouses, electric transmisston lines, etc. The
variety and number of cases handled by the
commission during the 1920s are found in Table 7-6.
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Table 7-6

Cases Decided by the Railroad Commission During the
Decade of the 1920s

Air-
Year R.R.! Express ports?
1920 2580 20 —-
192] 208 1! ---
1922 295 2 ==
1923 147 3 =
1924 209 4 s
1925 143 5 -
1926 189 [
1927 227 | -
1928 111 | -
1929 126 2 4
Total 1,935 60 4

Elec. Motor Ware- Signal
Trans. Carriers houses Engineering?
30 — — =
26 —
6 — — L2
42 18 =
82 150 — =
174 391 2
137 301 | 49
167 183 - 36
214 241 - 263
38K S88 2 SATA
1.296 1.872 % 773

{Sowurce: lowa Railroad Commission, Annual Reports)
! Including condemnation cases.
Applications lor bullding permits.

" Interlocking, signal and salety devices at crossings but not regular inspections

The State Highway Commission

Highway Progress

There were startling contrasts in highway conditions in
1920, In some instances, roads were so impassible that
county engineers had to lay planks over mud holes. Just
when lowa had begun to feel proud of her excellently
graded earth roads as a near [oundation for paving, it
was rather humiliating to have to return to pioneer days
of plank roads to keep them passable. The driver of a
motor vehicle on the famous Lincoln Highway between
Ames and Nevada was not consoled that the road was
surfaced with gravel when it did not drain properly. On
the other hand. concrete surfacing was progressing
slowly. One example was the Des Moines-Ankeny
stretch of the heavily traveled Des Moines to Ames
highway. No road in the state had been “cussed™ or
*discussed™ as much as this section of one of the oldest
roads leading to the state Capitol. It had passed through
every stage of highway improvement, having been
scraped, dragged, wheel-scraped. blade-graded and
steam-rollered. It had been a prairie trail, earth road
and an oiled dirt and graveled road. Finally, it was built
into a 20-foot concrete highway with hopes that it
would last for at least one generation.

Under federal law, the Seeretary of War was
authorized to distribute excess war materials to
various state highway departments. In March, 1920,
lowa received 578 motor vehicles consisting of 512
trucks, 37 cars, and 29 ambulances. Also included
were 16 tractors, two concrete mixers, and other
miscellaneous equipment. Of the total. 288 trucks
were distributed to counties and to seven state
institutions which had control over their roads. To
store and properly care lor the equipment, the state
had to provide lacilities. A tract of land, west of the
Des Moines branch of the CNW lying along the
Lincoln Highway in the south edge of Ames. was
leased lor seven years with the privilege of purchase in
two years. On this land four buildings were erected
They were 52 x 142 feet, constructed of hollow brick
tile. with a rubberoid roof and cinder flooring, to be
used as storage warchouses. Title and possession of
the equipment remained with the highway
commission, but could be assigned to the counties lor
highway work with the understanding that counties
would maintain the equipment in good condition and
pay all costs.

The year 1921 was the first since the primary road law
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was enacted that 1t was possible to carry on road
construction without delays lor reasons beyond state
control. There were three and one-hall times as much
graveling and paving and two and one-hall times as
much grading as had been accomplished in 1920, The
construction also played an important part in
relieving unemployment in communities where the
work was in progress. Since primary road
construction was not funded by property taxes, the
work did not increase tax levies exceptin a few
counties where bonds had been voted by the people,

Congress, in the Federal Act of 1921, authorized the
Secretary of Agriculture to select and establish with
cooperation of State Highway Departments, a system
ol national roads comprising not over seven percent
of the total mileage of the nation. The lowa primary
road system included approximately six and one-half
percent (6,422 miles) of total mileage and was laid out
on a state rather than a county system. The network
met all of the requirements of the federal program
with minor adjustments along the Missouri berder

I'he interstate system would consist of important
through east-west transcontinental as well as Gulf-to-
Canada routes, which in lowa would include portions
ol the Lincoln and Jefferson Highways, the River-to-
River Road, plus such routes designated for long-
distance interstate traffic. The balance of the lowa
primary svstem would comprise the federal
ntercounty system.

Planks covering mud holes on Griond Avenue, north of Ames, 1920
(Courtesy: lowa State Highway Conumission)
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Des Moines-Ankeny concrete road, 1920

(Courtesy: lowa State Highway Commission)

Numbering and Marking Highways

With the advent of the automobile in the early 1920s,
signings and markings became prevalent on principal
highways and in and around cities. Naming,
numbering and marking roads began with motorist
associations or clubs, Chambers of Commerce, and in
some instances, the states. Numbering county roads in
lowa was proposed as early as 1915 and 1916 under a
system whereby the state Capitol would be the central
location and roads would bear such designations as
North 1, 2, etc.; South 1, 2, etc.; East I, 2, etc.; West
. 2, ete. The idea was that a tourist who found
himself at a corner marked North 67 and West 32
could locate himself instantly. Chapter 70 of the Acts
of the 37th General Assembly described a system of
numbering township roads for the purpose of
designating road-dragging districts.

Marking primary roads began in 1920. Standard

symbaols were adopted with each main traveled road
given a specific number, painted on telegraph or
specially built poles at every intersection, turn or
crossroad between transportation centers. For
example. the Jefferson Highway became No. [; the
River-to-River Road, 7; the Red Ball Highway, 40;
the Lincoln Highway. 6; and the Blue Grass Trail,
No. 8. All numbers corresponded to those used on
connecting interstate routes in adjoining states.
Marking was important to provide directions for the
rising tide of motorists who had depended upon local
trail associations and automobile clubs for route
guidance.

From the total of 1,068 cities, towns and villages in
the state, 556 were on the primary road system,
including all towns over 1,000 population, except for
Hiteman, Buxton and Lockman. mining camp
communities. Eighty-five percent of the state’s
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population either lived on the system or in towns
nearby. Every county seat was linked by the most
direct route to every other county seat and with the
state Capitol and other important centers. With such
coverage, it was necessary that a uniform numbering
system be developed. There was no interference with
the special signs to indicate association trails.

Road assoctations smeared paint ol various colors on
telephone poles as high as painters could reach and
when the colors gave out, the roads were marked with
association names. The rivalry was intense between
main road associations and private automobile
owners to show off their roads and attract people to
the communities served. An example of an
automobile guide for motorists traveling between
Mason City and Des Moines 1s found in Table 7-7,
Note the precise directions, landmarks for
identification and the total and intermediate mileages
listed.

By 1924 there were at Jeast 250 marked trails
nationwide and about 64 in lowa, sponsored by
separate organizations, each with its own
headquarters which 1ssued maps and other materials
and collected support funds. The situation finally
became so confusing that the American Association
of State Highway Officials (AASHO), acting upon
recommendations of the Mississippr Valley

Association of State Highway Departments, approved
a resolution calling for a Board of Public Road
Engineers to formulate a system of numbering and
marking interstate highways. The chairman was
Thomas MacDonald, and Fred White of the lowa
department played a prominant role. Initially, an
interstate system of 75,884 miles was established, of
which lowa supplied approximately 3,000 miles.
Within lowa, five routes crossed from east to west
and five north and south and were renumbered to
conform to the lederal plan. The Jefferson Highway.
formerly State Highway No.l, became U.S. 65, and
the Lincoln Highway was changed from State No. 6
to LS, 30, A partial list of lowa’s portion of the new
numbered interstate system is shown in Table 7-8.
The new markers were placed on the roads in 1926
and the familiar black and white shields have guided
American motorists ever since (Fig. 7-1, 7-2, 7-3).

Private trails were replaced by one or more of the
UL.S. numbered routes. and one by one the trail
associations disappeared, their purposes accomplished
in promoting road identification. Yet, for many vears
afterward and to the present. sections of highways in
many states continued to be referred 10 as “the
Lincoln Highway," “Prairie Trail.” “Dixie Highway.”
and “Yellowstone Trail,™

Placimg monolithic brick pavement for the Des Moines to- Camp Dodge road, 1917-1918;
(Courtesy: lowa State Highway Cammission)
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Rolling the Des Moines to Camp Dodge brick pavement with a 700 pound roller, 1917-1918

(Courtesy: lowa State Highway Commission)

Numbering License Plates

In January, 1922, every lowa county was given an
individual prefix number for its license plate followed
by a dash and the number assigned to the individual
motor vehicle which could run as high as necessary.
For automobiles, the five counties having more than
10,000 cars registered-Polk, Woodbury, Scott. Linn
and Pottawattamie-were given the first five numbers
in the order mentioned. The remainder of the
counties, starting with Adair with six. were numbered
in alphabetical order to 99. Black Hawk County was

12; Dubuque, 36; Johnson. 57: and Story. 86. In 1927,

letters from A to N were assigned as prefixes for
counties with 9.000 or more registrations. Black
Hawk. Dubuque, Clinton, Webster, Cerro Gordo and
Des Moines joined the previous five counties with the
highest registrations. Now Adair took | and the
others followed in alphabetical order. Johnson
County carried 47 and Story 76. License plates
showed black colors on a white background, a color
scheme selected by lowa and five other states.

The Primary Road System in the Early Twenties
Most of the improvements on the primary roads were
mainly in the form of grading and graveling. Actually

when dry and well-maintained, the earth roads were
excellent highways, but no matter how well they
handled traffic in dry weather, in rainy seasons they
became quagmires. A lfamous incident in 1922
illustrates the point. Following a homecoming
football victory on a rainy November 12 at lowa City,
hundreds of motorists were mired in the mud enroute
to Cedar Rapids. Their plight provided a bonanza {or
farmers who used teams of horses to extracate the
cars, charging as much as $50 for each vehicle in
addition to a fee for overnight accommodatons for
those who sought them. The Chicago Tribune’s
headline the next day read; “Autos Stuck in lowa
Mud: Gold Harvest in lowa, ™"

lowa’s economic advantages were hampered by poor
roads. In 1923, the Greater lowa Association spent
large sums of money in Eastern newspapers
advertising the potential economic wealth ol the state,

M George S, May, “The Good Roads Movement in Towa,”
Palimpsest 46 (February 1965): p. 68
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Route 267

Transportation in lowa

Fable 7.7

Automobile Guide for Motorists
Mason City Section

Route 267— Mason City to Des Moines, Ia.—133.4 m.

Route map, page 184 Reverse route, No. 205
Via lowa Falls, Story Citv-and Ames. Good dirt roads most of the

way.

I'he Blue Book ciar did not cover part ol this route between lowa Falls and Ames. the
duta having been compiled from accurate localinformation and no trouble should be

encountered in following same,

MILEAGES
Fotal Intermed.
(0.0 0.0
9.8 9K
10.2 04
15.1 " "4:9
156 05
288 132
439 151
46,7 2.8
470 0.3
B S R
47.2 0.1
506 94
atol: 05
622 35
651 2.9
7l R ] 1)
821 6.0
3.1 1.0
85.1 2.0
87.1 2.0
930 59
94.0 1.0
100.0 6.0

(For this and other exits, see city map, page 185))

MASON CITY, Main & State Sts.— park on right.
Go south on Main St. with trolley under RR. 0.7. Cross
RR. I.5.

End of road: turn left with telephone to next
Right-hand road—poor road ahead; turn right with
poles. passing Rockwell 1o left 11.8, crossing RR. 12.9.
End of road; turn right with wires to next.

Left-hand road: turn left, still with poles. Avoid good
road to right into Sheffield, crossing RR. 28 3 into west-
ern edge of

Hampton, large brick high school on left—business cen-
ter a few blocks to right. Straight ahead. crossing RR.
29.3. continuing straight south through all intersections.
Cross RR. 43.7.
d-corners; turn night. Cross RR. 46.1 and 46.4, running
onto Rocksylvania Ave.
Tremont St.;: turn left 2 blocks and then right on
Washington Ave.

lowa Falls, Washington Ave. & Main St.

Keep ahead on Washington St.

Fordiverging routes see index map, page |84
d-corners; turn left between livery stable and blacksmith shop
Fork: bear right across iron bridge, crossing RRs, 474 and
47.6. Jog night and left with road 48.7, 50.1 and 50.6
4-corners; turn right.

Lefi-hand road: turn left past school on right 58 |
4-corners, RR. just ahead; turn right, avoiding road to lef
leading into Hubbard 62.6

End of road: jog left across RR. and immediately right along
same. Cross another RR. 67.6. continuing straight ahead, lol-
lowing RR. through Radcliffe 69.6
d-corners: turn left around school.
d-corners: turn right,
4-corners: turn left. shortly running onto winding road. Turn
square right with road 84.6

Left-hand road; turn left

Story City. Turn rightalong RR., turning leltacross same 87 6.
Pass school on left 89.0.
d4-corners; turn right around school
4-corners; turn left. Pass school on right 96,0, running onto
winding road.
4-corners: turn left.
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Table 7-7 (Cont)

Mason City Section Route 268

100.4
101.3

1095

117.6
181

130.8

1311

132.1

1334

0.4
0.9

1.0

3

Right-hand road; turn right.

Ames. Business center on right,

Ames Auto Co.

For diverging routes, see index map, page 184,

Straight ahead on Duff St. across RR., keeping straight south
across RR, 106.7. Meeting trolley from right just bevond.
follow same for over a mile, where turn left with road 109.0.
End of road: turn right past Huxley to right 110.7, crossing RR.
110.8.

End of road. school on left; turn right to first.

Left-hand road at trolley crossing; turn left, following trolley
strajght south, jogging right and left across same 120.1, Take
first right and first left with main travel to

ANKENY. Go east 1 block from center of town, where turn
right.
4-corners immediately after crossing RR.; turn leftalong tracks
curving right away from same 123.1. Straightahead throughall
crossroads. passing County Poor Farm buildings 126.7.
through old mining settlement of Marquesville 127.6, same
thoroughfare becoming 14th St., which follow
Washington Ave., brick school on right: turn right. leaving
trolley to first paved cross-street.

12th St.; turn left crossing RR. 131.2. picking up trolley from
left 131.8.

Grand Ave., Historical building on right; turn right with trolley
to far side of Capitol Bldg.. where turn left | block. then right
onto Locust St., which follow straight ahead across long con-
crete bridge 132.9 to center of

DES MOINES, Locust & 5th Ave,

Wellington Hotel, Sth & Grand.

lowa Auto & Supply Co.. Fourth & Locust Sts

For city map. see page 135 For diverging routes, see index map, page 137
For diverging routes, see index map, page 210

For through connections, see trunk-line chart and map in front of book

(Sonrce: Official Automobile Bluebook, 1913, Automabile Bluehook Publishing Company, Hlinois, 1913 104-105/)
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hoping to attract industries and people. The money lrom the sale of additional eggs could be used
Bridgeport, Connecticut Evening Post, perhaps to build permanent surfaced roads. “Who would live
smarting over lowa's victory at Yale in 1922, replied in this kind of state, for all its agricultural wealth?”
editorally that lowa’s fooiball fans laced the prospect the editor asked. Naturally, lowa newspapers

of spending Saturday nights in their cars during rainy responded in the same spirit of friendliness and
periods. The editorial further suggested that each compassion.

lowa tarmer should add one hen to his flock so that

lable 7-8

TOWA'S PORTION OF THE NEW 1. 8. INTERSTATE SYSTEM
Federal  Former Primary
Number oad Number  Mileage Houte
1. 5. No.18 No. 19 2KT MeGregor-Mason City to Pri-
mary Road No, 22
1!, S. No. 20 No. 5 201 Dubuque to Fort Dodge
No. 23 130 Fort Dodge to Sioux City
1.5, No. 30 No. 6 369 Clinton to Council Bluffs

1. 8. No. 32 No. 7 151 Davenport Lo Des Moines
No. 2 141 Des Moines to Council Blulfs

. 5. No. 4 No. 8§ 283 Burlington to Council Blulfs
1. 8. No. 53 No. 20 324 Minnesota State Line thru Du-
I'. 8. No, 61 bugue to Missouri State Line
U. S. No. 63 No.. 2 (] Des Moines to Oskaloosa
No. 24 32 Oskaloosa to Ottumwa
No. 13 36 Ottumwa to Missouri Stale Line
1. 8. No. 65 No. 1 228 Minnesota State Line Lo Leon
No. 3 14 Leon east 14 miles and south to
Missouri Line at Lineville
No. 14 22 Road No. 3 to Missouri State Line
L. 5. No. 69 No. 1 20 Leon to Missouri State Line
. 8. No. 71 No. 4 86 Minnesota State Line to Early
No. 23 10 Early to Sac City
No. 18 154 Sac City Lo Missouri State Line
U. 8. No: 75 No. 22 R i Minnesota Stite Line (o Sioux
City
No. 12 7 Sioux City to Missouri Valley
['. 8. No. 161 No. 28 72 Dubuque to Cedar Rapids
No. 40 123 Cedar Rapids to Missouri State
Line
[1.S.No. 218 No.40 139 Minnesota State Line to 'rimary

Road No. 6 west of Cedar Rapids.

{Scurce. lowa Stare Highway Commission Service Bulletin, 1923}

PRIMARY

39

ROAD

Figure 7-| Fipure 7-2 Figure 7-3
Primary road markers New promary road markers New LS. road markers
prior o 1926, adopred m 1926 adopted in 1926
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(Courtesy: lawa State Highway Camnussion)
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(Courtesy: lowa State Highway Commussion)
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State Policy Requested on Future Highway
Improvements

As long as the roads remained in a generally
deplorable condition, economic and social progress
was in jeopardy. The lowa farmer was the heaviest
loser since he used the roads most often; consolidated
school moyvements were crippled and rural churches
closed during the winter and early spring. These
conditions were recognized in 1922 when Fred White
challenged state officials and legislators to decide
future policy relative to highway surfacing (Fig, 7-4).
Traffic had outgrown the unsurfaced roads, and the
rapid increase in vehicle numbers. size and weight was
causing problems. lowans owned 718,000
automobiles, in¢reasing the daily average of cars on
the roads from 20-30 to 500-600, Speeds had risen
from 4-8 to 25-35 miles per hour, and loads increased
{rom 2 to 10-14 tons. Some action was necessary, and
quickly. Highways in 1921 carried more passengers

than railroads and nearly as much freight at almost
equivalent speeds, The question While raised was
whether primary road improvements should end with
graded earth roads or with hard surfaces.

He also indicated that road revenues averaged $552
per car registered in 1910 as contrasted with $50 per
vehiele registered in 1921, Supporting his position
were studies showing comparison of lowa's license
fees with averages in other states on different models
ol automobiles (Tables 7-8, 7-9). Additional suppart
came [rom research by the highway commission and
the lowa State College which concluded that when
traffic reached 320 tons per day on an earth road or
470 tons on a graveled road. it became economical to
pave (Table 7-10), Paving could be financed through
bonding. It was estimated that savings in vehicle
operating expenses would retire bonds and pay
interest charges over a 15-vear period.

Figure 7-4
Primary Road System by surface type, 1922
(Courtesy: fowa State Highway Convmission Service Bullenn, 1922)
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lowa Motor Vehicle Fees Lower Than Average for the
United States

Table 7-8

COMPARISON OF AUTOMORBILE LICENSE FEES AND TAXES COLLECTED IN UNITED STATES

Ford Dodge Buick 6-cyl. Cadillac 8-Cyl, Packard 12-Cyl.
5-Pass. Tour. 5-Pass. Tour. 5-Pass. Tour. 7-Pass. Tour. 7-Pass. Tour.
15 Mi. per gal. 13 Mi. per gal. 12 mi. per gal. 8 mi. per gal. 6 mi. per gal.
Country City Country City Country City Country City Conntry City

IOWa o v u e iuii.s 31140 $11.40 $19.40 $19.40 3$26.00 $26.00 $48.40 $48.40 $67.00 $67.00
Average all states......... 14.54 19.58 19.32 29,69 24,33 3842 41.85 7537 b3.67 90.08
DIHEYatieen pliun ae ke e il viis 3.14 8.18 .08 10.29 1:67 " 1242 708 2697 13.33 '32.08

Basis of Computation—Registration Fee. Actual Amount.

Personal Property Tax—Assessed Valuation taken at 609% List Price. Levy taken at 60 mills in country
and 170 mills in city.

Gasoline Tax—4,500 miles driven at rate of gasoline consumption given for each car above.

lable 7-9

ACTUAL TAXES AND FEES PAID ON MOTOR VEHICLES IN CERTAIN CITIES IN UNITED STATES

[ Place Ford Dodge Buick Cadillac Packard
Jefferson City. Missouri,.. ... State tax + city tax of 4 the
rate charged by State........ $23.08 $35.94 $48.30 8 91.11 §121.76
Pierre, South Dakota........ Registration fee $6.00 flat. ... ... 26.59 i 73- R R U 7 Uiy 2
Little Rock, Arkansas. .. .....State tax —+ city tax of $5.00
county tax of $2.645 per $100.
509 assessment: .i.ivscae e 30.82 44.84 55,62 104.77 135.36
Lincoln, Nebraska .......... Registration fee -} county tax
1% of list price + city tax
gt ot list. pricey, e aiian 16.28 NPy 48.40 091.23
Raleigh, North Carolina...... State tax - city tax of $1.00 +
$2.50 per $100 on valuation of
e B SRR e S e B 1 26.50 e 54,75 100.12
Madison, Wisconsin .. ....... State tax -+ ecity tax of 23 mills
| on 90% of trme value of car.. 19.20 37.00 T74.75
Any city, New Hampshire....State tax 4 city tax of 24 mills
of gt price.’ . i vulianss, 25.89 40.32 51.00 99.84
Any city, Rhode Island.,..... State tax -+ city tax of $23.00
per $1,000 on 907 of list price 21.40 <SG 41.59 i i T e
Anyicity in TOWa cu v coveme sy Registration fee only........... 11.40 19.40 26.00 48.40 67.00
| - o = -

(Source: lowa State Highway Comnission Service Bulletin, 1923
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Lahle 7-11)

Tests Show That It Pays to Surface Dirt Roads When
Average Daily Traffic Reaches 320 Tons

VEHICLE OPERATING COSTS ON VARIOUS TYPES OF ROADS

(Cost in conts per ton-mile)

Saving in Operation
of Motor Vehicles
Will Pay Interest

and Retire Bonds in
Maximum Period
of Fifteen Years.

Gravel Economical
Until Traffic Reaches
Daily Average
of 470 Tons.

F. R. White,
Chief Engineer, as
President of
American Associa-
tion of Highway
Officials, Gives
Information Based
on Iowa Tesis to
(Congressional Com-

mittee.

Solid tire Prew. tire  Automobiles, Motor busses
truchs, truchs, 25 to 35 cts, bus-mi.
Type of Surface 10M. P.H. I5M.P.H. M. P. H. 25 M. P. H.
Best gravel, yearly average...... i <) 7.70 9.3 22.50
Average P. C. concrete and asphalt
Glled, bricle 5 fiaa iy e siareiacy B.00 8.3 10.00 24.00
Best P. C. concrete and asphalt
flled brick: oy oo arevinnnie & r 7.70 9.3 22.50
Best gravel, yearly average...... 8.5 8.8 109 25.7
Ordinary gravel, yearly average.. 9.0 9.40 11.8 27.8
W. B. Macadam, well maintained.. 87 B.95 114 26.0
Bit. macadam, well maintained. ... 8.5 B.80 10.6 25.7
Average sheet asphalt yearly aver-
age temperature ........... 8.10 8.3 10.00 24.0
Average asphaltic conc. yearly av-
erage temperature ......... 8.00 8.3 10.00 24.0
Best earth, well packed by traffic,
yearly average .....o.0000. 9.0 9.40 11.70 27.8
Ordinary earth with light traffic,
yearly average ... ....cui000 9.5 9.95 12.6 29.6

(Source: lowa State Highway Comumission Service Bulletin, 1924)

Proposed Improvement Plans

In 1923 and 1924, two six-year improvement plans
were introduced. One by White called for hard-
surfacing approximately 3,000 miles. ar about half of
the primary road system. Gravel would be used for
the remainder, and grading and graveling was
planned for the secondary road system. His proposal
included 1,000 miles of grading, 500 miles of graveling
and 500 miles of paving each year on the pnmary
system and 1,000 miles of grading and 500 miles of
gravehng on the secondary system. A second plan was
proposed by the Good Roads Association which
involved 3.115 miles of pavement. 1,786 miles of
gravel surface and 2.013 miles of grading on the
primary system between 1927 and [932. The total cost
was estimated at $125 million. Funds expected to be
available were estimated at $40 mullion, leaving a
balance of $85 million to be borrowed

Both plans were difficult to refute. For each of the six
years lollowing enactment of the Primary Road Law,
an average of 700 miles of grading, 300 miles of
graveling and 85 miles of paving had been completed.
If this construction schedule was maintained at
current levels, the necessary grading would be
completed in three years, graveling in six years and

paving in 36 years. But the work could not be
programmed at the same pace under present funding,
On the basis of annual revenues entering the primary
road fund, it would require 20 years to pay
outstanding bonded indebtedness and complete the
work—16 years if a third cent were added to the
gasoline tax. The third cent was added in 1927, The
association plan would require no increase in grading
or graveling, but paving would advance to about 300
miles per year, similar to the White plan with very few
additional employees needed.

Most of the progress in building the well-graded.
drained and bridged road system had been possible
through current revenues, but considerable
indebtedness had occurred by county bonding,
anticipation certificates and special assessments
against abutting property which totaled $20.7 million
against the primary road fund. Interest payments in
the association plan would amount to $38.6 million
and would represent the extra cost of building roads
under “use while you pay™ as compared with the cost
under “pay as you go." The former would complete
the road system in six years, the latter in 16 yvears.
The emphasis once more was strongly on bonding to
provide the funds.
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While plans were being debated over funding, road
construction continued, By January |, 1928, 63
percent of the primary system had been surfaced. Of
the 6,655 miles included, 14 percent were paved, 46
percent graveled, 22 percent permanently graded and
16 percent earth improved. It was possible to travel
by direct route from Des Moines to 62 county seat

towns and to |5 others by indirect routes (Fig. 7-5).
This progress had been made despite the fact that 76
counties did not pay their way pn the system in 1926
and only 56 of the 99 counties had voted county
bonds for primary road improvements by mid-1927
(Fig. 7-6. 7-7).

1OWA

" _ |PRIMARY ROAD SYSTEM

f Forn o

el 1OV HIGHWAY COMMISHEN

3 G

at" TYPE OF ROAOWAY
o ann

CONSTRUCTION
CONDITION

=

T o ey
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R e

Sixty-Two County Seal Towns Can Be Reached from Des

Moines by Direct Roule on Surfaced Road—15 by Indirect Route

Figure 7-5

(Source: lowa Stare Highway Commussion Service Bulletin, 1928)

The State Highway Bonding Issue

Bonding for highways was discussed in Chapter Four.

1t was the six-year improvement plan that initiated
the $100 million bonding proposal. endorsed by
Governor Hammill as far preferable to the continued
use of county bonds, His principal arguments were:
(1) that $5 million in interest would be saved; (2)
county bond issues, with only two-thirds of the
counties participating. were producing disconnected
sections of paved roads instead of a system of

connecting routes; (3) under the county bond plan.
the commission could not. in fairness to counties
voting bonds, pave gaps in counties not participating:
(4) the special election in November, 1928, if
successful., would provide funds for construction in
1929 and 1930: and (5) state bonding would provide
for a comprehensive state highway program (Fig. 7-8).

The state bond issue was declared unconstitutional by
the lowa Supreme Court at a time when the General



156

Assembly was in sesston. Legislators voted a
resolution armed at amending the constitution Lo
provide for authorization and issuance ol state bonds
also raised the legal limit of bonded indebtedness ol
counties for primary road improvements, and

encouraged additional counties to vote bonds

Transportation in lowa

Although the county bond programs were not alway:
supported unanimously, live major east-west
highways were surfaced entirely across the state
including the Lincoln Highway. Two had been
completed north and south including the Jefferson

Highway

How lowa Counties Have Voted on Question of Bond Issues for Hard Surfacing of Primary Roads

(Source: fowa Stale f!:"._‘“-’“:!. Commussion Service Bullenn, 192

Highway Safety Measures

Whereas motor vehicle registrations and regulations
were under the jurisdiction of the railroad
commission, highway safety was the responsibility of
the highway commission, and protection of the public
was not neglected during the debates on construction
and funding. In 1921, legislative and commission
directives were issued relative to glaring headlights.

-

No lenses could be legally sold unless tested by the
commission and approved by the Attorney General
Plain lenses were banned. Homemade glare-
preventing devices had been used for some years and
if carefully made or adjusted proved satisfactory
2ainting a portion of plain glass to obstruct offending
rays of light was most common. Some motorists used

froth from foaming beer, smearing it over the glass
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and allowing it to dry, with good results. Probably were equipped with two or more metal wheels. The
putting it there was better than putting it somewhere increase to 35 miles per hour followed the general
else. However, this method soon proved obsolete due trend in other states, and as a means of speeding up
to a failure in supply. traffic and reducing accidents. motor clubs advocated

that highway departments be authorized to designate
sections of highways where varying rates of speed
were permissible. Experiments on paved versus
graveled or earth roads were being conducted in other
states on this possibility. In 1926, a black line was
painted on every mile of primary road pavement as a
reminder that vehicles should be on the right-hand
side of the road. The cost of $6.50 per mile was
thought to be well spent if the lined highway reduced
head-on collisions when cars moved too close to the
cenler of the road.

In 1924, billboards and advertising signs were banned
where they interfered with safe views of highways.
County supervisors and attorneys were charged with
enforcement. From 1916 to 1923, railroad crossing
elimination or reduction progressed faster in lowa
than in any other state. Maximum speed limits were
set in 1925 at 35 miles per hour, up from the previous
25 mile limit, for vehicles whose weight and load were
less than three tons and were equipped with
pneumatic tires. The limits then ranged down through
25 miles if the vehicle load and weight was more than
three tons, to 16 miles per hour if vehicle and trailer
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Figure 7-7
Seventy-six counties did not pay their own way on their own primary road system
(Source; fowa State Highway Compussion Service Bulletin, 1927)



158 Transportation in lowa

AOADS DESIGNATED FOR PAVING AND GRAVELING UNDER B8TATE ROAD BOND ACT

® 1 TS i{--- ' Y]

= TOWA
| PRIMARY ROAD SYSTEM

H—
ROADS DESWOMATED
o1/ -
T 1 evnes ao SRmELING
a J - it
L e e i

< -—-— N ]
ok

e

Figure

7-8

{Source: fowa State Highway Conmmission Service Bulletin, 1928)

Commercial Air Service
Fhe Towa City airport was the first in the state to be
used for the Chicago-Omaha mail route. initiated in
1920, The first official consignment on January 8
included 400 pounds of mail for Omaha and meat for
a banquet in honor of General John Pershing. On the
return trip, the plane carned a hog for the Congress
Hotel in Chicago, part of the cargo dispatched on the
eastern leg of the flight. It was not unul May that the
first official consignment of airmail reached lowa
City—a motion picture destined for Maquoketa. lowa
City residents hoped that their airport would be
chosen as the permanent intermediate point on this
route, but Washington authorities instead chose Des
Moines, However, construction of a hangar. lighting
beacons and the first airport radio station in lowa
made the facility an important landing site on later
transcontinental routes. Because of the loss of a
federal lease which had been in effect since 1922, it
was translormed into a municipal airport in 1929, In
1930, a contract was signed with the Boeing

Company. giving them [ree use of the field in return
for financial aid.

Airport Construction

When the first transcontinental airmail flight was
scheduled in 1921, Des Moines needed an airport.
The impending arrival of planes stirred city officials
to select a hield at Southwest 30th Street and Vandaha
Road. The field was the embryo of the present
airport. In the early twenties, there was no legisiation
covering the funding of airports by cities. However.
there was authority to fund “parks” outside city
limits. So the hield was named the “Des Motnes
Aviation Park,” a romantic title with political
overtones. On July 1. 1925, Des Moines was listed as
a scheduled stop for the first transcontinental mail
plane which landed at the Vandalia field, where The
Post Office Band welcomed the flight with the “lowa
Corn Song.” But fog and flooding on the original site
required location of a new field, and a 160-acre tract
near Altoona was leased on the James Hanna farm,



Transportation Policy and 159
Operational Changes in the 1920s

eight miles northeast of the city. The field was
dedicated in 1927, with Charles Lindberg as the
honored guest. A citizens' organization raised $35.000
for a hangar, lighting, grading, drainage and
sanitation.

In 1929, the General Assembly acted to allow cities to
levy assessments and provide [or bond sales to fund
mumnicipal airports. Also authorized were the licensing
of aircraft and pilots and establishment of air traffic
rules. A bond issue was proposed in Des Moines in
the 1930 general election and passed by a margin of
1.000 votes. resulting in a sum of $200,000 becoming
available for the purchase of land and construction of
an airport, After studying some 80 possible locations,
the site selected was the 160 acres owned by Truman
Jones at southwest 21st Street (now Fleur Drive) and
Army Post Road. It was chosen because of its
location on a hilltop affording natural drainage and
reducing fog to a minimum. It offered a clear

approach from all directions, with plenty of space for
expansion. A two-lane highway extending four and
one-half miles from downtown Des Moines allowed
easy aceessibility. Actual construction began in 193]
and continued throughout the 1930,

Postwar enthusiasm for aviation stimulated other
lowa communities to build airports. in part motivated
by the Boeing system. By 1931 there were 229 licensed
pilots flying 112 airplanes, and 47 airports were
registered with the U. 8. Department of Commerce.
Twenty-two of these were equipped with lighting
facilities for night flying, and some of the larger fields
had crushed rock runways. The Centerville Airport,
opened in 1928, was unique. 1ts first runway was
made from coal shale, mined in the area. It was the
only airport in the state, perhaps in the Midwest,
which had an orchard and grape arbor and on which
cows. sheep and hogs were raised while planes landed
and departed (Fig. 7-9) (Table 7-11, 7-12).

Adair, intermediate, lighted
Adel, intermediate, lighted
Algona, auxilliary

Ames, commercial

Atlantic, intermediate, lighted
Battle Creek, commercial
Bedford, municipal

Helle Plaine, commercial
Bloomfield, intermediate, lighted
Boone, commercial

Burlington, municipal

Carroll, commercial

Cedar Rapids, municipal, lighted
Centerville, municipal

Clarinda, commercial

Clinton, commercial, lighted
Cluncil Blufis, municipal, lighted
Davenport, commercial, lighted
Decorah, auxiliary

Denison, commercial

Des Moines, municipal, lighted
DeWitt, commercial, lighted
Dubuque, municipal

Estherville, municipal

Fort Dodge, commercial

Grand Mound, intermediate, lighted
Grinnell, intermediate, lighted
Ida Grove, municipal

Towa City, municipal, lighted, surfaced runway
Libertyville, intermediate
Marengo, intermediate, lighted
Mason City, American Legion, municipal
Milford, commercial

Muscatine, municipal, lighted

* As reported by the U. S Dept. of Commerce, February 7, 1931,

New Albin, intermediate, lighted
Newton, intermediate, lighted
QOakland, intermediate, lighted
Ottumwa, American Legion, commercial
Rockwell City, municipal
Scranton, auxiliary

Shenandoah, auxiliary

Sidney, intermediate, lighted
Sioux City (Steven's So. Dak.)
Tipton, intermediate, lighted
Waterloo, commercial, lighted
Wesley, commercial

Winfield, intermediate, lighted

Figure 7-9
lowa Airports. February 7, 1931
lowa airports registered with the Aeronautics Division of the United States Department of Commerce, with type of airport and equipment
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Airline Service and Routes

Commercial airline service began when a single-
engine Boeing mail and passenger biplane carried one
person — Jane Eads, a 20-year-old reporter lor the
Chicago Herald - who flew from Maywood., Hlinois
to lowa City in 1927, Boeing was the predecessor of
United Air Lines and had been awarded the Chicago-
San Francisco air mail route. The passenger was Lo
fly the entire distance. Des Moines was a scheduled
stop but was not able to handle night flights, thus the
landing at lowa City. The plane, piloted by Ira A.
Biffle of Lincoln. Nebraska, Lindberg’s first
instructor. (lew from lowa City to Omaha where pilot
and plane were changed, and with additional
intermediate stops, Miss Eads and the mail arrived in
San Francisco about 24 hours later (Fig. 7-10).

Table 7-11

Distances, times and fares from Davenport to
selected cities served by the United Air Lines.*

Davenport-Moline
From Distance, Time Passenger

miles Hours and fare
To minutes
Chicago 152 1:15 £10 00
Kansas City 273 2:35 17 00
Tulsa 402 4:55 29 .50
Oklahoma City 601 6:00 36 50
Dallas 813 8:23 46 DO

* Data from special report by United Air Lines, July 15, 1831

The principal lighted route was a section of the
Transcontinental Airway from New York to San
Francisco. It entered lowa near Clinton, proceeded
southwest and west through lowa City and Des
Moines and left the state near Council Bluffs. Three
daily scheduled planes each way were operated by
Bocing with regular stops at lowa City and Des
Moines, National Air Transport, a subsidiary of
United. flew the hghted airway route from Chicago to
Dallas through the Davenport-Moline-Rock Island
Airport to St. Joseph and Kansas City, Other
subsidiaries of United which began operations in 1926
were Varney Air Lines, Pacific Air Transport and
Boeing Air Transport, consolidated in 1928, A third
lighted airway from Omaha to Kansas City and St.
Lous, flown by American Airways, passed along the
east side of the Missouri River near Glenwood and
Sidney.

Early Operations

Boeing operated 25 planes, each costing $25.000. The
A. B and C models cruised at 105 miles per hour
powered by one nine-cylinder, 425-horsepowered
Pratt Wasp engine. The company received $1.25 per
pound for lying mail the first 1,000 miles, and 15
cents for each additional 100 miles. The first
transcontinental flights required about 23 hours and
initially carried two passengers and 1,600 pounds of
mail. The passenger seats were often reserved for
mechanics, but public response made necessary the
addition of two more seats which were always sold. In
1930. Boeing began using the 80 and 80A planes from

Table 7-12

Distences, times and fares from lowas City and Des Moines to selected cities served by the United Air Lines.*

Towa City Des Moines

From Distance, Time Passenger Distance, Time Passenger
miles Hours and fare miles Hours and fare

To minutes minutes
San Francisco 1,828 19:10 S151 50 1,727 18:10 $142 50
Salt Lake City 1,136 12:10 04 (X 1,035 11:10 8300
Omaha 231 2:11 19 50 130 1211 11.00
Chicago 202 2:15 17 00 303 3:15 25.50
Cleveland 520 7125 36 73 621 8:25 45 25
New York Q3R 9:10 76.50 1,039 1010 85.00

* Davenport 18 served by the United Air Lines through an airport locnted at Moline
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the Des Moines airport. the latter type a tri-motored airplane. It began active service under the name

plane with capacity for 18 passengers. The 80A was “Good News," selected through a statewide contest in
also the first to use stewardesses who were registered which thousands of people participated. In the first
nurses. following the suggestion of Ellen Church, a two years of flying, the monoplane became quite
native of Cresco, who was hired as Chief Stewardess. familiar in Iowa and neighboring states. It landed at
'he women were paid $125 per month. Church 45 lowa cities, seven in Missouri, two in Nebraska
resigned after 18 months and resumed her nursing and one each in Illinois, Minnesota and Wisconsin
career. During the 1930s a number of lowa women 1,114 flights with only four forced landings. The plane
from lowa and Des Moines were employed as was used primarily for news gathering but also
stewardesses on major airlines. promoted interest in-and development of aviation

whenever possible. The pilot was Charles Gatschet, «
veteran flyer who flew the first seven aircraft. George
Yates was the photographer and flew in all eleven
planes.

In 1928, the Des Moines Register and Tribune
purchased a five-place Fairchild cabin monoplane,
one of eleven used over a 30-year period, and became
the first newspaper to own and operale a commereial

Montreal

Cheyenna
Salt Loke City

[ 5on Francisco

Danver
Colorago
Springa

Cincinnari
Louisville
Evanaville

wWichirta

Los Arigel

Mbu_q Liergque

San Diego Phoerix harleston

Savannah

Dayrona Beach

Orleans

Tampa
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Figure 7-10
Air transportation lines in the United States, mid 1920%,
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Karen Keen aircraft at Leeds Airport in Sioux City, 1920
(Courtesy: Sioux City Public Museum)

Revival of River Transportation
The need for a renaissance in inland waterway
programs was clearly outlined in the Transportation
Act of 1920: “It is hereby declared to be the policy of
Congress to promote, encourage and develop water
transportation service and facilities in connection with
the commerce of the United States and to foster and
preserve in full vigor both rail and water
transportation, ™!

The Inland Waterways Corporation

In 1924, the Inland Waterways Corporation was
created, federally owned, organized and capitalized
similar to the railroad companies. It would operate
the Federal Barge Service and would attempt to
demonstrate to commercial shippers the economic
feasibility of river transportation, develop suitable

techniques, routes and equipment, and encourage
private enterprise to enter water transportation.
Despite an expenditure of $175 million on various
Mississippi River improvements, by 1924 not one
common carrier barge line was operating on the river.
Capitalization of the corporation was increased to $15
million and responsibilities expanded by the Denison
Act of 1928, The act practically forced the railroads
to establish through routes and joint rates with barge
lines on the Mississippt and its tributaries. It was
repealed by the Transportation Act of 1940, but not
before it had developed the rail-barge routes and

4| Statutes at Large, part |, section 500 (1920)
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rates. The corporation was Lo continue operations
until an adequate navigation channel had been
achieved, terminals built and private companies were
willing to provide service. Then, the Secretary ol War
could lease or sell the equipment, The Barge Line was
transferred to the Department of Commeree in 1939
and sold to a private corporation in 1953 the
Federal Barge Line, Incorporated.

The Federal Barge Line operated only south of St.
Louis until 1926 due to shallow water depths and lack
of terminals on the Upper Mississippi. This changed,
however, when a Minncapolis-St.Paul group formed
the Upper Mississippi Barge Line Company and
requested service. In 1927, an agreement was reached
whereby the private group would build a flect of
towboats and barges to be leased to the corporation
and operate north of St. Louis. Three of the towboats
were built by the Dubuque Boat and Boiler Works
and one, the §. S, Thorpe, took three 500-ton barges
of sugar to Minneapohs in August, 1927,

The semi-weekly service above St. Louls was unable
to handle the demand for cargo space, especially in
the grain trade. Traflic rose from 14,061 tons in 1927
to 119.648 tons in 1928, Northbound cargoes
consisted ol coal, coke. sisal, sugar, coftee, iron
products. agricultural implements and bagging and
burlap. Southbound, corn, wheat, barley, ryve and
other agricultural products were the important freight
commodities, In 1928, the corporation purchased the
leased boats from the Upper Mississippi Barge Line.

Terminals, Towboats and Barges

In addition to navigable channels, proper terminal
facilities and suitable Moating equipment had to be
provided. New terminals were opened at Dubuque
and Burlington in 1928. The Dubuque terminal was
turned over to the Federal Barge Line, whereas, the
Burlington facility was a municipal terminal which
could handle most of the commodities shipped on the
river. Other lowa cities had no terminals or limited
facilities for handling specialized freight. The third
and largest terminal on the eastern border of lowa
was built at Rock Island in 1931, alter approval of a
bond issue for $300.000. The city had been selected to
represent the Quad Cities area by the corporation and
was expected to make the region a great industrial
center.

By 1928, barges with a 500-ton capacity were
redesigned to carry 1.000 tons on the six-foot channel
ol the Upper Mississippi and 2,000 tons on the nine-
oot channel of the lower river, The use of a standard

design meant less expensive construction and avoided
transshipment at St. Louis. In 1929, three new
towboats were built for different sections of the river;
1,000-horsepower boats for the six-foot channel
between St Louis and Minneapolis, more powerful
ones for the eight-loot channel between St. Louis and
Memphis and larger ones for the lower river to New
Orleans, Such towboat names as the Mark Twain, the
Huck Finn, the James W. Good and Patrick J.
Hurley were well known in river movements.

The corporation made meaningful advances in
towboat engineering technology, replacing paddle
wheels with propellers and steam with diesel engines,
Propellers required deeper drafis than were available
on the Upper Mississippi so a tunnel stern design was
adopted in which the propeller was located inside a
spoon-shaped recess on the bottom of the boat. with
part actually above the water surface. With the
propeller operating, vacuum action filled this tunnel.
Another propeller was added for maneuverability in
shallow water. These innovations made water
transportation more competitive and were quickly
adopted by private commercial carriers when they
entered river transportation. A 6.000-horsepowered
boat could move tows of 40.000 to 50.000 tons as
compared to a 6.000-horsepowered locomotive
hauling 150 cars of 50 tons for a total of 6.000 tons.
in the 1920s and 1930s, the corporation was the only
source of technological innovations in water
transportation.

Missouri River Developments

Progress toward development of a navigable channel
on the Missournt was slow despite the fact that by the
[1920s. water transportation was generally considered
economically viable for commercial traffic. In [927.
Congress ordered a study of a possible nine-foot
channel from St. Louis to Kansas City. Congress also
directed that a comprehensive examination of river
use, Including flood control and navigation. be
undertaken in the late 1920s. From [900 to 1927, five
severe floods had occurred on the Missourt and more
would occur in later years, The result of the study was
the start of construction of the Fort Peck Dam in
1933, located about 175 miles north of Bismark,
North Dakota,

Summary
Railroads, aided by federal legislation in 1920 which
returned them to private ownership and resulted in
changes in regulatory policy, recovered fairly rapidly
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from their wartime experience. During the decade,
mileages operated in lowa remained relatively
constant, freight revenues and earnings showed steady
growth. but passenger traffic fell as the result of
highway competition. The depressed agricultural
sector, further impaired by large increases in freight
rates, detracted from the general prosperity of the
state and was responsible for congressional action for
relief through rate adjustments. The challenge to the
railroads was not confined exclusively to highway
rivalry but also to air and water transportation
development sponsored and supported by [ederal
legislation.

While these circumsiances and conditions were
important to lowa, they were not the overriding 1ssues
facing the state. “Getting out of the mud™ was the
principal problem Lo be addressed and was the focus
of highway interests and legislators. Despite the [act
that lowa lagged behind other Midwestern states in
permanent highway improvements, lowans bought
automobiles in record numbers, and motor buses and
trucks appeared by the hundreds. To alleviate
confusion, commercial vehicles were controlled and
supervised by the railroad commission and for
motorist convenience, primary roads were marked by
state and federal standardized symbols and numbers.
The basic policy question centered upon planning and
financing decisions to speed construction of hard-
surfaced highways. Voiding of a state bonding plan
by the lowa Supreme Court spurred counties to
greater efforts for primary road funding and
improvements,

Commercial air service began with airmail and
passenger traffic at the lowa City and Des Moines
airports, both of which were on transcontinental
routes. River transportation on the Mississippi was
revived by creation of the Inland Waterways
Corporation which operated the Federal Barge
Seryice, On the Missoun, studies concerning channel
depths as well as river use for flood control and
navigation were underway and would provide the
basis for further river control.
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Chapter Eight

The 1930s—Depression
and its Aftermath

Introduction

By 1930, population distribution in lowa was more
rural than urban. but the state had moved to a fairly
even balance between the values of agricultural and
manufacturing preduction. However, the depression
hit hard on farming communities which had never
really recovered from the distress of post World War
I vears. Depressed economic conditions and intense
highway competition combined to force many of the
railroads into receivership and subsequent
reorganization. Federal emergency aid for both
agriculture and the ratlroads was moderately
successful and also instrumental in supporting the
states in their continuing programs for highway
development. Permanent federal legislation brought a
portion of the motor and air carrier industries under
regulation and eased some of the previous regulations
on railroads. Pipelines made their appearance in lowa
in the early thirties. and inland water transportation
was stimulated by the building of locks and dams on
the Mississippi River [or the purpose of standardizing
channel depths and promoting a rebirth in
waterborne commerce, Private, business and
commercial aviation expanded, substantial increases
in pilots were recorded and lowa-based airlines began
operations. There were pressures for new municipal
atrports. expansion ol existing ones and construction
of airport facilities.

National Economic Indicators and
A Profile of lowa in 1930

Evidence of a slowing of economic activity
throughout the nation oceurred in the construction
industry during the late twenties, and by the summer
of 1929, related industries such as steel, cement and
lumber were reducing output. Even though ominous
signs were beginning Lo appear, the automobile
industry which had paced the prosperity of the 1920s
produced 5.33 million cars in 1929. By 1932, output
dropped to 1.33 million, idling thousands of workers.
Nationally, unemployment increased (rom 1.5 million
in 1929 to over 12 million or 25 percent of the work
force in 1933, The gross national product fell from its
1929 high af $103.4 billion to $55.8 billion in 1933,

The population of Towa was 2,470.939 people,
approximately 67,000 more than in 1920. distributed

as 60 percent rural and 40 percent urban, The state
had 213,993 farms averaging 160 acres each. Nineteen
cities had 10,000 or more residents: between 5,000 and
10,000 people inhabited 16 cities: and 31 eities had
populations ranging from 3,000 to 5,000, Steam and
electric interurban railways operated 10.175 miles of
track, and motor vehicles ran over 101.801 miles of
roads and highways. The lowa Bureau of Labor in
1928 listed 4,578 manufacturing plants located in 645
cities and towns. The number was greater than was
found in the 1930 Census, which included only firms
with dan output of $5.000 or more. while the lowa
Directory covered all plants fabricating products on a
factory basis. The lowa Census of 1925 gave total
farm income of 10 major products as $659.3 million:
for manufacturers, $757 million. However, at least
five of the leading manufacturing industries were
agriculturally related, There was a fairly even
geographical distribution of cities and towns in the
state, served by excellent railroad facilities and an
increasing number of hard-surfaced roads and
highways.

The Crisis in Agriculture

Agricultural shipments comprised a considerable
amount of revenue trallic lor the railroads and 1o a
degree, for the fledgling trucking industry, Thus the
economic conditions in the farming communities were
more than a passing interest. especially to the
“Granger Railroads” in the state. The devastation ol
financial catastrophe suffered through the excesses of
World War 1 production and the deflated price levels
of the 1920s showed clearly in the 1930s. Between
1926 and 1931, one larmer in every seven lost his
land. In addition, 58 percent of the 111,333 [arms
operated by privale owners were mortgaged. In 1930,
each farmer paid an average of $1.31 per acre in real
estate taxes and carried a debt of $9,626.

The index ol [arm prices dropped from 200 in 1920 to
55 in 1932 and reached an all-time low of 40 in
Januvary, 1933, Cash larm income fell from $660
million 1n 1929 to $277 million in 1932, During the
period, interest and principal payments on mortgages
remained constant: taxes were slightly lower while
machinery costs and freight rates were relatively high,
Drought aceentuated financial problems in 1930,
1934, and 1936. Land values tended to stabilize by
1930 at 25 to 30 percent over prewar averages but in
1933 fell to 75 to 80 percent of previous levels. By
1932, 600 banks had suspended operations, 200 of the
failures oceurring in 1931, Corn, the largest money
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crop, dropped from $1.51 per bushel in 191910 $.70
in 1925 and $.32in 1931 and was still Talling. The
continuing depression with no immediate reliel from
the mounting burdens of debts and taxes
“precipitated an agrarian uprising of a degree and
persistence never before experienced in this state of
conservative enterprise.” A “Cow War” resulted from
a misunderstading of tuberculin testing of cattle in
southeastern counties, The *Milk War™ in
northwestern lowa and a “Farm Holiday Movement™
with demonstrations against the insensitivities of local
and national authorities lollowed, There were buying,
selling and taxpaying strikes. and picketing against
farm foreclosures

The national elections of 1932 turned around
historical political tradittony of the state with
agricultural problems a major issue, For the first time
sinee Towa began to vote Republican in [856. state
and national Democratic candidates were swept into
office. Six of nine Democratic congressmen were
elected, one of the most notable being Guy M.
Gillette of Cherokee, later elected to the Senate. Louis
Murphy from Dubuque captured the Senate seat, and
Republican Governor Dan Turner was replaced by
Clyde Herning,

The farm emergency was recognized and dealt with
rather promptly and with some effectiveness. Henry
A. Wallace was appointed Secretary of Agriculture,
and programs were introduced for crop control,
preservation of bank deposits, extension of credit and
delay in farm foreclosures, The Agricultural
Adjustment Act was passed in 1933 with the avowed
aim ol raising purchasing power to that of the 1909-
1913 period. the climax of the “golden years of
agriculture.” The legislation offered voluntary
compliance by farmers to reduce acreage planted and
Iitters of pigs farrowed. In return, they would receive
payments for land idled and a flat rate per head for
hog reduction. The act was declared unconstitional by
the U. S. Supreme Court in 1936 on grounds that it
involved regulation and control of production that
belonged exclusively to the states, and a tax on
processing was considered an illegal use of taxing
powers, New legislation in 1936 and 1938 brought
together other programs for soil conservation,
balanced output, crop loans, marketing agreements,
crop insurance and rural security.

Depression Hits the Railroads
During their history, railroads had faced and
weathered severe economic depressions or “panics,”

particularly in 1873, 1903 and 1907, The mdustry had
always been able to recover rather quickly because it
was the only transportation mode available when
national production revived, The 19307 were
different. This time, railroads faced tough and
resourceful competition, ready to move tralfic quickly
and cheaply. The 1921 truck of one-ton capacity
offered little challenge to the freight car moving
almost 40 tons. But [reight rate increases in the
twenties, lederal and state expenditures an highway
development, and advanced technology in
manufacturing brought thousands of trucks with
higher tonnage capabilities into the nation’s
transportation arena

The first four years of the 1930s were a financial
disaster for Amencan railroads. Net income fell from
$809 million to a deficit of $16.8 million between 1926
and 1934, Weekly carloadings. which had ranged
from 800,000 to almost ane million in 1930, fell to
about 550,000 1n 1932, a year when railroads
representing 72 percent of the national mileage failed
to earn their fixed charges. Such a record would have
ordinanily required receivership pending revision of
capital structures, but for most railroads this was
avoided through loans from the Reconstruction
Finance (RFC) and Railroad Credit Corporations.
The first was a federal agency formed to extend credit
to banks and industries; the second. a railroad
corporation organized to grant loans to distressed
carriers [rom funds generated by the emergency
freight rate increases of 1931, Despite these efforts. by
1933, 38 of 147 Class 1 roads had petitioned for
receivership or bankruptey, representing 31 percent of
the mileage and 24 percent of the industry’s capital
ivestment.

Economic Problems of lowa Railroads

By 1931, it was obvious that lowa railroads were
going to bear their share of the national depression.
Between 1930 and 1939, mileage operated by steam
railroads declined by 650 miles, net earnings by
approximately $10 million, and earnings per mile by
over $900. Revenue freight of agricultural products

-

lell by 21 percent; animals and products. 27 percent;

L Earle D Ross, lowa Agriculiure, An Historieal Survev. lowa
City Seate Hhistoncal Society of lowa, (951, po 164
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products of mines, 47 percent; forest products
increased ,07 percent; manufactures and
miscellaneous traffic declined by |4 percent and less-
than-carloadings were off 57 percent. Operational
trends of railroads system-wide and in lowa are
shown in Table 8-1.

Operating ratios were rather respectable throughout
the decade as serious attempts were made to reduce
operating expenses when revenues declined. However,
deterioration in passenger service by 1939 resulted in
operating ratios ranging from a high of 183 percent
for the M&StL to a low of 118 percent for the 1C.
Wages and salaries amounted to a substantial part of
operating expenses. normally constituting over 50
percent. About $95 million was saved by system-wide
furloughing of approximately 80,000 workers between
1930 and 1939, and those employed. voluntarily took
a temporary cut of 10 percent in wages between 1932
and 1934,

Depression probably speeded abandonments although
economic conditions were not the only reason. Others
included disappearance of the traffic for which the
lines were originally built. or relocation of economic

acuvity, For example, 81 miles were abandoned
through exhaustion of coal mining, and the Tabor
and Northern ceased operations when Tabor College
closed. Far more important was the competition of
motor vehicles. In 80 percent of the abandonments
between 1920 and 1940, and for about one-third of
the mileage abandoned between 1930 and 1940. this
type of competition was cited as the sole cause of the
lines® unprofitability, The highest percentage of
mileage abandoned was in the eastern and central
counties and averaged about 15 miles on branch lines.

The primary cause of the railroads’ difficulties lay in
the heavy load of fixed charges, consisting of interest
on funded debt. taxes, rentals of equipment and
leasing of lines. System-wide, unfunded debt was
approximately $2.8 billion in the 1930s, a substantial
amount which was incurred in the road and
equipment improvements of the 1920s. From 1936 to
1939, the CMStP&P. CNW, CRI&P. M&Stl_ and
Wabash showed deficits in income after payments of
fixed charges. The CGW joined the group in 1938 and
1939.

Table 8-1

Comparison of System and lowa Railroad Operating and Financial
Conditions for Selected Years in the 1930s

1930
Account System lowa
Mileage! 61,193 9,668
Op. Rev,? $1,176.1 $132.4
Op. Exp.? § R63.6 5104.8
Net. Rey.? § 3125 $ 27.6
Op. Ratio % 73.4 79.2
Frt. Rey.2? $ 925.6 $107.4
Pass. Rev.2? $ 1398 $ 13.6
Emplovees 321.369 N/A
Payroll? $ 544.6 N/A

1933 1939
System lowa System lowa
61,013 9.53] 71,239 9.078
$671.6 SN2 3967.3 $93.5
£496.0 $a6l.6 §744.4 576.0
$175.6 $16.6 £234.9 $17.5

73.9 79.3 75.8 81.3
$549.5 §66.3 §$792.5 $78.8
% 60.1 552 $ 89.5 $ 7.7
201.445 N/A 240.925 N/A
$303.7 N/A $459.7 N/A

(Souree: lowa Railroad Commission, Annual Reports, 1931, 1934,
lowa Commerce Commussion, Annual Report. 1940.)
I'Miles of road owned. single track.
“ In millions of dollars, rounded to nearest unit.

'Passenger and Freight revenues will not add to total Operating Revenues, Omitted from the Tahle are the “Other Revenue

Accounts ™
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Bankruptcies and Reorganizations

On June 28, 1935, CNW president Fred Sargent filed
a petition for bankruptey atter defaulting on the
payment of interest and principal on bonds maturing
that year. The reorganization took nine years belore
being approved by the U, S. Supreme Court in 1944,
The dividend-happy CRI&P had a deficit alter taxes
and interest of over $386.000 1 1931, having suffered
the lowest gross revenues since 1917, Despite
borrowing from the REC in 1932 and 1933, which
took all available collateral. the outlook was dismal,
In 1934, the road laced maturities of more than $144
million and with borrowing power ended, the CRI&P
filed lor reorganization on June 7. For the second
time in 31 years. a cycle that began with the Reid-
Moore svndicate completed the devastation and the
“sprawling Rock Island was desperately ailing in
weeds, dust and cinders.™

Here was a prime example of a situation that should
have been crystal clear to the 1CC and railroad man-
agements— namely, that no railroad could survive
Eastern investment strategy when management had
little or no interest in operations except for the
dividends and interest that could be obtained from
their securities. The CMStP&P staved off bankruptey
until 1935 but then succumbed and requested
reorganization for the second time in 10 years. The
CGW went into bankruptey in 1935 and was
reorganized in 1941 Reorganization ol the Wabash
oceurred in 1942,

Twao of the railrpads operating in lowa managed to
weather the economic storm, although it was touch
and go for both in the early thirties. In 1931, when no
one dared speculate on the immediate future of the
railroads, Ralph Budd, born on a [arm near
Waterloo, was elected president of the CB&Q.
Graduated from Highland Park College in Des
Moines in 1899 with a degree in Civil Engineering, he
worked through engineering and administrative
positions on the CGW, CRI&P. Panama, and
Spokane. Portland and Seattle roads to the
presidency of the GN before taking over as chief
admistrative officer of the CB&Q. Budd was opposed
ta borrowing from the RFC. He concluded that
wages, then 64 percent of operating expenses, were
the important factor to be considered in recovery of
carning power. The agreement with labor over the 10
percent reduction in wages was Lo expire in one year,
but negotiations extended it to 1933, with stipulations
that further changes in wage scales might be made.
Through the compromise, wages were stabilized for a
period sufficiently long enough to enable further

study toward solutions to the deepening crisis. Budd
was also convineed that further expansion of freight
service would prove difficult in view of truck
competition. The only other source ol revenue was
through passenger service to which he turned in spite
ol the declining trend since the mid-1920s, Stating
that the demand curve would be elastic if passenger
trains offered fast, elean and cheap service, he
experimented with stainless steel gas-electric powered
cars and lightweight trains which were the prototypes
ol the famed Burlington Zephrs.

During the fall of 1932, revenues on the CB&Q would
not cover fixed charges, but by mid-1933, earnings
were more than $300.000 over these expenses. The
iterim period was marked by a partial recovery ol
freight traffic, increased passenger movements, and a
further extension of the labor agreement to 1934.
Overton states that: “In retrospect. then, the six weeks
between late March and early May. 1933, marked the
turming point in the company’s fortupes - . . Not until
business became stimulated by the threat of Waorld
War 11 did the revenues approach the 1931 level, and
in the meantime some of the proposed remedies for
the depression proved worse than the disease.™
Except for 1935, net income from 1933 to 1940
ranged between $3.6 and $5.5 million, a far more
impressive record than that of the CB&Q's
competitors. The railroad stayed in the “black™ but
with little to spare.

The relatively stable and satisfactory financial
condition of the IC during the 1920s, when earnings
allowed a seven percent dividend on common and s1x
percent on preferred stock, came to an abrupt end in
1931, Drastic economies were instituted, maintenance
of road and equipment delerred, train operations
curtailed. imcluding discontinuance of the pride of the
passenger lleet—the Panama Limited—and payrolls
reduced. Net income dropped from $9.3 million to a

= Reorganizanan proposals are found in Traffie World,
November 16, 1935. September 16, 1936, and May 29, 1937 A
merger proposal between the CNW and the CMSTP&TP i
discussed i Rathway Age, August 21, 1938

VWilliam Edward Haveg, fran Road to Empire, The History of
100 Years of the Progress and Avhievemenes of the Rock fsland
Liney, New York: Simmons-Boardman, 1953, p. 221

URichard C Overton, Burlington Rowre, A Histary of the
Hurlington Lines, New Yark: Alfred H. Knopl. 1965, p. 382
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$3.6 million deficit in 1931, and for the first time since
1859, management passed the common stock
dividend. By 1933, total operating revenues had fallen
51 percent below the 1929 level, employment was cut
by 50 percent, and indebtedness represented the
heaviest burden in the railroad’s history. The deficits
brought the road to the brink of bankruptcy, so close
that legal papers were ready for filing at an hour's
notice. However, a strong and alert board of
directors. efficient administrative officers and the
cooperation of employees and stockholders pulled the
railroad through the emergency.

The Chicago World’s Fair of 1933-1934 was
scheduled at an opportune time, materially increasing
passenger revenues for all railroads serving the city.
As in 1893, the 1C provided the principal service,
operating over 19.000 extra suburban trains which
carried almost four million fairbound passengers over
the two-year period. Loans obtained from the RFC
and the Public Works Administration were paid in
full by 1943. A resourceful management, headed by a
new president, John L. Bevin, had prepared the
railroad for the sharp upturn in traffic which came by
1939;

Economic Problems for the Electric Interurbans
The experiences of the interurbans paralleled those of
the steam railroads, except that they were more
vulnerable to commercial motor carrier and
automobile competition on tlatively short line
operations. Table 8-2 shows the trends:

Table 8-2
Operational Conditions of the Electric Interurbans
During Selected Years in the 1930s

Account 1930 1933 1939
Mileage! 647 618 564

Op. Rev.? $393 §204 5346
Op. Exp.? $3.42 $2.22 $2.85
Net Rev? 80.51 $-0.18  $0.39
Op. Ratio 7 87.0 108.6 §2.3

Fri. Rev.? 52,92 $ 1.60 $2.80
Pass. Rey.’ $ 709 § 262 5 394
Funded Debt Unpaid $1.700 %230  §8.90

(Source- lowa Railroad Commission, Annual Repores, 1931, 1934,
lowa Commerce Commission. Annual Report, 1940,)
I'Mileage includes all tracks.
= In millions of dollars, rounded to the nearest unit.
i In thousands of dollars, rounded to the nearest unit.

There was a slight decline in mileage operated during
the decade through abandonments. In the critical
period, 1930-1933, operating revenues dropped by 48
percent, passenger revenues by 63 percent. and [reight
revenues by 45 percent. However. the decline in
operating expenses did not equal that of revenues,
resulting in an operating ratio of 108 percent in 1933,
Except for the Crandic lines and the Tama and
Toledo, every interurban suffered a deficit in income.
Even with a modest recovery from 1933 to 1940,
passenger revenues never returned to their previous
levels, ending the decade approximately 45 percent
below the 1930 figures. Freight revenues, however,
showed a remarkable increase over the low of 1933,
and by 1939 were only slightly below the volume in
1930. Net income from all operations fell into a deficit
position in 1940. The key to financial distress. similar
to that of steam railroads, was the amount of
unfunded debt unpaid, increasing from $1.7 million in
1930 to $8.9 million in 1940,

Bus service on the FtD. DM&S was substituted for
trains on branch lines as early as 1926 and through a
subsidiary in 1927 which ran from Des Moines via
Ames to Fort Dodge. The bus company was sold Lo
Interstate Transit Lines, a subsidiary of CNW._ in
1931. The interurban went into receivership and was
operated under a trustee until 1943, when it was
returned to private control and incorporated as an
lowa corporation, using the same company title.
During the receivership period several operational
changes were made, Parlor car service ended in the
winter of 1931-1932. By 1935, only two daily round
trips were scheduled between Des Moines and Fort
Dodge, and operations over street trackage ended in
Des Moines in 1938 and in Fort Dodge in 1940. In
the World War Il years, service expanded to four
daily round trips but returned to former schedules by
1950,

On June 20. 1932, the Crandic road merged with the
new lowa Electric Light and Power Company. The
service remained popular in the thirties with eight
daily round trips between Cedar Rapids and lowa
City. In 1938, the railway moved 16,800 cars.,
representing a traffic density of 616 cars per mile,
surpassing the record of many steam railroads. The
bus and automobile slowed passenger traffic, which
was to have a last reprieve during World War [1. The
well-managed road had the second lowest operating
ratio (62 percent) of any of the interurbans in 1939,

The trend toward substitution of motor buses.
reduction of passenger trains and abandonment ol
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service was common in the operation ol other
interurbans. A few examples will suffice. The Cedar
Valley line had reduced service by 1936 (o three round
trips daily from Waterloo to Cedar Rapids. a
substantial change [rom the dozen round trips when
the line opened. The Clinton, Davenport and
Muscatine, primarily a freight carrier in its last days,
abandoned passenger and [reight service on the
Muscatine Division in 1938 and on the Clinton
Division in 1940. The Des Moines and Central lowa
cut service on the Collax Division to three daily
round trips. but the road received a new lease on life
when Camp Dodge was reactivated in the war years.
Some trackage on the Mason City and Clear Lake
was abandoned in 1931, and street railway franchises
in both cities expired in 1935.

Pre- and Postwar Streamlined Passenger Trains.
Probahly the most glamorous period of railroad
passenger service in lowa began in the 1930s and
[940s with the introduction of the dieselized
lightweight streamlined passenger trains. It ended in
the 1960s, Aluminum and its alloys replaced steel,
reducing weight without sacrificing strength in car
construction. By rounding at the end and at roof
lines. the trains were given the appearance ol sleek
speed attractive to the public. Bright and distincuve
colors were used in contrast to the dull and drab
green of older cars. Air-conditioning, reclining seats
and adjustable footrests in coaches, luxurious
appointments and private accommodations in
sleepers, vista domes, buffet, lounge and parlor cars.
and improved dining arrangements made long
distance travel a comfortable experience.®

The Burlington Zephyrs

In 1934 the CB&Q) tested a three-car articulated
streamlined train on a non-stop trial run from Denver
to Chicago. covering roughly 1.000 miles in 14 hours.
The regular steam schedule was 26 hours, and no
locomotive had run non-stop for more than 775 miles
up to this ime. By averaging 2.77 miles per gallon of
fuel priced at four cents, the fuel cost for the trip was
$14.64. Maximum speeds ranged up to 112 miles per
hour. This ploneer train went into regular service to
Kansas City, Omaha and Lincoln shortly thereafter
and was followed by other Zephyrs on regional
routes, The Zephyr Rocker was the first north-south
streamliner between St. Louis and the Twin Cities,
jointly operated by the CB&Q and CRI&P. But the
most famous and popular streamliner was the

California Zephyr, a $2 million, 12-car vista-domed
train which started in 1949 an a daily schedule from
Chicago 1o Oakland (San Francisco) over a scenic
route through the Rocky Mountains and down the
Feather River Canyon in Californid, The train was
Jater selected to operate on the AMTRAK route
across southern lowa.

The Northwestern's Cities

Under joint arrangement with the UP, the CNW was
the first to offer coach-pullman streamlined
transcontinental service when on June 8, 1935, the
City of Portland made its maiden trip from Chicago.
It stopped at six stations in lowa. covering the 347
miles aeross the state in five hours and 45 minutes as
compared with the [3-hour schedule of local trains.
The 13-car train was painted a brilliant yellow with
red stripes and cost $1.6 million to build. In 1937
three additional trains, the San Francisco, Los
Angeles, and Denver, began operating on an every
third day basis, expanding to daily schedules in the
early 1940%. Into the mid-1950s one could stand at
the CNW's mainline stations and watch the parade of
giant diesels pulling the yellow cars. knowing that if
one train were missed, another would be along ina
relatively short time. There were seven of them,
beginning with the Denver and ending with the steam-
operated Gold Coast. By 1951, 14 CNW streamliners
served lowa.

The Rock Island Rockets

The CRI&P was the third road to initiate streamlined
passenger trains in lowa. The “Rockets,” named after
the first locomotive, started operations in 1937 from
Chicago to Peoria and to Des Moines and were
tollowed by the Kansas Ciry, Twin Ciries, and Rocky
Mountain Rockets in 1939. The Twin Star and Corn
Belr made their initial runs in 1946 and 1947. The
former operated between Minnesota and Texas.
which became known as the longest north-south route
in the nation. East-west schedules were run by the
Golden State, Imperial, and Columbian, allowing

“ln 1923, Sam Felton of the CGW streamblined a Pacificavpe
lucamuative which pulled the four-car Red Bird (rom the Twin
Cities 1o Rochester. Minnesota. Sixovears later, the gasoline-electric
Blue Bird waxs putiinto service with a rounded-¢nd observation and
clubcar Frank P Donovan, Jr., *The Chicago Great Western
Ranlway ™ Palimpsest 34 N6, 6 (June 1953); pp. 276-277
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passengers a wide selection of departure times and
different accommodations. The Columbian was
umgque in that it furnished stewardess-nurses and
featured “economy meals,™ at 25 cents for breakfast.
30 cents for lunch and 35 cents for dinner. The
CRI1&P was the only lowa railroad which had both
north-south and east-west transcontinental service

Donovan described the CRI&P as celebrated in
“story, song, motion picture and drama until 1t
became an institution in lowa.” James Norman Hall
of Collax. co-author of Mutiny on the Bounty, loved
railroads and recounted his experiences on the main
line in his autobiography, My Island Home, and in

Under a Thatched Roof. “The Rock Island Line” was
a popular song among work gangs. Rock [sland
T'rails, a Republic motion picture in 1950, recorded
the history of the lines’ westward movement. Still
popular to stage and screen audiences is Meredith
Willson's, The Music Man, who came to River City
(Mason City) on a CRI&P train to organize the town
band. Excursion and special trains were scheduled for
racing enthusiasts to watch the trotters and pacers at
Rush Park in Independence. Football extras carried
record crowds to lowa City on Saturdays. a tradition
that stretched over three generations of University of
lowa graduates and fans

Burlington’s Califorma Zephyr coach

(Courtesy: lowa State Historical Society
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The Milwaukee Hiawathas and Other
Streamliners

[he Midwest Hiawatha started in 1940 between
Chicago and Omaha. At Manilla, in Crawford
County, the train was divided into twe sections, one
moving northwest to Stoux City and Sioux Falls and
the other to Omaha. Seven years laier, the Olympian

began regular service to Seattle and Tacoma, making

the trip in 45 hours. The [ormer transcontinental
Otympian continued service under the name
Caolumbian

['he Land of Corn on the 1C was inaugurated in 1947
from Chicago to Waterloo. It was one of eight diesel-
powered streamliners operated by the railroad; the
others running on north-south routes. The AT&SH
turnished streamlined service throughout the
southwestern United States to lowa residents via
Chief and Super-Chief which entered the state
northwest of Keokuk, angled northeast to Fort

Madison and continued to Chicago (Fig. 8-1)
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Rack Island Rocker.
(Courtesy: lowa State Historical Society)

Streamliners and Passenger Revenues

How much difference did these trains make in
passenger revenues? On the CN'W, by 1937-1938 they
produced an increase of 22 percent over revenues of
1935. From an all-time low of $6.7 million in 1933,
some 60 percent of the 1931 revenues, the CB&Q
recorded an 18 percent increase in 1936 and in 1937,
and revenues represented the highest earned in a
decade. The “Rockets” returned $46 million, or 734
percent of the $6.6 million invested. The best paying
train was the Des Moines Rocket which had expenses
of §.51 and net revenues of $1.39 per mile in 1939,
['here seemed to be little question that the
streamliners of the 1930s were a [inancial success.

Congress Acts to Meet the Railroad Emergency
In 1933, new procedures for financial reorganization
of the carriers were enacted through addition of
Section 77 to the Bankruptcy Act of 1898, amended
further in 1935. Its objective was to reduce delays in
reorganization, provide for a more sound and realistic
capital structure and to overcome objections to
previous reorganization plans. The new Federal
Admimstration had pledged to reduce enforcement ol
competition between railroads and support
consolidations. somewhat reversing historic
regulatory policy. This proposal was not new, having
been incorporated into the Act of 1920, but the
economic circumstances were significantly different
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by 1933, and certain conditions written into the 1920
legislation suggesting consolidation were apparently
to be eased.

A Transportation Commission created in the previous
administration reported in February, 1933, thal
“paralle] lines and systems™ are wasteful and
unnecessary; that regional consohdation should be
hastened. Also, that ratlroads themselves should
cooperate to reduce competitive expenses and that the
rule of rate-making which established a “fair return™
percentage in 1920 should be reversed. These
recommendations and the influence of the work of
carlier congressional committees formed the
packground of the Emergency Transportation Act of
1933, consisting of two parts. Title | included
temporary provisions designed to assist the railroads
in meeting depression canditions, Title [1 added
permanent measures to the Interstate Commerce Act
The temporary provisions were not successful in
bringing about the anticipated economies and expired

Transportation in lowa

in 1935, The permanent provisions related to changes
in the laws regarding mergers and liberalized the rule
of rate-making,

The Office of Federal Coordinator of Transportation
was established in 1933 for the purpose of studying
methods of avoiding useless duplication of service,
eliminating losses, promoting financial reorganization
and improving transportation conditions in general.
Numerous proposals for relief were considered,
ranging from cansolidation of the roads into a single
national system, to the “Prince Plan™ which would
merge the roads into seven systems—two in the East,
two i the South and three in the West—estimated to
save about $743 million on the basis of 1932 traffic.
The estimates were challenged by opponents who
pointed to the disastrous effects of eliminating
competition. They countered by suggesting the joint
use of terminals and pooling of equipment as a means
of reducing expenses. objecled to by both
management and labor.
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Federal Regulation of Other Modes
Interstate Motor Carriers
As early as the mid-twenties, it was recognized that
motor carriers were going to offer more than token
competition to railroads. Actually, until 1925, states
had exercised some regulation over interstate as well
as intrastate truck movements, for i1 had become a
well-established fact that interstate carriers had to
have state authonty for intrastate operations.
Authority for state control rested on the doctrine of
Gibbons v. Ogden which stated that in the absence of
federal legislation, states might prescribe reasonable
provisions to meet local needs for those aspects of
interstate commerce not demanding general or
uniform regulation. In 1925, the U. S. Supreme Court
declared that states could regulate interstate
commerce where highway safety or conservation was
the objective or where the indirect burden on
interstate commerce was reasonable but could not
where prevention of competition was at issue—a
violation of the commerce clause of the Constitution.
By 1920, 42 states had placed restrictions on vehicle
width, 29 on height, 30 on length and 45 on gross
weights. The diversity in weight and size limitations
among states was controversial even in the 1930s and
became subject to more heated arguments over the
next 50 years.”

Following the Supreme Court cases, Senator
Cummins of lowa f{iled one of the first bills to
regulate interstate motor carriers. Others followed in
1928, 1930, and 1932, without enactment. In addition
to the legislative interest, extensive investigations of
the industry were underway by the 1CC. After a
decade of discussion and debate, Congress finally
passed the Motor Carrier Act of 1935, as Part 11 of
the Interstate Commerce Act, It was the intense
competition between railroads and motor carriers
maore than any other factor that was responsible.
Expansion of the trucking industry in the early 1930s
resulted in rate wars and evasion of state regulations,
and it generated a feeling of unequal and unfair
national regulatory policies.

The act produced sharp differences in regulatory
philosophy between railroads and motor carriers,
accentuated by differences in the structures of each
industry, With few exceptlions, railroads had been
legally considered in the broad category of “common
carriers.” Contrarywise, motor carriers were placed
into four general classifications: “common,”
“contract,” “exempt” and “private.” The distinctions,
particularly in the “exempt™ category, were a constant

uritation to railroads as motor traffic expanded. and
in many instances the ICC and courts were required
to define the carrier operating authority and status
within each one.’

Commercial Motor Carrier Passenger and
Freight Traffic

In lowa, approximately 1.8 million passengers rode
the buses in 1931, increasing to over five million in
1939, Ten Class | carriers, including five affilitated
with steam and interurban railways, had annual net
operating revenues ol 830,000 or over, There were 17
Class 11 passenger carriers with revenues under
$30,000, and both classifications operated at a deficit
in 1931 but showed profit positions by 1939 Of the
149 freight carriers reporting to the railroad
commission in 1931, 107 had annual revenues of less
than $5.000. indicating the relatively small operations
of individuals or firms in the industry. By 1939, 40
freight “unclassified™ motor trucking firms were in
favorable financial condition,

Commercial Airlines

Many of the provisions of previous legislation (Air
Commerce Act of 1926 and Air Mail Act of 1934)
were incorporated into the Civil Aeronautics Act of
1938, A five-member Civil Aeronautics Authority
(CAA) was created as an independent body
comparable to the ICC., Within the CAA ., an
administrator was responsible for promotional and

b interstate Commerce Commission, Federal Regulation of the
Size and Weights of Motor Vehicles. House Doc. 354, 7Tth Cong .
I1st sess., 1941 Difficulties encountered by truck operators are
discussed in hearings betore the Committee on Interstate and
Foreign Commerce, Regulation of Interstate- Motor Busses and
Trucks on Public Highways, 1934, H R, 6836 pp, 404-407

" To control entry, common carners were tequired 1o operate
under a certificate of public convenience and necessity. contract
carriers undera permit to serve specific shippers. Private carniers
were considered as an adjunct mode (o extend the commercial
achivity of the hirm owning them and were not on a for-hire basis
Exempt carriers were not subject to economie regulation,
depending upon the commodity hauled or particular services
offered. The most publicized and discussed were the motor carner
agricultural exemptions. Descriptions of the exemptions are found
in Sections 203 (h) 4, 5, and 6 of the Motor Carrier Act. In lowa,
entry restrictions are found in Section 3257, and route restrichions
in Section 3256, 327, | and 327.6 of the Code of lowa
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developmental functions and an Air Salety Board was
to investigate accidents and make recommendations
concerning preventative measures. Two Presidential
Executive Orders in 1940 changed the CAA to the
Civil Aeronautics Board (CAB), abolished the Air
Safety Board and translerred their responsibilities to
the CAB, which together with the administrator were
placed in the Department of Commerce,

Title 1V of the act pertained to economic regulation.
It covered only common carriers and carriers of
arrmail as contrasted to safety regulations which
extended to all aircralt, Entry into the industry
required certificates of public convenience and
necessity: rates and fares were to be published and all
tariffs opened to public inspection. Abandonments,
mergers and consolidations had to be approved but
the carriers could be exempt from economic
regulation under certain conditions. The principle of
state regulation of intrastate carriers was recognized
and upheld, not legalized away as was done in the
Motor Carrier Act where the 1CC bhad no control
over abandonments or intrastate rates, even to
prevent discrimination against interstate
transportation. The state, therefore, could regulate
intrastate airline rates and fares and issue certificates
provided that the intrastate operations did not
interfere with the Federal Act.

The first lowa laws regulating aviation, aircralt
licensing. and establishing air traffic rules and
provisions were enacted by the 43rd General
Assembly in 1929, In June, 1934, a special session
passed an Act creating a Commission on Aeronautics
to act under the advice and assistance of the State
Adjutant General, 1t was “to regulate all flving
activities in lowa and to assist and advise in the
promotion of aeronautics.”™ No licensing powers were
granted. The part-time members were Charles
Gatschet of Des Moines. Ralph Cram of Davenport,
and W. B. Swaney of Fort Dodge. Brigadier General
Charles H. Grahl was Secretary. Their iniual actions
involved educating pilots, aircraft owners, airport
managers and enforcement agencies concerning the
air laws of the state and campaigning against
“imprudent™ flying which resulted in accidents.
Formal rules and regulations were adopted in 1934,
including establishment of minimum safe altitudes
over open and congested spaces.

The Demise of the Railroad Commission

The lowa Board of Railroad Commissioners was
created in 1878 for the purpose of regulating

railroads, the only major transportation system in
lowa at that time. But actions of the General
Assembly over the years expanded their jurisdiction
and control into other industries such as passenger
and freight motor carriers, truck operators, pipelines,
transmission lines, airports and bonded warchouses.
The title was a misnomer— covering a conglomerate
af activities relating to transportation,
communication, storage, engineering, ete.. for the
protection of carriers, shippers and the traveling
public. To better recognize the widening scope of
assigned responsibilities. the name was changed to the
“lowa State Commerce Commission,” on May [,
1937, At the time of transition there were seven major
departments. The largest in terms of employees (53 of
72) was the Motor Carrier Division, The chairman ol
the new commission was George A. Hoffman.
Commussioners were Harry P. Dunlop and Mike P,
Conway. and the executive secretary was J. J, Lynch.

Federal Aid for Highway Construction

The National Level

During the 1920s, road building capability of the
states reached a point where they could obligate S100
milhon of tederal aid each year. The amount exceeded
congressional authorizations but was made possible
through surplus funds built up in the program during
earlier years. By 1928, the surplus had been expended
and states reduced their highway programs to fit the
§75 million yearly authorization. In fiscal year 1929,
federal-aid mileage built fell to 9,386 miles. from
10,194 miles in 1928, and further reductions were
carried over into 1930. To assist the sagging economy.
President Hoover requested appropriations for public
works, including highways. and Congress authorized
anincrease of $50 million in the federal-aid program
for 1930. making a total of $125 million to be
distributed also in 1932 and 1933, The new funds were
apportioned to the states immediately by the
Secretary of Agniculture, who also made the 1932
appropriations available in September, 1930. This
decision raised the total available to S175 million,
more than many of the states could match since their
legislatures were not in session.

Highway construction problems were also eased by an
additional appropriation of $S80 million. divided
among the states in the same manner as federal-aid
funds. to be used for matching purposes, The
appropriations were considered as loans rather than
grants and were to be repaid through deductions from
the regular federal-aid apportionments over a period
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of tive years. The emergency funds were to be
obligated by September 1, 1931. The loans stimulated
road building, completing the inital and stage
construction of 11,033 miles in 1931, and 15.997 miles
in 1932. Employment on these projects expanded
from 30,944 in January to 155.466 in July of 1931,
bringing the total of federal and state employment
during that month to 385,345 workers. However. the
increases were short-lived and dropped considerably
during the next few years, Total disbursements of
state highway departments, together with the ratio of
federal-aid payments from 1928 to 1939, are shown in
Figure 8-2,

Continued decline in the national economy brought
another stimulus in the form of the Emergency Relief
and Construction Act of 1932, Funds totaling $120
million were authorized as temporary advances to the
states for work to be performed before July 1. 1933,

speciically to promote employment. The grants were
to be repaid by deductions from federal aid over a
ten-year period. Further emergency allocations were
included in the Hayden-Cartwright Act of 1934 which
appropriated $200 million of unmatched grants and
made grants of the loans previously disbursed.
Twenty-five percent was to be applied to secondary or
feeder roads, including farm-to-market, rural free
delivery roads and school bus routes. One and one-
half percent could also be used for economic research,

The shortfall of revenues from income and property
taxes caused state legislatures to look seriously at
maotor vehicle revenues, remarkably stable in the
depression years, for support of other than highway
functions. However, Congress limited federal
extension of emergency grants only to states that
used at least the amounts denved from motor vehicle
taxes for highway construction. improvement and
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administration. In 1932, 16 states diverted over $87 8
million of road user revenues to non-highway
purposes, over hall of this amount by New York State
alone. In 1933, the total increased to $143 million and
to $164 million in 1934

Granting federal aid to secondary roads became a
permanent feature of national policy when the
Federal Aid Act of 1938 established a federal-aid
system of secondary roads to be designated by the
states and to include not more than 10 percent ol
rural road muileage. In 1939, the General Assembly
passed the first comprehensive farm-to-market road
law in order to receive and match the annual
allotment of $660.000 from the federal government.
The matching funds were to be taken from the
primary road fund, a move opposed by the highway
commission without success. In addition, the law
required that all funds in excess of $16 million in the
primary road fund be transferred to the farm-to-
market fund on or before June 30, 1941, exelusive of
amounts received from primary road bond sales. In
1941, the ceiling of the primary road fund was raised
to §17 million and remained at that level until 1949,

Highway Construction—The State Level

The increased funds [rom county bond sales
accelerated primary road paving in the late 1920s.
During 1930, the peak year of construction. 1,029
miles were paved at an expenditure of $42.6 million,
This brought the total paved to 3,272 miles, whereas
2.863 miles were graveled, 513 miles butlt to grade but
not surfaced and 593 miles not built. Added to the
primary system were 429 miles, primarily stub roads
to towns with populations of 400 or more, based on
the 1930 Census. In three years, the number of
completely surfaced roads spanning the state had
increased to nine; seven cast-west and two on north-
south routes, and by the close of 1931, four more
north-south roads were added. The 1931 road map
proudly proclaimed in large, bold letters: “Motorist,
Get This Once And For All, lowa [s No Longer A
Mud Road State, ™

Exhaustion of county bond funds and the effects of
the depression sharply reduced primary road building
after 1931, but by 1934, the state was within 600 miles
ol the goal set in the defunct state bond proposal. An
additional 324 miles had been blacktopped, a method
of surfacing introduced 1n 1932 that is inexpensive to
put m place but expensive to maintain, Although
construction costs dropped by 26 percent, highway
revenues fell twice as fast in 1932 compared to 1931,

FFor the first time, license fees and gasoline taxes
declined after increasing every year prior to 1932, The
depression played havoc with commission
employment, wages and salaries, Between August |,
1931, and March 1, 1932, 688 persons had been cut
from the commission payroll. and for those remaining
employed, salary reductions averaged 7.5 percent. The
low point was reached in 1933, when the staff
consisted of 531 people, and although the numbers
increased later, employment during the thirties never
reached the 1930 level.

Bank closings in 1933 tied up about $4,6 million of
primary road funds, making payments difficult on
interest and principal of the bonds. Had it not been
for §10 million allotted by the federal government.
there would have been few contracts awarded for
primary road building in 1931. Bond payments
continued to be a major problem, and refinancing was
authorized effective January, 1934, to reduce interest
and readjust maturity dates. The average interest rate
on old bonds was reduced [rom 4.77 to 3.61 percent;
on new bonds to 1.19 percent in 1939, Between 1934
and 1937, 572 million in bonds had been refinanced,
premiums amounted to $657,000, and interest savings
were $1.5 million.

Formation of the Highway Patrol
Vehicle accidents, highway injuries and deaths were a
serious problem in the early 1930s. and efforts were
made by the legislature to establish a highway safety
patrol. Bills were defeated 1n 1933 through opposition
of farmers and labor. Farmers were blockading
highways to prevent trucks from reaching markets in
an attempt to raise prices for their products. and
labor feared that a patrol would be used as a strike-
breaking force. But Mrs. Alex Miller, a popular
Secretary of State, decided to do what she had no
authority to do—create-a highway patrol. In 1934 she
converted 15 motor vehicle inspectors on her payroll
into an organtzation needed to combat the “Four
Horsemen of the Highways;™ namely, “Road Hogs.
Drunken Drivers. Excessive Speeders and Unsafe
Cars.” Since there were no funds available, officers
furnished their own uniforms.*

Y George Mills, *The Patral’s 50th Anmversary. ™ Dex Moines
Register, July 31, 1984, Mator yvehiele inspectors were used for
entorcement ol laws pertaiming to highway salety requirements
wmong other duties
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Highway Safety Patrol, officer and early automobile

(Courtesy: lowa State Patrol)

Mrs. Alex Miller, Secretary of State lohn Hattery, first patrol chief
(Courtesy: lowa State Patrol)

(Courtesy: lowa State Patrol)
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Armed with data showimg the influence of the patrol
on motorists and knowing that the makeshift group
was inadequate to cover highways in 99 counties,
Mrs. Miller requested the legislature to consider
approval of a larger and legal organization. Deaths
had dropped 21 percent during the last five months of
1934 compared to a similar period in 1933, and there
were 2.000 fewer injuries for the full year. The record
could not be ignored and the legislature responded by
creating a loree of 50 men and three officers i 1935,
Salaries were fixed at $100 per month for the initial
appointment and could rise to $125 after five years.
The work week was 72 hours. John Hattery of
Nevada, the first patrol chief, was paid $200 per
month and his assistants E. A. Conley of
Marshalltown and Harry Nestle of Carroll each
received $165. Despite the relatively low pay scales
and Tong hours, 3,000 applicants sought the positions,
A majority selected held college degrees, some had at-
tended college and none were chosen without high
school diplomas. Forty-nine vehieles were purchased
by the state for the work., consisting of 37
automobiles and 12 motoreyeles, The latter were soon
abandoned because of operational difficulties in the
harsh winters

One of the first controversies raged over the

jurisdiction of the patrol. especially in the field of
criminal enforcement. Critics did not want a state
police force which would usurp responsibilities of

county sheriffs and local police. However, in 1939 the
legislature transferred the patrol from the control of
the Secretary of State to a new Public Safety
Department, gave it full legal police power and
appropriated funds for an expansion to 125 officers,
Since then, the highway patrol has been involved in
criminal apprehension. has organized tactical teams
for riot control and public disorders, and has been
engaged in educational programs concerning highway
safety— these in addition to the regular patrol
responsihilities,

By 1984, the patrol had a compliment of 410 troopers
and officers, 80 of whom operated |5 district offices
with the remainder assigned to highway and law
enforcement work. The 330 troopers on the road were
nearly seven times greater than the 50 in 1935,
However, the reduced work week (from 72 to 4314
hours) and the heayy increase in traffic meant that the
patrol was nearly as thin proportionately as it was in
1935. Seven airplanes have been added to their vehicle
imventory. to be used by air-ground teams to spot
speeding motorists on primary highways. Coverage
totaled 11 million miles in 1983, somewhat higher
than the two million miles in 1935. Over the 50 years
of its existence, the patrol has pained widespread
recognition. respect and commendations for high
standards of performance and the professional
approach to its responsibilities and duties.

Table 8-3
State Highway Receipts and Distribution of Funds, 1930-1939

No. of No. of Distribution to
Year Autos! Trucks! Receipts? Primary Secondary
1930 711927 73.417 $22°3 $17.1 $5.2
193] 673.360 81.936 228 17:3 5.5
1932 611.003 76.936 2001 5.5 4.6
1933 562,802 69,4090 89 14.4 1.5
1934 592,350 75,536 19.4 14.7 4.7
1935 619,658 83,836 20.8 154 54
1936 645,759 87,535 2240 16.4 5.7
1937 659,004 91,991 23.6 17.6 6.0
1938 651,843 94,234 241 17.8 6.3
1939 673.136 99931 21.5 3.9 7.6
(Sewrce: Olfice of Economic Analysis. lowa Department of ransportation

MIEdita are on a calendar year basis.)
Antomobiles and trucks registered.

“Ineludes motor tuel thxes, registation lees and miscellineous receipts, Frgoees aie u nolhons of dollaes rounded o the nearest unit
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Table 8-4
lowa's Primary Road System, 1920-1940

Total Bitumi-
Year Miles Paved nous
1920 6,619 67 -—-
192] 6,616 236 -
1922 6,615 334 —
1923 6.641 419 -
1924 6,660 502 -
1925 6.674 569 —
1926 6.654 650 -
1927 6.665 940 -—-
1928 6.761 1,625 -
1929 6,770 LA -
1930 7.274 3272
1931 7.789 3.804 -—
1932 7.845 4,086 137
1933 7,834 4202 1349
1934 7,909 4,313 324
1935 8,278 4.374 323
1936 8,318 4.546 469
1937 8433 4818 569
193% 8,498 5.090 587
1939 8.541 5,135 614
1940 ®.559 5.208 671

Dirt Dirt
Gravel Graded Ungraded

792 1,021 4,739
1157 1.448% Fo06
1.558 1,761 2.962
[,889 - 2,001 2,338
2,164 1,934 2,059
2,461 1,796 |,849
2,818 1,732 1,452
3.226 1,417 1.083
3,221 1114 801
SN E 715 602
2.863 513 594
3,070 281 635
3.067 117 438
3,083 52 A5k
2.933 1775 165
3,297 92 192
3,030 63 109
2,890 50 106
2.690 32 78
2.661 51 80
2,592 23 62

(Saurce: lowa State Highway Commussion, Annual Reports.)

Fractions of miles have been reduced 1o the néarest whale number

Highway Concerns at the Close of the Decade
There were 400.000 motor vehicles in lowa when
primary road improvements began about 1920, The
legal speed limit was 30 miles per hour and no buses
or reight-hauling trucks were on the roads. By 1930
the number of vehicles and average mileages had
doubled, speeds had increased, and bus and truck
traffic made up a considerable portion of highway
usage. The concern of the commission lay in the fact
that improvement of primary roads started far behind
vehicle needs and never really caught up with the
demand. They also emphasized the abandonment
trends on railroad branch lines, rendering small towns
wholly dependent upon highway transportation,

In 1940, the commission recommended that every
town should be provided with a dependable vear-
round road and every primary highway with a

dustless surface, Narrow bridges should he widened o
not less than 24 feet. Continued attention should be
given to elimination or protection of

highway/ railroad crossings. The cost of these
proposals was estimated at $116 million at 1940
prices, and at the level of current revenues would
require 16 vears to complete, Even at this estimate. it
was suggested that the program would not meet
traffic demands, expected to double again during the
period. Concerns notwithstanding, the record of
highway construction throughout the depression vears
showed steady progress as indicated in Tables 8-3 and
8-4. The first table covers the number ol motor
vehicles registered m the state, receipts from taxes,
and distribution of funds to primary and secondary
roads [rom 1930 to 1939. The second table shows the
progress in surfacing the primary road system
between 1920 and 1940.
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Pipelines Come to lowa

Pipelines, often referred to as the “hidden industry.”
constitute a specialized transportation system used for
moving crude oil, gasoline and other petroleum
products, liquid propane, anhydrous ammonia and
natural gas. Bulk commodities such as coal slurry
have also been proven suitable for pipeline

movement. Maps showing pipelines in lowa during
the 1930° and 1940’ include both liquid lines and
natural gas, but the subject of this discussion 1s the
development of the liquid lines. Natural gas pipelines
are considered as a part of the energy industries of the
nation whereas liquid lines have been viewed as one
of the five major transportation modes, Once the
initial investment is made, the advantage of the
pipeline lies in the operating cost. An 1CC study in
1942 reported that the cost of transporting erude oil

by pipeline was 1,98 mills per ton-mile as contrasted
to 10.62 mills by railroad and 0.63 mills by tank
vessels. Refined petroleum products cost 4.39 mills by
pipeline, 11.19 mills by rail and 0.6 mills by tank
vessels

A Brief History

The first oil well in the nation was “brought in™ by
Colonel Drake in western Pennsylvania in 1859, and
the oil was transported on streams tributary to the
Alleghany River, thence to Pittsburgh. But as the oil
fields developed away from the rivers, horse and
wagon teams were used to haul the oil to shipping
points. The charges varied with distance, road
conditions and the season of the vear, usually
averaging $1.50 per barrel, Both teamster and water
transportation were expensive and often hazardous,
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creating the need for a new alternative. After
experimenting, the first successful crude oil pipeline
was built in [865, consisting of two-inch pipe with a
capacity of 81 barrels per hour for a distance of five
miles.

The success of the line led to construction of
connections ta railroad terminals and/ or refineries.
Railroads favored pipeline development to feed their
tank cars for movement to refineries on the East

Coast. By 1880, over 1,200 miles of pipelines served
these regional fields; in 1900, 18,000 miles were in
operation in the United States and shortly thereafter.
pipelines were built from mid-continent locations and
joined the eastern systems. Since the early days of the
20th century, extensions to new fields, “looping” of
lines along existing routes for increased capacity, and
the addition of gasoline and petroleum products
resulted in systems of 120,000 miles by 1940
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Natural gas, manufactured gas, and gasoline pipelines in lowa, 1931,
(Courtesy: lowa Development Conmmission)

S H. A Struth. ed . The Petrolewm Data Book: Official Source
Book of Information for the World s Ofl and Gas {ndasiry, Dallas.
Tex.; Petroleum Engineer Pub. Co.. 1947, Pipelines are generally
divided into three categories' gathering hines. erude trunk lines and
gasaline or products lines. Gathering lines are usually two to Lo
inches in diameter and “gather™ the oil [rom leased tanks which
have received the o1l from producing wells through “lead™ lines
Trunk lines are the mamn hnes ol the svstem. normally rangmg fram
Six Lo 16 inches in diameter. Duping World War 11, 4 crude line of
24 inches was built from Longview. Texas to Phoemxville.
Pennsylvania, and a products line of 20 inches [rom Beaumont.
Texas to Linden; New Jersey. Pipe of 42 inches was osed (n/the
1960%. and d48-inch pipe was proposed for the Trans-Alaska
pipeline
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The 1CC was given regulatory control over interstate
pipeline transportation of property other than gas or
water in the Hepburn Act of 1906. In lowa, the
General Assembly conferred on the railroad
commission jurisdiction over pipeline companies in
order that they may be of “safe and proper
construction, operation and maintenance in the state"
but gave no control over rates.'" The Great Lakes
Pipeline System (now the Williams Pipe Line
Company) was the first “products” line approved for
construction in 1931, with terminals at Des Moines,
Omaha and later at Coralville. From Barnsdall,
Oklahoma and Kansas City, eight-inch lines were
built to Des Moines and six-inch lines from Des

Transportation in lowa

Moines to Minneapolis and Chicago. At Mason City,
the first terminal to serve trucks rather than rail cars
was opened in 1944, Other lines were built in the state
in the 1930%s and 1940 (Fig. 8-4, 8-5).

River Developments Affecting lowa
Locks, Dams, and the Nine Foot Channel on the
Mississippi
Despite the fact that river transportation had been
declining for many years, the inland waterways were
considered to have tremendous potential as an
inexpensive facility if channel depths could be
standardized and maintained. The champion of this
idea was Herbert Hoover, who as Secretary of

165 Natural
Gas [ines —~

[ B 6aselinedines

dreaf Lakes

foSiaux falls

Great lohes N
8“Gasoline T —

{3 .
- W | s
6 Gasaline Line 1o 1A W = | E=1
Tank farm af 2 {pipel e
Carter take la. - i
waturs — |

73 "Gay Line from
ckfton Konsas

24751 #ri

& Gaso
Glabe bl

deng Lo,

Jo.Da. 1 ol AL
% [ e |
Nar MaT, = =il LA e
e T je = &
| 5
vl I 3 Vi
- oy
)
e T
Abrit, T2 il
Natfaral v— — _
Gas (o, 2 ;
— M
Le :
8
{
& "Casafine A
dine~3ecozy- e B — e Sl
Yaruum Oif Co. P 3
-
= | 4
5 L)

&" Gasoline
dine 1o
Chicago

29" Gas {ine
fo Chicago

%, Crude O/] Lines

P
6" Gasaline Lines
Standard dif (om,aanly

17 /
&" Gasoline Lines
from Barnsdall okle.

Sinclaie Prarie- 0/l To.
from Gkiahorma »

Stonoling il Co
From ::'Mnho-'fy/

fo Chicago

Figure 8-5
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(Courtesy: lowa Development Commission)

1931 Laws of lowa, Chapter 383 Declared unconstitutional by
the lowa Supreme Court in'State of lowa Ex, Rel. Board of
Railroad Commussioners of the State of lowa v. Stanoland Pipeline
Campany, 249 NW. 366 (1933), Another law. Chaprer 10. Acts of
the 45th General Assembly. became effective March 24, 1934,



The 1930s—Depression 187
and its Aftermath

Commerce visualized an inter-connected river system
of 9,000 miles. It would consist of a north-south trunk
line of 1,900 miles from New Orleans to Chicago,
there to link with the Great Lakes; an east-west trunk
line of 1.000 miles from Pittsburgh through Cairo.
lHlinois to Kansas City, and feeder lines on the Upper
and Lower Mississippi tributanes, the Ohio and
Missouri Rivers. A nine-foot canalization of the Ohio
River had been completed in 1929, but the deep draft
barges and tows were unable to navigate the Upper
Mississippi, As a result, commercial interests along
the route, led by the Chambers of Commeree in
Minneapolis and St. Paul and firms producing and
marketing bulk commodities, brought pressures on
Congress to create a standard channel depth
throughout the entire Mississippi River system.

There were two sections of the Upper Mississippi that
could not be improved by construction of wing dams
One was a stretch of shallow water between St. Paul
and St. Anthony Falls where a lock and dam were
opened for traffic in 1907, replaced by a high dam 1n
1917 for both navigation and power to the Twin

Cities industries. Another section was at Rock Island
where the rapids were still obstructing traffic up niver
A lock and dam was completed in 1907 which allowed
the Moline farm equipment industry better aceess 1o
water transportation and was used extensively for a
lew years. A second lock and dam was built by the
Keokuk and Hamilton Water Power Company and
opened in 1913, It replaced three locks in the Des
Moines River Canal, deepened the river channel {or
50 miles upstream and created a pool which covered
the entire rapids.

On July 3. 1930, Congress authorized the U, S, Army
Corps of Engineers to make the Upper Mississippi a
commercial waterway, a development which was to
have a profound impact upon lowa. A nine-foot
channel was planned without surveys or
recommendations of the Engineers or one based upon
economic leasibility studies. The legislation called for
construction of 26 new locks and dams from
Minneapohs to St. Louis, one of the largest public
works projects up to that time and unprecedented in

water resource development. The dams at

Locking through on the Mississippi
[('uu['h;n'f.' Author)
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Minneapolis (No. 1) and at Keokuk (No, 19) were
already in place, and the lock and dam at Hastings
(No 2) was opened in 1930, All locks in the Rock
Island District were a uniform 110 x 600 [eet excepl
for Lock 19 at Keokuk which was 110 x 358 feet until
replaced with a new lock in 1957, The dams were to
be spaced at intervals of 9.6 to 43.3 miles, equipped
with gates to provide for series of lakes (slack pools)
to insure adequate depths for pavigation in low water
I'he channel was to be maintained to minimum
widths of 300 feet up to Hastings, 200 feet to St.
Anthony Falls and 100 feet for the remainder of the
waterway

Opposition to deepening the channel came from
environmental, recreation and sportsmen’s groups
who claimed that “a succession of stagnant or

sluggish pools fed by sewage disposal plants would
cause oxidation and diminish fish and wildlife
populations.”™! But the Engincers worked closely with
these organizations to ensure the continued
maintenance and further development of recreational
areas. Roller and Tainter gates were installed to
permit migration of fish, to allow passage of silt and
sewage, Lo help aerate the water for adequate oxegen
levels and to stabilize water levels in the pools. In
addition to the gates, dikes and spillways were
provided wherever necessary. Because shorelines
changed most above the dams and least below them,
the dams were located above river towns to control
changes in water fronts. The cooperation of the
Engineers brought support from organizations who
had originally opposed the nine-foot channel.'?

Locking through on the Mississippi

(Courtesy

Author)
I"Raymond Merritt, “The Development of the Lock and Dam
System on the Upper Mississippi River " Paper given at the

National Waterwayvs Round Table, Norfolk, Virginia, April 22

34
-2

1980, p. 15

Roald I). Twaet, 4 History of the Rock Island District UoS

Army Corps of Engineers, 1866-19483, Rock Island, 1L 'S, Army
District, Rock Island, 1984, pp. 263-265. Roller gates develaped in
Germany were still under patent when the dams were built; and

Tainter gates of French design could be moved vertically ta control

the le

:] of water passing underneath. Tainter gates were tsed
wherever pussible as they were cheaper to construct and did not
require royalty payments
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Within ten years, 1930-1940, 24 low-level dams were
built and the nine-foot channel was completed.
Caonstruction was planned in the order of the
seriousness of problems with the first at No. 15,
located at the foot of the Rock Island Rapids where
navigation was still impeded in 1930, completed in
1934 No. 14 at Le Claire was among the last. Of the
others, one had been built in 1930, two in 1935, three
in 1936, six in 1937, six in 1938, four in 1939 and one
in 1940, Those along the lowa and [linois shores
were at or near Guttenberg (No, 10), Dubuque (No.
1), Bellevue (No. 12), Clinton (No. 13). Le Claire
(No. 14), Rock Island (No. 15) Muscatine (No. 16),
New Boston (No. 17). Burlington (No, I8), and
Keokuk (No. 19) (Fig. 8-6, 8-7).

Construction costs for the lock and dam system and
nine-foot channel were funded through regular River
and Harbor appropriations. Additional funds came
from the National Industrial Recovery Act and the
Federal Emergency Administration of Public Works.
In 1935, the River and Harbor bill of August 20,
authorized appropriation of sufficient funds to
complete the project, and by 1940, more than $170
million had been spent (Fig. 8-8, Table 8-5). Even
before the new channel was completed. traffic on the
Upper Mississippi began to increase. In 1935,
commerecial movements between Minneapolis and the
mouth of the Missouri were 804,490 tons up river and
739,505 tons down river. Comparable tonnage in 1940
was 2.23 million tons up river and 1,27 million tons
down river,
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Mississippl River Lock & Dam No. 13, Naval Reserves boat and Str. 1S, locking through, 1933
(Courtesy: U.S. Army Corps of Engineers. Rock Island [istrict)
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Mississippi River Lock No. 15, John W, Weeks with tow above, 1936
(Courtesy: U.S. Army Corps of Engineers, Rock Island District)
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Mississippi River Lock No, I5. Federal Barge Line steamer Mark Twain with tow entering main lock, 1936
(Courtesy; .S Army Corps ol Engineers, Rock Island District)

Mississippr River Lock No. |5, Looking downstream at tow of [reight leaving Lock No, 15, 1937
(Courtesy: LS, Army Corps of Engincers, Rock Island Pistrict)
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Multi-Purpose River Planning—The Missouri

For manv vears, debates raged over nver basin
resource management, River development was
considered broadly associated with water resource
issues such as flood control, water supply, irrigation,
recreation, land reclamation and hydro-electric power
generation in addition to navigation. To be
determined were policies relating to the full
development of the rivers [or possible regional or
national advantage as against proposals to limit
development for a primary and specific use. The
major purpose of the lock and dam improvement on
the Upper Mississippi was to further the economic

welfare of shippers and urban communities. “The
vision of the supporters was improvement of
navigation and restoration of the golden years of
waterborne commerce that historically had made the
citics and towns along the River the cultural and
economic crossroads of the Mississippi Valley Basin.
The means was controlled by political power, not
technological knowledge or environmental
priorities.”'! However, in the case of the Missouri
River, there were major concerns over reserving the
water for upstream irrigation, downstream
navigation, and flood control over considerable
lengths of the river,

Towboat Hustler, 1934
(Courtesy: U.S. Army Corps of Engineers, Omaha District)

5 Merritt p. 210 Tweet guoted Meérntt who suggested that
suceess in obtaining the nine-toot channel on the Upper Mississippi
was @ victory “in which glory was shared by President Hoover, his
Seeretary of War, the Mississipm Valley Assocuation, the
Minncapolis Improvement Commission and Congressionil
representatives fram Minnesata.™ Tweet. p 82
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The Roosevelt Administration sought 1o promote
widespread development ol several river basins,
including the Missouri. The Tennessee Valley
Authority, created in 1933, became the best known
national example of multi-purpose river planning. In
1936, under provisions of the Flood Control Act, the
primary but not sole responsibility for river
development was given the Corps of Engineers and
imcluded the concept of river basin organization and
management for the complete use of all water
resources. The legislation promised relief from
perennial problems in the Missouri River Basin,
provided that comprehensive engineering plans were
approved and appropriate construction programs
authorized.

Economic conditions in the Missouri Valley
prompted the federal government to move gquickly
with nver development plans. Agricultural income
had declined as had wages and employment in the
industrial sector. Farmers left the land, causing a
migration from the Basin. The eastern area with
fertile soil. adequate rainfall and large cities was
relatively stable, but the western area was subject to

periodie droughts and the necessity to irrigate crops.
and much of the soil was adequate only for pasture.
Industrial production centered on oll, copper, coal
and phosphates, but not to the extent that the
unemploved workers could be absorbed. |Levees buill
along the river’s edge 1o control the continuous
flooding proved inadequate, soil and crop losses
mounted, and urban communities sulfered in the
middle and lower river valley, Reservoirs were
thought to be more effective and had the additional
potential to provide hydroelectric power and water
for irrigation. The possibility of water resource use to
reverse the worsening economiec conditions led to the
creation of the Mississippi Valley Committee in 1934
Morris L. Cooke. Chairman, was a strong advocate
of multi-purpose planning, and his report
recommended Tull development of the Mississipprand
its tributaries for all phases of river use. Centralized
planning and coordinated development were basic to
his proposals which did not achieve immediate
success. Not until severe floods occurred on the
Missouri in 1943 were serious efforts made for river
improvements in the Missouri Valley,

Dredpe Meriwether Lewis, 1938,

(Courtesy: 1.5, Army Corps ol Engineers, Omaha District)
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Aviation Activity
Organization of flving and glider clubs and schools,
supported by the National Aeronautics Association
(NAA). offered individuals an opportunity to pursue
acronautical interests. In the late twenties. there were
nine chapters of the NAA in lowa whose major
objectives were promotion of aviation, sponsorship of
air meets and furnishing speakers to civic groups.
Notable among these were the clubs in Ames,
Dubugue, Waterloo, Cedar Rapids. Hampton and
Orient. Others were the Aero Club of Des Moines,
the lowa Chapter of Ninety-Niners, the Southwest
Pilots Association and the lowa Airport Managers
Association. Aircraft used in private and corporate
businesses became an important phase of air traffic in
the 1930s. Among firms involved were the Des
Moines Register, the Automatic Washing Machine
Company of Newton, the Morrell Company of

Ottumwa and radio station WMT at Waterloo

Airports and Pilots

In 1934, the state had nine municipal. 16 commercial
and 36 private airports or landing fields of which 8
were partly or fully lighted. Four years later, 18
municipal and 14 commercial airports gave lowa a
ranking of 24th in the nation. Airport expansion
resulted in an increase in the number of pilots and
from 191 registered in 1937, the total rose to 471 in
1939. In that year, Sheldon had more registered pilots
per 1.000 population than any city in the nation. The
numbers continued to climb in the early forties when
1.882 were registered in 1941, nine of which had
limited commercial licenses and five had transport
licenses. World War 11 virtually stopped civilian
flying.
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lowa-Based Airlines and Commercial Service
Except for one airline inttiated by lowans or serving
lowa cities, scheduled intrastate and regional service
was not a successful venture. Mid West Airlines,
owned by John Livingston. operated the first
scheduled airline 1n lowa, flying between Waterloo
and Des Moines. The daily-except-Sunday service
began in 1928, charging one-way fares of $10.and $18
tor the round trip. Yellow Cab Airways, owned by
Russell Reel of Des Moines, president of Yellow Cab
Company and Aviation School, started scheduled
flights between Kansas City, Des Moines and
Minneapolis in May, 1929, and ceased operations in
September. Eagle Airlines, based in Kansas City.
operated through Des Moines to Minneapolis from
August to November, 1930,

More successlul was Tri-States Airline, owned by
Arthur 5. Hanford of Sioux City, who began charter

G. Davies Collection)

service between Omaha. Sioux City, Bismark and St.
Paul in 1928 and was certified for daily service
between Sioux City and Omaha in 1933. Following a
merger and reorganization, the airline emerged as
Mid Continent in 1938, the name more appropriately
describing the route structure, part of which had been
purchased by Northwest Airlines in [934, One vear
later, Braniff. Northwest and Mid Continent sought
approval for the north-south route through Des
Maines, awarded by the CAA to Mid Continent in
1940. Their schedule included regular service to
Mason City, and at Des Moines one route went to
Kansas City and another to St. Louis with an
intermediate stop at Ottumwa. The airline flew
lockheed Lodestars which could carry 14 passengers
in addition to mail and t\prew The airline was sold
to BramlT in 1952 (Fig, 8-9, 8-10),

Airline passenger travel from Des Moines and lowa
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City increased substantially in the 1930s. In June,
1935, United Airlines had two daily eastbound planes
stopping at Des Moines. and in 1936 the city was

included on a new international route via United to
the West Coast and Pan American to Hawaii and
Manila, in the Philippines. Three daily eastbound and

two daily westbound (lights were initiated in 1940,
using Douglas DC-3's. Requisitions for planes and
pilots during the war and priorities for government
and military personnel seriously restricted civilian

accommodations,

The Douglas DC-1, ancestor of all Douglas airliners

{Courtesy: R

Davies Collection)

United Airlines Twin Wasp powered Douglas DC-3

(Courtesy: R. [

Davies Collection)
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Summary

lowa at the onset of the
is almost egqually divided between
ture and manufacturing. Railroads operated
10,000 miles of track, and private and
commercial motor carriers served communities
tacated on over 100,000 miles of roads and highways
i agricultural ensis ol the early 1930s, precipitated

he depression and lack ol recovery from post-

inlluenced operations of both

yor carriers. Despite emergency legislation by the

[ govers the majority of railroads
operating in lowa were forced into recervership. and
the p F highway construction was slowed

terially. Intense intermodal competition brought
motor carriers under lederal regulation in 1935,

tollowed by regulation of commercial airlines in 938
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I Ipeiimes moving ngud products

early 1930s, and inland waterway

the torm of lock and dam constru

channel ii'.'[‘ih\ of the \lt\\i\-!l'.‘!”i River a

commercialized the Upper Mississippi section. Multi-
purpose use ol water resources was studied as a
means ol relieving critical economic conditions in the
Missouri Valley. Aviation development consisted of

increased civihan and business flying, expansion of

airports and commercial airline schedules. The impact
ol the depression on transportation modes.,

evidenced by federal, state and private concerns,

.1;\1101!\'\@ to indicate a growing awareness ol
lor development of additional facilities. a more
tavorable balance in traffic potential and increased
opportunities for public and private selection and use

ol the various transportation systems
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Chapter Nine

World War Il and Post-War
1940-1960

Introduction

Because of the war years, the decades of the forties
and fifties are combined into one chapter. Domestic
waler carriers were brought under 1CC jurisdietion in
1940 by legislation which also included a written
declaration of national transportation policy. In the
late 19405 and mid-1950s, previous regulations on
rallroads were cased or eliminated in recognition of
the growing intensity of intermodal competition,

The entrance of America into World War 11 focused
attention on logistical problems unprecedented in
transportation history as the nation mobilized to fight
on two fronts. thousands of miles from the mainland.
Rationing of fuel and supplies curtailed domestic
operations ol motor, water and air carriers except for
defense purposes while the burdens of supplying
military and civilian requirements strained the
capabilities of the railroads and also provided record
earnings. However, even though granted a long series
of rate increases, the railroads could not maintain
wartime revenues in a peacetime economy as more
normal traffic patterns returned.

Federal aid was expanded to improve and restructure
the nation’s highways which had deteriorated during
the war vears and were unable to meet the needs of
postwar motor vehicle traffic. Multi-lane interstate
and toll highways challenged planning and funding on
both federal and state levels. Liquid pipelines spread
to meet the demand for fuel for home heating and
transportation facility usage. Expansion of waterway
commerce resulted in rebuilding and replacing locks
and dams on the Mississippi and initiation of the
Pick-Sloan project on the Missouri River. Air
commerce legislation of the 1920s and 1930s was
cancelled by the Federal Aviation Act of 1958,
creating the Federal Aviation Agency. State
aeronautical commissions were established and
federal assistance became available for airport
construction.

Federal Transportation Legislation
The Transportation Act of 1940
The Transportation Act of 1940 was a further attempt
to aid the railroad industry and to reflect the changes
in the nature and structure of transportation since

1920, Highway, water and pipeline traffic had
intensified intermodal competition. and problems had
emerged concerning relations between them as well as
their respective places in the transportation systen.
The 1940 legislation put all domestic water carriers
under regulation as Part 111 of the Interstate
Commerce Act. with certain exemptions pertaining to
bulk and liquid carriage. The effect was 1o eliminate
about 90 percent ol the carriers from economic
regulation. Following enactment, all five major modes
were under federal regulation. although by no means
could it be said that the regulations fell with equal
force on the carriers as to purpose, enforcement and
assistance. Three of the modes operated under
exemptions, a fact that the railroads never allowed
Congress to forget. Pipelines in the early 19405 were
under a consent decree which limited the percentage
ol dividends that they could pay to a parent company
In order to forestall a congressional investigation, the
pipelines agreed to the decree,

In the 1940 Act, the first written declaration ol a
national transportation policy was expressed.
Previously the federal government had relied upon a
series of uncoordinated legislative actions that
evolved from protecting the public against railroad
abuses in 1887, to eventually encompassing other
modes with somewhat dilferent regulatory treatment
or restraints, The declaration of policy left much to be
desired in what it contained as well as omitted and
was generally considered to be highly ambiguous. It
was geared to the preservation of the “inherent
advantages™ of the several modes rather than
promoting competition to protect the interests ol
shippers and travelers. As such. it became nothing
more than support for the “status quo.”

The railroad consolidation efforts of 1920 were
dropped. but consolidations still had to have 1CC
approval. Land grant railroads were released [rom
obligations to transport mail and government traffic
at reduced rates, an obligation that dated back to the
land grant era between 1850 and 1870. It is interesting
to note that the military personnel obligation was not
discontinued until October, 1945, following the war's
end. Commenting on the legislation, the Traffic
Warld stated: “Both motor and water transportation
will now be under regulation by the same body as are
the railroads with which they compete. That is as it
should be. But the rails pay for their own right-ol-way
as do the motor vehicles, though there is some dispute
as to whether the latter pay in full measure . . . But
waterway operators . . . still are permitted to use [ree
waterways deepened and maintained for them at



204 Transportation in lowa

public expense, even when, as the users are fond of
saying, the waterways originally were provided by
God. God does not, however, keep the channcels
deepened and clear, nor does He dig canals. Until this
situation 1s taken care of, our transportation situation
will still be lopsided in 1ts regulatory aspects.” On the
land grant repeal, the publication further stated: “The
saving to the railroads in actual money will be
matenal not including the hire of clerks who figure
these rates as well as the relief from wear and tear on
their brains. Computing rates on government traffic is
one of the most complicated and detested routine
duties of railroading.™

Other Railroad-Related Legislation

The Reed-Bulwinkle Bill of 194K legalized rate
bureaus, exempting from anti-trust laws [CC
approved agreements between or among two or more
carriers relating Lo rates, fares, classifications,
divisions. allowances or charges and procedures for
joint consideration, etc. The Smathers-Harris Act,
officially known as the Transportation Act of 1958,
was designed to keep pace with changing economic
and technical conditions. It authorized the 1CC Lo
guarantee up to $500 million in loans for maintenance
or purchase of capital equpment, clarified the motor
carrier agricultural exemption, and gave the
commission greater authority over intrastate rates. It
also repealed the three percent wartime tax on freight.

Wartime Transportation Arrangements—

The Railroads

Unlike conditions existing during World War | when
railroads were taken over and operated by the federal
government, there was no attempt in 1941 1o
duplicate the procedure. Instead, the Office of
Detense Transportation (ODT) was created. Its
authority extended to all modes including private
passenger cars and trucks. and its orders were not
subject to judicial review. Under Section | of the act,
the 1CC already had broad powers over rail services
during emergencies, and certain additional powers
were granted over motor carriers in the Second War
Powers Act of 1941,

The ICC and ODT sought cooperation between
shippers and carriers to meet the war emergency.
Attempts were made to promote pooling of railroad
freight and passenger cars, interchange of
locomotives, elimination of round-about routing of
trains, substitution of trucks or buses on short
distance routes, coordination of traffic toward ports

to meet ship and convoy departures, higher minimum
carloads, diversion of certain types of traffic to water
carriers. discontinuance of lightly used irains and
branch lines, discouragement ol pleasure travel.
improved maintenance of motor vehicles and
reductions in their speeds. The efforts resulted in the
movement of war and domestic traffic without serious
congestion and to the general satisfaction of all
interests involved —a sharp contrast to the
experiences ol 1917-1920.

Motor Carriers and Highways

The entry of the United States into the war hrought
German submarines to the Eastern seaboard and Gull
coastal waters, and by May 1942 they were sinking oil
tankers at a rate high enough to result in fuel
shortages in the East. ODT shifted railroad tank cars
from inland points to the East Coast, assuming that
the trucking industry would fill the gaps. But the plan
ran into the historical obstacle of state size and weight
laws, and the result was not only diversity but also
chaos.? Manufacture of automobiles was prohibited
as plants converted to production of tanks. aircraft
engines and ordinance. New car production [ell from
3.5 million units in 1941 to 610 in 1944. Tires were
rationed and recapped to conserve the dwindling
supply, and the states were requested to reduce
highway speeds to 35 miles per hour to save rubber,
fuel and engine wear.

By April 1942, severe shortages [orced gasoline
rationing in the East, and by November they extended

I Traffic World, Editonial, September 10, (940

= U5 Department of Transportation, Federal Highway
Admimistration, America’s Highways, [776-1976, Washington,
D.C.ULS, Government Prmting Qffice. 1976, p. 145 In 1941, five
states sull imited wheel loads accordimg to the width of a tire, d
holdaver Irom the days of solid rubber tires. long since disappeared
[rom usage. Limits on pavloads were as low as 7.000 pounds. limits
on gross loads ranged from 18,000 1o 36.000 pounds for four-
wheeled vehieles. Permussible gross loads on one axle vaned from
12,000 to 24,640 pounds. In January 1941, Congress gave the ICC
the power to set uniform truck weights and siz¢s as a war measure
A provisional code was drawn up by the Public Roads
Administration and AASHO, permitting axle loads of {8,000
pounds and gross loads of 30,000 pounds for four-wheeled vehicles
and up to 40.000 pounds on vehicles with three or more axles. The
code was effective in all states in May [942
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to the entire nation, Four gallons per week were
allowed lor ordinary travel with exceptions for
defense industry workers and farmers. To alleviate the
hazards facing coastwise tankers, two crude oil
pipelines were built by the lederal government. The
longest was the “Big Inch™ from Longview, Texas to
the New York-Philadelphia refining area. The line
wias 1,340 miles long, cost approximately $78 million
and operated between 1943 and 1945. The “Little Big
Inch” pipeline ran 154 miles from Corpus Christi to
Houston. Texas and cost $6.1 million. The “Big Inch”
was sold to the Texas Eastern Transmission Company
in 1947 and converted into a natural gas pipeline.

Wartime mobilization emphasized the dependence of
the nation on highways. Studies in Michigan
indicated that 13 percent of the defense plants
received all of their materials by truck, and in most of
the remaining plants at least half of inbound and
outbound traffic came by truck. In February 1942,
Thomas MacDonald announced that only a {raction
of the 10 million defense employees could be
accommodated by rail and bus facilities; the
remainder would have to depend upon private
automobiles. Rationing not only reduced non-
essential travel but highway revenues as well. The first
to feel the pinch were the Eastern states, and in lowa
revenues dropped 33 percent in June 1942 compared
to the same month in 1941, The Public Roads
Administration reported that nationwide gasoline
rationing resulted in a decline of 35-40) pereent in
highway traffic in 1942 below the corresponding levels
in 1941, States that had laws preventing the diversion
of highway funds handled the restrictions without
serious difficulty; those which allowed diversion
suffered severe problems. But there were bright spots
midst the gloom of war. restrictions and shortages,
for motor vehicle accidents dropped drastically in
1942, both in number and in the rate per 100 million
miles of travel.

Wartime Earnings for the Western Railroads

For the railroads operating in the Western District
(west of the Mississippi River) between 1940 and
1944. operating revenues almost tripled. average
revenue per mile increased two and one-hall times.
and the operating ratio fell from 73.70 to 63.07. lowa
railroads shared in the prosperity as the state
harnessed its people and resources to meet demands
for increased agricultural and industrial output.
Mechanization ol farm machinery and a new hybrid
corn assisted in reaching record production levels of
farm products, Cash value of crops used or sold

amounted to §12.2 billion 1n 1945 compared with
approximately $452 million in 1940. The number of
industrial establishments, ranging from small town
manufacturers to giant firms in the large cities, rose
from 2,540 to 2,965 between 1939 and 1947, doubling
the number of employees and increasing values added
from $243 to $671 million during the period.

Operating over 8,900 miles of track. lowa railroads
increased net earnings from $21.2 million in 1940 10
§63.3 million 1n 1944, and net earnings per mile of
road rose from $2.274 to $7.357 in the years 1940-
1943, Rising operating costs resulted in petitions for
increases of 10 percent in passenger fares. six percent
on [reight and three percent on agricultural products
and edible hivestock and animal products. effective in
March 1942, The requests were approved by the 1CC
until May 1943 when they were suspended 4s no
longer necessary or justified—the suspension ta
remain until six months after legal termination of the
war. Revenue traffic within the state showed
substantial growth in all categories except for [orest
products. as indicated in Table 9-1. At the close of the
1940s, revenue traffic continued at relatively high
levels except for animals and products, a classification
more vulnerable to truck competition (Table 9-2)

The CMStP&P benefited from cancellation ol
commercial shipments through the Panama Canal.
Heavy wartime traffic on the CNW offered optimism
for the future, and indeed their operating revenues for
1947 were the highest in the history of the company.
But operating revenues are not net profits. Rowland
“Bud™ Williams, who had become chiel executive
officer 1in 1939 and president in 1944, saw the war
years as well as those following as an era of spiraling
costs of materials, supplies and labor. Taxes also were
siphoning large amounts of earnings into state and
federal treasuries. Believing that any hope ol a
profitable future would lie in reduction of fixed and
operating expenses, he began a “housecleaning
program” by abandoning 266 miles of branch lines,
566 miles of side tracks and closing hundreds of
stations and other buildings by 1943, Williams
pointed out the differences in the operation of the
railroads in two World Wars, stressing that federal

1 National Safety Council, dccident Facts 1973, Chicago:
National Safety Council, 1973, p. 59.
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operations had cost the taxpayers $2 million per day
in World War I, whereas the ratlroads paid more than
$3 million per day in taxes during the second World
War.,

Ihe CB&Q. lollowing similar strategy, abandoned a
system-wide total of 383 miles of branch lines during
the war years. One was the lightly used 22-mile line
from Mount Ayr to Grant City, Missouri in 1944,
which led to what became known as the “Burlington
Formula.” Employees who found their positions
worsened through abandonments were protected by a
displacement allowance. If the employee last his joh,
he was to receive compensation for the next four
vears. The formula was used by the 1CC in
comparable abandonment cases through the 1960s.

John D. Farrington headed the CRI&P since 1936
when the railroad was struggling through
reorganization, but not until 1947, after 15 years and
six months in the federal courts, was the road
returned to its owners. In 12 years Farrington
abandoned 650 miles of branch lines and, no longer

content with a “Granger Road™ label, induced 2,084
industries to locate on the system, producing $22.8
million annually in freight revenues. In the eight years
from 1936 to 1944 the company spent $70 million on
improvements, of which $19 million went into
deferred maintenance and $51 million was charged to
the capital account. Later, expenditures on road and
cquipment brought the total 1o 5130 million
Estimated savings by 1944 were approximately §7
million per year, and in September 1944, Farrington
proudly announced that the road had $100 million n
cash and government securities, At the close of the
100th anniversary year (1952), the CRI&P reached a
new all-time record for gross income-—5$213.9
million-—and a net income of over $22.6 million
Common stock earned §13.57. and preferred. 532,43
per share. From the early 1930s, when the railroad
had been frequently described as a case of total
bankruptey—financial, physical and managerial—the
accomplishments of the Farrington regime were
nothing short of miraculous, and in 1952 his railroad
was rated as second to none in the United States.

Table 9-1
Revenue Freight Carried by Railroads Operating Within lowa, 1940-1945
Classification 1940 1945 % Increase
(Millions of tons)
Products of Agricuture 13.44! 25.93 929
Animals & Products 4.99 7.00 40.3
Products of Mines 11.14 16.93 51.9
Products of Forests 341 36l 058
Man, & Miscellaneous 19.61 38.03 039
Less-Than-Carload 1.06 1.57 48 1
Totals 53.65 93.07 735

fSeurce lowa Commerce Commission, Annual Reporrs, 1941 and 1946))

! Figures rounded to the nearest unit.
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Table 9-2
Revenue Freight Carried by Railroads Operating Within lowa, 1940-1949

Classification 1940 1949 % Increase
(Millions of tons)
Products of Agricuture 13.44! 19.80! 47.3
Animals & Products 4.99 543 08.8
Products of Mines 11.14 16.61 491
Products of Forests 3.41 5.79 69.9
Man. & Miscellaneous 19.61 32.84 67.4
Less-Than-Carload 1.06 |.722 62.2
Totals 53.65 82.19 53.2

(Source: lowa Commerce Commission, Annual Reporis. 1941 and 1950))

! Figures rounded to the nearest unit.
! Includes forwarder traftfic

Highway Construction Curtailed, 1942-1945
Until 1941 approximately half of the funds available
for primary road construction had been provided by
the federal government. In November, President
Roosevelt ordered that any funds used on highway
work be confined to those projects essential to
national defense. By April 1942 the War Production
Board stopped all highway construction except that
which had begun on or before that date, and no new
projects in excess of $5.000 could be started unless
certified as essential to the war effort. Highway
facilities to provide access to war-related installations
were funded by the Defense Highway Act of 1941 in
the amount of $151 million to cover the full cost.
Allotments to states were not based on fixed formulae
but rather on the requirements of specific projects. In
lowa there were five installations that could qualify:
the lowa Ordnance Plant near Burlington, the Des
Moines Ordnance Plant near Ankeny, the Sioux City
Air Base. the Federal hospital near Clinton and the
Naval Training Base near Ottumwa. By 1943 all
projects had been approved or completed. From
August 1941 to March 1945 the volume of traffic on
the lowa primary road system steadily declined,
resulting in falling revenues in the fund from state
sources (Tables 9-3 and 9-4).

[t was in the latter years of the war that the trend

toward “tandem axle” semi-trailers became apparent.
These vehicles weighed between 51,000 and 56,000

pounds gross and carried a payload of up to 34,000
pounds. A lew combinations used tandem axles under
both tractor truck and trailer, raising the gross weight
to about 59,000 pounds with a payload of 36,000
pounds. Tire and loading economies made the larger
vehicles attractive to operators, but the state warned
that the pounding of heavy vehicles would “definitely
hasten the day when the cross-state pavements would
have to be replaced.™

Throughout the war years, regular or ordinary
highway work slowed perceptibly, About 298 miles
were paved. 151 miles graveled, 277 miles graded and
81 miles bituminous surfaced, and on June 30, 1945,
no uncompleted primary work was under contract.
Construction expenditures paid from the primary
road fund fell from $6.8 million in 1941 to $551
thousand in 1945, the lowest for any year since 1919,
Secondary road expenditures declined from $105
thousand to $198 in 1945, and funds spent on urban
streets dropped from $1.1 million to $18 thousand.
Primary road maintenance varied between $4.0 and
$4.9 million during the five-year period,

1 lawa State Highway Commission, Report of the Stare Highway
Commission for the Period July |, 1944 to June 30, 1943, Des
Moines: State of lowa, 1945, p. 19
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Table 9-3
Average Daily Traffic on Primary Roads,
1941-1945
Average Daily Traffic by Month
Month 1941 1942 1943 1944 1945
January 1,098 1,094 679 796 710
February 1,268 1,120 Rdd 790 755
March 1361 1,192 883 764 865
April 1,528 1,275 959 836 887
May 1703 13354 ROk A30 930
June 1832 1418 1,044 926 1,017
July 1,918 1,417 1,040 966 —
August 2,094 1473 1,050 972 —
September |.809 1,371 955 957 —
October 1.674 1,222 887 938 —-
November 1.536 1,154 824 839 e
December 1,394 691 26 747 —
Average
Annual
Daily 1.598 1,232 917 868

(Source: lowa Highway Commission, Annual Report, 1945 )

For Year Ending

June 30

1940
1941
1942
1943
1944
1945

Table 9-4
Primary Road Income, 1940-1945

Primary Road Fund—
State Sources
(In thousands)

$19,298
20,799
21,311
18,346
17.517
17.855

(Source: lown Highway Commission, Annual Report, 1945))

miles, 1944 represented a peak in railroad movements.

The PostWar Years
Railroad Problems
As measured by freight ton-miles and passenger-

The 747 million ton-miles (68.6 percent of the total)

were the highest reported untl the 1970s, and the 98
million passenger-miles were double that of 1920, For
four years passenger service was profitable, but by
1949 the delieit reached $650 million and continued at
a somewhat lesser amount through 1970, Termination
of European hostilities in April and the Pacific War
in August 1945 resulted in a decline in every item of
railroad performance in 1945, compared to 1944,
Revenue ton-miles fell nearly 26 percent and the
average length of haul over six percent. It took more
than &5 cents of each revenue dollar to cover
operating expenses for the first five months of 1946 as
against slightly over 67 cents in 1945, For the 12
months ending in March 31, 1946, the rate of return
on property investment averaged 2.56 percent,
compared to 391 percent for a similar period in 1945
Fifty-nine Class 1 railroads failed to earn interest and
rentals during the first quarter of 1946, of which 23
were in the Western District

Alarmed by an inflated wage and price level and the
prospect of replacing heavy retirements of worn out
or obsolete equipment and motive power, the Class |
Carriers on April 15, 1946, requested permission to
raise freight rates by 25 percent. with exceptions.
effective May 15, on one day’s notice. On Apnl 26,
the 1CC opened hearings on that part of the request
concerning short notice and simultaneously reopened
the 1942 case, then in a state of suspension.?
Supplemental petitions for similar increases were filed
at the same ume by domestic water carriers and
freight forwarders. Petitions for intervention. but not
rate increases, were filed by motor carrier bureaus
representing approximately 1,000 trucking firms
operating throughout the Western District.

The suspended increases were restored on June 30,
1946. amounting to six percent on general traffic and
three percent on agricultural products, animals and
products and products of mines. The short notice
petition in the new case was denied pending public
hearings which were held throughout the nation
during the next five months, and on December 6,

Y Increased Rates. Fares and Charges, 264 1CC 695 (1946), The
objective of the carriers was 1o secure rate increases which, if
approved, would add approximately one billion dollars to their
operating revenues, the lirgest single rate increase since 1920
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1946. rail and water common carriers were authorized
an increase of 17.7 percent effective January |, 1947,
Further increases were granted in 1947 and 1948,

In June 1950 the United States, together with its allies
in the United Nations. began efforts to repel the
North Koreans from overrunning South Korea,
Before the transition to a peacetime economy could
be satistactorily accomplished, additional burdens of
rearmament were thrust upon the nation. The
problems were not eased by widespread railroad labor
disputes which resulted in federal possession, control
and aperation of Class | railroads under Presidential
directive as of August 27; nor the replacement of
equipment retired in the early postwar period. Freight
car shortages developed due to the needs of the
military and the higher levels of demand from
agricultural, industrial and commercial
transportation.

The inflationary trends resulting from the Korean
War and the yet unfilled requirements of the economy
translated into proposals by railroads and other
common carriers [or additional rate increases and
curtailment or elimination of unprofitable services.
Higher wages. materials costs, taxes. and diversion of
traffic to motor and water carriers prompted requests
which came almost annually during the 1950s. The
1CC’s Bureau of Economics and Statistics estimated
that the cumulative increases authorized from 1946 1o
1960. including the exemptions, averaged 115.2

percent. However, the higher rate levels did not
forestall the declining trend in the rate of return on
property investment, which dropped from 6.58
percent 1n 1942 to 2.86 in 1959 (Table 9-5),

Table 9-5

United States Railroad Rate of Return on Property
Investment, 1940-1959

Rate of Rate of
Year Return (%) Year Return (%)
1940 3.02 1950 4.34
194] 4.4 1951 4. 16
1942 6.58 1952 4.54
1943 6.03 1953 4.55
1944 4.87 1954 3:51
1945 3.90 1955 4.54
1946 2.82 1956 427
1947 3.53 1957 3.62
1948 4.36 1958 2.91]
1949 2.91] 1959 286

(Sowrce: From 1940 to 1950, 1CC Transportation Statistics in the
United Srates, From 1950, 1CC Annual Reports.)

Table 9-6
Revenue Carload Freight of Railroads Operating in lowa, 1949-1959
Classification 1949 1959 Percentage Change
(Millions of Tons)

Products of Agriculture 19.80 [8.50 -06.5
Animals & Products 5.43 4.30 -20.8
Products of Mines 16.61 16.67 -
Products of Forests 5.79 8.34 30.6
Man. & Miscellaneous 32.84 35.76 8.1
Less-Than-Carload 172! 1.51! -12.2
Totals 82.19 85.08 34

{Source: lowa Commerce Commission, Annual Reports, 1950 and [960.)

U Ineludes forwarder traffic.
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Operations in lowa

In 1950, 12 Class | railroads operating in lowa
reported earnings of $51.7 million or $6,933 per mile
of road; and in December 1955, net earmings averaged
$53.6 million or $6,275 per mile. The Korcan War
armistice, deelining traffic in farm products and the
imtensive competition of other modes, reduced
carnings drastically during the second half of the
decade. Net earnings averaged $25.1 million or $2,604
per mile of road. dropping by 1960 to $13.8 million
and $1.655. On November 1, 1960, the M&StL was
acquired by the CNW, reducing the number of Class |
roads to 11 Trends in revenue freight showed an
overall increase of less than four percent during the
1950s as losses occurred in products of agriculture,
animals and products and less-than-carload freight,
Virtually no changes were observed in the movement
of mine products. Increases were recorded in
manufactured and forest products (Table 9-6).

Meanwhile. motor freight operations within and
throughout lowa showed substantial gains over the
1940-1950 period. From three million tons carried in
1940, the volume rose to slightly under 10 million
tons by 1959, and by the same vear, an additional five
million tons were handled by liquid motor carriers.

Trends in Railroad Passenger Service

The cvelical passenger decline in volume was reversed
during the war vears but fell back into prewar
patterns afterward. Regulation hampered wholesale
curtailment of service, normally a standard practice in
unregulated industries when demand falls over long
pertods. Restrictions had been built into statutes
regulating railroads, and state commissions ruled on
abandonments with little or no consistency. The
Transportation Act of 1958 gave the 1CC authorty
over discontinuance of inter- and intrastate passenger
service and could overrule states when national policy
judgments indicated that the service should be
terminated. The policy was supported by the railroads
in the beliel that more conformity in abandoanment
cases would result. In the same year (1958)
commercial airlines introduced jet service, adding a
new dimension of speed to their schedules, and
another negative factor came in 1967 when first-class
mail was shifted from railroad passenger trains to
airlines. By 1970, 24 railroads operated 547 passenger
trains, down from approximately 20.000 in 1920,

Realignment of the Service in lowa

Although trends were unfavorable, relatively
widespread service was available in lowa in the 1950
but deteriorated in various stages soon thereafter. An
lowa State University research project analyzing the
influence of small cities” intercity transportation on
regional urban goals noted that of 54 study region
counties, only Decatur County was not covered by a
passenger route in 1950, and only eight study county
scats were not directly served by scheduled routes,
Nelson observed that *1960 appeared to be the
turning point,” and except [or routes connecting
major cities, almost all service vanished by that year
Ten years later, there was practically no passenger
service available.f

By 1955 the CNW had reduced passenger service to
five transcontinental trains in each direction,
Disagreement between the road and the UP over
service and division of revenues resulted in the
October 30 decision to transfer the trains between
Council Bluffs and Chicago to the CMStP&P. a
bitter blow to residents using the former schedules.
Henceforth, the familiar yellow streamliners would be
routed through Manilla, Perry and Marion, to the
delight of those cities, To counter the change, the
CNW substituted three new trains in lllinois and
lowa. The Corn King was an overnight train with
coaches, pullmans and a diner, and the daytime
Omahan provided coach, parlor car and dining
service. The third. appropriately named the Kare
Shelley, ran f[rom Chicago to Boone. But the bloom
was off the CNW's passenger business for the trains
were not profitable. Eventually, the Kate Shelley was
cut back to Marshalltown, then to Clinton, and on
May 15, 1960, passenger trains between Council
Bluffs and Clinton made their final runs and passed
into history. Not one train on the CNW's lines
remained in service in lowa, which meant that the
state also lost some mail and express service over
these routes.

bR, L. Carstens, Project Director, Iniégrated Analysis of Small
Civiey Intercity-Transportauon 1o Facilttare the Ackievement of
Regional Urban Goals. U8, Department of Transportation Report
No. DOT-TST-75-13. Washington, D.C; U S. Government Printing
Office, June 1974, p. 122 Paul C. Nelson, “Rise and Decline of the
Rack Island Passenger Trainn the 20th Century,” Annals of Towa
41 No. 2 Part 11 (Fall 1971): p. 760.
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By the sixties, the CB&Q's Zephyrs were running
deficits. Gradually their streamliners in lowa were
terminated. and in 1968, the Californa Zephyr was
recommended for abandonment but given an
additional year of life by the ICC. Shuffled also were
the transcontinental schedules of the CMStP&P,
reducing the [ive crack streamliners to two daily and
dropping the Mid-West Hiawarha which had begun
operations in 1940. In June 1954 a Talgo-type
lightweight streamliner named the Jer Rocker was
ordered by the CRI&P and made its first appearance
in Des Moines in [956. It cost $788.000, consisted of
10 coaches, featured a low center of gravity and
weighed about half as much as the conventional trains
of the same length. Built by General Motors, the
design allowed the train to take curves at high speed
through the addition of wheels in the center of the
cars, Initially it ran between Chicago and Peoria, but
operational problems forced the train off the main
line and into suburban service where it remained until
1965. By 1967 most of the CRI&P mainline trains had
been discontinued except for those operating between
Chicago, Peoria and Des Moines.
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I'he Chicago. Rock Island & Pacific Jer Rocket in Des Moines,
(Courtesy: Author)

I'he Chicago, Rock Island & Pacilic Jet Rocker in Des Moines.
(Courtesy: Author)

Electric Interurbans

There were eight electric interurbans operating in
lowa in 1950. One, the Tama and Toledo, was
abandoned in 1953 and four, the Cedar Rapids and
lowa City; Des Moines and Central; Fort Dodge, Des
Moines and Southern; and the Waterloo Railways,
were reclassified as Class 11 railroads in 1954. These
four operated 260 miles of tracks and had $186
thousand in net railroad operating income in 1950.
The remaining three were the Charles City Western,
Mason City and Clear Lake and Southern lowa
Railways, with only 60 miles of track and a net
income of $24,543. The Waterloo Railway was
formed by the CRI&P and IC in 1958 to acquire the
Waterloo, Cedar Rapids and Northern and was
integrated into the 1C in 1970. The Des Moines
Central and Fort Dodge, Des Moines and Southern
became part of the CNW in 1968 (Fig. 9-1, p. 214).

Federal Aid to Highways
Huge wartime savings created an insatiable demand
for consumer and industrial products including
automobiles and trucks. Nationwide, registrations
grew by 22 and 35 percent, whereas in lowa, the
growth was 36 and 55 percent. The end of rationing
and emergency speed controls resulted in an increase
in highway travel of approximately six percent
nationally and was to continue at a high level for
decades. But the highways were in poor condition to
receive the accelerated traffic since wartime
restrictions prevented maintenance, and structurally
the roads were in worse shape after than before the
war.

The Federal Aid Act of 1944 authorized $500 million
annually for the first three postwar years, divided into
$225 million for the federal-aid primary system (A
system), $150 million for principal secondary and
feeder roads (B system), and $125 million for
improvement of urban extensions into and through
cities with populations of 5,000 or more (C system).
In the same act, Congress established a National
System of Interstate Highways, requiring the states to
select roads located so as to connect by direct routes
the principal metropolitan areas. The total system was
not to exceed 40,000 miles. By the legislation, state
highway departments were brought actively into city
and regional planning.

On June 29, 1956, President Eisenhower signed the
Federal Highway Act of 1956, Twenty-four billion
dollars were authorized for the Interstate System for
13 years, with the states’ contribution to be about $2.5
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billion. It was expeeted to provide for traflic needs
anticipated i 1975, Subsequently, the system was
formally designated as the “National System of
Interstate and Defense Highways, ™ and expanded to
42.500 miles. In 1978, the FHWA estimated that the
system would cost 104.3 billion. It was 92 pereent
completed by January 1979. Prior to 1954, federal
appropriations were made through the U, S. Treasury
from funds collected on fuel and excise taxes on
motor vehicles. Afterward, federal taxation and
highway funding for interstate construction were
linked together by a highway trust fund from which
federal funds would be paid. The program was sell-
financed in that payments could not exceed the
halance in the fund except through accumulation of
surpluses. It was a pay-as-you-go system, or as some
people complained. “pay-before-you-go.™

Standards governing physical dimensions, control of
access, and other design features had to be approved
by the Secretary of Commerce (after 1967 by the
Secretary of Transportation). Maximum weight and
width limits were prescribed for motor trucks
operating on the Interstate System. Funds could be
denied any state permitting operation of vehicles
heavier or wider than specified after July 1956, or
those which on that date could be lawfully operated
in the state, whichever was greater. Weights were
“frozen™ at 18,000 pounds on a single axle or 32,000
pounds on a tandem axle, gross weights at 73,280
pounds and width at 96 inches, About half of the
states permitted weights greater than those specified
at that ime. The federal government appropriated 90
percent and the states 10 percent of the funding for
Interstate construction, but the ABC program
remained at @ 50-30 percent matching basis until 1973
when the federal share was increased to 70 percent.”

In 1959 a number of changes were made in order to
provide [or increased funding. The {ederal motor fuel
tax was raised from three to four cents per gallon for
the period October 1, 1959 to June 10, 1961. After
that date, the one-cent [uel increase was to be
replaced by one-half of the 10 percent excise tax on
new automobiles and five-eighths of the eight percent
tax on motor vehicle parts and accessories, to be
effective from 1961 to 1964. None of the revenues
from the two excise taxes had been previously
dedicated to the fund.

Highway Issues in lowa
Alter 1945 it appeared that changes would have to be
made in lowa road financing. Matching funds (rom

state sources for secondary roads were ample, but it
was difficult to continue primary road improvements
under limits placed on expenditures from the primary
road fund. In 1947 the General Assembly created a
Highway Investigation Committee to study highway
problems and report to the next session. The
committee was chaired by Senator J. T, Dykhouse of
Rock Rapids and included three senators, four
representatives and four private citizens. Clyde
Coykendall of Ames was the Administrative
Assistant. The report of November 1948
recommended a pay-as-you-go system covering 20
years, costing an estimated $943 million on the basis
of 1948 prices. From this amount, $428 million would
be required to pave 2,200 miles of graveled or
unsurfaced primary roads and the remainder to
“provide every reasonably located farmhouse a
surfaced road outlet,™

To raise the additional $14.2 million annually to
finance the program. it was recommended that motor
vehicle registration fees would be increased, including
a $10 fee on farm tractors driven on the highways.
Use and sales taxes collected on new motor vehicles

" Charles A. Talf, “Commercial Motor Transportalion,”
Transport Topics (January 9, 1978); p, 22. Since the Highway Aat
of 1916, apportionment of federal funds among the states for
primary roads was based on a formula consisting ol three critena,
cach having equal weight: (1) the area of the state relative to the
total area of the nation; (2) the population of the staté relative Lo
population of the nation; and (3) the rural road mileage relative to
the total mail mileage of the nation. Faor secondary roads, the
formula remained the same except that riral population was
substituted for general population and for urban areas was based
on the ratio of population in municipalities over 5,000 to
populations in other urban centers in all states as shown in the
Federal Census. For the Interstate program, the [unds were divided
by two-thirds 1n (he population ratios. ane-sixth by total areas and
one-sixth by rural mail delivery and star rodtes

¥ Reportof the Highway Investigation Commiitee Created by
Chapter 351 Laws of the Fiftv-secand General Assembly,
November 15, 1948, Des Moines: State of lowa, 1948 The
committee found much 1o commend and hittle to cniticize with
respeet to lowa’s highway progress. They stated that the road laws
were lundamentally sound and that the highway program “had
been kept reasonably free from graft or scandal.™ Tenure ol
highway engineersin both state and county organizations had been
little influenced by changing politcal administrations, Essenual
features of the proposed program were summarized m the Des
Mowmes Register, December 31, 19458, Towa State Highway
Commission, Report of the State Highway Conimission for the
Period July 1, 1947 1o Jupe 30, 1948, Des Mones: State of lowa.
1948, n. 8.
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and parts, tires and accessories but not used for
highway purpeses would be added to highway
revenues. All road taxes would be placed into 4 single
state lund and divided as follows: 48.5 percent for
primary roads, 45 percent for secondary and farm-to-
market roads and 6.5 percent for municipal roads and
streets. No inereases were proposed in the gasoline
tax which had been raised to four cents per gallon in
1945, The program was supported by Governor
Beardsley and the newly organized Good Roads
Association and an amended version was adopted by
the General Assembly in 1949

The ceiling of $17 million in the primary road fund
was removed. as was diversion of the excess amount
above this imit to the farm-to-market fund. A Road
Use Tax Fund was created, and distribution to the
various systems was changed to allow 42 percent to
primary roads, 50 percent to secondary roads and
eight percent for city streets. The new formula
increased the primary road fund to $27.4 million for
the fiscal vear ending June 30, 1950, or $10.5 million
over the previous limit. An additional one cent
gasoline tax was authorized in 1953 to be used
exclusively for paving of graded primary roads.

There were few objections to the new road plan, and
progress on secondary road work proceeded between
1948 and 1953 at a rate that would provide the all-
weather surfaced highways to rural homesteads earlier
than scheduled. Nearly three-fourths of the system
was surfaced by 1954, Primary road construction,
however, did not meet expectations. By 1954, $130
million had been spent with over $750 million still
needed to complete the program. One of the major
problems was heavy traffic, projected to increase 33
percent by 1960 but already up 38 percent from 1949
to 1954, Earl Hall, editor of the Mason City Gazelte,
commented early in 1955 “that the task of estimating
future road needs calls for an imagination that just
doesn’t seem to be present in the human animal.”
Road problems like those found generally in
transportation never end. Planning, whether for five,
ten or twenty vears, unfortunately at times implies
that problems are solved when the programs are
completed. Accurate forecasts are difficult when
economic and social conditions change, weather
cannot be controlled and heavy traffic wears out the
pavements. Fred White clearly stated the frustration
of road builders in 1920. “By the time we get the
roads paved, the first of them will be worn out and we
will be ready to start again. So let’s go forward into it
with our eyes wide open that we are starting
something that we shall never finish.™ The problems

faced by highway officials in the intervening years
certainly supported the wisdom of these words.

The legislature had provided for a farm-to-market
road system of some 10,000 miles (not exceeding 10
percent of the highway mileage of the county), but
federal-aid secondary funds matched with state funds
were available for expenditure on a larger approved
federal system, encompassing 33,000 miles. Upon
recommendation of the highway commission, the
General Assembly passed a Farm-to-Market Road
Act in 1947 authonizing a farm-to-market system of
not more than 35,000 miles of secondary roads and
directing the commission to “equitably divide the
mileage of the stale among all of the counties. ™ The
act also provided that a portion of the farm-to-market
road fund should be allotted among counties in such
a manner as to equalize, insofar as possible, the
condition of construction or reconstruction in all
sections of the state. This fund officially became
known as the Farm-to-Market Equalization Fund,

From 1913 through 1949, highway research by the
commission was conducted on an informal basis,
specifically geared to individual projects with few
publications summarizing the results. In 1950, a
Highway Research Board was created whose
members included the deans of engineering at the
State University (University of lowa) and the lowa
State College, six county engineers and three
commissioners. Mark Morris, formerly the
commission’s traffic officer. was appointed director.
In 1960 the position of director was abolished, and a
Highway Research Department administered by a
research engineer was established to coordinate
programs with other departments and administrators,

Man-made and natural forces combined to make 1951
a difficult year for road building and maintenance,
Steel and cement shortages resulted from the Korean
War, and national rearmament prevented initiation of
paving and bridge projects and completion of others.
Nature caused more problems. Snowstorms in March
exceeded any previously recorded during that month.
and the spring breakup was the most destructive of

9 George S. May. “Post War Road Problems,” Palimpsest 46 No
2 (February 1965): pp. 116-128

10 Laws of the General Assemblyv. Chapter 162 (1947)
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road surfaces since the advent of modern highway
construction, Floods in the spring halted highway and
bridge work, and crews were idled for weeks. The
situation did not improve materially until 1953, the
most productive year since the end of World War 11
The black-painted centerline was discontinued in 1954
and replaced with a dash-reflectorized white
centerline and vellow no-passing lines on all heavily
traveled roads. During the hiscal year ending June 30,
1956, all paved roads were marked, and an additional
1.033 miles of bituminous surfaced highways were
scheduled for painting before the spring ol 1957,
When completed. all primary roads except those
surfaced with gravel or erushed rock would show the
new lines.

Administrative Changes in the Fifties

Fred White, Chiefl Engineer for the highway
commission for 33 years, retired in 1952 and was
appointed Consulting Engineer until 1954, He was
succeeded by Edward F. Koch who resigned after two
years Lo enter private industry. His replacement was
John G. Butter, Administrative Engineer since 1948,
and a long time employee of the commission whao
served unul 1960, when L. M. Clauson was appointed
to the position. In the first 39 years of commission
history, only two chiel engineers had directed the
highway programs; Thomas MacDonald from 1913-
1919 and Fred White [rom 1919-1952. The record of
their accomplishments on both state and national
levels is well-documented in the highway progress
made under their supervision.

IOWAS INTERURBANS
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Frgure 9-1
Map of lowa's Interurbans by Franklin A, King - 1953
(Courtesy, The Palimpsest Publication Vol XXXV No. 5 - May 1954, Author: Frank P Donovan, Jr)
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Figure 9-2
Praposed location of cast-west lowa toll road, 1954
(Courtesy: The Intal Feasibility Report on The Proposed fowa Turnpike - July 20, 1954, Caverdale & Colpitts. Consulting Engineers )

The Toll Road Proposal

Historically, three general sources of funds have been
used for highway improvements. Property taxes were
an important revenue base prior to 1920 and
continued to provide revenues for counties and
municipalities. A second source consisted of vehicle
registration and title fees. operator licenses, gasoline
taxes, taxes on tires and accessories. use tax on the
purchase of vehicles and special taxes on for-hire
carriers or larger trucks. A third source was tolls
collected directly from road users. In the early
postwar years when highways were in poor condition
through wartime neglect, toll roads became popular,
They had the advantage of improving highway travel
quickly without obligating state funds and were
financed by the sale of revenue bonds to be repaid
from the toll charges.

By the early 1950s the toll road bandwagon was
rolling. Pennsylvania started the trend in the 1930s.
building a four-lane superhighway between Pittsburgh
and Harrisburg. and toll road authorities had been

created in 15 states including Indiana, [llinois and
Kansas, By 1954 there were 1,382 miles of toll roads
under construction at costs estimated at $2.5 billion
and plans made for an additional 3,314 miles
estimated to cost $3.75 billion. If and when these
highways were built in the states east ol lowa. it was
visualized that a tremendous increase in traffic would
be fed into lowa's already overburdened roads. This
prospect led the General Assembly to authonze the
highway commission to study the feasibility of
building and operating an east-west toll road to be a
modern, four-lane. limited-access highway of
approximately 300 miles.

A report was prepared for the commission on July 20,
1954 and delivered to Governor Beardsley on August
4. The principal conclusion was “that construction
and operation of an east-west toll road across lowa,
including a new bridge over the Mississippt River
from a new river crossing (Illinois State Road No. 20)
near Davenport to a connection with Primary Road
U.S. 275 near Council Bluffs by way of lowa Ciry,
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Newton, Des Moines and Atlantic, appears to he roads) was being formulated by the federal
economically feasible in 1959 if bonds can be issued government. lowa’s portion of the interstate plan was
and sold bearing an annual rate of 3.5 percent somewhat over 700 miles, running cast to west in the
interest. ! The road was estimated to cost $180 general vicinity ol the proposed toll road and north to
million, financed by bonds which could be retired in south in two segments, one in the vieinity of 1.5, 65
21 years from receipt of tolls (Fig. 9-2). and 69 and the other along a road bordering the

Missoun River between Hamburg and Sioux City
This program delaved work on the toll road. and in
1957 the Authority was abolished. Federal funds for
the interstate system became available in 1957, and
lowa quickly took advantage. contracting for $13
million of construction in the same year (Fig, 9-3).

In 1955, an lowa Toll Read Authority was created
entirely separate from the highway commission to
construct and operate the road. The agency came into
existence and was working with consulting engineers
on road design at the same time that the national
interstate program (which would not include toll
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Figure 9-3
The Towa portion of the original 41,000 mile Nationil System of Interstate and Defense Highwavs totaled 711 miles
(Courtesy: lowa Highway Needs Study 1960-198()

''lowa State Highway Commussion, Reporr of the Siare
Highway Compussion for the Period July [, 1954 1o June 30, 1955,
Des Moines: State of lows, 1955, p; 6
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Inadequate roads and bridges typical of the state primary road system in the 1950s,
(Courtesy: Towa Highway Needs Study 1960-1980)

Highway Improvements and a New Study
Committee

At the close of fiscal 1955, over half of lowa's paved
roads were 25 years old or older, 3,272 miles having
been built before December |, 1931, Payment of
principal and interest on county bonds, diversion of
primary road funds, and the necessary construction ol
almost 5,000 miles of additional primary roads made
impossible the modernization of 25-year-old, 18-fool
pavements as fast as traffic warranted. There were
three major critisims of lowa’s roads: (1) narrowness
of pavements, (2) narrowness of bridges and (3) lip
curbs. Pavement widening started in the fall of 1953
on U.S. 30 between Ames and Nevada where three

feet of concrete were added to each side of the road
and in 1954, U.S. 65 was widened between Mason
City and Manley. A 22-foot pavement with four-foot
shoulders for roads carrying lewer than 400 vehicles
per day and special four-lane highways for daily
traffic of 4.000 vehicles were the commission's
standards for construction in 1954. At that time,
approximately 3,300 miles of pavement were still in
the 18-foot vintage of the 1920s and only 150 miles
were wider than 22 feet. By 1959, 2.256 mules ol 18-
foot pavement on the primary system needed f{urther
attention.

I'he experiment ol widening pavements met

~J
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immediate approval of the public. Governor Hoegh
announced a program for widening 6.000 miles during
1955 and 1956 to be funded by an additional one cent
gasoline tax. The tax was raised 10 six cents per
gallon effective July 1. 1955, Bridges werce
modernizied and widened, using all of the
substructure and as much of the superstructure as
possible. This was a ploneering activity—a challenge
to the bridge design department to make new bridges
from old ones. By May. 1955, | bridges had been
placed under contract for widening the roadway from
20 to 30 feet and by December 31, 60 bridge-widening
contracts were in effect. Remodeling rather than
rebuilding at the onginal sites saved the state over
$£214.000.

Maotor vehiele registrations continued to climb
rapidly. One hundred thousand additional
automobiles and 23,000 trucks were registered
between 1955 and 1960, Changing economic and
demographic patterns put new strains on primary
highways and urban streets, and secondary road
problems remained to be solved in certain areas of the
state. The number of farms had declined from 19,500
in 1955 to 18,400 in 1960, dropping the farm
population from 772,000 to 755.000, but the average
size of farms increased by 10 acres during the period.
The impact resulted in consolidation of facilities in
rural communities, including school reorganizations
requiring expanded bus transportation: and the
population movement to urban centers lorced new
programs for additional expenditures on highways
and streets. The adjustments indicated a growing
transition from a predominantly rural to a more
urban society. Higher levels of traffic on major
primary roads and mounting traffic control problems
in the cities brought renewed demands for another
study of the state’s highway needs.

A Road Study Committee of |1 members was
organized in 1958 with Senator D.C. Nolan of lowa
City as chairman. Commission engineers and
specialists participated along with engineering
advisory committees representing primary roads,
county roads and city streets. Technical consultants
included the Automotive Safety Foundation of
Washington, D.C. for engineering and the Public
Administrative Service of Chicago (or fiscal studies.
Following two vears of work, the committee reported
to the General Assembly in 1961,

Trends from 1960 1o 1980 were projected, predicting a
population gain of 400,000, all in cities, for a total of
3.1 million residents. Anticipated was a 40 percent

ris¢ in the number of motor vehicles ta 1.8 million
and a 70 percent increase in travel to reach 20 billion
vehicle miles annually. About 61 pereent of all traffic
was found to be on rural and urban primary roads. 19
percent on other urban streets and 18 percent on
sccondary roads. Important provisions of the report
were as Tollows:

I, The proposed State Primary Road System
would be limited by legislation to 8.400 miles,
rural and urban. Within the pnimary road
system. the highway commission should
establish a rural and urban freeway system not
to exceed 2,000 miles, including the Interstate
System (Fig. 9-4).

ra

The commission should be given administrative
and fiscal responsibility for all proposed
primary roads inside municipalities similar to its
responsibility in rural areas, thus changing the
present permissive authority 1o mandatory
responsibility.

3. The 1,900 miles of existing state primary roads
that provide mainly local, not statewide, service
should be transferred to counties and
municipalities. If retained as a state
responsibility, they should be treated like county
roads or city streets and financed separately,
with no other roads or streets added.

4. Reduce the existing 34.000 miles of the Farm-to-
Market System to 32,000 miles by eliminating
routes not included in the Federal-Aid
Secondary System. Establish 12,000 miles of the
more heavily traveled Farm-to-Market System
as @ County Trunk System; the remainder to be
termed “county feeder roads.”

5. Legislation should require that the 12,000 miles
of municipal streets be classified into state
primary. city arterial and access streets. The
commission should select primary routes
totaling about 860 miles and assist and approve
municipal selection of artenal streets totaling
about 2,300 miles, Combined primaries and
arterials should be limited to 30 percent of the
total street mileage of any municipality.

6. Local governments should establish with the
commission approved minimum design
standards for improvement of each class of
roads and streets other than local secondary
roads and access streets. Other recommended
legislation included repeal of laws prohibiting
diagonal roads; authority for the commission to
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transfer to any other jurisdiction without
arbitrary restrictions, any primary road whose
function has been superceded by new locations;
and clanfication of responsibility for state park
and institutional roads.'?

The estimated average annual cost for the 20-year
“catch up” program was $278 million; the total was
about $5.6 billion at 1959 prices. This amount would
cover the construction or reconstruction of 5,600
miles of two-lane rural primary roads and about 1.500
miles of multi-lane highways as well as the paving of
all county trunk roads and arterial streets. It would
also provide for a dustless surface on all but 500 miles
of access streets. Maintenance over the period would
range [rom 11 percent on the primary routes Lo 45
percent on county local roads. Acting on the
recommendations, the General Assembly made
permanent previous temporiary gasoline taxes and
placed the receipts in the road use tax fund rather
than the primary road fund. After allocating $2.5
million as matching aid for the interstate system,
$500,000 for operation of the Secondary and Urban
Departments of the commussion, and $125.000 for
grade crossing work. the remainder of the funds were
distributed as follows: 45 percent to the primary
system. 30 percent to the secondary roads, 10 percent
to the farm-to-market system and |1 percent to
municipal streets,

A Brief Review of Commission Activities

The 69 percent increase in average daily traffic per
mile of primary road between 1941 and 1959 was a
concern to the state. Another concern related to
safety and potential road damage from violations of
laws on size and weight of trucks and for improper
registration for loads carried. The commission had
this responsibility since 1941, and in the 20-year
period it had collected $3.7 million in fines at a cost
of $2.5 million. Few ol the summonses served by
traffic officers were challenged by vehicle operators.
Public demand for improvements was met by
expenditures of $650 million between 1946 and 1960,
which on an annual basis increased from $11 to $120
million. Improvements on the primary road system
are found 1n Table 9-7.

Expansion of highway work required additional
departments, boards and subdivisions in the
commission's organizational structure. In addition to
the Office of Chiel Engineer, seven departments
functioned with 623 [ull-time employees in 1940. By
1959 there were 13 departments employing 1,826 full-

time workers. Added over the period were the
Administrative, Bituminous, Right-of-Way,
Secondary Road, Research and Urban Departments.
A computing center was established in 1958 and a
Reciprocity Board in 1959. The Board consisted of
the Commissioner of Public Safety and
representatives of the state highway and commerce
commissions. Its purpose was to make agreements
with other states or with trucking firms engaged in
interstate transportation on reciprocity for motor
vehicle registrations.

There was considerable progress on the elimination of
dangerous railroad crossings during 1940-1960. In
1919 the primary road system ol 6.400 miles had
1.063 grade crossings or an average ol one lor every
six miles of road. In 1940 the system, including
extensions within cities and towns, had 789 crossings
or an average of one for each 12,1 miles, and 287 were
protected by gates, watchmen or mechanical guards.
A reduction of 69 occurred by 1959, leaving 720
crossings on 8.626 miles, 515 of them protected by
automatic signals and reflectorized warning signs.

Table 9-7
The Primary Road System, 1940 and 1959

Type of Surface 1940 1959
(Miles) (Miles)
Conerete and Asphalt Paving 5,208 6,258
Bituminous and Asphalt 671 I.647
Gravel and Crushed Rock 2,592 720
Built to Grade - Not Surfaced 22 -
Not Built to Grade 62 -
Totals B.555 8.625

(Source: lowa Highway Commission. Annual Reports. 1940 and
1959)

X Automotive Safety Foundation with cooperation of the lowa
State Highway Commission and lowa Counties and Municipalities,
lowa MHighway Needs 196(1-1980, A Plan to Pace Highway
Development with Economic Growth, A Report by the Automotive
Safety Foundation to the Highway Study Committee. Washington,
D.C.. Automotive Safety Foundation, November 1, 1960, pp. 6-8.
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The Liquid Pipeline Network
Crude o1l and gasoline pipeline mileage more than
doubled in the postwar vears, increasing from 916 to
2.178 miles. The largest gains were in 12-inch pipes
which expanded {rom 56 to 761 miles and eight-inch
from 246 to 528 miles. Demand for the products
resulted 1n additional lines built by the Great Lakes
From 1946 to 1948, another line was
constructed from Kansas City to Omaha and
continued to new terminals at Sioux City, Sioux Falls

svstem

and other northern points, Twelve-inch lines were
bullt paralleling the original lines from Kansas City to
Des Moines and Minneapolis in 1950 and in 1954
Twelve-inch and eight-inch lines were laid from Des
Moines to the Mississippi River. A 12-inch line was
built from Des Moines to Coralville in 1955 and
extended to Middlebury, Hlinois in 1959, New
terminals were constructed at Bettendorf in 1957, and

Figure 9-4
1.500 miles of mulu-lane rural highwavs needed by 1980
(Courtesy: lowa Highway Needs Study 1960-[980)

an eight-inch line was extended from Grinnell to
Waterloo to serve a new terminal in 1960. Mobil
Pipeline [acilities in lowa were originally built in 1941
and later purchased by Maobil Oil in 1959. The
products line ran through Sioux, Plymouth and
Woodbury counties with pump stations at Onawa and
Hawarden. At Hawarden, the line connected with the
Kanek Pipeline for delivery to other locations.

Fees to the state were collected on the basis of 50
cents per diameter inch of construction and at the rate
of 25 cents per diameter mile, pavable in advance as
an inspection fee. During 1959, a number of pipelines
were subject to renewal fees of 50 cents per inch
regardless of size, plus an application fee of $23.00
The permits originally issued had been in effect for a
period of 25 years, the maximum permitted under
state law.
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River Navigation
Mississippi River Improvements
Following World War I1, river commerce reached
levels sufficiently high enough to get the Inland
Waterways Corporation out of the transportation
business. North of St. Louis, traffic passed 10 million
tons by 1950, 30 million tons in 1962, and 50 million
tons by 1970. More powerful and sophisticated
towhoats with a range of 2,000 to 9.000 horsepower
pushed specialized barges in tows which could carry
cargoes equivalent to those in 25-35 railroad cars.

Dams were upgraded at Minneapolis and Hastings
and the lock replaced at Keokuk. The Keokuk project
fora 110 x 600 foot lock was planned in the 1930s but
delayed by the war. Completion of the nine-foot
channel had created a bottleneck at Lock N