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A.1.1 too little consideration has been given by urban planners to the 
problem of railroad transportation within our cities. Too frequent­
ly the present facilities have been accepted as fixed and community 
plans have been adapted to them. In the future it is to be hoped that 
a more comprehensive attitude may be taken by the authorities most 
directly responsible for the long-range development of cities. ̂  

One of the most critical problems facing modern urban planners 

is the provision of an adequate transportation system for the future city. 

The very existence of the city depends upon its ability to offer r apid, 

cheap, and efficient interchange of goods and provide means of m o v ing 

people to and frqm their work. But planners have sometimes neglected 

the railroads in planning transporration systems and have devoted their 

time to the development of expressways, major street systems, trucking 

terminals, transit and parking plans, waterfront developments, airport 

and heliport proposals. Yet the railways remain the basic freight car -

rier in the country, and , in some cities, are important carriers of long 

distance and commuter passenger traffic. A planning program which neg­

lects the railroads cannot be considered comprehensive because it doe s 

not deal with an important user of urban land and also will not recognize 

the effects of the railroads upon the physical and economic life of the city. 

" Ernest W. Williams, "Railroad Transportation in Urban Develop­
ment, '' Report of the Urban Plahnfo under the Auspices of 
Johns Hopkins University, Baltimore, The John Hbpkini Press, 1944, 
p. 44. 
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A lack of understanding of the railroads and their problems may-

have discouraged some planners who might otherwise have wished to 

prepare railroad plans.' As railroads are pr ivately - owned businesses 

operating over their own rights-of-way,, planners usually have 1 i111 e 

control over their actions, and the railroads are usually prohibi ted 

from receiving aid from public works plrpgr arris in: the c o n S t r o i c t i o n of 

private facilities. Rail lines and facilities represent a tremendpois out-
2 

lay of capital and too often the extent of this investment has led plan­

ners to believe that the urban rail pattern is '.'fixed" and that little can 

be done to change it. The tremendous technological advances in trans -

portation may have led some to believe that the railroads will soon be -

come obsolete and that long-range plans for improving urban rail pat­

terns and operations are only a waste of money which might be better 

used in other studies. 

The purpose of this study is to present a survey of those aspects 

of rail transportation which might be of value to the planner and suggest 

guides which might be followed in devel'ppirig railroad pi arming programs. 

To dp this, the following problems will be considered: 

1. What is the probable future role of the railroad industry in 

the American transp#rtatipn picture 7 

2. What are the elements of the urban rail pattern and w h a t 
^ Estimated at about $23 billion by the Interstate Commerce Com­

mission and as high as about $29 billion by the Associ ation of American 
Railroads. 



changes can be f o r e s e e n in the phys i ca l nature and operat ion of r a i l w a y s ? 

. 3. Which methods have been u s e d by p lanners ip the p a s t i n 

studying and planning urban , 

4 . How can the planner evolve a p r o g r a m of preparing r a i l r o a d 

p lans which have s o m e c h a n c e of pr'pducing des i rab l e r e s u l t s ? 

. A s the body of planning l i te ira^rjeand exper i ence in dealing with 

ra i l t ransportat ion i s s m a l l , th i s s|r*^ a.11 

quest ions involved in ra i l road planning' and i t 0 ^ ^ & T ^EAL with e v e r y 

a s p e c t of urban ra i l s y s t e m s in deta i l . Rather this study i s intended 

to s e r v e as a source of sugges t ions to p lanners attempting to e v o 1 y e 

their own methods of meet ing loca l ra i l planning p r o b l e m s . Some of 

the conc lus ions of this study are ba sed up on c onj ec tur e rather than e x ­

p e r i e n c e s ince many of the t h e o r i e s of ra i l road planning. are s t i l l u n t e s t ­

ed in p r a c t i c e . This t h e s i s i s p r e s e n t e d in the hope that it wi l l s e r v e a s 

a b a s i s for further r e s e a r c h and that it m a y offer sugges t ions and w a r n ­

ings to those who attempt to prepare ra i l road s tudies and p l a n s . 



C H A P T E R I 

RAI!LR(3AJ3S i^33TlfECIXY 

The Railroaxis as Xr^spcjrtation 

Railroads have long been the most important part of the A m e r -

ican transportation system. (See Fig. 1). While other forms of trans -

port have developed greatly in recent years and have succeeded in di­

verting m u c h of the rail freight and passenger business, the railroads 

still offer the most comprehensive system of providing freight service, 

and despite the inroads of their competition, every indication is that 

rails will comtmue to carry the Ijulk cjf heavy industrial goods and long­

distance freight traffic. 

The railroad is a true c o m m o n carrier. "It is the only nation­

wide system of transportation which holds itself out to m o v e all types 
1 

of freight between any points to which service is maintained. " M a n y 

trucking companies serve as c o m m o n carriers as do the airlines, pipe -

lines, and some barge lines, but the bulk of truck and waterway traffic 

is handled by contract carriers or by private carriers hauling their 

own products and raw materials. Almost without exception the railroads 

* Williams, op. cit. , p„ 38. 
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Fig. 1 

Intercity Ton-Miles by Carriers—1939-1952 

(From statistics developed by the Bureau of Transport 
Economics and Statistics of the Interstate C o m m e r c e 
Commission.) 
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serve as c o m m o n carriers handling any type of goods at stated rates. 

Railroad Characteristics 

Economic advantages. - - Transportation is closely tied to the general 

business activity of the country. Today transportation volumes have 

reached an all-time high and every indication is that transport systems 

will continue to expand with the growing economy. But the various 

forms of transportation will not develop to the same extent. The rail-

roads, in particular, seem to have reached their peak of p h y s i c a l 

expansion and are today receding in r elative imp or tanc e as other types 

of carriers develop. The capital expense of constructing new lines 

and facilities and changes in the economy inhibit any great expansion 

of the rail network and m a n y unprofitable lines and services are being 

abandoned. Railroads are also losing business to other forms of trans­

port which are better suited to handle special segments of freight and 

passenger traffic. But the railways are well-suited to the carrying of 

large quantities of goods between important points, and in' such move­

ments, they can be expected to remain the chief carrier. 

Di s advantag e s in low - dens ity traffic. - -In the past railroads handled 

substantially all freight in the country except that carried on the Great 

Lakes and rivers. In m a n y types of service rail shipment was expen­

sive and inefficient and such business was lost to trucks and water lines 

when those systems assumed an important role in transportation. Since 

the unit of rail freight movement is the car, loads of less than 20 or 30 
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tons; present loading problems to the carrier and less-than-carload 

shipments are generally unprofitable, Diesel engines today operate in 

multiple units and pull trains of more than one hundred cars:. Terminal 

costs are relatively higher for short haul| than long hauls and t i m e 

spent in terminals m a y often exceed the entire over - the-rail time on 

short hauls. Although the railroads are today attempting to improve 

terminal operations through modern: fâ cilitie s and handling m e tho d s , 

there is littler̂  they can hope to match truck rates or service 

oil short-haul shipments,, 

||iailwa;y'S;) are, to a considerable extent, absorbed in;/-the perform­
ance of services which probably can be more economically perform­
ed by other types of transport agency. Moreover the carriers have 
made little effort until recently to adjust their rate policies toward 
a recognition of the fact that the basic field of rail transport is in . 
mass transportation. Its future lies in its continuance as the prin-
cipal agency for internal heavy freight movement. 

Relation to ©ther Transport Agencies 

Transportation service in the United States is performed pri­

marily by privately owned for - hire carriers. All such agencies have 

from time-to-time received assistance from federal, state, and local 

governments in developing and promoting their business and building 

lines and terminal facilities. Today the promotion of waterway, air­

line, and highway transportation by federal agencies has resulted in 

National Resources Planning Board, Transportation and Nation­
al Policy, Washington, Government Printing Office, May, If42, p. 67. 
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the diversion of m u c h traffic which formerly travelled by rail as the 

other forms of transportation can often provide faster service at a low­

er cost to the shipper. Present developments in transportation m a y to 

a certain degree indicate not only the inherent advantages of o t h e r 

forms of transportation but also governmental policies which m a y make 

shipper costs represent only a part of the total shipping; costs. 

The trucking industry. - - In intercity movements trucks have offered 

severe competition to the railroads, specially in the shipment of high-

rated freight. Trucks are particularly well-suited to the movement of 

such goods over short distances as their terminal operations are fast 

and simple when compared with rail terminals. Trucks also offer flex­

ibility in size of shipments and in the areas served because they can be 

loaded and unloaded without special facilities and can reach any area 

located on a street or highway. 

Industries and business have found that the truck can serve 

their own transportation needs and many of them have established their 

individual trucking systems to carry their own products and raw mate­

rials. The costs of such operations have been relatively low as the 

company can obtain the benefits of service tailored to its own needs and 

the profits of such operations are kept within the company. Also such 

operations avoid the federal transportation tax. 

Contract carriers, hauling special shipments at rates agreed to 

by the shipper, also represent a sizeable part of the trucking industry. 



As the capital requirements for' entering' the t rucking business are rel­

atively small, m a n y truckers'are smalloperators who own only one or 

two tractors and haul trailers owned by industries or trucking .1 in e s . 

Many truck shipments;,• requiring special equipment, such as trailers 

for automobiles, fruits, or livestock m a y result in long empty b a c k -

hauls as such movements are largely originated at one point and ter­

minated throughout other areas. 

While the trucks seem inherently capable of handling s m a l l , 

short -d i s tance m o v e m e n t s most e conomica l ly , l arge capacity t r a i l e r s 

have drawn off some of the railroads' bulk business. Motor carriers 

probably will not capture a large portion of the heavy-freight business 

but will rather confine their operations to hauling merchandise and other 

small shipments for distances of less than 500 miles. Trucks will con­

tinue to expand their livestock and agricultural products business since 

their speed and flexibility will probably provide better service than can 

be provided by. rail. 

Waterways. - - The Inland Waterways System and the Great Lakes Sys­

tem today handle about 15 per cent of the total intercity freight m o v e -

ments. Most river traffic is carried on large barges propelled by tow-

boats. These barges are capable of carrying large quantities of bulk 

items such as oil, coal, ores, and grains. In mass shipments in which 

speed is not an essential factor, water carriers can probably perform 

the service at a lower cost than any other transport agency. 
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The advantages offered the shipper in lower rates are sometimes 

balanced by the difficulties involved iii water Movements. Terminal op­

erations are complex and the expense of constructing and operating ter­

minals is so great that only large industries or public agencies can af­

ford to maintain them except at high-density points. Les:S-than-barge -

load shipments offer m u c h the same problem to the water carrier that 

less - than-carload shipments present the railroads, as the carrying unit 

is large and loading methods are -still relatively primitive. Large in­

dustries have purchased their ownfloating -equipment or have contracted 

with carriers for volume shipments of raw materials and manufactured 

items, but c o m m o n carrier service is still relatively undeveloped on 

the inland waterways. 

©il and natural gas pipelines;, -r - Pipeline:? have been developed 1 a r g ely 

by private capital and today they are continually extending their lines and 

opening new areas. A s additional sources of oil and gas are tapped, new 

lines and terminals are constructed to tie-in with existing systems. At 

present petroleum pipelines carry about 14 per cent of the national freight 

tonnage. N e w techriologrcal ̂ methods are being developed to expand the 

operations of pipelines from the haulihg M only pet^ the 

shipment of solids such as coal S|is|»ende:d: miyater ©r oil. This possibil­

ity represents a threat to rail business. Natural gas pipelines have re­

duced rail shipments of fuel by providing a new form of power to replace 

coal and oil which were formerly carried by rail. Pipelines will probably 
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cohtinue to expand their business^ a M , :asJ new mfejtkotS' e>f'shippient; 

are developed, they;will handle even larger segments of the national 

freight,, • c '• • 

Airways. - - Despite glowing predictions of air-freight movement by pro­

ponents of air transport, such shipments as yet represent only a small 

part of the total freight traffic. Air transp;©rt is still top expensive to 

permit the Shipment of anything but expensive lightweight goods in 

which speed is an essential factor. Though the armed forces have used 

air cargo carriers with some sue cess under; difficult conditions, plane s 

are still unab.le to carry sufficient loads t^jnake: air transport econom­

ic for general freight movements. Research on better types of cargo-

carrying planes is being conducted by civilian and military agencies, but 

there is no evidence that planes in the near future will be able to com­

pete with surface and water carriers for general freight business. 

Passenger Business 

Today about 85 per cent of the total intercity passenger move­

ment is carried by private automobiles. The railroads, which were 

orice the chief passenger carrier, now face the prospect of a continued 

decline in passenger business in long-haul, short-haul, and commuta, 

tion service. Airlines and buses are taking over large portions of the 

railroad passenger business which has not already been taken by the 

private automobile. 



Unprofitable p a s s e n g e r o p e r a t i o n s . ^ - R e v e n u e s . f r o m ra i l p a s s e n g e r 

s e r v i c e r e p r e s e n t s about 10 p e r c e n t of the r a i l r o a d s ' total operating 

r e v e n u e s , but much of the s e r v i c e i s provided at a l o s s to the c a r r i e r . 

Many l i l i es are not, however , i n t e r e s t e d in l eav ing the p a s s e n g e r b u s i ­

n e s s because they fee l that such: s e r v i c e prov i des a good medium for 

fos ter ing better public r e l a t i o n s . A l s o s o m e of the p a s s e n g e r s e r v i c e 

l o s s e s are offset by r e v e n u e s from e x p r e s s and pos ta l s e r v i c e prov ided 

in conjunction with p a s s e n g e r operat ions . , In evaluating p a s s e n g e r b u s i ­

n e s s , the ra i l road off ic ia ls fee l that they could provide comfor tab le , 

convenient s e r v i c e on h e a v y - d e n s i t y l i n e s if they w e r e p e r m i t t e d to 

abandon l i g h t - d e n s i t y operat ions which might better be handled by b u s e s 

or pr ivate a u t o m o b i l e s . 

I m p r o v e m e n t s in p a s s e n g e r service , , - - I n attempting to recapture l o s t 

b u s i n e s s and develop new p a s s e n g e r t rave l , ra i l roads are offering l u x -

ury coach s e r v i c e on s t r e a m l i n e d t ra ins at reasonab le f a r e s . On h i g h -

dens i ty l i n e s such promot ional a c t i v i t i e s have produced profitable p a s s ­

enger opera t ions . I m p r o v e m e n t s in l i ght -we ight p a s s e n g e r c a r s arid 

the f lex ibi l i ty of s e r v i c e on l o w - d e n s i t y l i n e s have reduced the c o s t s of 

p a s s e n g e r operatiqjms and made it m o r e at tract ive to the publ ic . Ra i l 

c a r r i e r s fee l that any future they m a y have in p a s s e n g e r b u s i n e s s w i l l 

depend upon their abil i ty to offer dependable s e r v i c e s , a fast and c o m -

fortable r ide at reasonab le f a r e s . 
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Tra:msp;©rtat^^ 

Future transportation requirements will probably continue to 

grow. A s industry moves closer to sources of raw materials and power 

supplies, some of the present bulk, hauling of ores and fuels m a y be 

affected, but industrial expansion to meet the needs of a growing pop­

ulation will more than overcome such transportation losses. Intercity 

passenger travel will continue its spectacular growth experienced 

since the development of the automobile. In all forms of transport new 

facilities and operational methods will be required to meet the greater 

demand for service. 

Division of freight traffic. - - Under present conditions of federal regula­

tion, the railroads will probably continue to lose business to their com­

petition. They will be forced to concentrate on their mainline, long -

haul bulk business and will probably abandon many of their branch lines 

and low-volume lines. Motor carriers will expand their high-rated 

short-haul business and water carriers will probably handle larger por­

tions of the bulk-item business. Airlines will not s e r i o u s l y compete for 

general freight business until planes are developed to carry heavy pay-

loads at low costs. 

Tr an sport coordination. --To take advantage of the economic operations 

of each type of carrier, greater attempts will be made to coordinate 

shipments and m o v e goods by the most economical means. In m a n y cases 

such movements will be made by several carriers. Joint rail-water-
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truck mi3> y ^ important ro le in the 

future t.ranspor tati on than they do today. In coordinating their m o v e ­

ment s with Other a g e n c i e s , the ra i l roads m a y be able to hold 1 a r g e 

p a r t s of freight traffic which they might o therwise l o s e . R a i l w a y s 

t h e m s e l v e s are today taking advantage of the f lexibi l i ty of the truck 

and are in s o m e c a s e s replacing unprofitable branch l ine s e r v i c e with 

truck s e r v i c e . In; l,this mailn^r;tkey e |n: s t i l l handle the traffic and 

avoid l o s s e s from unprofitable ra i l s e r v i c e . 

P a s s e n g e r traf f ic . - - .Pa.ssengejr''^^^^Qit^^xi&T^ - - a i r l i n e s , b u s e s , 

'• and ra i lways - - wi l l continue to fee l the i n c r e a s e d compet i t ion of the 

automobi le . While ra i l patssenger volume S s t i l l r e p r e s e n t a s i z e a b l e 

port ion of the ra i lway income s o u r c e , the actual volume of p a s s e n g e r 

traffic i s declining^ Spec ia l attention to luxury s e r v i c e wi l l produce 

a profitable future b u s i n e s s and provide s o m e of the needed vacat ion 

t r a v e l o But b u s i n e s s t rave l wil l -be taken over by air c a r r i e r s if they 

can offer c o m p e t i t i v e fares forKf as ter s e r v i c e . While the r a i l w a y s 

W i l l c o n t i n u e to handle l arge p a s s e n g e r v o l u m e s , they wi l l - c ontinue to 

l o s e re la t i ve ly i n importance to the automobi le and a i r l i n e s . 

Ra i l roads and Government 

Government Regu la t ion of Transportat ion 

The federal governmerit e x e r c i s e s through the Inter state C o m ­

m e r c e C o m m i s s i o n and other agencies; v ir tual ly a l l - i n c l u s i v e regu la tory 



powers over interstate transport agencies while the states retain the 

power to regulate intrastate carriers. The Interstate Commerce Com­

mission is specifically charged with the responsibility of regulating 

all interstate for-hire carriers in domestic service except the airlines 

which are regulated by the Civil Aeronautics Board and natural gas 

pipelines which are regulated by the Federal Power Commission. 

Control of rates and fares. - -Control of the rates and fares which a 

carrier may charge permits the Commission to protect the interests 

of the carriers and the public. This authority also is used to control 

carrier profits. In exercising this power, the Commission generally 

allows a carrier to publish rates for a given service and acts as a 

referee if the rates are challenged as to their lawfulness. The power 

to establish rates and fares also includes the right to approve schedules, 

rules and regulations for providing a given service. 

Other regulatory power s. - - Other important regulatory powers of the 

Commission include the requirement of standard methods of accounting 

and billing, requirement of practices and installation of devices de-

signed to improve the safety of rail operations. The Interstate Com­

merce Commission also approves the issuance of rail securities and 

changes in the physical rail pattern. Under emergency conditions (de­

termined by the Commission itself) that agency has the power to require 

the joint-use of rail fac ilities and diversionary routing of rail and rail-

water movements and provide rules for compensation of facility owners 



in cases in which the roads involved cannot reach fair agreements on 

payments and rentals. 

National Transportation Policy 

Transportation Act of 1940. - -In the preamble to the Transportation Act 

of 1940, Congress stated its national transportation policy: 

It is hereby declared to be the national tr an sp or tation policy 
of the Congress to provide for fair and impartial regulation of 
all modes of transportation subject to the provisions of this 
Act, so administered as to recognize and preserve the inher­
ent advantages of each; to promote safe, adequate, economical, 
and efficient service and foster sound economic conditions in 
transportation and among the several carriers; to encourage 
the establishment and maintenance of reasonable charges for 
transportation services-, without unjust discriminations, un­
due preferences or advantages, or unfair or destructive com-
petitive practices; to cooperate with the several States and the "' 
duly authorized officials thereof; and to encourage fair wages 
and equitable w or kin g conditions; - - all to the end of developing, 
coordinating, and preserving a national transportation system 
by water, highway, and rail, as well as ,other means,; adequate 
to meet the needs of the Commerce of the United States, of the 
Postal Service, and of the National Defense . All of the provi­
sions of this Act shall be administered and enforced with a view 
to carrying out the above declaration of policy. 

But after stating the principle of fair regulation and coordination of all 

forms of transport, Congress maintained the division of authority to 

regulate the carriers .and left the control of aviation and natural gas 

pipelines to agencies other than the Interstate Commerce Commission. 

Instead of attempting to coordinate regulation, the Transportation Act 

3 P . L. No. 785 (76th Congress-Ch. 722-3d Session) ($.2009) 
in Laws Relating to Interstate and Foreign Commerce, Washington, 
G.P.O., 1953, pp. 387-388. 
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w h i c h h a v e l i t t l e o p p o r t u n i t y o r d e s i r e t o c o o r d i n a t e t h e i r e f f o r t s i n 

p r o d u c i n g a c o o r d i n a t e d s y s t e m o f t r a n s p o r t a t i o n i n w h i c h a l l f o r m s o f 

t r a n s p o r t a r e c a l l e d u p o n t o s u p p l y s e r v i c e s b a s e d u p o n t h e i r " i n h e r e n t 

a d v a n t a g e s . " 

T r a n s p o r t C o o r d i n a t i o n . - - U n d e r t h e p r o v i s i o n s q f t r a n s p o r t a t i o n l a w s , 

t h e I n t e r s t a t e C o m m e r c e C o m m i s s i o n m a y e s t a b l i s h r a t e s i n t h e p u b l i c 

i n t e r e s t f o r j o i n t w a t e r - r a i l m o v e m j l t e w l i e n r e q u e s t e d t o d o s o b y t h e 

c a r r i e r s o r s h i p p e r s . B u t t h e e s t a b l i s h m e n t o f j o i n t a i r - r a i l o r t r u c k -

r a i l r a t e s i s p e r m i s s i v e r a t h e r t h a n m a n d a t o r y a n d s u c h j o i n t r a t e s a r e 

v i r t u a l l y n o n - e x i s t e n t . T h e C o m m i s s i o n h a s , i n p r a c t i c e , v i e l a t e d t h e 

s t a t e d p r i n c i p l e s o f C o i i g r e s s i o n a l p o l i c y b y r e f u s i n g t o e s t a b l i s h m o r e 

r a t e s d e s i g n e d t o p r o m o t e t r a n s p o r t c o o r d i n a t i o n . 

R a i l r © a d s ' A t t i t u d e s t o w a r d G o v e r n .\ 

R a i l r o a d e x e c u t i v e s t o d a y r e c o g n i z e t h e i m p o r t a n c e o f r e g u l a t i o n 

b y t h e f e d e r a l g o v e r n m e n t . I n m a n y c a ' S e s i r i ' d i v i d u a l r a i l r o a d s h a . v e 

b e e n p r o t e c t e d b e c a u s e t h e I n t e r s t a t e C o m m e r c e C o m m i s s i o n h a s f o r c e d 

l a r g e r r o a d s t o a b a n d o n u n f a i r c o m p e t i t i v e p r a c t i c e s . O f t e n t h e I n t e r ­

s t a t e C o m m e r c e C o m m i s s i o n h a s s i d e d w i t h t h e r a i l r o a d s i n e s t a b l i s h ­

i n g r e g u l a t i o n s o f m o t o r a n d w a t e r c a r r i e r s , a n d i t h a s s o m e t i m e s b e e n 

a c c u s e d o f b e i n g a " r a i l r o a d " a g e n c y . 

1 ' D i s c r i m i n a t i o n a g a i n s t r a i l w a y s . ' t - - A l t h o u : g l i t h e y a c c e p t t h e p r i n c i p l e 

o f r e g u l a t i o n , r a i l r o a d s f e e l t h a t m a n y o f t h e p r e s e n t g o v e r n m e n t a l p r o -



motional and regulatory policies favor other carriers. Special resent­

ment is aimed at Congress and its policy of developing the nation's water­

ways. Proponents of railways feel that the shipper costs of water trans­

portation do not represent the true economic cost of such service as the 

water carrier must provide only his barges and tugs to operate on gov­

ernment built and maintained traffic lanes. Motor carriers, it is be­

lieved, r eee ive a public subsidy as they, to o, operate on" roads main -

tained by public funds and do riot have to pay direct user charges for 

r mining on public roads. Although many railr oad s have in the past re -

ceived substantial subsidies frbm the government in land grants, they 

believe that the promotional activities of national, state, and local gov­

ernments have served to divert much traffic which they could handle 

m-o;st economicially. ' 

Taxation.^ - - Railroad economists feel that federal, state, and local tax­

ation policies are highly discriminatory against the railroads. As the 

railways own and operate their own line s and facilities as well as r oil -

ing equipment, they are subject to ad valorem taxes on all elements of 

their system. Of all other carriers, only pipelines have to pay taxes on 

their rights - of-way as trucks and water carriers operate over public­

ly maintained roads arid'waterways'. The railroads feel that they ;are ; 

' *!'' : ' ' 4 '•" ' •' : "' " • - " ; 1 " 
an inte^ railroads' attitude on tax­

ation see Railroad Committee for the Study of Tr an spor tat ion, Trans­
portation in America , Washington, Association of American Railroads, 
1947, pp. 270 ff. 



f o r c e d t o r e f l e c t t h e c o s t o f t h e s e t a x e s i n h i g h e r r a t e s a n d f a r e s w h i l e 

c o m p e t i t o r s c a n c h a r g e r a t e s w h i c h m a y n o t r e f l e c t t h e t o t a l c o s t o f 

t r a n s p o r t a t i o n i n t h e i r u s e r - c h a r g e s . I n a d d i t i o n , b e c a u s e o f t h e e f ­

f e c t s o f t h e R a i l w a y L a b o r A c t s , t h e r a i l r o a d s p a y h i g h e r p a y r o i l t a x e s 

t h a n a n y o t h e r t r a n s p o r t a t i o n a g e n c y . , I n 1 9 5 2 t h e t o t a l t a x b i l l f o r 

C l a s s I r a i l r o a d s ^ w^;S;^$]Ly.'i2.6i^7-4iU••^•5^/^^ a b o u t 1 1 . 9 p e r c e n t o f t o t a l 

r a i l r o a d o p e r a t i n g r e v e n u e s . ^ 

T o d a y a l l t r a n s p o r t a t i o n a g e n c i e s o b j e c t t o t h e s p e c i a l f e d e r a l 

t r a n s p o r t a t i o n t a x e s o f 1 0 p e r c e n t f o r p a s s e n g e r t r a v e l a n d t h r e e p e r 

c e n t f o r f r e i g h t s h i p m e n t s . " T h e o b j e c t i o n s t o t h e s e t a x e s a r e p r i n ­

c i p a l l y t h a t t h e y d i v e r t t r a f f i c t o p r i v a t e m e a n s o f t r a n s p o r t a t i o n a n d 

t h u s a d d t o f o r - h i r e c a r r i e r s . ' d i f f i c u l t i e s , a n d t h a t t h e y d i s c r i m i n a t e 

a g a i n s t t h e l o n g - d i s t a n c e s h i p p e r o r t r a v e l e r . " ^ T h i s t a x i s a s p e c i a l 

p r o b l e m f a c i n g a l l c o m m o n a n d c o n t r a c t c a r r i e r s i n t h e i r a t t e m p t s t o 

d e v e l o p b u s i n e s s a n d i s e s p e c i a l l y b u r d e n s o m e t o t h e r a i l r o a d s i n t h e i r 

a t t e m p t t o l o w e r p a s s e n g e r s e r v i c e d e f i c i t s t h r o u g h i n c r e a s i n g t r a f f i c 

v o l u m e s . 

A u n i f i e d t r a n s p o r t a g e n c y . - - R a i l w a y s a r e t h e c h i e f p r o p o n e n t s o f 

u n i f y i n g a l l f e d e r a l t r a n s p o r t r e g u l a t o r y p o w e r s u n d e r o n e a g e n c y . T h e 

• 5 
C l a s s I r a i l r o a d s a r e t h o s e h a v i n g a y e a r l y o p e r a t i n g r e v e n u e o f 

m o r e t h a n $ 1 , 0 0 0 , 0 0 0 . ' 

^ E a s t e r n R a i l r o a d P r e s i d e n t s C o n f e r e n c e , A Y e a r B o o k o f R a i l ­
r o a d I n f o r m a t i o n , 1 9 5 3 E d i t i o n , N e w Y o r k , 1 9 5 3 , p . 6 0 . 

7 
• I n t e r s t a t e C o m m e r c e C o m m i s s i o n , 6 7 t h A n n u a l R e p o r t , N o v . 2 , 

1 9 5 3 , W a s h i n g t o n , G o v e r n m e n t P r i n t i n g O f f i c e , 1 9 5 4 , p . 1 7 . 
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present division of authority among; the Interstate Commerce Commiss 

ion, the Civil Ae^ohatttics: Board,, the/rjf ederal Power' Commission, and 

Other agencies has magnified the problems of transport coordination 

and the development of a true national transportation system. To take 

advantage of the services offered by different transport agencies, de­

cisions of joint rates and facilities and policies of poordihation should 

be handled by one body which can weigh the advantages and disadvant­

ages of all carriers ih per form Although the 

railroads desire coordinated regulation from selfish motives (the feel­

ing that any ag.ency might favor the railways' point-of-view) there can 

be little doubt that a unified transportation agency would assure better 

service to shippers and fairer regulation of the carriers. 

Railroads; in Urbarr Areas 

History of Urban Rail Pattern 

Early development. - - The history of urban development in the United 

States is largely the history of the nation's transportation systems. 

The earliest cities - - New York, Philadelphia, Charleston, and others 

were primarily seaports which shipped agricultural products grown 

in the hinterlands and distributed manufactured products from abroad. 

Other imp ortant cities were located on navigable rivers at break-bulk 

points. But following the 183©'s the railroads, 

both the location and internal patterns of cities changed to meet the 



requirements and opportunities offered by the new transport medium. 

As the railroads extended into undeveloped areas, they were forced 

to provide service and terminal facilities which gave impetus to the 

creation and growth of such inland cities as Indianapolis, Chattanooga, 

Atlanta, and Denver. 

In these new cities business and industry tended to locate at the 

center of rail activity, and the railroad station was often the hub of 

the city. In older cities, the railroads built lines to serve existing 

warehouses, industry, business and docks. Here they attempted to 

find central locations for passenger and freight terminals, but often 

because of high land costs or built-up areas, rail facilities were forced 

to accept less than ideal sites. 

Development of the automobile. - -Since railroads were essential to the 

development of heavy industry, large parts of the railroad rights-of-

way became clogged with spurs and sidings serving industries located 

beside the mainlines, near the center of the city. While centrally lo­

cated rail facilities were convenient in pre-automobile days, the rapid 

development of the automobile and the growth of cities soon created 

serious congestion problems. Large areas of tracks, yards* and ter-

minals became real barriers to urban development and caused serious 

delays and inconvenience in both rail and vehicular traffic movements. 

In the 1920's rail traffic reached a peak which, with the develop -

ment of vehicular traffic, threatened to strangle central areas of the 
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city. To solve this problem, many cities initiated programs of grade -

separations and terminal consolidation. In 19.25, New York State author­

ized the issuance of $300, 000, 000 in bonds to cover the state1 s share of 

the cost of eliminating every grade crossing. $ In many cities plans 

were made for union passenger terminals, track elevations and con­

struction of viaducts to relieve street and rail congestion. 

The Depression of 1929. - - The "crash" of 1929 cut deeply into rail traffic' 

volumes. The reduction of rail movements alleviated temporarily the 

problems of rail congestion and conflicts with vehicular traffic. Many 

of the projects of the 1920/s were dropped as some of them were no 

longer justified, and even if Still needed, could not be financed when 

the railroads were in no condition to spend money on capital improve­

ments . Privately-owned railroads were usually unable to benefit from 

public works expenditures, and, therefore, few needed basic adjust­

ments were made in the urban rail pattern. 

Railroads in cities today. - - The modern urban rail network is the result 

of the uncoordinated efforts of individual roads to obtain competitive 

advantages over other carriers. The first r a i 1 r o a d s secured the 

best lands and routes while later roads were forced to construct lines 

on rougher topography, necessitating heavy grades, cuts, and fills, 

8 
Regional Survey of New York and its Environs, Vol. IV, 

Transit and Transportation, New York City, 1928, p. 103. 
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with resultant high operating costs. In many cases, such basic fa­

cilities as interchange points were neglected and few efforts were m a d e 

to provide real public service through coordination. 

The rail pattern influences not only the physical but also the 

economic and social make-up of the city. Rail lines cut through res­

idential areas, tending to blight them and create barriers to future de­

velopment. Large yards, with their smoke, noise, odors* and disorder­

ly appearance, occupy lands which might better be used for other pur -

poses. Grade cross ing s present an eve r-pres ent source of incon­

venience and danger. In central areas, terminals, team tracks, and 

service facilities have pre-empted valuable lands which might be used 

for other purposes requiring central locations. In port cities, water -

front areas are highly congested with rails and loading facilities which 

have become obsolete and wasteful. 

The economic effects of a poorly coordinated rail system are felt 

by all parts of the city as everyone must pay indirectly for high rail 

service costs. In m a n y instances, cities have been forced to provide 

facilities for surface transportation when m u c h of the service provided 

on streets could be handled more efficiently by rail. Duplication of 

rail facilities in central areas has contributed to commercial and indus­

trial decentralization with its subsequent demand for expensive municipal 

services to outlying areas. 
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Elements 

The urban rail system consists of .lines, terminals, yards, Shops, 

service facilities, and in some cities business -offie'es, TJhe effieiency 

of operation of these facilities has a direct effect upon the economic 

well-being of the city, and their location has influenced the e n t i r e 

course of urban development. The planner should.be familiar with all 

of these .ele;me;mt:S'"an^ rail system. 

LineS. r-Xhe; mainline is the backbone of rail operations. It carries 

heavy traffic in intercity movements and requires heavy rails and 

ballast and low grades for high-speed movement of heavy tonnages. 

Mainlines are often double - tracked or protected by centralized traffic 

control devices which increase the carrying 

by as m u c h as. 75 per cent. • 

Branch lines are sec;andary tracks seirvir^ sptaller cities or 

areas not on the rnain line of a-pa/rticuiar system. Branch lines often 

serve ^si.connectors witk. other major. lines for interchanging freight. 

Branches require relatively low grades but since they seldom carry 

hea vy traffic they can be built at lower standards than those required 

for mainlines. 

Lead tracks are constructed by railroads to serve private in­

dustrial areas or groups of spur tracks. They are connectors between 

the mainline and the sidings which are final destinations for f r e i g h t 

traffic. 

capacity of a single track 



Spurs and s idings are short tr'acks serv ing one industry or 

business: , T.h.ey are paid for by the industry s e r v e d but the actual 

c o n s t r u c t i o n of such l i n e s is: usua l ly done by ra i l road c r e w s . 

T e r m i n a l s . - - Fre ight terminals: are u s e d for the accumulat ion and 

distr ibut ion of freight sh ipments . S u e h t e r m i n a l s often r e q u i r e , in 

addition to warehouse s p a c e , l a r g e a r e a s for the s torage of r a i l c a r s 

and truck loading s p a c e . Since large u s e r s of ra i l freight s e r v i c e g e n ­

e r a l l y find the construct ion of their own termina l faci l i t ies^prof i table , 

r a i l r o a d - o p e r a t e d freight t e r m i n a l s handle pr i m a r i l y l e s s - than- car -

loa^d /shipments for smaUe^^ 

Rai lway E x p r e s s t ermina l^ handle sm^l l M 

and are genera l ly l oca ted near p a s s e n g e r t e r m i n a l s as e x p r e s s i s 

c a r r i e d on^pasts^ngfer t r a i n s . 

Team; t r a c k s and yards m a y be cons idered t ermina l f a c i l i t i e s . 

A t eam track i s a ra i l road-owhe 

spotted for loading or unloading by the u s e r s of that l i n e ' s freight s e r -

v i c e . F o r m e r l y located in centra l a r e a s , modern trucks have made 

outlying locat ions suitable for t eam yard opera t ions . 

Special t ermina l fac i l i t i e s m a y be provided for handling p a r t i c ­

ular types of freight in many c i t i e s : stock y a r d s , ic ing f a c i l i t i e s for 

per i shab le fruits and v e g e t a b l e s , tank f ie lds for pe tro leum p r o d u c t s , 

gra in e l e v a t o r s , and f a c i l i t i e s for coal , l u m b e r , pulpwood. P o r t 

c i t i e s have , in addition, spec ia l a r e a s for handling the interchange of 
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freight between ra i l s and water c a r r i e r s . 

P a s s e n g e r t e r m i n a l s are of three bas i c types : central or m a j o r , 

s econdary , and commuter s ta t ions . The bulk of in terc i ty p a s s e n g e r 

m o v e m e n t s are handled through central s tat ions which may be owned 

and operated by one ra i l road or as, a joint fac i l i ty opera ted by s e v e r a l 

r o a d s . Here are located t icket a g e n c i e s , res taurant s, baggage f a c i l - , 

i t i e s , n e w s s t a n d s , and other fac i l i t i e s des igned to promote p a s s e n g e r 

comfort and conven ience . Secondary stat ions m a y be located through­

out the c i ty to s e r v e spec ia l s e g m e n t s of loca l and interc i ty p a s s e n g e r 

traf f ic . Commuter stat ions a r e found only in l arge metropol i tan a r e a s . 

B e c a u s e t h e s e t e r m i n a l s m u s t handle heavy m o v e m e n t s at r u s h hours 

and are v ir tual ly idle at other t i m e s , they are usua l ly constructed to 

offer e a s y a c c e s s to central a r e a s of the city and are not equipped with 

u n n e c e s s a r y f r i l l s . 

Y a r d s . - - The c la s s i f i ca t ion yard i s the l a r g e s t ra i l road faci l i ty , often 

Stretching for s e v e r a l m i l e s and occupying hundreds of a c r e s of r e l a t i v e ­

ly flat land. C lass i f i ca t ion yards are located to s e r v e an ent ire d iv i s ion 

or ra i l road s y s t e m . 

Secondary ra i l road yards are u s e d for storing idle freight and 

p a s s e n g e r eng ines , serv ing industrial a r e a s ' a r i d making; up^ t r a i n s . 

In m o s t c i t i e s , ra i l yards are located in outlying a r e a s as they 

requ ire l a r g e amounts of land. The depress ing effect of l arge yards 

on surrounding a r e a s has tended to blight res ident ia l a r e a s loca ted 



nearby, and though the dies el engine has reduced many nuisances of 

yard operations, a large classification yard is still not a good neigh­

bor . 

Shops and maintenance facilities. - -These facilities are not found in 

every city but are located according to the system needs of each rail­

road. Shops should present no more of a planning problem than other 

heavy industries located in the city. The demands of heavy industries 

for land and rail service generally require that they be located in or 

near large yards, and they m a y be considered as a part of the yard 

problem. 

Future Urban Rail Patterns 

Die selization. - -The development of the dies el engine and its widespread 

use (see Fig. 2) are producing drastic changes in rail operations by re­

ducing the number of engines required to perform service and by in­

creasing the loads carried by a train. Service facilities such as coal­

ing stations and watering towers, are being eliminated and m a n y shops 

and roundhouses ar e no longer needed because the dies el requires les s 

servicing than the old steam-engine. Further improvements in motive 

power, especially the steam turbine, indicate that even greater shifts 

in rail facilities will be made in the future to meet changed operating 

conditions. 

Terminal facilities. - -Since 1948 the railroads have spent at least 
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a billion dollars annually for capital improvements. About 30 per 

cent of this money has been used to expand and modernize yards and 

construct more efficient terminal facilities. 9 These facilities have 

been designed to meet the requirements of rail service and to provide 

adequate space for interchange with trucking movements. In the future 

more joint terminals can be expected which will serve several rail­

roads and coordinate rail service with other forms of transport. The 

decline in less-than-carload business and merchandise traffic is 

forcing many roads to seek methods of combining their service rather 

than attempting to maintain strict competitive services. This trend in 

operating procedures will probably produce changes in the physical 

facilities and should tend to encourage joint-use of freight terminals. 

"Piggyback. "--One of the most interesting recent developments in 

transport coordination is "piggybacking" ̂  in which truck trailers 

are loaded on rail flat cars and carried over the rails for shipment 

to distant cities. This method may have the effect of removing large 

amounts of truck traffic from congested highways and streets and 

should result in faster, cheaper service to the user. Special facilities 

will be required to load and unload the trailers efficiently. Because 

of the flexibility offered in this service, such facilities may well be 

located in outlying areas, convenient to the city's major traffic arteries. 

^Eastern Railroads Presidents Conference, op. cit., p. 16. 
^Railway Age, a weekly publication, is currently featuring 

articles on "piggybacking" in nearly every issue. 
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At present, the Interstate Commerce Commission is studying "piggy­

back" operations and will soon establish rates and regulations for 

conducting the service. If these regulations are suitable to the carriers, 

"piggybacking" should become more widespread, lessen the problems 

of less-than-carload shipments and alleviate street and highway con­

gestion. 

Abandonment of unprofitable lines and services. - -Many parts of the 

rail network do not today return a reasonable profit to the carriers 

and in some cases are wholly unprofitable. In attempting to tighten 

the rail system, many lines will be abandoned, and service curtailed 

on others. In the city many minor lines handling only light traffic may 

be abandoned and service maintained on other lines. Operational and 

maintenance costs could be reduced for the railroads and the city 

might benefit from such abandonments by using abandoned rights-of-

way for streets or other needed purposes. 

Industrial decentralization. --As industrial districts are developed in 

outlying areas, the railroads will have to establish added lines and 

facilities to provide service. But except in those cases where indus­

try actually deserts central areas, the railroads will be required to 

retain many of their lines in central areas. In an attempt to gain in­

come from centrally located rights-of-way, railways may continue 

the practice of selling air-rights over their tracks to allow use of 

rail lands for business and even industrial purposes. Although build-
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ing on air - r ights m a y require exp ehsi ve construction, the value of 

central location m a y outweigh high construction costs,, 

^radewcr^ --Planners should exercise extreme care 

in preparing plans for future streets and expressway systems to avoid 

the necessity of extensive grade-separation projects. Increasing ve-

hicular traffic and a continued high level of rail movements will m a k e 

grade-crossing problems even more acute in the future than they are 

today. Railroads today are in. no financial position to undertake a m a ­

jor portion of the expense of extensive reparation programs even 

though they might benefit considerably from them. 

The planner's opportunity. - -Today railway executives realize that 

monopoly of transportation has been broken and that they must cooper -

ate with governmental officials if they are to pr ombte the best interests 

of the railroads. Realizing that the airlines, waterways, and motor 

carriers have made serious inroads into their business and that the 

rails are losing their former competitive position, rail carriers are 

attempting to find methods of promoting not only their own systems but 

also the entire rail industry. Such efforts are resulting in greater 

joint use of facilities, more efficient terminal patterns, extension of 

trackage rights, reciprocal switching agreements, and pooling of less-

than-carload and passenger traffic. 

The planner, in dealing with the railroads, should be aware of 

the changes in attitude of management and should try to work with the 
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rattr^a^ and economic develop­

ment,, "T^aday, with proper piidapee and sound study, the planner has 

opportunity to work with the ra^n^oads in the development of a truly 

coordinated future rail system; which will produce "benefits for all. 
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C H A F T i p : I I 

PRESENT 'MJ^iM-^A^ P L ^ N I N ® 

E a r l y neglect . - - C i t y planning, as known today, had i ts A m e r i c a n 

beginnings in the late nineteenth century, but the ear ly planning 

atmosphere did npt encourage the development of comprehensive 

•t^^^s^^r}t^tX^M~yW^?^'^>- The chief interest of plajaners centered on 

c i ty beaut i f icat ion, the bui lding pf impress iye structmres and p a r k s , 

and they gave l i t t l e attention to the communi ty 's r a i l w a y s , w a t e r -

ways, and street systems. Where r a i l r p a d s were considered, the 

planners chief in te res t seemed to center around the construct ion of 

a monumehfal passenger stat ion to impress v i s i t o r s to the c i t y . 

Some planners and railrpia4'..-p-pi.ciaU^;--.did.,. however, recog nize 

the importance of ra;ilroads: tp u r b a n p i a h r i l n g and in 1909, F r e d e r i c k 

A . Delano, pres ident of the Wabash Rai lway Company, presented a 

paper to the A m e r i c a n Inst i tute of A r c h i t e c t s , Rai lway T e r m i n a l s 

and Their Relat ion to Ci ty Planning, ^ which attempted to emphasize 

the need for planning f re igh t t e rmina ls to adequately serve the c i t y . 

A njew planning emphasis . - - A f te r W o r l d War I , planning emphasis 

^"Reprinted in Engineer ing Record , V o l . 60, No. 25, Dec. 18, 
1909. 
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shifted from city beautif ication to economic development. The virtual 

breakdown of the national railroad system under the high wartime traffic 

volumes focused special attention on terminal problems. Cities, an­

ticipating expansion of railroad business and the need for larger facil­

ities, instituted programs to study the urban rail network and devise 

plans for its comprehensive development. The new interest in railroad 

planning was shown in the presentation of planning programs and dis-

cussions of terminal problems at national planning conferences. Lead­

ing planners of the 192O's devoted m u c h of their time to the develop­

ment of theories of urban rail planning. Important articles we're pub­

lished in magazines such as Landscape Architecture, Engineering N e w s -

2 
Record, and,Architect and Engineer. 

In 1926, Harland Bartholomew, a pi^ne^r,in urban railroad platnning, 

3 

presented a paper, The Place of Railroads in the City Plan, to the 

National Conference on City Planning. This paper sought to show the 

relationship between the rai! pattern and the structure of the city. 

To do this the writer analyzed the problem by dealing with the com-

ponents of freight traffic and facilities, passenger service, grade 

crossings and separations. M r . C.' F.Lpweth, Chief Engineer of the 
2See B I B L I O G R A P H Y (p. 90) for listings. 

3 
In National Conference on City Planning, Planning Problems of 

Town City and Region, Philadelphia, W m . Fell, 1929, pp. 115-129, 
discussion 130-154. 
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of the Chicago, Milwaukee, and St. Paul Railway, presented the 

railroad's attitude on the paper and disagreed with M r . Bartholomew's 

basic contention that terminal problems were the most difficult and 

pressing problems facing the railways. 

The cities plan. - -The most notable effort at long-range transport 

planning was the establishment of the Port of N e w York Authority. - -

Through the Interstate Compact of 1921, between N e w York and N e w 

Jersey, the Authority was created and- given the power to plan for 

the development of all transport installations within 25 miles of lower 

Manhattan. The organization's first duty was the preparation of a 

comprehensive plan to be submitted to the state legislatures. After 

approval of the plan, the Authority was given "full power to purchase, 

construct, lease, and/or operate any terminal or transportation; 
5 -

facility within the Port District. " 

As many of the major headaches in the N e w York area involved 

inefficient rail terminals, the chief emphasis of the plan was the re­

organization of terminals to eliminate duplication of facilities, cir-

cuitous routings, and excessive switching charges. But the railroads 

refused to cooperate with the Authority and would not relinquish their 

-Frederick L.. Bird's A Study of the Port of N e w York Authority, 
N e w York City, Dun & Bradstreet, Inc. , 1949, is a comprehensive 
study of the beginnings and development of the Authority. 

5Ibid., p. 9. 



competitive advantages. Since the Authority was unable to force com­

pliance with its plans, the accomplishments of the railroad plans 

were limited to the simplification and coordination of railroad facili­

ties on the N e w Jersey Shore and the eventual construction in 1932 of 

Inland Freight Terminal No. 1 to handle less-than-carload freight. 

Railroad planning in N e w York City was continued by the C o m ­

mittee on Regional Plan of N e w York and its Environs. In its R e ­

gional Survey of 1926, intensive studies were m a d e of the physical 

and operational patterns of the area's rail system. Special emphasis 

was placed on the inadequacies of passenger terminals and commuter 

operations. Attention was, also given freight transport and the diffi­

culties of terminal operations in the metropolitan area. R e c o m m e n ­

dations included m o r e extensive electrification of lines, unified 

management of railroads and the elimination of grade crossings 

within the metropolitan area. But the plan had little effect on the 

rail pattern and the city's rail problems have diminished only be­

cause of the lessening importance of the railroads which haa re­

sulted from the development of motor carriers. 

N e w York was not the only city which planned improvements in 

its rail pattern: Cincinnati, one of the leading cities in the develop­

ment of planning, included in its 1920 plan studies of the city's rail 

systems which eventually led to the construction of the Cincinnati 

Union Passenger Terminal in 1933; Dayton, Ohio, in 1925 published 



a plan for the elimination of grade crossings, although the recom­

mendations of the plan were never effectuated:; union passenger ter­

minals were planned and built in several important cities while others 

constructed viaducts over centrally located rail lines. Often these 

projects solved only limited aspects of the railroad problem and were 

not parts of comprehensive planning programs. They served, howeve: 

to call public attention to the importance of railway problems. As a 

result, they not only produced plans for physical improvements but 

also emphasized the need for further public action in dealing with 

rail installations. 

Federal Recognition of Railroad Problems 

Transportation Act of 1920. - -In enacting the Transportation Act of 

1920, Congress recognized the need for serious study of the economic 

prospects and operational problems of the railways. One of the re­

quirement s of this act was that the Interstate C o m m e r c e Commission 

prepare plans for the consolidation of the various individual railways 

into regional systems. The Commission appointed P r o f e s s o r 

W . Z. Ripley of Harvard University to prepare the plans for consolida 

tion. In 1921, the plan was presented iii preliminary form for fur­

ther study. After numerous revisions, the plan was adopted by 

the Commission as ''final'' in 1929, but it was again revised in 1932. 

In 1933, after little had actually happened under the plan, The C o m -
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mission asked Congress to relieve it of the duty of promoting the con­

solidation proposals, and since that time, the report has lain vir­

tually untouched* 

Coordinator of transport. --The depression of the 1930's cut heavily 

into rail traffic and temporarily alleviated terminal and operational 

problems. But the railroads1 financial condition was criticalo Under 

the Emergency Transportation Act of 1933, Joseph B, Eastman as -

sumed the role of Coordinator of Transport. His office studied all 

phases of the railroad problem and after surveying, terminal condi­

tions in about 5, 000 cities and towns prepared detailed plans for ter­

minal consolidations in eleven cities. In 1936, however, concerted 

opposition from the railways and railway labor forced the dissolution 

of the Coordinator ls office. Despite assurances from the Association 

of American Railroads that the studies started by the Coordinator 

w.ould be completed, apparently the railways m a d e no attempts to 

carry on the work. Most of the Coordinator ls work was issued in 

mimeographed form only and is not generally available today. ̂  

National Resources Planning Board. - -After studying special aspects 

of transportation, the National Resources Planning Board published 

in 1942 its comprehensive study, Transportation and National Policy, 

^National Resources Planning Board, op« cit., pp. 146-149, 
presents a history and evaluation of the work of the Coordinator's 
office. 
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aji; •^eB^y;^Ss'^^j%e; role of '^v^e^B^^^^^jC'^pn' in regulatirig/ a ^ , | > r 0 > -

••:ife|#t;intg; tx^p^r:ta^^M» Although this work is not aimed primarily at 

urban rail problems, it does d e a l with teTminal facilities and their 

relation to the overall rail system. In addition, it represents an ef­

fort to determine the proper role of government in dealing with trans­

port agencies and a,s such applies directly to local problems. 

Value of these studies to the urban planner. - - The s e studie s furnish 

a solid background for the planner who is attempting to deal with local 

rail problems by giving him a broad picture of national transportation 

planning. Because the effects of an urban rail system m a y be felt 

throughout the region and nation, the planner should be aware of the 

implications of his plans. The National Resources Planning Board re­

port is particularly valuable for its emphasis upon the inter-relationships 

between the carriers and the need for transport coordination utilizing 

the advantages offered by each different transport agency. 

Modern Railr ©ad Planning 

Principles 

In The Place of the Railroad in the City Plan ? Harland Bartho­

lomew stated his principles for railroad planning: studies of the rail 

network are dependent upon the general studies of a planning program; 

18th National Conference on City Planning, op. cit., pp.. 116 ff. 



the separation of through and local rail'traffic is a goal to be desired 

in urban areas; terminal problems represent the largest operational 

problem of the railroads; the basic consideration in planning passenger 

facilities is the development of the greatest possible passenger convi-

nience; in most grade separation projects, line relocations will be re­

quired. Mr. Bartholomew recognized that each city faces different 

rail problems and that there is no set formula which can be followed 

in every city. Another warning in this paper is that the railroad 

system should be considered as a whole in planning rather than as a 

series of unrelated lines and facilities. 
o 

Local Planning Administration presented both principles and 

techniques for rail system planning. The principles are: 

(1) good railroad service is a most important factor in the eco­
nomic life of the city or urban region; (2) unification of railroad 
facilities within an urban area is essential to adequate and eco­
nomical railroad service and f a c i l i t a t e s orderly community de­
velopment; (3) a sound transportation system calls for the best 
pos s ible coordinati on of the seve r al fo r m s of transport- - railroad, 
water and air transportation facilities, highways, streets and 
transit facilities; and (4) railroad facilities, like all other trans­
portation facilities, bear important relationships to practically 
all other elements of community development and should be in­
tegrated with them. 9 

A n appendix, Suggested Railroad System Studies, ̂  proposes 

Local Planning Administration, Second Edition, Chicago, In­
ternational City Managers' Association, 1948. 

9 1 bid. , p. 144. 

'ibid. , pp. 319-320. 



the following program for planning studies,; a survey of the develop-

ment of the urban rail pattern; an inventory of railroad lines, facil-

ities arid lands in the city; a written analysis of these facilities, their 

function and adequacy; volume maps showing passenger and freight 

movements along different lines; studies of the capacity, operation­

al methods, location, use and routes used in passenger and freight 

terminals;: sources arid destinations of freight; studies of the inter -

change pattern; the possibility of joint use of facilities; and such 

other stiidi^ as;m 

The chief emphasis in planning theory to date has been upon 

the unification^ other facilities, joint use of lines, 

the provision of belt lines to serve industrial freight and t h r o u g h 

freight movements, the elimination of grade crossings, abandonment 

of lightly-used installations, and the elimination of unnecessary dup­

lications of facilities. Attention has been given the techniques of 

plan preparation, but the important field of implementation of plans 

and programs has been almost untouched by planning theorists. 

Recent Study o| Railroad Problems 

M a n y recent railroad planning studies have been concerned 

primarily with general recommendations for improving urban rail 

patterns. These studies, often prepared as part of the master plan­

ning program, are broad surveys of existing physical and operation-
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al pat terns , prob lem a r e a s and bot t l enecks , and sugges t ions for 

genera l ra i l . system i m p r o v e m e n t s . Such s tudies usua l ly include 

p r o p o s a l s for the cons truc t ion of bel t l i n e s to handle freight traff ic , 

p r o g r a m s for grade c r o s s i n g separat ions , joint u s e of t e r m i n a l s , 

and coordination with other c a r r i e r s , but the plans r e p r e s e n t p r e ­

l i m i n a r y p r o p o s a l s rather than sound technical s tudies of al l a s p e c t s 

of the p r o b l e m s . 

The study of a l o c a l ra i l s y s t e m may a r i s e from attempts to 

so lve one major ra i l p r o b l e m , or it may be part of a c o m p r e h e n s i v e 

survey of munic ipal p r o b l e m s . In some c a s e s , spec ia l a s p e c t s of 

the ra i l prob lem m a y be analyzed without r e f e r e n c e to the overa l l 

planning needs of the ra i l s y s t e m and the c i ty . Such s tudies w i l l be 

d i s r e g a r d e d in this paper because t h e y se ldom s e r v e as useful p a r t s 

of a c o m p r e h e n s i v e planning p r o g r a m and r e p r e s e n t a tendency which 

should be avoided by the planner who attempts to cons ider ra i l roads 

in their proper re la t ion to other urban p r o b l e m s . 

It i s v ir tua l ly i m p o s s i b l e to judge the technica l m e r i t s of a 

plan u n l e s s al l fac tors of the l o c a l planning p r o g r a m are c o n s i d e r e d . 

B e c a u s e such a n a l y s i s i s beyond the scope of the p r e s e n t study, the 

following ra i l road plans and p r o g r a m s wi l l be analyzed to d e t e r m i n e 

the pr inc ip l e s of the s tud ie s , the methods u s e d , and the r e s u l t s ob ­

tained: Cincinnati , Ohio, prepared by the City P lan C o m m i s s i o n , 

Jo B . Sull ivan, consultant; Davenport , Iowa, prepared for the City 
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Plan Gommission by Harland Bartholomew and Associates; Atlanta, 

Georgia, prepared by the Metropolitan Planning Gommission as a 

part of its preliminary Regional LahetlJ JlJp̂ ;Ahead;;' the trans­

portation planning program of Corpus Christi, Texas, especially the 

study prepared for the Area Development Committee of the Corpus 

Christi Chamber of Commerce by M a r l ^ d Bartholomfew and Associates] 

and the New <p>rleans, Louisiana, railroad planning program. 

Cincinnati, Ohio. - -In 1947, the City Planning Commission of Cincinnati 

published A .Man^ foy Facilitating jfca.il; Pre ig ht Move m e nt s in the Cincin­

nati Area. ̂  ̂  This plan was intended to serve as a preliminary proposal 

for the elimination of freight-movement congestion in the Cincinnati 

Terminal Area, the promotion of better use of existing facilities, and 

for the provision of installations needed to provide better freight ser­

vice with less interference with planned urban growth. Passenger ser­

vice problems in Cincinnati were relatively minor, most of. them hay­

ing been solved by the construction of the Union Passenger Terminal in 

1933, and they were not considered in the preparation of this study. 

Four basic principles seryfe as the 

als are made: 1. the local rail network is an important part of region­

al and national rail systems; 2. the economic well-being of the city 

. is dependent upon the provision of efficient rail service to business and 

^Published as one of a series of special reports leading to the 
preparationof a-.Master Plan for Cineinnati. 

http://jfca.il
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industry; 3. the proper rail pattern for the city is that which will 

handle expected traffic volumes with a m i n i m u m of interference with 

planned urban development; and 4. -the purpose of the plan is to con­

sider not only the purely ope rational requirements of the railways but 

also the. overall effects of the rail system upon the city. 

The methods employed in the Cincinnati study are the analysis 

of the existing rail pattern and the capacities and functions of all in­

stallations, analysis of freight movements and projections of future 

freight movements, the location and nature of rail congestion or con­

flict with vehicular traffic, a study of the effects of topography upon 

local rail locations, the delineation of areas in which rail improve­

ments are feasible, and the costs of projects recommended in the plan. 

This plan is modest in that it proposes relatively minor changes 

in the physical rail pattern, but it does suggest some radical changes 

in the use of existing installations: the improvernent of an existing line 

to serve as a north-south freight belt line; the construction of a modern 

railroad bridge over the Ohio River and the.:•elim:in;a'J•i0;n̂pf an inadequate, 

lightly -used bridge; and the joint-use o f a modern classification 

yard. These proposals, accompanied by preliminary estimates of 

costs and benefits, are apparently the result of careful study of the 

functions of the local rail network. But no attempts have been made 

toward effectuating the plan, although it still is part of the Cincinnati 
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Master Plan. 

Davenport, Iowa. - - The chief purposes of the Davenport, Iowa, Trans ̂  
I T 

pprtation Plan, prepared by Harland Bartholomew and Associates, 

are the provision of adequate transportation facilities and the estab­

lishment of better relationships among the various transportation 

installations and with the structure of the city. The railroad section^ 

presents an inventory and description of rail lines and facilities, gen­

eral surveys of grade-crossing problems and industrial locations, and 

an analysis of traffic volumes on each line. The proposals of this 

plan range from minor changes in the interchange tracks, the aban­

donment of a lightly-used line, joint-use of a modern freight terminal 

and subsequent abandonment of an obsolete freight station, grading 

separations for all major - street-rail crossings, and the elevation of 

a major rail line in the central area of the city. 

Although the major proposals of this plan have not yet been 

accomplished, one of the minor proposals has been effectuated and 

another is now under study. In the First Street area (See "A 1' in Fig.3) 

tracks have been relocated and condensed or removed as part of a 

street-construction program. At present the abandonment of the Bur -

Davenport, Iowa, T r an sp or tati on and Transit Facilities, 
Davenport, Iowa, City Plan Commission, June, 1946. 

1 3Ibid., pp. 4-7. 



Fig. 3 

Changes in Davenport Railroad Facilities 
oo 
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lington-Rock Island freight house is being studied by the railroads 

and the Davenport. Levee Improvement Commission. W h e n this ter­

minal is3finally abah occupants will use the Milwaur 

kee Road freight house as suggested in the plan (see " B " in Fib. 3). 

Although the Davenport report presents a general survey of 

local rail problems, it deals with specific projects rather than estab­

lishing abroad program for continuing planning. The plan accepts 

the general location of present lines and facilities as satisfactory and 

does not attempt to make radical changes in the rail system. 

Atlanta, Georgia. - -In the Regional Land Use Plan, Up Ahead, the 

Metropolitan Planning Commission published its proposals for drastic 

revision of the local rail system.^ As the Commission is concerned 

with the development of all parts of the contiguous region, one of the 

basic proposals of its general planning program has been the decentral­

ization of industry, leaving central areas for business purposes. The 

effects of the industrial decentralization are seen in all parts of the 

Commission's transportation planning. 

The basic proposal of the plan is the provision of a 60-mile belt 

line encircling the urbanized area to provide freight service for indus­

try and to serve as a bypass route for through freight traffic. Inter -

14 
Atlanta, Ga. , Up Ahead, Atlanta, Ga., Metropolitan Planning 

Commission, 1952. Railroad proposals on pp. 33, 35, 52, 71-76. 



change yards would be provided at s t ra teg ic points along the bel t l ine 

and s even out of ten l i n e s how entering the central a r e a s of the ci ty 

would be abandoned and freight s e r v i c e provided by t r u c k s . Another 

proposa l i s the construct ion of "badly-needed suburban p a s s e n g e r 

s ta t ions . " 

Up Ahead p r e s e n t s only planning p r o p o s a l s , but the E c o n o m i c 

Supplement to Up A h e a d ^ p r e s e n t s the methods and background m a t e ­

r i a l s u s e d in the plan's preparat ion: a study of the c i ty ' s deve lopment 

a s a ra i l center , a s ta tement of the topographic c h a r a c t e r i s t i c s of the 

c i ty which helped e s t a b l i s h the original ra i l routes into the c i ty , and a 

s u r v e y of the operational c h a r a c t e r i s t i c s of the t ermina l a r e a s . Severa l 

b a s i c p r o b l e m s are noted: obso le te f a c i l i t i e s , duplication of l i n e s , s l o w ­

n e s s of interchange operat ions , freight m o v e m e n t conges t ion in centra l 

a r e a s of the city, and e x c e s s i v e through freight traffic entering central 

a r e a s . 

While the chief emphasis , of the plan i s p laced upon the p r o v i s i o n 

of adequate phys i ca l fac i l i t i e s for handling future freight v o l u m e s , the 

C o m m i s s i o n r e c o g n i z e s the tremendous capital outlays requ ired to i m ­

p lement its p r o p o s a l s and s u g g e s t s that further s tudies be made of the 

p o s s i b i l i t i e s of joint operat ion or public construct ion of the belt l i n e . 

15- -~ "C »-* •• 
Atlanta, Ga. , E c o n o m i c Supplement to Up Ahead, Atlanta 

Metropol i tan Planning C o m m i s s i o n , 1952, pp. 153-168. ^z^£r^r, 
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It also suggests: 

Fortunately m a n y parts of the belt line as proposed will appear 
as natural development possibilities for individual railroads, 
due to the necessity of tying together rapidly growing indus­
trial areas on the periphery of metropolitan Atlanta. Progress 
of construction will depend wholly upon current needs for such 
expansion and the amount of capital available to the railroads 
for such a project. It is difficult to say which parts will be 
built first but with the rapid development of the circumferen­
tial industrial pattern, there is no doubt that at least two-thirds 
of the belt line will come about naturally without any overall 
planning to achieve such an end. ̂ ° 

On M a y 29, 1952, at a public hearing on the railroad section 

of the land use plan, railroad executives attacked the entire project 

as unreasonable and economically unjustified. The railroads objected 

to the .additional grade separations required by the plan, the abandon­

ment of central lines and the loss of individual railway responsibility 

which would be entailed in the joint operation of the belt line. As a re­

sult of this hearing, the Commission agreed to work with a committee 

appointed by the railroads to restudy the matter. At a meeting on N o ­

vember 14, 1952, the Commission again met the representatives of the 

railroads. Although both sides agreed to work together on further plans, 

no attempts have been m a d e to find new proposals for the future rail­

road system. . 

Corpus Christi, Texas. - - Planning for the development of a better rail­

road system in Corpus Christi has been the result of numerous attempts 

to provide better port facilities in that city. The primary problem in 

Ibid. , p. 166. 
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transport planning is the existence of a bascule bridge which has 

prevented the efficient use of the ship channel. The replacement of 

this bridge, would involve radical Changes in the rail and street system 

of the city. Several public and private agencies have been engaged in 

the preparation of comprehensive plans for a coordinated transport 
17 

system. 

The Area Development Committee of the Corpus Christi Cham­

ber of Commerce was requested in 1950 by the city government to con­

sider methods of expediting study of the bridge problem. The commit­

tee, seeing that this presented an opportunity for long-range pianning, 

entered into a contract with Harland Bartholomew and Associates for 

the development of a comprehensive area plan. This plan represents 

the first attempt to deal with transport problems as part of a compre­

hensive study of urban problems in Corpus Christi and contains recom­

mendations for extensive modification of the existing rail pattern. 

The methods employed in this plan include a general survey of 

the development of the railways in the city and a line--by-line description 

of the various roads and their installations; the relation of the rail­

roads to industrial districts; volumes of interchange traffic between 

the various roads; and an analysis of the operations of the Corpus 

Corpus Christi, Texas, Area Development Plan, Streets, 
Highways, and Transportation, Corpus Christi, Chamber of Commerce, 
1951, pp. 32-51, 62-75. 
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C h r i s t i T e r m i n a l A s s o c i a t i o n , a j d i n ^ t l y - o p e r a t e d f a c i l i t y s e r v i n g t h e 

p o r t . 

T h e o r i g i n a l p r o p o s a l s o f t h e p l a n i n c l u d e d t h e c o n s t r u c t i o n o f 

a n e w c l a s s i f i c a t i o n y a r d , f r e i g h t h o u s e , p a s s e n g e r s t a t i o n a n d f r e i g h t 

s e r v i c e f a c i l i t i e s f o r t h e S o u t h e r n P a c i f i c R a i l r o a d ; t h e c o n s t r u c t i o n 

o f a n e w s i n g l e - t r a c k r a i l r o a d l i f t b r i d g e a c r o s s t h e u p p e r c h a n n e l , 

t h e a b a n d o n m e n t o f s e v e r a l t r a c k s a n d t h e c o n s t r u c t i o n o f a j o i n t i n t e r ­

c h a n g e y a r d ; t h e e x t e n s i o n o f t h e C o r p u s C h r i s t i T e r m i n a l A s s o c i a t i o n 

l i n e s ; a n d t h e r e l o c a t i o n o f t h e M i s s o u r i - - P a c i f i c H o u s t o n - B r o w n s v i l l e 

l i n e t h r o u g h t h e c i t y t o p r o v i d e b e t t e r p a s s e n g e r s e r v i c e . W o r k p r o ­

g r a m s a n d t h e c o m p a r a t i v e c o s t s o f a l t e r n a t i v e p l a n s a r e i n c l u d e d i n 

t h e s t u d y b e c a u s e t h e c i t y w a s o b l i g a t e d t o p a y f o r t h e r e l o c a t i o n a n d 

r e c o n s t r u c t i o n o f t h e S o u t h e r n P a c i f i c i n s t a l l a t i 0 h & „ 

T h i s p l a n h a s s e r v e i ; a s a p r t p f s ;a l f o r f u r t l i e r s t u d y , a n d t h e 

C i t y a n d C o u n t y g o v e r n m e n t s , t h e N a v i g a t i o n D i s t r i c t , t h e A r e a D e v e l o p ­

m e n t C o m m i t t e e , t h e S t a t e H i g h w a y D e p a r t m e n t , a n d t h e C o r p s o f 

E n g i n e e r s o f t h e U n i t e d S t a t e s A r m y h a v e r e s t u d i e d t h e p r o b l e m s i n c e 

t h e a p p e a r a n c e o f t h i s p l a n . T h e b a s i c p r p p o s a l s o f t h e r a i l r o a d s e c ­

t i o n h a v e b e e n r e t a i n e d a s t h e b e s t y e t d e v e l o p e d i n t h e b e l i e f t h a t t h e 

l o n g - r a n g e a s p e c t s o f t h e p l a n m o r e t h a n o u t w e i g h t h e p r o s p e c t o f 

s a v i n g s w h i c h c o u l d b e o b t a i n e d t h r o u g h l e s s a m b i t i o u s 



54 

programs.* 5 Although the plan has not yet been put into effect; the 

agencies involved in the transportation planning program have agreed 

to work out arrangements leading to an early realization of the pro­

gram. 

Ne-w\,<|f^ - The most spM^^^^'''T--&"s^f^ of a compre­

hensive railroad planning program are those of N e w Orleans.^ 9 While 

the most readily apparent feature of the program is the modern Union 

Passenger Terminal, the entire project requires the expenditure of 

about $56, 000, 000 to construct the station and yards to serve it and 

to eliminate the grade-crossing problems of the city. The dedication 

of the Union Passenger Terminal on M a y 1, 1954,is the climax of six­

teen years of planning for a better railroad system. (See Fig. 4). 

In 1938, the N e w if)rleans Plahning Commission faced the 

problems of traffic congestion c o m p o u h d e d by 144 raH street 

grade crossings. A s railroad problems represented a major part of 

the local planning program, a committee representing the eight rail­

roads serving the city, the city government, and local business in­

terests was formed to act as a liasion between the city and the r ail -

- 18 
A mimeographedreport of March 15, 1954 ? issued by the 

Chamber of C o m m e r c e of Corpus Christi, reviews the outstanding 
developments of the transportation planning program. 

•^See Railway Age, Vol. 136, No. 17, pp. 2 2 - $ 3 \ for discuss­
ion of both the planning and railroad aspects of the N e w Orleans Pro­
gram. 
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HAilWAV AOt 

DOVS "NTOVS \ NEW ORLEANS was ringed by main railrouil lines, with grade crossings al every turn. This map depicts conditions as they were before the grade crossing elimina-tion-l nion I'asscngcr Terminal project started. Railroad passenger trains used five different 

stations. Tin: platforms of two of these stations crossed important downtown streets, necessitat­ing blocking traffic, whenever trains arrived, or were placed for departure. To make matters worse, these stations were busiest when the need for the streets was most acute. 

EXISTING LINES 
RESTRICTED TO 
NIGHT SWITCHING 

EXISTING LINES--
PASSENGER SERVICE 
DISCONTINUED 

' UNDERPASS 

MOW RAIL NETWORK WILL AI'I'EAR when all of the grade separation projects now completed, underway or planned for the future are in service. The new routes being used by the passenger trains of the railroads serving New Orleans are shown, together with the old routes which have 

been abandoned or restricted to night-time switching. The right of way of the K"s old southbound main line is being used for an extension <>f Karhart boulevard westward to the city limits, with tracks being relocated alongside the boule­vard to provide access fur industrial switching. 
--Railway Age, April 26, 1954, pp. 22-23 

Fig. 4 

N e w Orleans Rail Patterns Before and After the Plan 



w a y s in the study of p o s s i b l e solut ions to their c o m m o n p r o b l e m s B The 

Planning C o m m i s s i o n r e a l i z e d that it had to obtain the cooperat ion of 

the r a i l w a y s to so lve the c i t y ' s traffic conges t ion p r o b l e m s . In develop 

ing its' p r o g r a m for majo»r s t r e e t s a n d e x p r e s s w a y s , the r a i l r o a d s 

w e r e consult ing on g r a d e - c r o s s i n g p r o g r a m s . The ra i l e x e c u t i v e s , 

in turn, r e c o g n i z e d the i m p o s s i b i l i t y of solving loca l p r o b l e m s without 

their participation,- and they finally a g r e e d to u s e a pub l i c ly - cons truc t ­

ed p a s s e n g e r t ermina l and to abandon their downtown l i n e s . 

The a c h i e v e m e n t s in New Orleans r e p r e s e n t the bes t e f forts 

of the public planning off icials , and ra i lway e x e c u t i v e s in attempting to 

find so lut ions to c o m m o n p r o b l e m s . The projec t has involved l a r g e 

expendi tures , but the p a r t i e s to the p r o g r a m wi l l in the l o n g - r u n 

benefit from each expendi ture . The c i ty , rea l i z ing the inabil i ty of the 

ra i l roads to expend large s u m s for p a s s e n g e r s e r v i c e i m p r o v e m e n t s , 

has obtained financing for the construct ion of the p a s s e n g e r t e r m i n a l 

and re la t ed y a r d s , whi le the ra i l roads have a s s u m e d the r e s p o n s i b i l i t y 

of re t i r ing the bonds i s s u e d . New Orleans i s one of the few c i t i e s 

which can point to i t s ra i l road planning p r o g r a m with pride„ 

Shor tcomings in P r e s e n t RaU 

In the p lans d i s c u s s e d above and others' ' reviewed in the p r e ­

parat ion of this study, the bas i c approach to the technica l p r o b l e m s 

of ra i l road plannings has been* with minor v a r i a t i o n s , the fol lowing: 



a brief survey of existing railroad operations and installations; a state­

ment of the adequacy of each facility; statements of the need for re-

routings, consolidations, grade crossing elimination, and other plan­

ning programs. But the plans have, with the exception of the N e w 

Orleans program, neglected the necessity of studying means of effectu­

ating the technical proposals. As a result they have generally neither 

produced physical changes in the rail system nor resulted in m o r e de­

tailed studies of the problems raised in the general survey. 

Failure to establish working relationships with railroads. - - At the out­

set of any railroad planning program, the planner should attempt to 

seek the advice of responsible railroad officials to obtain information 

on local rail problems and suggestions for their solution. The planning 

agency must generally rely upon the soundness of its plans and the co-

operation of the railroad executives to effectuate its plans because it 

seldom has the authority needed to force compliance. The most likely 

way to achieve desired results would seem to lie in the establishment 

of sound working relationships between the railroads and the public 

agency and the actual participation of the railways in the pianning pro­

cess. Too often the railroads are confronted at a public hearing with 

a detailed plan which has been prepared with little help or advice from 

the railroads themselves> Regardless of the technical merits of the 

plan, the railroads will be reluctant to accept proposals which have 

been formulated without their advice. 



R e l i a n c e uppn g e n e r ^ 

ning p r i n c i p l e s - - the promot ion of jo int ly -operated f a c i l i t i e s , the p r o ­

v i s i o n of belt l i n e s for freight s e r v i c e , grade s e p a r a t i p n p r o g r a m s , 

and the re l iance of public .authorities -r- are to deeply ingrained in the 

planner that; he m a y accept them without quest ion and attempt to apply 

them to loe al s i tuat ions which require ofher so lu t ions . S o m e t i m e s 

the u s e of a consultant m a y magnify this prob lem a he m a y be prone 

to make a quick survey of l o c a l p r o b l e m s and to apply a formula Or 

se t of genera l p r i n c i p l e s to the l o c a l p r o b l e m . Since the pr ep ar ation 

of ra i l road planning pr^pgram s r e t i r e f a : continuing study of t echnica l 

and prac t i ca l p r o b l e m s , the planner should a lways attempt to identify 

l o c a l p r o b l e m s and to r e a c h solut ions ta i lored to the pecul iar n e e d s of 

the c i ty . A thprpugh knowledge of al l a s p e c t s of the ra i l prob lem can 

be gained pnly through ana lys i s pf t^e Ipcai s y s t e m . Planning r e s u l t s 

can be expec ted only when the technica l splutipns p r o p o s e d are adequate 

a n s w e r s 

;'G;pS't^:-a^Cben^fit-s...; - -Cons ideraf ipns of the approximate c o s t s of sug -

g e s t e d i m p r o v e m e n t s and the benef i ts accruing to the public and the 

r a i l r o a d s should be a part of even thermoSt ^ r e l i m i h a r y p l a n n i n g s t u d i e s . 

The economic cons idera t ions of a p lay m a y in the l o n g - r u n de termine 

the superiPri ty of one plan over a l ternat ive so lu t ions . The e s t a b l i s h ­

ment of the s ca l e of planning p r o p o s a l s and sugges t ions .for the d iv i s ion 



of c o s t s among i n t e r e s t e d a g e n c i e s may help r e m o v e some of the s k e p ­

t i c i s m of both ra i l road and public off ic ia ls and m a y e s t a b l i s h a b a s i s 

for d i s c u s s i o n of the u r g e n c y of different a s p e c t s of the ra i l p r o b l e m . 

Art i f i c ia l po l i t i ca l boundar ie s . - -The e x i s t e n c e of c i ty l i m i t s and state 

or county l i n e s which l i m i t the jur isdic t ion of the planning agency often 

r e p r e s e n t s a s e r i o u s mat ter in al l p h a s e s pi c o m p r e h e n s i v e planning. 

This p r o b l e m i s e s p e c i a l l y s e r i o u s in the planning of transportat ion 

s y s t e m s s ince a l a r g e port ion of the c i ty ' s traffic pr obi e m m a y or ig in ­

ate in outlying a r e a s . Ra i l road f a c i l i t i e s are s o m e t i m e s l oca ted in sub­

urban a r e a s and the planning agency may be unable to make p r o p o s a l s 

to handle the p r o b l e m s of such i n s t a l l a t i b n s . The planner should make 

e v e r y attempt to deal with the ra i l p r o b l e m s of the ent ire urbanized 

a r e a because transport p r o b l e m s cut a c r o s s art i f ic ia l boundar ie s . 

P lans for i m p r o v e m e n t s within the c i ty m a y be future u n l e s s the ent ire 

p r o b l e m i s c o n s i d e r e d and n e c e s s a r y r e c o m m e n d a t i o n s made to i m ­

prove p a r t s of the s y s t e m lying outside the p lanner ' s jur i sd i c t ion . -

f a i l u r e to s t imula te further study. - - Genera l planning s u r v e y s of the 

of the ra i l road s y s t e m cannot a lways be expected to produce i m m e d i a t e 

changes iri the phys ica l pat tern of the r a i l w a y s . The r e c o m m e n d a t i o n s 

of the survey m a y require continuing intens ive study before they r e a c h 

the "blue-print 1 ' s t a g e . But too often the plan has been adopted by the 

planning body as part of a m a s t e r planning p r o g r a m and no at tempts 

have been made to s t imulate a n a l y s i s of the prob lem it has r a i s e d . 



R a i l r o a d p l a n s c a n p r o d u c e • ^ : s i ^ e i i d ; ^ i a j i ^ g e : s : - i i t r a i l p a t t e r n s o n l y i f 

g r e a t e r a t t e n t i o n i s g i v e n t o m e t h o d s f o r t h e i r i m p l e m e n t a t i o n c 
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C H A P T E R I I I 

P R O P O S A L S F O R R A I L R O A D P L A N N I N G 

A s t r a n s p o r t a t i o n i s b u t o n e o f t h e e l e m e n t s o f t h e m o d e r n u r b a n 

p a t t e r n , p l a n s f o r t h e d e v e l o p m e n t o f m o r e e f f i c i e n t t r a n s p o r t a t i o n 

s y s t e m s s h o u l d b e p r e p a r e d a s p a r t o f a c o m p r e h e n s i v e p l a n n i n g p r o ­

g r a m . R a i l w a y s , h i g h w a y s , w a t e r w a y s , p i p e l i n e s , a n d a i r w a y s a r e 

a l l s e r v i c e i n d u s t r i e s i n t h a t t h e y p r o v i d e t r a n s p o r t a t i o n f o r t h e b a s i c 

i n d u s t r y a n d c o m m e r c e o f t h e c i t y . P l a n s f o r t h e i r d e v e l o p m e n t c a n n o t 

b e m a d e i n t e l l i g e n t l y u n t i l t h e g e n e r a l p a t t e r n , s i z e , a n d n a t u r e o f t h e 

f u t u r e c i t y h a v e b e e n d e t e r m i n e d . B a s i c p l a n n i n g s t u d i e s s u c h a s t h e 

l a n d - u s e p l a n , p o p u l a t i o n p r o j e c t i o n s , a n d e c o n o m i c - b a s e s t u d i e s 

s h o u l d h a v e a l r e a d y e s t a b l i s h e d t h e f u t u r e c h a r a c t e r o f t h e c i t y b e f o r e 

p l a n s f o r f u t u r e t r a n s p o r t a t i o n a r e d e v e l o p e d . F u t u r e p o p u l a t i o n s i z e 

a n d d i s t r i b u t i o n w i l l t o a g r e a t e x t e n t s e t t h e r e q u i r e m e n t s f o r p a s s e n ­

g e r s e r v i c e ; t h e t y p e a n d l o c a t i o n o f i n d u s t r i a l a n d c o m m e r c i a l d e v e l o p ­

m e n t w i l l i n d i c a t e t h e n e e d s f o r f r e i g h t s e r v i c e . 

I n a d d i t i o n t o s t u d i e s o f t h e c i t y p r o p e r , a t t e n t i o n s h o u l d b e 

g i v e n t o t h e d e v e l o p m e n t o f t h e c o n t i g u o u s r e g i o n . M a n y t r a n s p o r t a t i o n 

p r o b l e m s a r e c a u s e d b y t r a f f i c h a v i n g n o l o c a l o r i g i n o r d e s t i n a t i o n . I t 

m e r e l y p a s s e s t h r o u g h t h e u r b a n a r e a b o u n d f o r o t h e r p o i n t s . C l a s -
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sification yards, service facilities, and terminal installations often 

handle more through traffic than local traffic. Changes in the industrial, 

agricultural, or economic nature of the region will be felt by the city's 

transportation systems, and may require changes in the physical pattern 

of transport facilities to meet new traffic conditions. 

A Program for Transportation Planning 

Policy decisions. - -Before attempting to plan specific transportation 

facilities, the planning agency should attempt to gain an understanding of 

the operations, prospects, and peculiar advantages of each transport 

agency. Comparative costs and flexibility of service, interference with 

other urban functions, and space requirements should be used as bases 

for determining transportation policies and establishing the role that 

each carrier is to play in a coordinated urban transportation system. 

In the policy-making stage every attempt should be made to 

establish sound working relationships with responsible officials of each 

carrier. In many cases the officials will be able to help the planner de­

velop plans and policies by presenting the possibilities offered by each 

form of transport. Their willingness to cooperate in the preliminary 

planning stages may indicate the degree of cooperation which can be ex­

pected in the future. 



The role of each carrier 0 - -In preparing a program to meet future 

transport needs, the planning agency should determine the peculiar 

abilities of each form of transport to perform special services; the 

comparative shipper and public costs of such service; the adequacy 

of the present system to serve future needs and the amount of physical 

modification required to perform efficient future service; possibilities 

of coordination with other forms of transport; and technological ad­

vances which m a y change physical and operational characteristics. 

After these factors have been considered, the planner should 

be able to analyze the special problems of railroads, street systems, 

air service, waterways, and other forms of transport serving the city. 

Since the tr an sp or t ati on r e quir ement s of each city are different, no 

definite order can be established for carrying out individual studies. 

A general guide might be: the first study should promise the best 

chance for action. The planner cajin ©t afford to waste time and money 

preparing plans which m a y never be used. 

The Railroad Plan 

Regardless of the form a final report or plan m a y take, a com­

prehensive study of the railroad system consists of two distinct parts: 

a general survey of present facilities and services and future needs; 

and detailed plans for future action. In handling these two elements 

as different aspects of the same problem, the planning agency should 
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be able to determine; at , : an.early : s t | g e t i e p o s s i b i l i t i e s for p r o g r e s s , 

^ and in so doing e s t a b l i s h the degree of detail required for usefu l p l a n s . 

At e v e r y stage of h i s work, the planner should ask h i m s e l f two q u e s ­

t ions : ''What a r e the p r o s p e c t s fQ^\effe^:tu:^ting'this-plait?- : M and ''Are 

there other s tudies which might produce better re turns for the c i t y ? " 

The Ra i l road Survey 

The b a s i c e l e m e n t s of the ra i l road survey are : an inventory 

of ex is t ing ra i lway l i n e s and fac i l i t i e s ; am ana lys i s of the phys i ca l and 

operational pat terns ; the identif icat ion of spec ia l p r o b l e m s , the e s t a b ­

l i s h m e n t of the s ca l e of needed r e v i s i o n s ; the preparat ion of p r e l i m i ­

nary planning p r o p o s a l s to so lve ra i l p r o b l e m s ; and a study of m e a n s 

of effectuating the planning p r o g r a m . The survey m a y be only the b e ­

ginning of a c o m p r e h e n s i v e ra i l planning p r o g r a m , or it m a y be the 

only ra i l road study p r e p a r e d by the plahnirig :>agency if ra i l p r o b l e m s 

are not s e r i o u s enough to warrant jfurthur study or if l i m i t e d planning 

budgets requ ire that the study be dropped in favor of m o r e p r e s s i n g 

p r o j e c t s . In any c a s e , the study should be prepared carefu l ly a s it i s 

a b a s i s for m o r e - d e t a i l e d study by public and pr ivate a g e n c i e s i n t e r e s t 

ed in l oca l ra i l p r o b l e m s . 

Inventory of ex i s t ing f a c i l i t i e s . - - I n f o r m a t i o n on tb.e locat ion , capac i ty , 

a g e , and ef f ic iency of al l p a r t s of the ra i l network i s the foundation of 



the rail planning program. The planner should obtain from the rail­

roads maps of all existing and proposed installations together with 

estimates of their adequacy for pre sent and expected future traffic. 

In presenting this information on a map, the planner should decide 

whether specific areas should be indicated or whether syrnfeols will 

present a sufficient picture of the facilities,, Detailed maps of com­

plicated areas should be obtained as a basis for later studies that 

m a y be required to solve problems in these areas. Particular at­

tention should be given the location of inter change tracks and the re­

lation of c l a S s i f i c a t i ^ 

cause the locations of these facilities are carefully planned by the 

railroads to entail the smallest possible operating costs. 

Physical and operational patterns. --After the inventory has been com­

pleted, the planner should establish the relationships between the differ­

ent rail systems operating in the community. Interchange routes, joint 

facilities, reciprocal switching agreements, and traffic volumes hand­

led in all areas must be evaluated in relation to the problems of each 

system and to the overall urban rail system. The best sources of in­

formation on the operational aspects of rail installations are the rail­

road employees who are most directly affected by operational problems. 

Top exeeiatives are often unaware of small but difficult problems, but 

they should be consulted to obtain permiss^nto work directly with 

operating personnel. All information developed in the study should be 



m a d e available to the executives. 

The relative importance of different lines and facilities m a y be 

readily seen in traffic flow diagrams. (See Fig. 5). In compiling data 

for the preparation of such diagrams, both the number of trains using 

each line and the number of cars moved should be considered since 

either of these indices m a y be deceptive unless both are considered 

together. Such a diagram should indicate those lines which are basic 

to the rail pattern and those which act only as minor adjuncts. Conges 

tion» clrc^iit®^ and lightly-^^ are clearly shown in 

the flow diagram. 

During the preparation of this study uneconomic railroad 

practices and the relative competitive positions of the various roads 

m a y become apparent. While m a n y of the problems will be beyond 

the scope of the plahriing program,, an understanding of them will be 

useful as baek-jground material for dealing with the officials. ̂ Proh-

lems of railroad labor, taxes, and shortage of capital m a y never ap­

pear in a plan or proposal; but they will help establish in the planner's 

mind an idea of the railroads' own problems. 

Identif ic at ion of special problems. - -From the general study special 

local problems will become apparent: the age and a de qu a c y of ter­

minals, grade crossing problems, Congestion of lines and installations 

availability of special facilities for handling bulk products, service to 



— F r o m A Plan for Facilitating Rail Freight 
Movements in tne^Cincinnati Area, pp. 5-6. 

Fig. 5 

A Flow Diagram of Rail Car Movements © 
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exist ing and proposed c o m m e r c i a l and i n d u s t r i a l areas, b l ight ing 

effects of ra i lways on res ident ia l d i s t r i c t s , the need for bypassing 

through r a i l t r a f f i c , and many other prob lems may be c r i t i c a l i n 

d i f ferent c i t i e s . A t this stage in the planhing p r o g r a m no more than 

p r e l i m i n a r y proposals should be developed for the solut ion of these 

problems as work ing plans would requ i re much more -deta i led study. 

Special attehtion sfhould, however, be given the urgency of each p r o b ­

l e m and p r i o r i t i e s should be established for fu r ther w o r k . 

Scale pf planning p r o g r a m . - - A t th is point the planner should be able 

to set the scale of p r o g r a m s r e q u i r e d to produce an ef f ic ient r a i l sys ­

tem o Because any changes in the phys ica l r a i l pa t te rn involve capi ta l 

expenditures, the planner should consider the costs of a p r o g r a m of 

rebui ld ing or rev is ing the r a i l system. Any attempt to avoid cost con­

siderat ions may leave the planner open to c r i t i c i s m f r o m the r a i l r o a d s 

and public o f f ic ia ls and may jeopardize the ent i re r a i l planning p r o g r a m 

P r e l i m i n a r y planning p r ppiosal s. - - P r e l i m i n a r y plans for solving r a i l 

problems should be prepared as bases for discussion and fu r the r study. 

Such plans might include proposals for jo int t e r m i n a l s , g rade -c ross ing 

separation p r o g r a m s , the construct ion of bel t l ines, • and any other 

pro jec ts which give p r o m i s e of solving loca l p r o b l e m s . These p r o p o s ­

a ls , however, should not be accepted as f ina l determinat ions but as 

steps in prepar ing m o r e - d e t a i l e d p lans. Although these plans are the 

resu l t of ser ious study, the planning;agency should not expect r a i l 
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e x e c u t i v e s t o a g r e e w i t h a l l s u g g e s t i o n s . Rather, p l a n s s h o u l d b e 

u s e d t o s u m m a r i z e p r e s e n t p l a n n i n g m i n k i n g a n d t o s e r v e a s t h e 

b a s i s f o r d i s c u s s i o n t o b r i n g p u t n e w t h i n k i n g o n t h e p r o b l e m s i n ­

v o l v e d . 

Proposals f o r p l a n e f f e c t u a t i o n . - -The p l a n n i n g s u r v e y s h o u l d a t t e m p t 

t o e s t a b l i s h s o u n d w o r k i n g r e l a t i o n s h i p s w i t h a l l p a r t i e s i n t e r e s t e d i n 

r a i l r o a d p l a n n i n g . Part of t h e s t u d y s h o u l d b e a n i n v e s t i g a t i o n of t h e 

m e a n s u s e d i n o t h e r c i t i e s t o e f f e c t u a t e p l a n s t o d e t e r m i n e t h e a p p l i c -

a b i l i t y of s u c h p r o c e d u r e s t o l o c a l p r o b l e m s . Special a t t e n t i o n s h o u l d 

b e > g i y e r i t h e e x p e r i e n c e of other c i t i e s e m p l o y i n g t r a n s p o r t c o u n c i l s , 

r a i l r o a d c o m m i t t e e s , o r a ^ a s i - p u i b l i c a^ i^G ) r i t ies a s a g e n c i e s f o r 

h a n d l i n g d e t a i l e d p l a n n i n g a n d t h e e f f e c t u a t i o n of s u c h p l a n s . 

R e l a t i o n of r a i l r o a d s t o u r h a n d e y e l p p m e n t . - -The p l a n n i n g a g e n e y 

s h o u l d s e e k t o e s t a b l i s h t h e e f f e c t s o f 

u r b a n d e v e l o p m e n t . Rail s e r v i e e i s o f t e n r e q u i r e d i n i n d u s t r i a l a r e a s 

b u t i t m a y a l s o c o n t r i b u t e d i r e c t l y a n d i n d i r e c t l y t o s t r e e t c o n g e s t i o n , 

g r a d e - c r o s s i n g p r o b l e m s , a n d b l i g h t e d c o m m e r c i a l a n d r e i s i d e n t i a l 

a r e a s . ©Pal - b u x h i ^ p o u r c louds j : of s m o k e o y e r s u r r o u n d ­

i n g a r e a s i n m a n y c i t i e s , a n d t h e n o i s e a n d d e p r e s s i n g a p p e a r a n c e of 

y a r d s a n d s h o p s h a v e a n i n h i b i t i n g - i n f l u p n c e o n o t h e r w i s e s o u n d a r e a s . 

A c a r e f u l s t u d y of t h e e f f e c t s of r a i l w a y s o n s u r r o u n d i n g l a n d s s h o u l d 

n o t o n l y d e t e ^ s h o u l d a l s o s u g g e s t 

m e a n s of u t i l i z i n g l a n d s a d j a c e n t t o r a i l f a c i l i t i e s a n d of a r r e s t i n g t h e 



harmful effects and nuisances of rail operations. The recommenda­

tions of every special study should be analyzed to determine the pos-

sible effects which such proposals m a y have on adjacent lands. In 

some-eases,,: suth (JeterminatioES will .indicate the superiority of one 

proposal over another when both might present equally feasible solu­

tions to purely operational problems. 

Use of survey. - -The general railroad survey is not a final, plan and 

should not be used as such. It is rather a preliminary proposal which 

requires further study before it could be adopted as a basis for action. 

In setting the goals of local railroad planning the survey should indicate 

the roles public and private agencies should play in its effectuation. 

Using the survey as a guide, private and public officials m a y be able 

to work out detailed plans under the supervision of the planning agency 

should that agency be unable to carry put the detailed planning pro­

gram. 

^The American Public H e a l t h Association in A 
Method for Measuring the Quality of Housing, Part III, Appraisal 
of Neighborhood Environment, N e w York City, American Public 
Health Association, 1950, has attempted to establish objective 
standards to determine the effects of railroads on residential areas. 
A study of this work should give the planner some excellent ideas of 
the effects of railroads on residential areas and m a y offer suggestions 
for studying other land uses. See especially pp. 64-65 and pp. 124-127. 

i 
2 
See City Planning Commission of Cincinnati, op. cit. , pp. 10-

19. ' ~~ ~~ • 
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Detailed Railroad Plans 

Detailed railroad plans analyze in greater depth the recommenda­

tions of the preliminary survey and present specific programs for im­

proving urban rail conditions. The survey has established the problems 

and recommended courses of action; detailed plans reexamine the pre­

mises of the survey and make concrete proposals for the location, size, 

costs, and operations of needed changes. Detailed plans for special 

facilities and services consider technical and practical difficulties and 

suggest means of overcoming these problems. 

Before attempting to solve special problems, the planner should 

reexamine the general premises of the railroad survey in the light of 

changes in the land use plan, population projections, the zoning ordi­

nance, and other parts of the comprehensive pianning program. The 

effect of these changes upon railroad proposals should be evaluated and 

revisions made where necessary. Looking to the future needs of the 

city, the planner should then outline a program of studies required for 

the development of better rail service. In scheduling studies the plan­

ning director should tailor the railroad program to the overall planning 

program to insure the efficient use of his staff. 

Special Technical Studies 

Studies of special local rail problems constitute the most com­

plex part of a railroad planning program. Each city faces different 
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rail problems and must adopt its own methods for handling them. But 

some problems are widespread. A n analysis of the elements of the 

m o r e c o m m o n problems and techniques used to study and solve these 

problems m a y be a valuable guide to the planner who is attempting to 

investigate local planning problems. 

Freight Terminals 

The location and operation of freight terminals present prob­

lems to both railroad executives; and urban planner s. The freight 

house is seldom the final destination of a shipment but a point at which 

freight is transferred from one medium of tr ah sp or ration to another. 

In cities motor vehicles are generally used to m o v e shipments from 

the rail terminal to the consignee, and when terminals are located in 

built-up areas with inadequate space for truck loading and parking, 

trucks must use city streets, thereby adding to congestion problems. 

If a city is served by more than one railway, each road m a y maintain 

one or m o r e terminals to serve its own patrons. 

Elements of the terminal problem,, - - A n adequate system of freight 

terminals is one which permits economic rail operations, adequate 

service to shipping public, and amihimum; of interference with urban 

development. Modern rail Operations require facilities for less-than -

carload shipments, express and freight forwarder service, team 

tracks ̂ fbr car load shipments^ and in the future w|H need facilities to * 



handle r!pâ gyfeap:fĉ  trafrie. I&cgtimx&l requirements of each typo 

of facility can be deter m i of the users of each ser­

vice and the distances and costs of delivering goods to the user's door. 

Although planner s h a ^ of 

the city and users of freight service would best be served by joint ter-

minal facilities, local situations m a y indicate other solutions. The fol­

lowing factors should be considered before specific proposals are made 

for handling freight terminals: 

1. the present adequacy of facilities to handle present and 

future traffic; 

2 . the relation of facilities to present and future C o m m e r c i a l 

arid i n d u s x r i a l ^ d^ 

3. 'the. r;elati'©n ©f' fa.eQ&%e&-t&<'tt&$&T' streets and highways; 

4. the possibility of modernizing existing terminals through 

the use of advanced methods of loading and storing freight. 

5. the effects of changing operational methods and technolog­

ical advances upon^ terminal requirements; 

©o the wiLlinjgness of the railroads to cooperate in the con­

struction and operation of joint facilities. 

Determining local needs. - -The p>lanher shou ld obtain d a i t a j o n the use 

of each facility to ascertain the adequacy of existing terminals and t he 

need for future expansion of facilities.' The costs of terminal O p e r a ­

tions should be studied to indicate uneconomic practices which re-



su.lt in excessive charges to users of freight service. The relation 

of the terminal to users of freight service m a y be determined by a 

study of bills of lading. Such an analysis will indicate those areas 

which require freight service and, if the distances between terminals 

and users are excessive, m a y suggest m o r e appropriate lpcatipiis0 

Excessive trucking distances m a y add to provide terminals which are 

near the shippers. 

The space requirements for truck loading and rail car storage 

should be studied as present locations m a y entail an uneconomic use 

of lands which might better be devoted to commercial or industrial 

developments. T e a m tracks and /^pigg 

relatively large areas of level land. The flexibility of the motor 

truck makes possible the location of such facilities in outlying areas 

where land costs are low and where truck Tneyeffierits will clause a min­

i m u m of sireet congestion. 

Problems of joint facilities. -—While plkrhiters gen 

facilities as the most efficient method of solving local terminal prob>-

lems, railroad officials are often less than enthusiastic over such 

proposals. Each railroad is jealous of its real and imagined compet­

itive advantages over other roads and it resents any effort to eliminate 

these advantages. Rail freight officials also dislike the prospect of 

turning over their business to an agency over which they have no direct 

control. But if a system of joint-facilities offers the possibility of 

http://su.lt


78 

S u p p o r t b y r a i l w a y o f f i c i a l s m a y b e s e c u r e d f o r s u c h a p r o j e c t . In 

a n y c a s e , the r e a l i z a t i o n of a p r o g r a m f o r jo in t r a i l r o a d t e r m i n a l s 

w i l l r e q u i r e c o n t i n u i n g s t u d y of the d e t a i l s of c o n s t r u c t i n g and o p e r a t ­

i n g s u c h f a c i l i t i e s . 

P a s s e n g e r s e r v i c e 

A l t h o u g h t h e r a i l r o a d s a r e l o s i n g s u b s t a n t i a l p o r t i o n s of t h e i r 

p a s s e n g e r b u s i n e s s , m a n y c i t i e s s t i l l d e p e n d u p o n t h e r a i l s f o r l o n g 

d i s t a n c e a n d c o m m u t e r s e r v i c e . In I^ew c o m m u t ­

e r s e r v i c e s p r o v i d e an e f f i c i e n t m e t h o d of b r i n g i n g l a r g e n u m b e r s of 

p e o p l e f r o m t h e i r h o m e s i n the s u b u r b s t o t h e e m p l o y m e n t c e n t e r s of 

t h e c i t y . I m p o r t a n t b u s i n e s s and r e c r e a t i o n a l c e n t e r s h a n d l e l a r g e 

v o l u m e s of i n t e r c i t y r a i l p a s s e n g e r s . 

P^nni f fg ; p r o b l e m s . - - I n h a n d l i n g p a s s e n g e r s e r v i c e a s p a r t of a p l a n ­

n ing p r o g r a m , t h e p l a n n e r s h o u l d f i r s t d e t e r m i n e the f u t u r e n e e d for 

r a i l p a s s e n g e r s e r v i c e i n h i s c i t y . S u c h d e t e r m i n a t i o n s s h o u l d b e m a d e 

f r o m a s t u d y of the f u t u r e s i z e and l o c a t i o n of the p o p u l a t i o n of the c i t y , 

t h e d e v e l o p m e n t of o t h e r m e a n s of t r a n s p o r t a t i o n a n d the g e n e r a l a c t ­

i v i t i e s in the c i t y w h i c h w i l l r e q u i r e t h e m o v e m e n t of p e o p l e . H e 

s h o u l d t h e n a t t e m p t t o g a i n an u n d e r s t a n d i n g of t h e p a s s e n g e r o p e r a t i o n s 

of the r a i l r o a d s s e r v i n g the c i t y t o d e t e r m i n e the e f f e c t s t h a t s p e c i a l 

p r o m o t i o n a l a c t i v i t i e s m i g h t h a v e on l o c a l p a s s e n g e r s e r v i c e . F i n a l l y 
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the planner should consider the adequacy of present passenger terminals . 

in providing efficient, convenient, and comfortable service to passengers, 

and adequate space for the storage and servicing of passenger equipment. 

Union passenger terminal s. - - The best justification for recommending 

unification of terminals is not the provision of convenience for passen­

gers but the elimination of unnecessary lines and facilities which add 

to urban congestion and traffic p r o b l e m s . The N e w Orleans Union Pas­

senger Terminal was justified primarily on this basis rather than on the 
3 

ground of passenger convenience. This approach represents sound 

planning policy. As passenger service is unprofitable for the railroads, 

any expensive modifications of the terminal system will probably have 

to be financed by public moneys . The railways will generally agree to 

pay rentals for the use of publicly -financed union stations but they will 

not make large capital expenditures on passenger installations. 

Commutation service. - - Commutation service today m a y be character­

ized as unprofitable, uncomfortable, and inconvenient. Public action 

and possibly subsidies will be required to improve the financial con­

dition of m a n y commuter operations to secure better service to passen-

gers. G o o d commutation service requires: c e n t r a l terminals to 

handle heavy peak-hour passenger loads; adequate suburban stations, 

fast, frequent schedule, and the use of equipment and installations at 

off-hours to reduce the overhead of idle equipment. In order to t : -

3 
See above, pp. 54-56. 
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provide such service at reasonable fares, public owner snip of the 

lines or subsidization of privately-owned lines m a y be required. 

Line Ab4hdp^ 

Change s in the location of terminals or other rail installations 

frequently involve line a b a n d o n m e n t s . , relocations, O r exterisions. €>ften 

in the normal course of rail operation, lines must be extended to serve 

new areas or must be abandoned when their operation is no longer pro­

fitable and their service no longer needed. 

Plaa^bag ;;g:'o;̂ ŝ e;r;atî ŝ;. - -The planner must consider the opera|ibnal 

aspects of each line, and he should also determine the effects of each 

route upon adjacent urban development. If certain areas are adversely 

affected by operationally unimportant lines, studies should be m a d e 

for their relocation or for the provision of service by other means of 

transportation or on different tracks. In all such cases studies should 

be made to determine the costs of such changes and the benefits accru­

ing to the different parts of the city and the railroads. 

Sometimes a railroad might wish tdab 

present producing little revenue. But if such a line represents an 

important element of the future rail pattern, the planner should at­

tempt to secure the retention of the line as it would be extremely dif­

ficult to find a new right-of-way once a line has been abandoned. 

Likewise, new rail leads might be needed to serve areas due for in-
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d u s t r i a l d e v e l o p m e n t , but a s h o r t a g e of c a p i t a l m a y p r e v e n t a r a i l r o a d 

f r o m c o n s t r u c t i n g the n e e d e d l i n e . A p u b l i c a u t h o r i t y w i t h p o w e r to 

c o n s t r u c t n e e d e d l i n e s and f a c i l i t i e s m i g h t b e a b l e t o b u i l d s u c h a d d i t i o n s 

a n d l e a s e t h e m to p r i v a t e o p e r a t o r s . 

A l l p r o j e c t s of l i n e a b a n d o n m e n t , rele^eatjLoh, and e x t e n s i o n 

m u s t b e e c o n o m i c a l l y j u s t i f i e d if p u b l i c e x p e n d i t u r e s a r e i n d i c a t e d . In 

a d d i t i o n , p a r t i c u l a r a t t e n t i o n s h o u l d be g i v e n the p o s s i b l e e f f e c t s of t h e 

c h a n g e oh urban: A & v e l 0 p ^ . e i ) t , - ^ d : ' ^ e . c i 3 l p l a n s p r e p a r e d , for t h e u s e of 

l a n d s m a d e a v a i l a b l e for n e w p u r p o s e s . T h e f u n c t i o n of e a c h l i n e a s 

p a r t of a c o o r d i n a t e d r a i l n e t w o r k and the e f f e c t s of t h e l i n e on s u r r o u n d ­

in g u r b a n d e v e l o p m e n t w i l l d e t e r m i n e t h e c o u r s e of a c t i o n w h i c h s h o u l d 

b e t a k e n b y t h e p l a n n e r 

. . . . . . 4 

G r a d e G r o s s i n g P r o b l e m s 

T h e p l a n n i n g a p p r o a c h t o g r a d e c r o s s i n g p r o b l e m s h a s a d v a n c e d 

g r e a t l y f r o m t h e eartly a t t i t u d e that a l l g r a d e c r o s s i n g s s h o u l d b e s e p a r ­

a t e d or e l i m i n a t e d . T o d a y g r e a t e r e m p h a s i s i s p l a c e d u p o n p r o b l e m s 

of t r a f f i c m p y e ; m e h t ^an?u|>eh: t h e h a z a r d s of h i g h w a y - r a i l r oad g r a d e 

c r o s s i n g s b e c a u s e m o d e r n s i g n a l s and p r o t e c t i v e d e v i c e s c a n e l i m i n a t e 
4 

T h e m a t e r i a l i n t h i s s e c t i o n i s t a k e n l a r g e l y f r o m T h e R a i l w a y -
H i g h w a y G r a d e G r o s s i n g P r o b l e m , b y K e n n e t h A . B e g g s , S t a n f o r d , 
C a l i f o r n i a , S t a n f o r d R e s e a r c h I n s t i t u t e , 1 9 5 2 . T h i s i s t h e m o s t c o m ­
p r e h e n s i v e s t u d y of t h e e c o n o m i c p r i n c i p l e s of g r a d e - c r o s s i n g m a i n ­
t e n a n c e , e l i m i n a t i o n , p r o t e c t i o n , a n d s ep a r at ion* a n d i t s h o u l d b e i n 
t h e l i b r a r y of e v e r y t r a n s p o r t a t i o n p l a n n e r . 



a l l p r e v e n t a b l e a c c i d e n t s . T h e r e i s sorters.:.q̂ (0̂ t̂tĉ ;-'jaf'tiLej :̂g;̂ĵ0-X£l1c. 
f e a s i b i l i t y of a t t e m p t i n g to p r e v e n t a c c i d e n t s c a u s e d b y c a r e l e s s n e s s 

o r n e g l e c t . 

P l a n n i n g ; c o n s i d e r a t i o n s . - - E a c h g r a d e c r o s s i n g w i t h i n t h e p l a n n i n g a r e a 

s h o u l d be e c o n o m i c a l l y j u s t i f i e d t h r p n g h a s t u d y of v e h i c u l a r , r a i l , and 

p e d e s t r i a n u s e t o d e t e r m i n e the n e e d for a c r o s s i n g . M a n y e x i s t i n g 

c r o s s i n g s w i l l p r o v e u n n e c e s s a r y a n d m e a n s m a y b e i n d i c a t e d f o r t h e i r 

e l i m i n a t i o n . In a n a l y z i n g the p r o b l e m s and u s e o f e a c hrCriossing, t h e 

p l a n n e r s h o u l d d e t e r mine- th© se c r © s s i h g s: w h i c h r e q u i r e i m m e d i a t e 

;actipn and p l a n s f o r p r o t e c t i o n or s e p a r a t i o n . Of s p e c i a l i m p o r t a n c e 
. . . . . . . . . . .. . .. . . . ... . 

a r e the e c o n o m i c l o s s e s of t i m e c a u s e d b y r a i l and v e h i c u l a r i n t e r f e r - ' 

e n e e . 

C o s t s , and b e n e f i t s . - - A n y p r o g r a m of g r a d e c r o s s i n g e l i m i n a t i o n , p r o ­

t e c t i o n , and s e p a r a t i o n m u s t i n c l u d e s t u d i e s of t h e c o s t s and b e n e f i t s 

of e a c h p r o j e c t . One of t h e m o s t b a s i c p a r t s o f the p l a n i s t h e d i s t r i ­

b u t i o n of c o s t s a n d b e n e f i t s a c c r u i n g to e a c h i n t e r e s t . N o a t t e m p t s 

s h o u l d be m a d e to s e t - u p a " f i x e d - p e r c e n t a g e " b a s i s for t h e a l l o c a t i o n s 

of c o s t s b e c a u s e e a c h p r o j e c t w i l l b e n e f i t t h e v a r i o u s p a r t i e s i n d i f f e r -

e n t d e g r e e s . 

J ius t i f i ca t ion of e a c h p r o j e c t . - - T h e p r e p a r a t i o n of g r a d e c r o s s i n g i m ­

p r o v e m e n t p r o g r a m s s h o u l d r e j e c t e n t i r e l y t h e * , p r i n c i p l e , , tha t a l l m a j o r 

s t r e e t s ; s h o u l d b e s e p a r a t e d , f rom r a i l w a y s a t c r o s s i n g s . T h e p r o p o s e d 

m a j o r s t r e e t p l a n , t h e n u m b e r of p r o b l e m c r o s s i n g s , t h e c o s t of i m -
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provements, the possibility of o M a i h i h g ; ŝ bistahtiaiJist&lr'ô '̂parrtlci--' 

pari on, the density of rail and street traffic, and public policies: for 

handling grade crossings should be the determinants of the planning 

program rather than a reliance upon a generality which m a y be totally 

inapplicable in a local situation. These determinations should be used 

to set the scale of elimination programs, and the speed with which such 

programs should be carried out. 

Other Special Problems 

Be.lt lines. - -In cities handling large volumes of through freight m o v e -

ments, belt lines are often suggested as bypasses to remove all possible 

traffic from Central areas and eliminate the need for numerous lines 

in the heart -of the city. While the belt line offers a sensible approach 

to problems of rail congestion and interchanges between lines, m a n y 

railroads oppose their development fearing they might adversely affect 

that road's competitive position. In determining the need for belt lines 

the planner should make careful studies of the amount of traffic enter­

ing the urban area which is of a through nature and has no local origin 

or destination. The costs of providing a belt line should be compared 

with the savings which could be realized through its operation. A s the 

belt line represents a large capital outlay, a public authority might 

be needed to construct the line which could then be operated as a public 

project or through lease to the various railroads serving the city. 

http://Be.lt


C l a s s if ic ation yards. - - I n some cities, present rail yards are poorly 

located in relation to the needs of the railroad a n d the city. In such 

cases, every attempt should be made to find new areas in which large 

yards could he located to provide more economical rail operations 

and offer less interference with desired u r b a n growth. In preparing 

plaits, for t h e relocation of yards, the planner should attempt to serve 

as an advisor t o railroad engineers who determine the specific location 

and character of the various facilities required for efficient rail op­

erations. 

O t h e r studies of rail rates andfares, interchange operations, 

reciprocal switching agreements, sp-eGial terminal, facilities are 

general ly beyond the scope of the planning agency, but in some cities 

they m a y represent problems of great importance. In such cases, 

the planner should attempt t o encourage the study of the problems by 

those best qualified t o do so. In the final analysis, no problem is be­

yond the realm of t h e planning program if it influences other elements 

of the c i t y , because the planner's t a s k is t o discover the problems of 

his city, analyze them, a n d m a k e o r ©bi&ih proposals for their solution. 
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M e a s u r i n g the Q u a l i t y of H o u s i n g , P a r t M , " A p p r a i s a l of N e i g h ­
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CfiAJPTER IV 

SUMMARY 

B e c a u s e t r a n s p o r t a t i o n i s a b a s i c e l e m e n t of t h e m o d e r n c i t y , 

p l a n n i n g for t h e d e v e l o p m e n t of a n i n t e g r a t e d t r a n s p o r t a t i o n s y s t e m 

r e p r e s e n t s a m a j o r c h a l l e n g e to the u r b a n p l a n n e r . The e x i s t e n c e of 

t h e c i t y d e p e n d s l a r g e l y u p o n i t s a b i l i t y t o p r o v i d e e f f i c i e n t s y s t e m s 

for t h e m o v e m e n t of p e o p l e and g o o d s . In f r e i g h t s e r v i c e the r a i l r o a d s 

a r e the c h i e f c a r r i e r of l o n g - d i s t a n c e b u l k t r a f f i c a n d d e s p i t e t e c h n o ­

l o g i c a l a d v a n c e s w h i c h h a v e m a d e w a t e r w a y s , a i r l i n e s , m o t o r c a r r i e r s , 

and p i p e l i n e s m a j o r c o m p e t i t o r s for f r e i g h t b u s i n e s s , the r a i l w a y s w i l l 

c o n t i n u e t o h a n d l e a m a j o r p o r t i o n of i n d u s t r i a l a n d b u l k f r e i g h t . T h e 

i m p o r t a n c e of the r a i l r o a d s a s a p a s s e n g e r c a r r i e r § w i l l c o n t i n u e to 

d e c l i n e i n t h e f a c e of i n c r e a s i n g u s e of t h e p r i v a t e a u t o m o b i l e . T h e 

r a i l w a y s a r e a t t e m p t i n g to c o n c e n t r a t e on l p n g - d i s t a n c e a n d h e a v y d e n ­

s i t y passenger s e r v i c e in a n a t t e m p t t o l o w e r t h e d e f i c i t s w h i c h h a v e 

b e e n i n c u r r e d i n t h e o p e r a t i o n of l o w - d e n s i t y p a s s e n g e r s e r v i c e . 

T r a n s p o r t a t i o n r e q u i r e m e n t s a r e d i r e c t l y a f f e c t e d b y t h e g e n ­

e r a l e c o n o m i c a c t i v i t y of t h e c o u n t r y . T o d a y t r a n s p o r t a t i o n n e e d s a r e 

i n c r e a s i n g w i t h the g r o w i n g n a t i o n a l p o p u l a t i o n and m o r e e x t e n s i v e i n ­

d u s t r i a l de v e l op m e n t . N e w l i n e s and f a c i l i t i e s w i l l b e n e e d e d t o m e e t 

t h e r e q u i r e m e n t s of h e a v i e r t r a f f i c and the u r b a n p l a n n e r i s t o d a y i n 



a position to see that these installations conform with the desired 

future urban pattern. • 

Railroad installations including lines, terminals, yards, shops 

and offices are large users of urban land. The pattern of such facility 

has developed largely without plan as a result of the attempts of indiv­

idual railroads to secure competitive advantages over other roads. Th 

present rail network m a y contain unneeded duplications of terminals, 

lines, and yards, many of which are obsolete and poorly located in re­

lation to the other elements of the city. Terminal problems represent 

a major difficulty for the railroad executive and the planner as ineffi­

cient terminals have been responsible for the diversion of m u c h high-

rated freight to motor carriers and have contributed to urban conges­

tion. When the railways recognize the seriousness of the problems fac 

ing the entire industry they will probably work together to produce 

m o r e efficient operations through the use of jointly-operated facilities 

and lines to simplify terminal operations, reduce costs, and alleviate 

rail congestion and conflict with the proper development of the city. 

Early planners were little: interested in developing comprehen­

sive railroad plans but concentrated on monumental passenger termin­

als designed to impress visitors to the city. More recently, leading 

planners have advanced "principles" for the development of compre­

hensive railroad plans * Unfortunately, m a n y of these principles will 

not solve local problems. Too m u c h attention has been given the 
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technical aspects of railroad planning and too little emphasis has been 

placed upon the development of better working relationships with the 

railroads which m a y be needed to implement the proposals of a planning 

program. As a result, existing railroad plans have seldom produced 

needed rail modifications, and in m a n y cases, well-prepared plans have 

not even stimulated further discussion and study of local rail planning 

problems. 

The development of a cornpr^he.nsiye program of railroad plan­

ning is a complicated, time - consuming procedure which requires the 

cooperation of the planner, the railroad executive, and the public of­

ficial. The chief elements of such a program are: 

1. General determinations of the future size, composition, and 

character of the city to provide a framework of future transportation 

requirements of the city and region. 

2. Establishment of a transportation policy to set the role that 

each transport agency is to play. 

3. Development of a railroad survey consisting of an inventory 

and analysis of the existing rail pattern, the identification of special 

problems and the establishment of the scale of revisions needed to 

produce a coordinated system, the. preparation of preliminary plans to 

serve as a basis for discussion and further study, and the determination 

of the best methods of implementing the proposals of the program. 
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4 o Preparation of detailed plans to solve the most critical 

local railroad problems. 

The goal of the planner in dealing with railroad problems should 

not be the preparation of a package plan but the development of a con­

tinuing program of planning to provide a system which will meet the 

needs of the future city. A flexible program, which can be modified 

to take advantage Of technological advances and the expert advice of 

railroad engineers, offers a real hope of producing a vital rail net­

work which canhandle traffic efficiently and provide good service 

with a m i n i m u m of interference with the ofhcsr urban: activities. 
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