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ISSUE PAPER l.T 

The Need for a DOT in Iowa 

Probably the oldest mode (method) of transportation is walking. The 

term mode as applied to transportation is often used to describe the vehicle 

(airplane, truck, public transit) or the guideway upon which the vehicle 

travels (highway, rail, waterway). 

The history of transportation has seen periodic emphasis on one mode 

-and then another, usually as the result of some technological advancement. 

The technology of domesticating animals necessitated the widening of 

paths through the forest. The wheel necessitated the development of 

smoother, less precipitous pathways. Through the years, thousands of 

technological advancements have influenced the development of our trans­

portation system. Although many of these find application in many modes, 

as for example the internal combustion engine, transportation development 

has been a series of emphasis on one mode at a time. One may speak of 

the age of the steamship, the age of the railroad, and the age of the 

highway. These ages came about as a result of the combined influence of 

technology and perceived transportation need. 

Society has responded to these periods of modal emphasis by creating 

govern me nt agencies to deal with these transportation modes as they develop. 

Railroad needs generated regulato ry agencies . Highway needs generated hi gh­

way agencies. Aviation needs ge nera ted aeronautic agencies. Thus, as 

individual modal needs were recognized, individual modal agencies were cre­

ated to deal with them. Perh aps the next modal agency to be created will be 

concerned with freight transportation by conveyor belt or the like. Even 

further in the future, and into the real m of science fiction, there may some 

day be a need for an agency to deal with teleportation or some equally es­

coterie new mode. 
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However, excluding science fiction, it would appear that the modal agencies 

required or which are likely to be required exist in some form. New technologies 

will be created but they are likely to relate to an existing mode. High speed 

metro liners, tracked air cushioned vehicles, personal rapid transit systems 

are results of technical advancements but none would generate the need for a 

new modal agency. 

As concentrated effort is placed on one mode and then another, an 

extremely significant fact is easy to overlook. This fact is the interdependence 

of modes. It does little good to have a fine rail system if one cannot get 

the crop from the farm to the rail head. One hour air time loses much 

efficiency when traffic takes two hours to get from an airport to downtown. , 

A relatively new term has entered the lexicon of transportation specialists. 

The term is multimodal. Multimodal reflects a conceptual alteration in the 

meaning of the word transportation. No longer is transportation correctly de­

fined as highway transportation, or air transportation, or rail transportation 

as if they were autonomous units unto themselves unrelated to any other unit. 

These individual transportation modes are now more correctly understood as inter­

related and interdependent subunits which comprise a multimodal transportation 

system. Certainly we still have highway systems and airport systems, but they 

can no longer be planned and developed as totally independent units, but must 

rather be considered as sub-systems to the total transportation system. 

This transportation system concept is hot merely a bit of jargon or a new 

fad for the amusement of transportation specialists. It is a response to a 

legitimate and far ranging societal condition just as the earlier responses 

resulted in modal agencies. 

Transportation as a system or as a single mode is a social tool for 

attaining social goal s . Normally the foremost of these goals has been economic 

development. Earlier in our history economic development was served through 
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concentration upon individual modes. Today such concentration can be a 

detriment. In order for transportatiqn to serve economic development, it 

must be recognized as a complex interrelated system through which alter­

native modes are evaluated and selected to fit the transportation task at 

hand and wh~ch are compatible with other goals of society. A prime value 

of the transportation system concept is its attention to other goals such 

as the conservation of resources, the preservation of an acceptable environ­

ment and other non-strictly economic goals. 

Today Iowa is not equipped to deal with transportation as a system. 

We have two modal agencies, highways and aeronautics. We have three somewhat 

modal agencies, the Commerce Commission for truck and rail regulation, the 

Department of Public Safety for motor vehicle registration, and the Re­

ciprocity Board for truck fuel tax equalization. The state totally lacks 

capability in public transit, waterway transportation, and most importantly, 

total transportation system planning and poli~y development. The current 

state capability is both fragmented and incomplete. 

3 

· Iowa's most critical transportation need is the capability to work with 

transportation as a total system. It is the state's most critical need because 

such a capability is required to satisfactorily address wide ranging and complex 

issues. One such issue is adequate rail service to move grain. Another is the 

evaluation of a state subsidy of public transit. A third could be transporta­

tion investment as an economic growth tool. The list could be expanded to some 

length. 

The most effective and efficient means by which to attain this capability 

is through the establishment of a State Department of Transportation. Other 

issue papers will more specifically address questions concerning the DOT and 
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in so doing, further support the proposition that Iowa needs a DOT. This 

will also indicate th~manner in which the DOT can bring about the proper re­

sponse to our need fof a multimodal statewi-de transportation system. 

The multimodal transportation system concept must be utilized by Iowa 

and the capability to work under that concept must be developed. The auto­

nomous independen t mode approach to transportation served past needs well 

but it is inadequate for current transportation problem solving. A state 

DOT is the most effecitve means to obtain the capability to approach trans­

portation as a multimodal system. 

4 
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ISSUE PAPER l. 2 

The Role of the State .DOT 

The emphasis on the concept of a transportation system and the need for 

a state DOT may lead some to believe that the DOT will cause massive changes 

in the duties of existing transportation agencies. This is not true. By 

absorbing th_e agencies the DOT wi 11 carry out the current functi ans of the 

highway commission and the aeronautics commission. It will, also, carry out 

the functions of the Commerce Commission insofar as the commission deals 

with transportation. Thus, the functions performed by existing agencies will 

be maintained in the change over to a DOT. Some functions performed by an 

existing agency will be performed by a DOT division other than the division 

made up from the existing ·agency. For example, some of the planning functions 

performed currently by the highway commission will be performed by the DOT 

planning division instead of the DOT highway division. 

It should be recognized that the DOT 1 s role will include the duties of 

existing agencies. The DOT will, also, be assigned duties which are new and 

are in addition to those absorbed from existing agencies. 

The fundamental role of the DOT is to implement multimodal planning. 

If this role is ignored or stifled, the DOT becomes a caricature and perhaps 

worse th an no DOT at all. A description of the pl anning division is provijed 

in a later paper. 

The role of the DOT is, also, to bring under rational organized considerat ion, 

at the state level, the issues and problems relating to those transportation 

modes for which there is no capability to do so currently at the state level. 

Such consideration is to be broader, for exampJe, than that possible by the 

Commerce Commission in rail matters and initial in areas such as public transit 

and waterways. 



A third role is to accomplish coordinated interaction among modes 

which encompasses more than mere prevention of duplication. Such coordi­

nated interaction involves the difficult area of setting priorities among 

projects of all modes not just within modes. The DOT is to address such 

questions as should a highway be built or a railroad subsidized to meet 

a given service need. 

Obviously, if such modal choice decisions are to be made, the DOT 

must undertake a role in research. Such choices cannot be made without 

the necessary background data and such data is not now available. Only 

in the highway mode can the necessary information be said to be available. 

The DOT will have to drastically upgrade the information base for non­

highway modes. 

The DOT will have the role of transportation spokesman in fields 

where transportation is just one factor to consider such as in land­

use planning, economic development planning and the like. The DOT will 

also speak for Iowa on federal transportation legislation and policy. 

The list of duties could be extended for many pages. However, 

these broad statements can be used as a summary of the DOTs role: 

l. The DOT will absorb the responsibilities and continue to per­

form the functions now assigned to existing independent trans­

portation agencies. 

2. The DOT will have new responsibilities and functions in facets 

01 transportation which the state is not now capable of addressing. 

3. The DOT will address issues and problems which are multimodal 

in nature and beyond the scope of responsi-bility of existing 

agencies. 

6 



Many transportation issues and problems cannot be neatly categorized 

into highway, aeronautics or regulation matters. These issues and problems 

must be approached from the viewpoint of a transportation system. The role 

of the DOT is to provide this system approach capability. 

7 
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ISSUE PAPER }.3 

Transportation Coordinating Committee Instead of a DOT? 

The concept of coordination in government is a popular one. Coordi­

nation is a "good" word. It evokes an image of a smooth-running operation, 

efficiency, and the absence of waste. It gives the feeling of every 

element involved working to a single purpose in the most efficient manner 

with every element giving its best effort to the accomplishment of that 

· purpose. Unfortunately, coordination is rarely as 11 good 11 in practice as 

it is in theory. 

8 

The same applies to the concept of a coordinating committee for trans­

portation. A Transportation Coordinating Committee (TCC for short) is usually 

pictured along these lines. Representatives from existing transportation 

agencies and usually planning and development agencies are either chosen 

by the agencies themselves or selected by some other authority to be members 

of the TCC. Often a representative of one or more levels of elected officials 

is, also, included. This group is then charged with coordinating trans­

portation . 

The usual expectation is th at this group will review the planned actions 

of the various independent and au t onomous transportation agencies as presented 

by the membe r represen t ative of the agency. The other members relate that 

activity to their own agencies' pl ans and if duplication or conflict is found, 

the effor t s are coordinated such t hat problems are eliminated. The TCC is 

also often expected to develop a transportation plan and transportation 

policies on the basis of mutual discussion of needs, priorities, and goals as 

they see them. These plans and policies are then normally passed on to the 

Governor and Legislature as recommendations. 
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The conclusion reached is that the TCC accomplishes all the important 

purposes of a DOT with no extra staff, no shake-up of existing agency organi­

zation, and no gigantic growth in bureaucracy. A usual addition to this con­

clusion is statement which indicates displeasure with the federal DOT and 

assorted state DOTs. 

The foundation of the viewpoint opposing the TCC concept is stated in 

the last sentence of the first paragraph. The pitfalls and misconceptions 

involved in the TCC concept are legion. Just a few of these are examined 

below. 

Both a TCC and a DOT require certain tools to be able to succeed. These 

are responsibility, authority, and funding. If any of the three are missing, 

success is impossible. The TCC is given the responsibility to coordinate 

transportation. Yet, under the current bill in the Legislature, it is given 

neither authority nor funding. 

The TCC is an advisory group perched on top of the still autonomous 

independent transportation agencies. All commissions remain, all charters 

in the Code remain. The TCC has no authority to require any existing agency 

to modify any of i.ts actions to suit the purpose of coordination. As long 

as the TCC requests agencies to modify actions and the agencies find no 

difficulty in doing so, the TCC will appear to be successful. But, given a 

request by the TCC that would appear to be against the plans and actions cf 

one of the agenci~s, what would happen? The offended agency could simply 

refuse to accept the request. The basis of refusal? They are legally charged 

tc de certain things or they are legally prohibited from doing certain things 

or their commissions simply disagree with the request of the TCC. Any of thesE 
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are sufficient reasons to ignore the request of the TCC. Having absolutely no 

authority to require cooperation, the TCC is powerless to enforce its request. 

The proposed TCC bill provides no funding for the TCC. It must depend 

upon existing agencies for support. Therefore, if the TCC believed it impcrtant 

to move in a direction perceived as disadvantageous to one of the participating 

agencies, the support frorr. tr,at agency could suddenly become scarce. Its 

merr,ber would perhaps still attend TCC meetings, but information from the agency 

would be slowed, since its staff had so much other work. Its funds would be fcurd 

to be corrmitted elsewhere and unavailable for use on TCC projects. 

Because the TCC has no authority to demand cooperation and no funding 

of its own, it is limited to being a house-~et of the agencies involved. It 

will be fed (funded) as long as it behaves. It will be allowed freedom to 

roam (coordinatE) as long as it doesn't roam too far (attempt something which 

a supporting agency doesn't like). The TCC is a cosmetic device designed to 

give the appearance of coordination while actually preserving the status quo. 

The TCC is a Totally Cosmetic Creation. 

If, then, the TCC is unworkable as proposed, what would ha~pen if it dio 

have authority and funding? Fi rs t of a 11, it would have a n:uch better chance 

to succeed. Yet, there are still problems whi~h exist. 

One problem is that the independence and autcncmous nature of existing 

agencies continues. Each partici~ating agencr retains its own identity. 

Instead of being a part of a whole which works for the good of the whole, 

there is still the tendency to examir.e proposals and actions first in tlie 

light of what are its effects on the goals, operation, and future of the 

agency and then only secondly in the light of its effects on the transporta­

tion system. Independent agencies are in the position of having to ex­

plein t~eir worth to the public and legislature (appropri~tions) first and 
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must place interagency matters second. The DGT on the other hand is a 

single ager1cy with a single budget, not a Balkan alliance of independently 

funded and potentially feuding agencies. 

A_seccna problem is efficiency. The DOT is not n~rely a group of 

e.grncies distinct anC: complete in tr.emselves reporting to a high cc-mmand. 

It is one agency \':hose parts ( divisions) serve each other. The data pro­

cessing unit serves all divisions. The accounting unit serves all divisicns. 

This is possible because there is only one data processing unit and only 

one accounting unit in on:y one agency~ the DOT. There is also only one 

11 bcss 11 cf these two ard all other units. Not so with a TCC. The cata pro­

cessir~ unit be1onss to cne agency. Jf the TCC orders it to help anot~er 

ager,cy, it might co sc. Yet, consider the excess effort required to 

petition the TCC for help, ·to order the help to be given, to decide if the 

helr sho~lG be given or opposeds to do the work probably after the needs 

cf the unit's O\<!t! agency are satisfied, and fjnally to execute the book­

keeping recessary to irsure costs are charged to the proper agency's account 

~lo~g with the invoicing and voucher processing attendant to paying the 

charges. 

Another prob~e~ of the TCC is its range cf involvement. Its pur~cse 

is to coc,rdinate transportation. Hov1ever, it is limited to coo rd inating 

only t\'i'O modes, since only two modes o.re currently addressed by the statE. 

~'here does it get staff and expertise to work in transit, rails, c1.nd water? 

It ca~•t call upor existing staff because there is no~E:. Will the TCC the~ 

hire staff to do this work? It could hardly do that because then the TCC 

wil 1 be vunerable to the same increased salary cost and increased bureauc­

racy ch~rges proponents level at the DOT. Yet if the TCC is to serve as 

well as the DOT, it can't simply ignore this area of work either. App2rently 

11 



one of the claims for the TCC is false. It either will cost as much as 

the DOT or else it won't provide the complete range of services of a DOT. 

Perhaps the TCC concept isn't the complete answer, but the DOT isn't 

either. if we are to judge from the results at the federal level and in 

other states which have DOT's. The false assumption in this statement is 

that we are to judge Iowa's DOT on the basis of other DOT's. If the Iowa 

DOT were exactly the same as some other one, such judgment is rational. 

However, in developing the Iowa DOT proposal, other DOTs were examined 

and care was taken to avoid the problems found in the other DOTs. 

12 

The federal DOT and several state DOTs suffer from varying degrees of 

coordinating committeeism~ That is, they perch on superstructure of officials 

on top of a group of agencies which still remain independent and autonomous. 

This kind of organization may be labeled DOT but it is nothing more than 

a variation of a TCC. It is for this very reason that the Iowa proposal 

eliminates modal commissions in favor of a single transportation commission, 

that it creates single functional divisions for administration, multimodal 

·planning and legal counsel instead of retaining these in modal divisions, and 

it creates divisions of equal organizational rank in modes not now addressed. 

It is necessary to study existing DOTs to benefit from their experience, but 

it is improper to assume faults found in them are automatically to be found 

in the Iowa proposal. 

A most short-sighed suggestion is that the TCC should be tried first 

as a lead into and a test of the DOT concept. The TCC is seen as a small 

intermediary step between the status quo and the DOT. This suggestion has 

an appealing ring about since the DOT is complex and a significant departure 

from the present, and picturing the TCC as a look-before-you-leap concept 
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seems reasonable and certainly safer. Again, if the TCC were indeed a DOT 

in miniature, the logic would support the concept~ However, as discussed 

earlier, the TCC is not a miniature DOT. There is a term in statistics 

called validity. If one selects measurements and tests that do not measu re 

and test what is supposed to be measured and tested, the measurements and 

tests are not valid and subsequently any conclusions based upon them are 

likewise not valid. The differences between the TCC and the DOT are 

numerous and important enough that the TCC cannot logically be promoted 

as a valid test of DOT concept. Speci f ic differences are discussed earlier 

herein. 

It is skillfull sophistry to promote the TCC as a test or trial of t he 

DOT concept. The TCC would only serve to further delay a definitive de­

cision on the DOT and create the impression that the failure of the TCC is 

predictive of the inevitable failure of the DOT. Furthermore, the current 

bill f or a TCC in effect guarantees such failure by providing the TCC with 

no authority and no funds. 

The Transportation Coordinating Committee concept, upon first hearin g, 

appears to be a very satisfactory solution to modernizing Iowa's approach 

to transportation . However, the TCC is afflicted with so many conceptual 

and operational problems that its only significant output is the preserva­

tion of the status quo. It i s an invalid test of the DOT concept, it can ­

not achieve the service level of a DOT without falling victim to similar 

criticism ai that made of the DOT. The TCC suggested for Iowa is further 

afflicted by the absence of authority and funding. 

13 
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ISSUE PAPER 2. 1 

The Transportation Commission 

The specifics surrounding the Transportation Commission can be found 

upon examination of H.F. 230. The issue connected with the Commission is 

whether or not there should even be one. The rationale behind the no­

commission concept includes the following points. 

The Governor is the chief executive of the state. It is his re­

sponsibility to see to it that the administrative agencies operate well. 

He must, also, set state goals and lead the state to achieve those goals. 

Because transportation is one tool available to assist in reaching goals, 

the transportation agency should work at the direction of the Governor. 

If public reaction to the action of the transportation agency are negative, 

the public holds the Governor responsible. If the Governor is to be held 

responsible, he should have the power to influence the agency. 

14 

This power is said to be absent if there is a Commission. The Commission 

insulates the people's elected representative (Governor) from the agency. 

It takes a very long time to reshape an agency through the power of appoint­

ment. Thus, the Governor receives the blame for agency action but has little 

power to change that action. 

Furthermore, it is, also, claimed that the Governor can excuse some in­

action of his o· ... m by claiming the problems are the responsibility of the Com­

mission thereby indicating that he can do little to influence the actions of 

the agency. . 

The rationale behind the concept of having a Commission stresses the 

fact that a Commission provides stability to the agency by removing it from 

the vagaries of political change. Under the two-year gubernatorial term 

sys tern, it was poss i b 1 e to have a new governor every two years with corres­

ponding changes in goals and policies which could bring confusion to an 



dgency which works on projects taking as long as seven years from start to 

finish. The commission is, also, viewed as the public's watchdog over the 

agency, a counterbalance to the technician as well as to the political in­

fluence. 

There are several points which may be debated in such rationale. The 

change to a four-year gubernatorial term woul d reduce the potential for 

frequent policy changes. The demonstrated trend in Iowa to name qualified 

projessionals as agency directors instead of viewing these jobs as patronage 

positions further reduces potential whimisicality. One may question whether 

an appointed Commission is a better representative of the public than an 

elected Governor. 

From a theoretical viewpoint, the no-commission concept is better. 

It makes the Governor accountable for the agency's actions and, also, gives 

him the authority needed to carry out his responsibilities. It makes him 

clearly accountable to the public for the agency without the confusion of 

lS 

an intermediary Commission. From a practical viewpoint in Iowa, the Com­

mission concept is better. It is less of a change from the existing way of 

doing things. It lessens the concern of the legislative branch over the 

potential increase in power of the executive branch. It is not a significant 

obstacle to attaining the goals set for a DOT. 

The bill requires that the first Transportation Commission contain two 

highway commissioners and one aeronautics commissioner. This provision i s 

beneficial for the smooth transition from modal agencies to a DOT. The re­

maining commissioners or future commissioners should not be required to be 

selected as a representative of a particular mode or interest for the simple 

reason that if all transportation interests are to be represented on the 

Commission and perhaps even in proportion to some measure of relative import­

ance, the Commission would be so large it would be ludicrous. Therefore, other 
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than the political affiliation requirement in the bill, there should be no 

special representative conditions specified for commissioners • 

16 

The function of the Commission is to include that performed by existing 

corrmissions plus duties specified in the bill plus new duties demanded by 

the increased scope of responsibility of the DOT. Initially the Commission 

will be a part-time position. This matter will be reviewed once the DOT 

gains some operational experience and the Commission workload can be more 

·accurately determined. The final decision on part-time or full-time com­

missioners remains with the Legislature through its salary setting authority. 
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ISSUE PAPER 2.2· 
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The Highway, Aeronautics, and Administration Divisions 

These three divisions are for the most part the same under the DOT as 

they are now under the current independent agency arrangement. The functions 

of highway and airport planning are still performed under the DOT. However, 

they will in part be performed by a planning division rather than the high­

way or aviation divisions. _· The administration of highway and aviation affairs 

. will be performed by the administration division_ under the DOT rather than by 

the highway and aviation division. 

Not that planning and administration functions are transferred to separate 

divisions only in part. There is obviousiy a point in the planning process 

and in administration when it no longer is efficient or perhaps even logical 

to have work done in a division other than the division having operational 

responsibility. For example, the DOT planning divisions function is to per­

form multimodal planning. Once the decision is made that a certain service 

need is best met by a highway and a general corridor is selected, there is 

little "multimodalness" left to consider. The remaining planning, and there 

. is much, is better perfonned by the highway division, the experts in technical 

highway planning. 

The decision on what is the point at which a given function is retained in 

a given division belongs to the Commission and the new director. The matter is 

discussed in Paper 2.8. 

The highway commission is the largest employer of any agency involved 

in the establishment of the DOT. It is understandable that many employees of 

this or any other affected agency may be apprehensive about the effect the 

DOT will have on their employment or their duties. For 90% or more of the 

existing employees, there will be little or no noticable change brought about 

by the establishment of the DOT. The 10% that my experience a change are 

those in the upper level echelon of an agency. -



No one can seriously believe that the DOT will so curtail highway work 

that significant numbers of highway commission employees will be layed off. 

In any case, ·H.F. 230 has job protection provisions in it. 

The DOT will bring .about change, change for the better not chaotic 

change. 

1B 
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ISSUE PAPER 2.3 

The Regulation Board 

This board created by H. F. 230 has not been widely discussed. Its 

role is to perform the duties in the field of transportation regulation 

currently being performed by the three Iowa Commerce Commissioners. The 

DOT absorbs the transportation regulation work of the Commerce Corronission 

which then, also, includes its work as a quasi-judicial panel on rate cases, 

pennits, and other similar matters. 

The issue involved with this board is whether it should exist or not. 

It is thought by some that the transportation commission could perform the 

function thereby eliminating the need for this additional board. However, 

there are two arguments advanced against this arrangement. The first is a 

practical argument which states that the transportation commission would 

not have enough time to perform this duty along with its other duties. 

The second is theoretical but more pursuasive. The object of this type 

of board is to render an impartial decision regarding a given case before 

it on the merits of that case. Regulatory bodies are loathe to deny a 

petition on the basis of the effects it might have on parties not directly 

connected with the case. Given the necessity for rendering a decision on 

the basis of the merits of the case, it is possible that the transportation 

comniss i on would be a biased panel. 

The reasoning follows this way. The corrrnission is responsible for pro­

moting and developing the state's transportation system. It has created 

and is follo'wing a state transportation plan. Its capital investment plan :, 

are coordinated with the state plan. And in all, everything is hannonized 

19 

and moving smoothly after much hard work to make it so. Now the Hoot, Toot, and 

Whistle Railroad petitions for abandonment. Such an abandonment would cause 



problems to the state transportation plan, the capital investment plan 

would have to be changed, schedules would need modification, and soon. The 

colTITiission couldn't help but be biased aginst the HT&W. If the commission 

decided the case on its effect upon the transportation system, is it fair 

to the HT & W? Has the HT & W been deprived of certain rights? 

20 

Because these questions could be raised against every single regulartory 

decision made by the commission and would thereby waste more money in appeals 

and cour t cases through the Board costs, H.F. 230 creates a separate Board 

outside the control of the commission directly appointed by the Governor. 

The staff work, be it legal or other, would be performed by DOT personnel 

just as the staff work needed by the Commerce conmission is done by Commission 

personnel presently. Thus the autonomy of the Board is preserved but the 

arguments against the HT & W petition are assured of being presented and the 

mundane matters of supervision etc. of staff are accomplished by the DOT. 
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ISSUE PAPER 2.4 

.... 
The Planning Division of the Iowa DOT 

The foremost responsibility of a DOT is to provide the function of 

multimodal transportation system planning. Multimodal plfnning may be 

conceptualized as a set of management tools and procedures to assist in deter­

mining transportation service requirements, alternative responses to those 

requirements, programs th_at meet a set of objectives and constraints and 

preparation of documented results and recommendations necessary for decision 

making. 

The following statements are the objectives fer the planning division 

and the DOT as a whole. They, also, provide a description of the scope 

of the planning division. 

1. To develop an integrated coordinated statewide transportation 

system providing service which is consistent with and proactive 

with existing and future socio-economic development goals and 

environmental goals. 

2. To promote the efficient reoreintation of diverse private modal 

service systems into an integrated system of transportation service 

for both passengers and freight/commodities distribution. 

3. To provide an imaginative forum for analysis, evaluation, and 

potential adoption of technological, operational, and regulatory 

.- . advances and "breakthroughs" within the system and the industry. 

4. To promote the development of responsible administrative and 

functional personnel in state government necessary to evaluate 

the spectrum of resources required for total transportation system 

development. 



5. To develop and implement the resource allocation tools necessary 

to donduct total system trade-off analysis and res6urce require­

ments evaluation. 

6. To develop the analytic capability necessary for development of 

an integrated financial program to meet development program ob­

jectives. 

7. To develop an agency responsive to, and proactively sensitive 

to, the potential social costs associated with transportation 

facility acquisition and operation. 

8. To develop the capability necessary to react creatively to 

the federal legislation and policy statements, and the activities 

of contiguous states, or other states with common economic 

structures, with respect to future transportation policies and 

programs. 

The potential value in multimodal planning is not seriously contested. 

The issue regarding the DOT planning division hinges on more operational 

questions. 
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First of all, the planning division is neither a duplication nor a 

replaceme nt of all planning now done in modal agencies. The planning division 

will transfer some of the current highway planners to itself. The same 

for aeronautic planners. The division will add planning staff in other 

modal fields and other disciplines as needed, either through new employ-

ment or by transfer from other divisions of existing agencies. 

Secondly, every employee now performing a planning function will not 

be transferred to the planning division. Many such persons are performing 
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functions necessary only to planning within a given mode and only after a 

more generalized type of planning is completed. · For example, the location 

and design planners in the highway commission do most of their work after 

the system planners have planned the corridor. Paper 2.2 also addresses 

this matter. 

The essential point to remember is that the decision of exactly 

which functions and which personnel are transferred and which are not is 

the job of the new director in consultation with the current agency heads 

during the pre-operational phase (described later). 

The planning division concerns itself with policy implications and 

alternatives selection (both of which require necessary data collection) 

while the division planners plan facilities or action programs. A pre­

cise definition is impossible until the pre-operational phase is completed. 

A precise definition is, also, undesirable until the director is available. 

This transfer question is an administrative question and a locked-in 

position should not be taken now. 

The critical role of this division is to insure that modal pl~nning 

and development is consistent with the total transport ation system. In 

order to fulfill this role, the division and t~e whole department will 

have to expend arduous effort in facets of transportation the state has 

not previously been officially concerned with •. It will, also, have to 

include other disciplines such as goal setting, economics, and land-

use in its work on a much broader scale than ever required by any single 

mode agency. It will be one locus for the generation of transportation 

policy recoIT111endations to be forwarded to the coIT111ission, the governor, 

and the legislature for their consideration and action. 
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ISSUE PAPER 2.5 

The General Counsel Division 

Of the five agencies or divisions of agencies working in trans­

portation which will be transferred into the DOT, two have full time legal 

counsel available. The Highway Commission has staff from the Attorney 

Gene ral 's office assigned full time to the Commission. The Commerce Com­

mission has its independent Commerce Co unsel. The remaining agencies call 

upon the Attorney General's office for legal assistance as the need for it 

arises. 
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The DOT Bill combines the Commerce Counsel and the legal staff assigned 

to the Highway Commission into one general counsel division responsible to 

the Director and Commission of the DOT. This general counsel division then 

provides all legal services to the DOT and any of its divisions as needed. The 

issue related to this division is whether the legal staff should be employed 

by DOT as the Commerce Counsel is by the Commerce Commission or should it 

be employed by the Attorney General and assigned to DOT as the legal staff of 

the Highway Commission is? 

H.F. 230 establishes a legal staff for the DOT separate from the Attorney 

General's office. The separate arrangement has been in effect for many years 

for the Commerce Counsel. It is said that the arrangement has worked well 

and is enti rely satisfactory. Good working relationship has been established 

and maintained. 

The Highway Commission would prefer the separate arrangement over its 

current attachment to the Attorney General's office. The rationale for the 

separate arrangement proposed in H.F. 230 includes the following: 

1. The attached arrangement is unsatisfactory because in both agencies 

the legal work is of a specialized nature. New employees require a significant 



amount of time on the job to become expert at the work. However, lacking 

controlling authority over the legal staff, the agency is subject to per­

sonnel shifts in its legal department at the discretion of the Attorney 

General. These shifts may occur as a result of personnel requirements 

.,,. 
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in the Attorney General~s office or as a result of the election of a different 

Attorney General. The lack of continuity in legal staff has resulted in the 

loss of law suits by the Highway Commission. The continuity of personnel 

is cited by the Commerce Counsel as a distinct advantage available to them. 

2. The political nature of the Attorney General's office introduces 

a degree of uncertainty to a position in that office. This uncertainty in­

creases the difficulty of recruiting replacement staff • . This problem should 

be lessened with the recent change from a two to a four year term. Yet, .due 

to the years of specialization required of a new recruit; the four 

year term may have only mini mal effect. 

It is the conside red judgment of the agencies involved that the separate 

arrangement is superior and that judgment is reflected in H.F. 230. 
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ISSUE PAPER 2.6 

The Urban Rural and Regional Trans portation Development Division 

This Division may be one of the more difficult to describe because it 

has no counterpart in existence at this time in Iowa. In the discussion of 

the transportation system concept and several times in other papers, the 

DOT is said _to provide new and additional services in transportation to 

Iowa. The most obvious of these additional services will be provided 

through this Division. 

The functions of the Division are listed in H.F. 230. Note that many 

of these are aimed at research efforts. None of the duty statements say 

operate this system or run that service. The reason for this is simply 

that the state's role in the transit mode, barges, trucking and the like 

has not been fully defined. This Division will determine when and where 

the state "fits" in affairs of these modes. 
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The Division can be expected to expend much of its early efforts coll ect­

ing necessary information. Accurate and comp.re hens i ve data on these modes 

lags far, far behind the quality attained through the years by the Hiqh-

-way Commission. 

Upon comp letion of the necessary research, the Division can be expected 

to implement and operate programs which result from the research. This initial 

research and then operation of what will inesca pa bly be new programs is the 

reason for t he word development in the Division title • 

The need fo r this type of a division in a DOT for Iowa is widely accepted. 

Therefore, there is no particular issue associated with it. One amendme nt 

to H.F. 230 was offered which would strike the entire Division. For what 

purpose is un known, unless it is part of the erroneous fear that a Division 

dealing with transit will somehow be able to siphon highway trust fund money 

to transit and away from highway construction. 



ISSUE PAP ER 2.7 27 

The Regulation and Safety Division 

As noted in H.F. 230, the duties of this Division consist largely of 

of the duties currently performed by a part of the Department of Public Safety. 

This Division will, also, include staff people from the Reciprocity Board. 

There is no issue regarding this Division which has come to our attention. 

The Highway Patrol has been deliberately excluded from this Division 

and the entire DOT. The Patrol on occasion becomes involved in activities 

which are not strictly traffic enforcement related. Maintaining the Patrol 

in the Department of Public Safety gives it a greater law enforcement 

lattitude. The Patrol will, however, certainly continue its role in traffic 

and other transportation enforcement functions. 

It is this author's opinion that H.F. 230 inappropriately assigns the 

staff of the Commerce Commission (not the Commerce Counsel) and the Traffic 

Weight Officers to the Urban, Rural, and Regional Transportation Develop­

ment Division. The regulatory duti es of ·this staff would appear more 

logically placed in this Division. However, this is not a serious short­

coming of H.F. 230 in that provision is provided for the DOT Director and 

Com~ission to shift personnel if they deem it appropriate to do so. 



ISSUE PAPER 2. 8 

The Pre-operational Phase 

The DOT bill provides for a period of time, termed the pre-opera­

tional phase, betwen the passage of the DOT bill and the time the DOT 

takes over operational responsibility from existing agencies. Both the 

reorganization aspect and the new res pon sibilities aspect of the DOT re­

quire this 11 get ready 11 period. 

It is during this time that the Governor selects his Commission 

appointees. These appointees must t hen be approved by the Senate. The 

Commission must then go through the process of selecting a director and 

other top staff. At this point, the director, top staff, existing agency 

heads, and the Commission must dete rmine the details of organization within 

divisions, transfer of personnel, operating procedures, and preparation 

of the transportation plan called for in the bill. These activities 

are a must before the DOT actually begins operation as the transportation 

agency for the State. 

This pre-operational phase is highly recommended by other states 

which established DOTs whether they themselves used it or not. Their re­

commendations, also, indicated that a one-year period was not any too long. 

The pre-operational phase is detailed in Division II of H.F. 230. Of 

course, the dates shown in H.F. 230 no longer apply since it was drafted 

with the expect ed passage in the 1973 session in mind. Essentially all 

dates should _be changed to 1974 or a similar one year revision. 

Another point to note is that the Highway Commission is to provide 

office space for DOT during the pre-operational phase. The actual physical 

location of the various divisions of the operational DOT is to be worked 
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out during the pre-operational phase. Obviously the vast complex at 

Ames will not be uprooted and moved to Des Moines. It is to be expected 

that the entire DOT will not be housed in one building. It is likely that 

the DOT will have divisions in several locations tied together by a 

communications network for the forseeable future. 

The pre-operational phase may ap pear to some as a needless delay. 

Admittedly, Iowans would like to see transportation problems considered as 

soon as possible. Yet, precipitous action in this case will likely cause 

more problems than a year earlier start would solve • 
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ISSUE PAPER 2.9 

Division III of H.F. 230 

This Division contains the necessary changes in Chapters of the 

Code which use the term Highway Commission, Commerce Conmission and 

so forth. The Legislative Service Bureau used this opportunity to 

modernize Chapters of the Code which were being amended anyway. For 

example, H. F. 230 abolishes the Commerce Commission and then re­

creates it without any transportation responsibility. 

ISSUE PAPER 2. 10 

The Director of Transportation 

The most obvious question regarding the Director is, who will it 

be? H. F. 230 specifies that he be appointed by the Commission. It, 
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also, lists his duties and necessary qualifications. Speculation concern­

ing some prominent individuals in the State has been indulged in almost 

from the beginning of DOT consideration. Such speculation, while interest­

ing and perhaps a pleasant way to pass the time is still purely specula­

tion. The selection of the Director is the Commission's responsibility 

and the Commission is expected to consider candidates from within and 

without Iowa at the appropriate time and on the basis of the candidate's 

qualifications. 

The Director's duties and powers are provided in the Bill. 
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ISSUE PAPER 3. 1 

The Costs of a State DOT 

In order to talk about DOT costs we should clarify some terms. 

Planners talk of costs in terms of money and in terms of social cost. 

A social cost can be comething like the esthetic loss of a scenic view 

or the loss of a historical structure or the loss of a neighborhood co­

hesiveness and the like. Costs can, also, be considered in terms how 

they are paid. Some costs are paid by government through tax revenue. 

Others are paid by the private sector out of personal or corporate income. 

One more cost concept involved in discussion of a DOT is that of in­

cremental costs; costs which are in addition to those normally incurred. 
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First of all, let's consider the new costs of a DOT. Iowa government 

expends millions of dollars per year on transportation. These expenditures 

have been made for quite a few years. Therefore, in attempting to estimate 

the cost of a DOT we should on)y consider those costs which are in addition 

to what Iowa is already spending for transportation. In other words, the 

cos t of the DOT are those which are incremental to current costs. Iowans 

expended in (or through) the public sector more than three hundred and 

ninety million in 1972. Add to this the amount expended by the private 

sector and one reali zes that the incremental cost for a DOT are miniscule in 

comparison. 

Next consider soci al costs. The DOT is expected to provide better 

coordination of transportation development, to achieve greater optimization 

of the transportation system. Social benefits, that is, reduction in social 

cost, are realized through efficient use of energy resources, less damage 

to the environment, improved climate for industry relocation in Iowa and 

so forth. 
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Unfortunately, the costs of a DOT, even just the incremental costs 

are considered only from the short sighted viewpoint of their effects up-

on the State treasury. Yes, indeed ancl without question, the DOT will 

cost the State treasury more than the status quo. The reason has been 

discussed in earlier papers describing the additional transportation 

functions performed by the DOT over the status quo. Ultimately the citizens 

of Iowa pay the cost either through taxes, which provide the State with a 

treasury in the first place, or out of their earnings through purchase of 

service. In the final analysis, it makes little difference if trans­

portation costs are paid via personal check or via taxes, they have to be 

paid. 

Why then bother with a DOT at all if all it does is change the method 

of payment, such as, taxes instead of personal check? There would be 

no reason whatsoever if it were not for the DO.T1 s ability to produce better 

results. The concepts of multimodal planning and transportation system 

are only valid if they lead to an overall reduction in transportation 

cost. This reduction does not occur in state tax revenue expenditureo 

It occurs in private sector expenditure. If paying one dollar in tax 

avoids having to pay a dollar ten for a transportation service, ten cents 

has been saved. The private sector saves the ten cents. 

The cost sdvings from a OOT are not found at the State level, but at 

the private level. Will the DOT then lower the cost of shipping a bushel 

of corn from ·?¢ to 5¢? Perhaps, but it probably will result in keeping 

the cost down to 8¢ instead of letting it jump to 10. Inflation makes com­

parison of absolute amounts inappropriate. A more accurate measure would 

be the percent of total income expended for transportation. If a company 

spends a thousand dollars more for transportation but the percent of the 
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company's reven ue expended for transportation drops from 10 to 9 percent 

the company saves on transportation. 

A furthe r expected savings through the DOT is in terms of social 

costs . A coordinated, multimodal transportation system will avoid many 

social costs which are inevi table under the status quo. 

If one persis t s in t he na r row minded view of considering only costs 

to the State treasury, the DOT is unjustified. If one considers the 

true costs of the DOT in relation to the full spectrum of benefits, the 

DOT is justified. 

The source of increased costs are found in the increased workload. 

These are mani fes t ed most obviously in increased staff. This matter is 

discussed more fully in another paper. 
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ISSUE PAPER 3.2 

Cost of Staffing the DOT 

It has been charged that the DOT will mean a vast increase in the 

numbers of state employees and that these new employees will be hired at 

top level pay ranges. The implication in this charge is that such increases 

are unwarranted because the existing agencies can do the work without the 

DOT's increased staff. 

The concept that existing arrangements could satisfy Iowa's trans­

portation needs equally as well as a DOT has been discussed and presumably 

refuted in other issue papers. A more subtle implication is that the new 

staff members of the DOT will duplicate staff already employed in existing 

agencies. Duplicate staff is always a possibility but that possibility 

is recognized and procedures are suggested to prevent it. 

First of all, the vast majority of the DOT staff is already employed 

by the State. The aviation division staff is currently employed by the 

Aeronautics Commission, the highway division staff is largely already employed 

by the Highway Commission. The legal counsel division staff is currently 

the lawyers employed by the Highway and Iowa Commerce Commission. Much of 

the safety division staff currently works in tne motor vehicle registration 

division of the Department of Public Safety. Therefore, the new staff that 

must be employed is slated to work on the new· types of service to be provided 

by the DOT. 
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The administration division will be at most a combination of current ad­

ministrative staff given additional work pertaining to new divisions. The 

planning division will use existing planning staff from existing agencies as 

appropriate to the level of detail required by the role of the division. 

Additional staff will be required for planning expertise not r.ow available from 



existing agencies. These will be new people but they are only a part of 

the division's total staff. Note that when staff is available from existing 

agencies they are transferred to the new DOT division not left where they 

are and then duplicated in the new division. 

Because the Urban Rural and Regional Division is brand new, all of the 

division staff will be new employees. Yet, also, because it is brand new, 

it will have only a small staff to begin with as a result of its having to 

break new ground in terms of state involvement. If the division requires 

expansion, it will at that time be subject to the top management of the 

DOT and the normal budgeting processing applied to any other state agency. 

Any growth of the division will have to be justified and the controls of 

management and the Legislature, through the budget, will be applicable. 

The top management is not completely made up of new positions either. 
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The seven person commission is still three less than the five highway plus the 

five aeronautics commissioners. The Director o'f Transportation is new and 

paid a comparatively high salary, but the director of the division of high­

ways does not justify the current Highway Commission Director's salary due 

to reduced responsibility. There is some trade off in that case. 

It is to be expected that the DOT will require new staff, but not duplicate 

staff. It is, also, to be expected that this ~ew staff will be hired for 

relatively high ranking positions in the DOT and correspondingly higher com­

parative salaries. This is necessary since the new services that create these 

positions require talented and qualified personnel. Even so, the increased 

salary costs to the state for all the new employees is expected to be less 

than five percent of the salary total for current transportation agency employees. 

The new DOT employees cost the sta te an increase approximating the equivalent 
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the equivalent of a one-step raise on the Iowa merit scale for existing trans­

portation agency employees. 

The DOT will make every possible use of existing agency employees 

to avoid duplicate positions. The DOT requires talented people to staff 

its new services who must be paid commensurate with the{r duties. This pay 

scale must be competitive to other positions available to these people 

and will probably provide higher individual average salaries than current 

averages due to the higher than average responsibilities. Even so, total 

salary costs are expected to be less than a five percent increment over total 

transportation salaries now paid. 



ISSUE PAPER 3.3 

The Stite DOT and the Dedicated Highway Funds 

Dedicated State Highway Funds 

In 1904, Iowa instituted a registration fee on vehicles as the first 

source of revenue for the state road use fund. This fund was most signifi­

cantly enlarged by the revenue derived from a gasoline tax instituted in 

1925. In 1972, these taxes yielded revenue of over 210 million dollars. 

Funds raised through this road-use tax were dedicated to exclusive high­

way use through the 18th amendment to the Iowa Constitution (in 1942). 

(18) Amendment of 1942 

That Article Seven (VII) of the Constitution of the State 
of Iowa be amended by adding thereto, as Section eight (8) thereof, 
the following: 

Motor Vehicle Fees and Taxes. All motor vehicle registration 
fees and all licenses and excise taxes on motor vehicle fuel, ex­
cept cost of administration, shall be used exclusively for the 
construction, maintenance and supervision of the public highways 
and exclusively within the state or for the payment of bonds issued 
or to be issued for the construction of such public highways and 
the payment of interest on such bonds. 

It is clear that the revenue generated by the road use tax must be used 
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for highways. This dedication is guaranteed by the State Constitution not simply 

by a state statute. This dedicated source of revenue provides more than 90f 

of all state revenue expended for transportation as of 1972. 

Dedicated Federal Highway Funds 

In 1932, Congress instituted a federal tax on gasoline and in 1956 established 

a trust fund supported by this tax revenue deciated to the development of the 

nation's hig~way system. Over the years modifications to the original act 

have been made through passage of new highway acts. The most recent of these 

changes is the 1973 Highway Act. 
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Until the 1973 Act, the gasoline tax revenue has been used soley for 

highways or highway related projects. Depending upon the type of road con­

structed or the type of highway related use (such as administration, planning, · 

research, etc.), the federal funds are to be matched with varying proportional 

amounts of state funds. Iowa has used part of its road-use tax funds to match 

the available federal funds. 

The most significant change in the 1973 Act regarding the use of mondy 

from the federal trust fund is that such funds may now be used for transportation 

projects which were heretofore not considered as highway related projects. 

The ~ost notable of these is the permissible use of trust fund money for 

public mass transit after July 1, 1974. Funding for these new uses of trust 

fund money still must be matched by some state funds. 

The Fear of the Trust-Bust 

Massive numbers of people and many companies both large and small are 

employed in one form or another in the construction or reconstruction of high­

ways from the birth of an idea for a highway to the years of continued main­

tenance on that highway. These people and companies have a very legitimate 

economic interest in the future of highways in the state and nation. It is 

certainly understandable that anything which may appear as a threat to the 

single, most massive, source of funds for highways will be interpreted as a 

personal economic threat. Any "highway" funds siphoned off for non-highway uses 

is that much less available to pay for their type of service or product. 

A second group that could be expected to fear the trust-bust is that group 

of enterprises which depend upon highways as a tool of their trade. The most 

obvious members of this group are the truckers and intercity bus operators. 

Any "highway" money diverted to other uses cannot be used to develop and main-
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tain guideway which is easily available to these industries. Driver time 

and fuel are two major costs which a level non-stop highway helps keep at a 

minimum. 

The Illogic of Labeling the State DOT as a Trust-Buster 
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Because the state DOT is promoted as a multimodal agency dealing with 

transportation needs not dealt with now and because it is expected to absorb 

the highway agency, it is feared by its opponents as a device to raid the high­

way trust fund for other purposes. The effect of the 1973 Highway Act upon 

the federal trust reinforces this concern. 

First of all, the federal trust was established by statute, the Iowa 

trust is established by Constitutional amendment. In order for Iowa to follow 

the federal path, it would require not simply the passage of a law but an 

amendw.ent to the state constitution. 

A constitutional amendment is a much more lengthy process than passing 

a bill. If such an amendment were to be proposed, the opponents would have 

ample time to marshall their forces against it. It could not be an eleventh 

hour action in the Legislature. The establishment of a State DOT in no way 

changes this process and, there fore, it is illogical to claim that a DOT will 

easily break the trus t. 

The open i ng of the federa l trust to other transportation uses does not 

force Iowa to use its share of tha t money for anything other than highways. 

The requirement that s t ate money be used to match federal money, the fact th at 

state match money is derived from the road use tax, and the fact that the road 

use tax revenue is dedicated to highways by the constitution means that DOT 

or no DOT, Iowa will have to use the federal funds for highways because our 

matching funds are dedicated to highways. 

The creation of a State DOT is seen as the first, if not then the complete, 
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action to break the Iowa trust. This view ignores the existing pressures 

fer such action. Many groups are already voicing the point that the Iowa 

trust should be opened. The 1 73 Highway Act adds impetus to this ·point • 

This increased pressure to open the Iowa trust will not vanish if the DOT is 

not established. 

Iowa is and will by its geographical and economic nature continue to 

predominantly rely on highway .forms of transportation. DOT opponents often 

picture t he opening of the trust as if all the money were now going to be 

used for other modes and highway construction would cease. That condition 

or one even remotely similar is impossible for Iowa. 

At this point, it is highways versus every other mode on competitive 

basis for funding. A DOT having the responsibility for the total system can 

sort out these separate claims on the treasu ry and, given the conditions in 

Iowa, may well seek an increase in highway work. 

The claim that the creation of an Iowa DOT will precipitate a raid on the 

state road use tax revenue for other forms of transportation is unfounded. 
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The state constitution, the dependence of Iowa upon roads, and the important but 

relatively small demands, in dollar terms, of other modes combine to show that 

the raid of the trust agreement is a phantom. Furthermore, any forces at work 

to alter the current funding structure are present now and therefore could 

not be said to be the effec t s of the DOT. 



41 

ISSUE PAPER 4. 1 

The DOT and the Environment 

Environmental interests is a broad ranging tenn. Environmental in­

terests can mean one or all of these: land-use, conservation, energy shortage, 

pollution prevention, junk cars, solid waste disposal, ad infinitum. A 

case can be made for the idea that transportation in some way affects all 

environmental interests. 

The fact that environmentalists consider transportation as one of 

their vital concerns was demonstrated by their presence at the open hearing 

on H.F. 230 held by the House Transportation Committee. The primary point 

raised at that Hearing by the environmentalists was the fact that H.F. 

230 does not clearly and specifically assign environmental concern to a 

DOT division nor does it clearly and specifically delineate the duties such 

a division would perform. 

Perhaps the absence of such clarity and specificity is an advantage 

rather than a shortcoming. The concern for man's environment ought to be 

present in all phases of DOT work. Because environme ntal concerns can include 

such a broad spectrum of topics, the assigning, in essence, of t~ose concerns 

to a particular division in the DOT may in fact limit consideration of con­

cerns to that division. Thus, instead of several divisions giving thought 

to the environment, we have only one. Instead of environment being considered 

from project beginni ngs, we have a watchdog situation. 

Yet, we've. all heard that something which is everybody's business is no­

body's business. H.F. 230 nowhere prohibits the use of environmentally trained 

staff within one or all of the DOT divisions. It simply does not mandate a 

separate division for environment. The suggestions that such a division be 



included may stem from disappointment with current agencies. One important 

point to remember is that the DOT is the first Iowa agency to be equipped 

to plan for and implement for use alternative modes. Heretofore, our trans­

portation agencies were hobbled by having only one mode, one tool, which 

they were permitted to use. They could only use pliers even if the job were 

better done with a wrench. Thus, the disappointment with their considera­

tion of environmental concerns may have been somewhat unfounded and is 

certainly not automatically transferrable to the DOT. 

Granted that H. F. 230 does specify other divisions and assigns them 

duties, such divisions and duties do not embody the bredth of scope that 

environmental considerations do. Only the planning division approaches this 

scope. It would certainly seem prudent to include an environmentalist 

capability in the planning division, but H. F. 230 does not go so far as to 

write job descriptions for division staff. 

The DOT should not contain a specific division for environment. Such 

concerns are found in all divisions and all divisions should consider them. 

This wide spread consideration could be undermined by assigning such concerns 

to one division. Furthermore, previous disappointment over apparent lack of 

concern should not be aut omat ically applied to the DOT, especially since the 
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~. OOT has, for the first ti me , the capability to choose from several alternatives 

and actually implement the choice. 
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ISSUE PAPER 4.2 

The DOT's Relationship to Non-Transportation Agencies 

It has been noted many times throughout this handbook that the current 

Iowa agency structure for transportation is fragmented and incomplete. This 

condition results in difficulties for transportation system development but 

it also causes problems to other state and local agencies. 
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Many other state agencies must consider transportation matters as part of 

the mix of conditions necessary to complete their assigned responsibilities. 

For example, the Iowa Commission on Aging has a program for providing centralized 

meals. Part of this program requires transportation for the elderly to and 

from these centralized locations. Where does the commission go for assistance 

in this matter? Aeronautics certainly isn't involved. Is the Highway Com~ 

mission? Probably not since the highways are already available. 

The DOT is the agency that should be contacted, if it existed. The 

most important improvement of the interface of transportation with other 

agencies is obtained through the creation of a DOT. The DOT can speak for 

transportation, with one voice. It can save much time by assessing the applica­

tion of all transportation "tools" to a given problem. It relieves the other 

agency from contacting several independent age11cies and trying itself to meld 

several indepen dent viewpoints into one it can use • 

The DOT becomes a unified source of transportation information and ex­

pertise available to other agencies and decision makers. The potential for 

defensive responses to issues raised by other agencies is reduced because 

the DOT is not limited to, and therefore not forced to, defend only one mode 

as the solution to a problem. It can support the best sol~tion chosen from 

several alternatives and isn't necessarily limited to defending at all 

costs its only permitted solution. 



The DOT can provide the unified source of transportation related in­

.formation and assistance to other agencies. In addition, the DOT has avail­

able an effective control over many more "tools" for adequately respond-

ing to a transportation problem faced by another agency. 
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ISSUE PAPER 4.3 

The DOT and Reciprocity 

The current reciprocity board is abolished and replaced by the 

transportation commission. The bill makes the 1·egulation and safety division 

the new location of the current reciprocity board staff members. 

The value of including reciprocity in the DOT is expected to be 

shown in more efficient operation of the system and better coordination 

on enforcement. Furthermore, the justifications for the three agency 

involvement in reciprocity have been transferred to the DOT. 

There has been no particular issue raised regarding the DOT's role 

in reciprocity . . 
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Issue Paper 4.4 

Federal Influence on the DOT 

The large amounts of money available to the states from the federal govern­

ment for transportation work has a significant influence upon each state. The 

concept that Iowa should receive from the federal government approximately the 

same amount taken from the state through federal taxes is generally accepted. 

There is, therefore, a very real pressure on state officials to be sure that 

Iowa gets its share of federal money. 

Federal money does not come free of any conditions. In fact the federal 

money is usually loaded with conditions. What naturally happens then is that in 

order to get our fair share of federal funds, Iowa must agree to the conditions 

placed on those funds by the federal government. 

This arrangement means that when the federal government changes the conditions 

under which it provides grants, Iowa must be able to adapt to those changes or lose 

out on the federal money. The matter of a state law regarding roadside billboards 

of a few years ago is an example. 

For the most part changes have been within one mode, such as the billboard 

matter. However, the federal government is moving toward the concept of multimodal 

transportation systems. Evidence of this can be seen through the institution of 

National Transportation Studies which are expected to be run out of governors 

officies or DOTs, and not modal agencies, the 73' Highway Act which includes 

provi ~ons affecting public transit, and bicycles, the requirement for a highway 

action plan which calls for analysis of not only highway alternatives but modal 

alternatives to highways, and the concept of revenue sharing where states are 

given a sum of money and they are to determine which mode it is spent on. 
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All these changes lead to the conclusion that states must develop a 

• capacity to deal with transportation on a multimodal system basis and can no longer 

rely on a structure of single autonomous modal agencies. Without a DOT, Iowa 

· will have to resort to a set of make do arrangemen~which are just plain in­

efficient and inadequate when compared to what could be done through a DOT. 

In addition to funding influences, the federal government can influence Iowa's 

trans portation system in other ways, two examples are the 34 car rule dealing with 

railaord abandonmnents and AMTRAK. At this point, Iowa is unprepared to adequately 

deal with these two issues. We can complain but we are not capable of taking 

sound factually based action. 

In general the trend of federal action is leading toward the multimodal concept. 

In order for Iowa to take full advantage of this trend and for Iowa to avoid be­

ing adversely affected by this trend, it should establish a DOT. 



• 
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ISSUE PAPER 4.5 

Chicken or Egg Questions Involved in the DOT Concept 

The old conundrum, which comes first, the chicken or the egg, is a model 

for some questions concerning the DOT. Depending on which answer is choseg, 

one could be in favor of a DOT or have a rationale for opposing a DOT. 

One such question involves a state transportation plan. First of all, 

the DOT is promoted as the only type of organization that could develop a 

truly comprehensive multimodal transportation system plan and be able to 

implement the actions required to accomplish what is planned. This duty 

assignment to the DOT raises the question, should a transportation plan be 

developed or should such a plan be delayed until a much broader state economic 

development plan is created? The proponents of waiting for the economic plan 

point out that transportation is just one tool for economic development. As 

such, it should be planned in support of the economic plan in conjunction with 

land-use planning, population distribution planning and so forth. The con­

clusion is that the DOT is premature if it develops a transportation plan be­

fore and without guidance from an economic plan. 

Few would argue the desirability of the sequence, but the practical 

probability of it is very small. In essence, we are likely to face disastrous 

problems in transportation iong before an economic pl an is available, if a 

pl an for t ransportation is not developed. The DOT then is a mechanism for 

completing a quality transportation plan to solve at least transportation 

~ problems rather than t aking no action and uttering woeful statements about 

the lack of an economic development plan thereby solving no problems. 

A second such question involves the degree of detail specified in H.F. 

230. The bill specifies both the organizational divisions and the duties of 

the divisions. Another view point holds that the legislation should only 

specify the duties and let the professional administrators employed in the 

DOT assign duties to the divisions they deem necessary and appropriate. This 
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process precludes the danger of creating inappropriate divisions and 

particularly making inappropriate duty assignments to those divisions which 

are then locked in by the legislation. This duty's-only viewpoint is con­

sidered by some to be of such a crucial nature that they cannot fully support 

H.F. 230 unless it is changed to reflect that viewpoint. 

The designers of H.F. 230 recognized the public administration theory 

merits of the duty's-only idea. However, it was concluded that because 

H.F. 230 is a complicated piece of legislation on a complicated subject, it 

would be better to include divisions for the sake of clarity. Including 

divisions insures various interest groups that the DOT will be cognizant of 

their interests. Transit interests are sure the DOT will work on transit 

issues because there is a division in the bill that has transit responsibilities 

assigned to it. An example of the importance of such assurance is found in 

the record of the open hearing held by the House Transportation Committee in 

the 1973 session. Many, many speakers criticized the DOT bill because it 

does not clearly provide for the environmental interests. The designers of 

H.F. 230 assumed practically every DOT division would be cognizant of environ­

mental aspects of its work, but because the bill didn't specify identifiable 

organizational location for environmental matters, the environmental interests 

apparently were not in favor of the bill as it stands. 

H.F. 230 and the DOT concep t include some chicken or egg type questions. 

Even so, the need for a DOT over- rides any problems these questions might 

raise. None of these problems should be considered severe enough to justify 

rejection of the DOT bill. They are, however, serious questions that the 

DOT must address when established. 



IOWA HIGHWAY STATISTICS - 1971 

Population 

Miles of roads and streets 

Licensed drivers 

Registered motor vehicles 

Automobiles 

Buses 

Trucks 

Motorcycles 

TOTAL 

Highway fuel consumed (gal.) 

Vehicle miles of travel 

Accidents 

Fatalities 

Injuries 

Iowa's rank among all states 

Total highway expenditures 

Highway expenditures per capita 

Mil es of road 

Miles of road per capita 

2,860,000 

113,000 

1,689,000 

1,423,455 

7,640 

410,585 

79,065 

1,920,745 

1,534,368,000 

18,917,000,000 

794 

27,121 

20th 

12 th 

9th 

13 th 

Sources: Federal Highway Administration, 1971 Highway Statistics 
Iowa State Highway Comm ission 
1974 National Transportation Study 
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FUNCTIONAL CLASSIFICATION OF IOWA'S HIGHWAYS - 1972 
51 

(Miles) 
.... 

Other Pri n. Minor 
Location Interstate Arterials Arterials Collectors Local Total --
Above 50,000 105 503 643 544 2,879 4,692 

. 25 - 50,000 16 173 305 196 938 1,6211 
5 - 25,000 1 264 282 225 1,387 2,159 
Under 5,000 489 590 5,851 29,987 67,638 104,555 .. 
TOTAL 611 1,530 7,081 30,952 72,860 113,034 

VEHICLE ~ILES OF TRAVEL - 1972 
(Mi 11 ions) 

Other Prin. Minor 
Location Interstate Arterials Arterials Collectors Local Total 

Above 50,000 642. 6 2,345.1 1,159.2 346.7 621.4 5,115.0 
25 - 50,000 86.8 485.2 383.0 102.1 219.7 1,276.8 
5 - 25,000 0 .1 468.5 239.5 72.9 260.2 1,041.0 
Under 5,000 2,133.2 1,020.6 4,115.3 2,703.0 1,511.9 11,484.0 

TOTAL 2,862.7 4,319.4 5,897.0 3,224.7 2,613.2 18,917.0 

Ton Miles of Freight Carried by Truck - 1970 

Vehicle Miles Tor Miles 
(Thousands) (Thousands) 

Interstate System 779,616 7,241,449 

Rural Sys tern 

Primary Roads 1,775,903 9,046,981 

Secondard Roads 1,025,786 3,084,720 

Municipal System 

Municipal Extensions 513,086 1,972,720 

Other City 854,550 2,491,135 

TOTAL ALL SYSTEMS 4,968,941 23,837,005 



.. 

.• 

HIGHWAY MILEAGE IN IOWA 

as of January 1, 1972 

Cl ass ifi cation 

Total 

Primary 
Farm to Market 
Local Secondary 
Municipal 
Other 

Surface Type 

Total 

Portland cement concrete paved 
Asphalt concrete paved 
Bituminous treated 
Gravel or stone 
Not surfaced 

Design Type 

Total 

Freeways 
Other 4 lane 
2 lane non-local 
2 lane l oca 1 

10,252 
33,258 
57,749 
11,483 

258 

113,000 

l O ,380 
. 16,278 

6,129 
73,120 
7,093 

113,000 

623 
932 

38,619 
72,826 

113,000 

Source: Iowa State Highway Cormiission, Statictical and Financial Reference 
1974 National Transportation Study 
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TOTAL RECEIPTS FOR HIGHWAYS IN IOWA - 1970 

All Units of Government 

Federal 

State Road Use Tax 

Bridge Tolls 

Genera 1 Funds 

Property Taxes 

Parking Meter Fees 

Other 

Mis ce 11 aneous 

Bond Proceeds 

TOTAL 

$ 65,973,000 

184,190,000 

1,902,000 

10,280,000 

68,945,000 

41,000 

28,641,000 

12,113,000 

21,990,000 

394,075,000 

TOTAL EXPENDITURES 

Capita 1 Outlay 

State 
County 
Municipal 
Federal and Unclassified 

Maintenance 

State 
County 
Municipal 
Federal and Unclassified 

Administration and Miscellaneous 

Highway Police and Safety 

Bond Interest 

Bond Redemptions 

TOTAL EXPENDITURES 

130,278,000 
64,488,000 
34,033,000 
1,817,000 

28,757,000 
57,700,000 
24,905,000 

. 11,000 

18,239,000 

10,415,000 

3,540,000 

9,246,000 

383,429,000 

% 
16.7 

46.7 

0.5 

2.6 

17.5 

0.0 

7.3 

3.1 

5.6 

100.0 

34.0 
16.8 
8.9 
0.5 

7.5 
15.0 
6.5 
0.0 

4.8 

2.7 

0.9 

2.4 

100.0 

Source: Federal Highway Administration - 1971 Highway Statistics 
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STATEMENT SHO~H NG SOURCES ANG OISYRIBUTION 

OF ROAD USE T ~.;.: ?UND RECEIPTS 
July 1 to June 30 

54 

Received Receivc-1 
Juiy l, 1971 to July 1, 1970 LO 

June 30, 1972 June 30, 1S7: 

.- .:/:.0:- Vt::nicle fuel Tax 

XJ;or Vehicle Fees: 
:oun~y Treasurers 
?ubiic Safety Collections 
Unexpended Balances 

,":otor Vehic1e Refund Accounts 
Comr.ierce Commission Refund 
Pub1ic Safety 

100,873,238.05 

69,712,242.38 
9,763,644.49 

1,6i5,272.52 
143,852.41 
555,125.39 

Jsc T~x-~~tor Vehicles, Trailers, Accessori es 
25 , 287,207.73 

207,950,582.97 

Tr"r.sfcr to Reciprocity Board for 
Refund of Registration Fees 

To·~.: 'i Receipts 

Dis t ribution 

A1~ocations 
Co fTli11erce Co mmission: 

(516,064.65) 
207,434 ,51 8 . 32 

High~'>'ay Grade Crossing Safety 240,000.00 
Primary Ro ad Fund: 

State Institutional & Park 
Roads 1,000,000.00 

Secon da ry & Urban Ro ads · 500,000.00 
Inters t ate & Nat. Defense 

Highways 2,500,000.00 
~ 4,000,000.00 

C,~s ~rib ;; t1on . 
Prime ry Ro ad Fund 47% 

Fund 9t. 
15% 
29% 

?a rm to Mar ket Road 
C~:.ies & Towns 
Secondary Road Constr. 

Total 

7~~ : ~ Distribution 

95,501,423.62 
18,287,506.66 
30,479,177.73 
58,926,4'10.31 

203,194 ,518. 32 

207 ,434 , 518.32 

7,895,644.47 

97,939.~23. 26 

6 7 ,01,s ,5L:.s. 1 ~;-
12 ,sss, 7si'. 3J 

1 ,6 72. 350. 30 
177 ,s.s:: .. 00 
406 ,6G3. 64 . 

240,000.00 

1,215,39G.S2 
500,000.0J 

2 ,500 ,OGG. G_y_ 
4,215,390.52 

90,384,398. 73 
17 .307 ,650 . 8: 
28,846 ,O Sl'.; . 71 
55 76 0 0,- 7 1r, 

_;__.L2~ J..z..;~ .. ~­
l92 ,307 ,23 1 . .:: ~ 

196,762.622 . 27 

7,420,453.08 
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COMPARISON OF MIDWESTERN STATE 
HIGHWAY SYSTEMS AND STATE EXPENDITURES 

# 

FOR HIGHWAYS FOR 1969 

. *Systems (miles) **Total State Expenditures . 
1969 

National System 
of (millions of dollars} 

Interstate 
Open Highways 
to Total Expenditures 

Total Total Traffic Secondary Highways Budget as % of Total Budget 

I 11 i noi s 12,436 1,726 1,151 14,864 693.7 3,205.9 21% 

Indiana 5,983 1,130 856 19,011 333.5 1,517.7 21% 

Iowa 10,374 781 520 33,308 222.7 1,091.9 20% 

Kansas 7,844 822 673 24,415 131. 7 670 .. 0 19% 

Michigan 7,012 1,175 929 27,065 466.5 3,554.7 13% 

Minnesota 8,354 914 454 30,910 278 .. 4 1,452.9 19% 

Missouri 8,913 1,147 839 23,230 253.2 1,298.3 19% 

Nebraska 5,996 401 373 17,960 90.9 395. 9 22% 

North Dakota 4,713 571 416 13,574 52.5 260.1 20% 

Sou th Dakota 5,936 679 453 13,500 67.8 225.5 30% 

Wis consin 6,562 562 455 19,189 253.1 1,780.5 14% 

*Source: Department of Transportation, 
Federal Highway Administration: 
annual r eport; Fed eral Aid and Allied 
Highwat Program, 1970. 

J **Source: Tax Foundation, Inc. 
Facts and Figures on Government 
Finance, 1971. 
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HIGHWAY PERFORMANCE MEASURES 

Average trip length - miles 

Average trip 1 ength - minutes 

Average car occupancy 

Vehicle miles/vehicle hours 

Freeway capacity miles/capita 

Accidents 

Fa ta 1 i ti es 

Fatalities/100 million VMT 

Injuries 

Injuries/100 million VMT 

Pollutants 

CO (millions of pounds) 

NOX 

HC 

Total land in highways(square miles) 
% of to t al state land area 

Source: 1974 National Transportation Study 

1971 

13.2 

17.9 

1.9 

36 

0.77 

794 

4.20 

27121 

143 

2304 

386 

400 

1726 
3.07% 

1989 

14.6 

18.0 

1. 9 

40 

l. 75 

1025 

3.68 

33298 

120 

311 

170 . 

42 

1887 
3.36% 

56 

.... 
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.... 

HIGHWAYS 
CHANGE FROM 1972 TO 1990 

... 
Capita 1 Cos ts 

Miles of Capacity 72 - 90 
Location Road VMT Miles (millions) 

Cedar Rapids 32.9% 39.6% 77 .9% 551 
Council Bluffs 32.1 68.6 13. 5 89 
Davenport 21.9 41.2 60. l 379 
Des Moines 19.8 47.5 51.7 812 
Dubuque 19.4 31.0 52.4 181 
Sioux City 12 .6 37.2 19.8 167 
Waterloo 15. 5 41.9 49.4 393 
25,000 - 50,000 28.9 48.6 34.8 617 
5,000 - 25,000 13. 5 18. 6 15.8 438 
Under 5,000 2.6 50.8 150.0 7,168 

Functional Classi f ication 

Interstate 28.0 98.6 30.2 641 
Other princi pa l arterials 126. 7 84.7 403.1 3,997 
Minor arterials 0.6 22.7 48.5 2,405 
Coll ectors 0. 1 15. 6 1,752 
Local 33. l 22.8 2,000 

Total 3.9 47.1 115.2 $10,795 

Source: 1974 National Transpor tation Study 
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State 

64.4% 

Federal 

33.4% 

INCOME 

Federal 

29.7% 

PRIMARY ROAD FUND 

Construction 

68. l % 

58 

Administra ion, 
Planning & 
Development 

EXPENDITURES 

FARM TO MARKET ROAD FUND 

Research 
1.3% 

Construction 

98.7% 



/---:.1 % 

/County Property Tax & 
/ ~pecial Assessments 

State 

55.8% 

COUNTY SECONDARY ROAD FUND 

Construction 

36.5% 

Maintenance 

56.3% 

INCOME EXPENDITURES 

State 

34.3% 

Pro µe rty Tax 

30.0% 

Borrowings 

19.2% 

Construction 

42.9% 

MUNICIPAL STREET FUND 

28.4% 

Debt 
Service 

15. 0% 

59 
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No. of 
City Buses 

Cedar Rapids 20 

Counci 1 B 1 uffs 31 

Davenport 28 

Des Moines 99 

Dubuque 36 

Sioux City 26 

Waterloo 30 

TOTAL 270 

URBANIZED AREA BUS SYSTEMS 

Mi 1 es Average 
Average Average of Weekday Trips 

(Thousands) Age 

7 

15 

15 

15 

11 

7 

6 

12 

Ca~acity Route 

53 196 5 

37 51 3 

34 74 3 

49 211 18 

40 88 7 

35 72 3 

35 80 2 

42 772 41 

SMALLER URBAN AREAS HAVING BUS SYSTEMS 

Ames 
Burlington 
Clinton 
Iowa City 

Marshalltown 
Mason City 
Ottumwa 

Source: 1974 National Transportation Study 

• ,.. I • ~ 

Annual Annual 
Trips Revenue 

{Mi 11 ion} {Thousand} 

1 318 

1 294 

1 284 

5 ' 1,747 

2 356 

1 276 

1 275 

12 3,550 

Annual 
Expenses 

{Thousand} 

474 

378 

423 

1,856 

539 

417 

360. 

4,447 

O'I 
0 



URBANIZED AREA BUS SYSTEMS 

PERFORMANCE MEASURES 

Average for seven urbanized areas 

1972 

Average operating speed - mph 
peak hour 
average weekday 

Average headway - minutes 
peak hour 
average weekday 

Passenger trip length 
miles 
minu t es 

Passenger miles/seat mile 
peak hour 
average weekday 

Average fare - cents 

Source: 1974 Na ti ona l Transportation Study 

12. 3 
13 .8 

27.8 
36.9 

3.2 
15 .8 

0.28 
0. 11 

29.2 

1990 

13 .4 
14.3 

23.4 
30.3 

3.7 
14. 7 

0.32 
0.16 

37.7 
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URBANIZED AREA BUS SYSTEMS 

Projected 1990 Systems 

Miles Average Annual Annual Annual 
No. of Average Average of Weekday Trips Trips Revenue Expenses 

City ·suses Age Capacity Route (Thousands) (Mill ion) (Thousand) (Thousand) 

Cedar Rapids 23 6 31 230 7 2 463 829 

Council Bluffs 45 7 43 79 7 2 665 885 

Davenport 45 7 27 102 5 2 381 761 

Des Moines 130 · 11 44 376 25 7 2265 3418 

Dubuque 45 5 40 266 10 4 907 1048 

Sioux City 32 15 35 73 7 2 1150 632 

Waterloo 35 5 32 100 4 1 300 400 

TOTAL 355 9 .38 1226 65 20 6131 7973 

Source: 1974 National Transportation Study 
; 0-, 
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IOWA AVIATION STATISTICS 

Publicly owned airports 

Registered pilots 

Registered aircraft 

113 

7,848 

2,600 

Iowa ranks: 25th in population 

21st in number of pilots 

18th in number of aircraft 

14th in number of airports 

8th in number of paved and lighted 

5th in number of lighted airports 

10 Airports have air carrier service 

Des Moines 
Cedar Rapids 
Waterloo 
Sioux City 
Dubuque 

Burlington 
Mason City 
OttuITTMa 
Fort Dodge 
Clinton 

Number of Airports in Iowa: 

113 publicly owned 

airports 

120 privately owned, open for public use 
45 privately owned, not open for public use 
10 special purpose airports 
67 other, incomplete information 

355 total airports 

The Iowa State Airport System Plan includes 117 airports. 

91% of the population is within 30 minutes drfving time of a SASP 
airport. 100% is within 60 minutes. 

41% of the population is within 30 minutes driving time of an 
air carrier airport. 71% is within 60 minutes. 

63 



.. 

• 

.' 

Accidents in 1971 

Fatalities 

Capital Expenditures 

10-Year Average 

Federal $913,39 4 

State 166,443 

Local N;A. 

TOTAL N.A. 

122 

14 

FY 72 

$3,480,823 

246,877 

3,360,823 

7,088,523 

Annual Jperation and Maintenance Costs for SASP Airports 

$ 2,388,000 

64 

Source: Iowa State Airport Systems Plan - 1974 National Transportation 
Study 
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AVIATION ACTIVITY 

.. 1972 Enplaned Passengers 1972 Enplaned Cargo 
Scheduled Air Carrier (Tons) 

.. Burlington 22,000 115 
,. 

Cedar Rapids 170,000 2,332 

Clinton 5,000 21 

Des Moines 438,000 4,950 

Dubuque 27,000 391 

Ft. Dodge 6,000 l 03 

Mason City 17,000 118 

Ottumwa 9,000 150 

Sioux City 78,000 484 

Waterloo 94,000 l ,249 

IOWA'S RAN K AMONG ADJACENT STATES 

Number of Annual 
Number of Registered Number of State Aid 
Active Pilots Aircraft Aiq~orts Ex~endi tures 

11.l inois l l l l 

Iowa 5 4 6 6 

Minnesota 2 2 4 2 

' Missouri 3 . 3 2 7 

Nebraska 6 6 3 5 . . 
• 

South Dakota 7 7 7 4 

Wisconsin 4 5 5 3 

Source: Iowa State Airport Systems Plan 
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MILES OF LINE OWNED BY CLASS I RAILROAD - 1971 

Railroad 

Atchison, Topeka and Santa Fe 

Burlington Northern 

Chicago and Northwestern 

Chicago, Rock Island and Pacific 

Chicago, Milwaukee, St. Paul and Pacific 

I 11 i noi s Centra 1 

Norfolk and Western 

Uni on Pacific 

TOTAL 

Miles of branch line with less than 
34 cars/mile/year 

Activity - 1971 

Tons of freight carried 

Ton miles 

Passengers 

Source: Iowa Cormierce Conunission Annual Report 

Main 

20 

449 

914 

l, 177 

504 

459 

2 

3,525 

Branch 

426 

1 ,641 

666 

1,145 

226 

4,104 

1,425 

91,080,709 

16,627,828,000 

177 ,427 

Total 

20 

875 

2,555 

l ,843 

l ,649 

685 

2 

7,629 
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REVENUE FREIGHT ORIGINATING ANO TERMINATING 
ON EIGHT CLASS I RAILROADS IN IOWA IN 1971 

(Includes both Interstate and Intras~ate Freight) 

Type of Freight Ori(Jinating Originating 

Farin Products 

Forest Products 

Fish and Marine Products 

Metallic Ores 

Coal 

Crude Petroleum and 
Natural Gas 

Nonmetallic Minerals 

Ordance and Accessories 

Food and Kindred Products 

Tobacco Products 

Gasic Testiles 

Finished Textile Products 

Wood Products Except Furniture 

Furniture and Fixtures 

Paper and Allied Products 

Printed Matter 

Chemicals and Allied Products 

Petroleum and Coal Products 

Rubber and Plastic Products 

Leather and Leather Products 

Stone, Clay and Glass Products 

Primary Metal Products 

Fabricated Metal Products 

Machinery 

Carloads Tons 

153,825 

0 

0 

10 

7,416 

0 

32,784 

1,553 

191,378 

1 

61 

2 

4,493 

3,028 

3,470 

999 

31,885 

2,564 

7,326 

3 

27,126 

4,034 

3,467 

9,907 

9,882,912 

0 

0 

566 

522,134 

0 

2,060,525 

67,443 

7,505,550 

50 

1,223 

124 

126,285 

29,709 

108,109 

35,500 

1,935,744 

133,536 

107,031 

126 

1,785,544 

206,039 

80,986 

157,745 

Carloads Tons 

95,256 

506 

312 

164 

52,039 

3 

38,053 

828 

53,258 

147 

854 

36 

16,424 

2,759 

19,149 

183 

45,889 

8,534 

5,125 

7 

13,199 

11,523 

5,813 

3,218 

5,764,611 

22,826 

14,950 

8,576 

3,922,163 

122 

2,480,757 

36,572 

2,251,211 

4,649 

19,718 

792 

632,189 

23,692 

731,867 

5,827 

3,151,338 

379,132 

63,397 

94 

742,124 

595,849 

130,792 

53,529' 
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Originating 
___lyoe of Freiaht Carloads Tons 

. 

Electrical Machinery 11,550 133,085 

Transportation Equipment 3,259 54,389 

Ins t ruments, Clocks, Etc. 1 17 

Miscellaneous Manufacturing 163 2,281 

\·J as t e and Scrap 8,374 415,939 

~iscellaneous Freight 366 5,131 

Empty Containers 2,424 27,459 

Freight Forwarder Traffic 57 1,170 

Sh i pper Association Traffic 291 4,654 

Misce llaneous 2,102 41,188 

TOTAL CARLOAD TRAFFIC 513,919 25,432,194 

Average tons/carload originating - 49.5 

terminating - 54.3 

Source: Iowa Commerce Commission, Annual R~port 

6!3 

Originating 
Carloads Tons 

3,127 35,441 
i 
j 

11,881 259,031 i 
29 1,071 i 

I 

138 2,228 i 

6,733 353,505 I 
i 
I 

632 6,545 ! 

630 6,417 I 

I 
686 13,166 ! 

161 2,755 

3,431 56,180 i 
I 

I 

I 

400,727 21,773,116 
! 
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IOWA WATER TRANSPORTATION STATISTICS 

Miles of navigatible waterways in Iowa 

Mississippi 310 
Missouri 178 

Number of barge terminals 

Mississippi 62 
Missouri 8 

Annual tons shipped and received (Estimated) 

8,000,000 

Number of barges loaded or unloaded 5,600 

Average tons per barge 1,425 

Distribution of commodities shipped: 

Total 

Year 

1967 
1968 
1969 
1970 
1971 

Grain 25% 
Petroleum Products 20% 
Coal 18% 
Other 37% 

(Fertilizer, cement, 
chemicals, rock, misc.) 

Annual Traffic - LiEEer MississiEEi River 

(From Minneapolis to St. Louis) 

Net Tons Ton Miles 

44,268,161 7,992,331,570 
45,846,463 7,633,761,744 
49,424,746 8,766,811,590 
53,770,490 10,427,616,808 
52,479,538 10,203,254,162 

Annual rate of growth in tonnage 4.9% 
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TRANSPORTATION EMPLOYEES AT THE STATE LEVEL 

June 30, 1972 

Aeronautics Commission 

Commerce Commission 

Motor Transportation Division 
Railroad Safety and Service 

Tota 1 

Highway Commission 

Administration 
Finance 

Total 

Planning 
Development 
Support Services 
Operations (includes maintenance) 

Department of Public Safety 

Driver licensing 
Dealer licensing 

Total 

Motor vehicle inspection 
Motor vehicle registration 

Reciprocity Board 

Temporary 

3 
3 

231 
55 
40 

526 

858 

Employees 

11 

46 
2 

48 

Permanent 

63 
58 

146 
487 
212 

3194 

4160 

268 
8 
6 

87 

369 

17 

Total 

66 
61 

377 
542 
252 

3720 

5018 
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Techniques of Argumentation 

Any endeavor as major as the creation of a DOT will have people who 

support the idea and people who oppose it. Both sides of the issue will 

attempt to persuade each other and the population at large to accept their 

viewpoint through speeches and writtings. As persons in favor of the DOT 

concept it is prudent that we be aware of some of the techniques which 

may be employed by those opposed to the DOT so that we may recognize them 

for what they are and take appropriate countermeasures. 

The first technique is Name Calling. This technique attempts to give the 

DOT a bad name simply by appling a prejudicial label it it and by so 

doing, prevent any further thinking about the DOT. This technique 

is used when the DOT is called a super bureauracy or another layer 

of government or a super highway commission. 

A second technique is the Glittering Generality. This technique associates 

the idea with a virtue word or shows that the idea is just the 

opposite of a virtue word, thereby, having us accept or reject the 

idea without furthe r consideration. Small government agencies easily 

controlled is such a Glittering Generality. Thus, because the DOT 

is a large agency and presumed to be less controllable, it is automatic­

ally a bad idea. This prevents any con~ideration of the particular 

facts of the issue at hand. 

A third technique is the Transfer. The t ransfer takes some unpopular item 

and compares it to the idea at issue thereby transferring the unpopular 

image to the idea at issue. This technique is extensively used against 

the DOT. Opponents lambast the federal DOT and inefficient state DOTs 

and si mply close with a statement on the order of, do you want the same 

thing in Iowa? Note that there is no analysis of the particulars of 
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The Iowa OOT. Just because other DOT's have faults the opponents would 

have us believe that the Iowa 'DOT will automatically have those faults, 

al so. 

A classic example of this technique is found in the November 1971 issue 

of the trade magazine Central Constructor on page 14 as follows: 

"Secretary of Transportation Volpe recently announced that DOT had 
hung 700 million federal-aid apples on the hi9hway construction 
tree -- up for grabs, all states eligible -- first come-first served. 
At the same time, it was announced that the $1.145 billion obliga­
tion authority for 2nd quarter 1972 could be II cl aimed" by the 
states on a first come-first served basis. In announcing this turn 
about from past practice, Mr. Volpe said, 11 

••• we can quickly put 
people to work all across the nation in new jobs that provide new 
salaries, and we can do it immediately. 11 This very simply assumes 
that State highway departments merely have to dust off some plans 
from a "reserve" of federa 1-ai d projects which have been fully de­
veloped in the state and which have cleared all the 23 federal-aid 
red-tape requirements and presto--the road-user will get a bunch 
of new roads. · 

Well, the fact is that the states, Iowa included, just don't have 
developed projects lying around ready to qualify for such largesse. 
After years of annually holding back from the states approximately 
20% of the federal aid trust funds and causing the states to gear 
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their plans and operations accordingly the federal DOT agency, over­
night and with absolutely no advance notice~ has set out a gift wrapped 

_package on which few, if any, can break the seal. A few states are 
remored to have embarked on crash programs requiring high overtime 
and other costs in efforts to qualify for part of the grand prize. 
We have faith that Iowa's Highway Co 111T1 ission Will take a hard, 
analytical look at this boondoggle and will go babbing for the 
apply ONLY if there is some real long-range benefit to be realized. 

A BIG DEAL! Well, hardly -- unless you like the dealer to play 
with a stacked deck. Is it really possible that our DOT authorities 
actually be'lieve highway funding can be turned on and off like a 
water faucet? It seems inconceivable that they could be unaware of 
the 5 to 10 year time lag from start to finish of a federal-aid 
roads project, especially when most of the lag is red-tape procedures 
they, themselves, have built into the system. 

This is a shining example of what can happen, and has been happening, 
when they created a Department of Transportation. It is, also, what's 



going to happen in the State of Iowa under Governor Ray's re­
organization plan when he tries to convince the State Legislature 
that we need a Department of Transportation in this State. We 
hope that the legislators will be a little smarter and stay one 
step ahead of the governor on this proposition. 11 

Note how the Iowa DOT provisions are not even mentioned. All the 

alleged evils of the U.S. DOT are simply transferred to the Iowa proposal 

because they are both called DOT. 

Another technique is the Testimonial. This technique is often seen in 

TV commercials. The concept is simple, just get some pretegious 

individual to endorse or condem something in the hope that others 

will believe him rather than analyze the issue themselves. On a 

technical issue like the DOT, its even better if the testimonial is 

given by someone that can be touted as an expert. The DOT bill is 

a piece of legislation. Who is more expert on legislation than a 

legislator? If then, a legislator condems the bill it must be 

bad. Shouldn't a man in the trucking business know about transporta­

tion. If he condems the DOT concept, shouldn't he be believed· over 

a government bureaucrat? 

A Plain Folks technique is one more. This technique plays on the target 

individual's ego. You and I are just common everyday people doing 

the best we can. All that fancy ivory tower junk about systems and 

multimodal planning and cost benefit spewed out by those egg head so­

called experts is nonsense. We live in the real world where things 
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are tough and we get along on common sense. Take my advise, old buddy, 

because I'm just Plain Folks like you. Don't bother listening to all 

that fancy stuff from the DOT proponents. 
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Perhaps the most difficult technique to execute well and, therefore, per­

haps the most effective when done well is Card Stacking. This tech­

nique employs selected data or illustrations which give the appear­

ance of detached unbiased critical analysis. This is the old four 

out of every five doctors say approach used on TV. This technique 

is in full flower on the Iowa DOT issue in the proposal of a co­

ordinating committee as a test of the DOT concept. A very logical 

and scientific aura is projected by this proposal even though it 

is totally illogical upon closer examination. 

The final technique is the Band Wagon. Everybody believes this or is do­

ing that. If you don't you must be a nut, or stupid, or etc. 

In most discussions several of these techniques are used in combina­

tion or consecutively. At times it may be almost impossible to determine 

which one is being tried since they are skillfully interwoven. All of 
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them have the same goal. They are used in an attempt to have a person reach 

a desired conclusion without allowing that person to analyze the facts and 

delve into details of the issue on his own. It is important to recognize 

these techniques and expose their use so that the technique can be separated 

from the DOT concept and the concept can be evaluated on its own merits • 
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