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Chapter Ten 

The Transportation Industry in Transition 
- The 1960s 

Introduction 
Growth in the nation's Gross National Product 
(GNP), changes in economic trends and shifts in 
social attitudes resulted in a rearrangement of 
national transportation markets. Unab le to adjust 
rapidly because of regulatory a nd structura l 
restraints , railroads suffered percentage losses in their 
shares of passenger miles and revenue tonnage, 
relative to other modes , in an expanding national 
market. Failing to improve their financial condition 
through rate increases, they turned to mergers as a 
possible solution. Stimulated by construction of four­
lane interstate highways and improved primary roads , 
motor carriers more than doubled their tonnage a nd 
became a dominant factor in agricu ltura l movements. 
Increased grain exports and heavier bulk traffic 
supported inland water carriers. Pipelines evo lved 
into the major carrier of energy-related traffic. 
Intermodalism , in the form of rail-truck 
combinations , provided a new coordinated system by 
combining the inherent advantages of each mode. 
Urban transport programs and airport expansion 
were assisted by federal programs involving 
comprehensive planning by states and municipalities 
for orderly development of private and commercial 
passenger systems. New transport programs were 
subjected to impact statements for a ll federal-aid 
projects affecting the quality of human environment. 
The changing nature of modal operations and 
relationships , under uneven regulatory rules and 
unbalanced public expenditures, raised serious policy 
questions as conflicts arose between economic and 
social goals and objectives for transportation 
development in the nation and the states. 

Changes in the Transportation Markets, 

Gross National Product and the Modal Shares 

The GNP almost doubled during the decade , rising 
from $503 billion in 1960 to $982 billion in 1970, and 
transportation outlays continued at 20 percent of the 
total. Measured by tonnage carried , the domestic 
intercity freight market grew by 63.4 percent between 
1950 and 1970. The railroad share dropped from 46.7 
percent to 31.3 percent whereas trucks, regulated and 
unregulated , and liquid pipelines showed the greatest 
percentage gain. Water carriers showed a rather 

consiste nt trend. Passenger-miles more than doubled. 
In the private sector, automobiles accounted for 86 to 
90 percent of the total. In the public sector, 
commercial airlines increased their share from 1.8 
percent in 1950 to 9.8 percent in 1969; bus travel 
declined, then remained constant during the I 960s. 
The railroad passenger share of 6.5 percent in 1950 
was 1.1 percent in 1969. By 1970, railroads operated 
547 intercity trains, down from approximately 20,000 
in 1920. Part of the decline could be traced to the 
eros ion of mail and express movements as the resu lt 
of curtailment of passenger service; part to the shift of 
railway mail to highwa y and air carriers and the 
influence of jet aviation. From 64.1 million ton-miles 
reported by domestic a ir carriers in 1951, mail traffic 
increased to 670.5 million tons by 1970. The nation 
was becoming highway and airway oriented as 
automobi les and trucks dominated intercity and 
urban transportation, and scheduled airlines moved 
the bulk of the nation's mail and commercial 
passengers (Tables 10-1 and 10-2). 

Railroads were unable to adjust rapidly to changing 
markets. The basic network had been built by the 
turn of the century and was attuned to patterns of 
economic activity at that time. Much of the freight 
market growth was in commodities suitable to 
carriage by other modes. Less-than-carload and 
medium to short distance traffic shifted to highway 
carriers, and increased transport of natural gas , oil 
and petroleum products was handled more cheaply by 
pipeline and water carriers. The rate of return on 
railroad average net in vestment fell from 4.22 percent 
in 1955 to 1.97 percent in 1961 , representing the 
lowest level of earnings since mid-depression years. 
The return rose to 3.90 percent in 1966, then dropped 
again to 1.79 in 1969. 

The long series of rate increases in the 1950s 
continued through 1960-1961, and additional 
proposals were approved between 1967 and 1972. But 
the rate advances did not materially improve finances 
and led to questions as to whether the ind ustry could 
reverse the decline over the past 40 years. The 
deterioration and eventual disappearance of city street 
car systems and electric interurbans began 
simultaneously with the decline of railroads. This was 
brought about by the greater flexibility of motor 
carriers and freedom from the heavy fixed investment 
of the railroads. Another reason for pessimism 
concerning the railroads' future was the fact that their 
depressed condition was reached during periods of 
relatively uniform national prosperity. Suggestions of 
increasing reliance on market mechanisms as a means 



232 Transportation in Iowa 

or s lowin g or re Yersing the rni lroad s ituation wa s 
pa rtiall y met by regu latory rdorm meas ures in th e 
rede ra l legislation or the 19 70s . 

Table 10-1 
Domestic Intercity Tonnage by Modes, 1950, 1960-1969 

(In Percentages) 

Railroad Oil 
Year Class I & II Trucks l Pipelines Water2 Air Total TonsJ 

1950 46.7 26. 1 9.3 17.9 .4 3,043 

1960 36. 1 32.7 13.0 18.2 .6 3,606 

196 1 340 35.7 13. 1 17.2 .8 3.699 

1962 33.4 36.6 12.9 17.1 9 3.885 

1963 32.4 362 12.5 18.9 1.0 4.164 

1964 32.5 38.2 12.8 16.4 1.2 4.364 
1965 33.3 37.0 13.3 16.4 1.4 4.435 

1966 33. 1 37.2 13 .5 15.9 1.7 4.681 

1967 32.3 37.3 14.2 16.5 1.9 4.792 
1968 31.3 373 15.0 16.4 24 4.849 
1969 3l.2 36.5 15.3 16.9 2.6 4.973 

(Souyce 1 ran'pOrlallOl1 '\"OClallOn 01 ·\merlca. TralllflorroflOIl Fall.l all{/ Trendl . 14th Ed \\a,hinglOn [) C .lui). 1978: 10.) 
Regulated and non-regulated truc)",. 
Include, Rncr,. Canal,. Grcat l.a)"c, and Dcep Sca tralflc 

J In milliol1\ 01 ton, Total percentage, ma) be '''ghtl) higher than 100 percent becau,c 01 roundtng 01 Ilgure, 

Table 10-2 
Intercity Travel by Modes, 1950, 1960-1970 

(In Percentages) 

Private Carrier Public Carrier 
Total Total 

Year Auto Air Miles l % Air Bus Rail Miles % 

1950 87.0 .2 439. 1 87 .2 1.8 45 6.5 645 12.8 
1960 90.4 .3 708.4 90.7 41 2.5 2.8 "2.6 9.3 
1961 90.4 .3 7 15.9 90.7 41 26 2.6 ~3.1 9.3 
1962 90.3 .3 738.6 90.6 4.3 2 7 22 '6 S 9.4 
1963 90.1 .4 7693 90.5 46 2 6 ') ') e'0.5 9 5 
1964 89.8 .4 805.5 90.2 5. 1 2.6 2 I ~ } 

< .- 9. 
1965 89 .2 .5 822 .1 89.6 5.9 26 19 95.1 10.4 
1966 88.5 .6 862.1 89. 1 6.6 2.5 1.8 1056 109 
1967 87.5 .7 896.8 88.2 7.9 2.4 1.5 120.4 I I.e' 
1968 87. 1 .8 944.6 87.8 8.6 2.3 1.2 130.8 122 
1969 86. 1 .8 985.8 86.9 9.S ') ') 1.1 14tU D.I 

(Source. I ran'p0rlallOn A"oclatl(ln 01 Amenca. fralJl!,orroflon Foell <Jnd Trend, 14th Ed \\ cblllnglOll. D .C . .lui). 19-~ I~ ) 
I I utal mllc, arc In b il lion, 01 pa"enger-mde, 
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Determinants of the Total Freight Market 
Five factors or trends were generally considered as 
major determinants of the national freight market. 
These were: (I) total population which had increased 
by 52 million between 1950-1970: (2) changing 
geographic distribution of population, shifting 
regionally and from rural to urban communities: (3) 
economic activity as measured by th e GNP index, 
which had almost doubled; (4) location of eco nomic 

activity, which changed as populations relocated; and 
(5) exhaustion of natural resources close to hi storica l 
population centers and the necessary deve lopment at 
more distant domestic and foreign sou rces. The latter 
trend was particularly important with regard to 
petroleum, coal, iron ore and lumber. 

The Iowa Transportation Market in the 1960s 

Market Determinants 

Iowa's transportation trends and changing market 

relationships followed the national pattern. Between 
1960 and 1970 the population increased by 67,504 
persons (2.4 percent), and a shift of five percent 

occurred in the rural-to-urban movement. Gross State 

Product (in current dollars) doubled from 
approximately $6.2 billion in 1962 to $12.4 billion in 

1970, and per capita income rose from $ 1,983 to 

$3,751 during the same period. 

Condition of the Railroads 
In 1960, 10 C lass I railroads (annual operating 
revenues of $3 million) operated 8,300 miles of road 
and reported net earnings of $ 13.8 million. At the 
close of 1968, nine railroads operated 7,864 miles of 
road , a decline of 436 miles . No comparable estimates 
can be given for net earnings since the Commerce 
Commiss ion did not report operating expenses after 
1964. Separation of operating revenues by categories 
of traffic showed "freight " a nd "other" with little or 
no change over the period , but substantia l losses were 
noted in passenger, mail and express shipments 
(Tab le 10-3). Freight originations and terminations of 
C lass I roads between 1950 and 1970 showed 
interesting trends . Tonnage originated increased by 
73.4 percent, indicating a steady growth with yearly 
var iations, whereas terminations were fairly constant, 
reaching a peak during 1966 and re main ing at or near 
that level for the remainder of the 1960s (Table 10-4, 

Fig. 10-1 ). No analysis of traffic by commodity 
classifications was poss ibl e, as data on these 
m ovements was a lso discontinued after 1964. Revenue 

passengers carried on C lass I railroad s and 
interurbans declined from almost five million in 1950 

to 156,000 in 1970. 

Table 10-3 
Railway Operating Revenues Within Iowa, 1960-1969 

(In millions of dollars) 

Year Freight Passenger Mail Express Other Total 

1960 $183.0 $ 10 .3 $ 9.1 $ 2.7 $ 2.7 $207.8 

1961 180.6 10.0 9.6 2.9 2.5 205.6 

1962 181.3 10 .0 8.6 2.7 2.5 205.1 

1963 183.0 9.2 9.9 2.4 2.6 207.1 

1964 184.5 8 .7 8.5 2.6 2.5 206.8 

1965 156 .2 5.6 7.6 1.9 2.2 173.5 

1966 167.4 5.3 6.9 1.9 2.2 183.7 

1967 161.1 3.9 4.4 1.7 2.2 173.3 

1968 167.6 2.9 3.7 1.1 2.0 177.3 

1969 180.8 2.5 3.4 0.8 2.4 189.9 

% change -01.2 -75.7 -62.6 -70.3 -I I. I -08.6 

(Base year = 1960) 

(Source: Iowa Commerce Commission, Annual Reporrs.) 
I Figures rounded to the nearest unit. 
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Table 10-4 
Revenue Freight Originated and Terminated on Class I Ra ilroads 

in Iowa, 1950, 1960-1970 

Year Ending Tons Originated Tons Terminated 

1950 

1960 
196 1 
1962 
1963 
1964 
1965 
1966 
1967 
1968 
1969 
1970 

(Sollra. lo\\a Commerce Comml"lon. Anl711o/ Report.\ ) 
I hgure, rounded to the ncarc,t unit 

Intermodal Relationships 

(In millions) 

15.8 

18.6 
19.2 
20.8 
2 1.6 
20.9 
22.4 
24.6 
23.0 
22. 1 
24.3 
27.4 

lo\\a followed natIonal trends in modal relationship 
Between 1960 and 1970, automobile registrations 
Increased by 27 percent and trucks by 54 percent. 
Re\enue freight carried by Class I motor freight 
operators (annual operating revenues exceeding 
S200,000) more than doubled ""hen data of carriers 
operating within and through the state were combined 
\\ith those operating only in the tate . The number of 
Class I liquid motor carriers increased from 22 in 
1960 to 82 in 1969, and tonnage hauled from 20.8 
million to 135.9 million tons in 1967. In 1969 the 
Ruan Transport Company of Des Moines hauled 
almost 50 percent of the Iowa tonnage reported. The 
company was the fourth-ranking liquid carrier in the 
nation. Agncultural traffic was by far the primary 
market for trucks in Iowa. Research studies on the 
transportation of agricultura l commodities from lo\\a 
between 1962 and 1967 showed that trucks hauled 
almost 17 million tons and railroads 12.3 million tons 
of corn, soybeans. livestock, processed meats a nd 
poultry products from origins in the statc to domestic 
destinations and export ports. 

Commercial traffic in the Rock Isla nd Dist ric t of thc 
Upper Mississippi River increased from about II 
million tons in 1960 to 22 million in 1970. Thc d istrict 
data inc luded moveme nts through Locks 10 to 22 

(In millions) 

21.4 

19.0 
J!U~ 

19.6 
20.3 
19 .9 
20.6 
22 .8 
22 . 1 
20 .7 
22.5 
22. 1 

(Guttenburg, Iowa to Hannibal. Missouri) and was 
the combined total for the states served by the 
district. On the Missouri. commercial traffic between 
Sioux City and the mouth showed a gain of over one 
million tons. The principal products transported on 
both rivers were grains and grain products, coal. 
petroleum and petroleum products, and sand and 
gravel. Oil pipeline mileages were not available 
through commission reports . but an analy IS of 
permits approved indicated a continuous expansion 
of oil and oil product lines. Additional mileage were 
built for anhydrous ammonia by 1apco. the Santa 
Fe Pipeline Sy tem and the Hydrocarbon 
Transportation Company. 

Equipment Shortages 
Historically, Iowa shipper ha\'e had difficult\ In 
obtaining tran portation equipment at hane -t time. 
During the late 1960s the shortage changed from a 
easonal to a chronic situation \\hlch reached senous 

proportio ns in 1969. Grain wa piled on the ground 
because elevators were full, and emergency equipment 
such as open coa l cars or boarded cattle car \\ere 
pressed int o service. One major rea on for the 
red uced availability was the rapid increase in 
commercia l grai n sale at the ame time that the 
nu mber of ra il roa d-owned or leased box ars was 
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Figure 10- 1 

Graphic presen tation of the reven ue freig ht fig ures 
shown in Table 10-4. 

declining. Although the number of owned and leased 
hopper cars doubled during the deca de, the tota l 
carrying capacity of a ll eq uipment fell from 36.4 
mil lion tons in 1960 to 3 1.2 milli on tons in 1969. It 
was difficu lt to distribute fewer ca rs to individual 
elevato rs in response to the increased demand 
resulting from new harvest method s which shortened 
the harvest season . Also, the reduction in railroad 
grain ra tes during 1965-1969, after the "Big John" 
rates were es tab li shed, made long-haul truck 
transportation less competiti ve a nd led to a decline in 
the supp ly of trucks. 

Changes in equi pment availability had se rious 
implicat ions for the gra in industry. Sa les contracts 
specified dollar pena lti es for delayed shipments, and 
grain inventories had to be financed for the additional 
time req ui red to obtain eq ui pment. Once eleva tors 
reac hed capacit y, the choices were storage elsewhere , 
the use of substandard equipment, purcha se of private 
trucks, or sa le to itineran t truckers. It was estimated 
that in 1969, excluding lost business, tota l costs due 
to lack of eq uipment a nd substa nd a rd se rvices were 
$3.6 milli on in l owa. 
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Intermodal Coordination 
Since no stngle mode of transportation is capable of 
moving a ll types of freight with eq ual efficiency, the 
various modes should be more complimentary than 
competitive. A system enabling each to perform th e 
sen-ice for '-Vhich it has the greatest advantage would 
contnbute to a more efficien t use of reso urces. Since 
the modal em-ironmen t was highl y institutionali zed 
by the 1960s, the development of coordinated 
movements was in its infancy. The modal systems 
were aggressive ly co mpetitive with each other, 
preferring to retain traffic a nd revenues for as long as 
possible. 

All of the railroads se rving Iowa offered rai l-truck 
service known as Trailer-on-Flatcar (TOFC or 
Piggyback). The combinations were an ex periment in 
the 1930s introduced by the Alton (1932), th e CGW 
( 1936). the C B&Q. Rio Grand e and New Haven 
( 1937), a nd the CRJ&P (1938). The experiment did 
not survive, si nce gasoline and labor were 
inexpensive, highways were crowded, and railroads 
viewed truckers a s inter lopers who wou ld even tua ll y 

be re~trained by taxes. weight and si7e law. and user 
c harges. Revi\al of the ser\lce follo\\ed the \'e\\ 
Ha\en decision in 1954 \,hen the ICC decided that 
rai lroad~ could haul trailers on natcar under 
provisions of rail tariffs \\ ilhout motor carrier 
certlfication. 1 As a result. 32 Class I railroads offered 

I TrainS. MII\\aukee. \\ IS , Kalmbach Pub Co. :-'Ia~ 1960 

Actual\~. the earliest recorded commercial mo,ement \\as on the 
1\o,a Scolla Rall\\a) \\ hlch began ferrYing farmer - ' \\agons In 
1858 Circus wagom \\ere mo,ed In the L'nlled tates InlS56, The 

l ong Island Railroad Introduced the concept In the Lnlled tate 
In 1885 Jfol'emel1t oj Htglll\ 'OI Trailers bl Rail. ~93 ICC 9~ 
( 1954), There were fi,e onglnal plans. later amended. to co'er the 
,en Ice Plan L Rail mO\ement, ramp-to-ramp of motor carrier 

trailers l ading was on a truck \\a~blll Plan II Door-to-door 
ser\lce on a railroad waybill In rall-o\\ ned trailer Rates \\ere 
>lmllar to those of a motor common carner Plan III Ramp-to­

ramp railroad mo'ement of shlpper-l'" ned trailers . based on a nat 
rate for two trailers per car Plan 1\ Ramp-to-ramp railroad 
mo'ement, of shlpper-o \\ned trailers and nat cars for \\ hich 3 nJt 
ra te was charged Plan \ '. J Oint rat~s bet\\~en railroads and motor 

carn ers ror through rna' ~men t s for \\ hlch each carner could >oitcll 
tra fl'ic for the other 



The Transportation Industry in Transition 
-The 1960s 

237 

TOFC service by January I, 1955, originating 168,000 
carloadings. Ten years later carloadings were up to 
one million (by 63 railroads) and reached the two 
million mark by 1978. In the annual reports of the 
Iowa Commerce Commission, TOFC and less-than­
carload traffic were combined, preventing a trend 
analysis. TOFC ramp facilities in Iowa are found in 
Fig. 10-2. 

Less visual forms of intermodal coordination in Iowa 
included combinations of truck , rail and water which 
developed in the 1970s. In 1979, over 10 million tons 
of Iowa waterborne commodities were distributed to 
or from the rivers by truck or rail. These 
combinations provided an opportunity to extend 
service and lower transportation charges by 
combining the flexibility and low cost pickup and 
delivery of the motor carrier with the low cost rail or 
barge haul. 

Early Piggybacking. 
Farm wagons carried into New York City 

in the late 1800s on Oat cars 
belonging to the Long Island Railroad . 

(Source: Ingersal-Rand "Compressed Air". July. 1957.) 

The Movement Toward Railroad Mergers 

The Issues 
I t was to mergers and / or acq uisition of control t ha t 
the carriers turned as a possible so lution to their 
financial troubles. Mergers were not new in the 
railroad industry. Historically, they were end-to-end 
combinations to broaden the network, increase profits 
through economies of sca le and acquire personal 
fortunes for the "Empire Builders." Between 1884 and 
1888, some 425 consolidations occurred, and it was 
reported that 6,000 separate railroad companies were 
operating in the United States; reduced substantially 

to about 480 in the 19505 "hich accounted for 50 
percent of the nation's mileage. The Burlington "as 
said to have been a combination of 200 separate roads 
and the Pennsylvania System one of over 600 
individual organizations. 

The purpose of mergers was to reduce operating 
expenses and eliminate excess capacity, provide 
greater control of car supply and distribution , and 
under specialized management make possible 
economies in purchasing and credit arrangement~. 
Achieving these objectives was expected to benefit the 
public by improved service and lower rates. The AAR 
reported that between 1955 and 1972 there were 55 
mergers proposed of which 38 had been approved, 
nine were withdrawn or denied, and four were 
pending. 

The greatest difficulties faced by the ICC in merger 
cases were the issues of competition and monopoly. 
Neither the commission nor Congress had developed 
criteria for determining the extent of competition, the 
types and numbers of systems to create, and whether 
the individual merger was in the public interest. It was 
the omission of these guidelines that led to the 
introduction of a bill in 1962 which would have 
declared a moratorium on railroad mergers until the 
end of 1963, and it would have made Section 7 of the 
Clayton Act applicable to future mergers. The bill 
never reached the floor of Congress for a vote. The 
initiative of a railroad in proposing unification meant 
that each case was decided on its own merits without 
positive guidance. This was a possible violation of the 
principle laid down in the Northern Securities case: 
"that the interests of private persons and corporations 
cannot be made paramount to the interests of the 
general public.''2 The merger movement was a 
readjustment in the organizational and operational 
structures of the railroads. "What is involved here is a 
major adjustment of an indispensible industry which 
is necessa ry beca use of the development of other 
modes of transportation .... Furthermore, it is an 
adjustment which the industry alone in all likelihood 
cannot accomplish soon enough to avoid penalizing 
the economy and the defense of the Nation."3 

2 193 U.S. 197 (1904) . 

J United States Senate Committee on Commerce, Special Study 
Group on Transportation Policies in the United States, 86th 

Congress. Nalional Transportation Policy, (Doyle Report) , 
Washington. D.C.: U. S . Government Printing Office. 1961. pp . 

266-267. 
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The iss ues were debated rar a nd wide by carr ier 
execu ti\'cs. ICC sta lT r crso nncl. shirrers, 
acadcm icia ns a nd roliticians . Professo r Kent '1. 
llealy co nt cnded that diseconomies were enco unte red 
whel; ra ilroad SilC increased to more than 10 ,000 
el11rloyees. reb ull ed by John Barriger , a railroad 
execu tive. T he railure or thc ICC to dea l with 
co nsolida tion prorosab through determin at ion or 
economic rrineir l e~ by which thc merge rs cou ld be 
naluated Jed th e ICC's Bureau or Economics and 
Stat istics to note that "no voicc sreah bcrore the 
Commiss ion ror the public as a who lc in 
consolida ti on cases. "4 The question re lated to how 
much rail competition was necessary to protect the 
public interest. Should the ICC, in th e exercise or 
poliq leadership. decide on a si ngle national sys t~m. 

balanced regional systems. regional rail monopolies 
or maintain competition with relatively num ero us 
railroad systems') The consensus appeared to favor 
balanced regional ~ystcms. 

While the debates co ntinued. strong orposi ti on came 
from those concerned with elimination of railroad 
competition. the ruture of competing lines and those 
interchanging roads not included. loss of senice to 
communities affected and reduction in railroad em­
plo) ment. Decisions in the merger cases seemed to. 
indicate that the ICC was not unduly concerned With 
intramodal competition but rather was intent upon 
de\eloping regional systems to strengthen intermodal 
competition. This \\as supported by the report of the 
examiner In the C W-CMStP&P proposal: "Our 
conclusions on this road must be that intramodal 
competition pales into insignificance. All the railroads 
do toda, is conditioned by intermodal competition. 
Railroads are not engaged in a struggle for primacy 
among each other: they have been engaged in a fight 
for sun ivai with other modes of transportation. 
principally trucks and barges."5 

In the opinion of Ben W. Heineman, chairman of the 
C",:\W. the merger proposals of the 1960s would ha\e 
more widespread and lasting eco nomic effects than 
any other business trends of the decade. Nationally. 
the two most important mergers approved were th e 
Penn-Central in the East in 1968 and the Burlington­
Northern in the West in 1970. The first proposed a 
route structure of 20,000 miles with an ti ci pated 
annual operating revenues of $2 billion; the seco nd . a 
structure of 27,000 miles and $ 1 bi ll ion in annual 
operating revenues. But merger propo a ls wcre not 
confined to railroads. The American Trucking 
Association (ATA) reported in 1968 that 11 5 mergers 

had occ urred in the motor earricr indu stry between 
1957 and 1967 . 

Merger Activity of Railroads Serving Iowa 
/\1\ major rai lroads se rving Iowa were involved in 
mergers or acqu isi tion of control in one way or 
ano ther. beg innin g with the proposal to consolidate 
the B&Q with th c P and G railroads in 196 I. 
'1 he Iowa ommerce Commission initially opposed 
but later approvcd it subject to certain protective 
traffic cond iti ons suggested by the NW and CR I&P . 
Endorsement was also given by firms, shipper 
associa tions. Chambers of Commerce and Governor 
Erbe. In 1963. the orfolk and Western (NW) 
pro posed merger with the Nickle Plate (~ew York . 
Chicago & St. Louis) and a lease of the Wabash lines 
which opera ted 192 miles of road in Iowa. In 1964. 
th e C Wand CGW filed for merger. approved in 
1968. That same year the UP filed forauthont] to 
acquire control of the CRI&P and its subsidiaries and 
to merge the properties and franchises into its firm . A 
Plan and Agreement had been drawn on June 27. 
1963. contemplating this merger. On July 5. the C:'\W 
filed for authority to acquire the CRI&P through 
stock ownership as a first step in the complete 
unification of the two lines. 

, 0\\ the situation reall] became complicated. In 1965 
the AT&SF entered into an agreement with the C. · \V 

providing that upon approval of control of CRI&P. 
the lines south of Kansas City \\ ould be purchased 
except for those from Kansas Cit) to Tucumcari . :'\e\~ 
Mexico. and trackage rights \\ould be granted 
between Kansas Cit} and SI. LoU! . Earlier that year 
the SP had applied for authorit} to purchase part of 
the CR I&P propertie upon merger \\ith the l ' P (Fig. 
10-3). On June 19. 1966. the C\ \\ and C 1 tP&P 
filed a joint application for authont} to consolidate 
properties and franchises into the Chicago. 

, Inlcrstate Commerce Commission. Bureau of Economic ' and 

tallstlCS. Railroad Consolidallons and Ihe Public Inleresl. 
Washi ngton. D.C.: U. S Governmenl Pnntlng Orfi e. March. 
1962. p. l. 

, Finance Document No 241 2. Brief of ApplIcants :'\orth 
Western and l ihl 3ukee to E'l.ammer Henr) C Darmstadter. 
Was hington. D.C. ' Apnl 26. 196 . p. I l. 
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Milwaukee and Northwestern Transportation 
Company, denied in 1970. Stock ratios agreed upon 
by the parties were co nsid e red inequitable by the ICC, 
and the merger was not approved. 

The CNW and UP proposals for takeover of the 
CRI&P, as well as request s for purchase of certain of 
their properties, were consolidated into one docket 
and decided in 1974. Almost II years had passed 
si nce th e case was filed, and it had become the 
lengthiest and most complex case ever considered by 
the ICC. Included were 16 separate proceedings 
affecting vi rtually every state and major railroad west 
of the Mississippi River, thousands of shippers, 
communities and public bodies. The administrative 
law judge who conducted the hearings concluded that 
the merger could be a pproved only if the entire 
railroad sys tem in the western half of the nation 
would be restructured . The ICC's decision did not go 
that far, but it was necessary to impose numerous 
protective conditions for carriers who would be 
adversely affected. However, subsequent to the report 
and order of the commission, the CRI&P filed for 
reorganization under Section 77 of the Bankruptcy 
Act and the UP withdrew from the case . Other 
railroads continued to be interested in acquiring 
portions of the CRI&P properties. 

Michael Conant viewed railroad consolidation as a 
movement in which the underlyi ng issues were excess 
capacity a nd overinvestment. In his interesting 
discussion, he used six roughly parallel lines operating 
in the 1960s between Chicago and Omaha as an • 
examp le of excess capacity on main railroad lines 

with parallel routes between major population centers 
(Table 10-5) . 

Des Moines was considered as the center of Iowa, and 
di sta nces were measured north a nd south from the 
CRI&P, the most direct line across the state. Less 
than 100 scheduled freight and passenger trains were 
running on the Iowa segment of these lines. In a state 
so well suppli ed with paved highways, it seemed 
logical to conclude that in ves tmen t in six mainline 
carriers represe nt ed substanti a l excess capacity. This 
was the thrust of CNW's parallel line merge r 
proposa ls involving the CGW, CRI&P and 
CMStP&P railroad s. If approved, the number of 
carriers would have been reduced from six to three, a 
number considered able to handle the eas t-west traffic 
of the larger cities and, with north-sou th connections, 
provide efficient services for the sma ll e r communities. 

Changing transportation technol ogy and regulatory 
policies have been primary reaso ns for overinvestment 
in railroads. Parallel lines, eve n over short distances, 
were profitable before highwa y, water and air 
competition became inten se. Disinvestment for 
reasons of rate competition and divers ion of traffic 
were made partially through branch line 
abandonment, but rationali za tion of mainlines was 
difficult under eco nomic and regulatory rest raints. 
Technological deve lopments, including dieselization 
of power , central traffic control and e lectronic yards 
tended to reduce operating expenses but a lso served 
to increase investment and excess capacity of the 
properties in the face of a sta ble or declining market. 

Table 10-5 
Parallel Railroad lines Between Chicago and Omaha 

Carrier 

CB&Q Railroad Company 
CRI&P Railroad Company 
CNW Railroad Company 
CMStP&P Railroad Company 
IC Railroad Company 
CGW Railway Company 

Length of line 
Chicago to Omaha 

(miles) 

496 
493 
488 
488 
515 
508 

(Source: Michael Cona nt , Railroad Mergers and Abandonmel1ls, Tab le 5: 17.) 

Distance from Rock 
Island line at 

Des Moines (miles) 

42 , so uth 

23, north 
33, north 
67, north 
84, north 
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Railroad, Imol\cd In the l nlon PaC/l,c Chicago. Rod 1,land & PdClIIC merger rroro,al 
( ounc,) Chicago & ' onh \\ c,tcrn Railroad) 

Public Transit 

In 1968, legislation provided for federal malching 
grants for proj ec ls a ffecting capacily and safe ty for 
urba n areas (TOP ICS). Includ ed in lhe funding were 
improvements in traffic control and fringe parking 
outstde the central buiness district but adjacen t to 
federal-aid highways and coordina ted wilh planned 
transportation facilities . Abo , I ,500 mile~ were added 
to the interstate sys tem a nd the deadline for 
completion ex tended to 1974, later to 1977 . The 
increase in statewid e planning in lhe immediale 

post\\ar years includ ed plann ing for urban areas . and 
the rate of road constructi on greatl~ ac elerated after 
lhe 1956 federallegislalion . From 1960 to 19 O. 
municipal high\\ay mileage had increased b~ ~ ( 

percenl, marh.ing a significant dewlopment in urban 
lransportation. De,pite the trend of people mO\lJlg to 
the suburbs. the central cities of large metropolitan 
areas \\ ere still considered the focal po int of the local 
transportation net\\orh.. consisting of pri\atel~ o\\ned 
and operated transit sys tems and automobiles. But 
motor and troll ey buses, rall\\'a) commuter trains and 
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rapid transit lines co uld not keep pace with t he 
heavier automobi le traffic o n th e newl y built freeways 
through the ci ti es, a nd dec lining patronage and high 
fares contributed to tran sit insolve ncies . Before 1960 , 
there was little o r no federa l o r s tate promotion of 

urban transit sys tems. Urban a nd traffic congestio n , 
pol lution, e ne rgy matters, de ficient mass tra nsit a nd 
reduced ridership were fami lar prob lems to mos t 
urban residents. 

Although expe rim e ntal projects were a uth o ri zed in 
1961 , the major leg islative effo rt was mad e in 1964 

through passage o f the Urba n Mass Tran po rta ti o n 
Act. The purpose was to ass is t in th e deve lo pment of 
improved transit facilitie s, eq uipme nt , techniques a nd 
methods and to e ncourage planning a nd 
estab li shme nt of pri va te and public companies. An 

a ppro priation of $375 milli o n wa s a uth o ri zed for stat e 
and loca l communities to finance up to two-third s o f 

the net proj ect costs- that pa rt of to tal costs un a ble 
to be covered by loca l revenues. Fare reve nues co uld 

not be used as local matching funds, o nl y for 

reduction of gross project cos ts. Federa l fund s co uld 
be used for a varie ty of ca pit a l ex pe nditures such as 

right-of-way, structures a nd eq uipment but no t fo r 
operating ex penses . Eli gib ilit y req uired th e des ign of 

an urba n transit sys tem coordinated with h ighwa y 
deve lo pment a nd e mbracing a n ove rall plan for th e 

urban region or a rea. The o bj ecti ve was to pla n ma ss 

transit prog ram s to comp le ment rather th a n co mpete 
one with the othe r . Und e r ce rtain c ritical emerge ncy 

co nditions where comm uniti es faced a loss of se rvice, 

federa l aid wou ld be suppli ed on a 50-50 ma tching 
basis. Low inte res t loa ns were a lso ava il ab le . 

Administration of th e prog ra m was placed in th e 

Federa l H o using a nd Home Finance Agency , later in 

the new Departmen t of H o using a nd Urban 
Deve lo pme nt , and fina ll y in th e th e Urban Ma ss 

Transit Administration of th e De pa rtment of 

Transportation. 

An Urban Depart ment was es ta bli shed b y th e Io wa 

Highway Commiss ion in 1959 , a nd during it s firs t 

year 22 projects to ta ling 17 miles of improveme nt s o n 

primary extensions in cities a nd towns were 
comp le ted . Be tween 1961 a nd 1969, approxi mate ly 
$ 135.2 million was spent on urb a n improve ment s a nd 

urban inters tate hi ghways . Und e r the Fed e ra l Aid Act 

of 1962, the sta te ha d to pre pa re a co mprehensive 

plan for metropo lita n cities of m o re th a n 50 ,000 

population. P la ns and suppl eme nta l s tudi es were 
made for Des M o ines, Ced a r Rapid s, S io ux C it y, 

Waterloo , Davenport, Council Bluffs a nd Dubuque. 

The Federal Department of Transportation 
In 1966, the D epart ment of Transportation was 
crea ted by Congress to be headed by a Secretary of 
Transportation wit h Cabinet ra nk . It exe rci sed no 
regulatory authority over the various modes exce pt 
for matters of sa fe ty, whe re it had ex tensive powers . 
Rather , the legislation brought und e r one 

administrative unit th e man y gove rnmenta l acti viti es 
re la ting to tra nsportation , form erly the res ponsi bilit y 
of ot her agencies and d epartments. Exceptions were 
the Federal Maritime Administration , which und er 
st ro ng o pposit ion from m a ritime interes ts, rema ined 
in the Department of Co mmerce, and the Army 
Corps of Enginee rs. The department was expected to 
function in areas of tra ns portation policy, 

encouragement of transportation coordination, a nd 
development of crit eria for inves tment of public fund s 
in transport facilities, a lth ough in the la tter insta nce 

th e ir res ponsibilities were limited under provisio ns of 
the act. In the Airport and Airway Act o f 1970, the 
Secretary was give n a specific mandate in th e fie ld of 
planning an d coordination . He was required to 

formu late and prese nt to Congress for approva l "a 
nat iona l tra nsportation po li cy." Two stat ements o n 
policy iss ues and reco mmendatio ns were submitted in 

197 1 and 1975. I ntervention by th e Secretary in cases 
befo re regulatory co mmiss ions was a uth o ri zed when 
questi ons of policy were invo lved. When the Secreta ry 

did so he had the sa me sta nding as any o th er parties 
to the proceeding. 

Social and Environmental Concerns 

Altho ug h sociologica l a nd enviro nme ntal iss ues 
co ncerned a ll phases of o ur na ti o nal existence, thi s 

di sc uss io n pe rta in s primaril y to hi ghway progress but 
recogn izes that a ny poli c ies direc ted toward hi g hway 

tra nsportation wou ld a lso have an impac t o n ot he r 
transportation a nd no n-transportation de ve lopments. 
The ea rl y e nviro nmental pro blem for th e tra ve ler was 

mud in rai ny wea ther a nd dust in dry pe riod s, 
es pecia ll y in th e rural areas. Urban tra n portation 
wa s gea red to horse-drawn ve hi cles, and c it y street s 
we re th e de posit o ry of ma nure a nd d ead a nima ls 
whic h we re blamed as th e chief offe nd ers for th e 

ou tbreak a nd s pread of e pid e mics of cho lera , 
sm a llp ox , ye ll ow fever a nd typh oid. Th e motor 
veh icle g radua ll y reduced th e sanita ti o n pro ble ms but 

did no t so lve du st pollution in the la te 19t h a nd early 
20t h centu ri es. "The du st raised by a n a ut o m o bile, 

when runnin g at a rat e of less th a n twe nt y mil es a n 
ho ur , is not worse than that raised by man y wagons , 
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but II'hen thi s limit i ~ exceeded, the a ut olll obile 
beco l11 c~ a d ust l1ui sa n cc.'~' 

Crud e oi l or abso rbent sa lt s we re used to co ntro l 
dus t, a nd when thcse meth ods we re co nsid cred too 
expensive, wa ter was reco mmend ed . As new types of 
road surfaces becamc ava il a ble, hca lth fac tors we re 
min ima ll y inc luded in th e crit eri a fo r se lecti on. 
Roa dside bea uti fica tio n o r sce ni c bett erment was 
period ica ll y suggested by 19 15, a nd tree pla nt ing a nd 
billboard contro l were advoca tcd in 1930. In 1938, the 
Federal Aid Ac t included a pprova l fo r the use of 
construc tion funds to cover cos ts of roads id e and 
landscape development, but it was no t un til the 
Highway Bea utificat ion Act of 1965 tha t sta tes rea ll y 
took advan tage of this permi s. ive leg isla ti on. An 
awareness of ha7ards caused by ve hicu lar emissio ns 
and poor air quality developed in the I 960s. Smog in 
large numbers of urban a reas warned of future 
dangers and brought about a heightened 
emironmental consciousness to people who increased 
demands for corrective action. Public heari ng on 
environmental issues relati ng to bypass, freeway 
construction and interstate projects were required in 
the Acts of 1950 and 1958. Legisla tion in 1968 
specified that social and environme ntal effects of such 
projects be considered and be consis ten t wi th the 
goals and objectives of urban planning. 

The Federal Emironmental Act of 1969 requi red 
impact statemenb to be prepared for all federal-aid 
projech affecting the quallt)' of human life. I n 1970, 
the Department ofTransportalion \0\ as requested to 
prepare and issue guidelines to assure that possible 
social. economic and em iron mental effects of 
proposed hlgh\o\ay projects were fully considered and 
that the final decisions were made in the public 
Interest. Results kno\o\n as "Process Guidelines" 
aimed at In/luenclllg the methods b) \~ hich highwa) 
projects were developed were issued in 1972. Each 
state high\o\ay agency \o\as to prepare an Action Plan 
detailing the organi7ational arrangement. assignment 
of responsibilities and procedures followed in 
developing projects to conform to Congressional 
intent. Bj 1975,52 of a possible 53 Action Plans were 
completed and approved for 50 states, Puerto Rico 
and the District of Columbia. Noise aba tement a nd 
Air Quality Guidelines were also issued in the early 
1970s. Public concern of social values in highway 
development occurred in 1962 through fede ra I 
assistance to states and bus iness firms fo r 
reimbursement of those disp laced by highway 
construction. This federal ass istance was broade ned 
and extended in 1968. Anoth er Ac t prov id ed th at 

federa l a id wo uld no t be a pproved for urban area 
fl1 0jee ts unless th ey were based upon a continuing 
eom fll ehe nsive fl lanning fl l oCCSS carried on 
coo fl era ti vc ly by states a nd local communities. In 
1966, a na tio na l sa fety program was initiated by 
which ma tching funds were authori/ed for 
es tblis hment of safety standards for motor vehicles. 
'1 hu s, a n awareness of envi ronmental and sociological 
factors in road bui ldi ng was a gradual evolutionary 
flrocess, for the original motivating force was in 
build in g hi ghways to enable rapid movement from 
poin t to point. In earlier years these factors were 
either ignored or treated only when they became 
ha/a rd ous . 

Highway Progress and Interstate Programs 
in Iowa 

Transitional Trends 
The 19605 were a period of transition III both State 
and Highway Commission Administration. Four 
Democratic and Repub/tcan Governors alternated in 
the Executive Office. beginning with Herschel C. 
Loveless and followed bj Norman A. Erbe, Harold E. 
Hughes and Robert D. Raj . Governor Hughe had 
bee n a member of the Iowa Commerce Commission. 
and he and the others were vitallj concerned and 
supportive of highwa) progress. At the Highway 
Commission, John Butter retired III 1960 and was 
replaced bj L. M. Cia uson as Chief Engineer. C nder 
a staff reorgani7atlon, 21 departments and ection5 
operated under three Di\isions and IX Operating 
Districts in 1960 a mo\e designed to coordinate the 
activitie of the departments into functional working 
groups. A steadil~ accelerating high\\a) program 
prompted an addition to the main headquarters 
building in 1961. adding 60,000 square feet of 
\o\orking space to the onglnal buildlllg. [n the interim 
period of 37 year, the headquarters tafr had 
increased from 100 to 800 employees and the Primary 
Road Fund had increa ed from under 13 million in 
1924 to $95 million in 1961. 

• Quoled in America"s Hig/lll"Ors from " \\ hal "\ e\\ \ ork _ tate I, 
DOIng." Good Roaels Maga:illl' (Februar) t908) . p. 50 



The Transportation Industry in Transit ion 
- The 19605 

243 

F-urther administra ti ve cha nges came on Dece mber I, 
1966, 'Ahen J ose ph R. Coupal Jr. was appointed the 
fir~t Director of Hi ghways. Among hi s res ponsibilities 
wa~ the coord ination of the work of the professional 
engineering staff wi th the Suppo rt Divisions a nd the 
six Operating Districts. Howa rd Gunnerson. the 
Chief Engineer and Deputy Direc tor. was respo nsi ble 
for all professional engi nee ring fun cti o ns in 
dc\,elopment a nd opera ti o ns. Staff reorganintions in 
1968 inc reased the numbcr of departments from 2 1 to 
24. and furthcr reorga ni7ation in 1969 increased the 
number to 26 (Fig. 10-4, 10-5). 

These cha nges were co nsid ered necessa ry to mee t the 
rapidly ex panding traffic requirements of the stat e. 
Total ann ua l daily traffic per mile of rural primary 
roads rose from 1,587 ve hicles in 1960 to 2,1 13 in 
1969. represe nting a gai n of 33 perce nt. or 76 percent 

Anson Ma r> [o n 
lalla S[a[e Highway Comnll",on . 

1904- 1927 

John G. BUller 
Chief Engineer. 1954- 1960 

Th o mas H. MacDo na ld 
Chicf Engineer. 1913-19 19 

L. M. Cia uson 
Ch ief Engi neer , 1960-1966 

when co mpared to the year 1950. Legis la ti on passed 
by the General Assembly in 1958 required the 
commission to pla n and publi sh a se ri es of fi\ 'e-year 
primary road co nstructi on programs. the first of 
which co\ered the years 1960-1 964. Th e commissio n 
was a lso given the pri\'il ege of reviewing the progress 
eac h yea r and adding one yea r 's work a nnua ll y to the 
progra ms. Four additi o nal plans projec ted estimated 
fund s ava ilable a nd ex penditures through 1970. 
Sufficiency ratings were used a guid es in 
programming road projects, providing a mea ns of 
numericall y eva lua ting tangible it ems affect ing the 
adequacy of an ex isting section of hi ghwa y or brid ge. 
Points were assigned to ex isting fea tures on a 
hi ghway sys tem and rela ted to sta nd a rd s des ired . An 
exa mple is given in Table 10-6 for 1960-1961 . 

Fred R. Whi[c 
Chi ef Engineer. 19 19- 1952 

Jo,eph R. Cou pal .l r. 

Direc[o r of Hi ghway DiVision. 

1966- 1974 

Edward 1- . Koch 
Chief Engineer . 1952-1954 

Howard E. Gunnerson 

DireclOr of Hlghwa) DI\ ",on . 

1975-1977 
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Table 10-6 

Sufficiency Ratings for Primary Roads and Bridges, 1960-1961 

Classification Sufficency Rural Primary Municipal Primary 
Rating (miles) Extensions (miles) 

Cntical o - 49 ':U22 25~ 

Poor to Fair 50 - 79 2, 16R 47X 

Good XO - H9 HJO 205 
F:-.ccllcnt 90 - 100 2,267 II J 

l otab R,5H7 1,054 

(Sol/r,,, ' h"la Il lgl1\\;\\ ('''111111''''011, 111I1I1/1111?"""r', 1961 ) 
I I lgurL" IOllIHkUl{1 lhl' 1lL',lIe ... .t unit 

Iowa Highway Commission 

Deputy Chief Engineer 

I Igule I()-~ 

Il lgh\\H) Conllll""on orgal1l1all"na l chan p"l)r to 19M> 

(Coline,) 101'" State Il lghllll ) COl1l1l1l"IOI1) 

Bridges 
( No.) 

394 
1,716 

537 
725 

3,372 
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Hig hwa, Commi""ion organllauon chan, 1969. 
(Cou n c>y: lo\\a Stalc Hlgl1\'3) Commi",on) 

Interstate Highway Construction 
From 1956, the co mmi ssio n a ll o tted a maj o r sha re of 
reso urces to th e co nstructi o n of th e intersta te roa ds in 
Iowa. Wi th no fo ur-la ne hi ghways or toll roads th a t 
could be inco rp ora ted , the sta te sta rt ed fro m 7e ro to 
des ign, acq uire right-of-way a nd bui ld a 7 10-mile 
ul tra-sa fe highway sys tem. Clos ing th e ga p betwee n 
Grinne ll and Iowa City in 1964 was pro ba bly the 
mos t spec tacu la r effo rt th a t Iowa has see n in 50 yea rs 
of roa d build ing, a nd it co mp leted the work on 
Interstate 80 betwee n Des Moines a nd Da ve npo rt. 
T he 158-mi le fo ur-l a ne di vided hi ghway reduced 
dr ivi ng time by o ne a nd o ne-fo urth hours. 

At Des Moin es, Intersta te 80 co nnec ted with 
Intersta te 35, a nd fifty-four miles we re built to 
Osceo la, ma king 2 12 mil es of co ntinu o us intersta te 
o pen to tra ffi c in 1964. To the north , 25 miles of 
Int ers ta te 35 was unde r co nstructi on to Ames: in the 
wes t, 6 1 mi les had bee n co mpleted be tween Dex ter 
and Atla nti c. On Interstate 29, the road had bee n 
built betwee n Onawa a nd Sio ux City, a nd betwee n 
Mi sso uri Va ll ey a nd Sta te 480 ( Fig. 10-6). Also und er 
co nstructi on was the Des Moines Free way ( Intersta te 
235) , a city co nnector a nd importa nt link in the 
na ti ona l sys tem. Tra ffi c needs in metropo lita n a reas 
required new highways to se rve the ce ntra l cit y as we ll 
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as the peripheral secto rs bypassi ng th e cities. For 
these reasons, the na ti onal program provid ed for 
through -cit) freeways as well as circuito us roads. 

By the close of 1968, Intersta te 80 west to Council 
Bluffs, Inters tate 29 north from Council Bluffs to 
Sioux City, a nd Intersta te 35 no rth fro m Des Moines 
to Blairsburg were o pen to tra ffi c, and the remai ning 
seg ments were planned for completion in 197 1 (Fig. 

10-7). Iowa's share of the 1.500 miles added by 
Congress in 1969 to th e na ti ona l sys tem would mean 
a n es tim a ted S 125 million in addit ional federal funds 
over the following five yea rs. The fund s would be 
used to construct a four-lane co ntroll ed acces road 
from Iowa City to Wa terl oo a nd for a new interstate 
bridge ove r the Mi so uri Ri ver at Sioux Cit y7 

Interc ha nge o f Inters tate 380. U.S. 20 and U.S. 2 18 at ,outhea,t corner of Water loo. 

(Courtesy: Iowa De partment of Tramportation) 

7 Iowa State Highway Commission, 1964 Annual Report; 1968 
Annual Report; 1969 Annual Report, Ames : Iowa State Highway 
Commission. O ne of the major concerns of th e Highway 
Commission was s now and ice removal. The average annual 
snowfa ll in Iowa is 30 inches. This amoun t wou ld cover a 160-acre 
farm to a depth of 938 feet and if loaded into railroad box ca rs with 

a capacity of 50 cubic yards eac h, th e train would be 45.833 miles 
long and would exte nd twice around the world. S now fences were 
erected on ce rt a in secti ons of the pri mary sys tem. Salting, initiated 
in 1954 and spread o n the roads a t 500 pounds to the mi le, covered 
3,800 miles of primary and interstate hig hways in 1963, with 1.700 

miles to be a dded in 1964. 
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Interstate Progress In Iowa 
(TOleli M JI ('~ III Sy~ I('111 7 10) 

TIMETABLE 
To Open 

Late 1968-10 
Late 1969- 66 
Late 1970- 59.5 
Late 1971- 76.5 

212.0 miles 

1956-Estimated Construction Cost $428,007,000 
Jan . 1967-Constructi on Cost to Date $432,834.199 

Estimated Cost to Comp lete $271,000,000 

GRINNELL 

g 
V DEXTER 

~MOINES 

ATLANTIC 'el 
OSCEOLA 

OPEN TO TRAFFIC JUNE 30, 1968 (498 MILES) 

c:::::z:J OPEN TO TRAFFIC BY THE END OF 
1971 (212 MILES) 

I 1[!lIr~ 10_' 

Intl'l,t.lll' progll''''''' In I ll\\a 

(( (lllrtC"'~ lo\\a ~t~ltt: Il lgh\\~I\ <. Onlrlll"lnnl 

CEDAR RAPIDS 

IOWA CITY 

,. 
DAVENPORT :;. 
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An Inadequate primary road bridge typical of the bridge problem that existed in thc early 1960s. 
(Co urtesy: Iowa State Highway Commission) 

Primary and Secondary Roads 
Emphasis on interstate construction by no means 

diminished the pace of modernization and 
improvement of the sta tc's primary a nd seco nd a ry 

road systems and expansion of sup port services. 

Primary road activity involved relocation of both 

federal-aid and state numbered roads. H Primary 
extensions through urban areas embodied 

replacement of narrow brick or othe r surfaces with 

paved multi-lane roadways with curbs . Additional 
mileages on farm-to-market roads were graded and 

paved, and a more efficient system was adopted for 

marking highways. Of the a lm ost 10,000 miles of 

primary roads, 907 miles were s till 18 feet wide, a nd 
206 miles were graded but not paved. In 1965 the 

General Assembly added one cent to the fuel tax, 

expected to increase highway revenues by $10 million, 
with one-half of the new funds earmarked for 

expa nsion of the program for widening roads and 
brid ges then 20 feet or less in width. 

In 1968, a Freeway-Expressway System was approved 

by the commission to serve traffic needs in the years 
following completion of the interstate program. The 
833-mi le Freeway System was designed for four-lane 

divided highways with access via interchange only, 
estimated to cost $90 I million. The I, 139-mile Ex­

pressway System was also designed for four-lane 
divided highways with access via interchange and 

se lected public road connections at grade. The 
estimated cost of construction was $889 million 

(Fig. 10-8). 

i Iowa State Highway Commission , 1964-1965 Annual Report, 
Ames: Iowa State Highway Commission, 1965, p. 15. The 
reconstruction of Iowa 150 between Fayette and West Union was 
interrupted by the discovery of three graves on the new right-of­
way. It was alleged that a man , woman and child died at the Half 

Way House, four miles north of Fayette or were murdered 10 the 
1860's and buried 1.000 feet from the Inn . None of these stories 
were verified. The graves were moved in April, 1965, under the 
supervision of the Commission Resident Engineer to Grandview 
Cemetery in Fayette. A simple bronze plaque placed on the 
headstone reads: "Three members Pioneer Family Died Enroute, 

1868, Reburied 1965 by Order of the Court." 
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• Estherville 

Mason City 
• 1JXXllEl!Xl~lIEl!Xl~~I!XlIXllXX1 •••••••• IqPfiIXll~P~~ 

Ft. Dodge 

• ....... ~ .... 

DES MOINltE~S~~ __ .......... ~~~~~ .. __ .. ~"~ 
___ ".IIIIIII~. lowo City 

'.J~ ... "'''-'''-----~~ ••• • ~. ~ .-.... ~ \ 
~. . 

11BxK&l!::&:EC!l!~K&l!::&:EIXll:Xli~~:!&:1!Xl1i·:8°XscXe:a0:R1 alQ:lIXllXXllEK&lI!Xl\i'0 It umwa ~ ... " ..... . -. • 

PRESENT INTERSTATE SYSTEM 710 mi. __ ._ ... _ 

Estimoted Construction Cost $901 million PROPOSED FREEWAYS 833 mi. . _ ••• 

Estimated Construction Cost $889 million PROPOSED EXPRESSWAYS 1139 mi . . IXXXX 

Total Estimated Construction Cost $1 ,790 million 

FIgure 10·8 
lowa\ proposed network of Ircc\\a,s and expres>\\a,s 

(Counes) 10\\3 State Hlghl-la) Commi."lon) 

Highway Improvements 
Progre s in highway improvements during th e 1960s 

may be measured by compar iso ns of mil eages by type 
of surface and a summary of highway co ntrac ts 
approved between 1960 and 1969. These are found In 
Tables 10-7 a nd 10-8 . 

The total expendi tures o f $9 10 .8 million were 
considerably higher than th e $700 .2 million s pent o n 
highways from 1946 to 1960 a nd renected th e 
construction of interstates and mod erni n ti o n and 
urban extens io n programs. 

A report o n " H ig hwa y Needs and F ina nces, 1968-
1988" was re leased in 1969, pre pared by th e 

comm issio n staff und e r a new sys tem d es igned fo r 

maintaining up-to-date needs and finance. All of the 

sta te' road and streets and their structures \\ere 

co mpared to de irable design standards to determine 
pre ent or an ti cipated deficiencies for correction. 

Cons tru c ti o n d ollar requirement ba ed upon 196c 
prices we re a ppli ed to impro\ement. maintenan e and 

admini trati\ e costs for the :W-year period. Projected 
d o llar need s amounted to approximatel~ S 10.6 billion 

while anti ipated re\enues were only Sc.5 billion, 
leaving a d eficit of $~. I billion. Con idering all factors 
in the s tud y, a redistribution of road use tax funds 

was proposed. The Primar) ystem \\ould re ei \ e 63 
pe rce nt: co unt y roads, ~0.9 percent: and municipal 
stree ts, 16. 1 pe rcent. 
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Table 10-7 
Total Highway Miles by Type of Suriace, Jan. 1, 1961 and Dec. 31 , 1969 

Type of Suriace 1961 

Portland Cement Pavement 
Asphaltic Concrete Pavement 
Bituminous Treated 
Gravel or Stone 
Not Surfaced 

Totals 

(Source: Iowa Highway Commission. Annual Reporls.) 

Table 10-8 

(mileage) 

9,254 
6,599 
4,874 

80,09 1 
10,852 

111 ,670 

Highway Contracts Approved Between 1960 and 1969 
Fiscal Year Primary Roads Farm-to-Market Roads 

(in mi ll ions) (in mi llions) 

1960 
1961 
1962 
1963 
1964 
1965 
1966 
1967 
1968 
1969 

Totals 

$ 48.7 
5 1. I 
42.3 
52.8 
79.3 
56.4 
97 .0 

100.0 
66 .2 
82.0 

$675 .8 

(Source: Iowa Highway Commiss ion, Annual Reporls.) 
I Expenditures include interstate. sta te park and institutional roads. 
1 Figures round ed to the nea res t unit. 

$ 21.9 
21.4 
19.8 
24.4 
22 .7 
21.7 
23 .7 
26.4 
25.7 
27.3 

$235.0 

1969 
(mileage) 

9,648 
15,521 
5,246 

74,215 
7,664 

11 2,294 

Total 

$ 70.6 
72.5 
62 . I 
77.2 

102.0 
78. 1 

120.7 
126.4 
91.9 

109.3 

$910.8 
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Trends in Air Transportation 
Changing transportation condit io ns usua ll y req uire a 
reevaluation of policies. Such was th e nature of a 
two-volume report by Bax ter, McDo na ld a nd 
Company, publ ished in 1968. T he stud y was 
contracted by the State Office of P la nning and 
Programming for the purpose of a na lyz ing sta te 
transportat ion policy. It discussed po li cy iss ues and 
recommended changes wh ic h a re prese nt ed brieny in 

a la ter section. Excerpts from th e report on airport 
pla n n ing, co nst ruct ion and improvement, air 
t ransporta tio n and functions of the Iowa 
Aeronautica l Commission are incorpora ted into thi s 
sec ti o n . 

In 1965 the Aeronautics Commission celebrated its 
20t h a n niversary. During the period , the primary 
concern was meeting the needs of general aviation 
(non-commercia l) through assistance in development 
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of sma ll airports and registration of pilots a nd 
aircraft, a ircraft dealcrs, a ir schools and gro und 
instructors. Thc commiss ion functioncd in four major 
progra ms: ( I) ai rp ort development and improvement ; 
(2) air age education ; (3) aviation safe ty; and (4) 
ad ministration and enforce ment of Iowa av iation law. 
Decisions on planning and finan cing airports or 
improvi ng old ones were shared by the federa l 
gove rnment and muni cipalities with the comm iss ion 
representing the interests of the state. acting as li a iso n 
between the principal parties. The commission was 
not equipped by statutory powers or structure to 
conduct comprehensive ai rport p lanning. However, 
they ac tively participated by providing tec hnica l 
assi tance and advice. They a lso supplemented federal 
navigation and safety measures by instal ling runway 
lights and rotating beacons, marking routes, a nd 
providing two-way radio communicatio n systems a nd 
weather instru men ts. Sched uling of regular 
commercial service into and out of major airports was 
left to the initiative of individual cities and towns. 

Nearly all of the revenues of the commissio n came 
from registration fees of pi lots, sma ll a ircraft and the 
unfunded portion of the sta te av iation gasoli ne taxes. 
Within relatively modest budgets a nd under legal 
restraints they were obliged to favo r genera l aviation, 
and in this context they were co nsidered to have 
performed their function effect ively. Yet the role of 
the state in aviation was seriously limited by 
interpretations of the commission as to its functions, 
and thus the "role of the state in airport planning and 
in expansion and improvement of air tran portation 
service was viewed basically as a passive one. ''9 There 
was no formal airport plan in Iowa at this time. 

B) the mid-I960s, Iowa had more than kept pace with 
national growth in aviation . The sta te had 3 1. 2 
aircraft per 1.000 square miles compared to a national 
average of 23.8, and 6.3 aircraft per 10 ,000 population 
contrasted to 4.6 nationally. In 1964, Iowa ranked 
14th in the nation in the number of airpo rts, 15th in 
the number of civil aircraft. fifth in the number of 
lighted airports and 15th in the number of a irports 
with paved runways. Airport co nstructi on, 
improvements and air service, 1945 compa red to 
1965, are shown in Table 10-9 . 

The number of municipal airports represented nearly 
half of the 225 airports in the state. fhe remainder 
were owned and operated by private interests but 
were availab le for public usc. There were a lso a la rge 
number of privately ow ned sma ll er airports an d 
airstrips not avai lab le for public use a nd not und er 

ac ti ve surIC rvision by the com mi ssio n. r or the first 
time sin ce sa fety reco rd s had been kept, th ere were no 
aviation fa ta lit ies durin g the 1965 fi scal year. What 
mad e the record more notewort hy was the 
co nsid era bl e increase in gene ral aviation activity. 
lh ing the Des Moin es airport as an example , civil 
itinera nt aircraft mo ve ment rose about 22 percent 
over 1964. from 52.61\2 to 72,71\7. -r h is was a n a veragc 
of 100 transie nt a ircraft per day using the airport , and 
the fi gure did no t includ e air carriers . military or local 
fl ights. One of the major problems facing Iowa wa, 
the introduction of jumbo jets in 1969. and no airport 
in the sta te had runways long enough to 
accommoda te them . 

Table 10-9 

Airport Construction , Improvements and 
Air Transportation Service in Iowa , 

1945 and 1965 

Classification 1945 1965 

Municipal Airports 43 101 
Lighted Airports 7 101 
Airports v.ith Pa\ed Surfaces 7 59 
Airpom v.ith T\.\o-Wa) Radio 6 64 
Cities 'With Airline Senlce 2 15 

(SOl/rce lo \\a Aero na uti ca l Co mm""on. ~I/I/ua l Report 1965 1 

There \.\ere tv.o classifications of atr enlce In lo\\a In 
1966. One v.as "general a\iatlon" aircraft 0\\ ned b~ 
indi\iduals and bUSiness firms. The other \\a~ 
scheduled commercial seniee into 15 cities \\Ilh t\\O 
communities recei\ ing sen Ice through airports tn 
con tiguous ~tates. ),\ine citie~ : Sioux Clt~. Mason 
Cit). Fort Dodge. Ottumwa. \\ aterloo. Iowa Cit~. 
Dubuque. Clinton and Burltngton were sened b~ 
07ark Airlines. operating both local sen ice and 

• Ba;o..ter. McDonald and Compan). Comultants. Transp ortal/oil 
III I OII 'a - A Re"iell' of I\e\' Policr IsslI~s (t\\ 0 \ olumes). prepared 
ror the Office ror Planning and Programming. State of 10\\a. 
Berkeley. ailf .. Ba;o..ter. 1\1 cDonaid and Compan) . • eptember. 
1968 . 
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nights to Omaha, Des Moines a nd Chicago for 
connections to ot her destinations. North Central also 
served Sioux City with routes to Minneso ta and the 
Dakotas. Four cities: Des Moines, Cedar Rapid s. 
Council Bluffs (using the Omaha airport) and 
Davenport (using the Moline airport) had nights to 
major cities or metropolitan areas that did not in vo lve 
interchanges. United and Ozark served all four 
airports. Braniff Airways operated from Des Moines 
and Omaha, the latter city a lso se rved by Nort h 
Centra l and Frontier a irlines. Two citi es, Ames a nd 
Marshalltown, had air taxi or comm ute r service int o 

Chicago (Fig. 10-9, 10- 10). 

The importance of federa l grants to the a nnua l 

funding of airport projects and improvements during 

the 1960s is shown in Table 10-1 0 . 

For the fiscal years 1965 to 1969, the National 

Airport Plan li sted 88 Iowa airports for development 
a nd improvement. Thirteen new airports were 
projected for initial deve lopment, 44 airports were to 
acquire additional land, more lighting facilities were 
to be installed at 55 airports, and 23 would receive 
runwa y or taxiwa y ex tensio ns. In th e first II months 
of 1967, the Des Moines airport reported 606.000 
passe nger mo ve ment s (arrivals a nd departures), a gain 
of 11 2,000 over the sa me period in 1966, and over 
double the number of 300,000 in 1959. Estimates of 
over o ne million passengers through the airport by 
197 1 proved quite acc ura te . For airports sta tewid e in 
1966, the number of pa sse nge r departures a lone 
tota led 577 ,000 for II airports reporting, not 
inc lud ing the Iowa passe nge rs e mbarking from the 
Moline and Omaha airports. 

Table 10-10 

Fiscal Year 

1960-1961 

1961-1962 

1962-1963 

1963-1964 

1964-1965 
1965-1966 

1966-1967 

1967-1968 

1968-1969 

1969-1970 

Totals 

Annual State and Federal Aid for Airport Projects 
and Airport Improvements, 1960-1970 

Annual State 
Expenditures 

(in thousands) 
Year 

$ 48.4 1960 

38.6 196 1 

137.2 1962 

93 .2 1963 

59.7 1964 

125 .5 1965 

102.7 1966 

189.4 1967 

223 .1 1968 

2 18.4 1969 

$ 1,236.2 

Annual Federal 
Expenditures (Iowa) 

(in thousands) 

$ 243.1 

1,586.8 
476.2 
527.9 

861. 1 
898.0 

1,48 1.5 
769.1 

2,186.0 
I ,390 .7 

$10,420.4 

(Source: 101\'a Airport System Plan. Vol. I, Tables 4 a nd 5. Summary Report prepared for the Iowa Aeronautic!> Commission by thc 
Engi neer ing Research I nstitute, Iowa State Uni vers it y. Ames, November. 1972.) 

I Figures rounded to the nea res t unit. 
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Denver. .. Key interchange point 

PACIFIC . .. Territory served by 
Local Service airline 

UNITED. . Territory Strvt:d by 
Trunk airline 

Fort Williom 

, NAT / 0 " ... _---- '!-- , 
\~ \ 

\ \ 
\ I 
, I 
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Figure 10-9 
-rcrn torlc, ,encd by local ,entCC airline, In the earl) 1960, 

(Counc,) R E.G Da\lc\ Collection) 

Waterborne Commerce-The Alter Company 
Unique among those identified with Upper 
Mississippi River commerce was the Alter Company, 
organi7ed in Davenport in 1916 by Frank R. Alter. 
The firm was engaged in processing and shipping 
scrap metal from the Quad Cities for more than a half 
century, starting with railroads and later by water 
when the nine-foot channel was completed. In May 
1960, Alter moved into the towing business with four 
open hopper barges and a single towboat named after 
the owner. Gordon L. Jones was hired as executive of 
the newly formed Marine Division and later 
promoted to vice president. Under his leadership, thc 
operation expa nded to five towboats and 148 barges 
by 1972 . Terminals were built at St. Paul and La 
Crosse in addition to the main base at Davcnport. A 
terminal in the New Orleans harbor provided 
cleaning, repair and Oecling facilities for the 

company \ barges. 

Except for the Diamond Joe line of past fame, the 
Alter Company was the only barge line located in 
Iowa . It concentrated its efforts on service in the 
"Middle Upper Mississippi," the area between 
Cassville, Wisconsin , on the north and HannibaL 
Missouri, on the south. Grains mO\'ed downstream 
and pho phate rock and coal upstream. The firm's 
outstanding features included the \ariety and 
frequency of services it offered shippers. It al 0 

provided somewhat unusual terminal operation by 
combining terminal and transfer facilities using 
railroad, truck and water to facilitate complete 
transportation services. The uccess of the Alter 
Company in offering low cost, reliable enice to 
Upper Missis ippi firms is a tribute to Iowa's 
co ntribution to inland waterway development. 
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1935 -----------------------------------,1935 
o Dat~ of Locol Ser vice C~rt j f i cat~ 

PIEDMONT • Dote of t erm inat ion of Service 
1940 - - - - - - - - - - - - - - - - - - - - - - - - - - - - - AVIAT ION - - - - - - - - - - - - - - - - - - - - - - - - 1940 

1945 

1950 - ------- 1950 

1955 - - - - - - - - - - - - - - 1955 

1960 --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 1960 

1965 - - - - - - - - - - - - - - - - - - - - - - - 1965 

1970 1970 

1975 - --- - - - - - - - - - - - - - - - - 1975 

1980 - - - - --
REGO Reclassified as Major Airlines Reclassified as Natio nal Airlines 

1980 

Figure 10- 10 
Ge nea logy of loca l service a irlines. 

(Co urtesy: R.E.G. Da vies Collectio n) 

Transportation Policy Issues and Conflicts 
in the 1960s 

Policy issues were presented and recommendations 
made in the Bax ter Rep ort. These are outlined briefly 
in the discussion which fo llows: 

Regulation and Fragmentation of State Authority 
T he Co mmerce Co mmi ss ion wa s admoni s hed for 

be ing too pass ive o n pro p osal s by shippers and 
ca rri e rs co nce rnin g ra te a nd route changes, acqu iesing 

in m ost cases to th e ir reques ts. Where the inte rests of 

th e sta te we re a rg ued befo re fede ral agenc ies , co urt s 
o r co ng ress io na l co mmittees, th e re was a multiplicit y 

of represe nta ti o n in so me in stances, in othe rs , none. 

Fo r co nsiste ncy, the G ove rnor 's office was sugges ted 
as a c lea rin g ho use fo r a pp rova l or di sapprova l o f 

a d vocacy p os iti o ns ta ken by state age nc ies in 

tra nspo rta ti o n ma tte rs . 

Service to Small Towns 
Sma ll town s experienced inc rea sed iso la ti o n fr om 
reduction s in both quan t it y a nd qua lit y of publi c 

transportation and wou ld be ex pected to suffer 
add iti ona l losses thro ugh th e threa t of " m od a l 

d e regu lat io n ." Declines in passe nge r se rvices , 

abandonment of fre ight a gency se rvice a nd / or 
re mova l of depots had bee n a progress ive st ra tegy of 
ra ilroad s during the postwar yea rs. Bra nch lines, 
consistin g of appro x imatel y 46 pe rce nt o f Class I 

railroad milea ges , we re pa rticu la rl y vulne rabl e fo r 
fur ther abandonment , a nd reg ula ted m oto r ca rri ers 

sought reli ef from ope rat ing requirements to se rve 
low volum e shippers. The iss ues we re wh e th e r or not 

the social goa l of low cost se rvice to small 
communities co uld be reconciled with th e econo mic 
objectives of th e carrie rs in choosing th e tra ffic whi ch 

wou ld re s ult in higher returns o n inves tment. On th e 
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ass umpti o n that preservati o n o f' sma ll tow ns a nd 
fa mil y fnrm s wa s a wid ely held politi clli a nd soc ia l 
goa l ro r Iowa, it was suggcs tt.: d th a t wht.: rcve r 
necessa ry, ~ u bs i d ies bc co nsid ered ro r net.: ded 
tra nsporta ti o n se n 'ices . Il owever, no sugges ti o ns we le 
made as to the so urces fo r such subsi di t.:s. 

Airport Planning 
ir po rt pl an ning po lic ies have bee n inc ludcd in the 

prev io us sec tio n. It was reco mmend ed tha t immedi a te 
for mula tio n of a sta tewid e reg io na l pla n be 
impleme nted a nd studies made wi th neighbori ng 
states o n the kasibi lity or constructi ng a mid­
continent airport designed to re lieve the congestion at 
O' Hare airport in Chicago and to function as an cast­
\\est interchange point. 

Highway Financing 
Di\ ision of responsibility between users and non­
users in financing future highways was a basic policy 
issue in high\Vay financing . Projections from 1967-
1987 indicated user deficits in primary roads and 
municipal streets and surpluses in the county road 
system under the current user fund distribution 
program. The state primary system was financed 
entirely through user revenues ~hile most of the 
municipal streets were financed b) non-user revenues . 
Both supported traffic loads in excess of their share of 
user re\enues. A change in the distribution formula 
was recommended. 

Conflicts between Social and Economic Goals 

Connicts were a factor in secondary road policies and 
urban transportation corridors. In 1968 the statc's 
highway system showed 81 percent of the total 
mileage cia sified a secondary roads, eight percent in 
primary roads, and II percent in primary and 
secondary extensions and city streets. Vehicle miles 
on primary roads accounted fo r 45 percen t of the 
traffic, on city streets for 36 perce nt, and on 
secondary roads only 19 percent. The large rural 
population in earlier years made extensive use of 
secondary roads, but as population dec lined , the 
roads carried a smaller proportion. The public cost of 
pro viding for low density high-cost highways per 
vehicle mile was dispropo rtionate ly high relative to 
the other systems. However, eco nomic modifica ti on 
or abandonment had to be ba lanced agai nst the 
poss ible loss of mob ilit y int o and out of rura l areas. I\. 
simila r ba lance was necessary in co nstructing city 
freeways as be tween the expa nsio n of the eco nomi c 

base of the cit y agai nst the soc ia l d isr uption of 
bu siness firm s, ho usin g a nd reside nts .. [ herefore, the 
sys tem pl an nin g wou ld need to be broadened beyond 
th e si ng ul a r goa l of physica l considerations to inc lude 
a combi nation of environmental, economic and ~ocial 
co n ccrn~ a difficu lt and ehallenging assignment in 
an evcr-cha ngi ng polltlca I atmosphere. 

Creation of a State Department of Transportation 
I\. sepa rate sec ti o n of the report developed the 
rat ionale fo r a State Department of -rransportation . 
1\. 11 fu nctions of the state agencies would be combined 
excep t for the rate and regulatory duties of the 
Commerce Commission. -r he Department would have 
the powers and responsibilities for develo ping and 
implementing a state comprehensive tramportation 
plan . I t~ establishment would provide the potential 
for solution of much of lowa\ policy problems, but 
the potential would not be automatlcall) reali7ed by 
Simply combining the agencies under one 
administration. The merits of the reorgani7ation la)-
in the new opportunities for integration of operations 
of the various modes and for the use of state and 
federal program~ capable of proVldlllg the tate ~Ith a 
more effective and efficent tramportation sys tem. 

Summary 

ational trends in modal relationships and changing 
transportation market were followed to a limited 
extent in Iowa. The merger mo\'ement of the railroads 
se rving the state was a microcosm of national pattern 
designed to adjust to increased competition of surface 
and air carrier. Flexibility of motor carriers v\as 
enhanced by construction of interstate high~ay and 
improvements in tate road ) tem . Inland water 
carrier gained through expan ion of bulk commodity 
traffic. Intermodalism, partlcularl) in rail-truck 
combination, began a 10\\ but teady e\'ohement to 
take advantage of the lov\ -co t feature of each mode. 
General aviation activity and commercial air 
tran po rtation of pa enger and mail howed 
substan tial growth, putting emphasis on further 
deve lopment of airports, safety and na\igational aIds. 
More \'ariety and frequency of waten\ay sen ice wa 
offered by the ne~ Iy organized Marine DiVision of 
the Alter Company in Davenport. Traditional trend 
in markets and modal relationships brought 
transporta tion i ues and connicts between SOCial and 
economic goals into public consciou -ne s. This 
stim ula ted proposa ls for a tate Department of 
Transpo rta ti o n as an agency with potential for a 
co mprehensive a nalys is and study of the tate's major 
tra nspo rtat ion prob lems. 
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