






































At least 11 Chevrolet chassis with what appear to be
Beck bodies were delivered to Interstate Transit Lines
between May and July 1934 for use on feeder and con-
necting lines. Here is one being used to promote bus
trips to the Century of Progress exposition in Chicago
during that depression year. Union Pacific Stages had
at least seven similar buses.  —Greyhound collection

secure connection to the west. Because of depressed business
conditions generally, Greyhound was in no position to take over
Interstate, or Burlington Transportation Co., or Southern Kansas
Stage Lines, even if their owners had been interested in selling.
But the extensive duplication of Pickwick-Greyhound and
Interstate Transit Lines suggested a different solution.

Dissolution of Pickwick-Greyhound

Effective February 7, 1932 Pickwick-Greyhound Lines dis-
continued service on approximately 3000 miles of routes.
Clinton-Cedar Rapids-Council Bluffs, Des Moines-Osceola-St
Joseph-Kansas City, and Omaha-Denver services were aban-
doned. Interstate Transit Lines purchased for about $284,000 the
Chicago-Davenport-Council Bluffs route and its branches, the
Kansas City-St Joseph-Omaha route, plus 10 (or more?) Yellow
Coach Z-250’s, and Union Pacific Stages of California acquired
Pickwick-Greyhound’s California intrastate authority on the Los
Angeles-Salt Lake City line plus two buses for $27,000.

In this way, not only was competition eliminated on the
Chicago-Los Angeles “Overland Route,” but also Interstate
Transit Lines gained local rights in Illinois and California that
had previously been denied to it because of Pickwick-
Greyhound’s presence. Union Pacific Stages of California was a
nonoperating company formed in July 1930 to seek such rights,
which were turned over to Interstate Transit Lines as soon as

Streamlining arrived on the main lines when 20
White 54-A’s were placed in service at the end of
1934, followed by 10 more in 1935.

—White

INION PACIEIC ST

they were acquired. Furthermore, Interstate Transit Lines took
over Pickwick-Greyhound’s intrastate operating authority in the
territory between Denver, Cheyenne, and Salt Lake City, as well
as through Arizona and Nevada.

Pickwick-Greyhound Lines also discontinued the Columbia
Gorge route between Salt Lake City and Portland. The UP histo-
ry mentions the acquisition from “Columbia Gorge Motor Coach
System (Pickwick)” of buses worth almost $40,000, but no fran-
chises. Columbia Gorge was purchased from Motor Transit
Corp. by Pickwick-Greyhound Lines on May 31, 1929, but
Columbia Gorge was never absorbed into Greyhound. After
May 1929, Columbia Gorge had extended service over some
Union Pacific Stages routes by application (Spokane-Umatilla
and Spokane-Lewiston, for instance) and also had acquired inde-
pendent operators on other lines (such as Spokane-Coeur
d’Alene, competing there with Auto Interurban Co.).

During 1931 Columbia Gorge sold its three routes that did
not duplicate those of Union Pacific Stages, namely Coeur
d’Alene-Wallace (to Spokane-Wallace Stages) and Portland-
Vancouver and Portland-White Salmon-Cascade Locks (to North
Bank Highway Stages, which was owned by W.T. Crawford and
which was undoubtedly formed to take these lines over). In
August 1931, in the interest of economy, operation of the Salt
Lake-Portland line was divided at Pendleton, Pickwick-
Greyhound running only west of that point and Union Pacific
Stages only between Pendleton and Salt Lake City. In the
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absence of better information it seems that Greyhound let the
main line go to the Union Pacific for only the promise of contin-
ued connecting traffic, meager as it may have been.

The Columbia Gorge route to Bend went to Mount Hood
Stages, formed for the purpose by a group that included Gene
Allen of Pickwick-Greyhound, and this was the genesis of the
system that later became known as Pacific Trailways. Its history
was described by George Howell in MoTor COACH AGE, April
1978.

As part of the same transaction that made Interstate Transit
Lines Greyhound’s principal western link at Chicago, a similar
arrangement was put into effect at Kansas City for north-south
traffic. Pickwick-Greyhound’s withdrawal from the Kansas City-
Des Moines route has already been mentioned. Northland
Greyhound Lines gave up its Omaha-Sioux Falls operation and
also discontinued service south of Fairmont, so that the principal
intercity bus routes in the heart of the Chicago & North
Western’s territory belonged exclusively to Interstate Transit
Lines.

The UP-C&NW subsidiary in turn stopped running between
Kansas City and St Louis, where Pickwick-Greyhound was
stronger by virtue of holding intrastate authority, and between
Milwaukee and Minneapolis as well as north of Fairmont, in
favor of Northland Greyhound. Interstate Transit Lines took
over from Pickwick-Greyhound Lines the Chicago-Milwaukee
rights that had originated with Metropolitan Motor Coach Co.
and also Pickwick-Greyhound’s lease of the Chicago-Lake
Geneva line from Metropolitan.

As in California, there was a separate Illinois corporation to
hold intrastate rights in that state; it was called Interstate Transit
Lines, Inc.

Interstate Transit Lines and Pickwick-Greyhound Lines still
had one route in common, namely Kansas City-Denver, on
which it was arranged that each carrier operated alternate trips
and accepted one another’s tickets. The name of Pickwick-Grey-
hound Lines was changed to Western Greyhound Lines on April
5, 1932, legally, and as far as the traveling public was concerned
the Pickwick name vanished on May 1, when new timetables
were issued.

Corporate Changes

At about the same time, early in 1932, management of Union
Pacific Stages was consolidated with that of Interstate Transit
Lines under Russell Walsh at Omaha, and the position of general
manager of Union Pacific Stages was abolished. B.T. Peyton

18 March-April 1991

Whether because of the Greyhound influence or
for some other reason, Interstate Transit Lines
bought 15 Yellow Z-CR-834 streamliners in
December 1934 and added 25 similar Z-CT-843's
in 1936. Six more 843’'s were built for Union
Pacific Stages in 1935. Thereafter these compa-
nies purchased Yellow Coaches almost exclu-
sively. The picture shows one of the 834’s in Fort
Dodge. —Greyhound collection

resigned. Timothy J. Manning, formerly assistant general super-
intendent of Interstate Transit Lines, became general superinten-
dent of Union Pacific Stages, based in Portland.

The depression and the absence of regulation of interstate bus
traffic spawned a number of cut-rate operations over important
routes throughout the country. Indicating that unnamed “Cali-
fornia operators” were cutting into its revenue, the Union Pacific
began its own cut-rate Omaha-Los Angeles service under the
name of Coast-to-Coast Stage Lines during 1932. A trip left
each end of the line every other day. How long this lasted isn’t
known; the operation is not mentioned in the railroad’s own his-
tory of its bus system.

From time to time after 1929 additional capital stock in
Interstate Transit Lines was issued to the two shareholders, at
par, to repay them for capital expenditures in their respective ter-
ritories. As of June 27, 1933 the Union Pacific owned 186,965
shares (71 per cent) and the North Western 76,864 shares (29 per
cent). No change in stock ownership occurred thereafter, until
the 1943 sale of a part interest to Greyhound. Capitalization of
Union Pacific Stages was increased in December 1934 to
$650,000, the Oregon Short Line purchasing all of the 5500 new
shares plus the 500 shares formerly held by the directors, and the
entire capital stock was acquired by the Union Pacific itself on
December 31, 1935.

Crandic Stages

Effective February 1, 1934 Interstate Transit Lines acquired
the routes and buses of Crandic Stages from the Iowa Railway &
Light Co. for $86,000, almost all of which represented the value
of the equipment. “Crandic” was an acronym for the Cedar
Rapids & Iowa City Railway Co., an interurban electric line also
owned by Iowa Railway & Light.

Crandic Stages had been incorporated early in 1930 and had
promptly acquired Des Moines-Marshalltown-Cedar Rapids and
Des Moines-Grinnell routes from Safety Coach Transit Co., a
Fageol and ACF operator. By the end of 1930 Crandic was also
running Des Moines-Omaha and Des Moines-Sioux City and
had 21 buses, 12 of them Yellows bought new in 1930. From the
beginning, Crandic Stages took over the Marshalltown local bus
service previously operated by Iowa Railway & Light itself, but
this local operation was not included in the sale to the Union
Pacific.

At some time after 1930 Crandic Stages took over the previ-
ously separate bus operation of the Cedar Rapids & Iowa City
Railway Co. This had started in 1925 in response to independent



Taken in 1946, after the buses had been
repainted in Greyhound colors, this pic--
ture shows Interstate Transit Lines 1000
and 1001, two of the five Yellow 719
Super Coaches placed in service in
October 1936. They are westbound
somewhere along U.S. 30; can any read-
er identify the location?

—Collection of Donald M. Coffin

operators Clarence Carl and Harvey F. Schaffer, who began run-
ning buses between Davenport and Tipton as soon as the road
was paved. With these operators likely to extend their line into
Cedar Rapids whenever they could, thus threatening the rail-
way’s Cedar Rapids-Mount Vernon-Lisbon line, the Cedar
Rapids & Iowa City instituted its own bus service between
Cedar Rapids and Tipton and in July 1925 bought out Carl and
Schaffer.

Late in 1927 an Iowa City-Washington line was acquired
from Irvin J. Kelley with six buses. A route between Monticello
and Dubuque, opened in 1926 by the partnership of Laude &
Huntoon, was purchased in June 1928, so presumably the
CR&IC was already operating between Cedar Rapids and
Monticello. Four Yellow Coach type Y’s, two delivered in 1927
and two in 1928, were the bus line’s premier equipment at that
time. The interurban electric service to Mount Vernon and
Lisbon and some trips on the main Cedar Rapids-Iowa City rail
line were replaced by buses during 1928. Also in that year the
parent Iowa Railway & Light Co. completed the replacement of
its Marshalltown local car lines by buying seven new Yellow
X’s, among the very last made of that type.

On April 1, 1930, shortly after Crandic Stages had come into
being, its intrastate authority between Marshalltown and Cedar
Rapids was sold to Interstate Transit Lines for $9000. By this
purchase the Union Pacific subsidiary closed a major gap in its
local rights across Iowa.

Subsequent extensions of bus service by the Cedar Rapids &
Iowa City Railway itself (or by Crandic Stages, perhaps) cannot
be dated accurately, except that Cedar Rapids-Tipton-Burlington
was started at the beginning of 1930. Later on, service to
Burlington was operated from Iowa City via West Liberty; but
by the time of the sale of the whole system to Interstate Transit
Lines in 1934 there was no service to Burlington at all. The
CR&IC also had a Davenport-Dubuque line, and there were 19
buses in its fleet at the end of 1930.

Last Acquisitions

The two bus lines of the Kansas City, Clay County & St
Joseph Auto Transit Co., which ran Kansas City-Parkville-St
Joseph and Kansas City-Excelsior Springs, were purchased by
Interstate Transit Lines for $45,050 on September 17, 1934. To
meet independent bus competition, the Kansas City, Clay
County & St Joseph Railway Co., an electric line, had started the
bus company and placed five Fageols in operation on these two
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routes during 1924. Additional buses, mostly Yellows, were pur-
chased in 1925, and it appears that the railway bought out its
competition in that year as well. The independent buses had
been operated by the McDavid-Silver Coach Line, which also
operated Fageols after beginning service probably in December
1923 with smaller buses of an unknown type.

The McDavid-Silver company had been in the transportation
business, in a manner of speaking, since 1804, as a supplier of
saddles and other riding gear. Its original bus line ran between
Kansas City and Excelsior Springs, a resort town, and was
opened soon after a new highway had been completed. This
company also ran other bus lines—Kansas City-Emporia, for
instance—but seems to have faded from the picture quite early.
The Kansas City, Clay County & St Joseph ran electric cars until
1933, though it was put into receivership in 1930; presumably
the sale of the bus franchise was part of its liquidation.

There was no shortage of through bus service between
Kansas City and St Joseph. Interstate Transit Lines had run two
trips a day since 1925, and Pickwick-Greyhound Lines had also
had Kansas City-St Joseph-Omaha service, but both companies
ran via Smithville, not Parkville. The Kansas City, Clay County
& St Joseph Auto Transit Co. itself operated only two daily
round trips through to St Joseph but had much more frequent
Kansas City-Parkville short-turns. There were likewise two trips
a day to Excelsior Springs. It seems unlikely that the company
ran its early Fageol and Yellow buses until the end; but there is
no record of any subsequent deliveries, and Interstate Transit
Lines did not acquire any buses with the routes.

Union Pacific Stages bought a Salt Lake City-Boise route
from Northwestern Stages in January 1935 and at the same time
acquired Salt Lake City-St Anthony (Idaho) rights from Lewis
Brothers Stages. These purchases added alternate routes to the
existing lines. Another such route was operated for interstate
passengers only beginning on January 1, 1937, when some trips
between Lewiston and Spokane were routed via Moscow and
Coeur d’Alene. Intrastate authority over this route was secured
in January 1938, but the route was sold later in that year to
Moscow-Coeur d’Alene Stages.

Interstate Transit Lines began to run between Las Vegas,
Boulder City, and the site of Boulder Dam in October 1931, car-
rying interstate- passengers only, and acquired intrastate rights
from Southern Nevada Stages in July 1936. Once the dam had
been completed this service was extended to Lake Mead.

Bus operation in place of trains on the branch between Lund
and Cedar City was undertaken on behalf of the Utah Parks Co.

Motor Coach Age 19



20

March-April 1991

The two Union Pacific companies had 109
Yellow 743’s between them. Here is Interstate
Transit Lines 1007, one of the first, posed at the
Joslyn Memorial in Omaha. ITL 1005-1072 and
27 buses for Union Pacific Stages were built in
1937, and ITL 1073-1086 came in 1939. All had
707 gas engines. lllinois and lowa certificate let-
tering suggests that this one was assigned to
Chicago-Omaha runs.

The 743’s looked like this after being repainted
in the contemporary Greyhound scheme begin-
ning in 1943. Union Pacific Stages 2024 was
photographed in Portland in 1947.

TJ. Manning, at left, Russell Walsh, in the cen-
ter, and an unidentified man pose proudly with
an air-conditioning unit fitted to ITL 1058.
Though most of the 743’s that were built in 1939
were air-conditioned to begin with, this was a
1937 bus that must have been air-conditioned
by the company’s Omaha shop. Perhaps it was
the first one done, hence the publicity photo.
The date is not known.



Nicely posed on Pershing Drive along
the Missouri River in Omaha in 1946 is
Interstate Transit Lines 1092, one of 10
gasoline-powered PGG-3701’s built in
1940. Presumably the Greyhound
emblem and lettering were added after
1943, but no photographs of these
buses with Union Pacific or Interstate
Transit Lines lettering have turned up in
the research for this article.
—Greyhound collection

in September 1934, with tourist travel reduced by the depres-
sion. Rail service was restored in October 1942.

Establishment of a Greyhound affiliation, the withdrawal of
ACF and Mack from intercity bus production, and the bankrupt-
cy of Fageol combined to change the equipment policies of
Union Pacific Stages and Interstate Transit Lines to some extent.
In 1934 the two companies purchased 20 streamlined White 54-
A’s and 21 Yellows to begin modernizing the principal routes.
Thereafter Yellow Coaches dominated these services: after 10
more 54-A’s in 1935 came another 25 Yellow streamliners in
1936, then five Super Coaches in October 1936 (originally
ordered for Southwestern Greyhound but cancelled), then 109
model 743’s. All of these had gasoline engines, as did 10
Silversides delivered in 1940.

For the system’s less important lines, at least 18 Chevrolet
commercial chassis with 21-passenger streamlined bodies (pos-
sibly by Beck) were introduced in 1934. Both Ford and GM
Truck chassis with similar bodies followed these, and a large
fleet of Yellow PG-2901’s and PG-2903’s arrived in 1940-42.

Overland Greyhound Lines

Once the Interstate Commerce Commission had been granted
regulatory power over interstate motor carriers and had made
clear its policy that railroad-owned bus companies were to sup-
port rail lines, the bus system of the Union Pacific stopped
expanding. Its lines already duplicated virtually all of the signifi-
cant passenger-carrying rail lines of its two parent railroad com-
panies.

Unlike the UP, the Chicago, Burlington & Quincy had been
content to operate buses on relatively minor routes as long as
buses owned by competing railroads stayed clear of its territory.
In 1934, however, the Burlington Transportation Co. began to
run between Chicago and the west coast after buying Columbia-
Pacific NiteCoach Lines, and several feeder routes were started
during 1935, mostly by application.

Early ICC decisions stipulated that railroad-owned bus and
truck companies could not obtain new authority to serve points
that were not on the parent railroad’s lines, and even before a

Burlington application to do just that had been taken up by the
commission, the Burlington had decided to offer its bus sub-
sidiary for sale. In 1937 an agreement was reached with the
Union Pacific, but in line with previous rulings the ICC did not
approve the transaction.

Meantime Union Pacific Stages had applied to buy the Auto
Interurban Co. of Spokane, which had an extensive regional sys-
tem, and Interstate Transit Lines had reached agreement to
acquire Ottumwa-Cedar Rapids Bus Lines, which ran just three
buses. While denying the Iowa purchase because some of the
points to be served were not on the C&NW, the ICC approved
the acquisition of Auto Interurban, only to have it turned down
by the Washington commission.

Interstate Transit Lines earned a profit for its owners in every
year after 1933. Its gross revenue, however, remained essentially

The last buses that the Union Pacific purchased before World
War |l interrupted deliveries were Yellow Coach “Cruiserettes” for
lightly traveled routes. Union Pacific Stages received 35 PG-
29083’s numbered 903-937, and Interstate Transit Lines had PG-
2901’s 201-203 and PG-2903’'s 204-242. Shown is 216 in the
later Overland Greyhound scheme.
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The Overland Cafe and Union Bus Depot in
Ames, with Overland Greyhound 262 getting
ready to depart for Fort Dodge. This is one of 25
GM PGA-3702's delivered in 1945 and built at
the Pontiac automobile plant while auto produc-
tion was interrupted by World War Il. The picture
was reproduced from a commercial postcard.

Aerocoach resumed production of its Mastercraft
bus in April 1944 after a short wartime hiatus and
constructed more than 1500 buses to this design
between then and 1947, all with the company’s
trademark tubular aluminum frame, the early
ones with steel body panels, later ones alu-
minum. Most intercity carriers had at least a few.

Left, Interstate Transit Lines 1159 was a PD-3751, one of 150 in the fleet (1100-1249). Greyhound had intended to introduce an entirely
new design of bus in the postwar period, but the proposed 50-passenger high-level Highway Traveler was never put into production.
While trials of the prototype were under way, no orders were placed for any buses, so that deliveries of postwar Silversides did not
begin until the summer of 1947. These were Interstate’s first diesels. Right, The last buses built for Interstate Transit Lines were GM
PD-4103’s, 25 in 1951 (1400-1424) and 25 in 1952 (1425-1449). Here is 1426 at Salt Lake City when new. All 200 postwar diesels and
almost that many older buses passed to Greyhound ownership on October 1, 1952. —1426, E.L. Tomberlin
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For the line between Kansas City and Excelsior
Springs, which had frequent short-turns to
Liberty, Overland Greyhound Lines bought five
TDH-4512 transit buses in 1954, numbered O-
100 to O-104. The route was later sold to
Jefferson Lines, which ran over it anyway en
route to Des Moines, and then passed to the
Kansas City Area Transportation Authority in
1969.

flat (at about $3.5 million) from 1935 to 1940, then increased
sharply because of war-related travel. With further expansion
blocked, with other railroads equally unable to obtain new
authority that would threaten the UP, and with Greyhound inter-
ested in strengthening its position on the Overland Route, the
railroad decided to turn over operation of its bus system to
Greyhound.

By agreement dated November 5, 1943 the Union Pacific
sold to the Greyhound Corp. 52,412 shares of Interstate Transit
Lines stock for $786,180, and the Chicago & North Western
sold 35,531 shares for $532,965, giving Greyhound exactly one-
third of the shares and leaving the UP with 51 per cent and the
C&NW with 15.67 per cent. At the same time 2200 shares of
Union Pacific Stages (33.85 per cent) were sold to Greyhound
for $495,000.

Effective December 1, 1943 both Interstate Transit Lines and
Union Pacific Stages began to operate as Overland Greyhound
Lines and to use the Greyhound color scheme and emblem. The
main office remained at 2116 Leavenworth Street, Omaha, and
the officers of the companies were unchanged, but in January
1944 Carl Wickman and Orville Caesar of Greyhound were
added to the boards of directors, representing the Greyhound
interest. Greyhound’s investment was rapidly repaid, as per-
share dividends were greatly increased during the war; earnings

Overland Greyhound added 49 PD-4104’s (O-
1500 to O-1548) in 1953-54 and then 83 PD-
4501 Scenicruisers (O-1700 to O-1782) between
1954 and 1956. Here is O-1701 on public display
before being placed in service. In 1956 these
new buses plus the 4103’s and Silversides were
distributed to Western and Northland Greyhound
along with the Overland routes.

increased even more dramatically, the accumulated surplus of
Interstate Transit Lines rising from $375,000 in 1942 to $2.7
million by the end of 1947.

Overland Greyhound Lines received 25 new GM PGA-
3702’s and an unknown number of Aerocoaches, all gas buses,
during 1945-46, when all carriers were desperate for new equip-
ment. The first diesels in the fleet were PD-3751 “Silversides,”
of which there were 150 delivered between August 1947 and
September 1948. At the end of 1948 the roster comprised 408
buses, the highest total ever. Afterward the size of the fleet
began to decline slowly as old equipment was sold off and some
minor routes were cut back.

On October 1, 1952 the Greyhound Corp. acquired the bal-
ance of the shares of Interstate Transit Lines and Union Pacific
Stages for cash and stock. Both companies were liquidated and
succeeded by Overland Greyhound Lines, now a division of the
corporation and not just an operating name. In 1956 its routes
and buses were divided between Western and Northland
Greyhound Lines as part of a consolidation of divisions.
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