X. THE AUTOMOBILE AND GOOD ROADS

The good roads acvocates hailed the'ratification
of the constlitational amendment in 1898 as the final
step in the revolution in road—making'methods° But
they were destined to disappointment and long delays
before they could enjoy the benefits which they hoped
te gain from the hard-won battle, for not until 1905
was & law pascsed creating iﬁe“highway commiSsion pro- .
vided for in the amendment, and 1t did net go into
.effect untll January, 1906, The supporters of the
amendment might have béen prepared for thils long}delay
‘had they analyzed the situation. The cénstitutlonal
amendment scarcely could have been called'pgpular;' The
"proposal of 1895 to add the Aincome from the internal
improvement land furd to the five per cent fund re~
Ccelved more than twice as many votes as the amendment
of 1898; even'though the emendment carried and the 1895
proposgal fzlled to pass, In 1895 the people were vot-
ing on a proposition to insure ald from the state for

.building‘roads and bridges, For thirtj—five years they

haed been accustomed to the exlstence of such a fund, and

some of them, at leést, were alarmed at the thought of
losing 1t. Without state £id the people had to alg

deever into thelr own purses to pay for the rosds and

|
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 bridges tbey sought to bulld, The extent of their con-
~cern can be peréeived ﬁhen the fact is considered thét
the measure lacked but ten thohsand votes of having a
popular majority. 1
The constitutional emendment had thls same feature,
but in addition it levied a fresh tax on property, and
the people of the nineties d1d not wish to add to their
tax burdens. The amendment departed radically from the
. established custom of leaving the administration of road
affalrs to the local communitles by making cbnstitutional
provision for a state agency to supervise the distribu-
 tion of funds for roads and bridges and to keep a watch-
ful eye upon thelr expendlture. It was this feature, in
particular, which caused the people to lose interest 1in,
or else to become actively opposed to, the amendment.
They were not ready to permit the expenditure of funds
for local prdjeots to be supervised by any agency other
then the people., The politiclans on their part were
- equally'loath to permit any othef agéncy thari the‘leg—

isleture -- in other words, themselves -~ to assume the

1. See ante, p. 309-317, 373-378. A constitutional
amendment, until after the election of 1898, required
for passege only a majority of the voles cast on the
emendment, The 1873 amendment, however, required &
majority of tkhe total votes cast at the general election
to permit the expenditure of the income from the inter-
" nal improvement land fund, It was possible to divert
the fund to the road and bridge furnd by a conetitutional
emendment which received a smaller popular vote than a
direct vote on the meesure itself had received, Kumu,
Constitutiocn of WKinnesote, 215.




381

privilege'of-distrlbuting the state fﬁndkfcr roads and.
bridgés° Too many of them relied on this fﬁnd tb fortify
their political strength at’home,'foﬁuthe'man who éould
obtain legislative appropriations for his district stood
high in public favor. _ |

Beyond this there were éonditiqns at thé end of the
century which made the future of the good roads movement
uncertain, fhe greatest enthuslassm for good roads came
from the citles and the editors of the coﬁntry newépapers.
Nineteenth-century Minnesotea, however, was prédominantly
agrlcultural,.and the farmera were ndt ready”to'admit .
that their system of making roads was a feilure. They -
resented the interference of the clties inuﬁhatrthey‘
aalled e local problem, Until the:farmers'coﬁld be.
brought to see that they had a fundamental stake at-
1ssue in the road problem, the success of the movement
could not but be uncertain, Up to this time they had
falled to become aroused by the fact that it was coqting_
them twenty-five cents to haul a ton of grain one mile
over the rough, mud-clogged roads of the nineties,
while the cost of hauling the same aﬁouﬁt ol gfain over
macadamized roads would have been but a.fracticn,of that
emount. It matiered little to them what statisticians
figured the cost of hauling to be so long as they did

not have,to pay the sum in cash, 2

S Martin Dodge, "The Good Roads Moﬁpwent " in the
American Honthlh Peview of Revieﬁs, 25 66~ 2 (January,

1g03)..
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It wes about this time, too, that a8 breakdown oc-.

curred in the 1eadership of the good roads advocates.
The movement in Minnesota owed a great deal of its 1m-
-petus to the zeal of the Minnesota divislon of the

‘League of Americen Wheelmen. BY the closlng years of

the -¢century, howe?er, the league was declining, and no

other body had arisen to take the leadershlp. The ex-
tent of the breakdown of the lesgue 1s demonstrated by
the fact that in St. Paul only one of the half-dozen

organizations in existence 1in 1895 remained active in

1900 -and it functioned only as & gocial club, In Min-

'neapolis & simllar breakdown occurred, climaxed in 1903

'by the disruption of the leading bicycle club of the

city — the Flour City Cycle Club ~- and tbe resigna-

tion of 1ts offlcers and about half of 1its members, in~

cluding A. B, Choate, the gulding spirit in the good
roads mOVement for a decade,
~ The downfall of the organlzatlon was caused by

‘factors inherent in 1t. The wheelmen of the elghties
and nlneties had enjoyed an exclusiveness gnounting |
almost to snobbery. They were united in a mutual en=-
| joyment of a sport which, because of 1its exnense, was
| denied most people., The good roads objectlve of the
organization wags based upon a selfish desire to enjoy
to the fuliest the recreational possibilitles of the

3, Minnesoolls Journal November 20, 1899; Dally
Pioneexr Press,; august 3, 1902 Minneooolis Triounc,

May 11, 1903.
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b;cycle9 A movement sponsored by such_an'organization :
gould not arouse a permanent,_widespread ihterest among
those who had tc pay for the roads which the 51¢ycligts
wanted unless they could be persuaded that they, too,
would participate in the benefits., Dﬁring fhé ninetles
/  the nunber of bicycles in rural communitles Lnéreased
| tremendously, and many of theilr ownefs»were associated
in the bicycle clubs of the state, but ﬁ1th the en-

- largement of the membership came a disrubtion in.the.
homogeneoué spirit of the wheelmen. The oréanizatidn
lost the atmosphere of excluéivnness whlch.had been‘ah
attractive feature of 1ts earller exisuence; and as |

,time passed the need for an organization to proteot the .

_ legal interests of the members disappeared, The ;eague,
therefore, -became largely a scclal one, and~its"pOWGr'

. as a_léader of the reform ﬁovement was lost.‘iThe éxﬁent
of the decline in leadership of the good rosds moVeménﬁ
at the end of the century is demonétratealin thé vot1ng
at the election of 1898. One commentétor cbserved that
the heaviest ﬁote on the constitutionai amendment was
in the country, where the movement was weakeqt rauher
than in the cities, which hltherto had been the princlpal

source of strength for the good roads advocates, 4

There was little chance of success for ihe good

roads movement until e motivating influence could bé.

found which would apply with equel force to both the

4. Daily Ploneer Press, November 18, 1898,
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country asnd the city. The League of American Wheelmen
did not supply 't'ha'tv 1nfiuencé, nor did the Good Roads
Assoclation, for i1t was made up of factors which were
so heterogeneous that unified action was uncertsaln,
True, it had a permanent organlzation, but 1its chlef
business was that of seeilng that annual meetlngs were
held, The Good Roads Assoclation, moreover, was con-
stahtly éuspected of being dominated by the manufactur-
ers>of.foad~building equipment, and, untll that suspi- N
cion cou1d be erased, it was not eligible fdf leader-
ship. . It was but a symbol of what the ldeallsts de-
sired, The farmers of Minnesota, as & class, were
little interested in 1t,

" But there were factors which, in due time, were
‘bound to bring the farmers of the state into the ranks
~ of the good roads advocates. Even before the endAof
thercenﬁury, fhey were being Jolted out of their ac-
customed,way of doing things by the revelatlon that the
creamery was moré profltable to them when they couid
dellver.miik and cream OVer émooth roads while it was
sWeet; The jdea of the consolidated school was begln-
ning to teke shape, and, if 1t was to take the place
of the old country schoolhouse, an\improvement in the
conditlons of the roads of the state had to be made,
More pétent thén elther of these factors, however, was
the action of the national government in extendlng to

rural areas free delivery of mall. Under a ruling of
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the post-office department, thé service would not be
granted in afeas‘where roads were unimproved. |
. The first rural free delivery}mail routeé in the
United States were established on an experimental basis
- in 1896 and 1897. In Minnesota, Farmington was selected
as a polnt for experimentation, andvthere_oﬁ January 1,
1897, delivery service was begun over four routes. By
1899 mall wgs dellvered over fourteen rbutes in the
southern portion of fhe state, The demand for the serv-
lce was widespread, and the agent to whom was delegated
the administratlon of the rural delivery service inizi
Minnesota found that "dlstrlictis anxious to‘secura'thef
privileges incldent to the service make 1t & point t6
~ charge the proper authorlties wlth the 1mprdvement of
badly bullt roads, and see to 1t that all new roéds‘are,.
constructed in the best manner possible, " By‘1907 ﬁhere
were more than fifteen hundred rural mall routes in
AOperation in the state, and thelr influence in promoting
better road conditions was everywhere abparentg-5  Ohé
commentator remarked that the prospects for getting
mall delivery gave, in many communities, "a stimulus’
to tus movoment for good roada equal to that of the
bicycle. " 5
Various 5Xplanations wefe givén for the'eagerness
5. Post-0ff1ice Deoartment Reggggg, 1899, D. 2423~244,

1907, p. 350-353; Dakota Coungl,Trfbunp (Farminguon),

Novembpr 12, 19, 1896, January 7, 1897,
6 Dally Pionper Press, Sentembpr 4, 1898
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. of the farmers to get the mall service, All agreed that
4t broke the isolation of farm life, The specialiééent
of the post-office department in Minnesota 1n 1899 noted
that as soon as a farmer got rural free delivery he sub-
soribed for at least one dally newspaper. He inferred
- from that fact that the farmers deslired to keep up with
curreht events, One phase of the current events with
~which the farmer was particularly eager to keep in touch
was the condition of  the market. If he could take advan-
tage of a slight rise in the price of corn, grain, or
hogs, the gain for him often meant the difference be-
tween a profit on his crop and breaking even, or suffer-
ing & loss., The conditlon of the market'meant a great
deal to the average farmer of Minnesota, but he soon
found that, if he could not travel over the roads to take
advantage of the favorable prices, he galned nothing
,by knowing when they were high save an opportunity to
curse the weather and the roads., It was easy then to
convince him of the necessity of good roads. 7
Another powerful incentive for good roads was 1in

the near offing at the close of the century. The auto-
moblle, driven by an internal combustion englne, was
nore than a bheoreticsl possibility by that time, Ever
since the rallroad had come into practical use, men had
been trying to sdapt steam to tran5portation on the com-

7 Post-0ffice Department, Egggggg, 1889, p. 243-244;

. Northwestern Agriculturist, 16: 382, 18 227 (November
.15, 1901, ﬁpril 15, 1903) v
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mon roads.» The experiments of Joseph R. Brown on the
prairie roads of Minnesota and Nebraska 1n the sixtles
.were typlcal of what was golng on 1in a;doZen places in
America and Europe. Durlng the early nineties a'caf
- driven by a steam englne was_placed on,the Amerlcan mar-
ket by the'Stanley Brothers, and it was,foilowed by~ the
Locomoblle, a cheaper car mede under the same’ patent,
The steam automodblle played a big part in making.Amerioa
automobile~conscious, but it was the 1nternd1“combustion
motor which made the automoblle economically practicable.
There had been successful European experiments with inter-
nal combustion motors as early as 1864, and during the
"elghties Daimler and Benz in Germany produced vehlcles
propslled by such motors on a commercial scale.‘ In |
.America George B, Selden filed an applica@ion for a
gasoline~driven automobile in 1879, but 1t waslnot;unﬁil
Kthe early ninetlies that Charles E. Duryea, Henry;Ford,
and Ellwood Haynes actually bullt successful automobiles
| driven-bj gasolino englnes, The demonstréﬁionoof the
practicablility of these American machines, together with
"those 1mported from Europe and the steam*power'cars, ‘
soon made Arerica as automobile-crazy as, a doien years
earlier, it hLad been blcycle-crazy, 'Iﬂ 1854 the first
automobille show was held in Chicago,ﬂalthough there
probably were not mony more than a-half;dozen automobil
in the country. In 1898 tnere were said to be less than

| thirty of them, but by 19C0 more than three thousand
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automobiles were in use in the Unlted States..8

J A'M1nneap§iis heWSpaper reporter attending thé_
Chicago automoblle show in 1894 concelved the 1dea of
bringing an automoblle to Minneépolis for the bilcycle
‘ghow which was to be staged in that city in 1895. So
far as can be determined, that car, of obscure origin,
was the first to venture on Minnesota soil, It was
not long before the car fever hit Minnesotans, Within
& short time, Swan J. Turnblad, publisher of Svenska

Amerikanske Posten, and Edmund J, Phelps, a Minnespolis

banker, had purchased automobiles, and the A, E. Chase
Company of M;nneapolis became the sales agent for the
Oldsmébile, whiph wes run by a fourﬁeen horsepower
motor and hsd earned the sobriquet of the "rolling
peanut.“‘ Within a year the firm had taken orders for
sbout 200 cars, .By 1902 there were sald to be approx-
1mateiy.125 aufomoblles in Minneapolls alone, an& the
nucber in St., Paul and the rest of the state cannot
~even be guessed ét. 9  | A _ |

The story of the growth of the popularity snd use
of the automoblle curiously parallels that of the bl-
cycle. Early in the history of the blcycle the_devétees
- of the sport formed the League of Aﬁerican Wheelmen,

8. Ante, p. 853-257;4M1tman; in Smithsonisn Institu-
tion, Reports, 1934, p. 339-344; C. B, Glasscock, The
Gasoline Age, 23, 38 (Indlanapolls and New York, 1937).

9., Smith B, Hall, "How the Automoblle Came to Minne-

apolis," in the Gopher-i, vol. 11, rno. 4, p. 15 (Jenu-
ary, 1926); Minnegspolis Journgl, July 19, 1902.
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Almost as soon after the introauciion bfvthe automobile;
owners of_cars.united to form thé Automobile Club of
America, the predecessor of»éhe Americah Automobilé |
Associaﬁion; The first meeting was held in New York

on October 16, 1899. In Minnesota the organization of
car owners proceeded almos£ as :apidlyb.’In 1902‘the
owners of cars in Minneapolis began‘to'talk of forming
an automoblle club, while the followiné year the Autc-
mobile Club of Saint Paul was organized. Soon similar
clubs were established in the smaller'cities of_the<
state. In 1907 they united to form the Minnesots State
Automoblle Asscclation and by 1914 there weré th1rty—
seven sutomoblle clubs assoclated with the centrsl state
. orgenization, At the end of 1918 there were sixty-
_thred member groups, .4 _ | bk .

The motive behind the organization of the automo-
bile élubs Lnnminnesota énd elsewhererﬁas much the same
a5 that which had dominated the thought of the ploneer
wheelmen., They were_organlied for'muiual protectiqn,
and to facllitate "the efforts of the . . . clubs toward
the procurling of falr and equitable automobile lagiéla;
tion and Good Roads for Minnesota." The good roads alm
was even more dominent in the,automobile'organlzations

10. Glasscock, The Gasollne Age, 30; Minneapolis
Journal, July 19, 19025 Automobile Club of Sailnt Paul,

Yesr Books, 1919-20, p. 3; sparks from the Minnesola State
Putoumobllie Association, vol. 1, no. 2, Do 4, V0l. B,

no. 2, p. 3, 5 (February, 1914, february, 1919). .

P
i
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than it had been in the League of American Wheelmen,
and committeeé were constantly working'to develop a
-good roads program in the 1egislature. The automoblle
clubs did fer more than that to further the cause of
goodvroads,-'Frpm the proceedé of their membership dues
and from voluntary contributions they gleaned a revenue
which was applied to improving roads., In Lake City, for
example, thirteen of the thirty automoblle owners were
members of the automobile club in 1909, This emall
group went on record as favoring a program to help the
fermers bulld roads, and in evidence of thelr sincerity
voted at one meeting to appropriate sixty dollars from
the club's treasury to help}build'a badly needed road
in the vicinlity. The Minneapolls Automobile Club an-
nually spent éeyeral thousand dollars to grade, oil,
énd octherwise lmprove thé roads of Hennepln County.

In one year, 1914, this item in the club's expense ac-
count amounted to more than $6,500. They devoted them-
selves to every phase of activity ﬁhiqh would further
the cause of good roads, sending out speskers to rural
-communities where interest was manifested, organlzing
gpod roads tours, and, in general, performing the work
whiéh the Good Roads Assoclation ﬂad done a few years

earlier, 11

7

11. §pérks, vol, 1, no., 3, front covér, p. 7, 8,
12 (¥arch, 1914); Leke City Republicen, May 22, 1909;

Automobile Club of Minneapolls, Reports, 1914, p. lé-~
21, 28-20, - - :
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As in the case of the bicscle, most of the owners
of the early automobiles were city residents. So. long
as this condltion prevailed, the cause of good roads
suffered rather than benefitted from tbe automob11e.‘i.
‘The farmers of Minnesota were tired of listening io
the "city sports" who owned blcycles clamdr for good
~ roads, and they were not inclined to look kindiy ﬁpon:
the activity of the automoblle owners in behalf of the

country roads, The editor.of Farm, Stock and Home,

noticing this tendency, asked, "Is it true that the
coming of the automoblle has decreased the countryv',;
peoples! interest in good roads? '"Twould not be sﬁful
prising 1if true." The man whose tesm hsad been ffightenn’
ed 1nto a runsway by one of the snorting, coughing
"devil wagons" of the early twentieth century’was'noﬁ
likely to approve-of the eéfforts of the owners of such
machines to improve the rosd whi?h ren past hls farm, 13
Soms groups, feelling that their‘écqnomic welfare
was dependent upon the permanence of the horsé and buggy,
deliberately fostered this attitﬁde on the part of the
farmers, Among them were the buggy end wagon makerg'é—
a&lthough the outstanding success of the’Studebaker Com~
peny as a manufactufer of automoblles belles that stand--
and the rural blackémiths'who feared that their business
of repairing wagons and buggles and shoelng horses would

12. Farm, Stock and HOﬁe,’Zl 335 (duly 15 1905)
Lake City Renublican, July 10, 1S09.
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be ruined by the competition of the automoblle. AIt
haé not occurred to them that they might>profit from
- the new form of t;anSportation by learning the workings
of the automoblle and becoming the agents for'repairing
.them when they broke down, as they frequently did. It
was several years before the hostility of the black-
bsmith was sufficlently overcome to permit him to lay
asldé his farrier's apron and crawl beneath the awkward
automoblles of the early twentieth century to repalr
their mecﬁahical defects. The shift was a natural one,
for the blacksmlth was an all-round mechanle, the one
man to whom all the countryside turned when ferm machin-
ery broke down. It wes as easy for him to repair the
temperamental automobile as any other plece of machlnery,
snce he had become acqualnted with lts parts, and the
work proved to be & great deal more profitable. A parody
on the "Village Blacksmith" published in Crow Bar in
1906 shows that the blacksmith was beglnning to awaken
to the possibilitles that the ew machine offered for
£111ing his purse. | | - -
Under the spreadlng motor car
The village smithy layse.
The smith, a foxy gwy is he;
He's struck a Jjob that pays.
No horse to shoe; no wheel to mend,
But o'er his docr this sign displays,
"putos fixed from end to end." 13 -
The evolutlon ;f the country blacﬁsmith into a

- garage mechanic can be traced through the columnsa of

13, Crow Bar, vol. 15, no. 4, p« 6 (April, 1806).
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Crow Bar, the mouthplece of the: blacksmiths of . the North-
west. At the opening of the century, Crow Bar echoed
the derision which most of its readers. expressed for

the "gas buggy." By the end of the first five years of
'~ the new century, however, Crow @gg was a little uncer-
tain in 1ts hostility toward the aut.omobile° It began
to carry items of information about'inﬁérnal combustion
englnes, particularly engines such as’the‘blécksmith

was likely to use for power product1on in his business.
Soon deslgns of automobile englnes appeared, and beginQ
ning in June, 1908, there was & regular column, entitled
"Autcmoblle Repair Department." Then the capitulaﬁion
of the blacksmith was complete, and in an editcriél,in
the lssue for December, 1808, the confession was'made
that ¥if farmers will inslst upon buyiﬁé automobiles,

1t 1s important that the blacksmith learn enough of
ordinary automoblle repairing to do the class of WwWOTkK
which would naturally come to his shOp.".'This-maga~
zine in later jears_became~a semigofficial publication‘
of the mofor trades indusiry of the,Northwest under

the tiltle, Automotive Journal, 14}

The secret of the change of heart of the viliage
blacksmith toward the automoblle lay in the increasing

popularity of the machine, He was convinced that it

14, Crow Bar, vol, 17, no. 6, p. 20, 21, no. 12, p.
5 (June, December, 1908). An article describing the
menufacture of asutomoblle bodies in blacksmith and car-
riege shops is publlished in CfOJ Bar, vol 14 no,, 7,

P. 33 (July, 1905).
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had come to stay, end, Pherefore,'he could 111;afford
tolignbre it. The saﬁe éhangevtobk pléce in the‘mindé
of the farmers, Whetlher the roads were gdod‘or bad,
they found that the chugging automoblle cqniinued to
travelkpast their doors. When an adventurous soui in

a near-oy fillags purchased a maéhine; they scoffed at
him, They thought that the neighboring farmer who was
'persuéded to buy one of the contraptions was a fifst-
rate 1diot, but often thelr lingering resentument toward
the machines was dissipated by a ride in the wonderful
conveyance, When‘the era of the 16w~pr1§éd car arrived,
the same farmer who so feelingly had cursed the automo-
blle which frightened hls team hesitatingly became the
owner of one. The ownershlp of that adto@obile supplied
the unifying influence that brought city and couﬂtry
together in a desire for improved roads. The power of
the increasing number of automoblile owners was not per-
‘ceptlble jmmediately, but by the end of the second
decade of the tweqtieth century they were able to bring
" about the adoptlon of the revolutionary changes in the
road system which were émbodied in the Babcock amendment

to the state constitution. 15

15. As early es 1908 the growing popularity of auto-
moblles among fermers was noted. See, for example, the
Lake City Republican, September 19, 1908, and the Dally
Pioneer Press, June 13, 1909. No ecount of automoblles
before 1909 1s avallaple, because of the absence of a
uniform license act. In 1909, when the first licensing
- act took effect, the secretary of state reported that
there were 7,000 automoblles and 4,000 motorcycles
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Dufing this perlod of the emergence of the auto-.
moblle ége, good roads advocates in Miﬁnesota,continued'
thelr work for better roads. With the co-operation of
the faculty 6f the college of civii enéineering of the
" Unlversity of Minnesota, a two-fold program was under-
taken. The professors in the college, fof>1nstance,'4
made educatlional speeches throughout the state in favor
of the good roads program. - In addition, they traihéd
students in the sclence of road cbnstrdctlon;‘and one
expedient that they tried was of particulér’ValuéQas a
means for educating both the students ahd the public;'
Students enrolled in the course 1ﬂ highway'éngineering.
‘were sent out to selected localitles to study road'prob-
lems, and thelr findings, accompanied‘by appropriate
‘maps and sketches, were submitted to the faculfy as
term papers., The best of these studiesfwérefpublished 
in ah-agricultural newspaper with a ﬁidé range of réaders
in the state, These essays presented}the problems’of .
sclentific road cénstruction 1n the épéqlfié localities
which were sﬁudled}éo plainly'that”readers.éf the paper
could hardly travel over those roads without critically - .
examining them in the 1light of whét engineers had tb

say about then, 16

reglstered in the state, In 1920 there were 300,000
licensed motor vehicles., Secretary of State, Reports,
1909, p. 4, 1920, p. 3. ST R

16. Farm, Stock end Home, 16: 175, 17: 57, 73, 183,
222 (april 1, 1900, January 1, 15, lMarch 15, May 1,
1901). ‘ : o ' _




~ Nationally, tﬁé good roads advoéates were'chep~‘
tionally active during the opening jears of the twen-
tieth century, with the gréatést concentration of eéfort
in the southern states where road oondltions~were,Wobst.
" The raillroads quickly found that it ﬁasvto their inter-
est,io assist the good roads moﬁement, and several of
them employed somewhat novel means to popularize the
good roads'idea. One rallroad company, for example,
-bullt short pleces of 1lmproved roadwey 1h the vicinity
~of its depots, The offliclals in charge_took palns to
see that the 1mproved portions terminated whers the
natural roadways were worst, Thils was claimed to be a
very effective way of teaching the lesson of good roads. 17
The railroad companies alsoc particlpated in the
good roads movement in other ways. In 1900, at a nation-
gl good roads conventlion held at Chicago, the suggesﬁion

was made that a rallroad traln equipped with all the

pafaphernalia needed for constructing the best of roads
should .be sent out tb dembngﬁrate road—mgking methods;
The promotere.of the plan obtaihed the co-operation of
the rallroad officials, and the Illinois Central Rail-
“road Company furnished without charge an engine and
rolling stock sufficlent to transport the necessary
equipment, From the mafufacturers of road-making equip-
ment were obtained the machines snd the men to operate‘

17. Earl Mayo, "A Good Road, A Good Investment," in
World's Work, 2: 1285-1389 (October, 1901). B
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~ them., During the spring of 1901 the train traveled the
entire length of the Illinois Centrél‘system;'stopping

at numerous places to hold éOOd roads conventions.énd
bgild demonétrétion roads.  That gbod roads train proved'
80 popular that another train was outfitted that fall
_to tour the southeastern stateé, 18 During the summer

of 1802 the Chicago, Burlington and Quincy Railroad
Company was persuaded to run a good roads train over

its line from Chicago to St, Paul, and the:Great Nor-
~ thern Raiiway Company agreed to run it over its road
‘frOm St. Paul westward. The tour was. so afranged that
the train was at St. Paul during the state fair in
September, where the demonstration work aroused greatQ
enthusissm, In 1905 the Northern Pacific Railroad'f 
Comuany bponsored a good roads train which began at
St. Paul 2nd ran to Portland, Oregon, where a Pacific'.
coast good roads conventlon was held, 19 |

In many of the southern and eastern states the

good roads movement by 1900_was considerably further

18, Proceedings of the Natlonsl Good Roads Conven-
ticn Hcld at St. LOHLS, Vo., Aoril 27 to 28, 1903,
311 {United Ststes Department of Agriculture, Office of
Public Rozd Inquiries, Bulletins, no. 26 -~ Washington,
1903); Wartin Dodge, comp., Road Conventions in the
Southern States, and Object~Lesson Roads (United States
Departuent of Acriculture, Office of Public Road In-
quiries, Bulletins, no. 23 ~- Washington, 1903); Dodge,
in Americazn Montbly Review of Reviews, 35: €6-72; Earl
Meyo, "Ine Gooa Roads Trein,” 1n Norld's Work, 8 956~

960 (July, 1901).
' 19. Minnearolis Tribune, July 13, 17, 20, 1902; Min-
neepolis Journal, July 18, Seﬂtember 1, 2, 3 1902
Daily Pioneer Press, April 8, 1905;. Northwestern Agri-
culturist, vol. 20, no. 22, p. 2 (uune 3, 1905).
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.- advanced than Lt;wag_in Minnesota., In some respecﬂs, _
Minnesota was still a frontler state. There were whoie
counties in the northerh:portion which were unoccupled
by settlers as late as 1905, In other counties the
process of éettlement was Just getting under way. It
was 1mpossib1e; from the financiai standpoint, for such
countles to talk of bullding permanent roadsAor 1mproved
roads when they had no roads at all, or at best, but
a few roughly cut trails, This frontler area kept ‘
.-the»good roads movement from gaining-the momentum it
had attained in other states. More potént were the
factors of climate‘and sqil° One of Minnesota's most
earnest good roads advocates returned from a visit'to
St, Louis in the winter of 1903 considerably bumbled
and grateful.- He stated: |
We made a trip to St. Louis last week and came
pome more thankful than ever that we llve in a
region where w-i-n-t-c-r spells "freeze," and does
" not mean mud. The contrast between the hard,

frozen rosds of Minnesotz and the mud, hub-deep,
throughout rainy, drizzly, foggy Missourl, was
great, We think we have need for road improvement
in the North, but untll we sce the South 1n winter
we should be modest in our complaints. . . . Per-
haps other ststes south of the frozen ground are
Just as bad, but -- Oh Missouri! No wonder there
were klckers agalnst Jeffersonts purchase of Lou-
1slans Territory for $15,000,000, for it was made
in the muddy seasOn. '

While Minnesota's roads were muddy and sticky during
the spring and fail, they usually were co?ered with a
cuehion of snow during the winter months, and for a
'1arge portion of the_etate the road problem never was

" one of mud alone, bub was equelly concerned with sand.
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' Sand roads were seldom difflcult to travel over when
the scason was wetl; they became trdublesome'during dfy

20 Admittedly there was a need for improved

weather,
roads, but, in comparison with southern conditions, it
was fer from acute, and the gobd roéds movement lagged
eccordingly.

»Ih the legislature, the good roads mdvement made
slight progress durlng the half-dozen years after the,
adoption of the amendment of 1898. In 1901 an atteupt
~ to abolish the labor tex was rebuffed, and;a‘compfpmiSe
agreement was reached whereby counties with a popula=-
tion of 150,000 or more were permlitted to levy road
'taxes in money instesd of labor, but since this law
applied only ﬁo the countles of Hennepin and Rémsey,
i1t offered but slight encouragement., Aftér the‘1egié;

lative session was over, the editor of the Northwestern

Agriculturist, reviewing the futile effortsito,eﬁact
‘good roads leglslation, was decidedly pgssimistig'about
the prospects for the good roads program, "ththe:per—
versity of some farmers in regard to methods of im- |
proving roads!" he exclalmed. "The hardest people in
the world to arouse to an interest 1n real foadvimprove—
ment are the.very fermers who use the'roads most,.and
who annually pay the dearest for bad roads. >The re-
sponsibllity foz defeating the bill abolishing the leabor
80. Northwestern A»fiCﬁTtu“ist 18: 93 (Februsry 15,

1903); State Highvay bomaiueion of Jinneoota, Reports,
1908, p. 54-56. L _
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tex he lald on "some farmer Statesman;" who objected to
the measure "because hé feared some manufacturer of
road scrapers would sell some scrapers, and make money
under the new law, The question of whether the pur-

. chase df improved machinery might not be as true
economy in county work as the use of a riding plow in-
stead of a grub hoe 1is in farm work, cut no figure."
The legislature in 1903 was no more willing to abollsh
the road labor tax than it had been in 1901, 8%

In 1903 a bill to establish a highway commlssion
under the terms of the amendment of 1898 was allowed to »
die through the faiiure of the House to push 1t through.zz  ?
In 1905 the sltuation was different, Before the session
was a month old, three bills to provide for the estab-
lishment of the commlssion hgd been introduced in the
House, and eecrly in March a bill for the same purpose
was lntroduced in the Senate, All four of these were
scrapped, however, in favor of a substitute bill which
was prepared by a Jolnt commltiee of.the House and Sen-~
ate, It was accepted by both houses with surprisingly
few amendments, and with a minimum_of argument, In the
House s8ixty-nine members voted for it, and only seven

Oppoéed it, In the Senate tke votle wes thirty-~five to

21. Genersl Laws, 1901, p. 411; Northwestern Agril-
culturist, 16: 144 (April 15, 1901) - 3enate Journal,
1903, P 1‘A 856 450, 600; House JOHIPPl 1803, p.

~e

1130, 1260,
22 Senste Journel, 1303, p. 328, 529 644 1011;

Princeton Union, uarch 3, 1905.
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five in fevor of the bill, 23 |

- The highway commission bill_pfovided fpr the appoint-
ment, by the governor, of = three-man, honsalaried'bOard
of commissioners, To insure an equitable represéhté-
tion for all psrts of the state on this dommission, the
law stipulated that not more than two of them‘should
‘belong to the same pollticel party,'and'thatrqne member
of the board should be appolnted from the f1rst,,second;
third, or fourth Congressional dlstrict, the second, -
from the fifth, sixih, or seventh dlstrict, and the
third, from the eighth or ninth district."One of the
appolntees was to serve a one-year ternm, the second,
8 two-year term, the third, a three-year term,;and'their
éuccessors were to be appointed for three-year periods,:
Their only compensation was an sllowance for personal .
expenses while ihey were engaged in official buéiﬁess.
They were to appoint as secretary of the qommission a
competent englneer who wes an experienced road.builder;
He was allowed a salary of $1,800 per year, and én,
additionél allowance.ofA$50 pér month was méde’forAa
stenographer, It was the duty of the englneer to
"eive such advice, assistance andAsupervisioh with re-
gard to road constructicn throughout the étate, es time
and conditions will pérmit and as the rules and fegula-

33. House Journgl, 1905, p. 54, 68, 129, 592, 593,
796, 830, 847; senste Journel, 1905, p. 319, 563, 914,

915; Princeton Union, February 9, March 9, 1905; Daily
Ploncer Press, March 4, 1805, - e _ :
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~ tlons of the commission may prescribe., " 34
o The dutiés 6f}the commisslon were nbt 6nefous,hor
likely to interfere with the rights of local self-
goverhment. It ﬁas to locate road-buiiding‘materials
in the'state, to ascertain the most approved methbds
of road bullding for this stéte, to collect information
about methods 1n other states, and to "hoid public meet~
ings throughout the state when‘deemed_advlsable;" On
Decemberkls of each yeer 1£ was requlred to submlt to
the governor a printed report telling the number of
miles of state roads bullt during the year and the cost
of building them, and making recommendations as to
needed legilslation for the state, The sum of $6,000
was appropriated annually to pay the expenses of the
commissién. 85,, o »
The_commlsslon diétributedvtﬂe money in the roed
and bridge fund emong the counties, The distribution
was to be based on the amount of money the countles
levied fqr rcads and bridges,'taking into considecration
their size, the new roads needed, and the difficulty
of constructing them, No count& was.to recelive more
than three pér cent of the fund, nor less than one-half
of one per cent 1n any one jear, end in no case was the
state ald to exceed orfe-third the amount ralsed by the
county for roads and brldges. The county board could
“select any roads 1t saw fit to receive the state ald,

. and these rosds were designsted state roads. Wherevsr'

24. Genersl Laws, 1905, p. 198, 199.
35, General lLews, 1905, p. 199, 200.
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practicable, the state engineer was to make the surveys
and prepare plans and snecifications for the roads to -
- be 'built, although he could name the county englneer

or surveyor as his deputy to do this work for him, vThe
payments by the state were made annually upon réceipt
of a report from the county auditor showing the amount
of money expended for roads durlng thé yeaf° 36

The highway commission law was termed "an admirsble

measure," and "an excellent bill " but 1t fell far short
. of the ideal. The commlssion had only advisory powers,
excepting in the distribution of road and bridge funds.
It hed one advantage, however, which the good roads

advocates used to i1ts fullest extent, In its official
| capacity, the highway commission could'call_meetinéé
whenever 1t deemed them necessary, In»doing so,kiﬁs
members were ablé to serve the cause of good.foads.well,
for during the first year of 1its exlstencélthe_éommis~

slon hcld forty-one meetlngs, most of which were "ex—-

clusively good roads convehtions.

Thé detalled story of the activities of the high->
way commission and 1ts successor, the highway depart-

ment, 15 not a part of this story, except in so far

as those bodles atded in furthering the revolution in

roademaking_méthoda from the careless, local efforts of

26. General lLaws, 1905, p. 200~-302, o

27. Dally Piloneer Press, March 4, 1905; Northwestern
Agriculturist, vol. 30, no. 9, p. 16 (March 4, 1905);
State Highwey uomﬂission of Ninnesota, Penorts 1906,

p. 13, 14,

|
]
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' thé nineteenth centﬁry to'thé centralized systom of hl&hr.
ways ﬁhich is chafacteristio of Minnesota after 1920;
In that connectlon alone, their particlpatlon was great,
for a large snare of the progressive thought which led
to théi_revolution emanated from them, and they estab-
lished high standards of “work which they forced the
local units of government to folloﬁ. That thié was true
depended upon the caliber of the men who led the depart-
ment and the measure of their success 1s attested by
tne present-day system of roads. Governor Johnson
named as the three members of the highway comnisslion
men who were interested in the good roads movenent.
Gustave Scholle of St. Paul was chairman, and serving
with him were J. B, Galarneault of Altkin and Charles
Halvorson of Dawson., The state was partlcularly for-
tunate in the. selectlon asostéte englneer of George

W. Cooley, an englneer of dlstinction, who had a varled
experience as & civil engineer for the Nortihera Paclific
Rallroad and as county ourveyor of Hennepin County. In
him a direet -link with the good xoads assoviation weas
provided, for.he was a past president of the state organ-
jzation and long hed been 1dentified with the movement.
The personnel of the highway commission was subject to
change, but Cooley remalned as head of the teonn?oal

division o; the commission for eleven years.

. 28, Iorthwc stern Agriculturist, 17: 50 (Februery 1,
1902); lMinneepolis Jouruel, September 2, 1502, To 11—

o 1ustrate the high standards of work of the steté highway

~ commission, sce the series of Bulletins wnich.were pub-

" Jished by that body.
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The passage of the act'creating thé highway eom-
mission &1d not mean that the revblution in Minnesota
road meking was complete. A dozen years passed beforé

the commisslon was strong enough to take an independent

stand on matters of policy., During that time 1t had to

combat the half-resentful attitude of the rural dis-
tricts and win them over to an acceptance of the high

standards of sclentific road bullding., It was handl-

. capped by a dearth of funds, for the road and bridge‘»

fund provided but mesger resources for an ambitlous
program., It kad to overcome the conniving of politl=-

¢lans who were Jjealous of the loss of the power'which:

they formerly had exercised in the distribution of the

road and bridge fund.

As early as 1901 proponents of the good roads move-

~ment had sought to increase the amount of the tax levied

for r&ad and bridge purposes, An amendment tc the con-

stltutlon proposed that year provlided for an 1lncrease

. in the levy from onentwentlethlio-one-tenth of a miil,

The amendment falled to galn the approval of the voters

at the general electlon of 1902, In 1905 a new constitu-

tlonal amendment was proposed which ralsed the tax levy

to ons-fourth of a mill, After the electlon of 1908,
the state canvassinrg board declared_thét the amendment
ﬂad lost, but an s&ppeal ffomvthis decisioh was'mgde in
the district court of St. Louls.Cdunty_iﬁ December

following the election.‘jThe‘basisAfor the appeal was
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that on the pallots the numbers for the.road end bridge
fund amendment.and for another smendment which was sub-~
mitted at the same tlme were reversed from the order
in which they appeared on the tally shecets and tally
bodks; As a result, votes cast for one amendment were
oredited to the other, and a general mix-up occurred.
The canvassing board had assumed that the error 1n nunber-
ing was of no censequence, but when a portion of the
ballots were recounted, it was found thét the road and
bridge fund amendment conslstently galned in votes, and
on the strength of this galn the court decided that the
améndment had carried. Since there was no appeal from
this decislon, the amendment of 190S became a part of
the baslc law of Minnesota. 29
While the fate of the amendment was still undeQ
cided, however, ths leglslature héd drawn up & new
amendméht whiéh departed radically from the one suppcsed-
1y lost in the electlon of 1906, Thls measure prcevided
no limit to the.amount of tax that could be levied and
removed the minimum of one-half of one per cent which
mlight be allotted to a county for state aid in any one
year, Under the law ln force, as well as the amendment
voted upon in 1808, 1if the total cost of ths work per-
formed on reads withln the county which were deslgnated
as state roads 4id not ecqual three times the one-half

20, Kumm, Constitution of Minnesota, 185; Anderson
and Lobb, History of the Constitution of Minnesota, 153;

—tnre

. General Laws, 1901, p. 1i1, iv, 1905, p. 280,

~
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of one per cent minimum, the counﬁy could receilve no
state‘aid, and, because some.ccunties had financiél
resources insufficient to expend snch sums on é limited
number ‘of miles of road, they receivednno ald whatso-
‘ever. The highwey commission felt that 1t would be
falrer to pay the counties in propdrtinn\to the nmount
of work done regardless of a minlmum, and th1s, clearly,
was the intent of the new amendrent, VThe electoratevof
the state, however, falled to take an interest in_an
amendment which would permit unlimited taxation,lénd'in
the electlon of 1908 1t was lost, °° In 1909 the legls-
- lature tried again to find s satlsfaétory solutlon to

~ the problen of increasing the amount of state ald,;énd
a more adequate method of dlspenslng that ald.w‘A'neﬁ
emendment was drawn up for submisslon to the people'
which retained the princlple of requiring a minimum pay-
'ment of one-half of one per cent of the fund:to-every

county, but it changed the proportion of state aid from

one~third to one-half. Thls had the effect of reduclng
the amount of work that a county had to do in order to | ?
qualify for state aid; and on this basis 1t was:apprqved

- by the highway commission, although that body would'havé

pfeferred that there should be no feQuirement on ‘the part
of the counties, This amendment was appro#ed by the

voters at the electlon of 1910. 31

30, Kumm, Constitutlon of hinnesota, 196 General
Laws, 1907, p. 784. - ' o ‘

31l. Kumam, Constitution of Minnesota, 196; State High-
way Ccmmlssion of Minnpsota, Reports, 1908, p. 4, 1909~
11, p. 5.
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During the sunmmer of 1909 occurred an event which
bore decisively on the questlion of the sdoption of |
this amendment and upon the future development of the
highway commisslorn. This was the famous "pork berrel!
.verdict of the Minnesota Supreme_Court which defined
closely the limits of state pafticipation in road and
bridge‘buildlng. It was & well-established procedure,
befofe the creation of the highway commission, for the
legislature to disburse, by specific approprilatlons,
the money.éccruing to the road and-bridgé fund, The
act creating the commission, however, speclfically pro-
vided tﬁat state ald should be apportioned among the
countles by the highway commission. Leglslators then
found that they had glven away one of thelr blggest
‘opportunities for building pollitical fencés, for many
of them owed thelir popularity at home to the fact that
they had been able to obtain sppropriations for the
construction of roads and bridges which popular fancy
decided were neéessary to the well-belng of the differ-
ent communiﬁies.‘sz | | .

In 1907 the legislature, confronted with thils slt-

uation, sought to evade the consequences of thls dele-

29, The DalYy plongel Press for July 12, 1909, con-
tzins a letter written by a resldent of St, Paul com-
menting on the history of the five per cent fund from
which appropristions for roed and bridge purposes Were
mede prior to +pe creation of the new roed and bridge
fund in 1905. He eald: "Phis old ‘'pork barrel! was

e resl legal one, and never 4id much good nor any damages

1t mace many a 3 % 4 leglsiator look 1ike a tall pine
tree et home, however."
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gation of power by making a lump appropriation from the
general revenue fund and distributipg this sum among
the counties in the same way that the politicians of
the nineteenth century had apoortioned the 0ld road
‘and bridge fund, Accordingly, a general’law was. paséed
in 1907 providing an annual appropriation of $200 Q00
for roads and bridges and stipulating that the sums
appropriated for the different counties should'be spenﬁ
under the supervision of the boards of county commis—
sloners, Not satisfied with this arrangement, the leg—‘
.1slature in 1909 amended the sct by increasing the
amount of the appropriation tc $300,000 annually, and
providing that the sums should be spent by‘commis$ioners
named by the legislature, 33 |
Thesc two general acts, and the-apcfopriation'méa-
sures accompanying ‘them, constituted the so-called' B
"pork barrel." °% Undoubtedly many of those Who voted
for the measures were actuated by a desire to help the
countles build better roads, The policy of the high-
vay commission in requiring counties to designate Specl-
fic roads upon which the money recelved from“thefstate
was to be spent before they were eligible to receive
state'aid meznt that meny counties which-were'dilatory
in selecting roads received no ald, . Other which failled
33. Genersl Laws, 1907, p. 348, 1909, p. 82, :
34, The laws Jaking specific apprOprictions for coun-

tles are to be found in General Laws, 1807, p, 561-573,
1909, p. 628-€99, : S ’
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vtOISpend the required pronrtidn of county funds also
falled tb feéeive‘the ald. The monéy for these coun-
ties, therefore, was left to accumulate in the state
treasury. The money apprcpriated from the "pork bar-
rel" was subject to no such regulation, and might even
be applied as the county's éontribution to the construc-
tién,of a state-ald road, ~In comnon talk, however,
~ this apprdpriation was referred to as the "pork barrel
and the fund was admittedly "a sop to the country leg-
1slators‘ﬁho wented an appropriation of some sort for
their districts," 35

Shortly after the session of 1909 adjourned, Sen-
ator L. O. Cooke of Lske City asked for an injunction
- to resiraln the state eauditor, Samuel G. Iverson, from
issuing checks for the appropriatidns nade by ihe 1909
legislature., The case wes argued in the Ramsey County
district court, and on June 7, 1809, Judge H. R. Brill
gfanted a tempofary-injunétion on the grounds that the
state constitution prohiblted the state from engaglng
in works of‘internal,1mpro§emen£,.exéépt to”the exteht
permitted by the constitutional amendment of 1£98,
superseded by that of 1906, He held that the legisla-
ture had no constitutional authority to appropriate
'funds from the general revenue fund for that purpose.
"The state immediétely appesled the verdict to the Minne-

sota Supreme Court, and that body, on July 9, 1909,

'35. Deily Ploncer Press, June 8, 8, 29, 1809,
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upheld the opinion of Judge Brill. The state's ﬁarti-'
}cipation 1n road and bridge construction was clearly
limiteq. 36 | | |

| The resentment aroussd by Judge Brillts declsion‘
was directed at Senstor Cooke, thé.Twin'Gityfhéwépépers,.
and the highwey commission. On June 26 a meetiﬁg of
thirty-five rural senators was held at the cepitol,
Only one of them had a kind word to say for the highway
commisslon; most of them were as contemptuous df‘itVas'
- they had been of the carly attémpta to further the
cause of good roads., A senstor from Kittédn-Counﬁy'
declared that 'we know more about buiiding foadS'in,
Kittsen County than all these people in these offices
in St. Paul," Another declared that the money in the
general appropriation would "produce twice as g§od
results as if 1t'were glven to the nghway’CommiSéidn
to spend." In a statement addressed "To the People of
Minnesota® this group polnted out that the highwey com-
misslon existed only at th§>w111 of the 1égislétufe;’for
the amendment adopted in 1906, which'super8¢dedAthat‘of
1898, omitted 21l mention of that body. They felt,
presumably, that 1t could be abolished at the will of

the leglislature, 57

. 36, Delly Pioneer Press, June 8, 9, 11, 39, 1909;
Northfield News, July 17, 1909; 108 Minnesota Reports,
388-299,
37. Delly Ploneer Press, June 11, 12, 26, July 10,
12, 1909; Northfield News, June 12, 26, July 17, 31,
1909 Lake Citx_anublican, June 19 July 17, 1909
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The Supreme Court decision, however, acted és a
bolster for the commission, for there was no diuposition
shown by following legislatures to abolish it, and, in-
‘deed, since the incentive for 1ndeoendent action was
removed, succeedlng leglslatures showed & greater ten-
dency to work with the commission; Moreover, the de-
cision demonstrated foréefully the need for a systematlc
plan of road work., The declsion probably had some 1in-
fluence in determinlng the success of the constitutional
amendment et the polls in 1910. Iﬁs influence ealsoc
extended bey@nd that date, for in 1811 the leglslature
proposed & new constitutional smendment which lncreased
the tax levy for state road and bridge purposes from
one-fourth of a mill to a mlll, This emendment was
ratified by the voters in Novémber, 1912, More state
eld for roeds and bridges was needed, end in view of
the “pork.barrel“ decision, the only way in which that
2id could be granted was through an increase in the
regularly authorized state property tax for roads and
bridges. 38 | u | |

There was a,fﬁndamental, ﬁhough unrecognlzed,
need for a change in the whole system of road sdmlnls-
tretion in Minnesota durlng these years, and the almost
biennial submlssion of constltutional amendments and
thev"pcrk bérrel“.afe but evidences of that need for a

28, Dally Ploneer £ress, June 8, 9, 1909; State High-

way Commission of Mlnnesotis, Ronorts, 1914, p. 11l; Geo-
eral Laws, 1911, p. §77; Kumm, Constitution of Kinnesota,

_197
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chaﬁge. The road laws of Minnesota were based upon the
requirements of an age which depended upon horse-drawn
vehicles for 1ts transportatlon.- But Minnesota Was ’
emerging into a perlod when the meéns of trahsportation
was ehanging. The autemobile~of'the}earliest years of
the twentleth century, perhaps, could have been adaﬁted
to the road system as 1t'was. It is characﬁeristic-of
the automobile industry, hewever, that 1t hes‘preduced
new.and inmproved models almost every year-sinee-ihef
birth of the industry. From the technologlcal.staﬂd~
poiht the machines of 1910 rcpresented as éreat-en :
advance over the models produced in 1900 as the:cafs
of 1920 did over those of 1910, The specds:ét which
they could move was greatly increased. Thelr weights
were much greater, and ‘thelr other features were chunged
.in proportion., Besldes the technologicel advances made
during a decade or more of manufacturing, the’greétly
increased number of automoblles in common, every dey ‘
use had to bs considered, In 1900 the appearanee'df

en automoblile was sufficlent to arouse curiosltydahd
excltement, By 1910 the ownershlo of automobiles had
been extended to all classes of the population, and
almost everyone at some time or other rode 1n them.

The narrow country roads, with thelr frequent bumps and
mudholes and.sharp:corners were 1nadequa£e for the new
burden ef traffic which theyiwere_cpmpelled to bear.

In 1903 the legislature decided that something had



to be done to keep the automobile in check, and the law

pessed that yeor was the first traffic code enacted by

414

the state legislature, It providéd that all autbmoblles

had to have a lilcense to operate on the roads of Minneso-

ta. A license, procurable at a cost of two dollars,
was 1ssued by the boller inspectors of the state. One-
half of the fee was turned over tc the treasurer of
the county in which the owner of the machlne resided,
end the other half was retsined by the boller 1nspec-
tor as his fee for issulng the license, The 1nspectof
gave each machine a number, whilch had to be displayed
in figures not less than four and one-half inches hlgh.
The speed of cars was limited to elght miles an hour
in towns end four mlles an hour at street crosslings.
In the country a speed of twehty-five miles an hour was
permissible, but ﬁhe operator of an automoblile upon
meeting a team was rcduired toc come to a full stop
on a slgnal from the driver of the horses. For nlght
driving lights were requlred, and no motor vehicle was
allowed to use the roads unless 1t hed an adequate
muffler, N subsequent law placed the duty of licen-
sing automoblles in the hénds of the secretary of state,
but for almost a score of years the 1icenge exacted for
the operation of sutcmobliles was simp}y a reglstration

fee, It was 1ln no sense a revenue-raleing proposition,

&

39, General Laws, 1203, p. 646-048.
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A_The fee'varied' in 1909 1t ambunted £0v$i 50‘annuaily§
the next sesslon sct 1t at $1.50 triennially, and in
1915 the fee was ralsed to $5,00 for a three-yeur period
tc be effective in 1918, It still.remained a 1license
fee, however, and the proceeds were noﬁ uséd for road
purposes, 40 | V | '

' During the period of the emergenée of'ﬁhe automoblle
age, two men rose to take a lead 1n formulating a con-
structive program of road bullding in Ninnesota. In

the village of Elk River a country merchant who had’
been graduated as a civil engineer from the Un1Vgrsity

of Minnesota, speculatively watchsd the stream of auto~
mobiles plowing through the dust and confusion of the.
main street, and began to wonder why more adequéte
~means were not provided for caring for the“steadily
Ancreasing flow of traffic. All the defects of the.
_ﬁineteénth—century road system of Minnesota séemed-tb
plague him, and, sitting there on his storé steps, he
became a rabid gocd roads propagandist, Oﬁ his b%ﬁ’in-
itlative and at his own expense, he ‘set out to galn con-
verﬁs for the'good roads cause, His zeal and hié intel-
ligent grasp of the problems that had;to be faced earhed |
for Charleg M, Babcock an appointment'to the highway com-
mission in 1910 and gave him an opportunity to put his
theories to the test. 4L At Princetoa Robert C. Dunn,

40. General Laws, 1909 Pe 305,'1911, Pe 493—005

1915, p. 40' 4")0
41. St. Paul Ploneer Press, November 24, 1936




416

1 foundcr of the Princeton ﬁnion and a leading political
‘figure in Minnesota since the nineties, had been con-
vinced of the nccessity for doing sohething about the
country roads of Minnesota not long afﬂer he had volced
- his plaln-spoken opposition to the bill of 1893 which
sought to abolish the poll tax in Minnesota, From that
time to his death 1ﬁ 1918 Dunn used his influence to
further the movement for better roads ln Minnesota.
Babcock's achlevement lay in the practical administra-
tion of the road laws. Dunn played a leading part in

formulating those laws. 43

In 1910 Dunn, who was convinced that tho patchwork
policy of leglslating good roads was lnadequate, was
elected to the House of Representatives from Mille Lacs
County. In 1911 the leglslature reviscd the highway
.commiséion act. The new law ralsed the sslary of the
state englneer from $1,800 to $3,000, and increased the
eppropriatlon for the édministration of the business of
the commisslon to $150,000 annually. The law provided
that deputy engineeré,>h1red by the commlssion, could
‘be e3signed to the different counties to supervise the
road work done, whesther by .townships, countles, or the
gtate 1tself, Furthermore, no contract on any road‘
work in excess of two hundred dollars might be pald
until ths assistant englneer gpproved 1t, and, when the
contract exceedsed five hundred dollars, the approval of

42, Ante, p. 359, 360; Princeton Union, Gctober 31,
November 7, 1818.
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the hiﬁhvay commission 1tself had to be obtained The
act designated the method of distributing state ald in
accordance with the amendmeni ap?roved 1in ldlo and
provided further that state roads designated by the
county commissioners had to be approved by the highway
commission. The law gave the highway commission more
than advisory powers, for the additional personnel
enabled 1t to supervise directly all road work, By
putting road work under the supervision of trainediéh~
glneers, the good roads advocates reached .another of
their objectives, one which had been denied them ih ‘
1907, when the leglslature passed a measure perhitting
countles with a population of less than 200,000 to em-
ploy~a supérintendent of highways who had to be & Qﬁm—
petéﬁt road builder and e surveyor. That law was termed
unconstitutlonsl by the state Supreme Court becauée‘it
exempted from 1ts provisicns the three most populéﬁs
counties of the state. 43 o
The 1911 sesslon of the leglslature passed the con-

tfdversial state rural highways act, more Qbmmonly known
as the Elwell law, which permltted a wilder uséiof state
funds than hitherto had been vossible. ‘Under the El-
well law, six or more land owneré aloﬁg the route of
a road which it waskproposed shquld be 1mproved migh;

43, Genéral Laws, 1907, jo 8 707 1911, p. 45-51; State

Highway Commission of Minnesota, Rvoorts 1q09-11 p. 4,
37, 105 Hinnesots Revorts, 356-553. S :
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petition the county commissioners or the Jjudge of the
district court té.have & 3tate rural highwey laid out,
When such a petitlon had been approved by the state
highway cominission, the road might be 1mprOVed. The
cost was to be éo distributed that the state pald one-
half, while the county end the pro?erty oﬁners élong
the route of the road each paid one-fourth, To finence
the constructlon sf such roads, the county commissloners
were permitted to issue bonds payable in ten yearly in-
stalments, lThé law was admirably adapted to facili-
tate the construction of roads, and, therefere, it had
the eporoval of the highway commlsslon, The chief ob-
Jection to it from the officlal point of view was that
the highway commlission had no power to specify what roads
should be improved. A more serlous flaw in 1t was that
the decision of whether or not to issue the bonds rested
not with the citizens but with the board of county com-
missioners. This arbltrary assignment of power to 1lssue
bonds led to indiscriminate expenditures. Durlng the
four years that the law was in force, fifty state rural
highways'with a total length of more than a thousand
| mlles were constructed at a cost of about three and a
quarter million dollers., The law enabled Minnesota
counties to experlment with pavement -- both brick end.
concrete. In Winona County alone almost seventeen mlles
. of concrete pavement were lald, together with twenty-

seven mlles of brick rosds., Meritorious though the
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experiméht‘was, it was the excessive'eXpenditures for
these roads that caused the legislaturé to:repealithe'
lew, 44 | o |
Dunn's conviction that the road laws needed remodel-
' 1ngvhad grown as he sat through the'Séséion of 1911, and
he ran for re-electlion in 1912 with that 1dea upvermost
in his mind. When the House of Representatives was
organized at the opening of the session of 1913, he
was glven the post he most desired ~- the chairménéhip
of the committee on roads and bridges.v'For,several>
months before the election he had been working on a re-
vision of the road laws, and lmmedietely upon his assign-
' ment to the coveted post he began work anew, Aftef sev-
eral weeks of intensive effort, a bill was drawn upi
| which incorporated not only hls own 1ldeas but those of
~ Cooley and of the attorney-general, who sat. in on the
.confefenqes between Cooley and Dunn and-gave.the-bill
a form which would withstand legal examination. %2 E
When Duﬁn's road code was tsken up by}thebeuse; it
was passed by the decisivé vote of 90 to 13, and the
only amendments offered were those presented by Dunn him-
self, The size of the affirmétive vote was'aniinter—
estlhg demonstration of the failth of the House members
. 44, General Laws, 1911, p. 352:354-; Laws, '_1.'915, D,
73; State Highway Commission of Minnesota, Reports,
1909-11, p. 41, 1916-17, p..1l1l-14; Princeton Union,
October 29, 1914; Sparks, vol. l,,no, 11, p. 13 (Novem-

ber, 1914). - - e
45, Princeton Union, Merch 13, 1913.

-
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in the good sense of Dunn, for'there were sevéfal highly
_contrbversial cléuses in 1t. The Senate, which also
bpaSSed the bill with but few changes, was not as amen-
eble as the House, for there 1t met the oppositlicn bf
the "Elwell combine." The opposition of the Elwell
group in the Senate can be understood, for thé.Dunn
bill contalned a substitute for the Elwell measure, 46
The Dunh bill was an attempt to overhaul the road
laws of Minnesota in order to adjust them to the auto-
moblle world. It embodled within it the whole progrem
of the good rosds advocates durlng the twenty years which
had passed. It codified and brought up to date the
best of the laws in the road code, and shuffled off any
that were outmoded, It was typlcally a gocd roads
bill, and a prominent clause in 1t decreed that the gov-
ernor should procleim the third Tueéday in June each
year as ;Good Réads Day," and that on that day the citi-
zens of the state should donate lsbor, monsgy, or mate-
fials and Jjoin to‘impréve éome section of the roads.in
thelr respective communities. 47
The Dunn iaw prescribed anew the relationship of
the state highway comnission to the countles end town-
ships., State roads were to be constructed, lmproved, and
46. Ceneral Laws, 1913, p. 290-359; House Journal,
1913, p. 371, 486, 570, 1497, 1780; Senate Journal,
1913, p. £55, 1063-1066, 1080, 1111, 1135-1142, 1199
1202, 1230; Princeton Unilon, Februery 20, 27, March 13,

sprii 3, 10, 17, 1913.
: 47, General Laws, 19613, p. 301.
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maintained by the cbuntics'under the rules and regula-
-tlons of the highway commission. ”County foadé weré to
be.constructed and improved by ihe counties 1n accor-
dance with the rules and regulétlpns’cf the commission,
but the towns through which such roads passed were
responsible for thelr maintenance, Theré wes an excep-
tion to this ruling, for, in ths thfee principzsl coun~
ties of the state where there weres county,superinten—
dents of highways, the townships had no Jurisdiction
. over county roads.,  Townshlip roads were to be lald out,
constructed, and malntzined by the town boards.,és

A cénsiderable change.was7madc in the manner of
‘distributi ng state ald for the construction of roads._b
The maximum amount to be distributed to a county re-
malned ‘threc per cent of the total amountAavailable, o
but the minimum emount was increased to one per.éént;
If the county falled to use the full amount allotted
to it, and 1f the unuscd portion, amounting to one-
half of onc per cent of the total amount avallable for
distribution, remained unused for two years, 1t was to
be returned to the state road and bridge fund. The
uses to which state ald could be put were restricted.
Twenty per cent of the fund allotted_had'to be used
for the mainteﬁance of state roasds and bfldges, and
~ twenty-five per cent of the remalnder could be used on

county roads and bridges under terms prescribed by the

48, Gvueral Laws, 191 3, p, 220-292.



Ny hishway commisuio“. A véfying propoftion‘of'stéte aid'
was allowed for the conStrﬁctibn bf individuel roads.
In counties where the assessed veluatlion waé_less tkhan
five millicn dollafs, state éld,could amount to as
much as elghty ﬁer cent of the cost of the rbad. Where
the assessed valuation was between five end ten mlllion
dollars, seventy per csnt of the cost might be pald by
the state, and, where the valuation was betwecn ten
and fifteen million dollers, the ald might total sixty-
per cent of the cost. In all other counties the ratio
of state aid could not exceed fifty per cent. The up-
ward limit of this state ald was defined by the amount
of money avsllable for distribution to the county. 49
Stete roads were to be deslgnated by the countles,
sublect to the-épproval of the highway commisslon,
and that approval was to be based upon the desirabllity
~ of the rosd, the traffilc conditions over 1it, and 1its
relation to other stéte’roads. If a county board re-
fused to dsslgnate a state road, the highway commlssion
might do so 1f ten.resldents of the county petitloned |
for it and if, upon exam%nation, the commisslon found
that the road was neceseary end that a sufficilent amount
of money nad been allo*ted to the county for its con-
struction or improvement., In villages and cities of
the fourth class, a street could be designated as a

 state rosd if 1t was a necessary link to connect other

49. Genersl Laws, 1913, p. 295-297.
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stete rosds. State rosds could be sbandoncd only by
the Joint consent of the highway‘éommissién aﬁd.the
board of county commissioners; To further the worklon
state roads, the commlission, in accoréance with the lew
of 1211, was allowed to- employ aséistant engineers.
Thelr primary duty was to oversee work on state roads,
but tkey were also 1lnstructed to su?ervisc the construc-
tlon of county and township roeds When.their services
were requéested, °0 . . L

A section clearly intended to be:é substitute for
the Elwell law provided that counties cOﬁld'isSue bonds
for mgcadamizins or surfacing county 'roads upon the
vote of the citizens, Sﬁch bonds could not draw more -
than six per cent lnterest, and they were reQﬁired to
be payable in from five to twenty yeers. A ¢0unty'téx:
wae to be levied éufficieht to retire fhe_bonds within’
the period specified, Townships migﬁt'issue bonds'ﬁhdér
sircilar circumstances, provided that'thg amount ‘of the
bonds 1ssued, together with all.outstanding~indebtedneés;
d1d not equal more than five per cent of thé assesged

velustion of the town., 51

The greatest change 1n the éxisting.road’laws fe-:
lated to the townships. The Dunn law abolished the
labor tex gnd set a maximum‘tax_for road pufposes of
fifteen mllls, An emergency tax of five mills, however,

50. Genersl Laws, 1913, p. 297-300.
51. Generszl Laws, 1913, p. 305, 315,
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night be‘le#icd after‘the'town meeting:had~éet_the tax .
1imit for the year. A special one-mlll tex was to be
1ev1ed, the proceeds of which were to be_used exclu-
-slvely for road~dragging purgoses. But thls tax was not
to exceed a thousand dollars, and, where 1t was likely
to do 80, the county auditor was authorized to decrease
-the rate of taxation., The small road district, long
an>object ofiabomination to good roeds advocates, was
sbolished; end each township was constltuted a slngle
road district, with a competent road builder, hired by
the township, to care for the roads of the town., Where
1t was necessary, agslstants to the road supervisor
might be employed. 52

There were also sectlons in the law relating to
tre constructicn and mailntenance of bridgeéa Thé laﬁ
mede provision for the converslon of toll bridges iﬁto
free onec by counties, townshlps, or villages, by pur-
chase, leese, or other means., Every bridge, more tkan
thirty feet loug, toll or free, was to be inupected
annually by the state highwey commission. An 1ncidcntal
c¢lsusc, which later came to have greet importance, pro-.
vided for the removal of sunow from highways and the
construction of snow fences° 53

The Dunn law repreésented a greal advance in road
cglslation., Its autkor was accleimed as the "Father

53. Gvnercl Laws, 1913, p. 310,
53 Ceneral Laws, 1910, P 325—327
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of Good'Roads," and yet he and‘hisglﬁw'weré vigorously
attacked, There were two maih:points upon which sﬁéh
attacks werc made.. One of them was the one-mill "drag-
ging fund" tax., ~Rural portions of the state fbught this
~sectlon vigorously, but so sound was thé measure and - |
80 good were the results obtalned by it that'therppOSi~
tion to that clause dled out. A "drag will not buiid~
& permanent highway," Dunn protested in his‘bwn defense, -
"but 1t willl do wonderful work for a good roadway, 1f
1t 1s wisely and persistently used." 5% The.other:point
of attack on the Dunn blll was that section which ébol-
i1shed the labor tax. The growth of sentiment in favor
‘of this action had been very slow, In splte of the
fact that the law permitting townships to 2bolish the
.labor tax hed been in force since 1895, the highway
_commlgslon had found as late as 1911 thétAthe cash tax
had rcblaced the labor tax in only 14C towns, while
1,084 of them still relled on statute labor, In 1914
the highﬁay eﬁgineers throughout the étaté were ésked

to report on the sentiment of the people reggrdlng,the
new road law, In a majority cf the cases where the |
Dunn law was objected to, the chlef polnt of attack was
the clause repecaling the lebor tax. In Rice Couhty op-
positlon to the law wes €0 strongvthat,the farmers of
the county werc aimcst on the verge of s téx'rebellion.

The englneer in Rice County reported that *they secem tc

54. Princeton Unlon, Mey 15, 1913.
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think that the. bﬁhnllaw was taking all,the,éowef away
from the tdﬁ boards n 55 N |
: In Fillmore County those who werc»ooposed to the
Dunn and Elwell 1aws organized the "Fillmore County
. Texpayer's Aséociation," and during the pre—election
'campalgn of 1914 quizzed cvery cendidate for a 1ngiu—’
‘lative office to determine whether he could be depended
upon to vote for the repeal of the new road laws, Dunn
was inclined to place the responsibility fer this oppo-
sition on the Elwell law, and t6 minimize the Oppbsi-
tion to the Dunn lsw. Nevertheless, he was attacked
so viciously for his part in enacting the road code of
1913 that a complimentafy remark about hlm induced him
to comment, "3o0 mény brickbats have been thrown at the
publishef of thls peper recently by obtuse lgnoramuses
in connectlon with road leglslation that he will be
pardoned.for ﬁarading thic bouquet," 56
In other quarters the Dunn law was hailed as the
#farmers' galn " and Jonn h. "ohmaﬂn, & menmber of the
boerd of county commlssloners of Blue Earth County and
president of the ¥innescta State Automobile Assoclatlon,
declared that 1t put "all our roed work on & business
basis end it will, in a few years, if properly and vigof—
ouely applied, meaﬁ good roads everywhere," He gave critlics
.'55. State Highway Commlission of w1nnecota, Fénorts,
1911, p. 41, 191-, p. 175. TFor reports from other coun
ties, see p. 32-321.

56. Preston Times, July 8, October 14 1914 Prian—
~ton Unlon, July 18, Octobc*.l, 15, 22, 29 1914
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of the measure something to think sbout when he pointed
out that seventy—eight of Minnésotais countlies had an’
average assessed valuation of a littleﬂlessvthan ninei
million dollars, and that they.wouldvon thatvbaSLS con-
~tribute an average of about nine thousand,dollars.apie;e
to the state roed and bridge fund'which,“for 1914, was
estimated to yleld about $1,400,000. "in return these
seventy-elght counties could not receiveilesé than ohe
per cent of the total, or a minimum of $i4,000, ‘In other
words, the wealthliest and most populous counties Wwere
assistiﬁg the less fortuhate ones to build their roads;57
Other factors, too, tended to make opposltion to the”

Dunn law dlsappear, By 1913 there were more than fofty

- thousand automoblles reglstered 1in Minnésota; sbout hélf'
of which were cwned Dy the rural pépulation.v The‘farmer

- had at last "been awakened to the fact that witﬁggSOdv}
roads he caﬁ market his produce much cheaper, haﬁe éaéier
communlcation with his nelghbors, g<t to town gcdéglonally
withnut making a hard two days! work of 1t, bﬁtvﬁow it

comes out,! he also wants Good Roeds for his machine.” 58

57. Sparks, vol., 1, no. 4, p. 5, no. 5, p. 7 (April,
May, 1914). B o

68, Secretary of State, Reports, 1914, p. 4; Sparks,
vol, 1, no. 2, p. 6 (February, 1914}, In Sparks, vol,
3, no. 8, p. 16 (August, 1916) 1s published a tabulation
showing the total number of cars owned in each county
of the state and the number of these which were Fords,
The table demonstrates that far more than half of the
cars were cwned in rural countles and that, on an aver-
age, about one-nalf of the cars in these rural areas
were Fords. Durlng 1916 an automooblle club wes formed
by farmers in rursl Otter Teil County. It was reported
to be the first farmers' asutomobile club in the state,
See Sparks, vol. 4, no. 9, p. 14 (September, 1917).
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