


204 Transportation in Iowa 

public ex pense, even when , as the users arc fond of 
saying, the waterways originally were provid ed by 
God. God docs not , however , keep the channe ls 
deepened and clear, nor does He dig canals. Until thi s 
situation is taken eare of, our transportation situation 
will still be lopsided in its regulatory aspects." On the 
land grant repeal, the publica tion further stated : "The 
savi ng to the railroads in actua l money will be 
material not including the hire of clerks who fi gure 
these rates as well as the relief from wear and tea r on 
their brains. Compu ting rates on gove rnmen t traffic is 
one of the most comp lica ted and detested routine 
duties of rai lroadi ng."1 

Other Railroad-Related Legislation 
The Reed-Bulwinkle Bill of 1948 lega li 7ed rate 
bureaus, exempting from anti-trust laws ICC 
approved agreements between or among two or more 
carriers relating to rates, fares, classifications, 
di\'isions, allowances or charges and procedures for 
joint consideration, etc. The Smathers-Harris Act, 
officiall) known as the Transportation Act of 1958, 
was designed to keep pace with changing economic 
and technical conditions. It authorized the ICC to 
guarantee up to $500 million in loans for maintenance 
or purchase of capital equipment, clarified the motor 
carrier agricultural exemption, and ga\e the 
commission greater authority over intrastate rates. It 
also repealed the three percent wartime tax on freight. 

Wartime Transportation Arrangements­
The Railroads 
Unlike conditions existing during World War I when 
railroads were taken over and operated by the federal 
government, there was no attempt in 1941 to 
duplicate the procedure. Instead, the Office of 
Defense Transportation (ODT) was created . It s 
authorit~ extended to all modes including private 
passenger cars and trucks, and its orders were not 
subject to judicial review. Under Section I of the act, 
the ICC already had broad powers over rai l sen ices 
dunng emergencies, and certain additional powers 
were granted over motor carriers in the Second War 
Powers Act of 1941. 

The ICC and ODT sought cooperation between 
shippers and carriers to meet the war emergency. 
Attempts were made to promote pooling of railroad 
freight and passenger cars, interchange of 
locomotives, elimination of round-about routing of 
trains , substitution of trucks or bu ses on short 
distance routes, coordination of traffic toward ports 

to meet ship and co nvo y departures, higher minimum 
ca rload s, diversion of certain types of traffic to water 
car ri ers, di sco ntinuance of lightl y used trains and 
branch lin es, di sco urage ment of pleasure travel, 
improved ma i n lena nce of motor vehic les and 
reduction s in th eir speeds. 'r he efforts resulted in the 
mo ve me nt of war a nd domestic traffic without seriou, 
conges tion and to the genera l satisfaction of all 
interests in vo lvcd a sharp contrast to the 
ex per iences of 1917- 1920. 

Motor Carriers and Highways 
The en try of the United States into the war brought 
German submannes to the Eastern seaboard and Gulf 
coas ta l waters, and by May 1942 they were sinking oil 
tankers a t a rate high enough to result in fuel 
shortages in the East. ODT shifted railroad tank cars 
from inland points to the East Coast. assuming that 
the trucking industry would fill the gaps. But the plan 
ran into the historical obstacle of state SI7C and v.elght 
laws, and the result was not only diversity but also 
chaos 2 Manufacture of automobiles v.as prohibited 
as plants converted to productIOn of tanks, aircraft 
engines and ordinance. ?'-:ev. car production fell from 
3.5 million units in 1941 to 610 in 1944. Tires were 
ralioned and recapped to conserve the dWindling 
supply. and the states were requested to reduce 
highway speeds to 35 miles per hour to save rubber. 
fuel and engine wear. 

By A pri I 1942, se\ere shortages forced gasoli ne 
rationing in the East. and by '\ovember they extended 
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to the entire nation. Four gallons per week were 
allowed for ordinary travel with exceptions for 
defense industry workers and farmers. To alleviate the 
hazards facing coastwise tankers, two crude oil 
pipelines were built by the federal government. The 
longest was the "Big Inch" from Longview, Texas to 
the New York-Philadelphia refining area. The line 
was 1,340 miles long, cost approximately $78 million 
and operated between 1943 and 1945. The "Little Big 
Inch" pipeline ran 154 miles from Corpus Christi to 
Houston , Texas and cost $6.1 million . The "Big Inch" 
was sold to the Texas Eastern Transmission Company 
in 1947 and converted into a natural gas pipeline. 

Wartime mobilization emphasized the dependence of 
the nation on highways. Studies in Michigan 
indicated that 13 percent of the defense plants 
received all of their materials by truck , and in most of 
the remaining plants at least half of inbound and 
outbound traffic came by truck. In February 1942, 
Thomas MacDonald announced that only a fraction 
of the 10 million defense employees could be 
accommodated by rail and bus facilities; the 
remainder would have to depend upon private 
automobiles. Rationing not only reduced non­
essential travel but highway revenues as well. The first 
to feel the pinch were the Eastern states, and in Iowa 
revenues dropped 33 percent in June 1942 compared 
to the same month in 1941. The Public Roads 
Ad mi nistra tion reported tha t nationwide gasoli ne 
rationing resulted in a decline of 35-40 percent in 
highway traffic in 1942 below the corresponding levels 
in 1941. States that had laws preventing the diversion 
of highway funds handled the restrictions without 
serious difficulty; those which allowed diversion 
suffered severe problems. But there were bright spots 
midst the gloom of war, restrictions and shortages, 
for motor vehicle accidents dropped drastically in 
1942, both in number and in the rate per 100 million 
miles of traveJ.3 

Wartime Earnings for the Western Railroads 
For the railroads operating in the Western District 
(west of the Mississippi River) between 1940 and 
1944, operating revenues almost tripled, average 
revenue per mile increased two and one-half times, 
and the operating ratio fell from 73.70 to 63.07. Iowa 
railroads shared in the prosperity as the state 
harnessed its people and resources to meet demands 
for increased agricultural and industrial output. 
Mechanization of farm machinery and a new hybrid 
corn assisted in reaching record production levels of 
farm products. Cash value of crops used or sold 

amounted to $12 .2 billion in 1945 compared with 
approximately $452 million in 1940. The number of 
industrial establishments, ranging from mall town 
manufacturers to giant firms in the large cities , rose 
from 2,540 to 2,965 between 1939 and 1947, doubling 
the number of employees and increasing values added 
from $243 to $671 million during the period. 

Operating over 8,900 miles of track , Iowa railroads 
increased net earnings from $21.2 million in 1940 to 
$63.3 million in 1944, and net earnings per mile of 
road rose from $2,274 to $7 ,357 in the years 1940-
1943. Rising operating costs resulted in petitions for 
increases of 10 percent in passenger fares , six percent 
on freight and three percent on agricultural products 
and edible livestock and animal products, effective in 
March 1942. The requests were approved by the ICC 
until May 1943 when they were suspended as no 
longer necessary or justified - the suspension to 
remain until six months after legal termination of the 
war. Revenue traffic within the state showed 
substantial growth in all categories except for fores t 
products , as indicated in Table 9-1. At the close of the 
1940s, revenue traffic continued at relatively high 
levels except for animals and products, a classification 
more vulnerable to truck competition (Table 9-2). 

The CMStP&P benefited from cancellation of 
commercial shipments through the Panama Canal. 
Heavy wartime traffic on the CNW offered optimism 
for the future , and indeed their operating revenues for 
1947 were the highest in the history of the company. 
But operating revenues are not net profits . Rowland 
"Bud" Williams, who had become chief executive 
officer in 1939 and president in 1944, saw the war 
years as well as those following as an era of spiraling 
costs of materials, supplies and labor. Taxes also were 
siphoning large amounts of earnings into state and 
federal treasuries. Believing that any hope of a 
profitable future would lie in reduction of fixed and 
operating expenses, he began a "housecleaning 
program" by abandoning 266 miles of branch lines, 
566 miles of side tracks and closing hundreds of 
stations and other buildings by 1943. Williams 
pointed out the differences in the operation of the 
railroads in two World Wars, stressing that federal 

J National Safety Council, Accident FaCIS 1973, Chicago: 

National Safety Council, 1973, p. 59 . 
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operations had cos t the taxpaye rs $2 mi llion per day 
ill World War I, whCl"ea ' the rai lroads pa id more than 
$3 mi ll ion pCI' day in ta xes during the second Wor ld 
War. 

fhc C B&Q, rollowing simil ar stra tegy, abandoned a 
sys tcm-widc total or 383 mil es or branch lines during 
the war years. One wa s th e li ghtl y used 22-mil e line 
from Mount Ayr to Grant it )', Mi sso uri in 1944, 
which led to what beea mc known as th e " Burlin gton 
Form ul a." Employees who round their posi ti o ns 
\\ orscncd through abandonments were prot ec ted by a 
displacement a ll owance. Ir the emp loyee lost hi s job, 
he \\ as to receive co mpensa tion ror the nex t rour 
)ears. The formula was used by the ICC in 
comparab le a bandonme nt cases throug h the 1960s. 

John D. Farrington headed the CR I&P since 1936 
\Ihen the rai lroad was struggli ng through 
reorgani7ation, but not until 1947, afte r 15 years and 
six months in the rederal courb, was the road 
returned to its owners. In 12 years Farrington 
abandoned 650 miles or branch lines and, no longer 

co ntent wit h a "Granger Road" la bel, induced 2,Ofi4 
industri es to locate on th e sys tem, produci ng $22.fi 
million annua ll y in freight revenues . In the eight years 
from 1936 to 1944 the com pany spent $70 million on 
impro ve ments, of which $ 19 million went into 
defer red ma intena nce and $51 million was charged to 
the ca pital accou nt. Later, expenditures on road and 
eq uipm ent brou ght th e total to $ I 10 million. 
Es tim a ted savi ngs by 1944 were approximately 57 
million per yea r, an d in Sep tember 1944, Farrington 
pro udl y announced tha t the road had $100 million In 
cas h a nd gove rnment securities. At the close of the 
100th anniversary year ( 1952), the CR I&P reached a 
newa ll -ti me record for gross Income 5213.9 
million and a net income of over 522.6 million . 
Common stock earned $13.57, and preferred, S32.43 
per share. From the early 1930s, ",hen the railroad 
had been frequently deSCribed as a case or total 
bankruptcy rinancial , physical and managerial the 
accomplishments of the Farrington regime ",ere 
nothing short of miraculous, and in 1952 hiS railroad 
was rated as second to none in the L'nlted States. 

Table 9-1 

Revenue Freight Carried by Railroads Operating Within Iowa, 1940-1945 

Classification 1940 1945 
(Millions of tons) 

Products of Agricuture 13.44 1 

Animals & Products 4.99 
Products of Mines 11 . 14 
Products of Forests 3.41 
Man. & Miscella neous 19 .6 1 
Less-Than-Ca rload 1.06 

Totals 53.65 

(Source' lo\\a Commerce Comm,s~,on. Annual Reports, 1941 and 1946) 
, Figure, rounded to the neare,t uni t 

25.93 1 

7.00 
16.93 
3.6 1 

38.03 
1.57 

93.07 

% Increase 

9~.9 

40.3 
51.9 
05. 
93.9 
48.1 

n .5 
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Table 9-2 
Revenue Freight Carried by Railroads Operating Within Iowa , 1940-1949 

Classification 1940 1949 % Increase 
(Millions of tons) 

Prod ucts of Agricuture 13.44 1 

Animals & Products 4.99 
Products of Mines 11.14 
Products of Forests 3.4 1 
Man . & Misce lla neous 19.61 
Less-Than-Car load 1. 06 

Totals 53 .65 

(Source: Iowa Commerce Commi sion , Annual Reports, 194 1 and 1950.) 
I Figures round ed to the nearest unit. 
2 Includ es forward er trafffic. 

Highway Construction Curtai led, 1942·1945 
Unti l 1941 approximate ly ha lf of the funds availab le 
for primary road co nstructi o n had been provided by 
the federa l government . In November, Pres ident 
Rooseve lt ordered that a n y funds used o n highwa y 
work be confined to those projec ts essential to 
national defense. By April 1942 th e War Produc ti o n 
Board stopped a ll hi g hway co nst ructi o n exce pt that 
wh ich had begun o n or before th a t da te, a nd no new 
projects in excess of $5,000 co uld be started un less 
certified as essent ia l to the war effo rt. Highwa y 
facilities to p rovide access to war-related insta ll ations 
were funded by the Defense Hig hwa y Act of 194 1 in 
the amount of $ 15 I milli o n to cover th e full cost. 
Allotments to states were no t based o n fixed fo rmulae 
but rather on the requirements of spec ific projects. In 
Iowa there were five installations that could qualify: 
the Iowa Ordnance Plant nea r Burlington , th e D es 
Moines Ord nance Plant nea r Ankeny, the Sioux C ity 
Air Base , the Fede ra l hos pita l nea r Clinton and the 
Naval Tra ining Base nea r Ottumwa. By 1943 all 
projects had been ap proved o r co mpleted . From 
August 194 1 to March 1945 th e vo lume of traffic on 
the Iowa primary road sys tem steadil y d eclined , 
resulting in falling revenues in the fund from sta te 

sources (Tab les 9-3 and 9-4). 

It was in the la tter yea rs of th e war that th e trend 
toward "ta nde m axle" se mi-traile rs became apparent. 
These ve hicles weighed betwee n 5 I ,000 a nd 56,000 

19 .80 1 47.3 
5.43 08.8 

16 .61 49 . 1 
5.79 69.9 

32 .84 67.4 
1.722 62.2 

82. 19 53 .2 

po und s gross and ca rri ed a payload of up to 34,000 
po und s. A few combinations used ta ndem axles under 
both trac to r truck a nd tra il e r , raising the g ross weight 
to about 59 ,000 po und s with a payload of 36,000 
po und s. Tire a nd loa din g economies made the la rger 
ve hicles attractive to o pera to rs, but th e state warned 
th a t th e pounding of heavy ve hicles would "defi nitely 
ha ste n th e da y when th e cross-state pa vemen ts wou ld 
have to be replaced ."4 

Throughout t he war yea r , regu lar or ord ina ry 
highwa y work slo wed perceptibl y. About 298 miles 
were paved , 151 mil es graveled, 277 miles graded and 
8 1 mi les bituminous surfaced , a nd o n June 30 , 1945, 
no uncomp leted primary work was under contract. 
Co nstruction ex pe nditures paid from th e primary 
road fund fe ll from $6.8 milli o n in 1941 to $55 1 
th o usa nd in 1945 , the lowest for any year since 1919 . 
Secondary road ex penditures declined from $ 105 
thousand to $198 in 1945, a nd funds spent on urban 
stree ts dropped from $1.1 milli o n to $ 18 thousand . 
Pr imary road ma intena nce varied between $4 .0 and 
$4 .9 million during th e fi ve-year period . 

, Iowa Sta te Highway Commission , Report of the State Highway 
Commission for the Period July I, 1944 to June 30, 1945, Des 

Mo ines: S ta te of Iowa , 1945, p. 19. 
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Table 9-3 
Average Daily Traffic on Primary Roads. 

1941-1945 

Average Daily Traffic by Month 

Month 1941 1942 1943 1944 1945 

Ja nun ry 1,098 1,094 679 796 7 10 
February 1,268 1, 120 844 790 755 
Ma rch 1,36 1 1, 192 883 764 865 
Apri l 1,528 1,275 959 836 887 
May 1,7 13 1,354 1,0 II 889 930 
J une 1,832 1,4 18 1,044 926 1,0 17 
Jul y 1,9 18 1,4 17 1,040 966 
August 2,094 1,473 1,050 972 
Sep tem ber 1,809 1,37 1 955 957 
October 1,674 1,222 887 938 
November 1,536 1, 154 824 839 
December 1,394 69 1 826 747 

Average 
Annual 
Daily 1,598 1,232 9 17 868 

(S01lree. 10lla Hlghlla, Comm""on. Ann1lal Report. 1945.) 

Table 9-4 

Primary Road Income. 1940-1945 

For Year Ending 
June 30 

1940 
1941 
1942 
1943 
1944 
1945 

Primary Road Fund­
State Sources 
(In thousands) 

$ 19,298 
20 ,799 
2 1,3 11 
18,346 
17,5 17 
17,855 

(S01lree. Iowa Highway Comm";lon. Annual Report. 1945 .) 

The PostWar Years 
Railroad Problems 
As measured by freig ht to n-miles a nd passe nger­
miles , 1944 represented a peak in ra il road moveme nt s. 
The 747 mill io n ton-mi les (68.6 percent of the tota l) 

were the hi g h e~ t repo rted until th e 1970s, a nd the 98 
mi ll ion pa sse nge r-mil es were do uble that of 1920. fo r 
fo ur yea r ~ passe nger se rvice wa5 profitable , but by 
1949 the defi ci t reached $650 mi ll ion and continued at 
a so mew ha t lesse r amo un t through 1970. Termination 
of Europea n hos ti liti es in Ap ril a nd the Pacific War 
in Au gust 1945 res ulted in a decl in e in every item of 
railroa d perfor ma nce in 1945 , compared to 1944. 
Reve nue ton-mi les fe ll near ly 26 percent and the 
average length of hau l over six percent. It took more 
th a n 85 ce nts of each revenue do llar to cover 
ope ra ting ex penses for the first five months of 1946 a~ 
aga inst slig htl y over 67 cen ts in 1945 . For the 12 
months end ing in March 3 1, 1946, the rate of return 
on properly investment averaged 2.56 percent, 
com pared to 3.9 1 percent for a similar period In 1945. 
Fifty-nin e Class I railroads failed to earn interest and 
rentals d uring the first quarter of 1946. of which 23 
were in the Western District. 

Alarmed by an innated wage and price level and the 
prospect of rep lacing heavy retirements of worn out 
or obso lete equipment and motive power, the Class I 
Carriers on A pril 15, 1946, req uested permission to 
raise freight rates by 25 percent, with exceptions. 
effective May 15, on one day's notice . On April 26. 
the ICC opened hearings on that part of the request 
concerning short notice and simultaneousl) reopened 
the 1942 case. then in a tate of suspension 5 

Supplemental petition for imilar increases were filed 
at the same time by domestic water carriers and 
freigh t forwarders. Petitions for intervention. but not 
ra te increases, were filed by motor carrier bureaus 
representing approximately 1.000 trucking firm 
operating throughout the Western District. 

The suspended increa e were restored on June 30. 
1946, amounting to ix percent on general traffic and 
three percent on agricu ltural products. animal and 
produc ts and products of mines. The hort notice 
petition in the new case was denied pending public 
hearing v.hich were held throughout the nation 
during the next fi\e months. and on December 6. 

\ Increased ROles. Fares and Charges. 2(>-1 tCC (>95 (19-16). The 
obJcc(l\c or the earners lIa, to secure rate In rem,es which . If 

apprO\cd. would add appro"matel) one billion dollars 10 their 
opera ti ng revenues. the largest single rate Increase Since 1920 
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1946, rail and water common carrie rs were aut ho ri zed 
an increase of 17.7 percent effective January I, 1947. 
Further increases were granted in 1947 a nd 1948. 

In June 1950 the United States , together with its allies 
in the United ations, began effo rts to repe l th e 

orth Koreans from overrunnin g Sou th Korea . 
Before the transition to a peacetime eco nom y co uld 
be satisfactori ly accomp lis hed , additional burde ns of 
rearmament were thrust upon th e nation . The 
problems were not eased by wid es pread railroad la bor 
disputes which resulted in federal possession , con tr o l 
and operation of Class I ra ilroads und e r Preside ntial 
directive as of August 27; no r th e replace ment of 
equipment retired in the ea rl y postwar pe ri od . Freight 
car shortages developed due to th e need s of the 
military and the higher leve ls of d emand from 
agricultural, industrial a nd commercia l 
transportation. 

The inflationary trends resu lting from th e Korea n 

War and the yet unfilled requirements of th e eco nomy 
translated into proposals by railroads and other 
common carriers for add itional rate increases a nd 

curtailment or e limin ation of unprofitab le se rvices. 
Higher wages, materials costs, taxes , a nd di versio n of 

traffic to motor and water carriers prompted req uests 
which came a lm ost an nuall y during the 1950s . The 
ICC's Bureau of Econom ics and Statist ics es tima ted 

that the cumu lative increases a uth o ri zed from 1946 to 
1960, including the exemptio ns, ave raged 115. 2 

percent. H owever, the higher rate level did not 
foresta ll the d ecl ining trend in th e rate of re turn on 
pro pe rty investment , which dropped fro m 6.58 
pe rcent in 1942 to 2.86 in 1959 (Tab le 9-5). 

.Table 9-5 
United States Railroad Rate of Return on Property 

Investment, 1940-1959 

Rate of Rate of 
Year Return (%) Year Return (%) 

1940 3.02 1950 4.34 
1941 4.41 1951 4. 16 
1942 6 .58 1952 4 .54 
1943 6.03 1953 4.55 
1944 4 .87 1954 3.51 
1945 3.90 1955 4.54 
1946 2.82 1956 4.27 
1947 3.53 1957 3.62 
1948 4.36 1958 2.91 
1949 2.9 1 1959 2.86 

(Source: From 1940 to 1950. ICC Tron SpO rlOlion Slalislics in Ihe 
Uniled Sloles. From 1950. ICC Annual Rep0rls.) 

Table 9-6 

Revenue Carload Freight of Railroads Operating in Iowa, 1949-1959 

Classification 1949 1959 
(Millions of Tons) 

Products of Agriculture 19.80 
An imals & Prod ucts 5.43 
Prod ucts of Mines 16 .6 1 

Products of Fo rests 5 .79 
Man. & M iscellaneous 32 .84 
Less-Than-Ca rload 1.721 

Tota ls 82. 19 

(Source: Iowa Commerce Commissio n. Annual Reporls. 1950 and 1960.) 
I Includes forwarder traffic . 

18.50 

4.30 
16.67 

8.34 
35.76 

/.51 1 

85.08 

Percentage Change 

-06.5 
-20. 8 

30.6 
8. 1 

-12.2 

3.4 
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Operations in Iowa 

In 1950, I ~ lass I ra ilroad s operati ng in Iowa 
repor ted ea rn ings of $5 1.7 mi lli on o r $6,933 per mile 
of road : and in Dece mber 1955 , net ea rnings averaged 
$53.6 mi lli o n or $6,275 per mi le. The Korean Wa r 
a rmisti ce, dec li ning traffic in fa rm prod ucts a nd the 
intensive co mpetiti on of ot her mod es, reduced 
ea rnings dra sti ca ll y during the seco nd ha lf o f the 
deca de. Net earni ngs ave raged $25. 1 mi ll io n or $2,604 
per mil e of road , dro ppin g by 1960 to $ 13.8 mi lli o n 
a nd $ 1,655. On November 1, 1960 , th e M&St L wa s 
acquired by the CN W, reducing the number of Class I 
road s to II . Trend s in reve nue freight showed a n 
overall increase of les than four perce nt during th e 
1950s as losses oecurrcd in products of ag ri culture, 
a nima ls a nd products and less- th a n-ca rloa d freight. 
Virtually no cha nges were o bserved in the movement 
of mine products. Increases were reco rded in 
manufac tured and forest products (Tab le 9-6). 

Meanwhile, motor freight ope ra ti o ns within a nd 
throughout Iowa showed su bsta ntia l ga ins ove r the 
1940-1950 period. From three milli o n tons car ri ed in 
1940, the volu me rose to slightl y und er 10 million 
tons by 1959, and by the sa me yea r, a n additional five 
million ton were handled by liquid motor carriers. 

Trends in Railroad Passenger Service 
The cyclica l passenger decline in vo lum e was reversed 
during the war years but fell back into prewar 
patterns afterward . Regu la ti on hampered wholesa le 
curtailment of serv ice, normally a sta ndard practice in 
unregulated indus tri es whe n dema nd falls over long 
periods. Restrictions had been built int o statutes 
regulating rai lroa ds, and state co mmissio ns ruled on 
abando nments with little or no consi tency . The 
Transportation Act of 1958 gave the ICC au th ori ty 
over discontinuance of inter- a nd intras ta te passenger 
service and could overru le sta tes when na tiona l poli cy 
judgments indicated tha t th e se rvice should be 
terminated. The poli cy was suppo rt ed by the ra ilroads 
in the belief that more co nform ity in abandon ment 
cases would resu lt. In the sa me yea r ( 1958) 
commercial air lines introduced je t service, adding a 
new dimension of speed to their schedules, and 
another negative factor ca me in 1967 when first-c lass 
mail was sh ifted fr om ra ilroad passe nge r tra ins to 
a irlines. By 1970,24 ra ilroad s opera ted 547 pa ssenge r 
tra ins, down from a pprox imately 20,000 in 1920. 

Realignment of the Service in Iowa 
A lth o ugh tre n d ~ we re unfa vo rable, relative ly 
widesprea d se rvice wa~ avai lable in Iowa in the 1950\ 
but deteriorated in various stages soon thereafter. An 
Iowa S ta te University resea rch project analY7ing the 
influ ence o f smal l citi es' intercity trans portat ion on 
regio na l urba n goals notcd th a t of 54 stud y region 
co unti es, o nl y Deca tur o unty was not covered by a 
pa sse nger ro ute in 1950, a nd on ly eigh t study county 
sca ts wcre no t directl y se rved by scheduled routes . 
Ne lso n o bse rved th at " 1960 appea red to be the 
turnin g point ," and except for ro utes con necting 
majo r citi es, a lm ost all se rvice vanished by that year. 
Ten yea rs la ter, th ere was practically no passenger 
se rvice available. 6 

By 1955 th e CNW had reduced passenger service to 
fi ve transcont inental trains in each direction. 
Disagreeme nt between the road and the P over 
service a nd di vision of revenues resulted in the 
October 30 decisio n to tra nsfer the trains between 
Counci l Bluffs a nd hicago to the CMSt P&P , a 
bitter blow to resi den ts using the former schedules . 
Henceforth , the familiar yellow streamliners would be 
routed thro ugh Manilla, Perry and Marion, to the 
deligh t of those ci ties. To counter the change. the 
CNW substi tuted three new trains in Illinois and 
Iowa. The Corn King was an overnight train ",ith 
coac hes, pullma ns and a diner, and the daytime 
Omahan provided coach, parlor car and dining 
service. The third, appropriately named the Kale 
Shelley, ra n from Chicago to Boone. But the bloom 
was off the CNW's passenger busine s for the train 
were not profitable. Eventuallj, the Kale Shelley \\as 
cu t back to Marshalltown, then to Clinton, and on 
Ma y IS , 1960, pa engel' train between Council 
Bluffs and Clinton made their final runs and pa sed 
into hi tory. ot one train on the C \W's lines 
remained in se rvice in Iowa, which meant that the 
sta te a lso los t some mail and express en Ice oyer 
the e route. 

• R. 1.. Carstens. Project Director. {nlegraled Analysis (~f Small 
Cilies {Illercill'- Transportalion 10 Facilitale Ihe 4clllevemenr of 
RegIonal Urban Goals. U.S Department of Transponallon Repon 

o. DOT-TST-75-13. Wash! ngton. 0 C. Go\t~rnment Pnnllng 
Office. June 19 74. p. 1_2: Paul . Nelson. "Rise and Decline of the 
Rod Isla nd Passenger Train In the 20th entur)." Annals ,,({OIl'D 

41 No . 2 Pa rt \I (Fa ll 197 1): p. 760. 
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By the sixties, the C B&Q 's Zephyrs were running 
deficits . Gradua lly their streamliners in Iowa were 
terminated , and in 1968, the Californa Zephyr was 
recommended for aba nd o nment but give n an 
additional yea r of life by the ICC. Shuffled also were 
the transcontinen ta l schedules of the CMStP&P, 
reducing the five crack strea mliners to two dail y and 
dropping th e Mid- West Hia watha which had begun 
operations in 1940. In June 1954 a Talgo-type 
lightweight streamliner na med the l ei R ocket was 
ordered by the CR I&P a nd made its first appearance 
in Des Moi nes in 1956. It cost $788,000 , consisted of 
10 coaches , featured a low center of gravity and 
weighed about ha lf as much as the conventional trains 
of the same length . Built by General Motors, the 
design allowed the tra in to take curves a t high speed 
through the addit io n of wheels in the center of the 
cars. Initially it ran between C hicago and P eo ria , but 
operatio na l problems forced the train off th e main 
line and into su burba n service where it re mained until 
1965. By 1967 most of the CRI&P mainline trains had 
been di sco ntinued except for those operating between 
Ch icago, Peoria a nd Des Moines. 

I. I /I'f' /, ,- I 

• -The Chicago. Rock Island & Pacific Jel Rockel in Des Moines. 
(Courtesy: Au th or) 

The Chicago. Rock Island & Pacific Jel Rockel in Des Moines. 
(Courtesy: Author) 

Electric Interu rbans 
There were eight electric interurbans operating in 
Iowa in 1950. One, the Ta ma and Toledo, was 
abandoned in 1953 and four, the Cedar Rapids a nd 
Iowa City; D es Moines and Central; Fort Dodge, De 
Moines and Southern ; and the Waterloo Rai lways, 
were recl ass ified as Class II railroad s in 1954. These 
four operated 260 miles of tracks a nd had $186 
thousand in net railroad operating income in 1950. 
The remaining three were the Charles City Western , 
Mason City and Clear Lake and Southern Iowa 
Railwa ys, with only 60 miles of track and a net 
income of $24,543. The Waterloo Ra ilway was 
formed by the CRl&P and IC in 1958 to acquire the 
Waterloo, Cedar Rapids and Northern and was 
integrated into the IC in 1970. The D es M oi nes 
Central and Fort Dodge, D es M oines a nd Southern 
became part of the CNW in 1968 (Fig. 9-1 , p. 2 14). 

Federal Aid to Highways 
Huge wartime savings created an insat ia ble demand 
for consumer and industrial products including 
a utomobiles and truck s. Nationwide, registrations 
grew by 22 and 35 percent , whereas in Iowa, the 
growth was 36 and 55 percent. The end of ra ti o ning 
and emergency speed controls resu lt ed in an increase 
in highway trave l of approximately six percent 
nationally and was to continue a t a high leve l for 
decades . But the highwa ys were in poo r condition to 
receive the acce lerated traffic since wartime 
restri ctions prevented ma intenance , a nd structura ll y 
the roads were in worse sha pe after tha n before the 
war. 

The Federal Aid Act of 1944 authorized $500 million 
annually for the first three postwar yea rs, di vid ed into 
$225 million for th e federal-aid prima ry system (A 
sys tem) , $ 150 million for principal second ary and 
feed er roads (B system), and $ 125 milli o n for 
improve ment of urba n ex tensio ns into and thro ugh 
cities with populations of 5,000 o r m o re (C system). 
In the same act , Congress establi shed a Natio nal 
System of Interstate Highways, requiring the states to 
select roads located so as to connect by direct routes 
the principal metropolitan areas. The total system was 
not to exceed 40 ,000 miles. By the legisla tion , sta te 
highwa y departments were brought act ively into cit y 
and regional planning. 

On June 29 , 1956, President Eisenhower signed the 
Federal Highway Act of 1956. Twenty-four billion 
dollars were authorized for the Interstate System for 
13 years, with the states' contribution to be a bo ut $2.5 
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bi ll io n. It was ex pec ted to provide for traffic needs 
a nti c ipa ted in 1975 . ubseq uc nt ly, th e sys te m was 
formall designated as the "Na ti o na l Sys tem of 
Inte rsta te and Defense Hig hways," and ex pand ed to 
42,500 miles. in 1978, t he F I-IWA es tim a ted t ha t th e 

sys tem would cos t 104.3 b ill io n. Jt wa s 92 pe rcc nt 
completcd by J an uary 19 79. Prior to 1954 , fed e ra l 
app ro pri a t io ns we re mad e thro ugh th e U. S. Treas ul'y 

fr o m funds co ll ec ted o n fu e l a nd exc ise taxes o n 
motor vehic les. Afterward, fed e ral ta xa ti o n a nd 

hi g hway fu ndin g fo r inte rsta te co nstru cti on were 
lin ked to ge th e r by a hi ghway tru st fund fr o m whi ch 

federa l funds would be paid . The prog ram was se lf­
fina nced in that pay ment s co uld no t exceed th e 

bala nce in th e fund exce pt throug h acc umulat io n o f 
surpluses. It was a pay-a -yo u-go ys tem , or as so me 

people co mpla ined, "pay-befo re-yo u-go." 

Standards gove rning ph ys ical dime nsions, co ntrol o f 
acces , a nd o ther de ign features ha d to be approved 

by the Secretary of Commerce (after 1967 by the 
Secretary of Transportation). M ax imum weight a nd 
wid th limits were presc ribed fo r motor trucks 
operating on the Inte rstate System. Fund co uld be 

denied any state permitting opera tion of ve hicl es 
heavier or wider tha n specified after Jul y 1956, o r 

those which o n tha t date cou ld be lawfu ll y o pera ted 
in the state, v, hichever was grea ter. W eig hts were 
"frozen" at 18,000 po und s o n a si ngle ax le o r 32,000 

pounds on a tandem axle, gross weights a t 73,280 

pounds and width a t 96 inches. About ha lf of the 
states permitted weig hts greater than th ose s pec ifi ed 

at that time . The federa l government a ppro priated 90 
percent and the states 10 percent of th e funding for 
interstate construction, but th e ABC program 

remained at a 50-50 percent matching bas is until 1973 
when the federa l share was inc reased to 70 pe rcen t 7 

In 1959 a number of changes were made in orde r to 
provide for increased funding. T he federal motor fue l 

ta x was raised from three to four ce nts pe r gallon for 
the period October I, 1959 to June 10, 1961. After 
that date, the one-cen t fuel increase was to be 

replaced by o ne-ha lf of th e 10 pe rcent exc ise tax o n 
new automobile and five-eighths of th e eig ht perce nt 
tax on motor vehicle parts a nd accessories, to be 
effective from 196 1 to 1964. No ne of th e reven ues 
from the two excise taxe had bee n prev io us ly 
dedicated to the fund. 

Highway Issues in Iowa 
After 1945 it a ppeared that cha nges would have to be 
made in Iowa road financing. M a tchin g fund s from 

sta te so urccs fo r seco nd ary road s were a mpl e, but it 
wa s diffi c u lt to co ntinu e prim a ry roa d improvements 
und e r limits placed o n ex penditures from the primary 

road fund . In 1947 th e General Assembly created a 
II ighwa y I nves ti gat ion Committee to stu d y highway 

prob lems a nd re po rt to th e next session. The 
co mmittee was chaired by Senator J . T. D yk house of 
R ock Ra pid s a nd inc lud ed three se nato rs, four 

re presen ta ti ves a nd four pri vale citizens. C lyde 
Coykc nd a ll o f Ames was the Admini strative 

Ass is tant. Th e re port of ovember 1948 
reco mm end ed a pay-as-yo u-go sys tem covering 20 

yea rs, cos tin g a n es tim ated $943 million on the basis 

of 1948 pri ces. From this amount, $428 million would 
be req uired lo pave 2,200 mil es of graveled or 

unsurfaced primary roads and the remainder to 
"p rovi d e eve ry reasonably located farmhouse a 
surfaced roa d out l e t. '~ 

To raise th e additional $ 14 .2 million annually to 

finance the program , it was recommended thal motor 
ve hi cle registration fees would be increased, including 

a $ 10 fee o n farm tractors driven on the highways. 

Use and sales taxes collected on new motor vehicles 

, Charle~ A Tafr. "CommerCial Motor Tran\portatlon.~ 

Transport TopICS (January 9. 1978): p. 22 Since the Highwa) ACI 
of 1916, apportionment of federal fund> among the slates for 

primary road~ was ba>ed on a formula consisting of three crnena. 
each haVing equal weight: (I) the area of the slate relame to the 
to tal area of the nation; (2) the population of the >late relall\e to 

population of the nation, and (3) the rural road mileage relalne 10 

the total mad mdeage of the nation. For secondar) roads. the 

formula remained the ~ame except that rural populatIOn \la, 
SUbsllluled for general population and for urban area \la based 
on the ratio of population In municlpailties o\er 5.000 10 

populatlom In other urban centers In all states a, sho\l n In the 

Federal Cen;u~. For the Interstate program. the lunds \I ere di\lded 

b} two-thirds In the population ratiO" one-s"th b) IOlal area, and 
one-si"h b) rural mali deh\er) and star route, 

, Report 0/ the Hlghll"ol Im'estigallon CommuteI' Created bl 
Chapter 351 Laws 0/ the FI(tl"-second General Assemblr. 
NOl'ember 15. 1948. Dcs MOine,. tate of 10\la. 1940 The 
commlltce lound much to commend and little to CritiCize \\ Ilh 
res pect to lo\\"a', hlgh\\a) progress. The) Slated that the road la\\, 
were fundamentall) sou nd and that the hlgh\\a) program "had 
bee n kept rcasonabl) free from graft or ,candal." Tenure of 

hlghwa) engineers In both state and count) orgalllzatlOllS had been 

Illtle mnue nced b) changing political adnllnlStrallons E""enllal 
features of the proposed program \\"crt' ,ummarlzed In the Dl!s 
Moines Register. December 31. 194 ; 10 \l a tate Hlgh\\a) 

Comnll"lon. Report ,,(the Statl! Highll'ar CommisslOTI/or rhe 
Period July I. 1947 to JUlie 30. 19-1 '. Des t- tome, lUte of iL)\\;}. 

1948, p. 8, 
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and parts , tire and accessories but not used for 
highway purposes wou ld be added to highway 
revenues . All road taxes would be placed into a sing le 
state fund and di vided as follows: 48.5 percent for 
primary roads, 45 percent for seco nd a ry a nd farm-to­
market road s and 6.5 percent for municipal roa ds and 
streets. No increases were proposed in the gaso line 
tax which had been raised to four ce nts per ga ll o n in 
1945. The program was supported by Governor 
Beard s ley and the newly orga ni zed Good Roads 
Association and an amend ed ve rs ion was a d o pted by 
the Ge nera l Assemb ly in 1949. 

The ceiling of $ 17 million in th e prima ry road fund 
was removed , as was diversion of the excess amount 
above this limit to the farm-t o-market fund . A Road 
Use Tax Fund was created, a nd di stributi o n to th e 
various systems was changed to allow 42 perce nt to 
primary roads, 50 percent to secondary road s and 
eight percent for city streets. The new formula 
increased the primary road fund to $27.4 million fo r 
the fisca l yea r endi ng June 30 , 1950, o r $ 10 .5 million 
over the previous limit. An additiona l one cent 
gaso line tax was aut ho ri zed in 1953 to be used 
exclusive ly for paving of graded prima ry roads. 

There were few object io ns to the new road plan, and 
progress on secondary road work proceed ed be tween 
1948 and 1953 at a rate that would prov ide the a ll­
weather surfaced highways to rural ho mestead s ea rlier 
than schedu led. Nearly three-fourths of the sys tem 
was surfaced by 1954. Primary road co nstruction , 
however, did not meet ex pectatio ns . By 1954, $ 130 
million had been spe nt with ove r $750 milli o n still 
needed to complete the progra m . One of the major 
problems was heavy traffic, projected to increase 33 
percent by 1960 but a lread y up 38 percent from 1949 
to 1954. Ea rl Hall , ed ito r of the Mason City Gazelle, 
commented early in 1955 " tha t the ta sk of est ima ting 
future road needs ca ll s fo r an imagina ti o n that just 
doesn't seem to be present in th e hum a n a nimal. " 
Road problems like those found ge nerally in 
transportation never end . Planning, whether for five , 
ten or twenty years , unfortunately at times implies 
that problems are so lved when the programs are 
completed. Accurate forecasts a re diffi cult when 
econo mic and socia l conditi o ns change, weather 
cannot be co ntro ll ed a nd heavy traffic wears out the 
pavements. Fred White clea rl y stated the frustration 
of road builders in 1920. " By the time we get the 
roads paved , t he first of the m will be worn out and we 
wi ll be ready to sta rt aga in . So let's go forward into it 
wi th our eyes wide o pen that we are starting 
so mething that we shall never fi nish . ''9 The prob lems 

faced by highway officials in the interve ning yea rs 
ce rtainl y supported the wi d o m of these words. 

The legisla ture had provided for a farm-to-market 
road system of so me 10 ,000 mil es (not exceed in g 10 
percent of th e highway mileage of th e county), but 
federal-aid seco ndary funds matched with sta te funds 
were ava ilable for ex penditure on a larger approved 
federal sys tem, encompass ing 33,000 mil es . Upon 
reco mmendation of the highway co mmiss ion , the 
Genera l Assembly passed a Fa rm-to-Market Road 
Act in 1947 authorizing a fa rm-to-market sys tem of 
not more than 35,000 mi les of seco ndary roads and 
directing the commission to "equitabl y di vid e th e 
mileage of the sta te among all of the counti es. "10 The 
act also provided that a portion of the farm-to-market 
road fund should be allotted among co unti es in such 
a manne r as to eq ualize, insofa r as poss ible, the 
condition of construction or reco nst ruction in a ll 
sections of the state. This fund officially beca me 
known as th e Farm-to-M a rket Equalization F und . 

From 1913 through 1949, hi ghway resea rch by the 
commission was conducted o n a n info rmal bas is, 
specifi ca ll y geared to individual projec ts with few 
publicati o ns summari zing the result s. In 1950, a 
Highway Research Board wa s created whose 
membe rs included the dea ns of engineering a t the 
State University (University o f Iowa) a nd the Iowa 
State College, six county engineers and three 
co mmiss ioners. Mark M o rri s, formerly the 
commission's traffic officer, was appointed director. 
In 1960 the pos ition of director was a bo li shed , a nd a 
Highway Resea rch Department administered by a 
resea rc h enginee r was es ta bli shed to coo rdinate 
program s with other de partments a nd ad ministrators . 

Man-made and natural forces combined to make 1951 
a diffi cult yea r fOf road building and maintenance . 
Steel and cement shortages resulted fro m the Korean 
War, a nd national rearmament prevented initi atio n of 
paving a nd bridge projects and comp letion of others. 
Nature ca used more pro blems. Snowstorms in March 
exceeded any prev iously recorded during that month, 
a nd the spring brea kup was the most destructive of 

9 Geo rge S . May , "Post Wa r Road Problems." Palimpsest 46 No. 
2 ( February 1965): pp . 11 6-1 28 . 

10 LAws oj (he General Assembly , Cha pter 162 (1947) . 
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road surfa es since the ad ve nt o f modern hi ghway 
co nst ru cti on. Floods in the spring ha lt ed hi ghwa y a nd 
bridge work, a nd crews were id Ie I for wee k ' . T he 
si tua ti on did not improve ma te ri a lly until 1953 , th e 
mos t producti ve yea r since th e end of Wor ld War 11. 
The blac k-painted ce nter line was di sco ntinued in 1954 
and rcp laeed with a dash-rerl ec tori/ed white 
ce nterline a nd ye ll ow no- passing lines on a ll heav il y 
trave lcd road s. During th e fi sca l yea r end ing June 30, 
1956, a ll paved roa ds were ma rked , a nd a n add iti o na l 
1,033 miles of bitumino us surfaced hi ghways were 
sc heduled [or pa inting b fore the spring of 1957 . 
When co mpleted, all primary roa ds except th ose 
surfaced with gravel or c rushed roc k wou ld show th e 
new line . 

IOWA'5 INTERURBANS 

Administrative Changes in the Fifties 
Fred White, Chi ef ~ n g in ee r for the hi ghwa y 
co mmi ss ion fO l- 33 yea rs, retired in 1952 and was 
appo inted onsulting Eng ineer unt il 1954. He was 
succeeded by Edward r . Koch who resigned after two 
yea rs to ente r pri va te indu stry. His replacement was 
J o hn G. Butter, Admini strative Engineer since 1948, 
a nd a lo ng tim e empl oyee of the commission who 
served until 1960, when L. M. Clauson was appointed 
to th e posi tion . In th e first 39 years of eommi~sion 
hi story, on ly two chi ef engin ee rs had directed the 
hi ghway progra ms; Thomas MacDonald from 19 13-
19 19 a nd Fred White from 19 19- 1952. The record of 
th eir accom pli shme nts on both state and national 
levels is we ll -documented in the highway progress 
made under their supervi sio n. 
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Figure 9-2 
Proposed loca li on of eaSl-weSl Iowa lo ll road, 1954. 

(Courtesy: The Inili a l Feas ibilil y Repo rt on The Proposed Iowa Turnpike - Jul y 20 , 1954, Coverd al e & Colpill S, Co nsulling Engineers. ) 

The Toll Road Proposal 

Historicall y, three genera l so urces of funds have been 
used for highway improvements. Property taxes were 
an important revenue base prior to 1920 and 
continued to provide revenues for counties and 
municipalities. A second source co nsi sted of ve hicl e 
registration and title fees, operator lice nses, gasoline 
taxes, taxes on tires and accessories, use ta x on the 
purchase of vehicl es a nd special taxes on for-hire 
carriers or larger trucks. A third so urce was tolls 
collected directly from road users. In the early 
postwar years when highways were in poor condition 
through wartime neglect, toll road s beca me popular. 
They had the a d va ntage of improving highway travel 
quickly without o bligat ing state funds and were 
financed by the sa le of revenue bonds to be repaid 
from the toll cha rges. 

By the ea rl y 1950s the toll road bandwagon was 
rolling. Pennsylvania started the trend in the 1930s, 
building a four-lane superhighway between Pittsburgh 
a nd Harrisburg, and toll road authorities had been 

created in 15 sta tes including Indiana, Illin ois and 
Kan sas. By 1954 there we re 1,382 mil es of toll road s 
under construction at costs es tima ted at $2.5 billion 
and plans mad e for an ad ditional 3,314 miles 
es timated to cost $3.75 billi on. If and when th ese 
highways were built in the sta tes east of Iowa, it was 
visualized that a tremend o us increase in traffic would 
be fed into Iowa's a lready overburdened roads. This 
prospect led th e General Assembly to aut horize the 
highwa y co mmi ss ion to st ud y the fea sibility o f 
building and ope ra tin g a n east-west toll road to be a 
modern , four-lane , limited-access highway of 
a ppro x imately 300 mil es. 

A report wa s prepared for the commiss ion on Ju ly 20, 
1954 and delivered to Governor Beard sley on August 
4. The principa l conclusion was " that construction 
and operation of an east-west toll roa d ac ross Iowa , 
including a new bridge over the Mi ss iss ippi Ri ve r 
from a new river crossing (Illinois State Road No. 20) 
near Davenport to a co nnecti on with Primary Road 
U.S. 275 nea r Council Bluffs by way of Iowa City , 
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Newton. Des Moines and At la ntic. appears to bc 
eco nomicall y feasible in 1959 if bond s ca n bc iss ucd 
a nd so ld bea ring an annual ra tc of 3.5 perccnt 
int erest."11 rhe road was es timated to cos t $ 180 
million . financcd by bonds which ou ld be rctircd In 
2 1 yea rs from recc ipt of to ll s (fig. 9-2). 

In 1955. a n Iowa Toll Road Authority was crca tcd 
entirely separa te from the highway co mmi ss ion to 
construct and ope rate thc road . The age ncy ca mc int o 
existence and was working with consu lting engineers 
on road design at the sa me time that the national 
interstate program (which would not include toll 

roads) wa s bein g formulated by the fede ral 
gove rnment. Iowa's portion of th e interstate pl an was 
so mew ha t over 700 mil es, running cas t to west in the 
ge nera l vicin ity of th e proposed tol l road a nd north to 
so uth in two segments, one in the vicinity of U.S. 65 
a nd 69 and the other a long a road bordering the 
Misso uri Ri ve r betwee n Ham burg an d Sio ux City. 
-r hi s progra m delayed work on the toll road, and in 
1957 the Authorit y was a boli shed. federal funds for 
th e inters ta te sys tem became availab le in 1957, and 
Iowa quickly took adva ntage, contracting for $13 
mi ll ion of co nstruct ion in the same year (Fig. 9-3) . 

hgurc 9-3 
The lo"a ponlon of Ihe onglnal4 1.000 mll~ Nallonal Sy'tcm of Interstate and DeI~n,e Hl ghwa~, totaled '11 mile, 

(Coune,) Iowa HIgh wa y Need, SlUd~ 1960-1980) 

" Iowa State HIghway CommISSIon. Report o(lhe (01,' 

Highll'GI' Commission/or Ihe Period illil I. 195410 illlll! 30. 1955 

Des Moines .• tale of Iowa. 1955. p. 6. 
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Inadequate roads and bridges typica l of the state primary road sys te m in the 1950s. 
(Co urtesy: Iowa Highway Needs Study 1960-1 980) 

Highway Improvements and a New Study 
Committee 
At the close of fiscal 1955, over half of Iowa's pa ved 
roads were 25 years old or older, 3,272 miles having 
been built before December I , 1931 . Payment of 
principal and interest on county bonds , diversion of 
primary road funds, and the necessary construction of 
almost 5,000 miles of addit ional primary roads made 
imposs ible the moderni zation of 25-year-old, 18-foot 
pavements as fa st as traffic warranted. There were 
three major critis ims of Iowa's roads: (I) narrowness 
of pavements , (2) narrowness of bridges and (3) lip 
curbs. Pavement widening sta rted in the fall of 1953 
on U.S. 30 between Ames and Nevada where three 

feet of concrete were a dd ed to each side of the road 
and in 1954, U.S. 65 was widened between Mason 
City and Manley. A 22-foot pavement with four-foot 
shoulde rs for roads carrying fewer than 400 vehicles 
per day and special four-lane highways for daily 
traffic of 4,000 vehicles were the commission's 
standards for co nstruct ion in 1954. At that time, 
approximately 3,300 miles of pavement were still in 
the 18-foot vintage o f the 1920s and on ly 150 miles 
were wid er than 22 feet. By 1959,2,256 miles of 18-
foot pavement on the primary system needed further 
attention. 

The expe riment of widening pa vements met 
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illlmediate app rova l of the public. Governor Il oegh 
announced a prog ram for wid cning 6,000 miles d uring 
1955 and 1956 to bc fund cd by a n add iti o na l o ne ce nt 
gaso line ta ' . The tax was rai sed to six ce nts per 
ga ll on crfec ti ve Jul y I, 1955. Bridges werc 
Ill oderni/ied and wid e ned, u ing a ll of the 
substructure a nd as much of the supcrstructurc as 
possible. This wa s a pioneering ac ti vity a cha ll enge 
to the bridge design department to make new brid ges 
frolll o ld ones. By May, 1955, II brid ges had been 
placed under co ntrac t for wid ening th e roadway from 
20 to JO feet a nd by Dece mber J 1.60 brid ge-wid enin g 
cont racts were in effecl. Remodeling ra ther th a n 
rebuilding at the origi na l sites saved the sta te ove r 
$2 14 ,000. 

Motor \'chic le regis tra ti ons co ntinued to climb 
rapid ly. One hundred th o usand ad diti o na l 
automobiles and 2J,000 trucks were registered 
between 1955 and 1960. Changi ng eco nomic and 
demographic patterns put new strai ns o n primary 
highways and urban stree ts. a nd seco ndary road 
problems remained to be so lved in ce rtai n areas of the 
state . The number of farm had declined from 19,500 
in 1955 to 18,400 in 1960. dropping the farm 
population from 772,000 to 755,000, but the average 
size of farms increased by 10 acres during the peri od . 
The impact resulted in conso lid a ti on of facilities in 
rural communities, including school reorganilations 
requiring expa nded bus transportation ; and the 
populatIOn movement to urban centers forced new 
programs for additional expenditure on highways 
and streets. The adjustments indicated a growi ng 
transition from a predominantly rural to a more 
urban society. Higher level of traffic on major 
primar) roads and mounting traffic con trol problem 
in the cities brought renewed demands for ano ther 
study of the sta te 's highway needs. 

A Road Study Committee of II members was 
organi7ed in 1958 with Senator D.C. Nolan of Iowa 
City a chairman. Commission engineers and 
specialis ts participated a long with engi neering 
advisory committees representing primary roads, 
county roads and city streets. Technical cons ultants 
included the Automotive Safety Foundation of 
Washlllgton, D.C. for engineering a nd the Public 
Administrative Service of Chicago for fiscal st udies. 
Following two years of work , the co mmittee reported 
to the General Assembly in 1961. 

Trends from 1960 to 1980 were projected , predicting a 
population gain of 400,000, a ll in c iti es, for a tota l of 
3. 1 million residents. Anticipated was a 40 perce nt 

ri se in th e nu mber of motor ve hi cles to 1.8 miJlion 
and a 70 perce nt increase in tra ve l to reach 20 billion 
ve hi cle mil es ann ua ll y. Ab o ut 6 1 perce nt of all traffic 
wa s found to be o n rural a nd urban primary road ~, 19 
perce nt on other urba n stree ts and 18 percent on 
seco nd a ry roads . Important provisions of the report 
were as follows: 

I. Th e proposed Sta te Prim ary Road System 
wo uld be lim ited by legislation to 8,400 miles, 
rura l a nd urban. Within the primary road 
sys tem, th e hi ghway commission should 
es tab li sh a rura l and urban freeway system not 
to exceed 2,000 miles , including the Inter,tate 
Sys tem (Fig. 9-4). 

2. 1 he com mi ssion should be given administrative 
a nd fiscal responsibilit y for all proposed 
primary roads inside municipalities similar to its 
responsibility in rural areas, thu s changing the 
prese nt permissive authority to mandatory 
responsi bi Ii ty. 

3. The 1,900 miles of existing state primary roads 
that provide mainly local , not statewide, sen ice 
should be tran sferred to counties and 
municipalities . If retained as a state 
responsibility , they should be treated like count) 
roads or city streets and financed separatel), 
wi th no other roads or streets added. 

4. Reduce the existing 34,000 miles of the Farm-to­
Market System to 32,000 miles b) eliminating 
routes not included in the Federal-Aid 
Secondary System. Establish 12.000 mile of the 
more heavily traveled Farm-to-Market System 
a a County Trunk System; the remainder to be 
termed "county feeder roads." 

5. Legislation should require that the 12,000 miles 
of municipal streets be cla sified into tate 
primary, city arterial and aece treets. The 
commission hould select primar) routes 
totaling about 60 mile and assist and apprO\e 
munici pa l selection of arterial treets totaling 
a bou t 2,300 miles . Combined primaries and 
arterials should be limited to 30 percent of the 
total street mileage of any munieipalit). 

6. Local go\ernment hould establish \\ ith the 
eomm is ion appro\ed minimum design 
standa rd for impro\'ement of each elas ' of 
road and streets other than local ' econdar~ 

roads a nd access 5t reet ' . Ot her recommended 
legislation included repeal of la\\s prohibiting 
dia go nal roads; auth orit y for the commission to 
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transfer to any ot her juri diction without 
arbitrary restrictions, any primary road whose 
function has been superceded by new locations ; 
and clarification of responsibility for sta te park 
and institutiona l roads. 12 

The estima ted average a nnual cost for the 20-year 
"catch up" program was $278 milli o n ; the to tal was 
about $5.6 billion at 1959 prices. This amount would 
cover the construction or reconstruction of 5,600 
miles of two-lane rural primary roads a nd about 1,500 
miles of multi-lane hi ghways as well as th e paving of 
a ll county trunk roads a nd arterial streets. It would 
also provide for a dustless surface on all but 500 mil es 
of access streets. Maintenance over the pe riod would 
range from I I percent on the primary routes to 45 
percent o n county loca l roads. Acting on the 
recommendations , the General Asse mbl y mad e 
permanent previous temporary gasoline ta xes and 
placed the receipts in the road use tax fund rather 
than the primary road fu nd . After a ll ocat ing $2 .5 
million as matching aid for the inte rstate sys tem , 
$500,000 for ope ration of the Secondary and Urban 
Departments of the com miss ion , and $ 125 ,000 for 
grade crossing work, th e remainder of the funds were 
distributed as follows : 45 percent to the prima ry 
system, 30 percent to th e seco ndary road s, 10 pe rce nt 
to the farm-to-market sys te m and II pe rcent to 

municipal streets. 

A Brief Review of Commission Activities 
The 69 percent increase in average daily traffic pe r 
mile of primary road between 1941 a nd 1959 was a 
concern to the state. Another concern relat ed to 
safety and potential road damage from violations of 
laws on size and weight of trucks a nd for improper 
registration for loads carr ied . The co mmiss ion had 
this responsibility since 1941 , and in th e 20-year 
period it had co ll ected $3.7 million in fine s at a cos t 
of $2.5 million. Few of the summonses se rved by 
traffic officers were cha ll enged by ve hicl e operators. 
Public demand for improvements was met by 
expenditu res of $650 million between 1946 and 1960, 
which on an ann ua l bas is increased from $11 to $120 
million. Improvements o n the prima ry road sys te m 

are found in Table 9-7. 

Expansion of highway work required additional 
departments , boards and subdi visions in the 
commission's orga ni zatio nal structure. In addition to 
the Office of C hief Engineer, seven d epartments 
fu nctioned with 623 full-time employees in 1940. By 
1959 there were 13 d epa rtme nts employing 1,826 full-

time workers. Added over the period were the 
Administrative, Bituminous, Right-of-Way, 
Secondary Road, Research and Urban Departments. 
A comp uting center was es tabli shed in 1958 and a 
Rec iproci ty Board in 1959. The Board consisted of 
th e Commissioner o f Public Safety and 
representatives of the sta te highway and commerce 
co mmiss io ns. Its purpose was to make agreeme nts 
with other sta tes o r with trucking firms engaged in 
inters tate transpo rtat ion on reciprocity for motor 
ve h ic le regist ra ti ons . . 

There was considerable progress o n th e e liminati o n of 
da ngerous railroad c ro ss ings durin g 1940-1960. In 
1919 th e primary roa d sys tem of 6,400 miles had 
1,063 grade crossings or a n ave ra ge of one for every 
six mil es of road. In 1940 th e syste m, including 
ex tensions within cities and towns, had 789 c rossi ngs 
or an average of o ne for each 12 . 1 mil es, and 287 were 
protected by gates, watchmen or mechanical guards. 
A redu ct ion of69 occurred by 1959 , leaving 720 
crossi ngs o n 8,626 mil es, 515 of them protected by 
automatic signal s and renectori zed warning sig ns. 

Table 9-7 
The Primary Road System, 1940 and 1959 

Type of Surface 1940 1959 
(Miles) (Miles) 

Concrete and Asphalt Paving 5,208 6,258 

Bituminous a nd Asphalt 67 1 1,647 

Gravel a nd Crushed Rock 2,592 720 

Built to Grade - o t Surfaced 22 

Not Built to Grade 62 

Tota ls 8,555 8,625 

(Source: Iowa Highway Commission, Annual Reports. 1940 and 

1959) 

12 Automolive Safe ly Foundation with cooperation of th e Iowa 

S ta te Highway Commission and Iowa Count ies and Municipalities, 

Iowa Highway Needs 1960-1980, A Plan to Pace Highway 
Development with Economic Growth. A Report by the Automotive 

Safety Foundation to th e Highway Study Committee, Was hington . 

D .C.: Automotive Safety Foundation , November I, 1960, pp. 6-8. 
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Figure 9-4 

1.500 mile:; of multi-lane rural highway:; needed b} 1980 

(Coune,). Iowa Hi ghway "Ieed:; Study 1960-1980) 

The Liquid Pipeline Network 
Crude oil and gasoline pipeline mileage more than 

doubled in the postwar year, increasing from 916 to 

2.178 miles. The largest gains were in 12-inc h pipes 
which expanded from 56 to 761 miles and eigh t-in ch 

from 246 to 528 miles. Demand for the products 
resulted in additional lines built by the Great Lakes 
system. From 1946 to 1948 , another line wa 
constructed from Ka nsas City to Omaha and 

continued to new terminals at Sioux Ci ty. Sio ux Falls 
and other northern points. Twelve-inch lines were 
built paralleling th e original lines from Ka nsas City to 
Des Moines a nd Minneapoli s in 1950 and in 1954. 
Twelve-inch and eight-inch lines were laid from D es 
Moines to th e Mississ ippi Ri ve r. A 12-i nch line was 
built from Des Moines to Co ra lv ill e in 1955 a nd 
extended to Middlebury , Illin o is in 1959. New 

terminal s were constructed a t Bettend o rf in 1957, and 

an eight-inch line \\as extended from Grinnell to 

Waterloo to serve a new terminal in 1960. Mobil 

Pipeline facilities in 10\\ a were originally built in 1941 

and later purchased b~ Mobil Oil in 1959. The 
products line ran through Sioux. Plymouth and 

Woodbur~ counties with pump stations at Onawa and 
H awarden. At H awarden. the line connected \\ith the 
Ka nek Pipeline for deli\'ery to other location-. 

Fees to th e s ta te were collected on the ba i of 50 
ce nt pe r diameter inch of con truction and at the rate 
of 25 cen ts per diameter mile. pa)able in ad,'ance as 

an in pect io n fee. D uring 1959. a number of pipeline: 
were su bject to renewal fees of 50 cents per inch 
regardl ess of size, plus an application fee of _5 .00 . 

The permits originally issued had been in effect for a 
pe riod of 25 years, the maximum permitted under 
stat e law . 
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River Navigation 

Mississippi River Improvements 
Following World War ll, river commerce reached 
levels sufficiently high enough to get the Inland 
Waterways Corporation out of the transportation 
business . North of St. Louis, trarfic passed 10 million 
tons by 1950,30 million ton in 1962, and 50 million 
tons by 1970. More powerful and sophisticated 
towboats with a range of 2,000 to 9,000 horsepower 
pushed specialized barges in tows which cou ld carry 
cargoes equiva lent to those in 25-35 railroad cars. 

Dams were upgraded at Minneapolis and Hastings 
and the lock replaced at Keokuk. The Keokuk project 
for a 110 x 600 foot lock was planned in the 1930s but 
delayed by the war. Completion of the nine-foot 
channel had created a bottleneck at Lock No. 19 , 
requiring double locking of tows after long hours of 

waiting. Also the drop in the river at Keokuk was 
38.2 feet, the sharpest then in the channel, and for 
these reasons Congress authorized a 1,200 foot lock in 
1945 . Work was postponed by the Korean connict 
and the lock was not opened until 1957. Between St. 
Louis and the mouth of the Misso uri, a seven-mile 
stretch of ragged rock ledges known as Chain of 
Rocks impeded navigation in low water. A canal and 
locks were authorized for the area to be located one 
mile from the lower cana l entrance. Because of 
difficulty maintaining.the nine-foot channel depth 
below Lock No. 26 a t Alton, a low-water, fixed-crest 
dam was built at Granite City, Illin ois (No. 27), the 
first comp lete barrier across the Mississippi. The 
Chain of Rocks locks were opened in 1963. No 
further serious trouble was encountered until Lock 
and Dam 0.26 became a problem . 

The Lach/and Mac/eo)'. the most powerful towboat on the Upper Mississ ippi Ri ver. 19 55. 
(Courtesy: U.S. Arm y Corps of Engineers. Rock Island Distri ct) 
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To\\boa! Omaha on M",oun RI\cr . 1954 
(COUrlC'Y US Arm) Corr" of Fnglnccr,. Omaha O,,!nc!) 

The Pick-Sloan Plan on the Missouri 
The nood control plan regarded as the most 

comprehensive made for the Mi souri was propo ed 
b) Colonel Lewis A. Pick. Division Engineer. It 

called for a ~eries of levees between Sioux City and 
the mouth. five mUlti-purpose dams on the main river 
and six on the tributaries. A study directed by 

William G . Sloan of the Bureau of Reclamation 
recommended 90 multi-purpose reservoirs and 16 
hydroelectic plants. The Army Engineers filed a 

separate plan for a nine-foot channel from St. Louis 
to Sioux City. Pick's plan empha ized nood control. 
endorsed navigation programs and was sup ported by 
downstream interests. Upper Valley groups preferrcd 
the irrigation approach. 

The connicts in these plans were resolved through 
agreement by the Engineers and th e Bureau in 1944 
and were further supported by the President who 
suggested that the plans cou ld be ad mini tered by a 

Missouri Valle) Authont) (MVA). The project \\a 

passed by Congress in the Flood Control Act of 1944 

which omitted the nine-foot channel and the M\' . 

preferring instead that the Corps and Bureau de\'e!op 

the river on a piecemeal basi. But a the debate gre\\ 

over creation of an M A. Congress authorized the 
nine-foot na\ igation channel from ioux Cit~ to the 

mouth of the Missouri in the Ri\ers and Harbor " Act 
of 1945. H owever. there was a general concensu that 
some coordinating agency hould be establi hed to 

organi7e and coordinate the federal and -tate agencie: 
invohed In river development. The result \\a " the 

Mis ouri River Interagenc) Committee \\ hose 
members were drawn from federal agencies and 
representati\ 'e. of the governor. of five . tales . 

With the death of the MV . appropriation, \\ere 
mad e on a yea r-by-year ' chedule. B) 1951. 1_5 

milli on had been pent on nood control. the nine-foot 
channel between t. Louis and Kansas Cit) and on 
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irrigation facilities. Six main ri ver dams and eight on 
the tributaries had been completed by 1967, but 
progre s on the navigational channel was slow. Severe 
flooding in 1951 des troyed pilings and revetments, the 
worse occurring between Sioux City and Omaha. It 
was the navigation improvements that were expected 
to stimu late industrial development and 
transportation savings, but disagreements betweeen 
the Corps and Misso uri Basin Survey Commissio n on 
estimates of increased traffic in 1952-195 3 resulted in 
Congressiona l debates ove r further funding. 
Com mercial traffic g rew fro m 52,28 5 tons in 1952 to 
287,000 tons in 1954. By 1962, the estimated to nnage 
was 2.25 million tons, most of which was o n the river 
below Omaha since the cha nnel above that cit y was 
on ly four feet deep . By 1976 an eight a nd one-ha lf 
foot cha nnel depth between Sioux Ci ty a nd the 
mouth increased traffic to ove r 3 million to ns. 

Benefits to Iowa from the Missouri River Basin 
project were expected to com e from flood co ntro l, 
navigation , power development , improvemen t of 
municipal water supplies a nd sewage di sposal, and 
incidental recreation benefits. These would apply o nl y 
to the western section of the sta te. T here were 
approximately 700,000 acres of bottom land in Iowa 
subject to flooding of which 247,000 ac res were 
frequently flooded. The possible damage, ass uming a 
$30 value per acre, wou ld amount to about $6.5 
million for each occurrence. 

Improvement of navigation co uld affect an area a lo ng 
the river extendi ng a bout 100 miles into Iowa, 
approximately one-third of the state . About 50 
percent of the commercia l corn and 68 percent of the 
commercial oats would be avai lab le for movement to 
markets during the navigation season . Power 
development would be expected to a ttract industri es 
to the region, and a more eve n n ow of water 
throughout the year cou ld ass ist cit ies on the Missouri 
to eliminate some of their water sup pl y a nd sewage 
disposal problems. 

Iowa Officially Enters the Air Age 
The third permanent regula tory age ncy-The Iowa 
Aeronautics Commission-was crea ted in 1945. Five 
members were appointed, o ne from each of five 
dist r icts into which the sta te was divided for the 
purpose of regional representation. The 
commissioners were Guy Richardson , chairman, from 
Jefferson; H. Lisk, Independence; F. C. Eighmey , 
Mason City; J. C. "Cy" Rapp, Shenandoah; and R. 
G. Starret, Spencer. Lester G. Olcutt was Director. 

They served without sa lary and were paid $9.00 per 
diem to a maximum of $450 per year. The legislature 
gave the co mmission the responsibility of promoting 
aviation in Iowa by making rules and regulations if 
necessa ry. To this end a seven-fold program was 
instit ut ed to include : ( I) registrat ion of certificated air 
age ncies a nd ai rmen in the sta te; (2) promotion and 
enforcement of safety regulations initiated by the 
CAA; (3) promotion of aviation and air safety 
educa ti on; (4) assistance for communities to estab li sh, 
develop a nd operate air ports; (5) spo nso rship of an 
air ma rking program ; (6) a nnua l sponso rship of the 
Iowa Air Tour; a nd (7) in co nj unction with the Iowa 
Sta te Co ll ege, sponsors hip of the Aviation Clinic. 

To perfo rm these services and provide for additional 
functi o ns, regis tration fees were assessed on airmen, 
pla nes a nd a ir schoo ls. The annua l fee for a irmen was 
$ 1.00, for air schoo ls $20 for the first regi stration and 
$ 10 for annua l renewals , a nd for planes 1. 5 percent of 
the li st pri ce o n the first and second registration, 
following which fee s were progress ively reduced to the 
fifth where the fee was 25 percent of the original 
amou nt. S imilar adjustments were made for used 
aircraft registered in Iowa for the first time. The fees 
represented the primary sources of income for the 
co mmiss ion, excep t for a $50,000 appropriation in 
1945, as a support fund fo r the biennium ending on 
June 30 , 1947. However , in 1949 legis lat ion was 
passed which provid ed that all unfunded gasoline 
taxes be transferred into an Aeronautics Trust Fund, 
an action recommend ed by the commission in 1945. 
The co mmiss io n was headquarted in the poultry 
building a t the fairground s in Des Moines until 1949, 
when they moved to 6003 Fleur Drive, across from 
the Municipal Airport. 

As of July 1, 1945 , there was little or no informati on 
ava il a b le co ncernin g the number, size, location and 
owne rship of airports in the state. The data were 
gathered through persona l contacts, letters of inquiry 
a nd va rious ques ti o nnai res, and in 90 days the 
commission had eno ugh information to start 
regi strati o n of airports, air sc hoo ls and airmen. An 
Airport Directory issued in October, 1946 li sted 185 
landing a reas of which 47 were municipal airports. By 
1947 there were a bout 200, mostly unpretentious. 
Sioux City'S a rm y-deve loped field was the largest, and 
other maj o r a irpo rts were at Burlington, Cedar 
Rapid s, Des Moines , Dubuque, Iowa City , Mason 
C ity, Ottumwa a nd Waterloo. Generall y, the airports 
were located two to three miles from the community 
se rved , encompassed 150 acres a nd had an assortment 
of small buildings a nd hangars . Only seven had 
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co ncrctc runways, seve n mo re so me additi o na l 
sur fac in g a nd fo r th e rema ind er, pil o ts la nd ed o n tud. 
Sc\'c n C A CO ll1 unica ti on sta ti o ns made twice-ho ur ly 
wcat her broa dcas ts; 17 other a ircra ft radio ta ti ons 
opcra ted in the sta te" (Tab le 9-H) . 

The Federal Airport Act 
Fedcral aid for airport co nstruct io n bceame a rea lit y 
in 1946 , when Congress passed the Federa l Airport 
Act. 1'0 comll1unities wi lli ng to sup po rt ai rport 
proj ec ts, the redera l governme nt wou ld pay ha lf the 
cost with certain res t rictio ns. No federa l fu nds co ul d 
be used for hangar co nstruction or living quarter~ or 
to pay more tha n one-quarter of th e purchase price of 
la nd . B~ the fall of 194 7,22 Iowa airports had been 
allocated 806,502 of federal funds to match $952,511 
of loca l imestment. Because loca l co ndition s varied, it 
wa s difficult to est imat e th e cos t of a nev. airport 

whi ch lh e C/\/\ slaled cou ld range from a minimum 
Class I for $]5,000 to a good Class 2 fi eld for 
$400,000. If surfacing materi ah were nearby and the 
chosen site required a minimum of grading and 
drai ning, many Iowa eilles were expected lo invest 
less than these amounts. 

Airplanes in Use 
In 1947 there wa s an a irplan e for every 1,47 I per~ons 
in Iowa as contrasted to a national average of one for 
nea rly 1,600 people . Pla ne registrations totaled 
1,760 69 I in commercial se rvice and over I ,000 u~ed 
for perso nal and private business flying. There were 
8,950 pilot 's licenses held by Iowans and one in 2,500 
had a pri va te pla ne at hiS service. By contrast. 111 1938 
there were 384 pil ots and 184 planes which landed on 
35 airfie ld s a nd airports In the state (Table 9-9). 

Table 9 -8 

Iowa Airport Facilities , 1947 

Service or Facility 

Concrete Runways 
Other Surfaces 
Turf 
Hangar Space for Transient Aircraft 
Mino r Repair 
Major or Min o r Repair 
Res taura nt 
Rest Ro oms 
Transportation to Town 
80 Octane Gasoline 
9 I Octane Gasoline 

Nu mber of Airports 

7 
7 

181 
94 
77 
45 
19 
49 

156 
154 

13 

(Source John I!>ham Maull!. Report From Ihe Sun'e) for Ihe De"elopmelll a/A no 11011 III Ihe SIOIt' 0/10\\,0. \1 A The,,, (unpub ) State 
Lnl\er!>ll) of lo\.\a. Jan .. 1948 Table IV. p. 38.) 

/1 10\\'ons Firing A SII"'t" for Iht' Dl'w,lopmelll or A "iOliOIl III 

(he Slole of 101m, prepared under the dlrecllon of Ihe Department 
of Mechanica l Engmcenng. talc L nl\erSlI) of 10\\<1. 10\\a CII). 
publl>hed b) Ihe 10 \\ u Aeronautical Commission, Des ~I olne,. 
1948 pp 17-19 The r~porl \\ a$ dlscu"sed as a proJcct In "Tt'chntcal 
J ourna li sm" b) John Isham t-Iaul l. I\t \ thc",s" laIc l'nl\crSll~ of 
1011'8. Ja nuar) 1948. 
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Table 9-9 

Pilots and Aircraft in Iowa, 1938-1946 
(As of December 31 of each year) 

Number of Number of Pilots per 
Year Pilots Civil Aircraft Plane 

1938 384 184 2.1 
1939 598 245 2.4 
1940 1,261 381 3.3 
1941 2,299 549 4.2 
1942 3,730 572 6.5 
1943 3,870 644 6.0 
1944 4,100 677 6.0 
1945 6,640 802 8.2 
1946 8,950 1,734 5.2 

(Source: r Figures ror 1938-1941 rrom Aircraft Yearbook f or /942. 

Aerona utica l Chamber or Commerce, Inc ., 1942: 666. 

, Figures ror 1942-1946 rrom Orrice or Aviation 

lnrormation. Civil A eronautics Administration . ) 

Fully one-third of the airplanes in use in 1956 were 
flown for business purposes. Two hundred Flying 
Farmers used planes for cattle buying, transportation 
of machinery and parts , or pleasure trips. Sixty-six 
fixed-base operators had about 250 planes for flight 
training, charter services, sales demonstrations , aerial 
photography, aircraft rental and other services. The 
31 aerial spray firms used 50 planes for crop dusting, 
spraying, seeding and fertilizing and could cover 40 
acres of cropland per hour. The state ranked ninth in 
the nation in the number of privately-owned business 
and personal airplanes and second in the number of 
Flying Farmers. In 1959, 78 airports had permanent 
runway lighting installations placing Iowa as one of 
the five leading states in this category. 

Air Marking 
Air marking was one of the earliest priorities of the 
commission. An air marker was the name of the town 
painted on top of the roof of a local building in ten­
foot letters so that the name was clearly legible from 
an altitude of at least 3,000 feet. These air markers 
were highway signs in the sky and were a valuable aid 
to the private pilot. They contributed greatly to safety 
in planning flights since pilots could identify towns on 
routes without flying at low altitudes to read names 
on water towers or railroad stations. Each state, 
through its aeronautics department or commission, 
conducted a program of air marking to provide an 

uninterupted chain of "sky signposts" from Slate to 
state. At the close of 1959,446 air markers had been 
placed in Iowa with an additional 151 contracted for 
painting. 

Expansion at the Des Moines Airport 
A new and complete lighting system installed in 1940 
resulted in a Class 4 rating for the Des Moines 
Airport , the first in the nation and the highest ranking 
given by the federal government. During the war 
years, the first control tower was constructed: an 
observation deck with a light beam gun on top of the 
United Airlines hangar. Shortly after the war, with 
assistance of federal funds, a new northwest­
southwest runway measuring 5,700 x 150 feet was 
built. A concrete landing ramp with a circular taxi 
strip was also built to serve the proposed terminal 
building completed in 1950. Previously, airlines and 
federal agencies operated out of five buildings; after, 
they were combined into one structure. Further 
improvements were made in 1950 when an addition 
was built and the open concourse enclosed to shelter 
passengers in inclement weather. 

Airline Service 
By 1960, four major and regional airlines provided 
service to 13 communities. United flew from Des 
Moines, Cedar Rapids , the Quad Cities and Omaha­
Council Bluffs. Braniff Airways , which had acquired 
Mid-Continent and Midwest Airlines (a fixed-base 
operator) in 1952, served Des Moines , Waterloo and 
Sioux City. Onrk Airlines, organized in 1943, started 
service to Burlington in 1950 and expanded its routes 
to include Des Moines, Fort Dodge, Sioux City , 
Mason City, the Quad Cities, Ottumwa and Clinton . 
North Central was organized in 1946 and served Iowa 
through Sioux City. Parks Airline of St. Louis and 
Iowa Airplane Company of Des Moines were certified 
for feeder service in 1947. The former would serve 
eastern and central Iowa cities on two separate routes 
from Chicago terminating in Des Moines, and in 
northern Iowa on routes from Chicago terminating at 
Sioux City. The latter would serve western and 
central Iowa on routes from Council Bluffs to 
Minneapolis. 

Ozark and North Central were also classified as "local 
service or feeder airlines," flying passengers into and 
out of "hub" airports served by the trunk carriers. An 
important difference between local service airlines and 
other commercial carriers was that most received 
federal subsidies for a portion of their operating costs 
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con sid ered necessa ry to pay for th e se rvicc to sma ll 
co mmunities whi ch did not ge ncra te la rge passc ngc r 
\'olullles. The a ircran were prima ril y DC-Js, excellent 
fo r sho rt ha ul traffi c with stops 50 to 100 miles a pa rt. 

Later, these a irl ines fl ew large r eq uipmcnt not 
sui ta ble for short hops, broa dened their ma rke ts a nd 
termi nated with so me success the se rvice a t sma ll er 
co mmun it ies. Their ma nage ments co nvinccd thc CA B 
t ha t t he sen icc had to be reco nstru cted a nd proposed 
tha t regio nal airport s be co nstructed between ex isting 
majo r air port s. They a lso reques ted longe r routes 
in to major ci ty- pairs evc n th ough thcse ro utes 
competed ~ith those of the trunk lines . T hese ac ti ons 

were bein g co nsid ered in th e 1960s when trunk 
a ir lin es wcre highly pro fit a ble a nd when longe r ha ul s 
by the loca l se rvice a irlines might make poss ible a 
di sco ntinua nce of their subsid ies . Charter fl ights had 
bee n made sin ce th e ea rl y days of avia tion 
development. Init ia ll y, anyone with an ai rplane could 
fl y it "for hire." However, in la ter years, federal 
regula ti ons presc ribed sta ndards an d opera tions for 
cha rter se rvices. T he o bj ec ti ve was to make these 
fl ights as sa fe as th ose of schedul ed airlines. Included 
a lso we re rcgul a ti ons gove rn ing " light ai rcraft " (less 
tha n 12,500 pound s) which offe red co mm uter 
se rvices . 

Acnal 'Ie\\ of Unlled AIrlIne, hangar and munIcIpal hangar . 1940 

( ourtc» Des M(lIne, 1> l unlclpal Irport) 
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United Ai rl ines hangar, Des Moines Municipal Airport. 1937-1950 . 

(Courtesy: Des Moines Municipal Airport) 

Enclosed concourse, Des Moines Municipal Airport, 1959. 

(Courtesy: Des Moines Municipal A irport) 
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lhe Dc, MOine, Municipal Airport . 1947 

(COllrtc" Dc, Moine, MuniCipal Airport) 

The Federal Aviation Agency 

In 1957 the AlfI\'a )S Modernllation Act established 
the Airways Modernization Board (AM B). Although 
short-ll\ed. the AMB started control of the nation' 
ampace b) Identif) ing separate 70nes for civil and 
militar) aircraft and created three 40-mile wide 
transcontinental airways at between 17,000 and 
22,000 feet a Itit ude. In 1958 the Federal A \ ia tion Act 
went IOto effect, creating the Federal Aviation Agency 
(FAA) and cancelling the Air Commerce Act of 1926, 
the Civil Aeronautics Act of 1958 and the AirV\ays 
Modernl73l1on Act of 1957 in one step. In J anuary, 
1959, the FAA absorbed the functions and personnel 
of the CAA and AMB and some of the duties of the 
CAB. The CAB. however, remained an independent 
agency responsible for the economic regulation of 
airlines as well as determining probable cause of 
aircraft accidents. The FAA was involved in matters 
of air safety. aircraft certification, pilot licensing. air 
navigation and air traffic control. Coincidental with 
the creation of the FAA was the entrance of the 
nallon into the jet aircraft age, and with the guidance 
of the new chairman, General E. R. "Pete" Quesada. 
the airline Industry stood poised for a new revolution 
"against which the transillon from twin-engine to lour 
engine aircraft scemed trivial by comparison. ",4 

Summary 

Railroad s serving Iowa shared the wartime prosperity 
of the industry and generally maintained relati\ely 
high level of traffic dUring the earl) postwar years. In 
the 1950s, however, the rate of increase in revenue 
traffic slowed considerably. FeV\ electric interurbans 
survived as such. The majont) were reclas lfied as 
Class II railways, integrated into Class I railroad 
systems or ceased operations. In contrast. motor 
carrier showed substanllal gains in revenue traffic 
between 1940 and 1959 and began to take a 
prominent po ition In the mo\'e ment of freight and 
liquid products, Work on the state's hlgh\\ays dunng 
the war period was \irtuall) at a standstill \\ith little 
con truction and maintenance reduced to mlOlmum 
le\'e ls. 

The rising trends in motor "ehlcJe operal1ons. coupled 
with the inability of hlgh\\ays to handle increased 
traffic , led to the creation of t\\O hlghwa) stud) 

" R, E G Da\ Ie,. 4.""I1I'S or Ihe (II/It'd Stalt'S IIIC<' /9f.1. 

london Putnam. 1972. p 357 
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committees for evaluation and projection of the 
state's highway needs and necessary financing. 
Recommendations of both committees received 
widespread support of the public and the legislature 
who cooperated by raising gasoline taxes and making 
appropriations to match federal-aid funds. Toll road 
possibilities were examined but abandoned when the 
national system of interstate highways was formulated 
by the federal government. The increasing demand for 
petroleum products for highway and home heating 
usage more than doubled the liquid pipeline mileage, 
most of which was built by the Great Lakes Pipeline 
System. 

Following the war, commercia l traffic on the 
Mississippi and Missouri Rivers expa nded rapidly 
through introduction of more powerful towboats and 
specia li zed barges. Dams at Minneapolis and 
Hastings were upgraded and a new lock built at 
Keokuk. The Pick-Sloan project on the Missouri 
resulted in deeper channels, irrigation facilities and 
flood control measures expected to benefit the 
western one-third of the state. 

The "air age" officially arrived in Iowa with the 
formation of a full-time State Aeronautical 
Commission in 1945, charged by law to encourage, 
foster and assist in the genera l development of 
aviation. Widespread use of airplanes for private and 
business purposes, by Flying Farmers and fixed-base 
operators, placed the state high in national rankings. 
Four trunk and regional carriers served 13 cities and 
towns, three of which had flights into Des Moines, 
requiring expansion of its airport. Two additiona l 
feeder airlines were ~chedu l ed to begin service in the 
1950s. 
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