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INTRODUCTION

Fort Madison has been engaged in planning for a number of years. In
1947, the Mayor's Civic Planning Committee prepared a report entitled
"Improvement and Development Program." This was a tangible evidence of
excellent citizen cooperation.

A Comprehensive City Plan was prepared between 1958 and 1960,
along with the adoption of the zoning ordinance and a building code in 1959.
In 1965, due to new industry, anticipated local highway improvements and
population increases, updating parts of the Comprehensive Plan became
imparative.

To fulfill so many needs for a city requires visionary planning firmly
based on the community's socio-economic needs, its physical assets, as well
as its ability and willingness to move ahead.

The updating of the Comprehensive Plan for Fort Madison is a means
of meeting the challenge of its future.

The updating of the Comprehensive Plan includes (1) physical factors
for planning studies such as geographic base, existing land use, commercial
and industrial; (2) community facilities including public utilities, schools
and parks, public buildings, housing and neighborhood analysis; (3) socio-
economic factors for planning; (4) street, thoroughfare and transportation;
(5) public works program; (6) zoning and (7) housing code review.

The following reports were published separately and parts are included
in this Comprehensive Plan report as a composite updating of the original Com-
prehensive Plan.

In 1965, a report was published entitled "The Importance of a Housing
Code", in which the importance of such legislation to upgrade the condition
of structures for the city was detailed.

In May 1966, the Socio-Economic Factors for Planning analyzed the
stability and potentiality of the economic base of the city, the present
commercial economy and future requirements, and the future population,
the age, composition, rate of family formation and housing needs.

The Transportation Planning Report published in September 1966,
in brief analyzes major traffic movements including external and intemal trips,
major route systems and detailed street and road improvements.

Consideration of the planning proposals by the Planning and Zoning
Commission, the City Council, the public and the press, as well as their
active support and participation are vital to the future of Fort Madison. Only
through civic commitment can planning hope to fulfill its function of making
the city a better place to live.
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INTRODUCTION

The visible development of a community is the direct result of socio-economic activity in
the community itself as well as in its hinterland. The purchase of a home requires employment,
the development of a business requires customers, the success of an industry requires markets
and advantages to operate in a given location, and the existence of a community requires
revenue from residents, businesses and industries.

Since the total physical plant of a community is a reflection of its socio-economic vitality,
it is necessary to analyze the underlying socio-economic forces to make possible tailor-made
planning for future developments. The improtance of tailor-made planning, in turn, is shown
by the fact that the life span of a community's physical investments is measured in terms of
generations. Buildings last 30 to 50 years, streets and utilities determine the spatial direction
of expansion for a long time, and long-term over-building as well as under-building is almost
equally as harmful.

This report presents the socio-economic foundation on which the physical plan for the City
of Fort Madison, lowa, can be built. Introducing this report, this chaper identifies in gen-
eral the objectives of this study and the methodology used. This analysis of Fort Madison was
performed by North American Research Corporation under assignment by Don C. Shafer and
Associates, who is the prime contractor for the city's comprehensive planning effort.

TO BETTER UTILIZE ITS LOCATIONAL ASSETS, THE CITY OF FORT MADISON DESIRES TO
COORDINATE ITS COMPREHENSIVE PLANNING EFFORTS WITH SHORT AND LONG-TERM
SOCIO-ECONOMIC TRENDS

As shown on the next page, Fort Madison, the county seat of Lee County, is located in
the extreme southeast portion of lowa. The city stretches itself along the west bank of the
Mississippi River at one of the river's widest and most picturesque points.

The topography of Fort Madison is similar to the one of other river communities adjoining
the mighty Mississippi. This topography is characterized by relatively steep bluffs which
rise from the flat ground along the river, and behind which the terrain is gently undulating.

In Fort Madison, the upland plain has an elevation of approximately 700 feet above sea

level, while the low terrain on which most of the city is built, has an elevation from 525 to
550 feet.
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The City of Fort Madison is named aofter an old military post which was erected at that site
in 1808, five years after the Louisiana Purchase, by a Lieutenant Kingsley. The Fort was
built for the protection of early settlers and travelers and was named in honor of James Madi-
son, then President of the United States. The Fort was the first structure erected by white
men on the lowa side of the Mississippi River.

In 1812, Fort Madison had to be abandoned when it was no longer able to withstand re-
peated attacks of hostile Indians. The soldiers burned all buildings; only a stone chimney
remained. The place became known as "The Lone Chimney” and the Indians began calling
it "Potowonok” meaning "Place of Fire.” Now a monument marks the spot where the fort
once stood.

Twenty years later, in 1832, General John H. Knapp, from New York State, became the
first white man to settle permanently at Fort Madison. Having come up the Mississippi from
New Orleans, he built a large frame house at the site and established a trading post. Other
settlers followed and the community grew rapidly.

In July, 1836, Congress recognized the importance of the settlement and passed an act
authorizing the layout of the Fort Madison site into town lots. The settlement incorporated
as a town by an Act of the Wisconsin Territorial Legislature on January 18, 1838. During the
same year, a group of Presbyterians organized the first church in Fort Madison and the first
newspaper, the Fort Madison Patriot, began its publication. In 1839, the lowa State Peni-
tentiary was established at the site. It is the oldest penal institution west-of the river and
seven years older than the State of lowa itself. Finally, in 1841, the Lee County Courthouse
was built; it is the oldest courthouse in continuous use in lowa.

As the years passed, Fort Madison grew steadily. The city acquired excellent rail and
good highway transportation, diversified industries, and strong distributive trades. However,
growth in the planning area has been restrained by Fort Madison's geographical location be-
tween Burlington and Keokuk. Not only is the city wedged in between these two strong urban
centers which compete for business in the trade territory west of the Mississippi, it also has
less favorable transportation connections to the common hinterland. The highway network in
Lee County plus toll arrangements on the Mississippi River bridges make it easier for rural
residents to reach Keokuk and Burlington than Fort Madison.

In addition, powerful forces are changing the allocation of economic resources in the
United States today. The economy has shifted from agriculture to manufacturing, and more
recently to a service-industry orientation. Increases in agricultural productivity deplete the
countryside of people and consumers. Improvements in transportation and economic mobility
allow factory goods to be shipped over long distances; and mechanization, automation and
new mass production techniques frequently enable a single factory to supply a nationwide
market advantageously .

These shifts have led to a concentration of socio-economic activity in urban centers and
the degree of urbanization in an area correspondingly can be taken as an indicator for socio-
economic well-being. As a consequence, rural communities have begun to feel a sometimes
severe relative drain of socio-economic power. Some rural communities did not grow at all



during the recent past; others grew only slightly; and many communities have experienced
repeated losses in their socio-economic activities despite significant increases in the nation.

The main forces causing this change are technology and the increasing availability of
capital to substitute for labor. Both are characteristical of all mature and advanced economies
and both are anticipated to make their influence felt with accelerating speed. But communi-
ties are not completely subject to trends they cannot control. They continue to be man-made
by forward looking civic leaders and community authorities, who strive to take advantage of
changes beyond their influence and work to shape the developments within their grasp.

In light of this situation, the City of Fort Madison wants to improve the things it can do to
further the well-being of its residents, property owners, merchants, industrialists as well as of
the people and farmers living in the area. Thus to enhance its own and the area's prospects for
future growth, the city is undertaking a comprehensive community planning program of which
this study comprises a major phase.

TO ASSIST FORT MADISON IN PLANNING FOR FUTURE EXPANSION, THE BASIC OBJEC-
TIVE OF THIS STUDY WAS TO ANALYZE THE SOCIO-ECONOMIC FORCES WHICH AFFECT

THE PLANNING AREA

For the purposes of this report, the term "socio-economic” describes both social factors
such as population and family formation, and economic factors such as employment, retail
sales and industrial activity. The connection of both adjectives by a hyphen indicates the
inter-relation of both factors in community development.

Concerning the socio-economic forces that underlie developments in the planning area, the
basic objective of this study was threefold:

To analyze the structure, stability and potentialities of the economic base in
the city and the surrounding region;

To study the commercial and related economy in the planning area and esti-
mate the spatial requirements of that economic sector to permit balanced
zoning; and

To determine the future population, its age composition, family formation,
and the corresponding housing needs.

To fulfill this threefold basic objective, a numberof sub-objectives had to be pursued.
These include: assessment of the city's business climate, a measurement of family earnings
and consumer spending patterns, evaluation of the labor force, and its capabilities, and the
identification of future housing needs.

The results of this study are to establish guidelines for planning the future of the Fort Madi-
son area in terms of physical layout, zoning and community action. Conversely, the factors
causing the city not to develop in the past as anticipated must be identified and analyzed.



THIS REPORT DEALS ONLY WITH THE SOCIO-ECONOMIC PHASES OF THE PLANNING
PROGRAM AND NOT WITH THEIR PHYSICAL IMPLEMENTATION

The basic aim of this study was to determine, from a socio-economic point of view, the
potential as well as the capabilities of Fort Madison through 1980-1985. Accordingly, any
concern with the city's physical plant and its arrangement was beyond the scope of the assign-
ment. This aspect of city development will be analyzed in a later report, which will deal
specifically with such considerations.

Within the framework of this approach the socio-economic phase of the area development
deals with population factors and the economic forces active in the area. It develops quanti-
tative planning benchmarks to guide in the subsequent phase of planning the physical plant.
In a manner of speaking, it provides the idea of a house without furnishing the actual blue-
prints.

The physical planning phase on the other hand is concerned with converting the idea and
benchmark data into the physical form for the planning area. It determines, for example,
where what kind of housing should be built to serve anticipated needs, where retail outlets and
shopping centers should be located, and where industrial operations would be performed most
advantageously for the community as well as industry. |t recommends the kind of zoning that
best would accommodate desired future area developments.

THIS ANALYSIS OF THE PLANNING AREA WAS PREPARED IN CONSIDERATION OF
SOCIO-ECONOMIC DEVELOPMENTS IN THE GREATER FORT MADISON REGION

A socio-economic analysis of any planning area must consider socio-economic developments
in the region to permit reasonable forecasts. The mobility of people, the rapid distribution of
goods, and improving manufacturing techniques have begun to dissolve socio-economic boun-
daries and have increased the inter-dependence of communities and regions. Today it is easier
for families to move in search of better opportunities; commuting 40 to 60 miles is no longer
considered unusual; and the output of one or two factories can serve a complete national
market.

Normally, if a cluster of cities, towns and villages has been developed, the communities
can be grouped according to the functions they perform within the area. Smaller communities
may provide for "dormitory” and some necessary retail requirements, while larger communities
contain manufacturing, well-rounded medical facilities, education and full line department
stores. The center city or cities usually take the lead in the area supplying banking, inter-
regional transportation, warehousing and shipment breakpoints, and communications such as
radio, TV, daily newspapers, etc.

This pattern is especially obvious in agricultural regions where the leading center commun-
ity or communities combine governmental (county seat) with economic and commercial functions.
Here, the general increase in mobility acts in two ways. On the one hand it increases the
strength and operational span of active socio-economic centers and thus enhances their
growth. On the other hand, it tends to make less important communities even more vulnerable
and dependent. In the ideal case, a mutually beneficial relationship between the central
place and its satellite communities can be established.
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Thus, Fort Madison's future socio-economic function and potential must be seen and de-
veloped as one of the leading elements of the region rather than as an independent unit.

THE DEVELOPMENT OF FORT MADISON'S SOCIO-ECONOMIC POTENTIAL MUST BE
MADE IN CORRESPONDENCE TO ITS COMPETITIVE POSITION.

Intra-state and intra-community competition for new industrial and commercial development
has increased rapidly over the past 10 years. Governmental and municipal officials, especial-
ly those in so-called depressed areas, have become painfully aware of the necessity of keeping
and adding to their inventory of industrial activities and employment opportunities.

The economic evaluation of a community must be made on the same basis as the economic
evaluation of a business. Assets and liabilities must be ascertained in light of the competitive
setting to identify and rank promising developments, and to decrease the vulnerability of any
community undertaking. In this way, the available community resources can be channeled
into those efforts which promise an optimum return.

Fort Madison's principal competitors in the fight for socio-economic improvements are the
neighboring counties as well as municipal corporations in the socio-economic region. In area
development as in industry,, competition is carried out on many levels. Not only does a
community compete with other communities of its own size, it also competes with other larger
and smaller communities. Because of this competitive environment and the related strategies,
the application of modern marketing principles could be a significant factor in promoting Fort
Madison as an area in strong socio-economic demand.

THE FINDINGS OF THIS STUDY REPRESENT LONG-TERM ESTIMATES

Nobody , of course, can forecast the future exactly; no one can venture to predict specific
economic movements of a long period ahead when one cannot even be sure what the stock
market will do on Monday morning. With much work and painstaking research, however, one
can indicate and measure broad future trends. Generally the course of future developments
is estimated by analyzing past and present trends, by determining their inter-actions, and by
assessing the numerous forces on the local as well as state and national levels which shape
urban communities and metropolitan counties.

Unfortunately , estimates of future developments tend to lose in certainty in proportion to
increases in the length of the projection time. Current conditions change as time goes by .

All long=-term forecasts, therefore, should be reviewed periodically in order to reappraise
their findings in the light of new developments. Since the planning period covered in this
report requires such long term forecasts, regular reviews of the study results are recommended
in order to keep Fort Madison development on a course most likely to best serve the ultimate
goals of its citizens and communities.



NATIONAL, REGIONAL AND LOCAL FACTORS INFLUENCING
BASIC PLANNING AREA DEVELOPMENTS IN THE FUTURE

Men in business, government, education and science itself realize that they must look at
least two decades ahead just to keep abreast. This is forced by the fact that technology has
advanced more rapidly in the past 50 years than in the previous 500. It is then no surprise
that gazing into the future has become a sizeable business, although forecasting is an art that
still has few textbooks. The predictions made by the futurists, as they sometimes call them-
selves, are by no means all new, but taken together, they present a remarkable vision.

The most frequently used benchmark for that vision is the year 2000. It is a rounded date
that is nearer than we realize. We are now within 34 years of the 21st century and 35 years
past the election of Franklin D. Roosevelt in 1931. Some of the predictions made for the
year 2000, of course, will come true at a much sooner date--perhaps within the planning
period of this study, which has a 1985 forecasting benchmark . As with the objectives of this
study, predictions made today influence the policies made today to shape the future. It was
therefore considered necessary to incorporate the findings of future exploration studies as far
as they pertain to the basic parameters of area development and as far as the scope of the
present project would permit.

Within the context of this report, the basic parameters of development are concerned with
the economic foundations of human life. In terms of economic sector analysis, they comprise
agriculture,, manufacturing industries and the resident labor force. In contrast to distributive
and service economic functions, the basic economic parameters refer mostly to the actual
physical creation of tangible goods and the directly related activities .

In mature economies such as the United States, however, all economic activities depend
upon transportation and communications. Transportation and communications determine how
efficiently the written and spoken word as well as goods, people and services can get in and
out of a community. Transportation and communications set the framework within which an
area and/or community is able to lock itself into the mainstreams of activity in a nation's
economy. Without transportation and communications, there would be little room for diversi-
fication, for the division of labor, and for the utilization of all available resources which is
a major factor in the growth of productivity and therewith the wealth of a nation.



TRANSPORTATION IS THE KEY CHALLENGE AND OPPORTUNITY FOR FUTURE FORT MADI-
SON DEVELOPMENTS

There is a definite relation between immobility and poverty. Transportation is an essential
ingredient of almost everything man does to supply himself with the necessities of life. While
food, shelter, health, education and useful jobs are the ultimate development goals, transport
is the necessary catalyst to realize these objectives.

The City of Fort Madison fortunately enjoys strong assets in all fields of transportation.
Thus the city will benefit from all transportation developments during the planning period
regardless which way they will turn.

The Federal Government is Beginning to Increase its Efforts Towards the Development of a
Well-Balanced and Integrated National Transportation System

The U.S. government has become seriously concerned about the nation's transportation
system. Today jets bring passengers from Los Angeles to New York in 4-1/2 hours; but it
takes almost 2 hours to get by cab from the airport in New York to Manhattan during the rush
hour. Commuting in metropolitan areas can add as much as 50% of the time a man works to
his time away from home during the working day. Statisticians figure that for a dozen eggs
which sell for 69¢, there is about 10¢ in transportation cost. The vast U.S. transportation
activity currently absorbs one out of every five dollars of the gross national project.

These facts indicate how deeply transportation shapes the environment in which the U.S.
lives and works. The federal government recognizes that it is not enough to prescribe what
transport accommodations are needed to keep the nation growing. Industrial technology itself
is dictated by transport potentials and limitations. Since the final objective is higher standards
of living and not merely higher standards of moving, future technology may make ultimately
more significant contributions to transport by eliminating the need for transport than by supply-
ing more capacity.

However, according to Washington sources, the future of U.S. transportation during the
next decade will depend upon the capability to choose from the transportation systems now
already on the shelf and not from the development of a new transportation and/or industrial
technology. The near term objectives include:

To keep the commuter services going;

To give the railroads more leeway in competing with rival forms of transporta-
tion; and

To finance research and development for all forms of private enterprise transpor-
tation as the government already does to a large degree for airlines and highways.

In turn,. every effort to overcome or at least stabilize the tremendous cost in time and money
that the movement of people and goods entails, will benefit the planning area by making it

more accessible to the large concentration of socio-economic activity in the major urban areas.
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The Containerization of Cargo and Freight is Well on its Way to Tie Rail , River, Highway and
Ocean Carriers Together into One Big Transportation System

When container ships are loaded or unloaded, it has been found possible for a crew of men
to move 500 tons per hour as compared to 25 tons by conventional methods. To pump tallow
into a bulk carrier costs 50¢ a ton; to put it aboard a cargo ship the old way in drums costs
$10.00 a ton. The technology is already tested and available, for improved freight and cargo
handling. It goes all the way, including automatic handling equipment, all-container ships,
special gantry cranes and conveyors, liquid cargo facilities, and the like.

Furthermore , the technology is already applied on a more or less limited basis. All major
U.S. shipping lines have or are in the process of providing containership service to all Euro-
pean and many South American ports. On the other hand, the European counterpart of the
U.S. container network is being built up rapidly. Ten years ago, the U.S. railroads carried
only 168,000 carloads of piggyback freight; the 1965 total is estimated to have surpasses
one million. Containerization is taking over with increasing speed.

Containerization as developed provides a new transportation system, not just a big box.
Negotiations are under way to standardize the container size for the U.S. as well as all
European countries. The system under consideration is intended to handle 8' x 8' containers
ranging in length from 10' to 40" in intervals of 10'. Being interchangeable between barge,
rail, ship, truck and the new air cargo carriers scheduled to fly in the late 1960's, container-
ization will benefit every form of freight transportation. It will reduce the need for berth
capacity by speeding port operations, and it will stretch the supply of shipping space by
shortening the turn-around time for cargo vessels, barges, railroad cars and trucks.

As a result, containerization will benefit locations such as Fort Madison which enjoy
transportation assets encompassing all forms of inland cargo movements. But to take advantage
of transportation developments, the city must plan now to set aside and provide space for fa-
cilities which enhance the integration and interchange of all kinds of freight movements.

The Recommendation by the Army Corps of Engineers to Provide an Access Channel in the
Mississippi to the Fort Madison-Port Lee Industrial Sites Should be Supported

An area of more than 15,000 acres adjoining the downstream limits of Fort Madison has
been or could be made available by the city for industrial developments. Most of the area is
relatively flat and all of it is above the stage of a 100 year frequency flood on the Mississippi
River. The area currently is served by improved roads and highways, two major rail lines and
four pipelines carrying petroleum, natural gas and liquified petroleum gases.

At the present time there are no facilities for handling water-borne freight at Fort Madi-
son. Petroleum products were once received by pumping from barges moored a considerable
distance from shore. But continued silting in the river has made this operation impractical .

On the other hand, shipments through Lock No. 19, approximately 20 miles downstream
from Fort Madison, amounted to about 11,985,000 tons in 1964. Initial prospective commerce
through the Fort Madison access channel is estimated by the Army Corps of Engineers at 82,600
tons annually, resulting in an estimated transportation cost savings of $188,490. The Corps
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estimates that the total prospective tonnage at the present time would amount to 107,913 tons
annually .

But the development of an access channel at Fort Madison must not only be evaluated in
terms of today's inland waterway transportation technology. Future developments promise to
revolutionize the barge transportation industry. New types of vehicles, further mechaniza-
tion, and the use of electronics for navigation are anticipated to expand the role of water
transport throughout the world.

Two developments are of direct interest for the long term development of the planning area.
A U.S. shipping company, Prudential Lines, proposed in 1965 to build 16 ships unto which
fully loaded lighters or barges would be loaded directly at the rate of one every 15 minutes.
The job would be done by a huge crane moving fore and aft on the ship's main deck. As pres-
ently suggested, a 700 foot, 22,100 ton ship would carry 50 barges each with a capacity of
16,000 cubic feet and over 350 tons. The faster turnaround in port would permit the new
ships to make about 50% more voyages per year than a high-speed conventional ship. In ad-
dition, barges could be unloaded offshore and towed into port or inland waterways. This
would expand the capacity of congested ports and also provide access to shallow draft ports in
rivers and canals, which are off |imits now. The line is applying at the U.S. Maritime Commission
for 170 sailings per year from Atlantic, Gulf and Great Lakes ports to overseas.

The other development concerns the development of high speed cargo hydrofoil boats.
Russia is reported by Industrial Research Magazine to be working on hydrofoil boats designed
to carry 100 to 130 tons of cargo at speeds of 85 to 125 mph. Some of these boats are speci-
fically developed for inland waterway travel while others are designed to travel at sea even in
stormy weather. Barge traffic today in contrast moves in general at speeds of 6 to 12 mph.
However, on the upper Mississippi River, barges also carry a lot of weight. They are up to
300 feet long with a capacity of up to 3,000 tons. Here single tows, moved by diesel tow=
boats, may contain as many as 17 barges. But as indicated in statements from Washington,
the federal government sees great possibilities in the new ships under development by the
aero-space companies. These ships like the Russian hydrofoils, skim the water instead of
plowing through it.

Finally, Litton Industries, Inc., which has made it a practice to anticipate new develop-
ments, is studying the feasibility of developing shipbuilding facilities on the Great Lakes.
Although the company is better known for its aero space and defense efforts, it also operates
one of the few major U.S. shipbuilding companies. Litton proposes to apply the systems con-
cept, complete with intermediate stockpiling or warehousing, to inland waterway transporta-
tion. The ship designs under consideration include a power plant-payload approach calling for
highspeed power units which can be separated from the payload while it is being unloaded or
moved as a barge to the optimum unloading site.

As a result of these developments, inland waterway traffic will increase in terms of tonnage
as well as the variety of goods moved. Present day traffic in barges will not be replaced but
rather augmented by the new developments. In turn, the industrial potential of river locations
such as Fort Madison will be strengthened considerably. Also, many new industrial processes
need vast supplies of water which can be most economically supplied at a riverside location.
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Thus, in long-term considerations as required by the present study, the importance of reserving
adequate space and access to the river for future industrial developments cannot be over-
emphasized.

The Railroads Will Bring Increased Importance to Fort Madison Locations

Fort Madison is served east and west by the main line of the Santa Fe and is the division
point between Chicago and Kansas City. The city is also served north and south by the Bur-
lington to St. Louis and by the Burlington and Rock Island to Minneapolis and St. Paul.
Switching operations are carried on in the planning area on a 24 hour a day basis due to the
large-scale activities of the Santa Fe and the Burlington.

For decades, the railroads' share of.the U.S. intercity freight has been falling, from 74%
in 1930 to 50% 10 years ago, to approximately 43% in 1961/62. Since then the railroads
have held that share steadily in a market that is growing. If they merely continue to hold
their present share, shipments, measured in ton/miles, will increase 33% by 1975.

But this is not the whole story. Being car-happy, the U.S. in the past has done nothing
for the railroad industry except to hobble it with rules and regulations written half a century
ago. In addition, federal, state and local governments spent in 1964 about $12 billion in
tax money on highway programs while during the same period the railroads barely were able
to invest about $1.36 billion of their own money to improve their operations.

However, the railroads are now entering a period of intensive change which should lead to
promising developments. In connection with the new federal transportation planning, serious
attempts are made in Washington to de-regulate the industry and enhance its genuine com-
petitive function and position. This means more freedom in rate making and the scheduling of
trains. Furthermore, the merger movements currently under way promise to consolidate the
industry during the planning period of this study.

The railroads on their side, of course, are doing many things to achieve their full future
transportation potential. They are undergoing substantial management changes due to im-
provements in communications, the increased use of computers, and the application of exist-
ing as well as new technology. The average railway car, for example, is moving and loaded
about 5% of the time. If that could be raised to 6%, it could save the railroads some $100
million a year. Having a big, capital investment in plant facilities, that is, trackage,
bridges, terminals and rolling stock , the railrodds must achieve mass-production of transport
services to be profitable. Because of the relatively large utilization of their existing plant
facilities, the railroads are now in a position to handle a great increase in traffic at a small
increase in cost.

The future of railroading, consequently, will be different from the operations as they are
known today. Intercontinental passenger trains as well as passenger service outside the com-
muting sphere of metropolitan areas are expected to give room to the airplane, the bus and

the car. Many carriers are already curtailing small freight services of less than a carload. The
railroad thus will tend to assume a greater role in the fast, long distance moving of freight
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between the major urban areas and, in turn, they will be more active in the industrial and
socio-economic development of those areas.

In the long term, Fort Madison can only benefit from the future railroad developments. Its
position is strengthened because of its existing railway network, its distance from existing
metropolitan areas which prevent it from being swallowed up in the consolidation of railroad
operations, and its other transportation assets. In the short term, the city must continue its
efforts to industrialize with all determination in order to strengthen its attraction to future
developments and minimize its intermediate vulnerability before the long term trends have an
effect. The city is judged to be in an excellent position to do this.

Highway Developments Will Require Continued Attention by Fort Madison Authorities During
the Planning Period

At the present time, the City of Fort Madison is served by U.S. Highway 61 and by three
state roads, lowa Routes 2, 88 and 103. The city also is served by twelve major truck lines.
In 1963, about 21,800 vehicles were registered in Lee County--about 18,000 autos, 3,500
trucks and 270 motorcycles.

In the U.S., the automotive mobility is forecast to increase substantially. In 1964 there
were about 71.8 million automobiles, 14.1 million trucks and 150,000 buses registered. By
1975, according to the Brookings Institution, an independent research organization working for
the government, there will be 125 million automobiles, 24.5 million trucks and about 500,000
buses in the United States and Canada.

In the past the U.S. automotive mobility was aided by the Interstate Highway Program
which has created the necessity for another program. The highway program made travel from
city to city by auto or truck increasingly easy. But in doing so, it has created severe traffic
problems for the cities. The highway program is scheduled to be completed in 1972, and there
is substantial determination not to have a second interstate highway program. By 1972, accord-
ing to the U.S. Bureau of Public Roads, the great need will be for secondary roads, city streets,

county roads, special roads and beltways linking the outlying metropolitan areas and the suburbs.

This shift in emphasis on highway construction is prompted by the fact that downtown sec-
tions of major U.S. cities are already between 45% and 70% paved. In addition, surging land
prices have raised the cost of building freeways in urban areas to between $5 million and $40
million per mile. Thus, the increasing need for intercity and intracity travel must be met
through improvement of other modes of transport.

In conclusion, Fort Madison, with the support of Burlington and Keokuk , should do every=
thing to get the region's Interstate Highway Program completed before 1972. This would pro-
vide improved highway transportation to other cities and round out the transportational assets.

As a result, it can be said that the region is rather rich and that the actual medium income
of families might be in the $6,000 annually category. For a comparison, the 1960 median
income of families in lowa's standard metropolitan areas ranged from $5,539 annually in Sioux
City to $6,491 in the Tri-Cities. It is estimated that family incomes in all areas increased by
about 3% annually since 1960.
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ANALYSIS OF CONSUMER SPENDING PATTERNS INDICATES THAT A RETAIL SALES DE-
MAND OF APPROXIMATELY $16.4 MILLION WAS GENERATED IN THE PLANNING AREA
DURING 1965

A survey of consumer expenditure patterns in rural non-farm areas in 1961 indicates that
about 86.7% of the total family income is spent on current consumption items. The survey was
conducted by the U.S. Department of Labor, Bureau of Labor Statistics; current consumption
expenditures, according to the Department, were calculated by deducting taxes, gifts, con-
tributions and personal insurance from the total income.

On this basis, the 1965 current expenditures for consumption in the planning area can be
calculated at approximately $22.1 million. Since, however, about 18.8% of the expendi-
tures for current consumption go for items such as rent, mortgages and utilities, and about
6.7% for non-retail effective doctor and hospital bills, education, recreation and other per-
sonal expenditures, the retail effective and related expenditures in the planning area can be
calculated at $16.4 million, 74.5% of the 22.1 million. In detail, the average spending
patterns of expenditures for current consumption in rural non-farm areas of the Fort Madison
income level break down as follows:

Breakdown of Retail Effective Consumer Spending

Expenditures for Current Consumption % of Total
All Expenditures 100.0%
Food 25.2%
Tobacco 1.9%
Alcoholic beverages 1.8%
Household operations 4.9%
House furnishings and equipment 5.1%
Clothing, clothing materials, services 9.8%

Retail Effective:
Personal Care 1.4%
Medical Care 3.1%
Recreation 1.7%
Reading 0.5%
Education 0.4%
Transportation 16.7%
Other expenditures 2.0%
74.5%

Source: U.S. Department of Labor, Bureau of Labor Statistics,
December, 1963. Data refers to 1961.

In evaluating the foregoing data, it should be noted that white collar workers are concen-
trated in urban areas where most of their employment opportunities are given.

Corresponding to the forces that shape the occupational demand and supply, the unemploy-
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Table 1

PERCENT DISTRIBUTION OF THE WORKING POPULATION
BY MAJOR OCCUPATION GROUPS - 1940, 1950 AND 1960

Unemployment

Rates
Major Occupational Group 1960 1950 1940 January , 1963
Total 100.00 100.00 100.00 6.6
White Collar Workers 42.2 36.6 ol s -
Professional , technical and
kindred workers 11.4 8.6 7.5 1.9
Managers, officials and proprie=-
tors, excluding farm 8.5 8.7 7+3 1.3
Clerical and kindred workers 15.0 12.3 9.6 4.0
Sales workers 7.4 7.0 6.7 5e&
Manual and Service Workers Bl 5 51.6 51.5 -
Manual Workers 397 41.1 39.8 -
Craftsmen, foremen and
kindred workers 14.3 14.1 12.0 8.0
Operatives and kindred workers  19.9 20.4 18.4 9.0
Laborers, except farm and mine 5.5 6.6 9.4 17.8
Service Workers 11.8 10.5 11.7 -
Private household workers 2.8 2.6 4.7 5.0
Service workers, except private
household 9.0 7.9 7.1 6.8
Farm Workers 6.3 11.8 17 .4 -
Farmers and farm managers 3.9 7.4 10.4 |
Farm laborers and foremen 2.4 4.4 7.0 10.4

Sources: U.S. Department of Commerce, Bureau of the Census;
U.S. Department of Labor, Bureau of Labor Statistics.
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ment rates shown reflect the pattern of a technologically advanced economy which typically
requires more skill and less muscle to operate. The relatively low unemployment rates among
amangerial and professional people, whether in agriculture or industry, represent adjustment

movements while the high rates among manual workers highlight definite structural economic
defects.

As a result of these changes in the U.S. economy, rural areas not only experience employ-
ment decline in their key economic resource, they also find fewer opportunities to make up for
this loss. In addition, most of the rural work experience is in occupations which are subject
to rather high unemployment rates.

On the positive side, however, employment in rural areas is relatively inexpensive and
usually is characterized by high productivity and quality output. Furthermore, education

generally is highly stressed and training programs are available to adapt the labor force to the
new industrial needs.

In response to these trends, Fort Madison and Lee County should set up a training program
for the adult population in the surrounding rural area. Such an undertaking would help to in-
crease earning power by improving labor force skills. Simultaneously, it would strengthen the
city's industrialization endeavors by raising the quality of the labor price supply.

AGRICULTURE IN FORT MADISON'S HINTERLAND IS EXPECTED TO ADD MATERIALLY TO
THE PLANNING AREA'S FUTURE DEVELOPMENT

The importance of agriculture in economic growth and development was rediscovered only
recently. Though it is difficult to give credit to any single individual, a movement by British
economists in the middle of the 1950's provided the starting point for renewed and intensive
analysis. ‘ThoUgh most of the discussion still centers on the development of less advanced

countries, the findings appear to have application to the development of U.S. rural areas as
well.

Anticipated Agricultural Developments in the U.S. Point to a Growing Emphasis on Business
Management Methods, More Capital and Less Labor in Farm Operations

The corporate revolution that transformed manufacturing and commerce is now beginning to
spread to agriculture. Like the corner grocer, the family farmer--historically an owner, man-
ager and laborer all in one--is being challenged by farm corporations. By parceling out own-
ership, management and labor to separate specialists, corporations can profit from large capital
assets, a staff of experts and efficient mass production. As a result, according to News Front
Magazine, farmers have to become more and more businessmen, and the family farm is being
rivaled by specialized, capitalized farm corporations.

The beginning of the trends toward this corporate type development is already clearly dis-
cernible. While competition is weeding out small farmers at a rate of 100,000 per year,
with 2.2 million more still to go, large farms ($10,000 plus in sales) have tripled in number
during the past 30 years. The trend toward highly capitalized farming is truly breathtaking.
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In 1941, according to News Front Magazine, a $5,000 investment in land, livestock and
equipment was sufficient to maintain a farm. By 1961, it took over $25,000 for the average
farmer, and the large pace-settlers were using $75,000. Professor Timmons, lowa State Uni-
versity, forecasts that farmers in the future will need as much as $500,000 to $1,000,000 to
get off to a promising start. Since 1946, the investment in agriculture has doubled and in
1962 it was estimated at $204 billion. At that time the farm investment was equal to