












































































































































































































































































































































[HE EvDLUTRON OF TRANSTORTATION I WESTERN TENNSY IV ARNIA

created enormous hardship for millions and bred conditions that tostered social unrest,

especia]]}r in the cities.

The overgxtended railroads found themselves competing for revenues in shrinking markets.
The Pennsylvania and others engaged in rate wars, cutting fares on passenger and freight
traffic.>! Thomas A. Scott, the president of the Pennsylvania Railroad, claimed that,
"During the first six months of 1877, not a farthing was made on through competitive freight
by any line." ¥ If so, this signalled a recent reversal in Pennsylvania’s fortunes, The year
before, the railroad had reported net profits of 522 million. ™ In response to the depression,
castern railroads, including the PRR and the B&(), agreed an new rates to take effect on July

1, 1877, In addition, they also ordered a 10% reduction in wages.

Railworkers had already taken a wage cut in 1873. They argued that further cuts would not
allow them to support themselves or their families. "It's a question of bread or blood."1¥
In retaliation, brakemen and ficemen of the Baltimore & Ohio walked off the job and
effectively blockaded the railroad’s freight lines."™ West Virginia militiamen sent to quell
the disturbances openly fraternized with strikers. One officer explained that "Many of us have
reason to know what long hours and low pay mean and any movermnent that aims at one or
the other will have our sympathy and support. We may be militiamen, but we are workmen

first."13?

134, In a corporate history of the Mennsylvania, Edwin P Alexander wrobe of the 1473 Panic that “the railroads,
largest business generally in the country, suffercd most." This perspective in alt likelihood reflecks the antitude of
the railroad at the time. The suffering of railworkees drawing belmy subsistence-level wages was for sume railraad
execubives incidertal, a1 best. Edwin P Alexander, The Pennsydonuin Rmilroad. A Piciorial Histary (New York: W,
Morton and Company, Inc. TH7, 223.

135, [bid., 223

136, Philip 5 Klein and Ari Hoogenboom, A Ristary of Penmsyloamia (University Park and Lonedon: The
Pennsylvania State University Press, 19807, 296.

137, Ibid., 316

134, Steikers participating in the Great Strike of 1877 generally allowed passenper and Freight trains to aperate.
They targeted freight trains, the rasiroads” most significant revenue source,

139, Nell Trvin Painter, Stamding of Arvwggeddon, The Usited Sgates, 1877-1919, (Mew York: W.W. Norton and
Company. 1987, 15.
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West Virginia’s governor then requested, and received, federal troops from President
Rutherford B, Hayes. This marked the first time since Andrew Jackson’s presidency that
federal forces had been used to break a strike. These troops succeeded in freeing some trajns
in Martinsburg, West Virginia, but by then violence had erupted in Baltimore. Workers, many
of whom were actually nonstrikers, fMloaded the city’s streets, set fires, and fought open battles
with Maryland troops. Before calm descended, 10 prople had died, and 23 were injured when
militia troops fired intd a mob. By the end of the chaos in Baltimore, 300 federal troops,

including Marines, were stationed in the city.

The strike’s most spectacular conflick occurred in Pittsburgh, where workers launched an
agsault on the Pennsylvania Railroad. Pittsburgh "was a workingmen's town in which all
classes were united in hatred of the Pennsylvania Railroad.""" The railroad’s monopoly
over freipht carriage and artificially high rates, its staunch resistance to the D& receiving a
right-of-way inta the city, and its cnormaous influence in the state legislature made it a symbol
of the oppressive power of industrial capitalism. When the PRR ordered doubie-engine trains
for castbound freights, it put dozens of brakemen and conductors out of work, adding further
injury to the pay cut. Trainsmen Union called a mecting and agreed to a strike for Friday,

Tuly 20, 1877 {sce figures 8-11).

Freight service was stopped on Friday. Local militia called out to disperse the steikers enjoyed
the same success that the West Virginia militia had in Martinsburg. They discovered an
almost instant fellowship with the strikers and did nothing. The vice president of the PRE,
Alexander Cassatt, requested militia troops from Philadelphia. These troops arrived on
Saturday, Gatling guns in tow. When confronted with a hestile mob that threw stones and
fired upon them, the Philadelphia militia opened fire on the crowds, killing 20 and wounding

mdany maore.

The outnumbered militia retreated to a Pennsylvania Railroad roundhouse, where enraged
workers and hangers-on surrcunded them. Strkers set coal and oil cars ablaze and sent them

crashing into the roundhouse. The strikers finally flushed the troops from the roundhouse and

140 Klein and Hoogenboom. A Histary of Pennsyluionia, 326
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FICURE #: THY AFTERMATH OF THE GREAT STRIKE OF 1877, MITTSBURGH. The lowel of
destruction ratsed fears of o workers” revelution. Looking ast fram 25th Street, Cenrtesye of
the Perkaylomie Shile Avchives, Haerisburg, PAL

FIGURE & A¥TER THE GREAT STRIKE OF 1877, Locking west from 29th Street, Pittsburgh.
Crarfesy nf Hie Dennsyloania Stake Archives, Harrisburg, DA,
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FIGURE 10: REAMAINS OF THE LOWER ENGENE HOUSE, 26TH STREET, FITTSBURGH. Comrtesy of
the Penmsyloanfa Stale Arcliives, Harrizburg, PA,

FIGURE 11: SPECTATORS TAKING IN THE SIGHTS IN THE WAKF OF THE STRIKE. Pittsburgh.
Courfesy of the Ratlvoaders Memoriaf Musenm, Aftoona, FA,
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drove them in headlong retreat, first to the arsenal, and then out of the city altogether, to the

Allegheny County Workhouse, 12 miles away.

With the rout of the militia troops, many of the strikers, sympathizers, and violent
opportunists expieded in a full-scale riot, focusing their destructive energics on the property
of the Pennsylvania Railroad.'* Before the arrival of federal forces on Monday, July 23,
104 locometives, 2,152 railcars, the roundbouse, the depot, and other FRR property had been

obliterated. United States troops marched into a fire-biackened, battie-scarred city.

Sympathetic strikes spread throughout the country, from Cumberland, Maryland, to Chicago
and San Francisco. Strikes paralyzed freight traffic on rail lines throughout the Northeast and
Midwest. Twenty thousand rallied at a Workingmen's party demonstration in Chicago to hear
speeches by the anarchist Albert Pamsons. Street fighting in Chicago between police and
workers killed 40 to 50 people. In St. Louis, workers took over the city in a week-long general
strike. ”. . . the city’s workers took pride, briefly, in having set up the nation’s only "genuine
Commune.™ % Federal troops rushed from city to city to queil disturbances that ultimately

left 100 dead and $10 million in railroad property in ruins.

Far mitlions of Americans, the Great Strike revealed labor’s dangerous potential as a
disruptive, potentialiy revolutionary force. Thé strikers’ violent and destructive attacks on
railroad properly struck a blow at what many considered the very heart of the American way
of life: the sanctity of private property. The notion of crganized labor itself seemed to pose
a threat to inalienable rights of property. Industrialists and many in the middle class
considered workers” demands on wages, hours, and working conditions to be blatant
interference with a man's right to dispose of his property as he saw fit. The incredible
upheaval of the strike and riots raised the specter of the class violence that had racked Europe
for decades. The revolutions of 1830, 1848, and 1570 prologued the bloody massacres that
occutred during the suppression of the Paris Commune in 1871, The prospect of a communist

revolution sent shock waves through a nation slill recovering from the massive bloodletting

141, The events of the Pittsburgh chapter of the 1877 strike bear more than a passing similarity o the Los Angeles
riods of 1992, in this seleckive destruction of property.

142, Painter, Stamding af Armageddarn, 18
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of the Civil War. Americans acted with alacrity to update state militias as a modern Natianal

Guard and to construct massive armories in cities throughout the United States.

For workers, the strike of 1877 also taught some prefound lessons. They realized the
enarmous power of the farces arrayed against them, and learned at great cost that they could
not stand against the combined strength of capital and the state. They discovered that they
had no enforceable claim on any significant share in the productive process of which they
were an essential part. The same federal government that recently had ordered troops to
uphold the civil rights of blacks in the South now sent soldiers against its citizens in defense
of property and capital. Labor now knew that it could not look to the federai government for
help in their continued struggle with industrial capital. On the contrary, workers swallowed
the bitter Tealization that it was openiy hostile to their cause, The Great Strike, in which
western Pennsylvania figured so prominently, helped set the tone for industry-labor relations

for the next haif-century.

To call Altoona the cranium of the Pennsylvania Railroad would be an incorrect shmile,

Perhaps Altoona might more properly be regarded as the stomach of the
Pennsyivania Railroad. . . . Some one has said ‘that brains are all very well in their place,
but a good reliable set of bowels is as of much importance as brains | . the vigor and
force which are the motive power in great human affairs depend on the digestive organs,
Altoona fulfills an analogous function, '

Railroad development had an enormous impact on the economic and labar history of western
Pennsylvania, but it also significantly shaped the region’s sociat and communal evolution. The
city of Alteona was founded as a railroad community, and its growth, development, and
decline wete inextricable linked to the fortunes and failings of the Pennsylvania Raiiroad.
Altoona offers the regrion’s most dramatic example of transpartation technology’'s ability to

affect, even create, a community’s history, identity, and heritage.

Altoona owes its existence to the PRR's efforts to surmount the Allegheny Ridge with a

teliable, all-weather rail route to bypass the Allegheny Portage. The construction of the

143, This curiows anatormical veforence diest appeared 1 an 1580 magazine article and was ceprinted in the
Penmsyivania Kailtoads "Fogineer of Tests Report to the interstate Cormmecee Commission” (1214). The author
perhaps was attempting to demonstrate that a raiitoad, like an aroy, travels on its stomach, although the
comparisom b the human digestive tract was not particularly lattering to the city of Altoona, At any rate, rhe
tailrpad liked the analegy well enougch to reprint it
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Horseshoe Curve and the Gallitzin Tunnel selved the problem of the ridge. The railroad now
required an operational center at the base of the Alleghenies to service the additional motive
power required to pull trains up the grades leading to the Curve. Hollidaysburg, the terminus
of the portage, was too far from Horseshoe Curve. The railroad chose a new location,
purchasing land in 1849 near the base of the Allegheny Front. In 1830, the railroad built a
half-round car erccting shop, locomotive erecting shop with a foundry, machine shop,

woodworking shop, and paint Shop,n':

The Horseshoe Curve and the construction of the Gallitzin Tunnel in 1854 ensured the
viability of the Pennsylvania Railroad as a major carrier of freight and passengers between
the East Coast and the Ohio Valley. As the I'RR prospered, so did the new town of Altaona.
By 1854, its population had increased to 2,000 and it was incorporated as a borough. By 1868,
Altooma, riding the crest of the railroad’s wartime boom, had grown significontly. [ts
population had increased to 10,000 in less than 15 years, The railroad in 1869 added the
Altoona car shops and the Altoona machine shops to its existing facititics. This new
construction cemented Alteona’s vital position in the Pennsylvania Railroad’s network. By
15870, the Altcona shops emploved hundreds of workers in a number of tasks including
locomotive and rajlcar construction and repair, metals production, and blacksmithing (see

figures 12 and 13 at the end of this chapter).

The Altoona works illustrate the larger production strategy that the PPRR management
adopted in the early 1870s. Railroad officials established as a geal the "standardization of all
cars, engines, and other machinery used on the rani11:.;:::,*."”‘5I The company could realize this
objective by mannfacturing ils own equipment. The Pennsytvania manufactured the majority
of its own locomotives, rolling stock, and supplies. The material that it did not produce was
manufacturcd according to the PRR's rigid standards. The ratiroad built and maintained s
owT stations and rail lines. [t did not own coal mines outright, but its major share holdings

of coal mines assured it some power to determine fuel prices. Through its price Axing

144, Nobert L. Ermerson, Allegheny Passage. An [tustrated History of Blair Cowizty {Wondland Hills, CA: Windsor
Pubidtcalions, 1984), 34,

145, Kational Fark Service, ULS. Department of the Interior, A Speciel Qisdory Stndy, Pemnsylvania Badlroad Shops
ard Works, Altvosa, PA, by John C Paige, (Denver Service Center, 195%9), 15
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agreement with the Cambria lron Company and the Carnegie Steel Company, the railroad

could exert significant conirol over rail costs.

The Pennsylvania Railroad was practically the fixer of the price of rails for a iong
period. The Penn. RR divided its tonnage berween the 3 mills on its main line of
road . .. the PPenn. {Steel} works, the Cambria Works at Johnstown, and the . Edgar
Thomson works. For a long period rails were not purchased by other roads until the

Pc?ﬂ,‘ RR led off its order and after it placed its order the other roads would come
in.

The vast facilities of the Altoona works provided the final vital production component that
aliowed the Pennsylvania to achieve, to a remarkable degree, the vertical integration of

mechanisms and functions of a railroad operation.

Throughout much of iis existence, the Fennsylvania Railroad's locomotive building facility
and shops in Altoona were the cutting edge of locomotive design in the United States. This
was particularly true in the last three decades of the 19th century,and the first decade of the
twentieth century. In 1874 the PRR laid pians for a new locomoetive production facility neav
the site of its exisling Altoona Machine Shops. In developing the new site, PRR engineers
decided to flip the orientation of the locomotive assembly line on its axis and stretch it out
for almost 1/4 mile. The result was a three-track system of rails laid from one end of the
facility to the other, wherein a new locomaotive emerged from the foundry to be formed and
fitted in the boiler shop and blacksmith shop, then passing through the machine shep and
into the ervecting shop where workers atiached the wheel assemblies, drivers firebox, and
boilers. The longitudinal design was a revelutionary transformation from the standard
transverse erecting bays that the PRR had previously employed. The Altocna shops also
became legendary for their testing of locomotives, particularly for the installation of a
dynamometer in 1904, This allowed locomotives to run in place while engineers measured
their tractive power, and fuel and water consumption. Other iocomotive manufacturers used

this facility to stress test their producis (see figures 14 and 15 at the end of this chapter).

The locomotive test facility was only the most spectacular example of the Pennsylvania

Ratlroad’s unstinted commitment to praduct and cperational standardizalion. The PRR

146, Elting E. Morison, Mewn, Machines, and Moderre Times (Cambridge: The M.LT. Press, 1968), quoted in National
Park Service, Histaric Resonree Study, Caumbria Iron Comiparty by Sharon Brown {Denver Service Center, 1989, 75,
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declared itself the "Standard Railread of the World," and it backed up this claim with

painstaking efforts to eliminate as many variables in railroad construction and vperations as
possible. The Department of T'hysical Tests, established in Altoona in 1874, preceded the
locometive test facility. The railroad added a chemical laboratory to the test department the
following year and hired Dr. Charles Denjamin Dudley to head the first internal industrial

chemical laboratory in the ratlroad industry,

Dudley began with work on the apimal Fat-based lubricants used on the railroad, discovering
that their decomposition produced acids that corraded cylinders. Four years later, Dudley’s
research on steel rails proved that a reduction of carbon content yielded a softer rail of
superior durability. The department expanded ils scope to test virtually every product that
the railroad manufactured or used. It tested the metal vsed in casting car wheels and axles
and in steel car springs. It checked the relatives values of different coal grades, it examined
paints, varnishes, and lubricants. The test department helped develop o less abrasive soap for
washing passenger cars. In 1889, the department added a Division of Bacteriological
Chemistry, which monitored the railroad’s drinking water supply. Il alse conducted medical

tests for company doctors and it devised methods for reducing the mineral content of boiler

wWaker.

The test facility at Altoona ultimately developed a comprehensive system of standard
specifications for all classes of materials and supplies. Other raiircads that did not have their
own test facilities adopted the standards of the Pennsylvania Railroad. "The use of such
specifications for quality contral became a siandard practice throughout industry, and Dudley
is generally given credit for its introd uction."!# Both the physical and chemical labaratories
worked closely with the railroad’s purchasing department to establish quality control.
"However, they soon became involved in what is generally termed “applied” research, leading

to improved designs.” 14#

147, Chotstapher T, Baer, "A Guide to the History and Records of the Pennsybvania Railroad Company™ (The
Hagley Museum and Library, unpublished finding aid), 1. .

148, Ibid.

110




. A Transportation Feveticdior: Raflrouds wd e Rise of ar bndustrial Crder

In a curious way, the railroad’s relentless pursuit of excelience in standards washed over onto
the city of Altoona itself. Although not a model company town in the strict scnse, as was
Windber, the Berwind-White Coal Company's town in Cambria County, the city clearly bore
thi stamp of the Pennsylvania Railroad.” . . . (Pennsylvania Railroad) officials were very much
aware that the town must have a cultural and social life in order to transcend the simple
camp atmosphere of the 1850s."** The PRR “sponsored bands, cheral societies, sporting
cvents, voluntear fire companies, a library, and a hospital. ™™ It built a cricket field, golf
course, tennis courts, and sports fields. It organized baseball, basketball and football teams

from amonys its workers. The PER in a very real sense dictated the rhythms of life itself.

Since time was very important . . . the ‘Company’ did something to furnish
good standard time to all its dependents. This was done by means of whistes
or horns. A six O’Clock whistie wakened the workers of the community. Ten
till seven gave them walking time to reach their jobs. Seven O'Clock was work
time. Whistles blew at 12 noon, ten till one and Ome O'Clock, there was a hve
(¥Clock whistle, and on some schedules, one at six. With this kind of help in
keeping Hme, not alone [sic] the employees, but the school children, wrives,
store keepers, in fact the whole community were time conscious. The typical
railroad community had a reat feeling of guilt in starting a meeting late, !

As railroads dominated American transportation in the late 18005 and early 1900s, Altoona
enjoyed a consistently sound economic base, thanks to the sustained prosperity of the
Pennsylvania Railroad. Other businesses existed in the city, but none represented even a
fraction of the power of the railroad. It was a one-horse town, despite a population that had
reached 60,000 by 1913, and generally content to remain so, rising or falling according to the
fortunes of the Pennsylvania Railroad. Many cibizens recognized the dangers of this economic
uniformity, and hoped to diversify the city's economic base. But the railroad was antagoenistic
to any development that smacked of competition. It resisted new industries” attempts to locate
through its control of industrial water rights. The railroad even turned down the city itself

when it tried to purchase a reservair in 1930,

145, Emcrson, Allegleny Passagy, 48,
1AL Ibid.
151, Paul Kurte, Blgir Main Line, quoted in Emerson, Alleghermy Passage, 56.
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The Pennsylvania Railroad’s total dominance of Lthe city cast a chilling shadow on its
statement that "The city of Altoona is a creation of the Pennsylvania Railroad." 1% (See
fizures 16 and 17 at the end of this chapler 5o long as the Pennsylvania Railread remained
the dominant force in western Pennsylvania transportation, Altoona would continue ko
prosper. Bui rallroads would face increasingly perplexing challenges to their supremacy from
an alternalive form of transportation, the automobile, as well as technological change within

the industry itsedf,

Western Pennsylvania manufacturers contributed a significant number of technolegical
innovations to railroading in the 19th and 20th centuries, These included the Westinghouse
air brake and switching and signalling cquipment, the Janney semiautoratic coupler, the
compressed air locomotive, the intercepting and reducing valve for compound cylinders on
sleam lucomolives, the all-steel hopper car, and the aluminum bodied hopper car. But the one
technological breakthrough that changed the face of the railroad industry in western

Pennsylvania and the nation did not come from this region but from Europe.

The development of the dicsel-electric locomotive and ils rapid adoption after World War 11
wrought profound changes in western Pennsylvania. Dicselization affected the region in
several ways. First, it meant Lthat railroads would no longer be consumers of coal, the energy
source that had fueled their steam locomotives since at least the 1830s. As railroads consumed
roughly 20% of the nation’s coal production, the substitution of diesel-electric for steam
locomotives profoundly affected the coal-producing regions of western Pennsylvania. The
drop in demand for coal would reduce traffic on the railroads of the region, several of which

owed their very existence to coal haulage.

In addition, the "steam era” in railroading meant more than just steam locomotives. Railroads
had to develop a vast infrastructure of shops and servicing facililies just to keep locomotives
rurning on their lines. These facilities were located along the rail lines at fixed intervals, and
they employed large numbers of highly skilled workers. Indeed, some towns along the

railroad existed solely because they served the railroad’s steam locomotives. Decause of Lheir

152, The Pennsylvania Rallroad Company, The Pounsylvania Baflroad. A Shadegic History, Altoona, PA [May 13,
1905), 3. General statistics for use of the delegates to the Internativoal Railway Congress with speaal reference to
the Altoona shops and yards.
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very low maintenance requirements, diesel-electric lacomotives spelled the deom of most
railroad service and repair facilities in the region. Finally, the particular manner in which
diesel-electric locomotives were introduced in the United States meant an end to iocomotive
construction by the Pennsylvania, which had manufactured roughly 70% of its own steam
locomotives throughout most of its history. Thus many businesses and communities and the
culture that surrounded the region’s steam locomotive construction and repair facilities were

victims of what sociologist Fred Cotirell called "death by dieselization.” ™’

Immediately before dieselization vecurred, the American locomotive industry was an
oligopoly. The American Locomotive Company {Alco}, a firm formed in 1901 through the
merger and eventual consolidation of several smaller locomotive manufacturers, held about
4% of the market. By 1928, Alce had fully consolidated its produchon facilities in
Schenectady, New York. Baldwin Locometive Works of Philadelphia, the nation's oldest and
most successful locomotive manufacturer, also held about 40% of the market. Finally, the
Lima Locomotive Works of Lima, Ohio, filed in the remairiag 20% of the market. But, as
noted, several railroads in the United States made their own locomotives, including the

Pennsylvania, which built steam Jocomotives at its extensive shops in Altoona, Blair County.

The diesel engine was conceptualized by the German engineer Rudolf Diescl, who built his
first cngine in 1847, It appeared to offer elear thermodynamic advantages to other internal
combustion engines and especially to the steam engine (an external combustion engine}. In
1923, Alco, in conjunction with Ingersoll-Rand Company and General Electric, built an
oxperimental three hundred horsepower diesel-electric and tested it on the New York Central
Railroad, and by 1925, Alco had begun to market a commercial diesel-powered switching
locomotive. These locomotives offered superior economics to steam-powered switchers, plus
they avoided the exiensive smoke of steam locomotives, which had begun to be regulated or
even restricted in many urban areas. By the mid-1930s, Alco had sold some 190 diesel
switchers, and demand increased in spite of the Depression. By this time, however, Alco had

competitors, including an entirely new entrant, the General Motors Corporation.

153, W. F. Cottrell, "Digath by Dieselization: A Case Study in the Reaction 1o Technological Change,” American
Saciplmgical Rewvipw 16 (June 1951) 35865,
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In 1930 General Motors purchased the assets of Electro-Motive Company, a manufacturer of
gas-clectric rail cars, and Winton Engine Company, a manufacturer of gas and diesel engines.
Under the leadership of Charles Kettering, GM's research director, the company designed and
built in 1934 the lirst diesel-electric passenger locomotives in the United States — the famopus
Burlington Zephyr for the B&Q and the City of Fortland for the Union Pacific.'™ These two
locomotives broke a number of time, distance, speed, and performance records and provided
a clear signal that diesel-electric locometives would supplant steam, at least on passenger
lines. General Motors then introduced an improved diesel-electric locomotive designed for
easy maintenance with standardized parts and offering superior performance. G.M.'s "Nr.
143" had logged some 83,000 miles under often-adverse conditions, and it showed superior
cconomics — fuel ¢osts for thousand-freight-ton miles half those of steam, grade-climbing
without the customary need of "helpers”, time and distance averages never attained with

steam, and very low maintenance inputs.

These widely publicized test results pushed Baldwin to begin sericus work on diesel
locomotive development and Alco to devote more resources ko road locomotive dieselization.
Lima lagged considerably behind the other two steam locomotive makers. By this time,
however, the die had been cast. Although the war would delay railread adoption of freight
diesel-clectric locomotives, General Motors had already positioned itself to dominate the rapid
and highly profitable dieselization of the American railroad.!> Alco gained a small piece
af the market but lost even that share over time. Baldwin and Lima tricd lo combine their
"strengths” by forming Baldwin, Lima, Hamilton Caorporation in 1950 but were soon out of
the locomaotive business. General Motors raised its market share to as high as 89%, resulting

in the company being investigated for antitrust violations.

The "ennsylvania Railroad had long prided itself on its prowess in locomotive development.
Indeed, it had been one of the major reasons that railroads in the United States had taken
control over design of lecomotives away from locomotive manufacturers as carly as the 1860s,

The Pennsylvania™ motto, "The Standard Railroad of the World” pertained as much to its

154. For Kettering's rale in getting G inbe the diesel locomutive business, see Stuart W Lesie, Boss Kettering.
Wrzirrid of Genersd Mutors {New York: Columbia University Press, 1983}, 207-73.,

153, Bolh contemporarios and historians have argied that decisions of the War Production Board achually layvored
Leneral Motors and hamstrung Aloo,
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locomotive design and construction as to any aspect of the railroad’s operations. Its Motive
Power Department, headquarlered in Altoona, had earned a reputation throughout the United
States as a leader in locomotive design, manufacture, and testing, but this department, as well
as virtually everyone clse in the railrpad, had become so enamored with steam power that

its leaders did not recognize the potential of the diesel.

In 1935, the Pennsylvania launched a special project to develap a high-speed duplex steam
passenger locomotive — one that prosumably would out-perform the new Burlington Zephyr.
These efforts resulted in a locomotive (the Class 51, Number 6100), built in the railroad’s
Juniata Shops in Altoona, which could travei at over 100 miles per hour. But the locomotive
suffared severe maintenance problems and was scrapped in 1948, Nevertheless, the basic
desipn of the 5-1 inspired the Pennsylvania’s cfforts to design 2 high-speed, high-performance
duplex freight locomotive, a project begun in 1939, The (-2 resulted from this project, and
between August 194 and June 1945, the Pennsylvania manufactured 25 (Q-2s in Altoona. But
the performance of this steam-powcered locomotbive did not approach the General Motors

diescl-electric road locomotive.

Managers and engineers in the Motive Power Department still did not give up on steam.
They initiated development of a steam turbine locomotive, Designed in Alteona, this
locomotive (the 5-2) was built cooperatively by Baldwin Locomotive and Westinghouse
Electric. When tested at the Pennsylvania Railroad’s famous test plant in Altoona, the 52
disappointed its designers. It delivered power with only 7.7% thermal efficiency — a small
gain over the 6 to 8% that was common among conventional steam locomotives and well
bulow the 15 to 30% ratings that diescl-clectric locomotives were reported to possess,

Moreover, its speed was limited, and road tests revealed a poor maintenance record.

At no point during the late 1930s or during the early 1940y did the Pennsylvania’s Motive
Power Department or any other unit of the railroad advocate attempt to build a diesel-
powered locomative. The tools, the skills, the organizational capabilities, and the mindset in
Altoona were fixed rigidly on steam locomaotives. After ali, the Pennsylvania owned and
operated almost 5,000 such locometives. Indeed, just before the war began, the railroad had
ordered one passenger dicsel from General Motors for eperation on a subsidiary”s line

between Chicago and Nashville but had canceled that order after Pear] Harbor. Not until
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tMarch 1944 — and the failures of the various high-speed, high performance steam locomotive

development projects — did the Pennsylvania reactivate that order.

During the remainder of 1944 and throughout 1946, the executives and engineers of the
railroad carried out a debate about steam versus dicsel, but at no point in the discussion was
the possibility of the Pennsylvama building its own dicsels enterfained. Within a year after
the war, as railroads in the United States logged more hours with diescl-electric locomotives
and as they observed the phenomenal availabiity, performance, and service records of the
new locomatives, it had become clear to all but the most obstinate partisans of steam power
that diesels would drive steam off the American railroad. This vast sea change would render

the Pennsylvania‘s steam locomotive construction organization and shops obsolete.

The Pennsylvania Railroad’s slow response to the diesel-clectric locomotive reflected in part
its commitment to the coal complex that had developed in western Pennsylvania, In 1945
almost 35% of the Pennsylvania’s freight (on a tonnage basis) was coal.'™ The B&O was
highly dependent on coal; almast 33% of its freight was coal, much of it mined in western
Pennsylvania and carried (either as coal or as coke) to the region’s iron and steel mills,
Railroad executives were highly concerned about alienabing coal companies and mine
operators when they considered switching from steam to diesel. Even though these coal
carriers teceived coal at highly favorable rates, steam locomotives could not match the total
performance of the diesel. They recognized that a switch to diesels would raise their operating

efficicncy but reduce their haulage of coal.

The dieselization of American railroads occurred at the same time that another large-scale
transformation was oceurring in the United States: the shift from coal te oil and natural gas
fur electricity generation, commercial and home heating and as a feed stock for the
manufacture of chemicals. One factor that seems to have pushed even the coal-hanling
railroads toward dieselization was the series of coal strikes by the United Mine Workers in
1946, which resulted in the price of ceal doubling and the development of coal shortages in
some pacts of the country, This strike prompted President I {arry Truman to put federal troops

in charge of the mines on May 26, 1946.

156. The 1945 Pennsylvania Railroad Annual Report claimed an even higher amount, $1%.
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If the Pennsylvania and other major coal carriers had been slow to commit to dieselization
after the war, by 1947 they joined the massive dicselization program being carried out in the
LS. Worried about remainimg competitive with other major East-West lines, the
Pennsylvania’s managers made a decision in December 1946 to convert to dieselization as

soom as possible. By 1937, the Pennsylvania had no more steam engines in service.

Without question, dieselization had significant impacts on the region’s railroad industry. The
change led to closings of shops and other service facilities associated with steam-powered

railroads and extremely sharp reduction of workers at those facilities that remained open. In
1940, the Pennsvlvania Railroad alone employed 18,272 workers at its shops at 18 locations
in the region. Dieselization, combined with general decline of railroad shipments in the region
led the Pennsylvania Railroad to close mest of its shops in the region. Indeed, by the 1980z,
only two repair shops of what formerly was the Pennsylvania Railroad remained in the
region, the Juniata shops in Altoena and the Conway shops in Beaver C(:-unt}'.ﬁ? After the
Juniata shops built the Pennsylvania’s last steam locomotives in 1946, the railroad began to
cut employment there and in the Altoona steam locomotive repair shops. By 1949
employment at Altoona steod at 11,939, a figure slightly higher than the depressed level of
1840, but well below the employment reached during World War !} when the railroad was

running nearly at 100% of capacity.

Dwring the early stages of its program of dicselization the Peansylvania built bwo entirely
new facilities for repair and servicing of passenger and freight dicsels in Harrisbnrg. To
construct these facilities cost the raillroad over $5.2 million in 1947, and in 1944, the railroad
was projecting total construction expenditures for diesel shops of $16.1 million. But it was also
projecting a “substantial savings' In repair facility costs owing to phasing out steam
locomotives, and, of course, the bulk of these savings came by closing steam engine repair

and manufacturing facilities and reducing the employment of skilled workers.

The Altoona locomotive repair shops suffered greatty under the dieselization program even
though the railroad’s managers converted the Juniata facility into a diesel repair shop.

Because diesels need far less frequent maintenance, the employment at Juniata paled in

137, According to Diaoe Hays of Conrail Information, the Juniata/Altoona shops now employ about 1,500
warkers.
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comparison with the steamn engine era. The reduction in force devastated the Altoona
community. By 1938, unemployment ran as high as 15%. In 1961, the PRR's Altoona shops
enployed 6,500 people, many of whoem were part-time employees subject to long layoffs. The
city’s population declined steadily, and its median age increased significantly as Altoona’s

young moved away to find opportunities clsewhere.

Between 1945 and 1939, the Pennsyivania reduced its totai system-wide employment from
161,436 to 79,516, or 51 percent. These figures contrast markedly with national statistics of a
reughly comparable period (1947 to 1958) during which railroad employment dropped from
1,350,000 to 846,000, ur 35 pereent.

At this juncture — almost 15) years after a steam locomotive first pulled freight and
passengers un the Portage Railroad — the verdict about the technaological future of American
railroads s unclear. On the one hand, there are some promising developments. Time
magazine recently announced that American railroads were "back at full throttle” and
concluded, "Leaner, cleaner, tougher, and better managed, America’s freight-train system is
becoming competitive again 1 Part of this turnaround was attributed to many of the
technological changes that railroad leaders of the 1930s had envisaged, such as double-decker
piggvbacking, trains without cabooses and featherbedding workers, and automated freight
handling and yard classification. Yet at the same time, Amtrak, the federal agency that
manages raliway passenger service in the United States, has undertaken testing of high-speed
locomuotives for several heavily traveled roules, but none of the locomolives being tested are

U.S.-tnade. The Germans, the French, and the Japanese are competing for Amtrak orders,

Today, the participation of firms and carriers in western Pennsylvanta in bringing about
technological change on the railroad is minuscule compared to what it was in the heyday of
the steam railroad. Yet, regional and state planning agencies are actively promoting firms,
universities, and research consortia in tryving to reinvigorate the region’s once-great
leadership. One hundred forty years after the commonwealth of Pennsylvania conducted its
fire sale of the Pennsylvania Main Line Canal, the state is making investments in rail

transportation technologies and in the railroad network of the region, just as it did at the very

158, Time, Aupust 23, 19493, 52-55,
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beginning of the railroad era. Whether these investments will yield a more competitive and
economically prosperous region, or the region will see a flowering of firms comparable ke a
Cambria Steel Company, a J. Edgar Thomson Works or a Westinghouse Air Brake Company
remains to be seen. One thing is clear, however. The rosources that played so heawily in the
making the region s technologically dynamic — coal, coke, fron, steel, and timber — are not
likely te be so significant. But other factors — manufacturing skill, scientifically based

knowledge, and flexibility — will probably be as critical to the future as they were to the past.
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FIGURE 12: PERNSYLYANTA BAILROAD FREIGHT TRAIN ROUNDING THE HORSESHOE CURYE. The
gentle grade of the Hoeseshoe Curve reduced the allegheny Front as an obstacte W large-scale
transportation develepment in western Pennsylvania, Soertesy of e Redvogders Menrrial
Masene, Altowinr, PA,

FICURE 13: ONE OF THE ROUNDHOUSES AT THE ALTOONA SHOFS OF THE PENNSTLVANIA
RalLRoAD. Altoona grow quickly as the essential base of operations at the base of the Allegheny
Front, n.d. Conrlesy af the Rmilroaders Mewmorial Muserem, Alova, PA,
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FICURE 14: LOCOMDTIVE CRAME. JUNIATA SHOPS, ALTOONA, PA, 1949, Railroad wechnolopy
dwarfed that of carly transportation systems, as well as those who created it Coartesy of the
Altapns Area Public Litveary, Altoonae, PA

FIGURE 15 METAL YARD N0 1. ALTOONA WorkS, 1913 The increasing sophistication of
transportation technology often dramatically altered the landscape. Courtesy of the Affomee Ared
Public Library, Alfoone, PA.
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FICURE 16 TAR INSPECTION PIT AT THE ALTOONA WORKS, 1930 The Irnsportatinn systems af
the 20th century seemed to engulf the individual. Cerrtesyy of the Altosne Arca Pubdic Librery,
Altaona, 1A,

FIGURE 17: SECTION GANG. Some might wonder whether transportation systems served humans,
oF viee wersd, wel. Cowrtesy of the Railrogders Memorial Musewm, Altoona, A,
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V. TRANSIORTATION [N THE AUTOMOBILE AGE:
HIGHWAYS, TURNPIKES, AND INTERSTATES

The road is that physical sign by which you best understand any age or people
... for the road is a creation of man and a type of civilized society.}

Hailrvads dominated the region’s freight and passenger transportation well into the 20th
century. However, in the late 1800s road bransportation began to show signs of a mild
resurgence. This reflected 2 growing interest in recreational activity, but it also presaged
technological advances in overland transportation that would change the face of American
transporlation. The development of the automobile ultimately would aller American sociery

and economy as fundamentally as railroads had almost a contury earlier.

The bicycle, not the aulomebile, initially triggered the renewed interest in roads. Although
the bicycle had been in existence in onre farm or another since the early 18005, ils popularity
in the United States grew as part of a larger social phenomenon, The rapidly industrializing

American coomomy stimulated the growth of an American middle ¢lass that was urban,

155 Heruoe Boshnell, 64, guated in Thomas )0 Schlereth, 115 40 A Roadscape of the American Expericuce.
{Indianapetis: tndiana fliskoricat Society, 1983), 1.
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relatively well-vducated, and oriented toward the consumption of the very goods that the

country’s industrial enterprises were producing,.

At the same time, the American family was making the transition from a productive to a
consuming unit, and an increase in leisure for members of the middte class helped make
recreation a consumable commodity. This consumer item appeared in the form of passive
entertainments like baseball, football, the arts, and theater. Men and women also became more
actively involved in outdeor activities, including bicycling. The growing numbers of cyclists
created a demand for the improvement of roadways. Cycling organizations like the Leaguc
of American Wheelmen were able 1o bring some effective lobbying pressure on state
legislatures to allocate funding for resurfacing roads. As early as 1879, the League of
American Wheelmen was able ta persuade the Pennsylvania legislature to pass an act creating

a system of bicycle and pedestrian paths paralleling the state’s highways. a0

By the turn of the 20th centuey, bicyclists began to receive support in theit push for better
roads from other quarters, Automobile enthusiasts were growing in number and added their
voices to the calls for trapsportation improvernents, Dut the automobile was, at this time, even
more than the bicycle, & toy for the rich, and the influence of its adherents was limited.
However, the Jobbying efforts of bicycle and automobile wsers combiped with the expansion
of Rural Free Delivery in the 18905 led not only lo increased efforts to improve the nation’s
roads, but also lo the creation of the technological and burcaucratic structures necessary for

the construction and maintenance of an integrated highway system,

The need for a sophisticated network of highways may appear absurdly self-cvident today,
bui the automobile’s potential ability to reorder American lransportation and society was not
w00 obvious at the turn of the century. Many Americans, particulady those lHving in rural
areas, were openly antagonistic ko the growing automobile cutture, which they perceived as
an idle pursutt for dilettantes. The increasing nuimber of recreational auto trips by urban
dweilers into the countryside resulted in conflicts between motorists and rural inhabitants,
At their worst, such confrontations served to widen the gulf between rural and urban

America.

160, Williar 1. Shank, frdiae Trails ta Super Higheays, (Yorks Amercan Canal and Transportation Center, 19883,
).
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In the first decades of the 20th century, however, Americans outside the cities began to
provide services for motorists. The economic benefits they derived reconciled them to the
realities of the evelving automobile culture. More important, while early automobiles offered
urbanites little more than a recreational diversion, they provided rural dwellers the means to
cscape the sometimes disheartening isolation and monoteny of life in the country. Far from
being a mere recreational outict, the car greatly enhanced the social and economic lives of
farmers and other rural inhabitants. The refinement of the nation’s road network was essential
to maintaining a link between rural America and the rapidly evolving urban sector of the

Lnited States,

Pennsylvania’s road system had with few exceptions degenerated into a rutted morass by the
endl of the 19th century. A number of former tumpike companies were resurrected, but the
task of creating and maintaining a wad system clearly was beyond the reach of any private
entity. The state of Pennsylvania recognized the necessity of public action and established the

Pennsylvania State Highway Department on Apri] 3, 1903

The creation of a state agency signalled a return to the kind of state involvement in public
works that had been repudiated in the aftermath of the Pennsyilvania Main Ling Systemn’s
demise, although this first slep was still quite limited in scope. Through the state highway
department, the Pennsylvania Treasury would grant aid te the counties to build roads and
highways, paying two-thirds of the cost of reconstruction.”™ The state itse!f had no
highway mileage. In 1905, the state increased its contribution to three-quarters of the cost of

impn;wem ents.

These measures in themselves wore not equal to the task of improving the state’s roads. In
some cases, townships and counties did not take advantage of the state subsidy and failed
to make improvements on local roads. In response, the slate passed the Highway Acts of
1911, This act provided for a far greater degree of public involvement in transportation
improvements. The new highway acts would create a system of caunty roads, with the state
paying 50% of the cost of their construction or improvement. More importantly, the acls

created a system of state highways that would be funded, improved and maintained entirely

1Al. Williams, "Pennsylvamia Turnpike,” 53, ard George Beyer, "Pennsylvania’s Roads in the Twentieth Cendury,”
Histaric Peansydvania Leaffet Noo 34 (Penmsylvania Histerical and Museunn Commission, 1972), 1
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by the state. The acts also authorized a buyout of the remaining turnpike companies in the

state, the creation of rules tor road usage, and the power to enforce them.

The move toward road and highway improvement also reflects the larger picture of
progressive reform in Pennsylvania that was occurring at this time. The progressive reform
spirit that shaped much of Pennsylvania’s, as well as the nation's history, undoubtedly carried
over into support for a state-supported transportation system.'®? The progressive notion
that one function of clean govermment was ta provide elficient services for ils citizens created
an atmuosphere thal was conducive to a far greater level of government intervention in the

economy and in public works than had been thinkable only a few decades before.

improvements in transportation also loomed as a more significant issue in western
Pennsylvania’s major urban center, as well. Pittsburgh continued to experience significant
growth throughout the latter third of the 19th century and the first half of the 20th
century.’® The rising popularity of the automobile posed a vexing problem for city
planners who had to cope both with the city's rate of growth and with a radically new
transportation technology, Even before the automobile became a contributing factor to
Pittsburgh's traffic congestion, Lhe city was forced Lo come to grips with the inadequacics of

its infrastruchue:.

Like virmeally all American cities, Pittsburgh had been in its carlier years a pedestrian city.
No public transportation existed until the 1840s, and the city was relatively unstratified, in
that the members of various elasses were relatively closely integrated within the ciby’s core.
"Work and residence were often closely linked, and the city’s elite — bankers, merchants,

industralists, and professionals — lived largely in the urban core close to governmental,

162, Pragressivism, or the Progressive Era, sehich lasted rowghly 30 years (1890-1920) is o complex and in some
wiys comtradictory series of movements than canned be summarized in a few paragraphs Like tnany relorm
muvements, it looked both forward and backward, wward an idealized fuiuree that was based in part on nostalgic
recotlections of the past, Many progrissive reformess believed that the eational foundations of both business and
seiener coutld pe applied to government, in order to take political power from urban political bosses and restore
a mare traditional "American™ form of dernocracy. "Goed governmenl” in fum conld be used to address 3 variely
of social ills. Many progresstees advecated a level of government activism that ran counter te their earlier political
inclimaticts. This in parl eeflected thedr anxieties over the profeund changes that eccurred in the United States of
the late 19th and early 20th centuries. and what these changes meant for their own fulures.

163, Jool &, Tarr, "Infrastructure and City-Building in the Nineteenth and Twentieth Ceoturies” in City of Phe Port,
Casinys on the Socidd [History of Pittsturgh (Filtsburgh: University of Pittsburgh Press, 19821, 228 and 240,
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comunercial, and mercantile activities while the working class resided in nearby alleys and
streets or in the outlying wards."'™ This resulted in a relatively high population density
for Fittsburgh, while the city’'s dynamic growth rate stimulated the development of other
towns and communities along the rivers. As the city continued to grow, it eventually faced
the necessity of providing not only some form of public iransport for its inhabitants but also

some connection with the communities on its outskirts.

Pittsburgh responded with the construction of emnibuses, horse-drawn bus lines, in the late
1840s. These were followed by the development of streetcars on Lhe eve of the Civil War.
Railreads provided commulter transporlation between the Pittsburpgh core ity and the other
towns along the rivers. The development of a mass-transit system, aithough badly integrated,
allowed Pittsburgh to engage in the firsl phase of American suburbanization. The existence
of efficient transportation into the core city gave the upper and middle classes of the

population the option of residing in outlying areas, an option they readily exercised.

Pittsburgh’s continued commercial and industrial development within the geographic
restrictions of the three rivers area created a transportation bottleneck, particulatly in the
city’s central business district. The public transportation infrastructure was totally unsuited
to autemobile traffic. In 1900, only one downtown Pittsburgh street was wider than 40 feet,
and many of these narrow strects already carried streetcar lines.)® The introduction of the
automobile threatened a transportation gridleck within the city’s core. Concerned citizens
responded by organizing the Pittsburgh Civic Commission. The commission retained the
services of three urban planners to prepare a city plan. Their preliminary plan called for
further study of ways o improve the city's infrastructure, including its transportation
sysiems.

166

One ot the planners, Frederick Law Olmsted, Jv."™” prepared a report that proposed

comprehensive changes in the city's transportation network. Olmsted’s plan recognized the

164, Tarr, "Infrastructure and City-Building,” 217,

165, Tarr. "Transportation lnnovation and Changing Spatial Patterns in Pittsburgh, 1850-1934," Public Warks
Histurieal Sociely 1978, 26,

168, Olmsted’s Eather, Frederck Law Olmsted, the designer of Mow York's Central Park, had pionecred the ar
of landscape architecture in the United States.
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limitativns that the city's geography placed on transportation. 1t also accepled as inevitable
the automobile’s eventual dominance of the wurban transportation scene. His report
recommended solutions to Pittsburgh's inereasing traffic congestion that were compatible with
lhe city’s physical constrainis. The city adepted a number of Olmsted’s proposals, which

contributed greatly to the city's evenlual dependence on private transportation.

As Pittsburgh made improvements to its internal transportation network, the state began to
improve the arteries Lhat connected the city to the rest of the state, The combination of state
and federat aid from the Pennsylvania Highway Acts of 1903, 1905, and 1911 and the Federal
Highway Act of 1916 allowed for the construction and improvement of state and lederal
highways in the same rights of way that had served Piitsburgh in the 19th cenbary. US
Highway 22 utilized much of the route of the Huntingdon, Cambria, and Indiana Turnpike.
The Lincoln Highway, or U5, 30, followed Lhe historic routes of the Forbes Road and the
Pennsylvania Road. By 1929, about one-third of Pennsylvania®s 8,900 miles of paved state
highways were in western Pennsylvania. By 1930, a combination of six state and federal
highways served the city, reinforcing the city’s traditional role as an imporlant natienal
crossroads. One of these, the Lincoln Highway, became cne of Lhe nation’s first

iranscontinental highways (see Highways — 1913 o Present map}.

It is a name to conjure with. [t calls to the hereic. It enrolls a mighty panorama
of fields and woodlands: of humble cabing and triumpbant farm homes . . .
burrowing mines and smoking factarios . . . commerce-laden rivers and
horizon-lost oceans. And because it binds together all these wonders and
swoeeps forward till it touches the end of the earth and beginning of the sea it
is to be named the Lineoin Highway.!%

The creation of the Lincoin Highway offers one of the best representations of the early
development of American highways. The highway was the brainchild of Carl . Fisher, the
developer of the Indianapolis Motor Specdway, and the founder of the Prest-O-Lite Company,
mamufacturer of carbide headlights for automobiles. Fisher was a booster and a developer,
inclined toward ideas and plans on a grand scale. Fisher accumulated an enormoeus fortune,

which he lost in the crash of his last and most grandiose scheme, the Florida land

167, Reverend Frank G. Brainard. (Salt Lake City, October 19, 19130, quoted in Drake Hokanson, The Lincets
Highway. Mafa Streel Aceoss Amterfoa. (Towa City: University of lowa Press, 1988, 14, Booster hyperbnle does not
grt much betber than this: Perhaps the Reverend Braimard enjoved an advantage from his training for the pulpit.
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development boom of the late 1920s. In 1912, Fisher proposcd the construction of a

transcontinental highway. The Lincoln Highway Association was established on July 1, 1913,

Fisher was joined in the association by a group of wealthy businessmen that included Hepry
B. Joy, the president of the Packard Motor Car Company, Roy Chapin, the president of the
Hudson Motor Car Company, and Frank A. Seiberling, the founder of the Goodyear Tire and
Rubber Company. Clearly, many of the leading figures in the automotive industry saw the
advantages of prometing a movement far the improvement of the nation’s auta roads. '
The New York to 5an Francisco highway would be built with funds raised by the association
in the form of subscriptions from individuals and from the communities through which the
highway passed. The publicity surrounding the planining and censtruction of the Lincoln

Highway helped bring the issue of American highway developmient before the public.

‘The development of the Lincotn Highway gave Pennsylvania its first cross-state road since
the Pennsylvania Road of a century before. The new highway largely followed the route of
this previous road. In doing so, it helped rejuvenate the many towns that had grown up
atong the old road. These communities had declined as the rafiroad main lines bypassed them

in the latter half of the 19th contury.

The passage of the Federal Highway Act of 1916 brought additional funding i portions of
the private association highway. It also signalled the first federal effort to aid the in the
creation of a road system since Congress had passed legislalion for the National Road 110
yvears ago. The federal government once again would play a significant role in woestern
Pennsylvania’s transportation development. This role would broaden dramatically in the next

25 vears,

The Lincoin Highway was only one of numerous private associations creabed between 1913
and 1926, Another association highway created during this period that was of particular

importance to western Pennsylvania was the Nalional Old Trails Road, that ran from

164, Fisher atempted to attract the support of Flenry Ford to the Lineobn Highway, but Ford ficemly refused to
associate himself with any effort to fund and build private highwaye " . as loog as private inkerests are willing
build griod roads for the general public, the general public will not be very much interested in building pood roads
for drsell, 1 belisve in spending money to educate the public o the necessity of building good roads, and et
everrbody contribute their share in proper taxes.” Hokanson, The Lincoin Hrghwrry 4.

13
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Washington D.C., to Los Angeles. This road incorpeorated the route of the ald National Road
along with the routes of other historic roads and trails. This highway, like the Lincoln
Highway, relied heavily on over-blown prometion and propaganda to attract subscriptions.
Its advocates billed the road as the "true course of American Manifest Destiny.” This claim,
if true, could also be interpreted as the most damning indictment of the road’s impact on
Armerican history. This statement, like those made about the Lincoln Highway, reveal much
about the perception of transportation’s role in shaping our history, as well as our perceived
ability to dominate our environment This issue was especially relevant in western
Pennsylvania, where the formidable topography continued to pose a challenge to the

improvement of transpartation.

The National Old Trails Road helped to revitalize the communities that had flourished
during the boom times of the National Road from 1818-1850. These highways spurred the
construction of cabin camps, motor courts, motels, truck stops, gas stations and garages,
roadside diners, and grand hotels for the comfort of well-heeled motor tourists. The growing
aitomobile culture encouraged the development of a new vernacular architecture that
profoundly shaped the character of American communities. The roads themselves changed
the physical character of the region’s landscape. Whereas earlier roads by necessity had
foilowed the contours of the Jand, new road building technology created wider rights-of-way,
shallower grades, and long, sweeping curves. The new roads left a far more visible

irpression, or scar, on the land.

These roads, like their predecessors, confronted the problem of overcoming the Allegheny
Front. The ridge still presented a barrier o travellers along the state’s cast-west corridors. The
growth of the nation’s automobile culture created new incentives for overcoming the
Alleghenies. The Lincoln Highway in particular exhibited some shortcomings in ibs crossing
of the Ridge. The road’s steep grades and sharp turns often proved to be too great a challenge

either to automotive technology or the skills of the vehicles’ operators.

By the late 1920s, the automobile quickly had evolved from a play thing for the wealthy into
a transporfation alternative that was beginning fo pose a serious challenge to the nation’s
railroads. The rapid increase in traffic loads was overtaxing the limited highway system that

existed, The American Association of State Highway Officials requested that the federal
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government intervene and bring some order to the chaotic jumble of roads and highways. In
1926, the Burcau of Public Roads (BPR) devised a plan for a numbered voad system that
would create a rough grid pattem across the United States. The Lincoln Highway and the
National {3ld Trails Road became parts of U.S. Highways 30 and 40, respectively. This level
of fedcral intervention helped alleviate some of the problems of the nation’s highways, but
un itself was not sufficient as traffic continued to increase. Pennsylvania Gov. Gifferd Pinchot,
i his second term (1931-1935), pushed hard for an increase in read construction throughout
Pennsylvania, particularly in the rurai areas where he enjoyed the bulk of his political
strength. Te make good on his campaign promise to "get the farmers out of the mud,” Pinchot
embarked on an ambitious plan to build "more miles of good roads rather than fower miles

of faultiess boulevards. %%

Pinchat’s program built hundreds of miles of mads connecting rural Pennsylvania to markets
and urban centers, but the narrow "Pinchot roads” followed the contours of the land and were
covered with a thin hardened swiace that could not withstand heavy traffic loads. They
undoubtedly tmproved transportation throughout much of western Pennsylvania, but they
did not offer a long-term solution to the problem of national highway development. The
science of highway construction itself would have to evolve to keep pace with the
improvements in automobile technology. In the late 1930s, western Pennsylvania would
become the setting for the development of a new kind of highway, one that would be a
prototype both for American highway technolegy and federal assistance to the improvement

of the nation’s transportation infrastroctam,

By the time Governor Pinchot had embarked on his road improvement program,
Pennsylvania, along with the rest of the nation, was absorbing the brunt of the Great
Depression of 1929-1941. The number of automobile operators in western Pennsylvania

apparently declined in the early and mid-1930s,"" as did velvcular traffic.!’] At the

b Philip 5. Klein and A Hoogenboom, A History of Peamsdvanii, 333,

17ih. This statement is based on daka that juel Tarr has compiled and analvieed for Allegheoy County belween 1929
and 1934, [n this period, automebile registration declined 34.6%. We may reasonably assume that this trend 13 not
an abwrration, and that it catried over into other parts of western Pennmsybvania, This predominantly vural area,
like wther agricultural sections of the country, was particularly hard hit by the Depression,

171 Williaros, "The Pennsyivania Turnpike System,” 2.
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same time, the state's unemployvment figures skyracketed, reaching a peak of 37.1 percent
unemployment in March of 1933.172 Pinchot's road projects, therefore, focused almost as
much en work relief as on transportation improvements. The Pinchot roads were designed
to be constructed with a maximum of human labor, utilizing moechanization as littde as

posstble.

The Depression dramatically atfected the state’s political traditions, as well. Since the end of
the Civil War, Pennsylvania had been a rock-soiid bastion of the Republican Party. The
[Democratic Party in the state for decades had been little more than a straw man virtually
unable to win any statewide elections. The Depression threw this political hicrarchy out the
window. Although the state’s Republican party had implemented some Progressive teforms,
the urban machines of Philadelphia and Pittsburgh that controlled the party resisted
widespread change. The stale elected Pinchot, a Progressive disciple of Thendore [ooesevelt
unaffiliated with the Republican machines, to two terms, but this occurred only when the
party was split into various factions. Pinchot initiated some reliet measures, including his
road program, but the Republican party’s opposition to Franklin Koosevelt's prestdential
candidacy and the first New Deal opened the door for the creation of a viable alternative to

decades of Kepublican control of the state’s political process,

Pennsylvania’s revitalized Democratic party embarked ona program of liberal reform that
parallcled that of the New Deal. Relief and reform in Pennsylvania increasingly occurred as
a result of cooperation between the state and federal government. Much of the aid for
recovery appeared as funding to improve the state’s transportation systems. The National
Indusinal Recovery Act provided 519 million for improvements to the slate highway. Other
aid for roads came through the Works Progress Administration, which employed 143,000 men

in the state by November 1935,

The federal povernment made its mest significant contribution  to Pennsylvania's
transportation by assisting the state's effart to bulld a four-lane, high—spced, limited access
highway. The construction of the Pennsylvania Turnpike represents one of the best examples

of the state’s "Little New Deal” public works spending projects. The turnpike, like many other

172, Klein and Linogenbaom, A Aistery of Pennselomiia, 430,
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improvement profects in the state’s history, combined attempts to alleviate unemployment
and revitalize the state’s economy with the more tangible ambition of expanding the state’s

transportation infrastructure.

[n fact, unemployment relief was the chief incentive behind the Palterson Rl_’s.ulu.'timn,l:?3
the original legislation that called for a feasibility study of the turnpike concept.!™ State
officials moved quickly to secure federal assistance for the project. Divectly or indirectly, the
United States government financed virtually all construction of the initial 160-mile segment
of the turnpike from Carlisle, west of Harrisburg, to lrwin, east of Pittsburgh. Pennsylvania
secured an putright grant of 25.5 million dollars from the PPublic Works Administration. In
addition, Reconsiruction Finance Corporation purchased $40.8 million in turnpike bonds, 17
The RFC committed to buying all bonds required for construction, because the Turnpike

Commissian mitially had little success in finding buyers in the private sector.

The difficulty in attracting investors, in part, is due o the fact that the turnpike was a radical
departure from American highway plaoning and design. Never had a toll avtomobile
highway or bridge of this scope Decn built in the United States. In addition, the federal
government's Bureau of Public Roads adamantly oppuosied the construction of toll highways,
on the basis that toll highways could not support themselves, Much of the support for the
improvement of American highways had come as a result of the success of the German
autobahn system. But the bureauw’s director, Thomas H. McDonald, resisted any changes in
highway policy based on comparisons of the U.S. and German systems. BPR enginects argued
that the underiving philosophies of the two were so radically different that a fair comparison
was hnpossible. The autobahns had been constructed to encourage auto use, which,
Depression notwithstanding, was the ieast of the United States highway system’s problems,
The autebahn’s success led many American highway engineers to consider seriously the

construction of an American network of super highways, but the bureau also resisted this

173, House Resalation Mo 138, ramed for its spansor, State Hepresentative CUEF S, Patlerson, s incroduced the
il on April 23, 1935

174, Williamns, "The Penmsylvania Tumpike,” 84 Dan Cupper, The Pomnsylvaiia Tiraplic, A fisiory (Pennaylvania
Turnpike Commission), 6.

173, The Reconsteuction Finance Corporation played an important part in the Boosevelt New Deal, but it was
actually created during the Floover administration ta provide fanding ta banks and othee depressed corparations.
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concept, saving lhat such a system could not adequately serve the interests of the majority
of American motorists.!”™ The BPR under McDonald maintained that funding should go
to imprave urban highways, and that two-lane highways would be adequate for most

interstate travel

The Pennsylvania State Highway Department also opposed the Pennsylvania Tumpike, and
its opposition led to the creation of the Pennsylvania Turnpike Commission. The commission
acquired the federal funding to commence design, acguire land, and begin to make
improvements on the selected right—of—wa}f.l?? in less than two vears, the commission
uversaw the construction of 160 miles of highway, 7 tunnels, {6 of which initially had been
excavated for the South Penn Kailroad), 11 interchanges, and 307 bridges and culverts. The
turnpike opened on October 1, 1940, The number of motorists on the highway exceeded the
forecasts of the turnpike’s traffic planners and completely repudiated the pessimistic forecasts
of the BPR. Until the besinning of World War 1, the tumpike carried almost bwice the
number of vchicles that originally had been projected (see figures 18 and 19 at the end of this
chapter).

The Pennsylvania Turnpike's limited access design signalied a radical depariure from early
road systems, which had been built in part to link communities. As the turnpike bypassed
communities, its designers bad to provide alternatives fo the services that travellers normally
would have found in the region's vowns and citics. Turppike engincers destgned and built
10 service plazas, at 25-30 rnile intervals. These plazas, which offered food and fuel to
travellers, wore leased to the Standard Oil Cnmpan}' of Pennsvlvania. Standard in turn

subleased the food and gift concessions to the Howard Johnson's restaurant chain.

Curiously, the service plazas were built in a style reminiscent of colonial Pennsylvania

housing. Perhaps the turnpike’s designers felt that this most modern of highways needed

176, Bruce B Seely, Building tie Amvrivan Highaay Systere Cugineees as Pulicy Makers, (Fhiladelphiac Temple
University Teess, 1987), 161

177, Much of the tumpike’s right-ofway would follow the right-of-way of the South Penn Bailroad, an abortive
attemnpt by Andrew Camnegie and William H. Vanderbilt of the New York Central Railroad to create viahle
competiion for the Pennsylvania Raibroad. Although never completed, the South Penn's gemtle grades provided
a supeTior aute Toute, as comnpared to etther U5, highways 22 or 30, the other Pennsylvania cross-state highways.
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some link, however forced, with the state’s past transportation traditions. They created an
instantly quaint selting for the plazas, a totally functional service station with a historical false
front completely unrelated to the automobile era. The service plazas foreshadow an almost
Disneyesque reinvention of reality, in which the impuosition of "historic” architecture forces
a false patina of tradition, of historical comtinuity, on a revolutionary transportation

technolagy.

The turnpike’s immediate success foreshadowed significant changes in American highway
planning and dusign. Clearly, the BPR’s claimis that a toll highway could not pay for itself had
been seriously undermined. The highway's dramatic financial retums triggered a post-war
boom in toll road construction that ended cnly with the passage of the Federal-Aid lighway
Act of 195617 The turnpike also played a role in revising the nation’s defense planning.
The shortcomings of France’s road system in ils defeat to Germany cast doubt on the BURs
assertion that the nation’s highway network was adequate for national defense. The turnpike's
cfficient function during the war impressed upon Congress the importance of efficient
transportation to faciiitate internal defense. Cold war anxieties over a possible armed conflict
with the Soviet Union provided additional impetus for the creation of an integrated system

of limited access highwavws, modeled in part on the Pennsylvania Turnpike.

The Turnpike Commission acted guickly in the post-war era to extend the turnpike’s route,
first to extend the road to Pittsburgh and Philadelphia, then to connect it with highway
systems in other states. By 1954, the turnpike had been linked with both the New Jersey and
Ohio turnpikes. By the late 1950s, "motorists could travel between Maine and the Indiana-
Ohio border {soon to be exlended to the Chicago metropolitan area) without encounlering a
single stop light, cross street or grade -:11.3*3.*;-‘ir|||ig;."I?q The tumpike played an essential role
in reinforcing western Pennsylvania's raditional role as a transportation corridor in the 20th

century,

The tumpike clearly set a standard for the design of American limited access highways. Hs

influence on highway funding was much more limited. Although a number of turnpikes

178, Sevly, Bruce. Building Hw Amerfcan [Rphiay System, 221
179. Cupper, The Ff'nn:{yh!mr{.‘? Turnpike, 31.
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based on the Pennsylvania model were constructed in the late 1940s and early 1950s, the
majority of superhighway advocates, including the trucking industry lobby, automobile clubs,
and the American Associatiom of State Highway Officials, opposed direct user fees Lo fund
and maintain an interslate syslem. These groups and others favored funding based on
gasoline taxes and other automobile-related items, However, the turnpike’s demonstrated
success in facilitating a large volume of long-distance auto traffic certainly reinforced the

argurment for the creation of an interslate highway network.

The development of the network known commanly as the interstale highways developed, as
had other transpurtalion systems before it, as a combination ol transportation improvement,
public subsidy to the private seclor, and economic leveler. The Cold War added a new
dimension to the history of transportation development. The interstates were intended not

only to provide for civilian travel, but the movement of military forces, as well.

The inlerstate program was the favored son of the Fisenhower administration’s domestic
progeams. In contrast o the radical elements of the Republican Party who reacted against two
decades of Democratic dominance of national polilics by attempting to dismantle significant
elements of the New Deal, President Dwight Eisenhower assumed a more moderate posture.
He and the leaders of the party’s center kept much of the New Deal puolicies intact, in(‘luding

planning for an interstate highway network,

Eisenhower in particular felt a strong attachment Lo the interstate concept. The president saw
the system, like its many transportation predecessors, performing more than ane important
function. One, it would facilitate civilian travel by increasing highway safely, relieving tratfic
congestion between urban and suburban arcas, and providing efficient linkages between the
counlry’s major urban cenlers. Two, it would enhance internal defense capabilities, Three,
federal highway spending would provide an effective way to moduerate dips and peaks in the
national economy. In 1956, Congress passed the Interstate Highway Act, which provided for
the construction of 41,000 miles (later increased to 42,500 miles) of limited access highways.

The federal goyernment would fund 90% of the cost of the system.

The interstate highways symbolize the shift in emphasis of Amgerican ransportation

development in the 20th century. The system accelerated the transition from mass transit to
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private transportation. In fact, it was the largest single factor in that transition in the years
after World War 1. The interstates definitely improved travel between the nation’s nmrajor
urban centers, and by facilitating commuting between inner city and suburh, contributed
greatly k@ the wave of post-war suburbanization, However, this process also played a
significant role in the rapid deterioration of the nation’s core cities, as more affluent urban

dweliers fled the city for the suburbs,

The American urban setting changed as new communities sprang up by the hundreds along
the interstate corridors. Retailers began o depart downtown areas to mave o suburban
shopping centers, further depleting the city’s tax base. Urban mass transit declined, as the
vast majority of public spending was redirecied toward improvements of the automaobile
infrastructure. "{Seventy-five] percent of all government transportation dollars {local, state,
and federal) went to subsidize travel by car and truck; only 1 percent was earmarked for
urban mass transit."’® Clearly, federal spending, on the interstate system represented an

enormous subsidy to the American middie class.

The interstate system has a significant presence in western Pennsylvania, The Pennsylvania
Turnpike has been incorporated as part of Interstate 70, a route running from Washington
D.C., o central Utah, where it connects with Interstate 15 to complete a transcontinental
artery. Interstate 80, a true transcontinental highway connecting, New York and San Francisco,
bisects the state just north of its east-west center line. The highway passes through western
Pennsylvania approximately 50 miles norlh of Pittsburgh. This road was originally conceived
as the Keystone Shortway, a second cross-state tol] highway, bul this plan was altered with

the passage of the interstate highway legislature in 1956

As was the case in cther parts of the country, Pennsylvania officials saw little reason to
construct highways with state funding when the federal government could be persuaded to
pay 90 percent of the costs. The subject of the political machinations involving local and
regional efforts to secure additions 1o the interstate system has not been fully explored, but
clearly, the commonwealth of Pennsylvania had much to pain from the designation of a

second Last-West interstate route,

180 Davidson, Matior of MNations, 1122,
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Politics aside, however, the Keystone Shortway's created a valuable transportation artery. It
became part of the shortest, most efficient transcontinental highway route in the country. For
Pennsylvania, it brought a modern transportation system to a region that had not enjoyed the
sam level of transportation improvements as the rest of western Pennsylvania. The highway
also relieved congestion on the Pennsylvania Turnpike. This highway has opened new
ppportunitics for economic development for the arca through which it passes, as have so
many other transportation arteries in the region’s history. Together, Interstates 700 and 80 have

reinforced the region’s historic role as an important corridor for travel between East and Waust,

Anpther interstate route, Interstate 79, runs north and south in the extreme western part of
the state, from the West Virginia line through Pittsburgh, to Erie. Although this highway
serves more as a tegional artery, it strengthens the traditional transporiation link between
Pittsburgh and the Great Lakes. The highway also provides a limited-access connection

hebweon Lthe two EBast-West interstate corridors.

The future of western Pennsylvania’s interstate system, like that of the system throughout the
nation, is semewhat clouded. The maintenance needs of this vast network have excecded all
early estimates. The interstate system required massive improvements even before it was
completed. The state’s east-west arteries require major repair and reconstruction. In an tronic
twist on the histary of the interstate program, both state and federal officials arc considering
seriously expanding the state’s current toll road network in order to raise funds for
refurbishing the system. The state has studied a concept for converting the Keystone
Shortway into a toll road, as was originally proposed. 11 The very system that effectively
killed the toll highway movement may be forced 1o revive toll-based funding for its very

survival.

Regardless of the eventual solution arrived at for maintaining the integrity of the region’s
highway system, western Pennsylvania almost certainly will remain a vital corricor in the
nation's transportation network. The United States has vet to show any inclination o divorce

itself from its dependence on motor vehicles as the dominant technology for transporting

181, Mavid | Cufk. et al, ed., The Atlas of Feansylania, (Temple University Press: Philadelphia, 1989, 186,
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passengers and freight. The region’s interstate arteries will continue to provide an essentia)

function within the national transportation network.

Although western Pennsylvania’s railroads have declined steadily since the 1930s, and rapidly
since the end of World War 11, they still remain as an important element of both the regional
and national transportation picture. A number of alterations in the railroads’ organizational
operational structures have aliowed them to provide efficient freight service. As traffic
congestion, urban sprawl, alr and water pollution, and other environmental impacts related
to automobile use worsen, the nation may make a more concerted cffort 1o redirect its
energies toward other transportation alternatives. More efficient light rail and high-speed rail
for interurban and interstate travel may offer viable altematives to automobile travel. The
replacement of the automobile as the mainstay of American may strike some as pure fantasy.
But who in 1900 would have predicted the decline and eventual demise of the railroad

oligarchy? (See figure 20 at the end of this chapter.)

The histone functions of the western Pennsylvania transportation corridor have evolved in
a dramatic and complex pattern over the centuries, yet the corridor’s essential character has
remained remarkably consistent. The region still enjoys a vital geographic location that
establishes it as a natural crossroads, regardless of the technological changes that have taken
place over time. Tts existing transportation systems still can adapt to whatever direction
national transpertation developments may take. Although western Pennsylvania’s traditional
industrial base has all but evaporated, the evolution of its urban and rural areas will stiil
require the support of a transportation network. In all of Pitsburgh’s radical changes over
the last 40 years, one improvement to its infrastructure perhaps best symbolizes western
Pennsylvania's link to its historic traditions: the construction of a new airport to serve as a
hub for a major air carrier. As it has so often in the past, transportation technology will

continue to adapt to the complex landscape of western Pennsylvania.
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HGURE 18: ROUTE #4350 NEAR TYRONE, BLAIR COunTy, PA, Early highway constreclion projects
often fit the contours of the surcounding landscape, nd. Cowrdisy of the Pernsidoinria Skrfe
Archives, Herrishirg, PA.

FICURE 75: CLEAR RIDGE CUT, OCTREER, 1940, The more sophistivated Permsylvania Furnpike
had o markedly greater impact on the Jand, Cowrdese of i Peansyleanie State Arclioes, Harelshure,
PA,
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FHOTO 20: EXCAVATION FOR THE FOUNDATION OF THE U5, STEEL BULLDING, PITTSEURGEH, 1966,
The excavation uwncovered the tonacls aof the Pennsylvania Main Line Canal and  the
Pemngylvania Railroad, This extraondinary  ustaposition illestrates the way in which
tramsportation holped lav the diy's fovndation and alse symbulizes the histaric link beheoon the
trarsportation and steel industrics. Cortesy of Hie Historical Society of Western Peaaaylpania.
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