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SUMMARY

The purpose of thils study was to investligate the
problems of land use resulting from the relocation of
railroad facilities, 1ncluding adjustments reguired in
exlsting land uses adJacent to or within the vicinity
of both the abandoned facllities and the relocated
facllities and suggest methods for determlning the best
use of these lands.

This investigatlion was made 1n the followilng manner:
first, the elements of a rallroad system were 1dentifiled,
their development and general locatlon in a metropolitan
area reviewed, and the probable future trends 1n relocat-
Ing the varlous elements discussed; second, the land-use
developments resultlng from the relocation of railroad
faclliities 1in Cincinnatl, New Orleans, Philadelphla,
Lakeland, and other citles were surveyed; third, a review
was made of the proposed reuse of rallroad lands scheduled
for abandonment in Chicago, St. Petersburg, Providence,
and Tuscon; fourth, an investigation was made of the use,
reuse and redevelopment of individual stations and their
lands, particularly the statlons sold 1n many eastern
clties of the United States; fifth, observatlons were
made as to the methods used in the discussed proJects in
determining the most effective reuse of the abandoned

railroad properties.
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When railrocads were first developed 1n most cltles,
it was essentlial to have statlons and their supporting
facllitles 1n central locations. Now the lands occupiled
by the railroads are some of the most valuable in urban
areas. Due to a general program of reorlentation taking
place within the rallroad industry, rallroad companies
are abandoning or relocating a number of thelr facilitiles,
thus freeing land for reuse in many citles. The proper
reuse of these lands abandoned by the rallroads glves a
clty an opportunity to provide additlonal and needed land
uses in many developed areas. Also 1t provides an oppor-
tunity to improve adjacent lands which have been blighted
by the presence of the rallrocad facllltles. Only since
1950, however, have cltles taken an actlve part 1n deter-
mining the reuse of abandoned railroad lands. Philadelphla
was one of the first. On the basls of an informal agree-
ment between the rallroad company and the city, the local
planning commission prepared the site plan and proposed
the reuse of the lands abandoned by the Pennsylvania
Rallrocad. Thils cooperation between the Clty of Philadelphia
and the Pennsylvanlia Rallroad has resulted in a reuse of
the railroad land profitable for both parties.

A clty should take part in filnancing the relocation
of raillroad facllitlies that wlll free land needed by the
community for additional services and facilitles. Other
relocations, of course, should be entirely the responsi-

bility of the raillroads. In elther case, however, the
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local planning commisslon should participate in determinilng
the beat reuse of land 1n accordance with the comprehensilve
plan of the city. It would be deslrable to use urban-renewal
whenever needed as a method to adjust adjacent land uses and
to supplement the reuse of abandoned rallroad lands for the
improvement of the entlre area.

The reuse of abandoned failroad lands in completed
projects, the designaﬁed reuse of railroad lands in projects,
and the lessons learned from thesé examplés are included

in Chapter IIL.



CHAPTER I
INTRODUCTION

The ralliroad industry 1s now engaged in a program
of reorlentation that, it 1s hoped, willl regaln some of
the business lost 1n the past years to trucks, buses, and
planes. Thils program sometimes requires the relocation
of certaln facllities to enable better utlilization or
incorporation of mechanlzed methods of operations. Other
times it results in the merger or consolidatlon of rall-
road companles which enables abandonment of duplicating
facilities. In other cases, particularly in the Eastern
part of the Unilted States, 1%t 1s carried on by the selling
of passenger stations which are put to other uses. All
the efforts, regardless of approach, are attempts to
strengthen the financial and competitive position of the
railroad industry.

Because of thils program, valuable urban land is
belng released from use by rallroads and made avallable
for the development of new land uses, In many cases the
proper reuse of these lands offers the opportunity to
correct some of the land use problems now exlisting in
many metropolltan areas.

This study will investigate the problems of land

use resulting from the relocation or abandonment of



railroad facllitles, including adjustments that are regulred

in exlistling land uses adjacent to or within the viclinity

of both the relocated and abandoned facilitiles.

To do this the following subJects willl be surveyed:

1.

The l1dentification of the elements of a rail-
road system and probable future trends 1n the
relocation of each facility;

The results of relocation projects completed
in earlier years and the subsequent land use
adJustments, including a comparison wilth some
more recently completed projects;

A review of some proposed relocatlion projects
now being executed or planned, including the
proposed reuse of the particular site and

ad Jacent lands;

A review of the current practlces of selling
railroad stations to private investors for the

development of new or additional uses;

.. An observatlon of important factors 1n the

invegtigated projects and actlvitles that can

be of wvalue in other ciltles.

The informatlion for thls theslis was obtalilned from

studies of and correspondence with rallroads, planning

agencles, and planning consultants who have been involved

in raillroad relocation projects; review of available

reports and other pertinent literature on the relocatilon



of rallroad facillities. Thils study has been limlited to
relocation projJects, elther completed or proposed, within
metropolitan areas because the projects outslde these areas
usually present land use problems of lesser significance.
In additlion, the problems discussed are confined mostly

to the better known projects and the activitles of larger
cltles, It is hoped that the 1deas and actions 1nvolved

in the larger proJects will find applicatlion 1n many

smaller areas.



CHAPTER II
RAILROADS IN METROPOLITAN AREAS

Rallroads are an 1lmportant part of the present
trangportatlion system. In earlier years rall companies
were the primary carrles of passengers and frelght. As
other forms of transportatlion developed, however, both

the passenger and freilght business of railroads declined.

Railroad Dévelopment

Expanslion, concentration, and reorientation best
describe the periods of rallroad development in the Unilted
States. In 1830 there were only 22 miles of rail lines
in this country. It was in this year that rallroads began
expanding deeper and deeper into the yet undeveloped
interior of America from the coastal towns of New York,
Boston, Philadelphia and Baltimore. Communities developed
along many of the lines, particularly at Junctions or
interchange polnts, with many lmportant citiles of today,
such as Atlanta, Columbus, Indianapoclils, and Denver develop-
ing as a result of the rail lines.

Realizlng the economic advantage of transportation
facllities, local communities openly competed for rail
service that would provide connectlions with sources of
raw materlals and maJor markets. Many communitilies pur-

chasedstock in the rall companles or made loans or gave



land, materials, and equipment or furnished labor, all in
an effort to secure rall facilities.l By 1920, rail
mileage in the United States had reached a high polnt of
252,845 miles,

Between 1920, which marked the end of railroad
expanslon, and 1930 was the perlod of concentration., Dur-
i1ng these years, each railroad company attempted to provide
more facllities than the competilng company without planning
for this development. The more productlve areas experienced
zealous competition between rall lines which, 1n most in-
stances, resulted in the duplication of trunk lines,
terminals (both passenger and freight), and yards (both
primary and secondary).

By 1930 the general pattern of railrocad development
in urban areas was established. Each rail company had
secured, 1n most instances, the most direct route I1nto
c¢lties, Terminals and supporting facilitlies had been
located as near the center of the developed area as
possible. In other cases cities had developed around the
rail facilitles. Thousands of acres of urban land were
occupled by the various rallroad facilitles. In addition,
acres of land adJacent to these facllities were restrict-
ed toc a few compatible uses, primarily commerclal .and
industrial, or they were susceptible to the blighting influ.
ences that usually beset incompatible uses, Many of the

facilities occupying valuable urban land were, as mentloned



carelessly located as a result of competition. For
instance, there were 1In 1932 with a radlus of 35'miles
of New York City over 500 freight stations, in
Philadelphia 700, Iin Chlcago 250, and 1n St. Louis 200.2
Rail lines, both maln and secondary, cross streets
and highways at grade creating hazardous conditlions and
many times interferring with the movement of the constant-
ly increasing vehlcular traffic. Houston 1llustrates an

extreme example of these conditions. In 1954 there were

500 maln-line grade crossings within the clty limits, 150

of whlch were maJjor thoroughfares. It was estimated that
there were approximately five thousand grade crossings of
both malin and secondary lines 1n the Houston area. Rail
lines not only cross streets but criss-cross throughout ur-
ban areas- frequently restricting proper communlty develop-
ment; In Chicago, for example, the 27 rallroad trunk lines
that entered the city crossed each other 280 times and,
as in other cities, interferred with both traffic movement
and adequate communlty development. As urban areas develop-
ed and land use needs increased, the restrictilons placed
upon community development by rallroad facilitles became
more apparent.

In a like manner, as a result of urban growth, rail-
road Qompanies experlienced greater problems. In many
instances sites selected for the locatlon of facilitles

became increasingly lnadequate. Growth that took place



around facilitles restricted expanslon that would permlt
utllization of many technological improvements. For
instance, because steam locomotives were capable of pulllng
tralns of approximately 50 cars, early classificatlon yards
were bullt to handle this number. Newer dlesel locomotilves,
however, could easily pull tralns of over 100 cars, but
growth around many classiflcation yards prohlbited enlarg-
ing the sites for the longer tralns.

In the early years of railroad development, rail
companles carrled a large percentage of the total passenger
and frelght business. Because of transportation limitations
in many citles, both the passenger and freight depots
reguired convenlient locatlions. Hence, termlinals were bullt
in or near the city core. However, improvements in transpor-
tatlon accompanled city growth and competitive means of
transporting passengers and frelght emerged. Air lines,
buses, and private automobilles, all providing faster and
more comfortable services, reduced rallroad passenger
trafflc., Trucking companles, with faster and cheaper short
haul service, offering overnight delivery to the door of
the recelver, of course, captured large volumes of frelght
business.

Hence, both cltles and rallrocad companies are
faced with difficult problems as a result of slte locations

and duplicating facilities.



Elements of the Rallroad System

A glance at a map of railrcad routes and major
facilities 1n a metropolitan area shows a bewildering
array of lines crilss-crossing in all directions, with
no apparent order. Yet an examinatlon of these routes
and facllities reveals an amazing degree of speclal-
1zation., An indlvidual organ, such as a station,
yard or route, in one of these complex organisms
cannot be understood until 1t 13 viewed in its
functlonal as well as physlcal relatlon to the
other organs and to the railroad organism as a
whole, and flnally to the region of which 1t 1s a
part.5

Lines

The rall lines of a system whether main, branch,
lead, or spur are the connecting units.

The malin line forms the backbone of a raill systenm,
These lines, in most lnstances doubled-tracked, are
constructed for the movement of heavy tonnages at high
speeds between clties.

Branch lines are used for secondary rail movement
usually serving communitiles not located on the maln line.
Normally singled-tracked, branch lines are constructed for
the movement of lighter tonnages than the maln line and
at lesser speeds.

Lead tracks are the connectlng ralls between main
lines, and other tracks of the system. Spur lines and sid-
ings serve lndustrlal or busliness areas or perhaps an in-
dividual industry or business.

Belt routes or circumferential lines are developed

around urban areas. The belt route usually bisects all



radlal routes of the area and, at least theorically, makes
the lines of each rail company accessible to one another.
Therefore, these routesa provide for the movement of
traffic around an urban area and the interchange of cars
between rail companles.

Probable future trends 1n the relocatlion of lines,--Main

lines are one of the most difficult parts of a rall system
in the metropolitan area to relocate. Adjustments for

the elimination of curvatures or the improvement in

grades can be made, provided sultable land 1s avallable,
Marked relocation of a main line, however, wlll complete-
ly disJoint the attendant facilitles of terminals and
yards. Therefore, the relocatlon of railrocad main lines
in metropolitan areas 1s dependent upon the relocation of
other facllitiles.

The relocation of branch lilnes, lead tracks, and
spur lines are not restricted by the same factors as maln
lines. The relocation or abandconment of these facilitles
1s dependent upon the continulng productivity of the

areas served.

Statlons

Stationa developed early in most cltles withln or
near the fringe of the developed area. Statlons are general-
ly consldered as elther passenger or frelght.

Passgenger stations are the focal polnts of lnter-

city passenger movement whether they are located 1in or near
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stock yards, icling facilities for perlishable frults and
vegetables, tank fields for petroleum products, grain
elevators, and facilitles for coal, lumber, and pulpwood.
Port citles have, in addition, speclal areas for handling
the interchange of freight between rail and water carrlers.

Probable future trends in the relocation of stations.--The

relocation of passenger statlon facilitiles as part of an
improvement program 1s compllicated by economlc and compet-
itive factors. Statlions have heen relocated 1ln the past,
and undoubtedly others will be relocated in the future;
however, each of the completed proJjects have overcome
delays and the future projects must do so. Many times
railroad dompanies are unwilling to relinquilish locations
that are felt to offer competitive advéntages. In
addition, rail companies are reluctant to lnvest funds

in new facilitles for operations that are presently
financial liabilities. The New Orleans proJect to
consolidate five terminals into a single union terminal,
for instance, required forty years of negotiatlions; the
Chattanooga project to relocate the Loulsville and
Nashville Passenger Station reguired twelve years of nego-
tiatlons; and the Chicago\project to consolidate passenger
stations is 1in the fiftietp year of negotiatibns. However,
the recently completed relocation projJect in Lakeland,

Florida requlred only fifteen months.



12

Desplite the decline in passenger buslness, the
convenlence and accesslbllity of a central location are
regarded as an advantage in competing with the automobille,
bus, and airplane for the overnight passenger buslness with-
in 300 to 400 miles of a particular location. In addition,
in the larger metropolitan areas the central location 1s
necessary for the thousands of dally commuters. Since
passenger stations represent enormous capltal investments
and the decline in passgenger traffic causes railroad
companies to be reluctant in investing funds for new facil-
itles, future relocatlon of passenger statlons appear to be
closely assoclated with governmental participation in
Tinancling the project.

On the other hand abandonments and direct sales of
facilities by raill companies apparently will increase in
the future. At present there are 23 rallroads attempting
to negotiate mergers.7 The completion of any of these
mergers should result in the abandonment of many duplicat-
ing facilities. In addition, the New York Central Railroad
has sold over 100 of the 406 8passenger statlona recently
put up for sale and the New York, New Haven, and Hartford
and the Pennsylvania Railroads have sold and anticilpate
selling additlonal stations in the future. It is posslble
other railroads will follow the disposal plan now being
carried out by the eastern railroads.

The competitive and economlc advantages of a central

location for freight stations have been greatly reduced.
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Less-than-carlocad-lot frelght shipments, which make up

the maln business of freight stations, have declined from
53 million ton miles in 1916 to 7 million in 1955.9 The
growth of trucking companies with cheaper door-to-door
service and more recently the pilggy-back lnnovation have
rendered many of the smaller frelght statlons unnecessary.
The development of highway and expressway facilities which
allow rapid dellvery of shipments should prompt the re-
lpcation of many freight stations and the direct abandon-

ment of many more.

Yards

The efficlent and economlcal operation of railroad
yards provides one of the greatest possibllities for savings
both in time and money for rall companies.

Primary classification and secondary yards are the
twoe principal types of railroad yards. Classification
yards recelve all incoming trains, princilpally frelght.
Here the cars are classified and assembled for movement,
whether to a local customer or to another city. In addition,
many rail companies locate maintenance and repalr shops in
the classification yards. Large tracts of land are required
to carry out these operations; therefore, of all the facili-
ties, the classification yards are the largest land users.

Secondary yards are much smaller than the primary
classification yards and usually more numerous. These

yards also serve as areas for the assembly and dispersal
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of frelght cars, primarily for customers withln the area.
Sometimes these yards are used for the storage of 1idle cars.

Probable future trends in the relocation of yards.--Perhaps

the force of gravity and the use of electronics wlll in-
fluence the size and location of railroad yards in the future.
Due to these developments plus the increased power of dlesel
englnes, many primary classificatlon yards have become Iin-
adequate in size. Frequently, the exlstlng yards cannot
be expanded because of adJjacent development.

Many existlng yards were designed for trains made
up of 40 to 50 cars. Today, wlth the increased diesel
power, trains can be made up of 150 to 250 cars., Because
the recelving and departure tracks of the classificatlon
yards are lnadequate lengths, many times the entire yard
operatlon 1s paralyzed during the assembly or classification
of these longer trains. All of thils results 1n delays
in operation., Withlin the newer yards of adequate slze,
equlpped wilth electronic controls, and using the newest
techniques, the operation of assembly and classification
1s much smoother. Frelghts entering the yards are
pushed up an artificial hump, uncoupled, then allowed to
roll into a skeln of classiflcation tracks. From a watch-
tower, the yardmaster presses buttons to gulde the free-
rolling cars automatically into new comblnatlon ready to
roll.lo This assures 1ncreased speed 1in operation and

reduced costs. Por example, the new yards of the
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Pennsylvanla Rallrcad in Conway, Pennsylvanla, which cost
35 million dollars, will save approximately 11 milllon
dollars a year 1n operating expenses and cut 24 hours from
the long haul freight schedule.ll

Greater areas are required to take advantage of the

tremendous reduction 1n operatlng costs made possible through
the utillzation of these modern technilques. Since urban
growth has placed restrictions upon the expansion of many
exlsting yards, 1t seems llkely that a number of relocation

projects involving yards will take place.

Conclusions

When railroads developed 1n most clties 1t was
essentlal to have many of the faclllties 1n a central
location. With the improvement in other forms of transport-
ation, however, the need and desirabllity of having rall
facilities in or near the downtown diminished. Perhaps
in the future many elements of the rall system will be
relocated on lands better sulted for present and future

rallroad operations.
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CHAPTER III
THE EFFECTS OF RAILROAD RELOCATION ON LAND USE

In the preceding chapter the growth of the rallroad
Industry was discussed. In addition, the elements of the
railroad system were 1identifled, including probable future
trends in the relocation of facilltles. This chapter will
include an investigation of both land-use developments on
abandoned lands and the uses that developed 1n the relocated
areas of some completed relocatlon projects., It will also
include a review of proposed reuses of ralilroad lands 1n
a number of citles planning to undertake relocation projects,
Alsoc the new land uses that have developed as a result of
the sale of station facilities 1n many eastern citles will

be surveyed.

Completed Projects

Clties made little effort to influence the reuse
of abandoned railrocad lands in early projects. More recent-
ly, however, the proper reuse of abandoned railroad lands
and the influence that these reuses exert upon the surround-
ing areas have been congidered. Perhaps the fundamental
difference, then, 1is the 1ncreased awareness of communitiles
and rallrocads of the improvements that can be made through

the proper reuse of the abandoned lands.,
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Cinclinnatl, Ohlo.--In 1933 the consolldation of five

passenger statlons into one union terminal was completed

in Cincinnati, The union termlnal was located one mile

west of the central business area on a site which had former-
ly served as a frelight yard. Thls proJject was initlated

and carried out by the six railroad companies serving the
area.

Apparently little consideratlon was given by the
clty to the reuse of the abandoned passenger stations.

All the stations were converted to other raiiroad uses
except the former Pennsylvanla Station. It was converted
to a truck terminal. Two of the former stations now used
for freight service will soon be demolilished for the
construction of a new expressway.

Until 1960 only a few significant land-use adjust-
ments had taken place around the Unlon Terminal. As shown
on Fig., 1, a post offlce and truck terminal had been located
ad jacent to the Cincinnati Terminal and a public.housling-
project had been developed along Lincoln Park Drive,. 1
Improvements now under way, however, will change the land-
use character of almost the entire surrounding area. The
slums south of the station are being cleared for industrial
redevelopment. The south-side of Lincoln Park Drive is
being cleared for public housing. And the area north of
the existing public-housing-project is belng developed
for co-operative housing.13 All of these improvements are

indicated on Fig. 1.



18

N
A
v
e
B
Y
vy
N
oA
L )" \_
! , y
ot ' i
b '1
i
0
| }‘|
1 |‘
‘ i

B {o UNDER

4 ,

A
‘gONoTRUC‘n@LI PUBLIC \.f'\_

| [ N 'l!
R o
N ‘g[ \iPOST, “TROCK | J’?’

' P T B

NI

““_“—I
L NCCLR P.IRK DHIVE____‘___
CL.EARED I HOUSING ‘K

NEW f" —CLAFE T
)

i

HOUSING

L

- T —GESTIT sSTI O

iy

FlG l. CINC[NNATI UNION TERM[NAL AREA



19

New Orleans, Louisiana.--In 1954 the New Orleans project to
consolldate five passenger statlons 1nto one union terminal
was completed., The five statiqns were located, at the time,
within the general vicinity of the central business district.
Unllike the Cincinnati project, both the clty and the eight
railroad companies serving the area, as a group, undertook
the relocation project. The Unicn Termlnal, located on the
edge of the central business area, is on the slte of a former
passenger station,

The resulting uses of the lands abandoned by the
rallroads have been, 1n most cases, determined by the
adjacent use, The Texas Pacific-Missourl Paclfic Depot
was located in a district zoned for light industrlal uses.
It is now used as a retall furniture outlet. The
Loulsville-Nashville Depot, also in a light industrial
district, has been converted to a furniture store. Plans
have been adcpted, however, to redevelop this area into
an International Port Complex with retail stores, offices,
and convention facilities., The Terminal Statlon was
formerly located in the Basin Street right-of-way. Since
the railroad relocation, the station has been democlished
and the land has been used as the street's medlan strip.
The former Unilon Stationuhas been demolished and the land
used for a parking lot.l

Since completion, there have been three major land-

use developments near the Union Terminal. A new post office
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and Federal bullding have been constructed to the north.
South of the station an expressway has been developed, part
of which 1s located on the abandoned rallroad right-of-way.
The remalning adjacent land continues to be 1n light
industrial use.

Philadelphlsa, Pennsylvania.--In 1952 the Pennsylvanla Rall.

road and the City of Philadelphla undertook Jointly the
project to remove from downtown the Pennsylvania Main line,
Broad Street Statlon, and the accompanyling yards. The re-
moval of the statlion and yards released 22 acres of land
for reuse. This project differs from the ones discussed
above 1n three ways: first, the area released for reuse
was substantlally larger and 1n slngle ownership; second,
the redevelopment of the railroad lands was coordinated
with an adJacent redevelopment project; and third, although
the railroad retalned ownership of the land, the city took
an active part in determining the reuse of the land.

The former station slte was designated primarily for
commerclial and institutional uses. Thus far, approxlimately
one-half of the land 1s being used or 1s commltted for
use, Located in the area are 2 twenty-story office build-
ings, a 1,000.room hotel, and a transportation center com-
bining an underground bus terminal, a four-story parking
garage, and an eighteen-story office tower. 1In addition,

a li.acre underground shoppilng concourse has been created

which is avallable to thousands of rall, subway, and bus
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passengers uslng the center. The underground areas has
retall shops, landscaped gardens, courts, and a glass-walled
skating rink for winter recreation. The rink area during
the summer 1s used as an outdoor cafe, Commltted for future
development are two apartment bulldings, one of which is

to be the world's largest.

Penn Center 1s an example of the improvements
possible on abandoned railroad property with adequate plan-
ning. It also l1llustrates the results of cooperatlon between
a city and a ralilroad company.

Lakeland, Florlda.--A relocatlon project was recently

completed in Lakeland. The Atlantic Coast Line Raillroad
and the city Jointly partlcipated in the effort to relocate
the passenger and frelight statlions away from the congested
central city.

It is, of course, too soon to evaluate the develop-
ment around the new statlon, which has been relocated one
mile west of the city. Since 1t 13 a comblned passenger-
frelght facllity, it 1s possible the land adjacent to the
terminal will be developed for rallroad use.

The land vacated by the ralillroads and now owned by
the c¢lty 1s to be cleared of the rallroad facllities and
redeveloped. One of the initlal Improvements wlll be the
connection of two streets which previously ended at the
raillroad tracks. In addltlon, two other improvements are

to be made. First, the former freight-statlion site 1s to
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be redeveloped into a large parklng area. Second, the
former passenger statlon site 1s to be developed 1nto a
bus-transfer station. The transfer statlon wlll be an 1s-
land 16 feet wide and extendlng an entlre block. It will
include public restrooms and provide shelter for pedestrians.
As a result of these changes, an adjacent park 1s fo be
lmproved. A building in the park that presently contalns
publlic restrooms 1s to be demolished, which wlll provide
more openess. OQOther Iimprovements wlll be the installatlon
of fountains, walks, seats, and a new pavilion.

Visuallzed in the total plan for improving the
central area 1s both pedestrian and parking malls. The
parking mall is an area in which traffilic is allowed but in
one direction and at slow speeds. The malls will be comple-
mented by both through and collector routes around the area
with parking lots at designated 1ocations.15

This project illustrates the iImprovements that are
possible using a small statlon area. Perhaps in many smaller
cltles an opportunity to adequately reuse these small areas
can promote improvements for the entlre central business
district.

Other Completed Relocation Projec¢ts.--The previously cited

relocation projects have been major undertakings. Millions
of dollars have been required to finance each of them. In
every instance the project has 1nvolved facilities located

within the general vicilnity of the central business district.
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Other facllitles, however, are belng relocated. They are
usually somewhat removed from the central area. Many times,
however, rallroad companles retaln possession of these
abandoned lands. Thils 1s particularly true when the land
1s located 1ln areas zconed for industrial use. Usually the
rall company willl either lease the land for industrial de-
velopment or develop the land 1tself for industry. For
example, when the Atlantic Coast Llne Rallroad relocated
1ts rall yards in Atlanta, Georgia, the slte was cleared

of the tracks. Most of the land was sold to a large paper
company. A warehouse was constructed on the remalining land
for a large retall outlet. Similarly, a smaller L & N yard
was relocated 1n Nashville, Tennessee. Part of the vacated
slte 1s belng used for an 1ndustrial plant and the remaining
area for parking. It 1s likely, however, that the parking
will be discontlnued i1f the land 1s needed by an industry.

In other cases, rall companles relocate thelr offices
and abandon facilities that can easlly be converted for reuse,
For example, the City of Wilmington, North Carclina, recently
was glven four buildings when the Atlantic Coast Line Railroad
moved 1ts general offices to Jacksonville, Florida. One of
the bulldings 1s now belng used as c¢clty police headquarters.
The other three, however, are stlll vacant. At present the
continuation of the buildings is 1n questilon since6they are
located in an area under study for urban renewal.l In
Nashvllle the L & N abandoned three offlce builldings that

had formerly served the raillroad. These bulldings have
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been sold to an insurance company for reuse as business
offices.

Railroad rights-of-way are likewise sometlmes put to
other uses. In Boston, for 1lnstance, the clty purchased the
abandoned rilghts-of-way of the Boston and Albany Rallroad
for its rapld transit system. Also, the New Orleans express-

way 1s located on abandoned rights-of-way.

Proposed Projects

The proposed reuses of rallroad lands perhaps reflect
an lncreasing awareness by rallroads and cltles of the op-
pertunitles for improving many exlsting conditions through
the proper reuse of these lands. Unlike some of the completed
projects which were undertaken as a slngle program, the
future projects usually are a part of a long range compre-
hensive plan to improve the central business dlstrict.

Chattancoga, Tennessee.,.--An agreement between the clty and

the L & N and Scouthern Rallroads was made to remove the
Unlon Station facllitles from downtown Chattancoga. The
new passenger station 1s to be 1ln a locatlon that will
permit the removal of numerous grade crossings from the
central core.

A clvic center is planned for development on the
present site. The yard area north of the statlon 1s to
be zoned for light industry, whlch 1s the use designation

of the adjacent land. Apparently development within thils
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area wlll be determined by the future land needs for light
Industry.

An urban renewal project belng executed near the
rallroad lands will provide additlonal 1mprovements. The
expressway, commerclal, reslidentlal, and publlc faclilitiles
that will result from the urban renewal project and the
civlic center that will result from this rallroad relocation
wlll improve downtown Chattanocoga.

Chicago, Illinols..--The Development Plan For The Central

17
Area of Chlcago proposes major land use adJustments for

Chicago's central business dilstrict. Possibly the greatest
change will result from the recommended consolldation of
the South Side raillroad stations and the relocation of the
adJacent yards. Since a large part of the downtown land
area 1s now occupled by rallroad facillitles, thelr removal
and redevelopment would have a tremendous influence upon
the central city. In addition, 1t would permit commercilal
growth to the south of the Loop which has been blocked by
the railroad yards.

The proposed uses for the rallroad lands are compre.
hensive. The present sites of Grand Central and Dearborn
Stations together with the adjacent yards are deslghated
for the location of the University of Illinois 1n Chicago.
The adjacent land on the south and east of the proposed
130 acre campus 1s to be redeveloped for residential

purposes. LaSalle Statlion 1s to be redeveloped into a
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FIG. '
2. CHICAGO'S PROPOSED REUSE OF RAILROAD LANDS
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governmental center for federal offilces. The Illinois
Central frelght terminal and classificatlon yard between
Michligan Avenue and Lake Shore Drlve are also proposed to
be relocatéd. The new uses wlll be hotels and apartments
that overlook Lake Mlchigan.

The new termlnal for the consolldated passenger
service willl be located at the present site of the Unlon-
Northwestern Statlion. Thils development, however, will be
more than Just a passenger statlon. It 1s to be a trans-
portation center for the locatlon of all forms of transport-
ation. To be included, in addition to the railroad statilon,
are a downtown alrlines!' terminal, a hellport, a bus terminal
for the Chicago Translt Authorlty, and a large automoblle
parking garage.

The redevelopment plans for downtown Chlcago are not
little plans. They are long range plans to meet the future
needs of Chicago.

St, Petersburg, Florida.--Efforts are underway to revitalize
the core area of St, Petersburg. lgs polnted out in the

St., Petersburg Central Core Plan, relocating the rallroad

lines from the downtown 18 necessary for the successful
completion of the plan. Once the tracks have been removed,
a program to improve traffic circulation wlll begin. The
first step willl be to establish a one-way street system.
This temporary measure, it 1s hoped, will relieve much of

the present traffic congestlion during the development of a
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belt loop system around the central core. Nelther program
is now poasible because of the barriers created by the rail.
road rights-of-way.

The c¢ilty plans to acqulre the railroad passenger
statlon after train servlices have been discontinued. It
wlll be reused as a termlnal by the Munlelpal Transit
System. W1ith minor remodeling, the statlon would provide
shelter for bus passengers during inclement weather and
restrooms for both drivers and passengers.

Tusacon, Arlzona.--In 1955, the report Rallroad Relocatidn

19
and Track Depresslon proposed the relocation of the Sotuthern

Pacific Railroad facllitiles in Tuscon. The relocation would
enable the unification of the central area, which is now
gseparated by the railroad rights-of-way. It would also permit
the extenslon of streets that now dead-end at the railroad.
The value of additional footage that would be ecreated by the
relocatlon and the street extenslons was estimated at nearly
three million dolliars. Thils estimated value;, of course, was
based on commercial reuse, Fér the present, the city has
decided to abanden efforts to negotiate the"removal.of the

20
facilities.

Providence, Rhode Island.--Railroad relocation 1s part of
a long-range program for the improvement of downtown
Providence. In the recently completed study Downtown

: 21 ;
Providence 1970, 1t was proposed that the New Haven Rall-

road main line and passenger statlon, now located 1in the
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central core, be relocated on the northern edge of the
central business district. The new locatlon 1s to have ade-
quate parking and be convenlently connected to the downtown
and surrounding area by an expressway which will be partly
located on an abandon rights-.cof.-way. Other proposed land
uses 1n the area are the Unlversity of Rhode Island, a
parking garage, a heliport, and a hotel.

The reuse of the abandoned railroad lands will
comprlse an lmportant part of the over-all improvement plan.
The new uses, in addition to a variety of commerclal establlish-
.meﬁts, such as a department store and fashion center, will
be varied. Publlic uses in the area wlll include a sports
arena, exposition hall, and an office bullding. When the
entlre projJect 1s completed, silxty acres of the central

business district wlll have been completely redeveloped.

Reuse and Redevelopment of Statilons

In the past rallroad statlions have been converted
to other uses. TFor 1nstance, frelght depots have been re-
used as feed storés and asz storage builldings. Passenger
stations have been reused as lodge halls and as commercial
stores. In most cases these conversions have taken place
in smaller communitlies. There are, however, rallroad
companles in the eastern part of the United States that
are selling a number of stations. Many of these are located
in the central core of the larger metropolltan areas. It

18 the reuse of some of these stations that wlll be
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consldered here.

There is, of course, a dlfference between the re-
location of a statlon, as previously discussed, and the
sale of one. In relocatlion, facllitles and services are
removed to another site. Usually relocation projJects are
undertaken as a Jjoint effort elther by cooperating rail-
road companles or a local governing body and a rallroad
company or companies. A sale 1s somewhat different.
Usually it ié undertaken by the rail company owning the
site. Many times the rallroad service and facillities
remaln, usling only the space necessary to carry on buslness.
Other times the services are discontinued and the statlons
abandoned. The sale of abandoned rallroad stations is usually
made by rall companies to secure rellef from the high taxes
imposed upon the facilities.22 To lease-back space 1n a
statlon costs the rallroads less per year than the annual
taxes on the property.

Reuse With Railroad Facilitles.--Although a raillrcad company

might sell a statlon in fee simple, 1t sometimes reserves
the privilege of contlnulng operations. Where passenger
facilities are required, the purchasers usually furnish such
facilitles as heated and lighted waltlng rooms, tollet
facilitlies, and tigket offices.23 Generally the railroad
acquires a twenty year lease with optlon of renewal for

i1ts purposes.

Apparently the most favored uses 1n terminal retain.

ing traln services are retall establishments and business
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offices. When structures are built above the railroad
facilities, apartment buildings and motels are favored uses.
In Concord, New Hampshire, the passenger station and its

25 acres of land are to he redeveloped. In addition to the
needed rallroad facllities, there will be a shopping center
and offlce bullding located on the site. 2 In Boston, the
South Side Station is to be completely remodeled. On the
ground floor, in addltion to passenger facilitlies, wlll be

a group of retall stores, The upper floors are to be leased
for business offices, 2> The New York Central Rallroad has
sold its stations at Valhalla, Thornwood, Hawthorne, Brewster,
and Carmel in Westchester and Putman Countles of New York
State. The new owners plan to remodel each of these stations
to provide better facllitles for passengers. For added con-
venlence each station willl have a few retall stores and, in
some cases, a supermarket. 26 The Suburban Station in
Philadelphia was recently sold by the Pennsylvania Rallroad.
The passenger service willl be continued; however, 1t will

be carried on from a sub-level floor of a new 30 story apart-
ment building that 1s to be constructed over the statlon. o
Also, the Illinols Central has sold 1ts freight station 1n
downtown Chicago. A 20 story motel 1s to be constructed on
this raillroad land. 28 Perhaps one of the most elaborate
developments to be made on rallroad property 1s the new

office bullding in New York City. The new bullding will
replace the Grand Central Terminal Office Bullding. This



33

50 story structure will include, in additlion to office

space and termlnal facilities, three theaters, an exhlbition
area, a parking garage for 2,000 cars, and possibly a heli-
por't.gj+

Reuse Without Rallroad Facilifiles.--There seem to be various

reuses of station sites that have been sold 1n fee simple
without continuing rall services. In some cases, the exist-
ing structures are remodeled for other uses. 1In other
cases, the stations are demolished and the sites redevelop-
ed for a new use, Many exlsting structures have been reused
for such purposes as gasoline service stations, gift shops,
retall stores, and libraries. DMore specifically, the South
Chicago Street Statlion and suburban station in Phlladelphia
are now supermarkets., The Easton Raplds, Michigan Station
1s used as a seed store. In Briarcliff Manor, New York, the
former passenger station is now a public library. A newspaper
office now occupies the former passenger statlion in Waterburg,
Connecticut.3o The Rock Island Rallroad Accountlng Bullding
in Chicago has been donated to the Good W1ll Industries.
It will be converted to a workshop for the handicapped.31

The stations that are abandoned and sold 1n fee simple
give the purchasers more flexibllity in developing the sites.
Since most terminals are located Iin or near the central city,
they; in many instance, occupy valuable land that can be

redeveloped to provide needed services. The sale of these

sites glves both private investors and city governments an
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opportunity to provide many facllitles In the central area
that will add to the utllity and convenlence of the down.
town area.

In Cleveland, Ohlo, for 1lnstance, 1t has been pro-
posed that the unlion terminal, which 1s for sale, be purchased
by the city. It 1s suggested that thlg slte be used for the
location of a new convention hall to lncrease the city's
attraction as a convention center.32 Another slgnificant
development 1s proposed for the West 40th Street Freight
Station and 1ts yards that have been purchased on Manhattan
Island from the New York Central Rallroad. It 1s to be the
8lte of the world's largest motel.33 In Rochelle, New York,
a group of realtors has purchased the New Haven freight
statlon that 1s located in the buslness district. In an
attempt to lmprove the services of the central business
district, a 24_story urban shopplng center will be developed,
Including adequate girking facilitles and the amenltles of

proper landscaping.

Observations for Future Application

There are several lessons that can be learned from
the rallroad relocatlon proJjects dlscussed in this chapter.
First, the lesson that abandoned lands are reused more effect-
1vely when gulded by a comprehensive plan of development.
Second, the lesson that there are numerous possible reuses of
abandoned railroad lands and structures. Third, the lesson

that citles take an active part in the relocatlon of rallroad
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facilitles from the central business dlstrict and many times
designate the best reuse of these abandoned lands. And,
fourth, the lesson that urban renewal and relocation projects
can be used together to change the land-use character of an
entire area.

Railroad lands usually occupy valuable land within a
clty. Only in recent years, however, have clties attempted
to influence the reuse of these abandoned lands. Apparently
there 1s an increasing recognitilon of the use potentlal of
these lands, particularly when reused in accordance with the
comprehensive plan of the city. For instance, the reuses
planned for the rallroad lands in both Chicago, as discussed
on page 25, and Providence, discussed on page 28, were based
on comprehensive development plans, Ilncluding such aspects
as future land use, population, economy, transportation, and
community facilitles. In every case where the comprehensive
plan has established the framework for reusing abandoned
railroad lands, it has resulted in the Improvement or proposed
improvement of the entlre surrounding area. In Cincinnati
and New Orleans where the comprehensive plan apparently did
not establish a framework for reusing the abandoned rail-
road lands, there were no improvements in the surrounding
area.

There are a number of posslible reuses of abandoned
lines, stations, and yards. The rights-.of-way of abandoned

lines can be used for othef forms of transportation. The
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New Orleans expressway, discussed on page 19, 1s located
on abandoned rights-.cf-way, and the east-west expressway
proposed 1n Providence and shown on Flgure 3 will be located
on the New Haven Railrocad rights-of-way that 1s to be abandon-
ed. Boston has also used abandoned rights-of-way for transpor-
tatlen needs. A& rapld-translt line uses the former Boston
and Albany land. By using the abandoned rights-of-way New
Orleans and Boston reduced the rights-of-way costs of thelr
facilitles. In addltion, the use of the abandoned rights-
of -way reduced the cost of base materials for the expressway
and tracks of the rapld transit line. It 1s estlimated that
Providence wlll save approxlimately five million dollars by
using the abandoned railrocad rights-of-way.

Other uses should be made of abandoned rights-of-way
that cannot be utllized for other means of transportation.
In New Orleans the former rights-of-way of the Gulf, Mobile,
and Ohlo Rallroad were paralleled on elther side by Basin
Street. This land has been used as a grassed median strip
since the line was abandoned. There have been no indicatilons
1n the studles or reports of the other cilties 1ncluded in this
theslis that abandoned rights-of-way not sulted for other means
of transportatlon have been reused. The reuse of these lands
wlll prevent them from becomlng uncared for strips of land
that would be unsightly and detrimental to the area. Perhaps
the followlng suggested uses wlll be applicable In such cases.

Between residential and non-resldential uses, the abandoned
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rights-of-way may be 1ldeal for a buffer strip, Since rights-
of -way pass through developed and undeveloped areas, they

may be useful for utllity easements. In other cases the
abandoned rights-of-way cduld be sold or gilven to the adjJacent
property owners.

Stations may be reused 1n various ways. As dlscussed
on page 29, uses 1n additlon to those necessary for rallroad
operatlions may be established wilithin a station. Abandoned
railroad structures can be remodeled for new uses as were
the South Chlcago Statlon or others discussed on page 33.

In some cases the structures may be demolished and the land
redeveloped as was done 1in Lakeland and as proposed for the
Union Statlon in Chattanocoga. In other instances, the statilon
and 1ts adJacent yards may be redeveloped as in Philadelphla
and as 1s soon to be done 1n Chlcago and Providence. Discus-
slons of these proJects are included with this chapter,.

The reuse of an abandoned yard will be 1influenced
to a large extent by its locatlion. The New York Central and
I1linois Central yards are located on the edge of the Chicago
central business dlstrict. As shown on Filgure 2, the NYC
yvard has been designated for the future site of the University
of Illinois in Chicago and the IC yard is to be the locatlon
of high-rise apartment bulldings and hotels. The yards aban-
doned in Atlanta and Nashvllle, discussed on page 23, were
located away from the central area. These lands were used

for industrial purposes. It is significant that the reuse of
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yards located 1n central areas were planned by local planning
commissions, but the reuse of abandoned yards outslde these
areas were determined by the rallroads according to the zonlng
of the district in which the lands were located.

All the cltles dlscussed in thls chapter, except
Cincinnatl, have taken or plan to take an active part in
the relocatlon of railrcad facllitles from the central
buslness district. Usually citiles share part of the re.
location costs, as worked out with the rallroad companles.
In every instance, except.in New Orleans and Cincinnatl, the
local planning commlsslion has designated the best reuse of
the lands abandoned in the central area. In Lakeland, the
clty purchased the land and developed the uses that are dis-
cussed on page2l . 8St. Petersburg plans to purchase the aban-
doned rallroad station for reuse, as discussed on page 27.
In other cases, however, thelocal planning commissions have
planned the reuse of land that has or willl remain in private
ownership, PFor instance, both the use and site plan of the
railroad land abandoned in Philadelphia, discussed on page 20,
were prepared by the local planning commisslon at the request
of the rallroad éompany. This cooperation between the clty
and rallroad has resulted in a reuse of the railroad land
profitable for both partles. The offilclals of the New Haven
Rallrocad have agreed to allow the cilty planning commission
of Providence to determine the best reuse of thelr property
that 1s to be abandoned. Perhaps thls agreement will be as

successful as the one on Philadelphia.
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Urban renewal can be used on the lands adJjacent to a
relocation project to completely adjust the land-use character
of the entire area. The reuse of the Phlladelphla Broad Street
Station and its yards, discussed on page 20, was complemented
by the uses within an adJacent urban-renewal project. These
two improvements have completely changed the land use 1n the
area and glven downtown Philadelphia added vitality. Urban
renewal wlll also be uged 1n Chicago to improve the land ad-
Jacent to the yards proposed to be relocated. Since the NYC
yard 1s deslpgnated for the site of the university, a proposal
has been made to redevelop the adJacent land for apartment
facilitles. The area 1s shown on Flgure 2. The improvement
of both areas willl completely alter the land-use pattern south
of the Loop. Also an urban-renewal proJject 1s now underway
adjacent to the Chattanooga Station that 1s to be relocated.

In summary, 1t has been demonstrated that through
adequate planning for the proper reuse of abandoned rallroad
properties, a clty has, perhaps, one of 1ts few opportunltiles
to correct many physical features that have been rendered

obsolete through technological Improvements.



40

CHAPTER IV
CONCLUSIONS AND RECOMMENDAT IONS

It 1s becomlng evldent that passenger and frelght
stations, 1n many inatances, can be operated more effective-
1y and more economically in locatlons outside the central-
business district. Also, 1t has been demonstrated that
classification yards of sufficlent size and with electri-
cally controlled equipment can reduce both yard-operating
costs and freight_-shippling schedules. In many cases exist-
ing classification yards are too small and lack the equlp-
ment necessary for thls effectlive operation. Because of
ad Jacent develcopment 1t is frequently impossible to enlarge
many of them. In the future, therefore, railroad companies
will probably relocate many of their'facilities and, 1in so
dolng, abandon lands ¢an be put to new uses.

Railroad structures will be avallable for new or
additional uses in the future. Many rallroad stations are
good locatlions for commercial uses oriented to the service
of passengers using the stations. Since rallroad are attempt-
ing to reduce expenses they are often lnterested 1n leasing
gpace in stations not needed for their operations. Also,
the consolidation of railroad companies, which should
increase in the future, wlll result in the abandonment of

a number of stations that can be converted toc new uses.
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As clearly shown by the examples included in this
thesls, the only way to adequately determine the reuse of
abandoned rallrcad sftructures and lands is through adequate
planning within the framework of a comprehenslve development
plan for the clty. Also, these examples have demonstrated
that through the use of informal agreements between the
city and the rallroad company, abandoned lands can be used
in a manner that willl benefit both parties.

A clty should particlipate in flnancing the relocation
of rallrocad facllities that will free land needed by the
communlity for additional services and facillities. Other
relocations, of course, should be entirely the responsibll-
ity of the railroads. In either case, however, the local
planning commission should partlclpate in determining the
best reuse of land in accordance with the comprehensive plan
of the city.

It would be desirable to use urban renewal whenever
needed as a method to adJust adjacent land uses and to
supplement the reuse of abandoned rallroad lands for the
improvement of the entire area.

The opportunity to reuse abandoned rallroad lands and
structures will prove invaluable to many citles, particularly
the reuse of land in densely developed areas. It is hoped
this thesls has served two functlons: one, thaf it has
created an awareness of the use possibilitlies present 1in
abandoned railrocad properties; and two, that 1t has indicated

the benefits of adequately planning for thelr development.
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