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original plus 10 copies. Public comments should i ibmitted in
writing to the address listed below no later than M .ch 12, 1998
to considered:

Office of the Secretary

Case Control Unit - Room 715
Finance Docket No. 32760
Surface Transportation Board
1925 K Street NW

Washington DC 20423-0001

In the lower left-hand corner or the envelope indicate:

Attention: Elaine K. Kaiser
Chief, Section of Environmental Analysis
Environmental Filing - Reno FMP

FOR FURTHER INFORMATION CONTACT: Harold McNulty, Section of
Environmental Analysis, Suite 500, Surfgce Transportation
1925 K Street NW, Washington DC 20423 565-15
the hearing impaired: (202) 565-169
/
Vernon A." WIlliams
Secretary




10-feb-1998

E‘:A HOUSE COUNSEL
LASTICS CORP.

TREE HILL ROAD

ON 07039 US

ABELLO,
NE AMERICA,

PRESIDENT
INC.

35 Yf,JTAAN AVENUE

HILL NJ 07974 US

JR.
CENTER
-~ BULITE 7

VON BERNUTH
i PACIFIC CORP.
H hPTCN AVENUES

1CC FD 3276

0

0

UNION PACIFIC CORPORATION, UNION P

KEN WILSON
282 BALDWIN AVE

HASBROUCK HEIGHTS NJ 07604-2304 U

TINA MASINGTON, PLAN. ANAL.
"K" LINE AMERICA, INC.

535 MOUNTAIN AVENUE

MURRAY HILL NJ 07974 US

JOHN F. MCHUGH

MCHUGH & SHERMAN

20 EXCHANGE PLACE 51ST FLOOR
NEW YORK NY 10005 US

RICHARD J. RESSLER

UNION PACIFIC CORP.
EIGHTH AND EATON AVENUES,
c~THLEHEM PA 18018 US

MARTIN

“DAQQ

RICHARD H. GROSS
3801 WEST CHESTER PIKE
NEWTOWN SQUARE PA 19073 US

LARRY T. JENKINS

ARCO CHEMICAL COMPANY

3801 WEST CHESTER PIKE

NEWTON SQUARE PA 19073-3280 US

EDWARD B. HYMSON
CONRAIL
2001 MARKET STREET 16-A

VAV S

PHILADELPHIA PA 19101-1416 US

CONSTANCE L. ABRAMS

CONSOLIDATED RAIL CORP.

2001 MARKET STREET 16-A, TWO COMM
PHILADELPHIA PA 19101-1416 US

JOHN L ABBOTT

FMC CORPORATION

1735 MARKET STREET
PHILADELPHIA PA 19103 US




10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

CHARLES N. BEINKAMPEN
GRIFFIN, EWING DUPONT SOURCING
I' MINER STREET 1007 MARKET STREET, ROOM B-6236-A
STER PA 19381-0796 US WILMINGTON DE 19898 US

D JONES MARTIN W. BERCOVICI
HECKMAN KELLER & HECKMAN
ST NW STE 500 WEST 1001 G ST NW SUITE 500 WEST
IGTON DC 20001 US WASHINGTON DC 20001 US

J. BEHR ROBERT L. MCGEORGE
& HECKMAN U. S. DEPT. OF JUSTICE, ANTITRUST
555 4TH STREET N W RM 9104
20001 WASHINGTON DC 20001 US

LOUIS P WARCHOT

ASSOCIATION OF AMERICAN RAILROADS
50 F STREET NW

WASHINGTON DC 20001 US

DONALD F GRIFFIN

BROTHERHOOD OF MAINTENANCE OF WAY
10 G STREET NE STE 460

WASH DC 20002 US

- R. MARK SCHECTER
EDMOND, ET. Al HOWREY & SIMON
J 1TH 1299 PENNSYLVANIA AVE N W
WASHINGTON DC 20004 US

ROBERT M. BRUSKIN, ESQ.
HOWREY & SIMON

1299 PENNSYLVANIA AVE NW
WASHINGTON DC 20004 1JS

= X
A

AnHO
N T

o In

GE W MAYO JR
& HARTSON L.L.P.
IIRTEENTH STREET NW
IINGTON DC 20004-1129 US

ROSEMARY H. MCENERY

HOWREY & SIMON

1299 PENNSYLVANIA AVE N W
WASHINGTON DC 20004-2402 US

Standing sel
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UNION PACIFIC CORPORATION, UNION P

I, JOSEPHS
HOWREY & SIMON
1299 PENNSYLVANIA AVE N W

WASHINGTON DC 20004-2402 US

S WILLIAM LIVINGSTON JR
COVINGTON & BURLING

P O BOX 7566

1201 PENNSYLVANIA AVE NW
WASHINGTON DC 20004-7566 US

MICHAEL MATTIA

INSTITUTE OF SCRAP RECYCLING INDUSTRIES,
1325 G STREET NW STE 1000

WASHINGTON DC 20005 US

EDWARD WYTKIND, EXECUTIVE DIRECTOR
LARRY J WILLI ESQ TRANSP TRADES DEPT
VERMONT AVENUE, NW STE $S00

20005 US

T AAA
{

1 TTT AT ™7
WASHINGTO! LDC

AT
1IOLM

SANDERS LI
STREET, N.

HINGTON DC 2000

MORENO
\ CLEARY WOOD MASER
i YORK AVENUE N W,

DC 20005-3934

SUITE

Ty
US

WILCOX
CLEARY,WOOD &
NW.,

MASER

STE.

ATLIEE APABLS B CTERTTTE
NEW YORK AVENUE,
A -~

AL ANT LVIN

PATTERSON
NW STE

INC.

AFLCI

CHARLES W. LINDERMAN
701 PENNSYLVANIA AVE NW,
WASHINGTON DC 20004-2696

5TH FLOO
iJS

RICHARD H. STREETER

BARNES & THORNBURG

1401 I STREET NW SUITE 500
WASHINGTON DC 20005 US

PAUL C. OAKLEY

WEINER, BRODSKY, SIDMAN & KIDER
1350 NEW YORK AVENUE NW SUITE 800
WASHINGTON DC 20005 US

WILLIAM A. MULLINS

TROUTMAN SANDERS LLP

1300 I STREET NW SUITE 500 EAST
WASHINGTON DC 20005-3314 US

FRITZ R KAHN
1100 NEW YORK AVENUE NW SUITE 750
WASHINGTON DC 20005-3934 US

NICHOLAS J. DIMICHAEL

DONELAN, CLEARY, WOOD & MASER, PC
1100 NEW YORK AVENUE N W STE 750
WASHINGTON DC 20005-3934 US

JOHN K MASER III
DONELAN, CLEARY, WOOD, MASER

1100 NEW YORK AVE NW SUITE 750
WASHINGTON DC 20005-3934 US

ANDREW P. GOLDSTEIN
MCCARTHY, SWEENEY ET AL.
1750 PENNSYLVANIA AVE NW
WASHINGTON DC 20006 US

ANNE D. SMITH

WHITE & CASE

1747 PENNSYLVANIA AVENUE N W
WASHINGTON DC 20006 US

02/10/1998 Standing selected: 'ALJ',

'GOV'!
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UNION PACIFIC CORPORATION, UNION P

KATHR;A KUSSKE

MAYER, BROWN & PLATT
2000
WASHINGTON DC 20006 US

LAURENCE R. LATOURETTE
PRESTON GATES ELLIS ETAL
1735 NY AVE NW SUITE 500
WASHINGTON DC 20006 US

KRISTA L. EDWARDS
SIDLEY & AUSTIN
1722 EYE STREET N W

WASHINGTON DC 20006 US

PLUMP

SCOUTT & RASENBERGER. LLP
NW, STE. 600

20006 US

ANDREW R.
ZUCKERT,

888 1718 5%,
WASHINGTON DC

JANICE G BARBER

MAYER BROWN & PLATT

2000 PENNSYLVANIA AVENUE NW
WASHINGTON DC 20006 US

ALBERT

AT T

B KRACHMAN
BRACEWELL & PATTERSON LLP
2009 K ST NW STE 500

PAVAVEY
WASEINGTON DC 20006-~1872 US

J CALDERWOOD

ZUCKERT, SCOUTT

888 17TH STREET NW, SUITE 600
WASHINGTON DC 20006-3939 US

JAMES A

ALLEN
(ER SCOUT, RASENBERGER
17TH STQEE N W STE 600

006-3939 US

ALICIA M SEPFATY
HOPKINS & b’ TER
16TH STREET NW

16T
20006-4103

INGTON DC

'Z"'C -

Us

WASH

& RASENBERGER, L.L.

PENNSYLVANIA AVE N W SUITE 6500

|

ROY T. ENGLERT, JR

MAYER, BROWN & PLATT

2000 PENNSYLVANIA AVE N W SUITE 6
WASHINGTON DC 20006 US

ADRIAN L. STEEL, JR.

MAYER, BROWN & PLATT

2000 PENNSYLVANIA AVE N W SUITE 6
WASHINGTON DC 20006 US

TERRY L. CLAASSEN

CORN REFINERS ASSOC, INC.
1701 PENNSYLVANIA AVENUE NW
WASHINGTON DC 20006 US

JAMIE PALTER RENNERT
HOPKINS & SUTTER

888 SIXTEENTH STREET NW
WASHINGTON DC 20006 US

ROBERT P VOM EIGEN

HOPKINS AND SUTTER

888 16TH STREET N W STE 700
WASHINGTON DC 20006 US

ERIKA Z JONES

MAYER BROWN & PLATT
2000 PA AV NW

WASH DC 20006-1882 US

JENNIFER P OAKLEY

ZUCKERT, SCOUTT & RASENBERGER
828 SEVENTEENTH ST NW, STE 600
WASH DC 20006-3939 US

JOHN V. EDWARDS, ESQ
ZUCKERT, SCOUTT ET AL.

888 17TH STREET N W STE 600
WASHINGTON DC 20006-3939 US

CHARLES A SPITULNIK
HOPKINS & SUTTER

888 SIXTEENTH ST NW
WASH DC 20006-4103 US

Stawclng selected:

'ALJ',

N,

MOC', *POR'




-feb-1998 ICC
KALISH
ETFENEY & HARKAWAY
LVANIA AVE NW
N D” 20006-4502 US

ANTHC :\ " G

MCMAHON

I, BROWN ETAL
2828 PA AVn NW STE 203
WASHINGTON DC 20007 US

'IRGINIA R METALLO
K ST NW SUITE 400
SHINGTON DC 20007 US

WHITE, JR.
KHARASCH & GARFINKLE, P.
HIRTY-FIRST STREET NW
N DC 20007-4492 US

DR

GREENE
CONNECTICUT AVE \WSTE 1200

NGTON DC 20009-572 A
DC 20UV~ <8 UD

‘& N
ETAL
NW

AVE

FD 32760 O

Cs

UNION PACIFIC CORPORATION, UNION P

TERENCE M. HYNES
SIDLEY & AUSTIN
1722 EYE STREET NW

WASHINGTON DC 20006-5304 US

JAMES F RILL

COLLIER SHANNON RILL & SCCTT
3050 K STREET NW SUITE 400
WASHINGTON DC 20007 US

EDWARD D. GREENBERG

GALLAND KHARASCH & GARFINKLE P C
1054 THIRTY-FIRST STREET NW
WASHINGTON DC 20007-4492 US

MICHAEL F MCBRIDE

LEBOEUF LAMB GREENE &
1875 CONNECTICUT AVENUE NW
WASHINGTON DC 20009 US

MACR

LINDA K. BREGGIN, ESQ.

LEBOEUF, LAMB, GREENE, ET AL
1875 CONNECTICUT AVENUE N W
WASHINGTON DC 20009-5728 US

JOHN D HEFFNER ESQ

REA CROSS & AUCHINCILOSS
1920 N STREET NW SUITE 420
WASHINGTON DC 20036 US

JOHN M. CUTLER, JR.

MCCARTHY SWEENEY HARKAWAY

1750 PENNSYLVANIA AVE N W SUITE 1
WASHINGTON DC 20036 US

GERALD P. NORTON

HARKINS CUNNINGHAM

1300 NINETEENTH STREET, NW STE.
WASHINGTON DC 20036 US

PATRICIA E. (DIETRICH) KOLESAR
SLOVER & LOFTUS
1224 SEVENTEENTH ST NW

WASH DC 20036 US

Standing selected:

'ALJ

i I

'MOC', 'POR'




FD 32760 0

UNION PACIFIC CORPORATION, UNION

SUSAN B GERSON

GRAHAM & JAMES, LLP

2000 M STREET NW STE 700
WASHINGTON DC 20036 US

WIMBISH, ESQ.

CROSS & AUCHINCLOSS

SEVENTEENTH ST NW
WASHINGTON DC 20036 US

& LOFTUS
17TH STREET N W
SHINGTON DC 20036 US

CUNNINGHAM
NS CUNNINGHAM

NW

SERVICE LIST FOR: 10-feb-1998 ICC

CHRISTOPHER A. MILLS
SLOVER & LOFTUS

1224 SEVENTEENTH STREET NW
WASHINGTON DC 20036 US

THOMAS LAWRENCE III
OPPENHEIMEP WOLFF, ETC

1020 - 1S1H STREET NW STE 400
WASHINGTON DC 20036 US

RICHARD S. EDELMAN

HIGHSAW MAHONEY CLARKE

1050 SEVENTEENTH STREET N W, SUIT
WASHINGTON DC 20036 US

WILLIAM G. MAHONEY

HIGHSAW, MAHONEY & CLARKE

1050 SEVENTEENTH STREET NW SUITE
WASHINGTON DC 20036 US

GORDON P. MACDOUGALL
1025 CONNECTICUT AVE NW SUITE 410
WASHINGTON DC 20036 US

JOEL A RABINOVITZ

HARKINS CUNNINGHAM

1300 19TH STREET NW SUITE 600
WASHINGTON DC 20036-1609 US

JOSEPH L LAKSHMANAN
1300 19TH STREET NW, SUITE 600
WASHINGTON DC 20036-1609 US

JOHN WILL ONGMAN

PEPPER HAMILTON SCHEETZ
1300 NINETEENTH STREET N W
WASHINGTON DC 20036-1685 US

TIMOTHY M WALSH

STEPTOE & JOHNSON

1330 CONNECTICUT AVENUE N W
WASHINGTON DC 20036-1795 US

Standing selected:

VAL GOV MO Tt POR




SERVICE LIST FOR: 10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

SAMUEL M SIPE JR
E & JOHNSON
3( INECTICUT AVENUE N W
HINGTON DC 20036-1795 US

LESEUR
R & LOFTUS

KEVIN M SHEYS

OPPENHEIMER WOLFF & DONNELLY
NINETEENTH STREET N W SUITE 400

WASHINGTON DC 20036-6105 US

SCOTT N. STONE

PATTON BOGGS L.L.P.

2550 M STREET NW 7TH FLOOR
WASHINGTON DC 20037-1346 US

MICHAEL BRESSMAN
WIL! CUTLER PICKERING
2445 M STREET N W

G RTINS wh o gk e
WASHINGTON DC 20037-

WILLIAM J KOLASKY JR
WILMER CUTLER & PICKERING
2445 M STREET NW

WASH DC 20037-1420 US

BETTY JO CHRISTIAN

STEPTOE & JOHNSON

1330 CONNECTICUT AVE NW
WASHINGTON DC 20036-1795 US

PAUL H. LAMBOLEY

1020 NINETEENTH STREET, N.W.,

WASHINGTON DC 20036-6105 US

A STEPHEN HUT JR

WILMER CUTLER & PICKERING
2445 M ST NW

WASHINGTON DC 20037 US

DANIEL K. MAYERS

WILMER CUTLER PICKERING
2445 M STREET N W
WASHINGTON DC 20037-1420 US

LI M. STOEPPELWEPTH
WILMER CUTLER PICKERINT
2445 M STREET N W
WASHINGTON DC 20037-1420 US

DAVID H. BAKER

HOLLAND & KNIGHT

2100 PENN AVE NW ST 400
WASHINGTON DC 20037-3202 US

J MICHAEL HEMMER

COVINGTON & BURLING

1207 PENNSYLVANIA AVENUE NW
WASHINGTON DC 20044 US

ARVID E ROACH II

COVINGTON & BURLING

PO BOX 7566

1201 PENNSYLVANIA AVE N W
WASHINGTON DC 20044-7566 US

MICHAEL ROSENTHAL

COVINGTON & BURLING

P O BOX 7566

1201 PENNSYLVANIA AVE N W
WASHINGTON DC 20044-7566 US

STE

Standing selected: 'ALJ', 'GOV'




10-£eb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

STOMMES, DIRECTOR, T&M DIVISION
URAL MARKETING SERVICE, USDA
96456
N\ DC 20090-6456 US

SANDERSON

E FEDERAL ACTIVITIES
’IRONMENTAL PROTECTION AGENCY
DC 20460 U

J. ROBERT KERRY
JTA;ES SENATE
> UsS

O
Nn4g

HON. JEROME NELSON
FERC (LJ-2)

888 1ST STREET N E
WASHINGTON DC 20426 US

HON JOHN GLENN
UNITED STATES SENATE
WASHINGTON DC 20510 US

HON. DAN COATS
UNITED STATES SENATE
WASHINGTON DC 20510 US

HON CONRAD RURNS
UNITED STATES SENATE
WASHINGTON DC 20510 US

HONORABLE DON NICKLES
U. S. SENATE
WASHINGTON DC 20510 US

HON. PHIL GRAMM
UNITED STATES SENATE
WASHINGTON DC 20510 US

HONORABLE RICHARD BRYAN
UNITED STATES SENATE
WASHINGTON DC 20510 US

HON. CHRISTOPHER S.
UNITED STATES SENATE
WASHINGTON DC 20510 US

BOND

HONORABLE HARRY REID
UNITED STATES SENATE
WASHINGTON DC 20510-0001 US

Standing selected:

'ALJ',

"GOV,

IMOC'; 'POR
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AMPBELL HONORABLE RICHARD J DURBIN
D STATES SENATE UNITED STATES SENATE
INGTON DC 20510-0605 U WASHINGTON DC 20510-1304 US

CHARLES E. £ HONORABLE JOHN BREAUX
SENATE UNITED STATES SENATE
20510-1501 US WASHINGTON DC 20510-1803 US

HON. TOM EWING
UNITED STATES HOUSE OF REPRESENTA
WASHINGTON DC 20515 US

HONORABLE FRANK MASCARA
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

PJ‘\ WURT*A HON MARCY KAPTUR
PRESENT ES U S HOUSE OF REPRESENTATIVES
}fﬁf\'“'f?!\' DC “JSl, U WASHINGTON DC 20515 US

HONORABLE LLOYD DOGGETT
U. S. HOUSE OF REICRESENTATAIVES
WASHINGTCN DC 20515 US

%”V JOHN TANNER
US HOUSE OF REPRESENTATIVES

DC 20515 US

HONORABLE DAVID MINGE
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON TOM DELAY
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

Standing selected:




LIST FOR: 10-feb-1998 ICC FD 22760 0 UNION PACIFIC CORPORATION, UNION P

PAUL MCHALE HONORABLE TIM HOLDEN
. S. HOUSE OF REPRESENTATIVES U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US WASHINGTON DC 20515 US

E MIKE DOYLE HONORABLE FRANK D. RIGGS
. HOUSE OF REPRESENTATIVES U. S. HOUSE OF REPRESENTATIVES
NGTON DC 20515 US WASHINGTON DC 20515 US

ES W. STENHOLM HONORABLE ZOE LOFGREN
QEPRLQLV*A IVES US HOUSE OF RESPRESENTATIVE
515 US WASHINGTON DC 20515 US

IONORABLE XAVIER BECERRA HONORABLE LUCILLE ROYAL-ALLARD
""" SE OF REPRESENTATIVES US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 U WASHINGTON DC 20515 US

HCNORABLE PETE STARK
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

—
S

o B

HONORABLE TOM LANTOS
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

LC\V&A"'E KEN CALVERT,
U OF REPRESENTATIVES
wAbr-ﬂQTDN DC 20515 US

\‘RA;~E CHRISTOPHER COX,
HOUSE OF REPRESENTATIVES

SHINGTON DC 20515 US

SRLNGLIUVUN UC 2420

NDANA ROHRABACHER
REPRESENTATIVES

11€
o

'MOC', 'POR'
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UNION PACIFIC CORFOKATION, UNION P

. HOWARD P. BUCK MCKEON,
SE OF REPRESENTATIVES
)N DC 20515 US

. EDWARD R. ROYCE
HOUSE OF REPRESENTATIVES
RC 20515 UB

KIM
HOUSE OF REPRESENTATIVES
HINGTCON DC 20515 US

JULIAN DIXON
JS H OF REPRESENTATIVES
WASHINGTON DC 20515 US

POMEROY

OF

HONORABLE BRIAN P. BILBRAY
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE KAREN MCCARTHY
U. §. HCUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE °*HIL ENGLISH
HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE JAY DICKEY
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE GEORGE GEKAS
ATTEN: TOM SANTANIELLO
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE DONALD M. PAYNE
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON. MARTIN OLAV SABO
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON. JOE BARTON
UNITED STATES HOUSE OF REPRESENTA
WASHINGTON DC 20515 US

HON. ESTEBAN E TORRES
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

Standing selected: 'ALJ',6 'GOV', 'MOC', 'POR'
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UNION PACIFIC CORPORATION, UNION P

C 20515 UB

HONORABLLE GENE GREEN
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON. JAMES L. OBERSTAR
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

JERRY LEWIS
S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

MICHAEL OXLEY
J. 8. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE RON PACKARD
U. S. HOUSE OF REPRESENTATIVES
WASH DC 20515-0548 US

{{ONORABLE TODD TIAHRT
HOUSE OF REPRESENTATIVE
WASHINGTON DC 20515-1004 US

5S

;SE OF REPRLSENTATI E
S

'.:.'Aér.-I\.CT ON DC 20515-1805 U

W J (BILLY) TAUZIN
ROY WILLIS
SE OF REPRESENTATIVES
N DC 20515-2601 US

HONORABLE WALLY HERGER
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON. IKE SKELTON
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON. HENRY B. GONZALEZ
UNITED S."ATES HOUSE OF REPRESENTA
WASHINGTCW DC 20515 US

HONORABLE CEORGE E. BROWN, JR.
UNITED STATES HOUSE OF REPRESENTA
WASHINGTON DC 20515 US

EONORABLE RONALD V. DELLUMS
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE SCOTT MCINNIS
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-0603 US

HONORABLE SAM BROWNBACK
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-1602 US

HONORABLE GEORGE MILLER

ATT: GARY BLAND

U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-2307 US

HONORABLE JOHN ENSIGN
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-2801 US

S*andlng sele;ted AL, "GOV, IMOC” '  FOR '’




LIST FOR: 10-feb-1998 ICC

> B ANDREWS
OF REPRESENTATIVES
I DC 20515-3001 US

FRANK D. LUCAS
. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-3606 US

HONORABLE CHAKA FATTAH
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-3803 US

JON CHRISTENSEN
.S. HOUSE OF REPRESENTATIVES
NASHINGTON DC 20515-4155 US

2

» (1] ()
w Zm
ol |
>y
2= 0O
0 H I
<
m Wn
n O
2
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Standi

FD 32760 0

UNION PACIFIC CORPORATION, UNION P

HONORABLE SHERROD BROWN
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-3513 US

HONORABLE THOMAS M. FOGLIETTA
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-3801 US

HONORABLE CURT WELDON
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-3807 US

HONORABLE WILLIAM M (MAC) THORNB
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-4313 US

HON. HENRY BONILLA
US HOUSE REPRESENTATIVES
WASHINGTON DC 20515-4323 US

ROGER W. FONES

US DEPT. OF JUSTICE

325 7TH STREET N W SUITE 500
WASHINGTON DC 20530 US

PAUL SAMUEL SMITH

US DEPARTMENT OF TRANSPORTATION
400 SEVENTH STREET SW
WASHINGTON DC 20590 US

MITCHELL M. KRAUS

TRANSPORTATION -COMMUNICATIONS IN
3 RESEARCH PLACE

ROCKVILLE MD 20850 US

CONSTANCE H. PIERCE
CONSTELLATION COMPANIES
250 WEST PRATT STREET
BALTIMORE MD 21201-2423 US




LIST FOR: 10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

PETER Q. NYCE, JR.
181 U. S. DEPARTMENT OF THE ARMY
N VA 22202 US 901 NORTH STUART STREET
ARLINGTON VA 22203 US

NAL INDUSTRIAL TRANSPORTATION LEAGUE THOMAS E. SCHICK
RTH MOORE STREET, SUITE 1900 CHEMICAL MANUF. ASSOC.
I VA 22209 US 1300 WILSCN BOULEVARD
ARLINGTON VA 22209 US

YA”KQPV, JR. GERALD W. FAUTH, III
g v G. W. FAUTH & ASSOCIATES INC.
116 SOUTH ROYAL STREET
ALEXANDRIA VA 22314 US

PETER J SHUDTZ2

CSX CORPORATION

902 E CARY ST 1 JAMES CENTER
RICHMCOND VA 23119 US

J. COONEY ROBERT S. KOMPANTY
SOUTHERN CORP. 720 THIMBLE SHOALS BLVD, SUITE 13
COMMERCIAL PLACE NEWPORT NEWS VA 23608-2574 US
LK VA 23510-2191 Us

GREGORY M. VINCENT, VICE PRESIDEN
TENNESSEE VALLEY AUTH

LOOKOUT PLACE 1101 MARKET STREET
CHATTANOOGA TN 37402 US

EDWARD S. CHRISTENBURY
400 WEST SUMMIT HILL DRIVE
KNOXVILLE TN 37902 US

R. L. YOUNG

P O BOX 700

ONE MEMORIAL DRIVE
LANCASTER OH 43130-0700 US

HONORABLE JCHN GLENN

U. &. SENATE ATTN: ANISA BELL
PLAZA O‘ N HIGH STREET S-600
43215 US COLUMBUS OH 43215-2408 US

Standing selected: 'ALJ','GOV', 'MOC', 'POR'




ST FOR: 10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

. BRILEY DANIEL R ELLIOTT 5 9 5

, LOOP & KENDRICK UNITED TRANSPORTATION UNION
HOUSE SQUARE - 1000 JACKSON 14600 DETROIT AVINUE
H 43624 US CLEVELAND OH 44107 US

'ON J MILLER, III, GENERAL COUNSEL RONALD P MCLAUGHLIN

ED TRANSPORTATION UNION BROTHERHOOD OF LOCOMOTIVE ENGINEE
600 DETROIT AVENUE 1370 ONTARIO ST STAN BLDG
VELAND OH 44107-4250 US CLEVELAND OH 44113-1702 US

""AR: . KERTH, TRANS. MGR. MICHAEL P. FERRO
HAMPION INTERNAT'L CORP MILLENNIUM PETROCHEMICALS, INC.
"L KNIGHTSBRIDGE DRIVE 11500 NORTHLAKE DRIVE

HAMILTON OH 45020-0001 US CINCINNATI OH 45249 US

7C~ A. KLIMEK HON JEFF SMITH
LAND STEEL CITY OF KENDALLVILLE
WATLING STREET 234 S MAIN STREET
CHICAGO IN 46312 US KENDALLVILLE IN 46755-1795 US

 E. LARRY B. KARNES
HEMICAL COMPANV TRANSPORTATION BUILDING
W‘AHAQU H DOW CENTER PO BOX 30050
Uus 425 WEST OTTAWA
LANSING MI 48909 US

F JACKSON P C HENDRICKS
LINCOLN WAY STATE LEGISLATIVE DIRECTOR UTU
IA 50010 US 313 E 57TH STREET
DES MOINES IA 50309 US

HONORABLE CHARLES E. GI ‘ EDWIN C JERTSON
UNITED STATES SENA INTERSTATE POWER CO
WALNUT STREET PO BOK 769
S MCINES IA 5030 U 1000 MAIN STREET
DUBUQUE IA 52004 US

-

PHILIP D. WARD, ET AL.

¥ O BOK -abl

200 FIRST STREET SE

CEDAR RAPIDS IA 52406-0351 US
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WILLIAM R. KNIGHT
WISCONSIN POWER & LIGHT

P O BOX 192

222 WEST WASHINGTON AVENUE
MADISON WI 53701-0192 US

Standing selected: 'ALJ',6 'GOV', 'MOC', 'POR'




ST FOR:

1998 1CC FD 32760 0

10-feb-

UNION PACIFIC CORPORATION, UNION P

OGEL,

DEPARTMENT OF TRANSPORTATION

RELAND BLVD TRANSP BLDG, SUITE 925
55155 US

SERKLAND, U
PACIFIC LEG.

S REGIONAL COUNSEL
SER

H FIFTH ST SUITE
APOLIS MN

1000

55402 US

AIN EXCHANGE,

>R 400 SOUTH FOURTH STREET
EAPOLIS MN 55415

UsS

..-\\

WHITESIDE

HER, WHITESIDE & ASSOC
) AVE N STE 301

MT 59101 US

S'NPSON, EXECUTIVE
ANA RAIL LINK, INC
(T:R\AmICNAL WAY

59802 US

VICE PRESIDENT

E. WEICHER
TRL'YSTON NORTHERN
EAST GOLF ROAD,
IAUMBURG 1II

4L

SANTA CORPORATION

JAMES A. SMALL
COMMONWEALTH EDIS
1411 OPUS PL STE

-~ ~DA
DOWNERS GRO

ITOENITTAT

NTIAL PLAZ3 45TH F

., WOLFF, ETAL
SON AV 2 PRUDENTIAL
60601 US

PI
| P

RONALD E HUNTER, LAW DEPARTMENT
CARGILL, INCORPORATED

15407 MCGINTY ROAD WEST

WAYZATA MN 55391 US

DOUGLAS M.
WEINER

120 SOUTH 6TH STREET STE 2400
MINNEAPOLIS MN 55402 US

HEAD

HON. WILLIAM J. JANKLOW
GOVERNOR, SD

500 EAST CAPITOL

PIERRE SD 57501-5070 US

HONORABLE MARC RACICOT
GOV'S OFFICE, STATE CAP.
P O BOX 200801

HELENA MT 55620-0801 US

JANET H GILBERT

WISCONSIN CENTRAL LTD

625C NORTH RIVER ROAD STE 9000
ROSEMONT IL 60018 US

JEFFREY R. MORELAND

THE BURLINGTON NORTHERN SANTA FE
1700 EAST GOLF ROAD

SCHAUMBURG IL 60173 US

WILLIAM F. COTTRELL

ASST. ATTORNEY GENERAL

100 W RANDOLPH ST 12TH FLOOR
CHICAGO IL 60601 US

THOMAS J. LITWILER
OPPENHEIMER WOLFF & DONNELLY
180 N STETSON AVE 45TH FLOOR
CHICAGO IL 60601 US

CHRISTINE H. ROSSO
IL ASSISTANT ATTORNEY GENERAL
100 W RANDOLPH ST 13TH FLOOR
CHICAGO IL 60601 US

Standing selected: 'ALJ',

‘QovV',

'MOC', 'POR'




-feb-1998

1CC FD 32760 0

UNION PACIFIC CORPORATION, UNION P

GRAIN CO
RSIDE PLAZA - ST
60606 1S

1CE LAND & HERMAN
"KER DRIVE STE 1330
IL 60606-2902 US

RONALD A. LANE
LLINOIS CENTRAL RR
\ CITYFRONT PLAZA DR 20TH FL
O IL 60611 US

DO, PEORIA & WESTERN
EAST WASHINGTON STREET
ECRIA IL 61611-2961 US

A RONEY
X DANIELS MIDLAND
1470

-

COMPANY

PARKWAY
1L 625235 US

w“K:c,T CHEMICAL
or DTHRADT DT
NiIDOE UKILIVE

THOMAS DEGNAN

UNITED STATES GYPSUM CO
125 SOUTH FRANKLIN STREET
CHICAGO IL 60606 US

THOMAS F. MCFARLAND, JR.
MCFARLAND & HERMAN

20 NORTH WACKER DRIVE, SUITE
CHICAGO IL 60606-3101 US

1330

MYLES L. TOBIN

ILLINOIS CENTRAL RAILROAD

455 NORTH CITYFRONT PLAZA DRIVE
CHICAGO IL €0611-5504 US

CLARENCE R. PONSLER
GENERAL CHAIRMAN, UTU
1017 W. MAIN STREET
BELLEVILLE IL 62220 US

JON FOY, DIRECTOR, RATES GRAIN
ARCHER DANIEL MIDLAND CO

P. 0, BOK 1470

4666 FARIES PARKWAY

DECATUR IL 62525 US

KiRK BROWN

ILLINOIS DOT, OFFICE OF THE SECRE
2300 SOUTH DIRKSEN PARKWAY
SPRINGFIELD IL 62764 US

JEFFREY L. KLINGER
PEABODY HOLDING COMPANY
701 MARKET STREET STE 700
ST LOUIS MO 63101-1826 US

DAVID A. PINS

THE CHEMICAL GROUP, MONSANTO
800 N LINDBERGH BOULEVARD

ST LOUIS MO 63167 US

HON IKE SKELTON

U. S. HOUSE OF REP.

514 B N W 7 HIGHWAY

BLUE SPRINGS MO 64014 US

Standing selected:

‘Alad’

'G

£ TMOCH

'POR'




"E LIST FOR: 10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

DREILING RICHARD P BRUENING
ITY SOUTHERN RWY CO. KANSAS CITY SOUTHERN RR
11TH STREET 114 WEST ELEVENTH STREET
"ITY MO 64105 US KANSAS CITY MO 64106 US

WH JACK HYNES, ADMINISTRATOR OF RAIL
. OF THE GOVERNOR MISSOURI DEPARTMENT OF TRANSPORTA
"APITOL ROOM 216 PO BOX 270
SON CITY MO 65101 US 105 WEST CAPITOL AVENUE
JEFFERSON CITY MO 65102 US

WILLIAM J. MCGINN
NORTH AMER. CHEM. CO.
THERHOOL BUILDING 8300 COLLEGE BOULEVARD
KS 66101 US OVERLAND PARK KS 66210 US

HATCHES T. L. GREEN
COLLEGE BLVD WESTERN RESOURCES, INC.
PARK KS ) 2 Us PO BOX 889
€18 KANSAS AVE
TOPEKA KS 66601 US

NORMAN G MANLEY

CITY ATTORNEY, ANOVER CITY HALL
909 NORTH ANDOVER ROAD

ANDOVER KS 67002 US

DWAYNE H SHANNON
PO BOX 1138
WICHITA KS 67201 US

J. IRLANDI

RACTITIONER

N BROADWAY/SUITE F
IITA KS 67214 US

ROBERT K. GLYNN

COMMUNITIES & SHIPPERS CO [ HOISINGTON CHAM. OF COMM.

g 123 NORTH MAIN STREET
HOISINGTON KS 67544-2594 US

PAUL A. CONLEY, JR. ,LAW DEPARTME
UNION PACIFIC RR CO.

1416 DODGE STREET

OMAHA NE 68179 US

Standing selected: 'ALJ','GOV', 'MOC', 'POR'




SERVICE LIST FOR: 10-feb-1998 ICC FD 32760 0

UNION PACIFIC CORPORATION, UNION P

LOUISE A. RINN

UNION PACIFIC RR CO.

1416 DODGE STREET ROOM 830
JE 68179 US

JAMES V. DOLAN, LAW DEPARTMENT
UNION PACIFIC RR CO.
1416 DODGE STREET #830

NE 68179 US

OPAL
( IFIC RAILROAD CO.
1416 upqu STREET RM 830
OMAHA NE 68179-0001 US

NDERSON

SERVICES, INC.

LA AVE MAIL L-ENT-26E
NS LA 70113 US

T LITTLE ROCK AR 7211: UsS

W. BURKE
'“LINSNC\ V“RT \ RR CO
MAIN ';f CONTINENTAL PLAZA

I T T

MICHAEL E
”xLIX?TfN JORTHERN SANTA FE CORPORATICON
17 LOU MENK DRIVE
TH TX 76131 US

JEANNA L REGIER

UNION PACIF’C RAILROAD COMPANY
1416 DODGE &1 ROOM 830

OMAHA NE 68179 US

JOSEPH D. ANTHOFER

UNION PACIFIC RR CO.

1416 DODGE STREET ROOM 830
OMAHA NE 68179-0001 US

KEN SIECKMEYER, MGR. TRANSP. PLAN
NEBRASKA DEPT. OF ROADS

P O BOX 94759

LINCOLN NE 68509-4759 US

W. F. CARTER

ALBEMARLE CORPORATION
451 FLORIDA STREET
BATON ROUGE LA 70801 US

SCOTT MANATT
2. 0, BOX 473
CORNING AR 72422 US

THOMAS R. JACOBSEN

TU ELECTRIC

1601 BRYAN STREET STE 11-060
DALLAS TX 75201-3411 US

STEVEN A BRIGANCE

LEBOEUF, LAMB, ETAL

4025 WOODLAND PARK BLVD STE 250
ARLINGTON TX 76013 US

DOUGLAS J. BABB

BURLINGTON NORTHERN RR CO

777 MAIN STREET, 3800 CONTINENTAL
FT WORTH TX 76102-5384 US

RICHARD J SCHIEFELBEIN
WOODHARBOR ASSOCIATES
7801 WOODHARBOR DRIVE
FORT WORTH TX 76179 US

Standing selected: 'ALJ',

+ TMOC, 'POR!




' LIST FOR: 10-feb-1998 ICC FD

32760 0

UNION PACIFIC CORPORATION, UNION P

N & GRUNDY
TH STREET (#3300)
X 77002-4579 US

ED TRANSPORTATION UNION
NORTH LOOP WEST SUITE 310
' TX 77018-8112 US

BURKE
R HOUSTON PORT BUREAU, INC
ST LOOP NORTH
I TX 77029 US

C. GRAVES, JR.
EXXON COMPANY U.S.A.
P( { 4692
HOUSTON TX 77210-46592 US

BOX 3766
MCKINNEY ST
HOUSTON TX 77253 US

TEXAS MEXICAN RAILWAY CO.

NI
0numxxo

Do

C

78758 US

GEN. COMMITTEE OF ADJUST. GO-895
UNITED TRANS. UNION

2040 NORTH LOOP WEST STE 310
HOUSTON TX 77018 US

GEORGE T. WILLIAMSON
P O BOX 2562

111 E LOOP N

HOUSTON TX 77029 US

B KENNETH TOWSEND JR
EXXON CHEMICAL CO

13501 KATY FREEWAY
HOUSTON TX 77079-1398 US

BRIAN P. FELKER

SHELL CHEMICAL COMPANY

P O BOX 2463

HOUSTON TX 77252-2463 US

ROY GIANGROSSO
ENTERGY SERVICES, INC.
350 PINE STREET
BEAUMONT TX 77701 US

JOHN P. LARUE, EXECUTIVE DIRECTOR
THE PORT OF CORPUS CHRISTI

P O BOX 1541

222 POWER STREET

CORPUS CHRISTI TX 78403 US

JERRY L. MARTIN, DIRECTOR RAIL DI
RR COMM OF TEXAS

P O BOX 125867

1701 N CONGRESS

AUSTIN TX 78711 US

REBECCA FISHER

ASST ATTY GENERAL

PO BOX 12548

AUSTIN TX 78711-2548 US

HON. JOHN R. COOK,

TX HOUSE OF REPRESENTATIVES
P Q BOX 2910

AUSTIN TX 78768 US

Standing selected:

‘AL’ GOV, 'MOC' , "POR!
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IST FOR: 10-feb-1998

UNION PACIFIC CORPORATION, UNION P

DBERT JUNELL
USE OF REP.

78768 US

ROBERT A. CUSHING, JR.
UNITED TRANS. UNION,

2401 HIDDEN SUN COURT

PASO TX 79938 US

LINN
COAL COMPANY
STREET 22ND FLOOR
80202 US

SELL S. JONES, II

IOUNTAIN COAL COMPANY

tri

17TH STREET 22ND FLOOI
CO 80202 US

ENFORCEMENT
VIII

{ GENERAL

r]
A0 W

ROBERT M. SAUNDERS
P O BOX 2910
AUSTIN TX 78768-2910 US

DARRELL L. HANAVAN, EXECUTIVE DIR
COLORADO WHEAT ADMIN.

5500 SOUTH QY EBEC STREET STE 111
ENGLEWOOD CO 8C111 US

STEPHEN D ALFERS
ALFERS & CARVER

730 17TH STREET #340
DENVER CO 80202 US

PATRICIA T. SMITH, SR. VICE PRESI
PUBLIC SERVICE COMPANY

1225 - 17TH STREET STE 600

DENVER CO 80202 US

DAVID N. LAWSON, FUEL TRAFFIC COO
PUBLIC SERVICE COMMISSION

1225 17TH ST STE 1100, SEVENTEENT
DENVER CO 80202-5533 US

HONORABLE ROY ROMER
GOVERNOR

136 STATE CAPITOL
DENVER CO 80203 US

JE BALLENSKI, PHYSICAL RESOURCES
USDA FOREST SERVICE
BOX 25127
LAKEWOOD CO 80225 US

D. FORRESTER
) CO MTN COLLEGE, TIMBERLINE CA
S HWY 24
LEADVILLE CO

MAYOR LESTER
TOWN OF EADS
PO BOX 8

110 W 13TH




YT”F.LTST FOR: 10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

5. BERRY HON DELCARL EIKENBERG
). COMMISSIONERS TOWN OF HASWELL

X 5891 P O BOX 206

3OFF HASWELL CO 81045-0206 US

LEROY E. MAUCH

BOARD OF COUNTY COMMISSIONERS
P. O. BOX 1046

LAMAR CO 81052 US

CLEDE WIDENER JOHN ROESCH
RD OF COUNTY COMMISSIONERS BENT COUNTY
BOX 1046 PO BOX 350
IAR CO 81052 US LAS ANIMAS CO 81054 US

b

NE ARBUTHNOT JANET PALMER

WLEY COUNTY P O BOX 1268

MAIN ST 13997 COUNTY ROAD 71
ORDWAY CO 81063 US SHERIDAN LAKE CO 81071 US

o)W
o B | o
o »

CHARLES WAIT
CHAPTER #124 BACA COUNTY
PO BOX 116
SPRINGFIELD CO 81073 US

FRANK C MCMURRY THOMAS W. FOSTER, CHAIRMAN
PO BOX 699 COM. TO PRESERVE PROPERTY
SALIDA 1201 US P O BOX 681

SALIDA CO 81201 US

HON. NANCY SANGER, MAYOR
CITY OF SALIDA

P O BOX 417

124 E STREET

SALIDA CO 81201 US

GREG TABUTEAU
COUNTY COMM. ROYAL GORGE SCENIC RY
N AVE ROOM #102 P O BOX 1387
L0 81212 UB CANON CITY CO 81215 US

, MAYOR JUDY LOHNES
CITY ATTN: STEVE THACKER CITY A UAACOG
P O BOX 510
CANON CITY CO 81215-0510 US

tanding selected: 'ALJ', 'GOV', 'MOC', 'POR'




/ICE LIST FOR: 10-feb-1998 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION P

RABE, CITY MANAGER STEVE TUCKER
FLORENCE D&RG WEST. EMPLOYEES
IN STREET 2048 J ROAD

CO B1226 US FRUITA CO 81521 US

FRITZE GARY L. MCFARLEN,, DIRECTOR-TRANS
COUNTY ATTORNEY KENNECOTT ENERGY COMPANY
850 BOX 3009
81631 US 505 SOUTH GILLETTE AVENUE
GILLETTE WY 82716 US

ATRICIA BRITTON, CHIEF LEGAL OFFICER TIMM R. ADAMS
N ENERGY COMPANY IDAHO BARLEY COMMISSION
UTH GILLETTE AVENUE 1199 MAIN STREET, STE G
WY 82716 US BOISE ID 83702-5630 US

RY R KRESS ANN KNAPTON
WHEAT COMMISSION IDAHO TIMBER CORPORATION
) MAIN ST STE 310 P O BOX 67
ID 83702-5642 US 5401 KENDALL STREET
BOISE ID 83707-0067 US

WAYNE L. STOCKEBRAND RAY D. GARDNER
KENNECOTT UTAH COPP. CORP KENNECOTT UTAH COPP. CORP
BOX €001 P O BOX 6001
35856 BOUTH 8315 WEST 3595 SOUTH
1 US MAGNA UT 84044-6001 US

RONALD L. RENCHER
COALITION WESTERN SHIPPERS COAL.
WAY 136 SOUTH MAIN STREET STE 1000
0-6842 U SALT LAKE CITY UT 84101-1672 US

JEFFREY B. GROY

ONE UTAH CTR

201 SOUTH MAIN STREET, STE 1100
SALT LAKE CITY UT 84111 US

CHRISTOPHER E. BRAMHALL
451 SOUTH STATE ST, ROOM 505
SALT LAKE CITY UT 84111 US

REED M. RICHARDS
'O GOVERNOR STATE OF UTAH
236 STATE CAPITOL
SALT LAKE CITY UT 84114 US

Standing selected: 'ALJ', 'GOV', 'MOC', 'POR'
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32760 0

UNION PACIFIC CORPORATION, UNION P

Ww. THIRKILL, LOGISTICS MANAGER
LAKE MINERALS

1190

84402 US

"L: BOB STUMP

OF REPRESENTATIVES
AVE., VOOM 2001
85025 US

OWN

ALDS GAMING
{ 760C

EMONT STREET
JEGAS NV 89101 US

CORPORTATION

ICHAEL MCCORMICK

COUNTY DA

KENNETH C. JOHNSEN, V PRES & GEN
GENEVA STEEL COMPANY

P O BOX 2500

PROVO UT 84603 US

CAROL HEATHINGTON
1300 W WASHINGTON
PHOENIX AZ 85007 US

FRANK E. HANSON, JR
MAGMA METALS COMPANY
7400 NORTH ORACLE ROAD,
TUCSON AZ 85704 US

SUITE 200

O. KENT MAHER

33 WEST FOURTH ST

PC BOX 351

WINNEMUCCA NV 89446 US

FRANK D GAUS
805 KUENZIL ST # 149
RENO NV 85502 US

RR DONNELLEY & SONS CC
14100 LEAR BOULEVARD
RENO NV 89506 US




KRAUSE

NAL TRANSPORTATION COMMISSION
30002

NV 89520-3002 US

FRONAPFEL
DEPT. OF TRANSPORTATION
STEWART STREET
| CITY NV 85712 US

BALLAS, AGENCY ENGINEER
RY URBAN-DEV. AG.

EAST STAFFPRD STREET
INDUSTRY CA 91744 U

RD CABANILLA, PLANNING DEPARTMENT
RIAL COUNTY

ORNIA PUBLIC U COMMISSION
5t

JEFFERY W. HILL

STIERRA PACIFIC POWER CO.
P O BOX 10100

6100 NEIL ROAD

RENO NV 89520 US

BOB MILLER

STATE OF NEVADA

CAPITOL COMPLEX EXECUTIVE CHAMBER
CARSON CITY NV 89710 US

MICHAEL I. STOCKMAN, GENERAL COUN
U. S. BORAX INC.

26877 TOURNEY ROAD

VALENCIA CA 91355 US

JOHN D BALLAS

P.O, BOX 7089

15651 EAST STAFFORD STREET
CITY OF INDUSTRY CA 91744 US

SCOTT KESSLER
202 WEST FOURTH STREET
ALTURUS CA 94102 US

CAROL A. HARRIS

SOUTHERN PAC. TRANS. CO.
ONE MARKET PLAZA

SAN FRANCISCO CA 94105 US

CANNON Y. HARVEY

SOUTHERN PAC. TRNS. CO.
ONE MARKET PLAZA

SAN FRANCISCO C2 94105 US

DANIEL R. ARELLANO

CITY HALL

708 THIRD STREET

BRENTWOOD CA 94513-1396 US

PAUL C. ANDERSON

MCDONOUGH, HOLLAND, ETAL

1999 HARRISON STREET STE 1300
OAKLAND CA 94612 US

Standing selected: 'ALJ','GOV', 'MOC', 'POR'
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Y A. WALTER

P & PISTOLE
NAPA STREET, SUITE "F"
CA 95476 US

PETTUS
VALLEY ENERGY INC
HOWE AVE, SUITE 270
) CA 95825 US

N R. LAZARD
730
RT STREET
E CA 96130 US
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HORNE, EXEC. DIR.
PORTLAND

OR 97208 US

JLAN E. RUMBAUGH

221D
Y OR 97420 US

VN DEKOSTER

BOX 1209
TLE WA 98111 US

DONALD G MEYER

O BOX 1837
COMA WA 98401 US

CHRISTOPHER J. NEARY
110 SOUTH MAIN STREET SUITE C
WILLITS CA 95490 US

R. MARK ARMSTRONG
P O BOX 1051
ALTURAS CA 96101 US

FRED P. SWANSON

OREGON STEEL MILLS

1000 SW BROADWAY STE. 2200
PORTLAND OR 97205 US

RICK WILLIS, EXECUTIVE DIRECTOR
OREGON PUBLIC UTILITY COMM

550 CAPITOL ST NE

SALEM OR 97310-1380 US

KAREN O'CONNOR

LAKE COUNTY COURTHOUSE
513 CENTER STREET
LAKEVIEW OR 97630 US

CHARLES H MONTANGE
426 NW 162ND STREET
SEATTLE WA 98177 US

MARCELLA M. SZEL

CP RAIL SYSTEM

910 PEEL STREET WINDSOR STATION
MONTREAL QUEBEC CD H3C 3E4 CD

Standing selected:

‘ALJ', 'GOV', 'MOC!, 'POR'







._’W
Otfice of the Secratery

ocY 1 61997

Pan _v
1925 K Street. NW. Room 700 Public Resord

Washington, DC 20423-0001

October 9, 1997

Surface Transportation Board |

L

Please consider the following comments in your preparation of the Final Mitigation Plan of Fi-

Dear Sirs.

naige Docket No. 32760 as they relate to the Reno Mitigation Study and the Preliminary Miti-

—

— .

gation Plan (PMP).

As an alternate representative to the Reno Mitigation Study Task Force, i felt very frustrated
with the direction, tone and velocity of this study. The meetings were argumentative and had
many hostile undertones. Most attendees were so determined to be heard that they didn’t spend
any time listening to the issues and concerns of others. Several members would often interrupt
other people’s comments. The prevailing attitude of demanding to be heard kept the meetings
moving at a snail’s pace. 1 am not certain the outcome justified the time and money spent to
gencrate it. | have addressed three areas of concern below that prevented us from producing any

quality mitigation measures.

Management of Task Force Meetings

i'he Section of Environmental Analysis and its third party contractor (SEA) often conducted
themselves as if these proceedings were merely a formality and that the outcome had been pre-
determined. The City of Reno (City) asserted on numerous occasions that their requests for in-
formatioin were eitner not answered adequately, or in some instances, not at all. SEA responded
to these assertions with non-answers such as “We’'ll look into it” or “Send us your request again
and we'll see you get the information.™ I got a strong impression that SEA hoped to drag its feet

long enough so they wouldn’t have to respond. Their leadership in guiding this group to a viable

QUALITY SYSTEM CERTIFIED ISO 9002 REG. #96-685

vned Subsidiary ot Eagle-Picher Industries, Inc

), PO. Box 12130, Reno, Nevada 89510, Phone (702) 824-7600, Fax (702) 824-7601
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solution was not to be found and as a result. we wandered aimlessly through each meeting and

have lit fe to show for it. SEA had a unique opportunity to participate in creating a legitimate
win/win result for both the City and the Union Pacific Railroad (UP), but what they did most was
sit silently at the head tabie and let Mike Hemmer (UP) and Mark Demuth (Reno) debate minu-
tia. We spent the first three meetings in 1997 arguing about hov, many trains were going to be
coming through Reno in five years. SEA let hours of debate go on over the length of trains, the
speed of trains, the scheduling of trains. and the contents of trains when the Surface Transporta-
tion Board (STB) had already accepted UP’s five year business plan as a sufficient working
document on which to base mitigaiton. By April. 1997, it was becoming evident that we had lit-
tle chance of producing any meaningful mitigation measures. When SEA cancelled the August
and September Task Force meetings. it seemed that we were participating in a rubber-stamp pro-
cess. We had taken no votes or polls of Task Force members on any of the possible mitigation
options and had not even reached enything that could be censtrued as a consensus. When SEA
produced the PMP. the Task Force had no ownership of any of the recommendations.

I'he membership of the task force was heavily weighted in favor of the Citv of Reno, and the
numercus representatives of the City and the community used these meetings to cry of the evils
ol the ratlroad without doing much to assist in producing a solution. Most would complain about
the 1ssiee de jour and then hold their hands out, waiting for someone else to provide a solution
that met their needs. SEA allowed people to comment in an almost free-for-all style. wandering
from topic to topic. rather than keeping the group focused and moving towards a productive goal.

In this aspect. the City worked against their own best interest by using up valuable time.

I'he City of Reno’s Approach

For the City’s part. their incessant and belligerent questioning of each jot and tittle chewed up
countless hours that could have been productive. The Reno City Council apparently did not give
their representatives the option of discussing alternatives other than the depressed railway option
and now. in typical Reno fashion. is berating SEA for not considering other alternatives.
I'hroughout the mitigation process the City’s representatives had not been given permission to

discuss grade separations and at the at the Preliminary Mitigation Plan (PMP) Task Force meet-
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tng. the City challenged SEA for not considering them. When SEA asked the City if they had
since received permission. the response was “no.” This pointless verbal jousting characterized
most of our meetings.

The City persistently tried to make track relocation to the 1-80 corridor the mitigation goal.
When it was clear that SEA would not and could not consider that option. the City then hung all
its efforts on the depressed railway option. Other than a brief viewing of preliminary engineer-
ing drawings for various grade separations. we didn’t consider that option.

I'he city of Reno was awash in propaganda and misinformation produced from several sources.
In most instances it was nisleading. and in some cases, outright deception. The City spent con-
siderable effort on describing and substantiating the horrific environmental and public safety im-
pacts the additional train tratfic would have on our valley. The Reno Gazette-Journal published
numerous articles on the Task Force meetings that slanted or inaccurately portrayed the discus-
sions. and knowingly printed wrong information at least once. There was a widely circulated
brochure titled “Look cut. Reno. you're about to be railroaded!™ This brochure. distributed by
the City. urged citizens to only accept the depressed railway option. This brochure's deceptions
included blaming the UP/SP merger as responsible for future nuclear fuel rods being shipped
through Reno. increased local air pollution. and increased emergency response times and public
nuisance. The City failed to mention in any of its efforts that the UP doesn’t have an option to
accept or decline hauling the nuclear waste. or that the waste would come through Reno regard-
less of the merger. When the City repeatedly lamented the environmental and air quality harms,
thev failed to mention is that nearly every governmental body in the Truckee Meadows, that is,
Reno. Sparks, and the immediate Washoe County areas. are pursuing growth with an insatiable
lust. We have numerous state and local economic development agencies. chambers of com-
merce. various tax incentives and recruitment efforts. all working teverishly to draw new busi-

nesses into our area. Cryving foul about the environmental impacts reeks of hypocrisy. The

emergency response times argument may or may not be legitimate. The City has a fire station

south of the RR tracks at 2™ & Evans. which is three blocks east of downtown. The City also
has a fire station north of the RR tracks at 5" & Morrill. which is seven blocks east of downtown.

Wells Avenue. which is grade separated from the RR tracks, passes north-south between these
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two fire stations. The brochure complains of increased public nuisance that will adversely affect

tourism. There are a great many residents who would argue that the tourists are a nuisance.

Beneficial Interests

here was a brief discussion regarding who should contribute money towards mitigation and
how much. The discussion steered clear of considering beneticial interests despite several at-
tempts to put the topic on the table. It seemed that as far as SEA and the City were concerned,
the only sources of tunds were the UP and taxes. The City looked to the State Legislature for
sales tax and room tax overrides to fund a portion of the costs. ‘The City made no public efforts
to get the financial support of the downtewn business community for any mitigation options.
Ihese costs would be borne by local residents and tourists. There were numerous comments re-
garding the negative financial impact to businesses due to the proximity of the raiiroad tracks. If
the depressed railway was the selected mitigation option. then the downtown business interests
will reap a positive financial impact because all train traffic will be affected by mitigation. If the

downtown businesses receive a financial gain. then they should share in the cost of attairing that

gain. Many Task Force members popularly denounced this concept even as they refused to dis-

cuss it.

I'he City maintains a Home Page on the Intcrnet and there are numerous comments about fair-
ness and doing what is right. [f people momentarily set aside what the City says and looks only
at its actions. it would appear that fairness and doing what is right fade from view. The City
spent a great deal of time and money trying to secure the 1-80 corridor option. When that door
was closed by the STB. they spent all their efforts pursuing the depressed railway option. The
City Council gave no permission to consider grade separations. Both options the City pursued
would eliminate most train effects downtown including all traffic considerations, but would have

done absolutely nothing for those outside the downtown area.

Conclusion and Suggestions

I think that the only thing that Task Force members could agree on is that most parties are

equally dissatistied with the recommendations. There appears to be very little or no local sup-
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port of train speed increases as the principal mitigation tool. I would like the STB consider ei-

ther of the following options:

1. The preferred choice would be to send SEA and the Reno Task Force back to the table to de-
velop workable funding solutions for the depressed railway. If we employ the City’s fairness
concept and achieve financial support from the downtown business interests that will receive
the most benefit. we will be significantly closer to a solution. If the UP sees the community
making an honest effort to produce a soluticn where all parties come out ahead, I believe
they just might be willing to revisit their contribution level. The depressed railway would
address all of the downtown concerns and would be a significan: improvement in the down-
town area. It would create a greatly improved operating, safety and liability environment for
UP. There are ways to mitigate the impacts in the west Reno areas that are viable if the Task
Force members will shut up long enough to listen.

The next best alternative would be to order two or three grade separations to be built. The
logical locations would be at Keystone Avenue, Arlington Avenue, and Evans Avenue. The
total cost for these three separations would be approximately $65 million. With the $35 mil-
lion that the UP offered and the $63 million approved by the Nevada State Legislature in
sales tax and room tax revenues. there are still funds available to mitigate the merger effects
in the west Reno areas. If these separations result in reducing RR traffic impact to below
pre-merger levels. then the downtown beneficial interests should be required to contribute

and the sales tax be levels reduced appropriately.

There are some very viable and workable solutions that can be developed if all the parties in-

volved would commit themselves to seeking solutions that benefit everyone rather that expend-

ing all their energy trying to protect their own interests and losing everything in the process.

I hope common sense will prevail.
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Kespectfully Submitted,

Fagle-Picher Minerals. Inc.

Scott L. Hutcherson

['rattic Manager

Encl: 10 copies

Ce: Merri Belaustegi-Traficanti, City of Reno

Mike Hemmer. UP Railroad

Reno Gazette-Journal
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Attn.: Elaine K. Kaiser
Chief. Section of Environmental Analysis
Environmental Filing - Wichita

We appreciate this opportunity to comment on the recommendations within the Preliminary
Mitigation Plan that will affect the citizens of Haysville. South Wichita and Southern Sedgwick
County.

Section 10.2 #]

U'P shall make necessary capital improvements to its track and appurtenances to enable trains to
operate over the UP rail line at an operating timetable speed of 60 miles per hour from milepost
22276 near the Butler/Harvey County line to Hillside in Sedgwick County and from milepost 247.0
near Pawnee to milepost 266.4 in Riverdale and to allow a speed limit of 30 miles per hour between
Hiiiside and Pawnee. UP shall operate all through trains at the timetable speed through Sedgwick
County consistent with safe operating practices dictated by conditions at the time each train

traverses rhe rail line

The City of Haysville is concerned about this recommendation. As a community do we really
want trains traveling at 60 miles per hour? Will the trains actually travel at 60 miles per hour
through our community? The answer to the first question is no. The City of Haysville has
approximately 90 residential units that abut the railroad right-of-way, one major sports
complex and numerous businesses. The proximity of these locations to the railroad right-of
-way makes this a real question of safety for the citizens of our community. On the other hand
we do not think that the trains will travel at 60 miles per hour. We would ask that you
evaluaie the restrictions imposed by the UP upon themselves that are found in the Union
Pacific Railroad Co. System Timetable, section of Special Instructions, specifically Maximum
Speeds: General, Cars, Fuel Conservation, Tons Per Operative Brake and Hot Weather Speed
Restrictions & Cold Weather Speed Restrictions. Because of these restrictions we believe that
the majority of the trains will not be able to run at the 6C mile per hour speed limit. They will
probat ly be traveling at a speed closer to 45 - 50 miles per hour. Will 45 - 50 miles per hour
mitigat. the crossing delays? If the slower speed mitigates the problem, then we would prefer
a 50 mi'e per hour speed limit.




Section 10.2 #2
UP shall eliminate train crew changes in Wichita and Sec gwick County for all merger related
through trains

The City of Haysville zgrees with this recommendation.

Section 10.2 #3

Subject 1o the concurrence of the City of Wichita and Sedgwick ( ‘ounty, UP shall install appropriate
circuitry, compatible with new technology being planned by the City and ( ‘ounty, to communicate
1o emergency vehicle dispatchers the exact location of each train on the UP rail line in Sedgwick
County.

The City of Haysville has its own dispatch center for law enforcement. We are asking that the
UP be required to provide Haysville dispatch with the ability to know the location of trains
operating in Sedgwick County on the UP line. Since 71st Street South (Grand Ave.) has the
only grade crossing in our city, this information would be an asset to our law enforcement
operations and community safety.

Section 10).2 #4

UP shall install pedestrian crossing gates at the following four grade crossings in Wichita; 10th
Street North, 13th Street North, Skinner and Mt. Vernon. The gates shall include appropriate skirts
and fencing to prevent school children and other pedestrians from bypassing the gates.

The City of Haysville requests that the grade crossing on 71st Street South (Grand Ave.) be
added to this list. With only one grade crossing in the center of our city, all east/west
pedestrian traffic is funneled across this location. The City Library, Swimming Pool, Bike
Path, Post Office and City Building are all located on the west side of the rail line. Children
and adult pedestrians who reside on the east side of our community, cross at this location to
utilize these facilities. During the school year approximately 250 youth from 6th, 7th & 8th
grades use this crossing to and from school. The Haysville Alternative High School students
have to use this crossing for travel to and from the City Library, as they do not have a library
in their facility.

Section 10.2 #5
UP shall sponsor and participate twice during the school year in a rail safety educational program
with schools whose boundaries cross or are adjacent to the UP tracks in Sedgwick County.

The City of Haysville agrees with this recommendation and looks forward to having the youth
of this community trained by this program.




Section 10.2 #6
Before increasing train speed, UP shall provide train safety information to all employers, employees
and residents at properties abutting the UP right-of-way in Wichita and Sedgwick County.

The City of Haysville agrees with this recommendation and believes this will contribute greatly
to the safety of residents, employees and businesses in our community.

Section 10.2 #7

UP shall install grade crossing gates with flashing lights at the following 16 grade crossings in
Wichita and Sedgwick County where flashing lights are the only warning device. Greenwich, 17th
Street North, 11th Street North, 10th Street North, 9th Street North, Murdock, Lincoln, Bayley,
Zimmerly, Osie, Skinner, Mt. Vernon, MacArthur, 55th Street South, 103rd Street South, 119th Street
South

The City of Haysville believes that 79th Street South should be added to this list. Information
contained in Attachment H-3, TRAIN-VEHICLE ACCIDENT TABLE, reflects that 79th
Street South has the 3rd highest annual accident frequency rate in the county pre-merger.
Post-merger, with increased train speeds and no flashers or gates, statistics indicate this
crossing would have the highest rate in the county.

Section 10.2 #8
UP shall construct separating fences or guardrails along its tracks at locations agreed upon by the
City of Wichita between 21st Street North and Pawnee where it is necessary to prevent vehicle

access to the racks
The City of Haysville has no comment on this recommendation.

Section 10.2 #9

UP shall install hot box detectors; dragging equipment detectors, and high, wide, shifted load at two
locations, one in the vicinity of milepost 248 (about 6 miles south of Wichita) and another in the
vicinity of milepost 239 (about 3 miles north of Wichita).

The City of Haysville agrees that this equipment should be installed. The location for the
south detectors should be in the area of milepost 257, rather than milepost 248. By placing the
detection equipment at milepost 257, problems can be discovered and corrected before the
trains enter Haysvilie and the south Wichita area. This would also be an area sparsely
populated, if indeed there was a problem and the train did have to come to a stop, thereby
affecting fewer citizens.

Section 10.2 #10
UP shall create a community advisory panel to establish regular and continuing communications
hetween UP and local representatives regarding railroad- related safety and environmental issues.

The City of Haysville agrees with this recommendation and would ask that the UP be required
to include representation from the City of Haysville on this panel.




Section 10.2 #11

During the Board's five-year oversight period, UP shall provide to the City of Wichita and to
Sedgwick County copies of the sections of the quarterly reports that it files with the Board, reporting
on the status of its implementation of the environmental mitigation measures related to the UP rail
line.

The City of Haysville agrees with this reccommendation and would ask that the UP be required
to also furnish this information to the City of Haysville.

The City of Haysville appreciates the communication about the inclusion in the process of mitigating
the UP/SP merger. We realize it is a complicated issue that will not have very simple conclusions
and remedies. We also realize that it is a very emotional issue that can cause heated debate and ill
will. Certainly, the City of Haysviile wants to seek the higher ground on the issue but also serve the
best interest of Haysville citizens. To that end we will continue to be an active participant in the
ongoing dialogue and offer pertinent information when required and acceptable solutions when it
is appropriate.

We understand that Haysville is a smaller player in this mitigation study. Because of our unique
situation in Haysville with only one crossing and that on Grand Avenue, our only East/West through
street, we must continue to implore the Surface Transportation Board for some kind of relief. Our
situation presently at the crossing on Grand Avenue is not the best we could hope for. Any kind of

increased rail tratfic could have a very negative effect on the safety of school age children, timeliness
of emergency vehicles and general traffic flow. It is simplistic to recommend that each government
agency might have to make the necessary infrastructure changes and build below grade crossings
if they see the need. In Haysville’s case that option is extremely expensive for the city to bear alone.

While we would like to believe that the UP would study our problem voluntarily and come to the
conclusion that some of their corporate profits could be best utilized in investment in the safety,
quality of life and traffic flow of our great little town, we believe that mandates through this
mitigation study might be our best hope for being more than a “fly speck™ to the powers that be.

As we move forward, we implore the Surface Transportation Board to review the facts one more
time and consider the unique situation we have in the City of Haysville.

Sincerely.
4
o
Tim Norton
Mayor, City oi Hays ille

Mike McElroy
City of Haysville Representative, Wichita Mitigation Committee







Finance docket 32760
1925 K Street, NW, Room 700
Washington, DC 20423

Attention: Elaine K. Kaiser
Chief, Section of Environmental Analysis
Environmental Filing - Reno

Re: Reno Mitigation Study Preliminary Mitigation Plan (“PMP”)
Union Pacific/Southern Pacific Merger

Dear Ms. Kaiser

I am in receipt of the above referenced PMP which sets forth numerous scenarios to mitigate the
traffic congestion created by the proposed merger of Union Pacific and Southern Pacific - many of
which include the use of land owned by Fitzgeralds Reno, Inc. (‘Fitzgeralds”)

Please be advised Fitzgeralds has worked diligently over the past several years to acquire
additional land for the expansicn of its hotel casino foot-print in order to remain competitive in the
Reno market. After acquiring the necessary real estate and air rights, Fitzgeralds entered into a
Development Disposition Agreement (“Agreement”) with the City of Reno which provided for the
addition nf » 500 room hctel tower. Although the Agreement has since expired, Fitzgeralds knows
that it must « <pand its faciity in order to rema’~ competitive and has taken affirmative steps

toward making the expansion happen

The PMP recommendations which propose the use of Fitzgeralds' property will foil a critical
expansion opportunity for the company arid will materially hinder Fitzgeralds' ability to compete in
the Reno market. For these reasons, Fitzgeralds requests that the Section of Environmental
Anaiysis reject each of the PMP recommenaations which contemplate the use of Fitzgeralds'

property

Sincerely yours,

/ . . '
s
Lara AW
"Vice President and General Counsel
Fitzgeralds Gaming Corporation

cc. Philip D Griffith, President and CEO
Fitzgeralds Reno, Inc

Max Page, Vice President and General Manager
Fitzgeralds Reno, Inc
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1925 K Street, NW, Room 500
Washington, DC 20423-0001

Attention: Elaine K. Kaiser
Chief, Section of Environmental Analysis
Environmental Filing

Re: Preliminary Mitigation Plan, Reno, Nevada
Dear Ms. Kaiser:

The following comments are submitted on behalf of the
undersigned, John Frankovich, as a 40-year resident of Reno and as
a member of the Task Force established to provide community input
into the Mitigation Plan for the Reno area.

At the beginning of the Task Force process, I was
optimistic that it would result in substantive mitigation of the
Railrcvad Merger impacts on this community. I thought that SEA
through Deleuw, Cather & Company would undertake an independent
review of the merger impacts and recommend effective and permanent
mitigations. As the process unfolded, it became apparent that it
was being controlled by the Railroad. The PMP is demonstrable
evidence of the Railroad influence. The concerns and issues set
forth by the Task Force members have not been addressed in the PMP.
Disappointment does not begin to express my reaction to the PMP.

The principal recommendation of the PMP is to increase
the speed of trains through the Reno area. It should be noted for
the record that this was not the recommendation of the Task Force
nor was it proposed by any member of the Task Force, including the
Railroad, as the principal mitigation measure for the merger
impacts.

241 RIDGE STREET, 4TH FLOOR S 2300 WEST SAHARA AVENUE
PO BOX 2670 & iy NO. 10, SUITE 1200
DONALD L CARANO
RENC NEVADA Bt 505-2670 WILLIAM S. BOYD LAS VEGAS, NEVADA 89102
702) 322-0635 CHARLES E. HUFF (702) 873-4100

FAX (702) 786-95:2 HON JAMES GUINAN, RET FAX (702) 873-9966
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An increase in the speed of the trains through a city
which is highly congested with vehicles and pedestrians simply
cannot be considered to be an effective or permanent mitigation.
(The Reno area has been identified as the single most impacted
community on the entire Railroad line.) It is highly questionable
whether the proposed increase in speed can be consistently
achieved, especially since most, if not all, of the trains will
either be stopping or starting in Sparks. There 1s no control over
the lery.h or weight of trains which will directly impact the
trains' ability to obtain the requisite speed. Additionally, the
PMP indicates that a significant number (over 50 percernt) of the
trains through Reno are currently operating below the current 20
mile an hour speed limit. If these trains were able to achieve a
higher speed, they would no doubt do so. If a train is currently
only able to go 10 miles an hour because of the load it is carrying
or the grade it is on or any other reason, it is of no benefit to
tell that train that it is allowed to go 10 miles an hour faster.

In addition, an increased speed or trains is simply not
enforceable. Many factors will affect the ability of a train to
obtain the speed necessary to achieve the limited mitigation
benefits set forth in the PMP. It will be virtually impossible for
any independent entity to effectively monitor the speed of trains
through Reno. In addition, there 1is no penalty or other
enforcement mechanism set forth in the PMP in the event that the
proposed train speeds cannot be attained.

The PMP has almost no concern for public safety. The PMP
acknowledges that there will be more accidents and that they will
be more severe. To put this in English, the increased speed will
result in more deaths in the Reno community. That is too high a
price to pay for a railroad merger.

The PMP does not address the impacts that the merger will
have on the tourism industry in this community. Tourism is the
No. 1 industry in this community. The Railroad merger should not
be entitled to damage or destroy any community's principal economic
resource. It is not an answer that the Railroad was here first.
Over the last 100 years, Reno certainly has grown. However, any
community is entitled to grow and, indeed, must grow if it is to
survive. Reno did not grow up around a railroad that consisted of
a merged railroad combining the Union Pacific and the Southern
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Pacific lines. 1In addition, a substantial portion of the impacted
property which has developed in the vicinity of the Railroad was
originally owned by the Railroad and was sold by the Railroad to
private enterprise specifically for development. It is both unfair
and, indeed, irresponsible not to address the impacts of the merger
on the tourism industry in the Reno area.

The PMP purports to provide “reasonable” mitigation. This
suggests that the SEA evaluated the costs associated with the
proposed mitigation. However, costs should not be an overriding
factor without an analysis of the corresponding benefits to be
received by the Railroad. A cost benefit analysis is common
practice in any business. The PMP contains no such analysis.

The PMP is based on the fundamental assumption that in
the year 2000 there will be an average of 25 trains through Reno.
This number was provided by the Railroad which has an incentive to
understate the impacts of the merger. The Railroad indicated that

projections beyond five years are “speculative”. However, the year
2000 is only two years away. Thus, at the very least, the Railroad
should have provided an updated evaluation of its projected number
of trains over the next five vyears. That information is
undoubtedly readily available.

Even if the Railroad's calculation of the number of
trains is accurate and the mitigation as proposed in the PMP will
work (assumptions that are highly questionable), there is and will
be a 1limit to the number of trains that can pass through this
community without creating an intolerable impact. In evaluating
the environmental impacts of the merger, the maximum number of
trains which the Reno community can tolerate must be established.
SEA has clearly indicated that it cannot restrict the number of
trains for the “good of the systenm". While that position is
difficult to accept, it is unquestionably within the authority of
the STB to require additional mitigation in the event that the
number of trains exceeds that projected by the Railrocad. If, at
some point in the future, the average number of trains through Reno
increases, then the Railroad should be required to provide
additional mitigation. The Railroad should not be able to benefit
from miscalculations provided by the Railroad or as otherwise set
forth in the PMP.
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The PMP provides nc mitigation whatsoever with respect to
noise. The PMP acknowledges an increase of 2.7 dbs but concludes
that that is not significant. The Report does acknowledge that the
noise increase is very close to the significant level. Thus, if
there are two or three more trains through Reno, the noise impact
will be significant. 1In addition, since the noise calculation was
based on the average number of trains, on those days where there
are more trains than the average, which will occur almost half the
time, the significant decibel limit as established by SEA will be
achieved. The Reno community should not be required to incur
significant noise impacts for a large part of the time.

The noise analysis is a case where the numbers simply do
not make sense. The principal source of noise is identified as the
train horns. The number of train horns will double. Yet, the
conclusion is that the doubling of the principal source of noise
will have no significant impact. This simply is difficult to
accept. The horns will not be of shorter duration with the

increased speed since it is a requirement that they be sounded at
least 20 seconds before each intersection. This could result in a
continuous train whistle starting 20 seconds before Keystone Avenue
and sounding continuously through Sutro Street. If that were the
case, the noise impacts will be significant. This has not been
analyzed in the EMP.

In addition, the PMP indicates that there will be an
increase in the corridor of the 65 decibel level. This should
require mandatory mitigation. As mentioned above, the PMP does not
even recognize the existence of hotel accommodations as being
affected by the increased noise. However, hotels are not the only
structures that are impacted by the increased 65 decibel corridor.
The fact that the PMP contains no noise mitigation whatsoever is
both unfair and unreasonable to the Reno area.

The PMP makes specific reference to the adoption and
possible implementation of noise regulations by the FRA which could
include authorization of directional horns and quiet zones. The
PMP should indicate how affected parties can participate in that
FRA process. In addition, the Railroad should be required to
implement whatever recommendations with respect to noise are
authorized by the FRA. In fact, the Railroad indicated in the
public statement by Mr. Starzell that notwithstanding the FRA, the
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Railroad could implement directional horns. Thus, at the very
least, the PMP should require that the Railroad do what the
Railroad says it can do to mitigate noise impacts.

The SEA has consistently encouraged the parties to reach
a negotiated settlement in the PMP, at the Task Force meetings, and
at the public hearings relating to the PMP. While it is
questionable whether the negotiation process ought to be considered
in adopting an appropriate Mitigation Plan, no one would dispute
that a negotiated settlement is in everybody's best interest.
However, the PMP has effectively eliminatea all likelihood of a
negotiated settlement. The Railroad simply has no incentive to
negotiate in light of the recommendations of the PMP.

The PMP concludes that underpasses will not provide
effective mitigation of the merger impacts. At the public hearings
on the PMP, it wa: indicated that the merger impacts would not be
fully mitigated even if seven (7) separate underpasses were
required. It would therefore appear that the only effective
mitigation for the merger impacts is the depressed track. If the
only effective and permanent mitigation for the merger is to
depress the tracks, it should be ordered by the STB even though
depressing the tracks will also mitigate pre-merger conditions.
The STB should be more concerned about mitigating the merger
impacts and preserving the Reno community rather than not providing
any mitigation of pre-merger conditions.

I appreciate the opportunity to comment on the PMP and am
hopeful that the SEA will take these comments into consideration,
as well as the other comments provided during the public hearing
process, the vast majority of which disagreed with the PMP, and
make substantive changes to the PMP in order to provide an
effective and permanent mitigation for the Reno community. It is
my sincere belief that the future of this entire community is in

your hands.

Very truly yours,

ohn Fra kovxch
JF:nz

jfstb.1ltr
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Surface Transportation Board

1925 K Street NW, Room 700

Washington, DC 20423-0001

RE: COMMENTS ON CITY OF RENO PRELIMINARY MITIGATION PLAN (PMP)— UNION
PACIFIC/SOUTHERN PACIFIC MERGER

Dear Ms. Kaiser:

RTC planning staff has participated in the Reno Mitigation Task Force process that is
assessing the impacts of the additional train traffic caused by the Union Pacific/Southern
Pacific merger. Recently, staff received a copy of the Preliminary Mitigation Plan (PMP)
that recommends that higher train speeds and only one pedestrian crossing are sufficient
to mitigate the effects of the merger. Based on these findings in the PMP, staff has
prepared the following comments.

1. According to the Nevada Department of Transportation (NDOT) and RTC forecasts,
traffic at the six major crossings between Wells Avenue and Keystone Avenue will
increase from 78,000 Average Daily Traffic (ADT) to more than 20,000 ADT. Staff
is concerned that even the PMP’s recommendation of faster trains does not address
the need for additional grade separations to handle the forecasted traffic increases
through the downtown core.

Concerns over emergency vehicle access with additional train tratfic are important.
The PMP identifies actions such as more aggressive behavior by emergency vehicle
drivers, the random nature of emergency calls, and emergency operators already
having plans in place avoid trains. The PMP does not mention real solutions to
emergency access, such as the benefit of additional grade separations, so that there
would be no chance that emergency vehicles would be delayed by train traffic even
on a random basis.

The accident portion of the PMP mentions mitigations such as the elimination of grade
crossings through street closures or operational changes such as one-way streets.
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Again, no mention of the creation of grade separations is mentioned as the best way
to eliminate train/vehicle conflicts. Additionally, staff does not recollect any analysis
done on street closures or operationa!l changes recommended by the PMP.

Citifare operations include more than 700 daily crossings of the tracks carrying an
average of nearly 40 passengers per hour of service. Currently, there are already
major sight distance problems for Citifare vehicles at Lake Street and Center Street
railroad crossings. These concerns obviously become much more critical with the
proposal to increase the train speeds. There is no discussion about the mitigation of
eliminating train/bus conflicts by providing grade separations throughout the
downtown Reno area, and particularly at the locations with current sight distance
problems.

There is concern about the ability to reach 30 MPH between the required stop in the
Sparks yard and the short distance to the Reno downtown area. The inability to
reach this speed will increase delays for vehicles waiting at train crossings; thus,
benefits of the PMP mitigations are overestimated. mitigation measures contained in
the PMP inaccurate.

The air quality portion of the PMP admits the small but significant rise in post merger
emissions from additionai train traffic. However, the mitigations measures contained
in the report discuss "options,” not commitments, by the railroad to convert to
cleaner burning locomotives. There is no cost associated with this conversion and
no commitment from the railroad to change to different locomotives. As a primary
air quality modeling agency, RTC staff is concerned about any increase in emissions
that are not fully mitigated through a dedicated process paid for by the merging
companies.

RTC staff, as part of the Mitigation Task Force, feels strongly that the PMP removes
viable mitigating measures such as grade separations from serious consideration. The
installation of grade separations can reduce delay and increase safety by eliminating
train/vehicle conflicts.

Please call me at 348-0480 if you have any questions regarding RTC staff comments.

Sincerely,

Grego;y .(\Krause

Planning Manager
GHK/JML/dsc

cc Mark Demuth, MADCON
Charles McNeely, City of Reno







Limted States Senate

WASHINGTON, DC 20510-2803

October 15, 1997

Office of the Secretary /
Case Control Unit /
Surface Transportation Board

1925 K Street, NW

Room 700

Washington, > 20423-001

Finance Docket No. 32760

Dear Sir/Madam:

Flease accept the following comments filed in regard to the
above referenced matter.

Sincerely,

HARRY REID
United States Senator

TN —

Oftice of the Secretary
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Comments of United States Senator Harry Ri:d
Re: Finance Docket No. 32760, Union Pacific/Souther Pacific
Merger
Issuance of Reno Mitigation Study Preliminary Mitigation Plan
October 15, 1997

I submit the following comments in my capacity as a United States Senator representing
the state of Nevada 1 have reviewed the Surface Transportation Board’s (STB) preliminary
Mitigation Plan and am concerned about the sufficiency of the mitigation measures
recommended. While I appreciate the STB’s review of the potential impacts resulting from the
Union Pacific/Southern Pacific merger, 1 believe a more through examination, specifically an
Environmental Impact Statement, is not only warranted but necessary

The broad array of citizens who commented at last week’'s hearing in Reno is strong
evidence of the serious concern that Nevadans’ have about the ramifications of this merger
While we all appreciate the many hours of hard work that went into drafting the “Preliminary
Mitigation Plan,” it insufficiently addresses the many environmental problems facing Reno as a
result of this merger. Additionally, it sends the wrong message to the principals negotiating the
financing of the mitigation necessary to accommodate this merger.

While there are a myriad of environmental impacts in need of greater attention, I
encourage the STB to include in its consideration the following points as it finalizes this plan:
. The safest way to accommodate the merger is to depress the tracks through downtown
Reno, vet the plan does not address this proposal
The increase in the number of trains and the speed with which the may operate could
significantly increase the number of vehicular and pedestrian accidents
Absent proper planning. the longer operating trains running through Reno could hinder
the ability of emergency vehicles (e.g., ambulances, fire engines, police) to respond to
emergencies
Efforts to comply with Clean Air regulations will be undermined as a result of the
increased train traffic and longer trains
In light of the proximity of the train tracks to the Truckee River, Union Pacific’s plans to
transport hazardous wastes through the region must be given the strictest scrutiny.

[ recognize the limitations of the STB. That said, I believe that it could do more to
examine the many environmental issues raised by this merger. I understand that the STB is
unable to impose mitigation requirements on any party other than the railroad and that, under
your charter, you are unable to impose requirements or costs for any mitigation other than the
incremental difference in trains before and after the merger

In most circumstances. 1 would agree that this approach is appropriate. In this instance, it
is obvious that the city of Reno is dealing with an aggregate problem, rather than an incremental
one The city is facing environmental and quality of life problems that are more than the sum of

1




a handful of additional trains Without further mitigation, the train traffic goes beyond a tipping
point

The STB’s preliminary selection of a strategy that imposes merely $12 million in costs
on the railroad and would allow trains to move more quickly through the city seems to have been
selected primarily because all ¢osts can be imposed on the railroad. While this may be consistent
with the STB’s charter, it has the perverse effect of dissuading the railroad from continuing to
negotiate on mitigation strategies that are both more acceptable to the city and involve financial
participation by a number of different parties.

It is imperative that the STB consider the unique nature of this situation as it formulates
its final recommendation. I understand that the City of Reno is willing to participate in the
development of a final mitigation strategy and I urge the STB to explore the possibility of a final
plan that implements a binding agreement between the parties. [ share the STB’s desire that the
parties resume negotiations on a final solution to this problem. I am, however, concerned that
the STB's preliminary recommendations do not adequately encourage such an agreement.

It is difficult to over estimate the significance of this merger. There is a lot at stake.
While the railroad stands to realize significant profits and growth, it also assumes a new, and
arguably greater, responsibility, to this community. To the extent that problems involving
health, safety and the environment arise as a result of this merger, they have a responsibility to
paiticipate in solving them

I believe the STB must take a closer examination of the many health, safety and
environmental issues necessarily associated with this merger. I believe a thorough review vis-a-
vis an Environmental Impact Statement is necessary and strongly encourage the STB to require
such an examination. The Board has a responsil ility to protect the interests of this community.
In my capacity as the U. S. Senator who represents this community, I intend to do my best to
ensure that the STB meets this responsibility.
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A Narrative History (with Emphasis on Revealing Cases) of Local
Attitudes, Actions and Policy Concerning Railroads and Railroad
Crossings in Wichita, Kansas, 1872-1997.

2v Craig Miner

I. Introduction:

This study was undertaken to add historical insight to the discussions among
representatives of the City of Wichita, Kansas: Sedgwick County, Kansas: the Union
Pacific Railroad Company: and the Surface Transportation Board. Due to the routing of
several rail lines north and south through Wichita, considerable yards on the north end of
the city. switching at scattered industrial locaaons, and limited and elderly overpasses for
grade separation. car/train mteraction has loag been an issue in the city. The decision of the
Surface Trarsportation Board to require studies and public input on traffic, noise and
pollution problems it was alleged the UP/SP merger would cause in Wichita and 1n Reno,
Nevada, brought these long-standing issues to the front. Some in Wichita fear that traffic
delays. both for increasing numbers of private autos and for emergency vehicles, would be
considerably worsened by plans for more traffic routed through Wichita on the UP lines.

It would be a mistake to overlook the long history of these problems or to assume that they
stem only from the recent merger.

There has been considerable discussion through 1995, 1996 and 1997 in private
between the governmental units and the railroad company. 1n public meetings locally, and
throngh the local television and newspaper media about the seriousness of the problem,
alternate possible solutions and, most prominently, who should pay for any plan selected.
These 1ssues have been heavily debated before in Wichita several imes. Naturally. these
historical situatuons. while parallel in many ways, are not duplicates of the present crisis.
Nevertheless. the cases are instructive for analyzing the causes of the current scenario and
documenting many roads not taken.

This is applied history. Therefore, while 1t must be recognized that local attitudes
as well as hard statisucs are important. there is no broad context for the sake of context .
The specific place and the specific issue are the overriding disciplines. The emphasis is on
the factual situation in a number of cases. In each section, however, there is some analysis

at a higher level of abstracttion. Transportation and development "policy” evolved as

much experientially as normatively -- more by practice and post facto in response 10 a




perceived emergency and less a priori to support a philosophy. This history outlines the
reasons for the "problem” in each period, explains the dynamics of the city/rail
negotiauons, locates the interests involved and their motives, and examines the outcome
and 1ts implicatuons for the next era. There are footnotes, so that any source may be
checked or any research expanded independently.

This study was funded by the Union Pacific Railroad Company. The research was
done and interpretations made independently by the author.




II. Wichita Rail Development, the Urban Rail Pattern & Local Attitudes to
1911.

1. The Establishment of the Local Rail Network, 1872-1911

The quesuon of whether railroads were vitally important to Wichita is easily and
unequivocally answered: they were and are. Any suggestion that there is some choice to be
made whether or not Wichita shall have railroads, or that there is some choice to be made
between rail and auto traffic in any absolute sense, is pure rhetoric.

It 1s true that Wichita was not founded as a railroad town, as were so many other
western places. That was the result of historical accident. not plan. The site of Wichita
was until 1870 part of the Osage Indian Reserve, and consequently neither fee simple title
for individuals or town sites, nor railroad land grants were available. Wichita was not
incorporated unul 1870, days after the final setdement of the complex treaty negotiations
removing the Osage Indians to the south.

Upon that incorporation, the first and foremost 1ssue on the local agenda was the
attraction of a railroad. One of the earliest articles in the town's first newspaper, the
Vidette . reported that a bond issue had passed by a vote of 317 to 208 to tax the struggling
new county for bond aid to t - first railroad of four spo-ified lines to reach Wichita.!
Shortly Wichitans projected their own railroad, designed to connect Junction City with the
Gulf by wav of Wichita. A $200.000 bond 1ssue was proposed then, but the project fell
through -

It was well understood that it was a sellers’ market and that the sellers were
railroads and the buyers were towns. Virtually all western towns issued bonds and offered
other inducements, such as depot lands. in order to attract railroads to them rather than their
compeutors. As many historians have documented, contrary to the old idea, based on
Frederick Jackson Turner's thinking, that he frontier underwent a kind of evolution from
trading. to agriculture, 10 urban development and industry. in fact towns and their latter day

concomitant railroads, were the "spearheads” of the fronuer.? There is real question

IWichita Vidette. Sept. 13, 1870. Charles Stevens, "Wichita and the Santa Fe te 1874 (M.A. thesis,
University of Wichita, 1950), 25

2Wichita Eagle. Sept. 19. 1941

3For example. Richard Wade. The ( i
Louisville, and St. Louis (Cambridge: Har\ard Lm\grsm Press, 1959). While there have always been




whether the ancillary agncultura! area of places like Wichita could have developed with the
efficiency it d°d had it not been for the "developmental” establishment of a basic rail
network to supply towns. which in turn acted as supply depots for farmers. Wichita as a
trading town had. in the temporary dearth of rail connections in the region, established a
successiul freighting business along the Chisholm Trail with the concentrated Indian tribes
in Indian Territory to the south. But it was under no illusion that this would or could create
lasting economic growth or the diversity that the town would require to become a city.*

The reaction of Wichitans to the arrival of their first railroad, the Wichita &
Southwestern connection to the Atchison Topeka & Santa Fe main line in Newton, in May
of 1872, was wholly positive. The city had hardly waited passively for the blessed event.
Residents voted the new line $200.000 in bonds after considerable politicking with rival
towns.” But that would not alone have been sufficient. James R. Mead and Marshall
Murdock, a banker and newspaper editor from Wichita, were instrumental in convincing
Thomas J. Peter. a Santa Fe superintendent whom Murdock had known previously in
Topeka, 1o take the nsk personally of building the branch and then selling the fait accompli
to the Santa Fe at a profit. The Santa Fe had been reluctant to take the financial risk itself,
given the hard economic times and Wichita's insignificance.® Wichita taxpayers hired
Joseph G. McCoy. who had developed the Abilene cattle trade under contract with the
Kansas Pacific Railroad and in 1872 was developing stockyards with the Santa F > at
Newton. McCoy came to Wichita to give the new railroad a multiplier effect in boosting the
town as a cattle shipping point for Texas longhorns driven north. There was perfect

understanding of the significance of a railroad for local industrial development and to

polemics wishing, not that the railroads would go away, but that they would service the public more
cheaply or more efficienctly. the only recent serious historical argument that railroads might not have been
necessary in some parts of the West as soon as they came, and therefore did not justify their public
subsidies, i1s Robert Fogel's "cliometric” statistical analysis. And Fogel does not use Kansas as an example
of the type of "marginal” region that could have survived without rail until his hindsight tells him the auto
and truck would have been invented. See Robert Fogel, Railroads and Americap W
in Econometric History (Balumore: Johns Hopkins Press, 1964) and The Union Pacific Railroad: A Case

in Premature Enterprise (Baltimore: Johns Hopkins Press, 1960).

*For general context on Wichita, see Craig Miner. Wichita: The Early Years (Lincoln: University of
Nebraska Press. 1982) and Wichita: The Magic City (Wichita: Wichita-Sedgwick County Historical
Musnum. 1988)

5See Miner. Early Years. 70-71 on the subteties.

®Wichita Eagle. Sept. 19, 1941. The original source of this story was Peter himself and it was first
published in an article in the Santa Fe Magazine written by Glen Bradley in 1914.




advance the population and tax base. as well as of its obvious importance for serving
current needs.”

There was an interval of unalloyed joy about being a railhead. The Green Front
grocery purchased the first rail shipment in, a carload of flour and one of salt, and the first
outgoing cars contained grain and cattle.® Soon there was much more as Wichita became
the biggest cattle trading center in the nation, and double-headed trains ran through several
autumns out of the 300 ft. square stockyards built by the railroad to the great profit of the
local community. Real estate made a "tremendous jump” (five new additions were annexed
in 1872) and the local tax roll doubled in value the year the railroad came. Although it was
said that 1t was the policy of the railroad to create numerous towns in Kansas and keep any
of them from getung large, at the moment it was the creation, not the size, that mattered to
Wichita.?

Amenities were few, but important. Thoie was only one passenger train a day from
Wichita. It left at 3:40 A M. and took i hr. and 20 minutes to reach Newton and 11 hours
to arnve at Kansas City.10 In 1582, the date of the oldest ime card that has been
documented. the Santa Fe has one passenger and one freight train only each day going
through Wichita.!! More significant was the inclusion of Wichita on the Santa Fe's booster
trade tnps. leading 1o visits by a good number of potential investors and residents. Wichita
welcomed these travelers with elaborate entertainment and even staged gunfights for them,
as were expected of a western town. Said editor Murdock: “A man run over now and then
by our fellows as they go rushing to the banks with their memorandum books to make their
daily deposits will tend to give our fine haired visitors a lively appreciation of the place."1?

The Texas cattle trade ended abrubtly in 1875, due partly to lobbying against it in
the state legislature by local farmers and ranchers . Naturally, no long time passed after that
before there were complaints about the Santa Fe in Wichita, not the least of which was that

"There is litde Wichita-specific information in the general Santa Fe histories. but see Keith Bryant, History

of the Atchison. Top/cka and Santa Fe Railway (New York. 1974); James Marshall, Santa Fe: The Railroad
that Built o Empire (New York. 1945); Joseph Snell. The Birth of the Atchison, Topeka and Santa Fe
Railroad (Topeka. Ks., 1968); Lawrence Waters, Steel Trails 1o Santa Fe (Lawrence, Ks.. 1950).

8Stevens. “Wichita and the Santa Fe." 38.

9Stevens. “Wichita and the Santa Fe." 49, 66, 52.

'0Wichita Eagle. April 10, 1938.

110 H. Bentley. History of Wichita and Sedgwick County, Kansas 2 vols. (Chicage, 1910), 11, 564.

12Stevens. “Wichita and the Santa Fe,” 39-41, 49, 52-53.




it held a monopoly at that point and acted like it in setting rates and providing service.
There was nothing surprising about that fact or the reaction: it was a pattern all over the
West. 13

The attracuon of rail competition proceeded apace, complicated by mergers and
agreements among rail lines nauonally.

The Frisco system was the second attracted, arriving in 1880. Again, Wichita was
hardly passive. Local banker W.C. Woodman at a rally in 1879 to get out the vote for
bond aid estimated that the new railroad would reduce transportation costs by 45%, saving
over $1 million a year and boosting Wichita's population and trade.!# There was careful
calculauon of the exact advantages to Wichita, which in 1878 had imported 17 million
board feet of lumber, 17,000 tons of coal, and $600,000 in machinery. The Frisco
proposed to reduce lumber rates from $30 per thousand to $17 and coal rates from $8 to $4
aton. Speakers thought that the railroad would double the value of farms and double the
market for manufacturers in the city.!> As to the initial subsidy costs and charges of
"bulldozing and inimidation,” Woodman asked his audience whether it understood “that
no railroad can go from us without also coming to us."!%

The problem was that the so-called “Tripartite Agreement” among the Frisco, Santa
Fe and Southern Pacific in 1880 meant that the Frisco was no longer wholly independent of
the railroad whose monopoly Wichita had been trying to escape. Instead of a full-grown
horse, the press complained. the town was getting only "a suckling colt.” There was some
bitter comment, and there were those who suggested that Wichita had better quit voting
bond aid to railroads. In fact, a technical default by the railroad company on the bond
agreement allowed the county to escape paying the Frisco the $230,000 promised.!” The
Frisco passenger train left Wichita at 8 a.m. and arrived in St. Louis the next morning in
ume for breakfast, allowing the passenger meantume 1o enjoy the nice scenery along the Fall

and Verdigris nivers in eastern Kansas.!8

I3For the general history of the Frisco, see Craig Miner, The St. Louis-San Francisco Transcontinental

Railroad: The Thirty-Fifth Parallel Project. 1853-1890 (Lawrence, Ks.. 1972); Lioyd Stagner, Steam

Locomotives of the F‘.u Line (Boulder. Colo.. 1976); and William Bain, Frisco Folks: Stories and
1Ctures o t Steam Days of the Frisco Road (Denver, Colo., 1961).

14Miner, Magic City, 32

-

I5SWichita Eagle. May 8. 1879
15]bid.. May 15, 1879
17 Accounts are in Miner, Early Years. 162-63 and Miner, Magic City. 32-33.

8Wichita Eagle. Dec. 9. 1880,




An attempt to make the Arkansas River navigable and run steamboats from Wichita
to New Orleans failed miserably in 1880 and a competing rail line continued to seem
desirable. The Missouri Pacific system arrived in town in 1883. This time $400,000 in
ciry bonds were voted for its support. There was opposition, not only to the amount of the
aid. but at the rights of way and depot grounds that were part of the deal. The required
ordinances passed, however, and the president and general superintendent of the line were
made honorary members of the Wichita Board of Trade.!?

Also originating in 1883 was the Wichita street car system. It was first horse and
mule-drawn. but in 1888 the Riverside & Suburban street railway became one of the first
electric lines in the nation20 The streetcar system, which served the city untl the mid
1930s, when buses took over ., affected the city traffic pattern, creating 4 great deal more
interaction of automobiles with rail cars than was true of the crossings for the trunk line rail
systems. No doubt, 100, the compiaints Wichitans had about streetcar service., particularly
in the nineteen teens. when it was run by the McKinley franchise of Illinois, affected local
attitudes toward railways generally.?! As early as 1888 the Wichita Beacon editonialized
that a certain streetcar company had "developed into a full fledged monster and has
assumed the shape and conditions of a sculless. bloodless corporation. 22

The Missouri Pacific did provide a genuinely independent line, but as the famous
Wichita real estate boom of the middle 1880s heated up, the city aspired to be more than a
three-railroad town. Again there were bonds voted -- $450.000 by a majority of 2,893 to
6 -- and again in 1887 Wichita got a new railroad, the Rock Island (the line now owned by
the Union Pacific).2? In addition there was a right-of-way granted and a local subscription
to aid in the purchase of Rock Island depot grounds.* An editor predicted that the armival
of the railroad would add 10,000 to the population immediately and that "every man in the

town will have employment . . . . Every business house will enlarge its stock . .. because

34

19Miner, Magic City. 33-34
201bid.. 41-42, 80. 90. Wichita Beacon. Nov. 13, 1888
21Miner, Magic City. 126

22Wichita Beacorn. Jan. 24, 1888.

23The history of mg Rock lslana is poorl\ do;umem;d But see \Mlllam Hayes. Iron Road 10 Empire: The
] (New York, 1953) and

Bradford Koplowitz, “The Rock Island Line is a \hght\ Good Road -- For Research,” Chronicles of
Oklahoma 66, 2 (1988): 206-15.

24Wichita Eagle. March 23, 1887.




there will be a general faith in and sure hope of the future.” 25 Even the Wichita Beacon,
which often represented rural complaints against the grasping of Wichita, came out for the
bonds before the election June 8, 1886. It claimed that two large manufacturers were
watching the result of the bond vote with the intent to locate in Wichita and bring 10,000
jobs with them if it were posituve. "Our prosperity and rapid growth or our collapse and
retreat will begin on the 9th of June."26

Wichita's confidence and tendency to take the reins during this heady time 1s shown
by its aggressive movement to built two railroads of its own in 1886, the Kansas Midland
and the Wichita & Colorado. Local control of both lines was short-lived, but the action had
the desired effect in influencing the competitive patterns of the major companies.

The Kansas Midland route was from Wichita west to Ellsworth, tapping the
western Kansas agncultural trade termitory and providing Wichita with a connection with
the Union Pacific. The ongin of the Midland was a meeting in Topeka with Boston
capitalist Willhiam Darcey by numerous Kansans who wanted to reach Omaha directly from
their cities and thus avoid the Kansas City pool and the rate basing line of the Missouri
River at Kansas City. The vehicle proposed, to be called the Omaha, Abilene & Wichita,
was determined to be impracucal. However, O.H. Bentley of Wichita, who attended the
Topeka meeting. convinced Darcey to come to Wichita and meet at the Manhattan Hotel
with local capitalists interested in a railroad to Ellsworth. The 104-mile Kansas Midland
was built with eastern capital parucipating, creating numerous towns, including one named
after Bentley. along the way. The Frisco quickly gained considerable influence and
formally purchased the line in 1900 . That was fine with Wichita, as the western extension
caused the Frisco's independence of the connection with the Santa Fe it had had since
1880. That Jay Gould that same year extended the Missoun Pacific by building a branch
southwest of Wichita 86 miles to Kiowa (euphoniously named the Wichita Anthony & Salt
Plains Railroad) was no doubt partly occasioned by the competitive Frisco western Kansas
connection .27

Wichita's second 1886 iniuative, the Wichita & Colorado, originally was to make a

direct connection to Colorado. It, however, reached only Hutchinson, fifty miles

25Miner. Magic City. 58

26Wichita Beacon. May 28, 1886

*7Bentley. History of Wichita and Sedgwick County. II. 558, 561-62. Kirke Mechem.ed. The Annals of
Kansas. 1886-1925 2 vols. (Topeka, 1956), 1:310. For context see Julius Grodinsky. Transcontinental

1 > 369-1893: ) ingssmen (Philadelphia, 1962) and Russell Kirby,
Nineteenth-Century Patterns of Railroad Development on the Great Plains,” Great Plains Quarterly 3. 3
(1983): 157-170




northwest of Wichita, before being pu'chased by Gould and the Missouri Pacific. Again,
however, it provided Wichita with a new trade territory, and did it with local iniuative, but
ultimately at someone else's expense.2®

There was a third local action equally evocative, though not resulung in the
formation of a local company. The Santa Fe, thinking it too needed more western
branches, projected a line from Sedgwick, some miles north of Wichita, to Kingman,
which was straight west of Wichita. In response there was a heavy lobbying campaign by
Wichita with the AT&SF, which resulted in the eventual line, the Wichita & Western,
being built from Wichita and not from Sedgwick. 2

One could, of course, regard the Kansas Midland and the Wichita & Colorado as
"dummy" roads, projected under independent names and with local directors, but done
with the interest and cooperation of the relevant trunk lines from the start. That pattern was
common, and it would certainly be a mistake to regard, say, the St. Louis, Wichita and
Western or the St. Louis, Fort Scott and Wichita as "independent” lines. But in the case of
the Midland and the Wichita & Colorado there is evidence that Wichita was able at least to
influence trunk line policy to its advantage by proceeding, even if local projectors well
understood that absorption was the most likely end for their local company.

Certainly the arrival of the Rock Island and the building of the Kansas Midland and
the Wichita & Colorado was a high point in early Wichita rail promotion. Lots in the
vicinity of the new Rock Island depot on Douglas Avenue went from $12 to $25 each right
away.?0 Property downtown turned up sharply.3! The Rock Island stopped all passenger
trains for twenty minutes to allow guests to eat at the new Wichita depot and thus to
enhance the Wichita grocery business.3? It proposed to build a $50,000 hotel.?? The rail
lines constructed extensive stockyards for Wichita, culminating in 1887 with a fifteen-acre
facility run jointly by the Missouri Pacific, Santz Fe, Rock Island and Midland.** Wichita
favored a union depot along the same lines, which would create an impressive entry

28Ibid., 566. See also ibid.. I, 197-98 for an account of the W&C by Kos Harris.

I1bid., 11, 576

30wichita Eagle. March 11, 1880.
3ibid., April 11, 1886.

32[bid. Nov. 26, 1887.

31bid., Nov. 26, 1887.

31bid., Aug. 20, 1885; Jan. 30, 1887.
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structure for all of Wichita, and the railroads considered it seriously. *3 Jay Gould of the
Missouri Pacific designed the Midland depot, and made nice comments about Wichita.
Some thought that fueled the confidence pushing the real estate boom.?¢ A delegation from
Wichita, headed by miller A'W. Oliver, had visited Gould in his office in St. Louis in
January, 1886, and were gratified that the man, shortly to be excoriated in Kansas as the
worst of the "Robber Barons,” gave them most of two days of his time discussing
Wichita's growth strategy.?” Wichita had four trunk lines, and that was confidence-
building. Nineteen passenger trains a day in each direction served the city. "Every evening
now." an observer wrote, “"and within a few minutes of each other, passenger trains arrive
in Wichita, one from Galveston, two from St. Louis, one from San Francisco, one from
K.C. and Topeka, one from Genesec and the west, one from Greensburg and the west,
one from the border at Kiowa, and now, with one from Chicago at the same hour. Wichita
would seem pretty well fixed, especially as these trains all, except the Galveston train,
urive here also every morning." 38

The worst of times followed the best. The 1890s were a ruinous period for the local
economy -- only anti-corporate Populist rhetoric thrived in that decade in Kansas. Wichita
lost one-third of its population and abcat half of i1s real estate valuation, making the
railroad bond payments already promised particularly burdensome to city taxpayers. There
1s no question that the contrast with the earlier decade created a special bitterness among
those in Wichita who had been the greatest plungers, and that the railroad romance the city
had earlier enjoyed now seemed ashes in 1ts mouth. The railroads were not about to
physically disappear, nor did anyone want them to. But there was, if not divorce, at least
estrangement, as the earlier boom psychology, with its rail mania and overblown hopes,
came to seem in retrospect foolish.

The fifth solid Wichi.a railroad, therefore. did not appear until 1900 when the
Kansas City. Mexico and Orient began construction just south of Wichita. It did, however,
show that local grandiose rail visions had not entirely disappeared. The idea was to reach a
connection with the Asian trade at a planned Mexican west coast port on Topolobampo
Bay. The Onent shops were located in Wichita thanks to $30.000 in city bond aid voted in

351bid., Feb . 6. 1887

3Ibid.. Oct. 16, 1885; Nov. 28, 1886:; April 27. 1887. Gould on his private train was treated like royalty.

37Ibid.. Jan. 12. 1886. On Gould see Maury Klein, The Lite and Legend of Jay Gould (Baltimore, 1986)
and Julius Grodinsky, Jay Gould. His Business Career. 1867-1892 (Philadelphia, 1957).

3"“()uutcd in Wichita Eagle, April 3, 1942.




1900, and by 1913 the line extended 700 miles south to Alpine, Texas. he Mexican
connection was never completed, and the railroad fell rather quickly into a series of
bankruptcies. But it had strong support in Wichita. Through the KCM&O the city came as
close as 1t ever had to being a sort of "hub” for an important system, and not just a branch
way-station.3?

In that first decade of the twenueth-century there appeared a sixth railroad. The
Arkansas Valley Interurban, however, was a commuter passenger railroad. It was of great
importance to bringing shoppers to Wichita from outlying places, but was hardly a factor in
freight hauling. It was a local company, backed by city aid, and organized in 1903,
although not constructed until 1910.40

A final piece of the Wichita rail n2twork as it existed in the early twentieth century,
and its seventh railroad, was the Midiand Valley Railroad. This company was chartered in
1905 at Fu. Smith, Arkansas to tap coal fields in Arkansas and Oklahoma/Indian Territory.
It constructed a branch to Wichita from Tulsa, Oklahoma in 1911.41 Again bond aid from
Wichita and Sedgwick County was a part of the project. There were two propositions
voted on in 1911, one for the city and county to subscribe $2,000 per mile of company
stock for every mile of the railroad built in the county and the other for a $30,000 bond
issue by the city of Wichita alone. Both passed, but the first was defeated soundly 1n rural
sections of the county and only carried because of overwhelming support in Wichita

proper.* An elegant Midland Valley depot designed by local architect U.G. Charles and

costung $20.000 added a large 40 x SO waiting room with tiled floors to Wichita's rail
infrastructure.*? In 1916 an officer of the Midland Valley stated that from the corporation's
perspective 1t was a mistake to built the extension 10 Wichita "as the business received from

39Miner. Magic City. 125. See also Keith Bryant, rS . Pro oL W (Nashville,

1971). J\hr‘[ l\m W«Sm Marino. 1968 and Arthur Sullwell, Cmmu
Eig 4 » Trust (Chicago. 1912

4OMiner, Magic City. 125-26: For a general history see M.D. Isley. Arkansas Valley Interurban (Glendale,
Ill.. 1977) and Allison Chanqlgr Troiley Through the Countryside (Denver, 1963).

*1Wichitg Eagle. May 11, 1905; Jan. 1, 1911: July 20. 1911. Wichita Beacon March 8. 1906. For
documenting the basic histories of local railroads, the Edward Tichen collection of newspaper notes at the
Special Collections Division of the Ablah Library at Wichit- State University is an enormous aid. Dr.
Tihen had a special interest in transportation and his notes are being transferred to computer-searchable
format. A brief but comprehensive computer-generated guide is Complete Listing of All North American

Railroads 1827 1o 1986 (privately printed 1986). a copy of which is in the Tihen collection.

42Wichita Eagle. Feb. 15, 16, 1911.

431bid., June 14, 1911




this place has not justified it."44 But for Wichita it opened another market and gave
bragging rights 10 another rail line.

Of course mergers and acquisitions changed ownership and practices at various
later points in history, but by the second decade of the twentieth century the fundamental
rail network of present Wichita was in place. And it was just then that an auto traffic system
began to be supenimposed upon it -- a development that was obviously not planned for in
the implementation of the original local rail services.

2. A Staustical and Topographical Picture of the Wichita Rail Situation in the first
decade of the Twenueth Century.

The population of the city boomed through 1888, dropped precipitously in the
1890s, and recovered strongly in the first decade of the twentieth-century. From a
populatuon of 960 at the incorporation date of 1870, the city, through the influence of the
coming of the Santa Fe and the catte trade, reached 4,911 in 1880. It reached its early peak
at 33,999 in 1888 with four major trunk lines (AT&SF. Frisco, MP and RI). In 1875 the
populauon had dropped to only 20, 841, but by 1910 had not only recovered but surpassed
its nineteenth-century peak, at 52.450.45 It is no accident that no railroads arrived in town
in the 1890s, and that the AVI, the Orient and the Midland Valley “vere all developments of
the first decade of the twentieth century. There might be some debate about which is the
chicken and which the egg. but there is no question that population increases and increases
in rail service are directly parallel for this peniod. Historians would generally agree that the
construction of the fundamental rail network was a major driving force in the western
Amencan economy during this period and had an outsized impact on the rise, fall and
growth of western towns.

There was no question that the railroads contributed directly to the growth of the
city and that the city knew it. In October, 1902, about 900 passengers a day came into
Wichita by rail. The Santa Fe brought 300, the MP 240, the Rock Island 250 and the
Frisco 100. Of these it was thought 10 settled in Wichita and almost all the rest shopped
there. The vanous lines brought in a mix of people -- many of those coming on the Rock

*4Wichita Beacon. Aug. 29. 1916.

43S ources of population statistics are the local press, the federal and state census returns, and the Biennial

Reports of the Kansas State Board of Agriculture. See also Riley Moffat, Population History of Western
U.S. Cities and Towns, 1850-1990 (Lanham, Md.. 1996) and James Shortridge. Peopling the Plains: Who

Settled Where in Frontier Kansas (Lawrence. Ks., 1995).




[sland originating in the South. Agents of the AT&SF thought that more of their
passengers stayed in Wichita than in any other rail center west of the Mississippi. 6

The Orient and Midland Valley terminated in Wichita and therefore their trackage
remained mosty south of the center of the city. However the Frisco, the Santa Fe, the
Missouri Pacific and Rock Island all crossed the city at its center. not only on a north-south
axis. but in very near proximity to one another along Wichita, Mead. Santa Fe, Mosley,
and Washington sireets. The Big and Litwle Arkansas rivers, also flowing north-south
through the city, formed. with their limited number of bridges, a natural barrier or at least
delay to the cast-west flow of traffic in Wichita. The big river. just as it reached the
downtown area from the north took a considerable eastward bend, resulting in the rail
commidor's being only about eight blocks east of it for some distance and only ten or twelve
blocks distant through most of the south part of the city. Thus, the river and the multiple
tracks created by three, and. south of Douglas, four, rail lines in the same north-south
corndor. created a frequent bottleneck, given the increasingly heavy through and switching
rail traffic. at the naturally most congested part of Wichita. especially after the arval of the
automobile.

An addiuonal complication existed at the north end of the city, where numerous
industries (prominently packing plants, car and plow manufacturing works and a union
stock yards) had been located during the 1880s boom and where the Santa Fe, Rock Island
and Missouri Pacific later concentrated yards. Considerable and wide yards began at ninth
street, with an increasingly major concentration from 21st street to 33rd strect north. There
were also extensive vards, warchouses and industries just south of the downtown area
between Douglas and Kellogg streets and eventually in the southwest section of the city
where the Orient shops were located.

Some further detail documents the pattern.*” First the downtown. as a traveler

across the city would experience it:

4“\\“t a Eagle, Oct. 12, 1902

47Sources for the following section are &Mmmmummmmm
f 1 \Ai 0¢ n* Townshi / (Chicago: George A ()s:lg & Co., 1905) and Sanborn

3l an 1884-1935. reels 16 and 17, microfilm #864. Ablah
1 ‘mu\ Wichita State University. The Sanborn Company maps are by far the most detailed available for
most ciues, and ,\“m\ the exact track and industry layout in Wichita. Sanborn's maps were produced for
Wichita in 1884, 1887, 1892, 1897. 1903 and 1914. Unfortunately the next series after 1914 is 1935, so
the detail of much intermediate development is lost. Also 1903 is the latest picture before the tracks were
elevated. Doubtless that presents a conservative picture of the traffic problem tha* 'ed to the elevation, as
there was much growth between 1903 and the completion of the elevation in 1914. The twentieth century
Wichita maps are in several volumes and run to hundreds of individual maps. Citation here to specific
details is by date and plate number.




The Missouri Pacific had the westernmost route through town, was the only line
outside a very narrow commdor, and in a way further narrowed the urban congested zone. It
entered the city from the northeast, crossing the Santa Fe main line at the north city limit
and proceeding diagonally southwest until turning south to enter the downtown along
Wichita Street, only a block east of the Big Arkansas River. One could argue that the
effective urban constricted zone, therefore, was not just between the river and the east rail
corridor. but between the Missouri Pacific crossings and the Santa Fe crossings, a distance
of less than seven blocks. At Douglas the MP turned west, crossed the river and served
industries on the west side on its way out of town.

As was true of all the Wichita railroads in the first decade of the twentieth century,
the MP had major freight and passenger facilities, with accompanying sidings and
switching operatons, right on Douglas, the main east-west thoroughfare through Wichita's
downtown. More than any of the others, its facilities were in the heart of the downtown
commercial district , not on its fringes even at that early date.

Each railroad passing through town had, of course, its own ganglha of industries.
There was no zoning law or planning commission in Wichita until the early 1920s.
Therefore all sorts of commercial and residential uses were mixed and adjacent to one
another. For example, the MP at Wichita and First streets in 1903 (when the Sanborn's
Fire Insurance Maps provide the best data for the perniod before the track elevations
downtown) was three tracks wide, all crossed by streets at grade level, but there were also
a number of spurs serving the Wichita Machine & Boiler Shop, the Schwartz Lumber &
Coal Co.. the Cox-Johnston Diamond Dry Goods Company and others.*® At Second
Street the MP was five tracks wide with a similar concentration of industrial spurs.#® The
MP also had a presence on the west side near downtown . with an east-west alignment
making the crossings north-south. On Pacific Street north of Chicago (now W. Douglas),
it was three tracks wide and had a number of coal supply facilities.>

So. the anchor on the west of the downtown was the MP on Water Street. A car or
uggy heading east on Douglas would next encounter the Santa Fe tracks on Santa Fe (or
th) street. The area five blocks east of Lawrence (now “iroadway) was and 1s a

warchouse district. Now called "Old Town," and in readar ted form one of the jewels of
the current Wichita downtown plan, it was in 1903 the jo')bing hub for a town that, among

48Sanborn's Maps, 1903, Plate # 31 shows this region.
491bid.. Plate #22

S0bid.. Plate #61.
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other things, bragged about being the broomcor cenier of the world. Marketing and
shipping were the keys to the businesses in that district, and consequently rail actvity was
concentrated and intense.

The Santa Fe entered town straight from the north. At its crossing of Central, it was
three tracks wide.5! By the time it crossed Second street, the Santa Fe corridor was five
tracks wide with many spurs serving indnstries like the Wichita Stove and Iron Works and
the Wichita Grain Elevator. *2 At First street and at Douglas, the width was the same five
tracks with spurs (o the Steffen Bretch Ice Cream Company, the Wichita Paper Company,
the C.E. Potts Drug Company, the Wichita Paint & Color Company, the Washburn &
Tuller Carriage Company. the McCormick Harvestin  Machine Co., the Butts Brothers
Lumber yard, and other industries in a number and variety unimaginable to one acquainted
only with the modem, relauvely abandoned, relatively specialized and "clean”
downtown.3* Here, as clsewhere, there had been fast evolution. In the same region in
1887. there had been only two Santa Fe tracks to cross, while the Frisco was single track
right across Douglas.%*

Having crossed the five Santa Fe tracks and proceeding east on Douglas, our
hypothetical 1903 motorist would, in only a block. encounter the Rock Island corndor on
Mead street. The Rock Island in 1903 ran a single track most of the way into town {rom
the north. with the exception of widening to four tracks at the northern Union Stock Yards,
but that corridor also became congested with track and industry as it reached the center of
the city. It was two tracks wide at Douglas, quickly widening to three to four tracks just
south of Douglas where it served the United Sash and Door Company.33

One block further east along Mosley street, the traveler to the eastern suburbs along
Douglas encountered the Frisco and its industrial accompaniments. The Frisco was three
tracks wide at Douglas and served the Waltershield Brothers Pump Factory and Machines
Shop and the Rochester Brewing Company, among others.%%

Just south of Douglas and also in downtown Wichita was an even more
concentrated rail yard district where the Santa Fe, Rock Island and Frisco performed

511bid.. Plate #27

52Ipid.. Plate #28

53Ibid., Plate #34.

54Ibid.. 1884, Plates #8, #9.
551bid.. 1903, Plates #36 and 48.

561bid.. Plate #36




switching and train-makeup activity for the southern quadrant of the city. In that region all
the way to Kellogg there were large warchouses and freight houses and the track barrier
widened even further for east-west travelers on Lewis and English streets, not to mention
Kellogg. which before 100 long was to become a major east-west traffic way for Wichita.
The Sasita Fe was at points ten tracks wide in this regicn with many industrial spurs, the
Rock Island was nine tracks wide, and the Frisco five tracks. All had freight and
passenger depots on Douglas and many loading and service facilities just south.57 This
meant that traveling by street cast-west in that region at just about any time of day became
well-nigh impossible. Some of the drawings of yards were actually marked on the
Sanborn's maps "no crossing."

There was one other area outside the downtown that had deveioped into a rail-
intensive region in 1903 with many crossings and remained so - namely the north-end
industrial district beginning about two miles north of the downtown at 9th and Main and
extending through 33rd st. north. The stock yards, which in the 1870s had been south of
the downtown on Kellogg, were in the 1880s moved to this north region. Many of the
major industries attracted during the mid- 1880s real estate boom --e.g. Burton Car Works:
Gilbert Plow Works: Dold, Cudahy and Whitaker packing plants, -- were located in that
region. The packing plants coordinated with the stock yards and the railroad in a very
complex manner and the facilities for bringing cattle in, moving them to the
slaughterhouses and shipping processed meat out meant extensive yards and sidings and a
wide and dangerous area for street traffic to try to cross.

While residences this far north were sparse in 1903, the area did grow -- part of the
adjacent area east becoming the de facto segregated African-American residential district as
that group moved north and east from its original location around the County Courthouse at
Central and Main. There was a considerable Mexican community along 21st, many of
whom were railroad and packing plant workers. There was a college (Fairmount, now
Wichita State) nearby and considerable industrial workers going to and fro. The MP's
northeast/southwest alignment, combined with the Frisco's eastward entering route at about
17th street. meant that horse, streetcar and auto traffic at the north end of town had to
contend with considerable railroad crossings not only over the MP, Santa Fe and Rock
Island yards traveling east-west, but across the MP and Frisco rights of way traveling
north-south. The Rock Island and Missouri Pacific ran nearly parallel ncrth of 21st street,
and as they ran south converged with the straight north-s<uth route of the Santa Fe,
creaung an intense industrial triangle. Both because of what had gone on in that region in

37The picture can be studied in Ibid., Plates #45-48.




the 1887s and what was happening there in the twenticth-century revival, 21st street and
about N. Main was a very rail-intensive region and getting more so yearly.

The main MP yards in 1903 extended from approximately 9th to 12th streets north,
very close to N. Main street on the double-tracked diagonal route through which the line
entered town. This was the closest of the north rail yard complexes. In 1903 this yard
was 7-8 tracks wide with several industry sidings.>® Immediately adjacent to it on the west
were the car bams of the streetcar company and another group of tracks with more frequent
traffic than the MP.%¢

Other railroad yards. urther north, were not shown on the 1903 or 1914 Sanborn's
insurance maps for Wichita, as the coverage did not extend that far. However, the Santa Fe
and Rock Island built yards in the same area in 1912 to move traffic out of the south
downtown yards in connection with the elevaied track and Union depot projects in that
downtown area. The 1935 maps reveal the enormous Santa Fe yard and roundhouse
complex extending from 16th to 33rd streets north. The Santa Fe roundhouse was at 25th
street. The yards were ten tracks wide there, with a turntable at the roundhouse and many
industrial sidings. Industries included the Barasdall Oil refinery and the Wichita Terminal
Elevator Company. Between 25th and 33rd streets near Broadway were Missour Pacific
facilities and a Rock Island roundhouse and yards.5° The MP roundhouse at 25th with 18
stalls had been built in 1903 at a cost of $100.000 -- a significant investment in a city stll
down on its luck.®! The Sania Fe north facilities had cost over $250,000 in 1912.92

A third major area of rail concentration and therefore difficult auto-train traffic
interaction by 1911 was in the south part of the city where the Orient shops were located.
These were south of Friends University at the end of Hiram street and contained the whole
panoply of roundhouse and operating yards as well as locomotive and car repair facilities.
The Onent shops were for years a landmark of the area, and just as much a barmier to be

aveided or driven around as the city parks and golf courses.5?

58Sanborn's Maps. 1903, Plates #4 and #7.
591bid. 1914, Plate #64.

%OIbid.. 1935, Plates #512. #530.
51Bentley, History. I1. 560.

62Wichita Eagle. Sept. 27, 1912.

63Sanborn's Maps.. 1503, Plate #246.
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Given that there were an estimated 110 trains a day running into Wichita in 1909,
and 97 in 1913 (up from 32 total in 1886), there was a good chance that our hypothetical
auto traveler would be held up at some point in heading east from the river on Douglas and
crossing the MP, Santa Fe, Rock Island and Frisco multi-track industrial corriders before
traveling eight blocks.%* The Santa Fe alone had 18 passenger trains in 1910, carrying
2.000 passengers a day or 750,000 a year. This was up from 4 a day in 1903, and
rising.®5 The northern industrial district would have been a challenging maze, the arca
immediately south of downtown on its east end virtually impenetrable for autos, and the
Onent shop area pretty much out of bounds as well. Therefore, as automobiles were added
to the streetcar and horse traffic in the early part of the century (Wichita had 67 miles of
paved streets in 1913 and Kansas had 47,000 + motor vehicles), traffic interaction. between
street and rail vehicles became a definite problem 56

What justfied the inconvenience in the minds of most --aside from the fact that the
tracks were there first -- was the obvious economic impact of the rail system locally, both
directly. through employment, purchase of materials and payment of taxes, and indirectly,
as an important adjunct to the services of local businesses. Wichita 1n the 1990s agonizes
over the disadvantages of the Air Capital not being an airline passenger and freight hub.
No such trade disadvantage existed in 1911. Wichita was a rail hub, centrally located in the
county and served by major competitive rail systems. There were complaints, to be sure,
about the inconveniences this caused. and complaints about what the service cost, but in
general there was solid appreciation of its positive implications.

"The Business Center of the Southwest,” as Wichita then dubbed itself, had 225
manufacturing establishments in 1913, up from 103 in 1899. It had 47 passenger trains a
day running in and out in 15 direcuons, and 40 miles of street railway. More than a
hundred freight cars a day were loaded with Wichita mechandise. It had ten-story
buildings. It was the broom corn capital. 67

The Santa Fe railroad was, from the standpoint of tonnage handled and money
received. "the greatest individual concern in Wichita.” In 1903 the Panhandle line had one
three-car passenger train and one mixed train from Wichita. In 1910 there was one nine-

84 Kansas State Highway Commission. Wichita Metropolitan Area Trafffic Survey [n.d., n.d. <1953>],7.;
Wichia Eagle. May 18. 1886; Wichita Beacon, Southwest Development Number, 1913, s.c. 3100, #62,
Ablah Library Special Collections, Wichita State University.

5Bentley. History. II. 567.

55Wichita Beacon. Southwest Development Number, 1913.

Ibid
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coach passenger train operated to Amarillo on that division and another such "shopper
train” from Wichita of similar size operated to Carlsbad. New Mexico. At the turn of the
century one accommodation train did all the freight and passenger business on the
Englewood branch, serving the Clarke County ranching district west of Wichita. But the
twentieth century saw more farming in the region and more passenger business on that
branch. Thus. in 1910 there were two local freight trains and a passenger train each way
daily on the Englewood branch.

According to O.H. Bentley. once mayor of Wichita, an officer of the Kansas
Midland, and a considerable follower of the railroads, the total in and out tonnage on the
Santa Fe alone for 1909 at Wichita was 268.000. In 1910 it was running nearly double
that. The company hauled 5.630 cars of freight into Wichita and 2.622 out of it in the first
seven months of 1910, excluding livestock. Livestock amounted to 7,447 cars for the same
period. The freight transfer business of the line was in the neighborhood of 45mm lbs. a
year transferred by the local freight handling force. According to Bentley's 1910 account,
Santa Fe freight trains averaged 75-90 cars at that ume and 2,000 tons in weight. and the
company was running 10 scheduled freight trains and a half dozen extras cvery day . It was
an ¢ra when freight car size and train lengths were increasing regularly to handle the traffic.
The MP had 16 passenger trains and 22 freight trains entering Wichita the same year and a
valuation of $1.5 mm for its city property. Its fine brick depot on Douglas, built in 1899
for $55.000. replaced a "low. rambling structure of wood built in the early 80's" and
reflected. even pioneered. the general upturn of the city from "the terrible shock of the
boom." The Frisco's monthly payroll in town was $15.000. The roof was being
constructed on the first building of the Onent shops.%® It was hard not to feel positively in

general about such an industry
3. Evolving Autitude of Wichitans Toward Local Rail Corporations to 1911.

Victor Murdock. a member of Congress from Kansas and son of the first Wichira
Eagle editor . wrote insightfully about early Wichita and the railroads that:

‘Bgrm\ History. I1. 567-86. The 75 car length would be considerably higher than average for the
country at the time. The Interstate Commerce Commission. Statistics of Railways in the U.S. for 1911,
p. 218 shows the average number of freight cars per train mile for the Santa Fe that year as 32. The U.P.
was 36 \\‘hk not a direct measure of length, these statistics suggest that train lengths in 1911 in general
were about half what Bentley is suggesting. If Wichita freight trains were really 75 cars long, it would
represent Ju best rail technology at the time could do 1o minimize the number of trains. Train lengths
increase regularly as the years go by. Information on car changes may be found in Albro Martin, Enterprise

Denied. Origins of the Decline of American Railroads, 1897-1917 (NY, 1971). 70-71.
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about the only corporations visible to Wichita in the old days were the railroads.
For twenty-five years or so the town had. upon occasions, two grand passions,
the first 10 get more railroad corporations attached to it and the second to grow
inflamed over the attitude of the railroad corporations after the town get them.

The reason for this seeming contradiction was perfectly natural. The
proposition was to build a city. The first requisite in that recipe w's a railroad.
The second requisite was another railroad: the third requisite anc ther. The town
which could draw to itself the most railroads would become the city. The
proposition seemed sound and was universally accepted. Therefore, all towns
went in for railroads.

In a general way the advantage of a single railroad was subject to considerable
doubt. As the single railroad approached a given center and passed it, creating
new towns, a single railroad scattered rather than concentrated business.
Therefore a second railroad was necessary to give the center an advaniage « ver
one-railroad towns. But as the railroads were accumulated, the town, which
was becoming a city, discovered that 1t had taken to its bosom corporations, and
the way of corporations was past finding out.

The various railroads did not respond to the principles of competition, as the
population had hoped, in rates and in other services. The corporations, not
revealing any great enthusiasm for this particular town, were suspected of
intrigues with other and rival towns, in the way ot discriminations, rebates and
special assistance of diverse kinds. Thereupon the town would set out to
enforce 1ts deraands upon the railroads and discover that demands cannot be
enforced upon phantoms.

For a corporation in those days was, in identity, a remote thing and an illusory.
It was a giant in attack. but a phantom against attack. That was about all anyone
could discover about a corporation. After a season of indignation, therefore, the
town would gird up its loins and go out to get another railroad.5’

That was a good summary -- suspicious but glad. Victor's father Marshall had said
something similar in 1902 about the absolute necessity for railroads despite the cost,
inconvenience and politics of it all. "No Kansas town ever won,” he wrote,

except through running the gauntlet of relentless rivalry. Towns have given their
half to get therr first railroad, and half of what was left to get their second. The
first railroad was secured to keep a rival from securing it, the second to save the

%9Quoted in Wichita Eagle. Feb. 9. 1964. Murdock made the statement in the early 1920s.




town from the monopoly of the first, the third to hold the other two level, and, if

a fourth, the fourth with the hope of breaking up the pooling arrangement of the

other three. There is a distracting history to this succession. In almost all cases

the second railroad ruined the profitable wagon trade and business waned. The

third may have caused an influx of population, which the town's development

did not warrant, and brought on a relapse; the fourth a boom in realty values

which brought on a collapse. But the town which never got its first railroad

died: the town that never got its second stopped its growth; the town that never

got its third, let the rival who secured it, outstrip it in the race.”®

Neither of the above stateinents represents mindless or naive boosterism of either

railroad or town. There was a recognition of a complex interrelationship, always evolving,
but also of the centrality of railroads to business growth and business growth to the health

of the city. The elder Murdock was always against a Union depot because he thought

separate depots created more traffic and activity, something he thought Wichita then needed
more than an orderly plan. The office and depot employees swelled the population, a
traveler going from one depot to arother might buy a lot, and the general movement "adds
life and stir 10 our streets, which costs us nothing." 7! When in 1886 there was local
controversy about the inconveniences caused by the location of the Reck Island depot
Murdock. from his office, called the "Eagle’s Roost,” wrote that the idea of some that rail
depots should be located on the outskirts of the city for aestheuc and traffic reasons was
misguided.
Are we 10 have a business center and a center of business. or Mawkish
Lots are to be covered with business

houses, bins warehouses, machinery, matenal of all description, as well as with

homes: streets to be tilled in with macadam or steel rails or whatever is necessary

10 carry, to convey the traffic and travel: the side-walks are sufficient for the

pedestrians . So far as we are individually concerned, before consenting to the

annulling of the labors of years, the council has our consent to run a railroad

through every street around the Roost and through and over the Roost itself

when all the streets are occupied, rather than to take the chances of dropping

bac.. 10 the status of an ordinary country town, rather than fail, now, in making

Wichita a great city.”?

7OWichita Eagle. Aug. 31, 1902.

71See e.g. Ibid. July 19, 1887; Dec. 14, 1902.

72Ibid. Nov. 39, 1886.




O.H. Bentley's 1910 History of Wichita and Sedgwick County indicates that
atutude had not changed. "Wichita has always made a strenuous struggle for railroads . . .
. No railroad ever knocked at the doors of Wichita and Sedgwick County in vain."73
Bentley thought that even some fast dealing by railroads with local aid was "in the natural
order of railway building in the West" and should not be unexpected. Local politics were
“one long history of voting bonds and railway aid and getting right of way and promoting
these great enterprises. which, in the aggregate go to the making of great marts of trade,
and great and populous cities. . . . It has been a struggle, but it has paid. The game was
worth the candle . . . .Two possessions are necessary for a western town: First and
foremost it must have the county seat. and, second, 1t must have ample railway facilities.”

Those benefits could not be expected if the town builders were meek. Bentey
quoted a slogan that live fish go upstream, and dead ones go with the current. Even actions
that seemed less than wise kept momentum going. "And everybody praised the duke,” he
quoted in regard to Wichita's rail promotion history, "Who this great fight did win./ 'But
what good came of it at last./ Quoth little Peterkin/ 'Why that I cannot tell,’ said he/ 'But
'twas a famous victory."’* The future, 1t was assumed by the boosters, would justfy their
getting in on the ground floor with as much rail traffic as possible. When the Wichita Real
Estate Dealers’ Association was polled in 1912 about what the city needed most, it put
"more railroads" first on its list, before soft water, paving. parks and street lights.”5

Sull. what Murdock called "mawkish senument” was a genuine countercurrent of
doubts about some of the features accompanying rail progress. These were certainly
present in Wichita even in the "honeymoon” days of the establishment of the new rail
system and were the seeds of significant dissent as times turned.

The Santa Fe from 1872 to 1883 was the only railroad in Wichita, and, as such,
was roundly abused from time to ume by citizens for its monopolitistic irresponsibility. Its
threats were seen as a "sword of Damocles” which "at all our feasts” was "suspended by a
filament over our devoted heads.”7® The depot was complained of. In 1886 it was
remarked in the local press that "it was a shame the way the Santa Fe Co. is using the city
with regard 10 depots. Nearly all the passengers go to the Douglas Avenue depot. and

"3Bentley, History, II. 558

T41bid, 558-61.

TSWichita Eagle. April 25, 1912.

6Ibid, Dec. 2, 1875. Wichita Beacon. Feb. 28,




men, women, and children are there all huddled up in a little, dirty room, which is often
filled with smoke of pipe and cigar. The Santa Fe ought to be ashamed of itself."7”
Sedgwick County farmers were not always enthused about voting bonds for a new railroad
they thought would be mostly for the benefit of Wichita, and felt that too much of their
profits was consumed in shipping costs. As early as the 1870s farm groups were
advocating local packing houses and mills so that rail rates could be paid only on goods in a
higher state of processing than the raw farm product and that therefore the benefits could
stay in the area.”®

The Frisco got its share of abuse at the meetings designed to attract a second
railroad to the city. Some felt that tax money should noi be used to subsidize private
business, but only for free public institutions like bridges and jails.” Conservative banker
W.C. Woodman thought that depending on "that restraining sense of honor and fair dealing
among men," as one local man suggested, rather than on real rail competition, was unwise.
He was contemptuous of the Frisco, which he called "a rotten, worthless hulk, running to a
terminus in heathen territory with none other for its refuge for hundreds of miles, without
money or credit, a hopeless bankrupt, its stock selling for about 1 1/2 cents on the dollar.”
The Kansas branch, he said, was from the start, just a scheme by the Frisco to make a
larger concern buy it out, and Wichita was taken in.80

In addition to these broad complaints about local raiiway strategy, specific
difficulues surfaced concerning the interaction of railroads and pedestrian and horse traffic
and later auto traffic on city streets. Delays at railway crossings were an issue at some
early city council meetings, and safety at rail crossings was a significant issue in cases
brought before the Kansas Board of Railway Commissioners by the early 20th century.?!

Early motorists often raced trains to grade crossings, "perhaps to test the mettle of
their new machines. perhaps to prove their driving skills to passengers.” Unfortunately the
racket of early auto engines sometimes drowned out the loco whistle, or their primitive
engines failed to drag cars up over high-ballasted rails, or their cable brakes would not stop
themn on downgrades leading to crossings. resulting in increasing car-train accideats. "In
the early years of the new century,” writes historian John Stilgoe, "many neophyte

7TWichita Eagle. March 14. 1886.
78Wichita Eagle. Aug. 21, 1879.
"91bid, May 15, 1879.

801bid. July 8; July 22. 1879.

81See Board of Railway Commuissioners Annual Reports for Kansas, 1909-10.




motorists panicked when confronted by unusual situations, and the popular tales of the
farmer yanking back on his flivver steering wheel and yelling 'whoa' as his car careened
down Main Street or into the barn perhaps explains the accidents in which motorists struck

not the fronts of locomotives but coal tenders or even trains of the cars."32

The crossing problem surfaced in Wichita before autos. In 1887, for example, it

was stated that "the Santa Fe don't recognize that there are any streets in Wichita crossing
their tracks from Douglas Avenue south to Kellogg. They claim that thiey bought the land
years ago and think we have no streets.” It is understandable that the area south of Douglas
would be the one complained of first as the multiple rail yards there made the region
virtually impassable for any but rail traffic. The issue was referred to the council judiciary
committee. At the same meeting it was reported that the Santa Fe had put flagmen at
certain busy crossings, most recently at Central .83

The addition of the auto made the debate about crossings more active. "Trains and
engines,” wrote a critic in 1908, "go bumping about in a manner that sometimes induces
the belief that the railroad companies have nothing but an economic interest in the lives of
the people. They do not, of course, intend to grind people under their wheels out of any
love of bloodshed. but they are so wildly committed to the mathematics of movement and
the economy of ime that they do not appear to allow the slowness of old age or the
negligence of pedestrians at busy places to enter into their calculations."84

The first automobile in Wichita was a steam Locomobile purchased by A.S. Parks
in 1899, and the local press said then that it’s type was here to stay. "We not only give it
our respect, but our admiration, for, with its big rubber wheels, 1t gets over the ground in a
velvety sort of way and reaches its destination without being tired . . . . When a steep
declivity, a few inches of snow and a muddy road will not stop the cycles and automobiles
it will be ume enough to lament the passing of the horse."85

Wichita was a flat city on the praine. filled with wealth and individualism, and the
automobile suited 1t perfectly. Not even the best efforts of the city council to preserve the
streetcar franchise could save it from the competition of the jitney buses and the cars. By
the mid-1930s streetcars would disappear altogether and, with the exception of the special

82John Stilgoe, Metropolitan dor: R . .ene (New Haven, 1983), 175.

83Wichita Eagle . Sept. 13, 1887

841bid.. Sept. 11, 1908. For an overview of these issues see Craig Miner, The Daylight Station of
America (Wichita, 1984.)

85Wichita Eagle. Jan. 26, Sept. 27, 1899; March 14, 1915.




AN HISTORICAL PHOTO-
GRAPH. MR. A. S. PARKS
IN ONE OF THE FIRST
AUTOMOBILES EVER
BUILT. IT IS SAID THIS
WAS THE FIRST CAR IN
THE STATE OF KANSAS.

(Courtesy of Wichita-Sedgwick County Historical Muscum)




case of World War II, public transit in general would be a negligible factor in the city after
the coming of the auto. It was the car-- parking for the car, paving for the car, and speed
across town for the car-- that became the central intracity transportation concern. Insofar
as the railroad tracks and train movements were in the way, they were perceived as a
nuisance. The twenty mile-per-hour auto speed limit in place in 1908 could not be
enforced.8® And no "joy rider" wanted 1o stop for anything -- not for pedestrians, not
other cars and certainly not for trains. "Regulation of traffic remains a joke," wrote a
reporter in 1915. "Itis not all to be charged up to jay driving. Neither is all of it to be put
at the door of the police, though some of it belongs there. The element that is chiefly
lacking is a want of a modern system." Lacking that, auto traffic would remain "a sight for
the gods and a menace to men."87

The natural response, given the times, was government intervention through
planning. By 1910 the local influence of the "City Beautiful" and "Model City" movements
was strong, and city planning clubs were proposing the creation of a “system" to solve
such issues as the crossing problem .88 A professor from Boston gave 31 lectures on the
City Beautiful to Wichita school children that year.®® Wichita women were active in the
beautification and planning initiative through the Wichita Federation of Womens' Clubs,
and high on their agenda was doing something about the "circulatory problems" of the

city.% Their concern was safety and livability (what mighi now be called "quality of life")

more than economics, but more men in the wake of the 1890s depression, when tax money
was for the first time spent for city parks, were likewise taking the view that a city was
something more than setting for maximum business growth.
The city, it was said by early twentieth-century critics, was "acting as a great big
unseeing, unknowing Blind Force." Growth was good, but balance was needed.
There is scmething entrancingly beautiful about a little old berg out in the

prairie which is conjured up out of the prairie grass, and just keeps on growing

and growing as fast as it can be knocked down, and keeps growing until it is a

mess of factories, and big buildings, and pavements and electric lights, with

trains whistling all hours of the day and night, and with millions initall . . ..

861bid., April 9, 1908.

871bid., April 25, 1915.

881bid., April 26, Nov. 29, 1910,
891bid . Aug. 26. 1910

901bid., Nov. 30, 1910.




But beautiful as it all 1s there is something gippingly pathetic about it too. The

old town gets blotted out. It loses its identify. It puts on city uniform, and

becomes just one of those big busy noisy things like New York, Chicago, 'good

old K.C.', or Kokomo. You bet its great to be 'one of them metrolopuses,’ but

if that's all our people hankered for, they could have saved an awful lot of time

and bother by buying $4.80 worth of railroad ticket . . . through to New York.

But this thing of running a branch office of New York, a sort of Me-Too

imitation of the Real Thing in Noise and Bigness and Dog-Eat-Dog out on the

plains, gets the graduated sodbusters going.%!
In 1911 a number of citizens submitted a petition asking the city to appoint a "Civic
Advisor" to make a comprehensive plan for Wichita, including advance provisions for its
transportation growth. The peution was simply filed then, but the issue and the idea of a
comprehensive plan did not disappear.9?

Nationally, there were few grade crossings protected 1n any way, but the more
congested areas moved quickly in that direcuion. According to the ICC's Statistics of
Railways for 1928, Kansas had 11,943 grade crossings, 11,354 of which were totally
unprotected. Two had 24-hr gates, 3 had gates operating less than 24 hrs, 12 had 24 hour
watchmen, 113 had watchmen less than 24 hours, 270 had visib'e and audible signals, 214
audible only and 5 visible only. In total there were only 619 of 11,354 crossings that were
protected in some way. That was not atypical of the nation in 1928, which had 240,089
crossings, 210,874 of which were unprotected.%?

Crossing safety became a national Progressive issue. Railroads tried all kinds of
crossing protective devices, but there were cases where motorists knocked down watchmen
waving red flags in their haste 10 get across. Still, city residents often blamed the railroads
rather than themselves. In a 1913 Scientific American article entitied "The Grade-Crossing
Scandal.” 1t was noted that in Brooklyn there were over 300 train movements daily past a
certain crossing where 423 school children crossed four times a day. Flagmen and gate
tenders could not keep sidewalk and road traffic from backing up because the frequent
trains meant lowering the gates constantly. One survey showed that in an hour and a half
453 persons went over a crossing over which in the same period 11 local and 25 express
trains passed. It had become a kind of coniest, and no number of wamnings calmed the

11bid., Feb. 14, 1914,
92Journal I June 16, 1911, City of Wichita, City Clerk's Archive.

23p. 201, section C.




frustration of people on a schedule. The answer most often proposed nationally was grade
separation, but that was terribiy expensive and involved government action and planning of
a type untypical of Wichita, at least before the City Commission was created.®* But well
before 1910 crossing control was a public political issue in that city.

Another class of issues concerned rights of way for railways through residential
neighborhoods. Residents along Wichita's Mosley Avenue, so much a rail thoroughfare
already, wrote many letters to the editor in 1886 complaining about further rail development
along their street and the granting of any more rights of way.?> They complained that the
city's argurient that the railroad had vested rights due to a city contract with it was absurd.
Any privils 2e was a donation by the city, an attorney for the residents said. "The railroad
company gave nothing for it and had no legal right to demand it. It was, and is, simply a
beggar praying the council to give it a donation.” The fee to the streets, the letter said, was
vested in the county for the use of the city, and all the council gave the railroad was a
revocable license to use that street. Property rights were property rights and any that
thought they could be transfzrred to a private corporation so easily were "unconfirmed
lunatics."96

Similarly distressing to householders among 19th century railway inconveniences
were proposals to use steam power on streetcar lines running deep into residential
neighborhoods. In 1887, just before Wichita streetcar lines began to be electrified, there
was a peuuon drive by citizens on certain streets objecting to the Wichita and Suburban
railway's plans to use steam. Whatever the benefit of the company, the residents did not
feel that they could put up with the aggravation at all hours such motive power would
cause.?’

Finally there was the freight rate issue -- the source of the most local agitation
among 19th-century rail issues. Wichita felt that it was discriminated against in rates, in
favor particularly of Kansas City and Oklahoma City, and sent all sorts of delegations
before the Kansas Board of Railway Commissioners, beginning in the 1880s, to seek
redress.*® Court cases were instituted with e particular purpose of getting better rates on
coal shipped from the southeast Kansas fields. Before the arrival of natural gas in town in

94Stiigoc, Metropolitan Corridor. 177-84.
9SWichita Beacon. Aug. 7. 1886.

91bid.. Aug. 9. 1886

*7Wichita Eagle. Sept. 20, 26, 1887

98Wichita Beacon. June 5, 1889.




1906, coai - s the city's sole energy supply for home and industry. The rate from the coal
ficlds to Wichita in 1893 was $1.60 per ton, whiie to Kansas City it was $.70 a ton. There
was a similar differential on lumuer. Basing rates on the Missouri River, Wichitans said,
was a "robbery.” It was one of the things that had to go so that Wichita would be "all that is
comprehended by the words ‘great city."?

The negative sentiment toward railroads locally increased dramatically with the
formation of the People's Party in 1890. That thira-party movement, stronger in Kansas
than anywhere in the nation, arose partly from the stinging farmers and investors in town
lots had gotten in that state with the collapse of the boom of the 1880s into the depression
of the 1890s, and for which they partly blamed railroad overbuilding. A major tenant of
the Populists was that the federal government should not just regu! - * out own and
operate railroad companies. Kansas was one of the few states in whicn the state legislature
was dominaied by Fopulists, and in which significant state regulatory action toward
corporations was instituted in the 1890s. During the Progressive Era, with the
strengthening of the Interstate Commerce Act (1887) with the Hepburn Act (1906) and the
Mann-Elkins Act (1910), federal regulation of railroads became a factor which encouraged
states and municipalities to take a more aggressive stance with rail corporations.
Interpretations of the effects of these movements have ranged from Albro Martin's idea in
Enterprise Denied that such governmental involvement in rote-making ruined the rail
corporations’ ability to raise capital necessary to use new technology to adapt to changing
times, to Gabniel Kolko's thought in The Trumph of Conservatism that regulatory
legislaton cemented the cozy relationship between big corporations and big government,
neither of which responded directly to the public.

The early twentieth century was a time when the "drift” of past statecraft, to use
Walter Lippmann's phrase, was to be exchanged for the "mastery” of governmental science
and the "visible hand" of purposeful management through legislaton. Numbers of books
on the "railroad question” appearcd, most assuming that the corporations needed
considerable help from governments to solve their "problems."!® Wrote James Hudson in
a vein typical of this literature: "A new sccial power sometimes rises to immense
preortions before its nature and effects are understood.” That seemed true of railroads,
which Hudson called “our Frankenstein.” The obvious benefits of the system did not
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“afford any valid reason for sparing abuses which may have grown out of it."101
Considerable attention was paid in this literature to studying the legal status of railroad
corporations vis a vis the public interest, and certainly in the wake of the new federal
regulation the idea that they might be more “clothed with the public interest” than had been
imagined earlier was no new or strange thought. The frontispiece to one collection of rail
“solutions” contained the Latin slogan "Salus populi suprema lex" -- "the health of the
people 1s the supreme law."102

These changes in attitude represented a watershed in American thought. When
Edward Kenna could say in 1914 that "the railway is far too important an agency in the
development of civilization and the solution of social problems to be controlled in the
interest of commerce alone: and much too important to be regulated on the theory that all
services must be charged for on the basis of exact cost,” he was hardly stating a long-
standing truism.!9® There were plenty at the time who considered such thinking a
dangerous move toward socialism which would kill the goose that laid the golden eggs.!04
But 1t was 1n the air.

Far from being a bastion of conservatism, Wichita and Kansas were on the leading
edge of this regulatory trend. There had been a close relationship between the Board of
Trade and the Commercial Club and the city government earlier. In 1906, for example, the
Commercial Club hired an attorney to prosecute a coal price discrimination case before the
state board of railroad commissioners. When the attomey succeeded in getting the coal
price at Wichita reduced by $25 a ton, the city council reimbursed the Club for his expenses
on the grounds that the whole community had beaefited. 195 Likewise illustrative of the
promnence of reliance on structural change and reform through government in Wichita was
the creation of a City Commission in 1909 and a City Manager system of government in
1917. The motive was to run the city more like a business with commissioners, elected at
large. acting as a board of directors and the manager as a CEQ. But there was also the
feeling that the at-large elections and the hiring of a professional manager at a substantial
salary would mean that city officials could deal with railroad corporations on a peer basis
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and could negotiate more effectively on the rail traffic issues that concerned the city. So
confident was the local population of the professionalism of the new system that municipal
ownership and operation of waterworks and streetcars was regularly proposed in this
period. The "black snow” pollution probiem on the industrial south side was addressed. A
city bacteniologist was appointed and a city Department of Public Welfare created 16

There was pride locally in the city's modern government structure, and a great
interest in using it. The Progressive recall provision, for example, was used quickly in a
recall election in Wichita which unseated a mayor and several commissioners.!97 It has
been said that part of the motive of the U.S. for using the atomic bomb on Japan was that
we had it and getung it had been a lot of trouble. No doubt the decision was not so simple
in that case nor were the decisions in early 20th century Wichita. But it was true that the
new governmental machinery was there in 1911, the literature of Progressive control of
corporations was there. and a political constituency, fed on recent hard times and Populist
rhetoric, was there to support a crusading "business" mayor and commission in bringing
railroad abuses to heel.

Attitudes had changed since the sole focus in the town was attracting railroads.
Wichita now took them for granted, had its own developing problems to which they
contributed. and was in a mood for social experiment even at the risk of some economic
growth. The public was in a litigious mood. threatening to sue the city about the condition
of 1ts sidewalks. and demanding every convenience of the modern age.!?® Planning
seemed to be the answer. "The two best things about Wichita,” wrote the Eagle editor in
1915, "and the secret of its growth, have been the wisdom and vision of its older men and
the energy of its youth. The one plans and directs. The other furnishes the energy to carry
out the plans." 109

There was less feeling than earlier that things would just "happen” according to the
dictates of the market. Conservatives complained that prosperity and philesophy had led to
an "unbndled and reckless desire” for municipal improvement, often, they said, without
sufficient specific inicllectual direction behind 1t.119 It looked like an expensive time for
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taxpayers. But why not, said the liberals. And why not take on the rail question first? "We

have ceased to be a village with but few trains."!1!
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IIl. The Elevated Tracks, 1911-14
1. The Natonal Context for Grade Separation in the Early Twentieth Century

Wichita's early twentieth-century difficulty with auto traffic interactions with trains
was not unigue or even unusual. In fact Wichita's 110 trains a day were nothing like many
other cities. Passenger traffic alone was phenomenal. Boston's North and South Stations
in 1911 handled around 1300 scheduled passenger trains a day on 51 tracks: and Chicago
had a similar volume of trains carrying 175,000 passengers a day into and out of the city.
So extensive were rail facilities in Chicago that the Chicago Switching District eventually
covered 400 square miles and embraced 6,000 miles of track. There was no question that
the rail facilities in all these urban places did much (as the term "Loop" applied to Chicago
graphically showed) to dictate the shape of the cities and the scope of the core areas.
Although public transit on street cars still dominated intracity traffic. private vehicular
activity was growing, worsening grade crossing problems. A survey in Chicago in 1911 at
the intersection of Grand Blvd and 38th street showed 3,467 automobiles, 341 horse-
drawn vehicles and 294 motorcycles and bicycles passing in a 24 hr. period. That was a
small number in light of what was to come, but did indicate the beginning of a trend. Early
city plans such as the one Daniel Burnham and Edward Bennett created for Chicago 1906-
08 had the rauonalization of rail yards and reorientation of street traffic flow as major
features. Of course the invention and application in the early twentieih century of the
electrically-operated pneumatic interlocking system, combined with electric rail signaling,
made the dream of operating high-density rail corridors and massive union stations with
multiple and stacked tracks away from the streets technically feasible should such changes
be possible politically and economically.!!2

John Stilgoe's study of the railroad landscape, Metropolitan Corridor . notes that by
the last decades of the 19th century "Amencans learned something of bedlam. Spiraling
increases in railroad passenger traffic taxed and overtaxed urban terminals” and created a
"rush” and "scurry.” especially for commuters to and from the new suburbs. Solutions to
urban congesuon and ways 1o create "steady-flow" preoccupied urban planners of the early
\wentieth century. Railroad yards both fascinated Americans and annoyed them. New
monumental stations were more than architectural statements: they were also machines to

create flow. There were not yet many Luddites or much wilderness nostalgia. Urbanism
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and the complexity of its industry were attractive, and the push was to control, not
eliminate it. Electric signals, interlocks, remote-controlled switches and other devices
made it possible for the intentionality and intelligence of systems engineers to order chaos.
John L. Cowan's 1905 article, "Freeing a City from a Railroad's Control,” concerned
unjamming yards in Pittsburgh, not some citizen anti-corporate uprising.!13

One entire section of Stilgoe's book is entitled "Crossing.” It was a major th>me of
the time. "At every grade crossing evolved a microenvironment shaped by the confusion of
metropolitan space and landscape.” It was dangerous. In 1902 4,000 people were killed in
the U.S. in crossing accidents. Frightened horses were an early problem, but the
automobile, with its ability to get people into or out of trouble more or less quickly than
their perceptions told them it would, made crossing dangers more serious still. The
universal crossing sign "Look Out" introduced sudden danger into what had once been a
slow, largely rural environment. In cities multiple tracks presented greater dangers.
Streetcar/train accidents became a problem. Longer trains, sometimes nearly a mile long by
the 1920s, could take ten minutes to cross a road, and the frustration of motorists at this led
to more temptation to beat the train across. Statistics showed that the more protection there
was at the crossing, the more accidents there were. People seemed to figure that if the
company had taken all that trouble, they were absolved of responsibility.14

The planners decided that grade separation was the answer. One group urged the
dead-ending of roads to reduce the number crossing the tracks. This ran into political
difficulty. The alternative, elevating tracks or roads was expensive and produced
secondary environmental changes. Suburban dwellers said they ruined the view and many
said they had the effect of dividing cities. Rail companies found too that even if state,
county and municipal governments shared half the cost of elevating or lowering rail tracks,
as was common. tax assessors treated the entire finished structure as a wholly taxable
improvement. Usually there were long and bitter local arguments when grade separation
plans were proposed.!!3

One thing was very clear. The automobile changed everything, including the
perception of railroads. In 1900 the intersection of a railroad and a road was called by
nearly everyone a "road crossing." By 1910 the term "grade crossing" came into use and
by 1930 the term "railroad crossing” was almost universal. No longer did Americans
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perceive themselves traveling on the rail corridor, but driving across it. and generally trying
to avoid it altogether. It was that embarrassing, but inconvenient thing that hauled the
heavy matenals of modern life from city to city amid considerable congestion.!16

The paitern of struggle over grade separation in citics was repeated many times with
variations.

For example, what is now the Washington Mall was in 1903 a great railway
termina’ and yards, right between the Capitol and the Washington Monument. Around
1895 a safety campaign was instituted centering around the elimination of grade crossings
where there were thirty fatal accidents or serious injuries a year. The most feasible of the
proposed remedies called for sinking the rails into cuts below street level along part of the
right of way. while elevating the remaining tracks on embankments under which cross
streets wonld tunnel. The 1ssue was who would pay. The rail corporations expressed
willingness to abolish grade crossings and build freight terminals provided that the public
pay mosi of the cost, but they fought moving the terminal from the Mall or erecting a union
station for all railrcads entering Washington. That battle went on for twenty years with
complex clashes among interests. Some opposed further railroad intrusions upon public
property. but businessmen did not support schemes that would mean long wagon hauls
from freight terminals on Washington's outskirts. And taxpayers objected to paying the
cost of safety measures, which they thought the railroads could well afford to finance. The
railroads 1n turn claimed that such measures would throw them into receivership.

In 1900 Congress, the governing body of Washington, proposed a thoroughgoing
plan. It offered the Pennsylvania Railroad as inducement to change its grade crossings a
gift of fourteen acres on the mall and twelve acres of Garfield Park, southeast of the
Capitol. The U.S. government and the District of Columbia would pay $1,644.500 to
cover damages to private property and the cost of approaches to the right of way where
sireets would pass over or under the tracks. There was an appropriation of $568,000 for a
highway brnidge over the Potomac that would leave the railroad as sole possessor of the
Long Bridge and causeway. 7he railroad would build a new $1.5 million station on the
Mall and public funds wouid add a plaza. Somewhat less generous concessions were made
to the B&O, whose tracks were also to be elevated.

Every ciuzen's group voiced ouirage at the cost of this and its further cluttering of
what was once a mall. However, the local government was Congress, which was not
locally elected. and in February, 1901 both bills passed and President McKinley signed







The opposing citizens' hope was a Park Commission proposal of 1902 to revitalize
L'Enfant's original plan for the mall (obviously without railroads). Unexpectedly, architect
Daniel Burnham, meeting with Pennsylvania Railroad president Alexander Cassatt in
London, got Cassatt to agree to withdraw from the Mall and join in building a Union
Station, provided the railroad was compensated for the change, given the money promised
earlier for climinating grade crossings, and that the city fund approaches commensurate
with the structure. The new station was built and a tunnel under the hill carried the tracks
across government property underground. Both the city and the railroad companies bore
enormous costs.!17

Many other cities had similar battles, resulting in such modern tourist attractions as
"underground Atlanta,” beneath the elevations that city constructed. The funding varied,
but Chicago was unusual in getting the railroads to pay the whole bill: generally there was a
mix of funding irom corporations and city.

But cities all eventually found the rail/auto interaction to be an intolerable problem

and each had to deal with it expensively. Wichita's turn was coming also.
2. Wi huta and the Elevated Tracks Issue

Opinion had varied on the issue of a union depot for Wichita. Marsh Murdock of
the Eagle took pride in having stopped a proposal carly that would have sent all rail
passengers to the Santa Fe depot. and continued to advocate separate depots in 1902.118
Murdock liked tracks and crossings and bustle too. But he died in 1910, and the old city
council/war representation form of lo .l government, as well as perhaps the unalloyed
promotion of business "rush and bustle” no matter what, died with him.

The Wichita city engineer suggested in 1907 that all the rail tracks in town between
Kellogg and 13th Steets should be elevated. He estimated this would cost $900,000, and
he made a profile in water colors showing his scheme to be presenied to the railroad
companies, who, during that era of regulatory expansion, presumably were expected to pay
a good chunk of that cost.11?

As is usually the case with grade crossing reform, the issue of grade separation
tended 10 heat up whenever there was a fatal accident at a rail crossing. In the fall of 1908,
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James Shepherd was killed by a train, leading to a call for more protection at the crossing
of the Douglas tracks.'2® Two more lives were lost at Douglas in 1910 -- Nicholas Steffen
and J.H. Ellis. Their wives and children vere mourning for “the husbands and fathers
who will never return to them,” the newspaper commented. Every time there was such a
death, the reporter said. people asked why the railroads did not have elevated tracks. then
they forgot. While there were negotiations between the railroad and city officials on the
issue by then, the newspaper was cynical about prespects. "The loss of a life or two
doesn't seem to make a great deal of difference to the corporations: they would rather save

a hitle money by taking their time in doing the work.” Until that time, it was suggested that

lights be kept burning at the crossing all night and a 24-hour watchman posted.!?!

Charles L. Davidson, elected mayor in 1909 as the city commission form of local
government came into existence. made the elevated tracks a campaign issue. John Powell,
who lived in the eastern suburb of College Hill and commuted across the Douglas tracks,
told Davidson he needed an east-side issue, and that was it. Davidson's first response was
that such a plan was 100 expensive and impractical. Powell told him: "Don't take that into
consideration now. What you want is to be elected. You can make the effort anyway and if
you fail you can say you did the best you could.” It sounded good to Davidson, and he
made elevaung the tracks and separaung the rail crossings from downtown traffic number
thirteen on a list of 15 campaign promises which swept him into office.122

It was a risk. but Davidson and the other commissioners pursued it hard. It was
necessary, they thought, to put petty differences aside (the commission passed a formal
resolution 1n 1911 to throttle “foolish, idiotic quarreling”) and show the professionalism for
which they had been elected under the new at large system. Out of careful work on the
details of such a pragmatic thing as track elevation, piece by piece, Davidson thought
would come ulumately a benefit greater than any visionary could have imagined all at once.
He wrote 1n one of his annual addresses as mayor that :

A beautiful painting is always at a disadvantage at close inspection. To
comprehend the grandure [sic.] and sublime proportions of a great
mountain, you must view it at a distance. The history of an individual or
of a great battle cannot be written with accuracy and perfect justice, untl
the jealousies, animosities and personal differences and partisan strife have
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Douglas Avenue Rail Crossing, 1910
(Courtesy of Wichita-Sedgwick County Historical Museum)




died away and have been forgotten. So it is with an administration of the
affairs of a city . .. . Only the lapse of time weeds out the insignificant and
trivial things, and preserves for all time those that are of lasting benefit.!23

The elevated track initiative may have seemed trivial to begin with -- a political
gesture. "It was my first case of bribery,"” Davidson recalled a few years later. "I bought
the East Side vote for a Union Depot and track elevation. They fell to this thinking,
perhaps, I might take a little pleasure excursion to Chicago or wherever they keep these
Union Depots and elevated tracks, and bring one back to the city.”

But Davidson began to pursue track elevation immediately upon his election. A
Beacon headline for Sept. 6, 1909 read "The Elevation of the Railroad Tracks on Douglas
Not an Impossibility.” The mayor and one city commissioner had visited with the
president of the Rock Island railroad and officials of the Frisco on an eastern trip. These
railroads would pay their share of the cost of an elevation if the Santa Fe could be
convinced. The Santa Fe, Frisco and Rock Island were all investigating the cost. While
the project would be expensive, Davidson's investigation of Chicago’s fight with its
railroads over track elevations there convinced him that "in case 1t should be necessary it
would be possible to compel the railroad to elevate their tracks in this city."124

Certainly it seemed at first a daunting prospect. “The first man to whom I
mentioned it in railroad circles turned the proposition down so hard that I had nothing to do
but talk about the weather.” Davidson then got another suggestion from a friend of his,
Frank Wood. the exact nature of which he always said was “a state secret,” but which
partly involved withholding city concessions to the corporations unless they negotiated.
After he employed this tactic, some progress was made. The Rock Island and Santa Fe
officials talked it over first and eventually brought in the Frisco and the Orient. Davidson
eventually made six trips to Chicago, three to St. Louis and three to Kansas City to
negotiate with railroad officials over the project.!

The ATSF was the most difficult sell. There was an argument over the price the
Santa Fe would want for its old facilities. Also J.E. Hurley, the general manager of the
Santa Fe, was in ill-health and very negatively disposed to the elevation project. Davidson
later claimed that it was not until Hurley died in 1910 and the responsibility went to Santa
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Fe vice-president W.B. Story that Wichita made 2.1y j +ogress with that corporation.126 It
was true that in the summer of 1909 Santa Fe peoplc v cre calling on Wichita jobbing
houses trying to convince them that the elevation was a bad idea and would be so expensive
the railroad would have to abandon other needed projects. Santa Fe operating people saw
some advantages. though. As soon as its Belen cut off was finished, it planned to run all
its California passenger trains through Wichita and wanted to eliminate the crossing danger
for these high speed trains. But it did not seem worth the cost. Hurley doubtless knew
better than to accept Davidson's esumate that the elevation would not cost more than
$200.000 (it ended up costing $1.5 million). Nor did he necessarily buy the mayor's
contention that no cost was too much to pay “in comparison to the shocking, sad accidents
which occur.” 127 Still. Hurley seemed not wholly intransigent. The local press in October,
1909 reported that he had agreed to abandon Santa Fe plans for a separate depot and was
resigned that the elevation "will be done."128 Apparently Hurley's death did at least allow
the project to become more exiensive than was originally envisioned.!??

The discussions between city and railroads were wide-ranging. There was some
talk of carrying Douglas Avenue over the raiiroads on a viaduct. However to clear the
Santa Fe, Rock Island and Frisco grade crossings would require a structure starting west of
the Carey House (now Eaton) hotel. Davidson thought it would "not be right to burden the
street with that kind of structure.” It was possible to engineer a tunnel to lower the tracks
under the street, but that project would have to be so deep as to reach water quicksand, near
as it was to the river, and would require the building of a two mile-long cofferdarr.
Davidson therefore concluded that "the elevauon of the tracks is the only practical solution
of the difficulty as I see it." His ace-in-the-hole was the idea that the city could compel the
railroads to do this if necessary. This, however, was based on Sect. 73, ch. 114 of the
Kansas 1907 session laws, the wording of which suggested that the city had the power to
compel a railroad to change the street by constructing “any viaduct over or tunnels under”
its tracks. but not to raise or lower the tracks themselves. It was something the city did not

want brought to a court test.!30
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By October, 1909, Davidson was confident and the Beacon concluded that "Dreams
do sometimes come true.” There was to be an elevation 90 ft. wide and about 13 ft. above
the street. This would be supported on a steel superstructure of 42 spans set on concrete
abutments and covering Douglas with a bridge of 116 ft. between earthen embankments.
This would require a slight depression in the street level, as was done in Chicago and
elsewhere, but would make the flight of steps casier for passengers. There would be room
for five tracks, enough to handle current traffic even if the Orient and the Missouri Pacific
went in on the union depot project. Davidson had a long talk with the commissioner of
elevation in Chicago and visited Chicago's $150 million elevated track project for pointers.
He thought Wichita could use Chicago as a model and get the same concessions or better
from the railroads. Of course the city would have to pay something, but it was getting a
bargain. Davidson said he regarded the elevated tracks "as the biggest thing that has ever
been talked of."131

The "devil was in the details" of course. The city commission drafted an ordinance
based on those in Chicago and Joliet, I11., and negotiations began with property owners,
yielding a number of injunction suits. Many months were spent discussing whether the
elevation could be extended to include not only Douglas, first and second streets, but also
third street and Central. To do this the elevation would have to be higher, enough for the
Rock Island and the Frisco to go under it with their east-west tracks to the north. It would
make passenger access more strenuous, and the Frisco would have too much of a rapid
grade after coming off the elevation to make its climb up Cemetery Hill near Fairmount
College. There were many questions to be answered from shippers and sonie talk that
Davidson had "gotten us into something at Wichita the people don't want.” A few thought
they would be afraid to drive under the elevation for fear it would fall and crush them.132

Another difficulty was the question of the rail yards south of Douglas. Initially the
plan was 10 leave them where they were with some remodeling. Access across the tracks
would be aided by a viaduct taking Kellogg Avenue over the extensive yards and paid for
2/3 by the railroad companies and 1/3 by the city. The viaduct was built with the help of a
$70.000 bond issue passed 3919 to 718 in May, 1911, but it was found that expansion of
the south downtown yards would be too restricted for the railroads' growth prospects.!33
Consequently, both the Santa Fe and Rock Island moved many of their yards and facilities
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north. The Santa Fe in September, 1912, purchased the land for its new yards, shops and
roundhouse north of 25th street and invested about $250,000 there. The M.P., occupying
22 acres, had been in the north area with its yards since 1903.134

To try to forestall the same auto traffic/grade crossing problems there that had
nccasioned the elevation on Douglas, the railroad asked ihe city to vacate certain north-
south streets in the area (Topeka, Emporia and St. Francis, 23rd, 24th, 26th, 27th and
29th) in exchange for the railroad's donating land for the widening of Lawrence (now
Broadway) in that northern region. 35 This was a parallel policy to the closing of William,
English, Waterman and Lewis streets at the behest of the railroads in the 1880s to route
street traffic around the old downtown south yards. 136

By the summer of 1910 a drawing could be published showing how a train would
look on the new elevaton, and it could be reported that "Wichita's Biggest Development is
Underway." "The chief factor in all of Wichita's development,” said one news story, "“is
the arrangement of transportation lines upon which the city depends for its growth. So
rapidly has the city grown in the past few years that the old system of railroads entering the
city in a diversity of streets has become obsolete."137 It was admitted that "Wichita's
development 1into a city entirely outgrew the expectations of its founders so that many
railroad tracks crossing Douglas avenue, one of the leading streets, for many years have
been a daily nuisance to traffic, and a frequent cause of death and disaster."138 While
waiting until 1910 to change that caused extra difficulty and expense, it was thought that
future residents would be thankful.

There was a final series of hitches in 1912, some serious enough that it was feared
the Santa Fe would withdraw from the project and the entire elevation plan would be lost.
One had to do with vacation of land and alleys for the new Union Depot that had been
added to the project.’3®  Another concerned a legal challenge to the city's right to issue the
bonds for the Kellogg viaduct.!#0 The railroads demanded some further concessions from
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the city: the city balked. The railroads wanted the city to defend all lawsu:ts arising from
the elevation. The ciiy did not want to, and claimed that the original ordin-nce for the
elevation was written by a Santa Fe attorney. Why didn't the railroad trust the city?!4!
There was talk of cutting the size of the depot in order to devote more money to the
elevation.’4? The Winfield Wholesale Grocery threatened to leave Wichita if it did not get a
surface track in front of its building, and it claimed the elevation reduced the value of that
building by half.}*? The Jett & Wood warchouse people met directly with President E.P.
Ripley of the Santa Fe to air their complaints. Ripley called the whole issue "a mess of
scrambled eggs” and said the railroads were doing it purely for the benefit of Wichita
anyway, not for themselves. There was concern that water would collect in the depression
where Douglas crossed under the tracks. 144

Citzens were restive. The Santa Fe, the newspaper said, cannot hurt Wichita
without hurting itself. “"We cannot reconcile our admiration of the Santa Fe with its policy
of treating Wichita as a tank town." It crossed Galveston on a great causeway: why could
it not elevate its tracks in Wichita? Was the Santa Fe unaware of progress in Wichita in the
last forty years?!45 "If we don't spunk up,” the Eagle editorialized, "this city is going to be
known in the railroad world as the easiest mark on the map." 146

In the end it was all solved with just a few ruffled feathers. Contracts for the track
elevaton and the Union depot were both signed in July 1912, and the Wichita Business
Association put up two large signs to advertise that the project was getting underway. 47
The Union Stauon was opened informally on Oct. 15, 1913, and the first train passed over
the elevated tracks under the control of the new Wichita Union Terminal Railroad and an
automatc interlocking signal system that day.!#® A grand opening and elegant dinner at the

1411bid., July 4, 1912

1421bid.. July 16, 1912

1431bid.. July 26. 1912.
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1461pid.. May 23, 1912

1471bid.. May 21, July 20, 26, 1912.

148Wichita Beacon. Oct. 15, 1913, March 2, 1914. Wichita Eagle, March 3, Sept. 13, 1914.
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Construction of Elevated Tracks at Douglas Avenue Crossing, 1913
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Wichita’s Mainline Near the Kellogg Overpass, 1913
(Courtesy of Local History Section, “Wichita Public Library)




depot in March, 1914, marked the official opening.'4® The Kellogg viaduct opened for
traffic late in May, 1914, the final piece of the puzzle.!50

Total cost of the depot and elevation projects to the railroads was $2.5 million. The
investment 1o the city was only the street changes on Douglas, its $70,000 share of the
Kellogg viaduct and some swaps occasioned by the moves and realignments. Part of the
cost of depressing the street on Douglas was picked up by the street railway company,
which had to cross by the same means.!!

The city was delighted. The railroads had mixed feelings. They certainly benefitted
from the consolidation and elevation of lines through the center of the city. Trains could be
run faster and more safely. Probably also the movement of yards and repair facilities ~at of
the downtown to the north end was inevitable, and doubtless it was as well or better done
in 1912 as later. It had been a good time to sell bonds (though the interest paid was high),
and the railroads had sold a bunch of them for Wichita improvements.!32
Speaking at the banquet, several railroad officers said that the day of the large

~metropolitan depot was coming to an end if the railroads were to be expected to fund them

totally. A railroad served many places and could not wholly please any one. E.D. Levy,
general manager of the Frisco said: "The shower that benefits one man's corn ruins his
neighbor's hay. So the shower that benefits Wichita is going to ruin our hay elsewhere.
Other towns are howling for showers like this one, and anyone can readily see that it will
add a prohibitive tax to the earning capacity of a railroad to maintain such a structure as
this."153

A second problem for the railroads was the cost of the elevated tracks. The railroad
men said that if the railroads must eliminate all grade crossings "the jig isup " If cosdy
terminals and consolidated belt lines were to be the fashion, cities ought to finance and cwn
them. It would cost $300 million to eliminate grade crossings on the Baltimore and Ohio
and $600 million on the Pennsylvania. "The whole thing is a big problem," admitted a
local paper. "and it's is getting bigger every year. Such thoughts make it plainer why

:;—9\\'” " Tw .Mxm- See Miner, Daylight Station for details of the celebration
150Wic e, May 20. 1914,
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Wichita should be intensely grateful that we are several years ahead of the problems which
are vexing less fortanate cities." 34

For the moment that was certainly true. Wichita had come out of its first major
struggle over grade crossings with an effective solution financially very favorable to it.
However, the elevated tracks of 1914 were to be the last major change in the grade crossing

situation in Wichita for a very long time.

1541bid.. March 10. 1914




IV. Railroads and the Bartholomew Plan of 1923
1. Rails and Autos in the Early 1920s in Wichita

In 1917, the same year the City Manager system was added to the City Commission
in Wichita governance, the local Rotary Club appoiated a city planning committee. The
Board of Commerce in 1919 hired Harland Bartholomew, a nationally-known planning
consultant from St. Louis. and raised his fee of $10.000 through $100 subscriptions.
Bartholomew created Wichita's first written and comprehensive city plan, was instrumental
also in creaung a Wichita planning commission in 1921, instituted the public debate which
led 10 the passage of a local zoning ordinance in 1922. and published a 174-page city plan
in 1923, That plan revisited the railroad crossing and elevated tracks issue in a more
thoroughgoing way than any prior study and made recommendations that would be a basis
for discussion for years.

Since Kansas has had a long tradituon of almost equally matched socialistic and
capualistic tendencies. the zoning and planning battle in Wichita was an intense
philosophical confrontaon. Some, including the management of the major newspaper, the
Eagle. thought that no "fetters” should be placed on the economic growth of Wichita by any
group of experts or elected politicians who thought they knew better than the market what
constututed the good life for a community. “If a grocery store is good at Grove street and
Douglas avenue. why is it likely to cause a riot or diphtheria a block further east?" What
was wrong with unplanned confusion? Chicago had no zoning. "She probably delights in
hustle and bustle, traffic. grocery stores, noise, confusion, employment, industry,
business and such hike worldly things.” But it had to be remembered too that Chicago's
elevated track plan had been the model for Wichita's action in 1909-12. Bartholomew
argued the other side of the question in his own report when he said that the "great variety
ot city building forces at work” required “intelligent direction.” The Wichita Beacon
reporters wrote that “plans must be made for a unitied city just like a skyscraper or a
factory or bridge." Ulumately the majority of Wichitans seemed to agree.!55

The settlement of the zoning question, did not, naturally, calm the argument. It was
said that Bartholomew had sold the City Commission “a zoning jacket that wouldn't fit for
ten thousand dollars down and expenses in perpetuity.”!5¢ When the first zoning case was
heard under the new ordinance, one reporter commented that "it is difficult to understand

155Miner. Magic City, 172-74.

156Wicinta ka'» Noy. 28, 1923




why an intelligent ciuzen will permit officials, glowing with their brief authority, to Caesar
it over him in matters affecting his personal rights and property rights . . . . Such absurd
conduct is worthy of a village Board in Rumania or Turkey."!57 The zoner responded that
the continuing struggle was brought about "by the cheap demagoguery of a Wichita
newspaper” and by "cheap street-comer orators who indulge in billingsgate and
meaningless tirades."!5% Money talks, the planning contingent said, "but how confounded
little it talks about."15%

Certainly part of the justification for planning and for zoning was the rail crossing
1ssue. Understandably, therefore, the continuing local discussion of the rail crossing
problem became wound up in the zoning debate and the longer-range philosophical spat
between Populist/socialist types and straight business/growth boosters. In the early 1920s
the major concern about grade level street crossings of railroad tracks was safety: the
accident rate was unacceptable. There was disagreement as to whether to hold the railroad
or the dnvers prifnarﬂy responsible, but the emphasis was on reforming the drivers through
education. There was no question, however, that removing the opportunity for accidents
through grade separation, if it could be afforded, would guarantee a level of safety
educauon could only promise.

To a lesser extent there arose a question of delay at grade crossings, both as an
inconvenience, and, in the case of emergency vehicles, an actual danger itself. In the 1915
session of the Kansas Supreme Court a case was heard involving delay of a fire truck ‘n
Wichita for three or four minutes by a Missouri Pacific train blocking Central Avenue. The
General Statutes of Kansas allowed cities of the first class with a commission form of
government power to enact ordinances prohibiting trains from blocking certain streets at
any ume and blocking any street for more than five minutes at one time. Wichita had a five
minute ordinance for all streets and a no-blocking ordinance for Central. The train had
stopped under a railroad "safety first” rule to repair the brake rigging on the locomotve,
which had fallen down and was dragging on the track where it might derail the train. The
Supreme Court decided that the local lower court had erred in instructing the jury that the
emergency did not matter and that a violation of city ordinances was a violation "without

o
&
regard to whether the obstruction was reasonable or unreasonable, accidental or

I571bid., March 2, 1922.
158Wichita Beacon, Feb. 6. 1922.

159Wichita Eagle. Jan. 10, 1926.




intentonal.” The judgment was reversed and the railroad prevailed in this case, but the
atmosphere of confrontation over delays was clear.190

By the 1920s the a,e of the automobile in Wichita had arrived. In 1914 there were
47.319 registered motor vehicles in the State of Kansas. In 1920 there were 263,708 and
in 1930 594.,523. These figures far outstripped the population growth. In 1914 there was a
car for every 6.7 Kansans: by 1952 one for every 2.2. 16! There were 4070 auto tags
issued in Sedgwick County, where Wichita was located, in 1914, over 10,000 in 1918,
15.613 in 1920, and 27,194 in 1925.152 Woody Hockaday, a Wichita auto service firm
owner. become nationally famous during World War I for distributing the first marked
auto road maps in the U.S. By 1918 Sedgwick County had $12 million invested in autos,
with $1.5 million in tires and spent $1.25 million on gas every year. There were 87 service
dealers, one manufacturing facility (making the Jones 6 auto) and 93 filling stations. 13
In 1923 there were 347,000 cars and trucks in Kansas, or one for every five residents --
enough to carry all the people in the state at once and the highest motor vehicle ownership
per capita in the nation. Sedgwick County had 25.000 motor vehicles that year, double the
number in 1918. Over 16,000 of them were in Wichita, serving a population of about
88,000 and traveling on 135 miles of paved streets.'%* All three main highways through
Sedgwick County were in 1923 traversed by more than 1,500 vehicles a day, and
secondary roads by 150 to 500. The busiest streets in Wichita-- Central, North Lawrence
Ave. (now Broadway) and the Cannonball Road (Kellogg) --had as many as 2,000 cars a
day.'® There were nearly 5,000 traffic arrests in Wichita in 1923, 402 for liquor
violatons.!®® Five cars a day were stolen in Wichita.!®” The local paper had an extensive
automobile page: prominent Wichitans, like banker C.Q. Chandler, made news with their

1605 Walker, Appdlu v Thg \hssoun Pacific Raxlroad Company. Appellant,’ Reports of Cases
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161K ansas State Highway Commission. Wichita Metropolitan Area Traffic Survey (1953), 27.

192 ongwood, Greene % Co., Inc., “Industrial Survey of Wichita, Kansas" Oct., 1927, typescript.
163wichita Eagle. Sept. 29, 1918.
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adventurous and extensive auto journeys: and. tellingly, the Wichita Chamber of
Commerce annual Booster trip, always a railroad circuit, switched in 1924 to
automobiles. 6%

Obvious transportation trends of the era were the replacement of streetcars with
buses and jitneys, the replacement of railroads for certain less-than-carload and local freight
with trucks. the movement from any kind of public transit to private autos, and an increase
in accidents overall including, of course, at rail crossings.

Street auto traffic, its flow and its safety, became a major public concern in Wichita
in the early 1920s. Licensing and speed limits helped, but early automobilists in the area
still seemed a reckless lot.16?

There was much evidence of problems. It was widely said, for example, that
Wichita was a "jay town.” The Kansas City Star charged that Wichita was the only town in
Kansas that did not enforce its traffic rules. "When the whistle blows for a traffic change
the only drivers that pay any atiention to it are strangers in town."!7% But a suggestion for
driver's license exami‘iations to test competence was hooted at. That was not to be a
requirement in Kansas for many years.!”! Only certain newspaper reporters and city
planners seemed to think there needed to be any serious reorganization of Wichita's wide
open auto traffic grid.!72

There was, however, one special concern that outdistanced the general nonchalance
-- namely railroad grade crossing accidents, the kind of auto mishaps that were so often
fatal. People became litigious about them, and railroads. city governors and newspapers
showed considerable interest in some solution. The tendency was to use "moral suasion”
and education rather than legislation or engineering changes in the rights of way, but thexe
was much discussion.

The newspapers, concerned about the carnage, mounted educational campaigns.
The Eagle sent a reporter in August, 1923 10 ride the MP Eagle passenger train and to
watch for motorists. The ride was on Sunday, since the Sunday drive was still a popular
pastime and a high percentage of crossing accidents happened on that day. After a day of
watching people trying to beat the train at crossings the reporter agreed with the railroad

168Chandler put 20.000 miles a year on his car by 1926. Wichita Eagle, June 7. 1924; Jan, 9, 1926.
169For early auto regulation in Wichita see Miner, Magic City. 110-11.
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superintendent “that if Wichita should lose all other distinction, she still could boast the
most reckless chauffeurs in the world."173

It was not failing eyesight or physical incapacity, the paper reported, that threatened
retirement for older railroad engineers. It was the nervous strain to which they were
subjected by careless motorists. George Lahey of Wichita, a Santa Fe engineer for forty
years, said that the "crossing fools" were the hardest thing for him about his job. One type
sped to within a few feet of the track, effected a "Wabash stop,” and then grinned
triumphantly at the engineer as he passed. Another type went speeding along in a car on a
road paralleling the track and then approached at an angle. These drivers could easily
indicate by a wave of the hand that they saw the train and heard the whistle, but they never
did. Children needed to be taught not to try to hop a ride on a slow-moving train on their
way 10 school.'7* The Wichita Eagle , in connecuon with its Sunday safety campaign,
noted that "every engineer, whether on freight or passenger train, knows the horror of the
sight of an automobile approaching the crossing simultaneously with the train. Not a few
have memores of fatal accidents, and these are memories that darken lives
cross the track just ahead of the locomotive, and then turn and laugh hysterically, waving a
defiant hand at the pale driver of the locomotive? Some day you will lose, and the coroner
won't be able to find your hand at all. Meanwhile you will have cauced several engineers
to swear away their souls."175

The Sunday safety campaign was to try to slow the crossing accident rate which
had killed nearly 6.000 people in the U.S. in the previous five years. "You know that
trains run on railroad tracks, and that trains are very hard to stop, once they get under way'
went the warning one Sunday. "You know that trains cannot stop at every crossing, while

an automobile can.” If an auto driver saw a train running at 60 mph a quarter mile away, it
would reach the crossing in just 14 seconds. "You may make it across in fourteen
seconds. But again you may not. In the latter case you can hardly have time to consign
vour soul properly before it has left your body with a jerk . . . . The driver of the

automobile has a certain responsibility."176
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2. The Bartholomew Plan's rail/auto recommendations

Into this situation bravely strode Bartholomew, the St. Louis planner. In his report
he noted that "In a short fifty odd years the land on which Wichita stands, once virgin
prairie, has been overlaid with a populous, busy city. This city growth, which has spread
like a formation of crystals, is a product of human forces. Wichita was founded by men
and has been built by them. In every detail it bears the mark of human hands.” The
suggestion was that that creation could and should be modified by human hands as well in
an age that should be more conscious of the social impact of things. "While this effort is
collective in effect,” Bartholomew wrote, "it is nevertheless individual in origin. Every
street, every pavement, every carline, every railroad, every industry, store or home that is
built comes into being not as a conscious contribution to the spreading city but as a means
of satisfying the needs or desires of one person or a small group of persons. A great
diversity of interests enter into the building of the city and a vast number of individuals
participate, all increasing the complexity of city growth. Considering the great variety of
city building forces at work, is it any wonder that duplication, haphazardness, waste and
ugliness result?” Wichita had come through a half century “without careful and constructive
guidance. It has simply grown and spread." but that process could not be depended upon
solely in the future. The streets must be planned and controlled "like the framework of a
great building should be designed to support the finished structure,” and the relationship
between railroads, automobiles and industry must not be accidental .} 7’

Wichita was a national distributing center and an originating point for many
products. Therefore 1t depended on railroads. But, Bartholomew warmed, the
development of the city and the railroads had reached a point "when it is necessary to plan
their future growth so that each may expand along natural lines with the least hindrance and
the greatest benefit to each other.” This would involve “certain changes” in railroad
operaung methods. revisions in the layout of froight and terminal facilities and “the
eliminauon of grade crossings by track elevation.” The object was to relieve congestion on
city streets caused by the clashing needs of Wichita's many automobiles and its seven

railroads.!78

177Harland Bartholomew, A Comprehensive City Plan for Wichita, Kansas (Wichita, 1923), 13, 19, 23.
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The 1923 plan commented on each of these railroads, their yards, their alignments
and their crossings. It found facilities cramped and the track layout "intricate” and
"resuiting in more or less confusion."179

The plan made extensive suggestions. It would be good if the freight traffic were
removed from the passenger terminal yards as much as possible. It was suggested that all
tracks along the Santa Fe corridor from 18th St. north to Douglas, including the elevated
portion operated by the WUT railway, be used strictly for passenger service for all roads
and ATSF through freight. A separate elevated line to be constructed following the Rock
Island's route along Mead and Mosely and passing through the center of town would carry
other freight traffic. The Frisco, Rock Island and MP could move freight over this line
"crossing all intersecting streets overhead” and descending to the level again under the
Kellogg viaduct. The current Frisco yards south of Douglas should be relocated with the
others north of the city limits. At Kellogg the passenger and freight trains of the MP, Santa
Fe Pratt branch, Midland Valley and Orient would unite. The passenger trains would move
over another new double track elevated line along Bayley Street east-west, dropping to
grade just west of the river. This would allow abandonment of the diagonal tracks which
cut up West Wichita neighborhoods. The MP passenger and freizht depou should be
moved south of Douglas from its current location north of Douglas in the core of
downtown. The Frisco should relocate its easters line and bypass the city to the north.!80

Bartholomew was not finished. The relation of the railroads to industries was
wrong. Industries had been located "in an indiscriminate way" leading to inefficient
switching and unnecessary grade crossing blockage. "Industrial development has been
haphazard and disorderly due to the lack of a systematic general plan. Each interest has
settled where it could get space and has called for the necessary railroad facilities. The
railroads in meeting these requests have found themselves handicapped by lack of space
and conflicting trackage. The result is an inefficient, uneconomical industriai section.”

The solution proposed was to move existing industries and force new industries
into industrial districts, isolated from through auto traffic and supplied with sufficient fire
and water service and storage tracks. Industries of a similar nature, whose transportation
needs were close. should be grouped together, viz: coal yards, iumber yards, furniture
factories. foundries, flour mills etc. Understandably, each railroad wanted to serve
industrial districts independently to get as much of the traffic as possible for its own lines.
But that would not do, as it caused "confusion” and "wasteful interference.” It would be

1791pid., 48
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best to have one jointly-owned rail company perform the entire switching service in
industrial districts, as was now done by the WUT company on the elevated tracks and
Union Depot. No garden could be too crowded. "Under such circumstances neither
vegetables nor industries can flourish.” Planning therefore was a thought to be a
necessity. 181

Grade crossings, though Bartholomew thought they were "very well protected” in
Wichita. were a hazard and should be eliminated as much as possible by separation.
Ideally there should be separations all the way from Kellogg to 21st, using a minimal
elevation of the tracks and maximum depression of the streets.!2

Doing all this, damming the river, fixing up public buildings, and modifying the
grid street pattern with a number of diagonal streets might, Bartholomew thought, make
Wichita a pretty decent city. Lovely drawings in the plan showed how it would all look and
work. But there was not a word about how much it would cost or who would pay for it.
The politcal challenge of implementing such a plan with Jarge economic interests already
vested in the situation as it had historically developed was enormous. Implementing zoning
had been a struggle. Implementing the Bartholomew plan would be a nightmare.

3. Reaction in Wichita to Rail Aspects of the Bartholomew Plan

The Wichita Eagle ran a multipart series late in 1923 analyzing and responding to
the Bartholomew Plan. In general. as was perhaps natural with a paper that had opposed
zoning and the hiring of the consultant in the first place, there was a lot of negative
comment. However, the specific arguments were doubtless cnes that were in the air in
much of the community

A major criicism was that the plan was not practical, and took no account of what it
would take to accomplish. “The plans are so elaborate, and in many instances so utterly
impracucal that they smack a litte too much of Dreamland. Anybody from another city can
drive rapidly over Wichita's streets and criticize this and that and the other feature, and say
ihat it ought to be changed. Often, however, the change suggested is as impossible of
execution as would be the changing of the earth's poles. A de luxe city planner would
insist that the North and Scuth poles should be removed from their present inaccessible
locations and place in some national park, where they could be admired by the people.” It
seemed that Wichita had no Major Street Plan. Heavens! "How in the world the children

181 hid.. 52-55
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ever got o school without a Major Street Plan seems a mystery.”183 Radial streets
produced accidents and wasted lands, and too much clever planning would put Wichita in
the position of older eastern cities where meandering patterns of early streets meant that "no
one without a guide or second sight could find his way from the post office to City Hall
within sixteen years and four months."134

On the rail section, the Eagle thought Bartholomew's idea that there should be a
"subway" constructed vnder the elevated track embankment at Waterman Street to move
trucks from the Waterman warehouses to the depot was a good one. However, it was not
his, and had been floating around since the elevaton was built. The problem was to
determine who would pay for it and how. "There is some disposition in some quarters 1o
make the settlement exceedingly fair to the roads, but a little less so to the city."1%3
Similarly, making a diagonal street out the Frisco right of way to get people from the
eastern suburbs directly downtown, which could be done by relocating the Frisco to cut
straight north and stay out of the downtowu altogether, would be nice. But there were no
cost esumates in the plan.186

As 10 the trunk lines, "the St. Louis surveyor essays to give the railroads detailed
advice about the conduct of their Wickita business. . . . Certain trackage should be
abandoned and much new trackage should be built. A new elevated line should be
constructed.” The Missouri Pacific "is gently requested to abandon nearly everything and
completely change its ways.” All this advice, the newspaper said with tongue deeply in
cheek. "the railroads doubtless are taking very seriously.” The newspaper people remarked
that they had been trying for ten years to get a little shed built that was part of the original
Union Depot plans and had been funded by agreement, but could not get it done. Who
could believe, therefore. the new plan had a chance?!87

The Eagle took the Bartholomew report seriously: it ran 13 editorials on it. Butit
did not believe it practical. lts rival, the Beacon, which might have been expected to
support the plan, did not react at all.

Poliucally, however, the Bartholomew plan was of some importance, providing, as

it did. the basis for numerous discussions between the city and the railroad in the next
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decade before the Great Depression made such improvements for a time a moot point. The
Waterman subway, a 20 year battle by itself, was the only piece actually implemented, and
the industrial district ideas hardly were discussed. But the rail yard, grade separation, and
diagonal street aspects of the Bartholomew plan did remain at least at the talking stage.
However. as city officials put it in 1928, it did not look possible to carry out the
Bartholomew plan for elevating five miles of track, rerouting the Frisco and establishing 20
protected crossings "without years of litigation." 138 The Bartholomew rail plan, as
thorough in many ways as it was, seemed consigned to remain largely in the "received
and filed" category of city studies.

1881nid., Nov. 22, 1928.




V. Wichita and the railroads in the 1920s and 1930s: the Issues.
1. The Industrial Survey of 1927

Another consulting firm, Longwood, Greene & Co., Inc. visited Wichita later in
the 1920s and produced a document called "Industrial Survey of Wichita Kansas.” In it
there was a careful survey of the rail situation, cornpany by company. The ATSF had 32
passenger and 14 freight trains a day coming into Wichita, interacted with the streets at 21
grade crossings and had 36 miles of yards with a storage capacity of 4,000 cars. The Rock
Island had 12 passenger trains, 20 freights, 39 grade crossings, 13.05 miles of yards and
storage for 1,250 cars. The MP ran 12 passenger trains, 14 freights, had 149 grade
crossings, 20.50 miles of yards and storage for 1,300 cars. The Frisco had 6 passenger
trains, 5 freights, 14 grade crossings, 11.27 miles of yards and storage for 1,106 cars.
The KCM&O had 2 passenger trains, 5 freights, 14 grade crossings, 11.27 miles of yards
and 1,300 cars capacity. The Midland Valley ran two passenger trains. two freights, had 7
grade crossings, 1.1 miles of yards and storage for 139 cars. The AVI had 30 passenger
trains, 4 freights. 20 grade crossings and 60.3 miles of yards, capacity unknown. The
total grade crossings in the city, adding in some branch areas, was given as 294. There
were 160 trains a day by this ume passing over these crossings and competing with
automobiles for space. Wichita had 105.58 miles of paved and 220 miles of unpaved
streets, and in addition to the steam and electric interurban railways, the Wichita Railroad
and Light Company operated a street car system with 38 miles of track and trains running at
15-minute intervals. Over 32,000 auto license tags were issued in Sedgwick Co. in 1927,
up from 15,613 in 1920 and 4070 in 1914.13%

2. General Local Attitudes Toward Crossings

The standard Wichita view of the crossing problem in this period was expressed in
an article published in April. 1925 interviewing a retired railroad employee. That man
blamed drivers for crossing accidents. He quoted Auto Digest that "a man is something
that can see a pretty ankle three blocks away but fails to observe on a broad expanse of
prairic a locomotive the size of a school house and a fleet of 40 cars."!%0 A crossing law in
Oklahoma requiring motorists to stop before they crossed any railroad track, marked or

1891 ongwood. Greene & Co., Inc. “Industrial Survey of Wichita, Kansas.” Oct., 1927, 43, 106, 118.
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unmarked, was reported in Wichita with approval. "Engineers and trainmen are human,"” a
rail employee was quoted as saying. "We have no desire to take life, whether it be that of a
human being or a cow, and when accidents occur, it unnerves us.” 19" It was O.K., the
newspaper said, to have whistling by trains for safety at all hours, and those who don't like
whistles were just "doomed to have their slumbers disturbed to the limit." It was said that
“every precaution” was being urged by rail officials "to keep from hitting automobiles at
street crossings in the city, including authorizing engineers to apply brakes if they had a
thought that a motorist might cross in front of them.!9? Very moderate speed limits were
observed by trains passing through the city, a rule that probably saved the life of Wallace
Peters, 21, whose car was hit by the MP Sunflower passenger train at 13th and Market in

October. 1925 after he ignored we moving crossing signal.193

By contrast to this respectful attitude toward locomotive engineers as professionals,
local auto drivers got bad press. "The savage who comes down like a cannon bali on a
loading street car at an intersection properly ought to be a citizen of a section where people
generally live in caves and eat stray members of neighboring tribes."194
City manager Earl Elliott said that traffic was his hardest problem.195 It was a
constant. "Somewhere between town and city." a reporter wrote, "as the terms are
commonly used in indicating size, there is a vague and not always easily definable line,"
which Wichita by 1925 had crossed:
Any one who has watched the principal thoroughfares of this city through the
summer solstice can tesiify that Wichita is indisputably over the line and has
become, not in hope or in boast or in prediction but in fact, a city. From the
early morning hours until midnight, during the trying season, with its multiple
enervations, day after day, the moving current of life on Wichita's main
thoroughfares ran on without pause. There was a time when the normal summer
exodus to the mountains, the sea and the northern woods visibly thinned
Wichita's street traffic. There was a time when under the beat and blaze of a
blistering sun the absence of those who stayed at home rather than brave it,
percepubly thinned, at certain hours, the threading throngs which are the ultimate
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expression of thriving trade. This year the summer exodus was apparent to no
one here. The stream of shoppers never ceased. The crowding nightlife of
Wichita, in which this city is truly remarkable, has flourished this summer as
never before. A town has its pauses, its periods of rest. A city has none before
midnight or after seven o'clock in the moming. It is the way of cities and
Wichita has it.196

It was often emphasized that railroads were big business for Wichita and should not
be unduly criticized. The Missoun Pacific railroad had 700 employees in Wichita and a
payroll of $111.000 a month.197 The 1925 tax books showed that the Santa Fe company
was the largest employer in Kansas and paid over half the property tax paid in the state that
year-- over $5.5 million.'%8 In 1936 there were 1423 rail workers living in Wichita,
supporting a population of 5,487. That year railroads in the county had a payroll of over
$3 million, a big help during the Depression, and paid county taxes of over $209,000.19°
In 1958 the railroad company payroll in Wichita was $9 million annually.200

Auto drivers were urged to keep that in mind. A 1926 press comment was typical:
"Wichita motorists traveling thru the city or on roads nearby often have to wait a few
moments at a grade crossing for a freight train to pass. Sometimes the motorist will
complain about the freight train, but the fact is that the freight train is the index of a city's
trade supremacy. If no freight trains left Wichita the town would be a dead one.” Of the
city's 56 freight train each way daily in 1926, 39 were Redball freights. through trains
going by at top speed and causing little inconvenience, while only 17 were local freights,
and those were of special benefit to the city.

Crossing accidents continued as did reports of them. And no wonder, considering
the street traffic situation. "There 1sn't enough of the immemorial rights of the pedestrian
left under the prevailing system to wad a shotgun," the local press reported in 1924. "The
streets here, as everywhere, have become chariot courses, and the man afoot 1s becoming
on a main street as much an intruder as he would be on a race track."20! Wichita appointed
a public safety council in March, 1925, and a field representatve for the national safety
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council appeared before the Chamber of Commerce and called for "radical changes” in local
traffic regulations.202

In April electric traffic signals were installed downtown and their electric bells
tested from a city hall control panel by playing the Star Spangled Banner.29* But it was
reported that Wichita drivers paid little attention to the "electric traffic policemen.”
Pedestrians, one report said, "gazed at the red, amber and green lights through admiration
and curiosity, but plunged across the street following their inspection in utter disregard of

'stop’ or 'go’ signs."204
3. The "Dead Man's Crossing” plan of 1925.

Particularly noted in the 1920s was one especially hazardous crossing, the so-
called "Dead Man's Crossing” on N. Lawrence Avenue and the Santa Fe tracks. The Santa
Fe, which in April, 1925 announced a $175.000 double tracking program in north Wichita
to move grain faster, told the local press that it had no plans to improve the N. Lawrence
crossing. There had been numerous meetings on the issue between the county and the
railroad, but no agreement could be reached. "The enormous cost of building a viaduct
over the tracks at the point will cause both the county and the railroad to think a long ume
before starting work. local railroaders say.” The track ther. was above the level of the road
and a viaduct would have had to be higher than the Kellogg street viaduct. A tunnel
beneath would be almost as costly and would require constant pumping during wet
weather. 203

Later in April, however, more meetings were held and County Engineer Mike
Roseberry and H.W. Wagner, chief engineer for the ATSF. seemed to find some common
ground. The press reported that a viaduct would begin to be built in the summer, 1,800 ft.
long and costing $130.000.206

By August the price of the "Dead Man's" viaduct had reached $150.000, and it was
reported that the county and the railroad had agreed to share the cost equally.20” In
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November, a contract for construction was signed. Railroad officials insisted the viaduct
be large enough for seven tracks to be laid under it.208
As definite as all this may have seemed. the "Dead Man's” viaduct was never built.

4. The Frisco Diagonal

Likewise in the "talk" category, but less serious talk than was the case with the
viaduct on N. Lawrence, was the diagonal road from downtown to the Fairmount District.
This was debated, but never came down to an ordinance or to negotiation of an exact cost-
sharing plan with the railroads.

In May, 1925 residents in the northeast part of Wichita petitioned for the removal of
the Frisco tracks there as had been recommended by Bartholomew. But doing so was a
great problem. There would be a long legal battle, and it would cost the railroad more 10
remove its property than the land was then worth. The city could declare the raiiroad a
nuisance. and Frisco representatives conceded that a diagonal boulevard along the right of
way would not cost much once the track were removed. It was an historical anomaly.
When the Frisco was built the track was through the country. "The city has grown around
the tracks until the road runs through the residential section of that part of town."2%

Bartholomew himself returned to town for a few days to discuss the prospect.
Spreading a map of the city before him, he explained how "splendid” the northeast diagonal
could be. He used the occasion to hold forth also on his park and civic center project.?1?

His proposal scared some people, but encouraged others. The thought was that it
would "cost a huge sum,"” but Alton H. Smith, the new president of the Wichita Real Estate
Board. said in December, 1925 that if the diagonal were not built a future generation
would regret it. It would be 100 ft. wide and run from 2nd Street to 13th Street, increasing
the value of lots all along the way. Smith called attention to the early twentieth-century
Chicago Burnham city plan, the rejection of which, he said, had since cost Chicago an
estimated $250 million in condemning property along the lines suggested in the plan.
However, a group of Fairmount neighborhood property cwners submitted a counter-
petition to the original initiative, stating that they were against the diagonal. The project did
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not get past the very general discussion stage, and the Frisco alignment remained and

remains in the 1990s where it was.?!!
S. The Waterman "Subway" and the Elevation Extension Question

More serious was the so-called Waterman "subway" project. When the elevation
project of 1912-14 was built, Waterman Street, running east-west just south of the new
Union Depot. had been cut off by the embankment, so as to dead end into it. On both sides
of the embankment along Waterman was a considerable warehousing district served by
trucks, and it seemed logical to cut a path under the elevation to give those trucks access
directly to and from the station from the back. This would keep that traffic off Douglas, the
busy main street of the city, which was the first available route to the north.
Straightforward as it might have sounded, it was about twenty years and much acrimonious
talk in and out of court getting accomplished. In the process the elevation extensions
suggested by Bartholomew entered the discussions, serving more as a threat to the
railroads to get concessions on the Waterman subway than an immediate practical
possibility.

There was local agitation to punch one of the streets south of Douglas (William or
Waterman) through the elevauon almost immediately after it was built. Ordinances were
passed in 1914 and 1915 to that effect.2!2 World War I intervened, during which time the
subway project was declared non-essential. In 1918 the Maycr suggested that Waterman
Street would be a better candidate than William.2!? The city manager proposed it again the
next year.2!'4 In December, 1920, the city commission autherized the city manager to plan
such a project based on specifications submitted by the ATSF railway.25 At that time, it
was estimated that it would cost the city about $75,000 and the railroads $36,000. The
cost split was based on provisions in the 1911 ordinance providing for the elevation in the
first place. That allowed a subway beneath the elevation if the city required it and if the city
paid the cost of excavation, paving, sidewalks. curb, guttering, piers, abutments
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maintenance and incidental damage. The remaining expense, including that for the girders,
was 10 be paid by the railroads.2!' However, as was to be very often the case, something
about the seeming agreement fell apart, and the project languished for a time.

A new ruckus was created by businesspeople on both sides of the elevated tracks,
who submitted a petition to the Wichita City Commission in January, 1923. The Douglas
underpass was proving inadequate to handle traffic from business houses during rush
hours, said banker L.S. Naftzger, "and when pleasure cars mingle with the heavy trucks in
an effort to squeeze under the viaduct there are accidents.” City engineer P.L. Brockway
thought the problem could be solved with a cut in the embankment south of Douglas
costing $250.000 and requiring a year (o construct, "the railway companies and the city
bearing the cost." That cost sharing seemed just to C.L. Davidson, chair of the Fourth
National Bank. who thought that both railroad and city would benefit and should share
costs.217

The project again proceeded for a time. The Bartholomew plan of that year
reinforced the idea. A drawing was published in the Eagle in February and a presentation
scheduled before the city commission.?!8 The commission by September was suggesting
creauing a special benefit district in the warehouse area from which the necessary money
would be raised less 10% assessed against the city at large. The WUT railway's cost share
under the new plan would be only the maintenance of tracks.2!® However, under its
franchise agreement with the city, engineers for the terminal railway were to prepare the
plans for the subway. There was a several month delay, and late in 1923 no plans were
forthcoming. The city engineer was dispatched to check, and city hall was said to be “not
pleased."220

In June, 1925. the project was sull hanging fire. As with the northeast diagonal,
once movement looked serious a split developed among property owners and businesses.
United Sash and Door was particularly upset by the prospect, claiming it would cause
$200.000 in damages to its business. The cost estimate for the construction was now
$100,000 to $200.000.221 Tt was re-emphasized that the subway was much needed.
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Trucks. vans and wagons were clogging Douglas and could not be sent south over the
Kellogg viaduct as the grades were 100 steep for many trucks, including the ones from the
fire department. The Wichita Board of Education had agreed, if the Waterman subway
were built, 1o extend Waterman on its eastern end through the property of the Wichita High
School (now Wichita High School East) at Grove Ave. so that it would provide an east-
west straight through route from Water street downtown to Circle Drive on College Hill.
Under the 1911 agreement, the press emphasized "the cost is far less to the railroad
companies than to the city."222

In the summer of 1925 it was reported that the subway had taken "definite form."
Cost was now again estimated at $250,000.223

In 1926, there was another escalation of seriousness. Though there was still an
argument over whether the subway cught to be on William or Waterman streets, most
agreed the congestion on Douglas was v>coming intolerable. Opponents, however, noted
that it seemed "silly to try to open up a street across all that network of switching tracks”
that was the south downtown yards. City manager Earl Elliott emphasized, however, that
Wichita was growing rapidly. especially east of the elevated tracks (population was
95,000, compared with 53.000 in 1911 when the elevation agreements had been made),
and that there were no grade crossings for almost a mile south of Douglas.224

The city passed an ordinance in 1926 declaring it to be necessary for the
convenience, safety and protection of the public that a subway and tunnel be constructed
and a pedestrian and vehicular traffic way be opened through the elevated tracks at
Waterman at the total expense of the Wichita Union Terminal Railway Company. The
basis was a 1923 Kansas statute giving the governing bodies of first and second-class ciues
"power to require any railroad company or companies owning or operating any railroad of
street-railway track or tracks upon or across any public street or streets of the city to erect,
construct, reconstruct, complete and keep in repair any viaduct or viaducts upon or over or
tunnels under such street or streets and over or under any such track or tracks . . . as may
be deemed and declared by the governing body to be necessary for the convenience, safety
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or protection of the public."225 The newspaper headline announcing the city ordinance
suggested that it was "expected to cause much argument,” and it did.?2¢

Understandably. the WUT, which was funded by the major rail corporations
serving the city, balked-- especially since the terms of the deal had changed since the 1923
discussions, and the posture of the city had moved from negotiation to threat. If the
railroad had resisted a subway funded almost entirely from a benefit tax district, why
should it now cooperate with an ordinance requiring it to foot the total bill?22” The railroad
argued also that a Waterman subway would create a "dangerous thoroughfare” due to yard
switching in the area. In a conference with city officials early in 1927, they pointed out that
26 switching yard tracks woul¢ .iave to be traversed by such a road and that railway
activities would block it a good deal of the time. The companies, too. were annoyed at the
city's intimation that they were not doing much to help Wichita with its auto traffic
problem. They emphasized that the elevations and the Union Depot had cost over $2
million, and that the rail corporations were paying over $100,000 a year interest still on that
debt.228 A special legal problem from the railroad attorney's perspective was that the state
statute on which the 1926 city ordinance was based postdated the contractual agreement
signed at the time of the elevation, which provided that the city would pay 2/3 of the cost
for any subway.

Also, the threat was greater than just the subway, as the city threw in the other
Bartholomew Plan issues -- the relocation of the Frisco to create a Fairmount diagonal
street and the elevation of five more miles of track to eliminate 20 grade crossings.
Apparently it was thought that since the Waterman subway was such a problem, perhaps a
whole series of concessions from the railroads could be gained at once in one big batde.22°
Late in 1927 the city actually began condemnation proceedings on property that would have
to be taken to create subways beneath elevated tracks at 3rd street, Central, Murdock, 13th
and 21st. J.C. Casell, president of Wichita's Transfer and Storage Association, petitioned
the city in 1928 for such grade separations, and the city estimated that each subway
crossing would cost about $100,000. This was unrealistically low, as Waterman would
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cost over $150.000 with the rail cicvation already in place, but perhaps it referred only to
minimal street improvements, assumirng that the railroads would pay for the elevation itself.
Such projects (the city was talking about clevations or viaducts all the way beyond 21st
street) could run into the millions in cost overall. The $1.5 million in 1912 dollars spent on
the initial elevation covered only \hree streets and about a mile of distance. The proposed
project involved three to five miles of additional elevations to be paid for at inflated 1920s
boom prices and interest rates. The current city stance that the railroads should pay most or
ali of it made these actions a major concern to the railroads.

While the city expected “weary years of litigation with the railroads” over the
elevation extension, officials quoted the Bartholomew plan and said it was needcd more
than ever. Grade separations were essential, the city manager said, on some 20 crossings.
"Motorists and truck drivers travel miles and waste hours daily because of their
scarcity."230 It was a standoff.

The city sued the WUT over the subway issue. It consciously regarded that case as
a test for the whole elevation extension debate.?3! Wichita lost the case in the District
Court and appealed to the Supreme Court of Kansas, where the Waterman subway matter
was heard in 1929

The court found that there was no evidence presented that Waterman Street had ever
extended across the right of way of the WUT -- the reason being, of course, that the WUT
did not exist before the track elevation and Waterman dead-ended at the track elevation.
That was the basis upon which the lower court had decided that the city could not compel
the ratlroad to open up a street through its right of way "at great expense to itself and
without compensation.” The state statute only applied when a railroad was upon or across
a public street. Some old residents were brought forward to say that there had been traffic
on Waterman across the rail tracks from 1884 down to 1896 or 1897, but the city failed on
that basis to get a new trial. "The city,” the Supreme Court ruled, "should know where its
own streets are located.” The second argument of the rail attorneys, that the 1911 contract,
rather than the new ordinance, should apply and what the court called "many other
objections. some of which seem to be well founded," were not ruled upon since the point
about there not being an existing street crossing was "“so elemental and so controlling that it
was not necessary to discuss others."232
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The court decision killed the idea that city could compel the railroads to build the
elevauons and maybe the diagonal at largely railroad company expense, and it put the
Waterman subway back in the city’s lap financially. There were further negotiations with
the railroads. finally resulting in a compromise late in 1929 providing that the city would
put off any discussion of extending the elevations for five years if the railroads would pay
half the cost of the Waterman subway, now estimated at $150,000.233

That deal stuck. Ata November, 1929, election, a subway bond issue for $75,000
passed the city electorate by a vote of 2,817 to 860.234 In July, 1930, construction actually
started with an ATSF steam pile driver beginning the setting of 336 piles.?*

It was not perfect. There were still considerable rail yards east of the subway, in the
south downtown switching center, and there were Frisco and Rock Island freight houses
north of the new tunnel. The switching technique was to back trains almost to Douglas
and switch cars off the south end. These trains would have to be split after the subway
opened or it would be constantly blocked by rail cars. It was hoped the Frisco would move
its freight house south of the subway and part of its yards to the northern section of the city
where others had been relocated during the 1912 elevation project. Meanwhile. however, it
was admitted that the '"Waterman route would not likely be popular for auto drivers, though
it was expected to take many heavy trucks off Douglas.??¢

That last benefit was considerable. There were well over 40,000 motor vehicles in
Wichita and Sedgwick County in 1931 and the traffic under the Douglas elevation was
running 15.000 to 17,000 per day. It was thought the Waterman subway would relieve
20% of that traffic, which would increase safety and diminish delays.237

Of course by the ume the five year moratorium on the elevauon included in the
1929 bargain had passed. the country was in the midst of the Great Depression and neither
city nor corporation could pay any share of the cost of such a project. Then came World
War II and the Korean conflict. As a result, the Waterman Subway fight of the 1920s was
the last serious attention paid to the big-picture rail crossing problem in Wichita until the
1960s. In 1958 the discussion of rail elevations was at almost exactly the same point as it
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had been in 1928. City Manager Frank Backstrom, shocked to learn that there were still
186 grade crossings inside the city limits (down by 100 since the 1920s) and eager to boost
the city's growth by speeding east-west traffic, revisited the elevation question. He
suggested the railroads pay for it, thu, ending discussion again for several years. 238

It was clear in the subway case that there was no fixed policy: everything depended
on negotiation. It was also clear that considerable Populism remained in Wichita, and that
it was easy for a usually cozy and mutually-complimentary relationship between city
government. citizens and railroads to become polarized and rhetorically explosive. Grade
crossings and the daily annoyance they caused an increasing number of motorists in an

expanding city were an excellent way to get the media and local government's dander up.
6. Grade Separations: The National Issue, 1931.

In 1931 the Enginecring News-Record ran an insightful article by E.E. R. Tratman
entitled "Grade Separation in Large Cities.” Such projects in recent years had become
increasingly important, but were "usually complicated and costly, since they involved not
only the city and the railroads, but also many private property owners. public utilities and
manufacturing industries.” Grade separation projects were usually advocated on the basis
of safety for street traffic, but the real basis seemed to be the convenience of traffic by
eliminating interference at the crossings. A study of an important crossing in a city of
20.000 people showed that the gates were closed 70 umes, with an aggregate closure of
three hours, during a ten-hour period. The number of people thus halted each day was
about 35% of the population, and these people complained to the city. Not only was
regular street traffic impaired, but fire department service might be hampered and accidents
occurred which were "not only cos’y but will result in public ill-feeling that cannot wisely
be ignored.”

The real difficulty was not so much sensing the problem. but determining who was
responsibiz for it and who should pay. “Under such radically changed conditions,” the
author thought, "the railroad cannot claim a right to maintain its surface line permanently.
On the other hand the railroad is not responsible for the city's development and increase of
tratfic. so that the municipality has not the right to load the entire cost of grade separation
upon the railways. although this has been attempted in some cases.” The suggestion was
"co-operauon, compromise, and due regard for the rights of each side.” As Wichita history

showed. however, that was casier said than done.
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Tratman thought that the municipality received the greatest benefit from grade
separatuons. Traffic flowed better, accidents decreased. and for the most part property
values went up. Some local disadvantages, like severe grades or street closures, were
minor compared to the benefit.

The railroads, on the other hand. got some advantages from grade separation also,
“although at a very high cost.” They got greater freedom of train movements; elimination
of expenditure for crossing repair, watching and protection; improved operating conditions;
and relative freedom from constant local political attack. But track connections to industries
trom the grade separauons could be a problem. Cities frequently granted special privileges
to industries for tracks across the streets, which they regarded as permanent rights, entitling
them to damz ges in case of change.

Actual apporuonment of cost of grade separation as of 1931, Tratman said. "varies
widely according to state laws, state commission rules and local ordinances,” but usually
the "railway pays a large portion of the cost and the city a small or even nominal share."
Ohio law assigned 65% and 45% to the railway and city. In Wisconsin at one time it was
70% to the steam raillway, 25% to the city and 5% to the street railway. In Syracuse, the
Public Service Commission assigned 50% to the railway, 49% to the state and 1% to the
county. Property damages, as a rule, were assumed by the city.

Often, however, there was no fixed policy -- just, as in Kansas, ad hoc
negotiations. In St. Louis progress was delayed for several years because the city would
assume no part of the expense of a grade separation project and the railroads "reasonably
declined” to pay both construction costs and property damages.” A< a result a state law
was passed transferring from the city to a state commission the power to order grade
separations. That commission assigned 67% of the cost to the railroad and 33% 1o the city.
In Chicago. however, as Wichita well knew, practically the entire construction cost of the
grade separations was paid by the railroads -- something which Tratman felt was
“manifesty unfair."

Tratman concluded that "grade separation is a large and ~omplicated problem,”
especially serious 1o the railroads. Railroads might have along their lines a number of such
projects and “the aggregate cost . . . 1s enormous and probably out of proportion to the
benefits secured.” Cities got much of the benefit. so Tratman thought they should be
willing 10 pay a share of the expenses. "while the attitude of the authorities should be
cooperauve instead of arbitrary.” There definitely should be sharing of cost, recognizing
that "the work constitutes a public benefit and not simply a railroad improvement."23%
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Shortly after the publication of the Tratman article, the Supreme Court of the United
States took up the issue of “who pays" on grade separations in the case of Nashville,
Chattanooga & St. Louis Railway vs Herbert S. Walters, et. al. The opinion of the court,
1ssued 1n the spring of 1935, was that state statutes and city ordinances requiring railroads
10 pay some percentage of the cost of grade separations, while valid at the time they were
passed. were no longer fair given the changed relationship beiween railways and streets
and highways. The grade separations had, the court thought, by 1935 become a benefit
mosily to auto traffic. Roads and highways had become competitors to railroads, not
feeders of them. Also. railroad companies were already paving more than their share of the
taxes that supported streets and roads relative to percentages paid by the trucks and buses
that mostly benefitted.240

Following the 1935 decision, negotiation between railroads and cities about cost
sharing was still possible, but statutes, like the 1923 Kansas one, or ordinances such as
Wichita had passed on the subway issue, requiring a certain cost split by law, ran up
against the Walters decision.
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V1. World War II and Its Aftermath: Traffic
1. Warume Auto Traffic and the Traffic Commission

Wichita's population grew very little during the 1930s, from 111,110 in 1930 to
114,634 in 1940. World War II and Wichita's selection as a defense production center
changed that. In 1942 the population was 133,011 (metropolitan arca 164,994); in 1943
184,515 (metro arca 218.619): in 1944 176,316 (metro area 226,724) and in 1945, with
the war winding down, still 155,968 (metro area 203,398). It was widely believed that
most of the wartime extra population would disappear, but this did not turn out to be the
case. The replacement of B-29 production at Boeing with B-52 production, the onset of
the Korean war, the placement of McConnell Air Force Base in Wichita, and local
initiauves 1o solve the water supply problem for an extended population meant that, after a
short dip. growth continued at a good clip in the 1950s. From a low of 153,411 in 1946,
the city proper went to 168,278 in 1950, 238,302 in 1953 and 254,698 in 1960 (by which
ume the metro area was well over 300,000). This was unusual growth. In the 20 years
from 1940 to 1960 Wichita added over 140,000 people (being conservative and not
counting many areas dependent on Wichita's industry that had not yet been annexed to the
city proper) and more than doubled its population. By comparison. the population from
1960 10 1990 increased by only 50,000 people or only about 20%.241

During the war, Wichita experienced enormously rapid population growth, with
most of the new people having to get to aircraft plants in certain regions of town and to and
from several brand-new federal housing projects with the population of medium-sized
towns. Wichita produced over 22,000 airplanes during the war, and back order contract

figures were the size of the entire local economy during the 1930s. Despite tire and

gasoline rationing, carpooling and unprecedented emphasis on public transportation, the
impact on traffic movement on streets was enormous. Following all that, the 1950s were
the golden age of the automobile as a consumer necessity. No wonder, therefore, that
before the city could tum 1ts attenton specifically back to the railroad grade crossing
problem in the 1960s. the patterns and volume of automobile traffic in town had changed
significantly.

Wichita knew before Pearl Harbor that the national defense build up and the call for
enormous numbers of aircraft would require studies of Wichita roads and traffic and

2*1For population sources see footnote 45. For an overview of the war and the 1950s in Wichita see

Miner, Magic City. 183-98.




esulting changes . Boeing, Beech, and Cessna were running full-speed, expanding and
hiring. A Wichita writer described the situation in the spring of 1942 for the New York
Herald Trbune:

Wichita is now flying away planes from her six landing fields in breath-stopping

figures that are constantly increasing. But then there is the nightmare. When a

community expands so suddenly, Iiving conditions are upset. There are t00

many people in stores, on buses, at the bank, gas. water and electricity pay

windows. It takes forever to get nothing done. There a:e 100 many traffic

tangles and accidents, too few lodgings for airplane workers. 0o few seats in

school rooms.. . . It is a headache to try to telephone. . . . Motor drone is an all-

day and most of the night noise. No one pays any attention to it anymore, as

planes bear away for Brazil or Canada, or our own military bases. Traffic signal

change has been increased 1o thirty-two seconds to get the sidewalk crowds

across safely, and around every filling stauon is a ring of trailers in which new

arrivals await a demountable house. fabricated to the stage where you can put

tired little children to bed . . . . How many inhabitants has Wichita today? No

one knows. Old-timers look on dazed at buses unloading commuters from towns

seventy miles away. 242

Traffic counts, more detailed than ever before, became a necessity. The busiest
intersection in Kansas in February, 1941 was Central and Broadway in Wichita, where
north-south Highway 81 passed through town and met with Highway 54 cast-west. That
intersection, dominated by St. Mary's Cathedral, an apartment building. a market and a
service station. had a traffic volume of 55,000 cars a day. It represented to Wichita “what
Time's Square is to New York City, what Twelfth and Grand is to Kansas City, Mo., what
the ‘Loop’ district is to Chicago, and what Grand and Broadway is to Oklahoma City."
Douglas and Broadway ran a close second in traffic density and Main and Douglas third.
Douglas itself continued to carry heavy east-west traffic -- at least 14,000 cars in the 12
hour period from 7 am. to 7 p.m.24* And that last number was a minimal esumate.
Wichita was truly running 24-hours a day, with all the plants on three-shift schedules. A
grocery store was as likely to be full at midnight as at 5 p.m.
More than the downtown was affected. Beech Aircraft Company at Central and

Webb Road put heavy traffic onto Central as well as on the then relatively unimproved

242 l\umhmdg Dum‘m in New \ggrk Herald Tribune. Ma) 31, 1942, quoted in Craig Miner, ed. The
hita ; (Wichita, 1992), 93-95.

243wichita Eagle. Feb. 2, 1941.




Kellogg well into the county. It was proposed to make Kellogg a four-lane road. The
Chamber of Commerce Good Roads Committee reported that "neither the existing Kellogg
road nor the narrow rough pavement on East Central, present route of U.S. 54, can be
repaired to make it adequate in view of the heavy demands resulting from defense
spending.” Highway K-15 and Pawnee and Harry Streets were pressured by Boeing-
Wichita and Cessna commuters.244 Police spoke of the "thundering procession of cars on
George Washington boulevard" leading to the Municipal Airport and the south aircraft
plants.245 Traffic was up on some streets by 20% in 1941 compared to 1940.246

Sedgwick County issued 40,257 tags for automobiles in 1940, 7,171 for trucks,
591 for trailers and 127 for motorcycles and had 127 auto dealers. And that was before the
war boom.247 In 1944 auto registrations were 56,355 and trucks 8,641.248 In 1948 there
were 60,668 autos and 12,480 trucks.24? Traffic arrests in 1941 were four times what they
were in 1940, and accidents were way up. 250 Parking was a nightmare. Police tried to get
people to follow the rule of 45 degree parking at the curl rather than 90 degree. They had
to close off parking on many streets altogether in order to open new lanes of traffic, and
eliminate double parking for loading and unloading vehicles and left hand turns when
emerging from driveways. Bus loading zones were shortened in 1941 and one-way streets
were created. "It is only possible to get so many cars in a single line in any block," said the
chief of police, "and when the demand of traffic gets beyond this number then another line
of traffic must be formed. We cannot do this unless we receive the cooperation of all
moiorists." 251

It was a problem. but Wichitans were excited about the growth that caused it and
therefore patient. “That day the first barnstormer buzzed his crazy crate before them a lite
after the turn of the present century,” went one editorial, "most Wichitans sensed that they
were witnessing the deliverance by destiny of their land-based community.” Flight offered

2441bid.. Feb. 18, April 11, 1941.
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2461bid.. April 13, 1941,
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Wichita the economic equipment it needed. "Deep in the interior Wichitans recognized that
here was an instrument which would bring things physically near as the telescope had done
visually. Leagues from any coast-line they recognized then as they have realized since that
Wichita could become a port on the globe-encompassing ocean o. the air." It would make
an industrial dream come true and "could lift Wichita to that estate where on the shore of the
new sea which the old sky had grown to be, this prairie city would launch winged fleets for
all ime to come."252 If the workers could just get across the railroad tracks and through
the congestion to their machines in the morning.

It was an exciting challenge for the intcllectuals and the planners. In May, 1941, a
team from the state highway commission visited Wichita with the thought of rerouting state
highways around the city to relieve traffic congesticn.25* Shuttle buses to outlying towns
were suggested.?5* Paving and widening programs galore were presented, most
prominently for Kellogg and Central.>55 Many of these initiatives coalesced institutionally
with the creauon in the summer of 1941 of a 21-member traffic commission, a Wichita
first. City Commissioner O F. Sullivan said that the "alarming traffic congestion on the
streets” could affect the economy unless emergency measures were taken. The first action
of the Traffic Commission was to dispatch City Manager Russell McClure and Chief of
Police Thomas Jaycox to meet with Dr. Maxwell Halsey, the director of the Institute of
Traffic Engineering at Yale. Halsey was employed to do a study of Wichita traffic flow
and make recommendations.?5¢

Halsey started with a traffic survey.?5’ "I do not intend to give Wichita an
immediate solution to 1ts traffic problem." he said. "I will submit a plan which, if followed
out, eventually will give the city a new deal in both its traffic and its parking problems."258

The results of the survey, released as Hitler's Wehrmacht pushed deep into the
Soviet Union. showed traffic counts of more than 13,000 cars in the 12-hour daytime
period near the aircraft plants on Central west of Beechcraft, on K-15 north of

2521bid.. April 20, 1941
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Stearman/Boeing, and on east Franklin (Pawnee) near Cessna. The heaviest single area
was near Beech on Central with over 6,000 cars in a 12-vour period. This was sull well
short of downtown figures, but given that there was little residential development in these
areas other than federal housing, it was significant.??

Halsey made numerous recommendauons. Wichita should establish a primary
street system and mark thoroughfares. Through streets should be protected by stop signs
as should all streets carrying more than 1,000 vehicles an hour. Priorities should be set in
engineering and enforcement. "When this system has been fully developed it should be
possible for any motorist leaving his or her home and intending to shop in the downtown
district to travel only three or four blocks on residential streets which cannot afford
maximum protection before reaching the through system which has a much higher degree
of safety and facility.” A traffic engineer should be employed, reporting to the city
manager. There were 383 miles of streets in Wichita, 248 miles paved, and 2,500
intersections. It was impossible 10 improve all those intersections, so best to concentrate
the flow so that 10% of improved streets would carry 80% of the traffic.260

The traffic commission cooperated. The traffic engineer was employed. The
commussion tried to hire Halsey himself for this position at $3,000 a year, but he
refused.?®! A new traffic code, with police concentrating on serious law violations and
giving only warning uckets for others, was instituted.262 The traffic engineer, J. Richard
Jackson. found that traffic around the high schools was heavy. At the intersection of
Douglas and Grove (East High), it had increased 89% in the past five years. It was 12,500
on Douglas every twelve hours, even so far east, and 2,500 for the same period on Grove.
He recommended pressure-actuated traffic lights, the prohibition of U-tumns and strict
parking limits. In the area of North High along West 13th, there were 13,000 vehicles in a
12-hour period.2%* These would be considered busy streets in the 1990s. Average speed
in the 2300 block on East Kellogg was only 15.6 m.p.h. On the day of the Pearl Harbor
attack. Dec. 7. 1941. angle parking was banned altogether in Wichita.264 Parking meters
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went in on a test basis in 1942.265 It was ihought it might be a good idea also to ban horse-
drawn vehicles from the city streets.266

One aid was the extension of the bus public transit system, never much used by
Wichitans previously. In 1940 the city had 86 buses and they traveled 2,829,580 miles a
year carrying 11,483,686 passengers. In 1944 it had 126 buses, traveling 3,997,491 miles
and carrying nearly 30.000,000 passengers.267 By 1941 tae city bus fleet was 110 vehicles
carrying 27 passengers each. Wichita felt lucky to get the buses given the materials
scarcity. 268 Some 45,000 people a day were riding by December, 1941. 269 In addition,
special bus companies were organized with federal funds. Defense Transportation, Inc.
and Emergency Transportation Inc. were both in place by 1942 and ran primarily from the
central city to the aircraft plants. These special buses were painted grey with a green belt to
distinguish them from regular city buses and charged a 10 cent fare.2’0 They carried 36
passengers, had automatic transmissions, and ran only during the rush hours.27! Late in
1942 the "skip stop" plan was instituted, reducing bus stops in Wichita from 1370 to 806
to save gas and wear.272

Accidents and traffic probl-ms increased through the war. In 1946 Wichita brought
Robert Raleigh, assistant director of Chicago's Northwestern University Traffic Insutute,
to study the accident situation in town. There had been a 79% increase in accidents over
1945 as people started driving everywhere again, and it cost the city over $1 million.
Raleigh concluded the reasons were elimination of rationing and the 35 mph speed limit,
younger drivers with litde training on the road, returning veterans used 1o high speed,
undermanned law enforcement , languishing public education , and a "general uplift in
public attitude" which made risk seem more acceptable. During the war Wichita had
handled a population of 280.000 in the metro area with only 130 uniformed police officers.
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At the same time Boeing employed 250 guards to supervise its 18,000 employees.?”3
Something needed to be done.

2. Traffic in the 1950s

In the 1950s, the federal highway program began constructing the limited access
interstate program cross-country. This aided in easing congestion in the cities through
which they passed by eliminating crossings of streets and railways. The accident numbers
actually declined, though in 1955 there were 114,000 automobiles registered in Sedgwick
County, while traffic tickets given by a strengthened police force went up.274

Sull, raffic problems remained. The relief that buses provided during the war
dirninished drastically in the 1950s. When Wichitans had a choice, they chose the private
automobile, for all the traffic problems it caused, over public transit with its inflexibality.
"People do not have to use the buses,” concluded a 1957 study, "in the sense that they
must have water, electricity, and gas service." For commuting to work, 77.2% of
Wichitans used their own car, and 82.2% traveled by car in some way. Fewer than 10%
used the bus. Wichita had one of the highest percentages of automobile ownership in the
nation, with multiple car ownership common i all income brackets. Almost everyone
could drive and more than half the women in town had their own cars available for use
during the daytime. Three out of 8 people did not even know the current bus fare. The
consultants noted that "the typical car owner may complain bitterly about traffic congestion,
lack of adequate parking facilities, cost of operation; but this does not deter him from using
his automobile more and more.” People put great value on their time and thought the car
was quicker. Many of the new developments were not yet on bus routes. Cost was not a
factor. Most of those interviewed admitted that it would be cheaper to ride the bus, but
they did not care.?75

A serious traffic study was done in 1953 for the city of Wichita by the Kansas State
Highway Commission. There were then 79,534 dwelling units in Wichita and 75,888
cars. It was determined that within the study area motor vehicles traveled 2,906,000 miles
per day. more than 24 miles per vehicle, and the average occupancy of cars was 1.7
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people. There was one passenger car in Wichita for every 2.72 people over 5 years old and
these cars and trucks made 478,264 trips a day.?7¢

Trafiic congestion, the report said, "is rapidly becoming unbearable,” and the need
for limited access expressways to replace Highways 81 and 54 crisscrossing the city was
extreme. There were by then 60,000 vehicles a day on Highway 81, crossing the city from
north to south, and not grade separated in any way from the city streets. The delays, with
traffic lights controlling only a small proportion of the intersections, dwarfed rail grade
crossing delays by comparison. Highway 54, now routed along Kellogg. carried 35,000
cars a day, 4,500 in its peak hour. Although expressways had sometimes been defined as
the "quickest route between two bottlenecks,” the study concluded that Wichita would have
to have limited access expressways, particularly on Highway 81, which was in the early
1950s effectively splitting the city in two.2”’

The river had relauvely few bridges and was an additional barrier 10 east-west
traffic, as was the later "Big Ditch" flood control project on the near West side. In order to
avoid total gridlock, Wichitans would have 10 plan their trips and accommodate themselves
to a priority plan much like that in force in World War II where 80% of the traffic was
directed to 10% of the streets and then every attempt made to see that those streets were
efficient and safe movers of traffic. Naturally, too, the elimination of railroad grade
crossings on those kinds of arterials became a first priority.

3. Accidents and Overpasses: Rail Crossing Issues in the 1940s and 1950s

Rail traffic. like auto traffic, increased dramatically during the war. In 1944, for
example, railroads hauled 11 billion Ibs. of freight and 870,000 passengers in and out of
Wichita on 21,900 freight and 9,490 passenger trains. While the number of trains locally
was down to some 84 trains a day from the peak of 160 a day in the late 1920s, they were
longer and heavier.278

Thanks to the survival of some Wichita Union Terminal Railway operating records
for the 1950s. it is possible to glimpse a bit more detail on local rail traffic densities and
train lengths during that era. The WUT, representing the Santa Fe, Rock Island and
Frisco. handled an average of 129.000 to 145,000 cars a month through the center of town
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hetween 1953 and 1956. Passenger trains averaged about 11 cars and freight trains
averaged about 70 cars, with a monthly high of 81 cars.2’? By comparison, I.C.C.
statsucs indicate that in the midwestern area in 1928 trains had seldom averaged over 60
cars in length, and they were smaller capacity cars.?®0 In 1911 the average length was only
around 35 cars.2%! There had been a motive power, rolling stock, roadbed, and operating
technology revolution in railroading.

Sull, there was no question that these trains delayed all that auto traffic and that it
was a problem. The press seemed to describe rail-related accidens in ever more graphic
detai!. For example, in December, 1940, there was a harrowing account of a 15-year-old
Civilian Conservation Corps worker losing both legs after trying to hop on a freight in
Wichita on the way to visit his family in Kansas City. He died a few days later.2%2 In
February, 1941, a car-train accident killed two when the northbound Santa Fe train No. 28
hit a car at the crossing on E. Harry. There were extenuating circumstances: the car was
being chased by police at the ume. But it was the same intersection where four people were
killed on Christmas Eve 1939 when their car burned after being hit by a train.283 In April
of the same year an 86-year-old man was killed when the southbound Santa Fe Scout hit
his car at Washington and Zimmerly. The man drove past the warning signals onto the
tracks and did not see the train untl it was a tew feet from his car. He then threw up his
hands in fright. The engineer had to walk back after stopping the train and pick him up.284
In May Ivan Kyle. 30, of Cheney was badly injured when, traveling at a high rate of
speed. he hit a train at the fifth car back. The train crew had stopped to throw a gate
according to the rules and had just started again when the car roared into it.285 In
September. three employees of Stearman Aircraft were injured at the intersection of the
Santa Fe tracks and Murdock St. Northbound #2 had just passed and they pulled their car
across four tracks just as Southbound #1 entered the intersection at 30 mph.286 In 1955 the
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Wichita Eagle ran a series on the worst Kansas auto accidents, several of them grade
crossing incidents. Running a series on disasters made such things seem almost an
everyday occurrence.?87

The railrcads made efforts to upgrade crossing safety. The Santa Fe, for example,
put automatic signals on many of its crossings in Wichita in 1946.28% And, to be sure,
many of the accidents were the fault of the weather or the drivers more than the railroads
ana took place at well-protected crossings and with adequate warnings. Still, the
cumulative shock of these reports was considerable. Perhaps statistically grade crossing
accidents were minimal -- just as statistically in the 1990s deaths in airline crashes are
minimal. But the drastic nature of such accidents as did occur gave them outsized
importance in the public psyche.

The most serious discussion of grade separations during the war years was of a
possible overpass of the rail yards at either 25th or 21st and Broadway. There was a public
meeting on the plan early in 1941, but it was felt the yards were so wide that a street
viaduct was an overly ambitious project. "The men felt the overpass idca is too remote for
serious considerauon,” it was reported. "The state and county have funds for such
purposes, but do not wish to bear the whole expense.” The federal government was
allotting funds to states for grade crossing elimination based on each state's rail mileage,
but those at the meeting were unsure how to tap those funds.?%¥ The viaduct project at that
moment seemed as practical as a subway project that was laughingly proposed to move
workers 1o the aircraft plants, with subway trains making a complete circuit every 30
minutes.?% But it was not to be the last discussion of bridging the north yards, which had
been created to relieve yard congestion downtown, but as the city expanded were

themselves becoming a traffic hazard.
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VII. Wichita City Plans and the Railroads, 1946-1964
1. Introduction

The traffic problem remained prominent in Wichita. It was something planning had
10 adjust to. No longer would Harland Barthomew's idea suffice that auto traffic would not
be a problem because people would rationally take the streetcar.2%! The streetcars
disappeared in the mid- 1930s. Wichita had been one of the first cities in the U.S. to adopt
the electric street car and one of the first to discard 1t.292

The automobile population kept growing. At Central and Broadway the traffic
count in 1932 was 6,500 in a 12 hr. daytime period: in 1936, it was 7,500 to 12,000.293
In 1946 Douglas carried 18.000 cars in a 12 hour period: First and Second Streets (by now
one way access to and from town) had 5,000-7,500 each in the same period: Central
carried 14.000-15,000 cars during daylight hours, Broadway 10,000 and 13th about
5.000. George Washington, which was the access road to the airport, was another heavily
traveled street with about 10.000 cars in 12 hours. Harland Bartholomew predicted in 1946
that there would be 65.000 autos in Sedgwick County by 1970. 294 That figure was
exceeded before 1953. In 1960, when Wichita proper had a population of a little over
250,000, 100,000 cars and trucks were driving an estimated 1 billion vehicle miles a
year.295

Many were frustrated by that situation, however much they accepted it as a practical
truth. Before Wichita reached "automobile saturation,"” said a representative of J.C.
Nichols's Kansas City investment company visiting Wichita in 1926, there needed to be an
attitude change so that "community interests will overshadow individual wants."29 The
problem was partly to determine who represented community wants and how those were to

be imposed on private interests without killing the goldea goose.
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A traffic growth meant that the question of track elevations and grade separations
returned often to the attention of planners. But the city engineering department’s 1921
insight about the track elevation question proved prophetic. It would be hard to change the
grade crossing situation, particularly at railroad expense, the engineers said, "becausc the
railroads ordinarily will not make changes of existing conditions unul their own over-
loaded traffic compels them to make some change. For this reason, we believe that it will
be a long, long, time before the railroads can be forced to elevate the tracks."?%7 City
planners and city plans in the next decade very regularly wrestled with the railroad crossing

problem in town.
1. The Plan of 1946

Bartholomew was hired to return to Wichita in 1946 to create another
comprehensive city plan.

The first trend he noticed was that more and more people were living outside the
city limits, but driving on Wichita streets and using Wichita services. There were over
14,000 people in this situation in 1940 and about 20,000 in 1946. Standard population
figures for the city proper became less and less adequate in planning infrastructure.?%

Wichita by the end of the war was a major city, and it was a city which had
burgeoned industrially and in population at a time of war emergency when there was no
leisure or funding to create an industrial layout according to any planner's specificatons.
Industries had to be located in any sort of building that could be found. and railroads had to
serve them in whatever way they could without much regard to the effect on auto traffic
flow. Industries naturally located along rail lines, which discouraged residential
development in those regions, and the railroads "were also an obstacle in developing an
adequate major street system because of the many grade crossings.” In fact, Bartholomew
noted. "the rivers and the railroads have presented the major obstacles to the general street
pattern. 2% A 1953 traffic study commented further that aircraft parts manufacturers and
contractors during the war est blished plants "in any available building no matier where
located in the city. Consequently the city streets and highways became conveyor belts for
the assembly lines of the indusiry.” After the war the plants were converted to civilian
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uses, but their locations and the nature of the rail and truck access to them remained as it
was established in quick time during the war.3®

2. Planning in the 1950s and 1960s

One of the major planning decisions concerning traffic in the 1950s, and one which
Wichitans remembered for a long time, was the decision not to extend the 1914 Kellogg
viaduct on west to cross over the downtown streets as well as the rail yards. There was a
debate in the city commission, but the conservatives, representing the downtown business
people who wanted the traffic on Highway 54 1o have to stop at each intersection with a
downtown street, rather than to mo=~ ¢ _ across the congested downtown, won the day.
That debate illustrated that efficient « a.uic flow was 1ar from the only consideration.30!
That viaduct was extended west only in the late 1990s and at an expense so enormous that
1t was cited as a reason why Wichita could not afford to share in the cost of constructing
further ratlroad elevations.302

Much attention was paid to auto traffic in the 1950s studies, but relatvely little to
railroads. One of the most sophisticated reports, that by E. T. Halaas of the Umversity of
Denver in 1957 enutled Patterns for Progress: An Economic Base Study of the Wichita,
Kansas Metropolitan Area . noted that "no two ciues are alike in economic circumstance
and social background. Each possesses mixed traits of strengths and weaknesses some of
which are externally evident, while others can be recognized only after close study. All
cities are alike, however, in that their central purpose is to provide their inhabitants with as
high a living standard as their capacities will permit.”

Halaas noticed that few cities had had faster growth in the wartime and immediately
following than Wichita, and nearly unprecedented too "has been its complete change in
industrial character since 1940." Before that ume Wichita was a trading center oriented to
the agricultural community. After that date it was a highly industrialized city focused on
aircraft producuon: an extreme iliustration of the "boom town.” As such it had to watch
lest the bubble burst. 203

00K ansas State Highway Commission, Wichita Metropolitan Area Traffic Survey, 1953, 27.
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The "One Wichita" plan of 1960 had as its central idea to change annexation policy
s0 as to absorb more of the outlying unincorporated areas into Wichita. This would add
55,000 people and 55 square miles to the current city of 52 square miles and 245,000
people. The expanded tax base would help pay for more public facilitics. Already in the
1950s the Equus Beds and Cheney Reservoir water systems, as well as expansions to the
sewage system and improvement of the highways and streets, had been constructed at great
expense to serve this large population, and the report thought it was time all citizens share
equally in paying for it.3%

In 1961 came the planning department's "Center City Study" -- the beginning of a
long planning focus on the downtown and its revitalization. Part of the implementation
took place in the 1960s during the heyday of federal funding for cities through the Urban
Renewal Program. This resulted in the Century II Civic Center, the Public Library, the
Tripodal public sculpture and the Garvey Office Buildings, among other downiown
improvements. A second major focus on downtown came during the 1980s and 1990s
with the institutional center being the Wichita-Sedgwick County Partnership for Growth
[WI/SE] committee funded by the Chamber of Commerce, the City, the County and the
School Board. Downtown revitalization generated its own auto traffic, and access into and
out of the downtown, however, was affected by grade crossings. There was no question
that downtown planning, circumferential highway planning, and rail crossing planning
were, or should be, interrelated.

The Center City report looked at traffic circulation, not only into, but around the
downtown area. and the use of the river as a recreational and business attraction. The
volume of traffic in 1960 for the downtown was about 100,000 vehicles and 85,000 people
between 7 am. and 10 p.m. There was no free parking and the grid street system did not
make movement across the area very efficient.

"Operations of rail lines in Center City," the report said, "is not without problems
affecting the general public and the railroads and their customers. The most apparent
problem is represented by the traffic conflicts at the numerous raii and street intersections.
These contflicts seriously limit efficient transportation movement, threaten safety and cause
costly delays to motorists, the railroads and the industrial-warehouse areas.” So serious
was the railroad issue that the city hired the consulting firm of Sverdrup and Parcel, which
was assigned, as part of a broader city planning study to be published in 1964, to study rail
transportation in Wichita and suggest solutions to difficulues.
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The preliminary idea of the Center City report was that there needed to be an "inner
loop" highway to feed cars in and out of the downtown to supplement the "outer loop”
already in 1ts formative stages with the upgrading of Highway 81 to Interstate 35, the
building of the Kansas Tumpike around the south edge of Wichita and planning for a series
of northern circumferential highways. The picture that emerged was of a diagonal
highway (essenually the old Frisco diagonal idea) to connect the two expressway loops.
Grades should be separated at major streets, signals improved and switching activity and

congested poirnis eliminated.3%5
3. The 1963-64 Transportation Plan

The Sverdrup & Parcel study, released in June, 1963, contained by far the most
extensive senies of recommendations concerning local railroads and grade crossings since
the 1923 Bartholomew Plan. By that ime it was assumed that Interstate-235 would be
extended east over Broadway and the Santa Fe tracks to an intersection with I-35W and K-
254, thus greaty aiding flow over the northern rail yards with high speed, limited access
interstate highways. The Inner Loop was still a possibility. That highway would go
northeast from Kellogg and Seneca. crossing the Santa Fe and Rock Island tracks north of
Murdock. and then continue parallel to Murdock north of the downtown to a connection
with I-35W in the vicinity of the Chisholm Creek Canal at Hydraulic Swreet. In the future,
1t was assumed that 4 Northeast Circumferential (constructed thirty years later as the Robert
Brown Highway) would further relieve congestion on major east-west streets by routing
traffic from the eastern suburbs north over grade-separated, high-speed freeways.306

The railroad aspect of the traffic problem was, the consultants admitted, ditficult.
Railroads entered Wichita over twelve different lines from all four quadrants. "This makes
1t difficult 1o visualize the complex problem and the proposed solution in its entirety.”

The report took one railroad situation at a ume and made recommendations.3%7

First, the Frisco should be relocated and its old right of way made available for a
northeast diagonal highway. This was the same suggestion Bartholomew had made in
1923, This ume there were cost esumates. The relocated line, skirting the city to the north

305Wichita-Sedgwick County Metropolitan Area Planning Dept. “Center City Study.” Dec. 1, 1961, 1,
3.6, 12, 16, 18

306S verdrup & Parcel. C onsultng Engineers, "Railroad Transportation Study, Wichita, Kansas. Prepared
for Wichita-Sedgwick County Metropolitan Area Planning Commission.” typescript. June, 1963, iv-viii,
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from Greenwich Road on the east in a northwest and westerly direction to the south end of
the Frisco's 29th street yards, would cost $1,610,000. That would created the diagonal to
connect the inner and outer loop traffic ways, and it would eliminate most of the Frisco
grade crossings in the city 308

Second, the report recommended that the current elevated track system be extended
-- again almost as Bartholomew had suggested years earlier. The extension, which
formerly it was thought wise to push past 21st street. was in this plan to start from the 2nd
Sueet overpass, proceed past Central to 9th, and then descend to street grade at 13th. At
13th and 17th, the streets would be carried over the railroad by viaducts rather than the
railroad over the street. North of 16th Street the Rock Island and Frisco operations would
be via new main lines connecting with the existing lines at 20th St. North and Washington
St. New industrial lead tracks would be built. The proposed Inner Loop woald cross the
tracks between 8th and Murdock. This would "permit the elimination of all street grade
crossings of main line tracks and some industrial tracks between 2nd St. and 20th North.
The estimated cost of the railroad changes for that phase, not including the highway

construction that was an integral part of the solution, was estimated at $14,357,000.3%

A third suggestion involved an extension of the rail elevations to the south of the
downtown along the WUT and Santa Fe rights of way so as to permit highway "subway"
underpasses at Lincoln, Zimmerly, Harry, Mt. Vernon and Pawnee Street, where south
aircraft plant traffic congregated. The cost would be $4.525.000.310

That was not all. The Rock Island should be relocated between Industrial Avenue
and MacArthur Road on the south side to avoid street grade crossings. Cost: $4,447,000.
The track in the vicinity of the MP depot dov-itown should be removed and "relocated
from the business area to an area more appropriate for such services.” Some streets should
be closed to eliminate grade crossings and "a continuing program should be carried on,
based upon studies of vehicular and train traffic, public convenience and necessity and
other crossing characteristics including the crossing accident record, to progressively
improve existing conditions."3!!

There was no question that the consultants felt all grade crossings needed
improvement, whether separation was feasible or not. But they noted that “the absence of
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applicaple satisfactory standards for determining the type of protection required at highway-
related grade crossings makes it impracticable to specify the most feasible treatment for
specific crossings.” That would have to be done on a case-by-case basis.3!2

In 1963 Kansas was ranked sixth in the nation in rail mileage with 8,215 miles.
Therc were 45 miles of main line track and 136 miles of total track in the City of Wichita.
Sixty trains passed through the city each day, on average almost equally divided between
passenger and freight, as contrasted with the much more frequent passenger service of
carlier eras. There were 26 passenger trains, 31 freights and 3 mixed. The Santa Fe ran 16
passenger, 10 freights and 2 mixed trains daily: the Rock Island 8 passenger and 10 freight;
the Missouri Pacific 2 passenger, 6 freight; the Frisco 4 freight; and the Midland Valley one
freight. The incoming and the outgoing version of essentially the same through train might

be designated separately. so the effective volume across the whole city might be
exaggerated by these figures 313 Still, the patterns of rail service that had built up

histoncally, with the relatively new auto traffic volumes superimposed, was causing
problems.

Industnial location was one of these historical problems-- something that had first
been noted in the 1923 plan and reinforced by planners looking at the city's growth in the
1940s. The Sverdrup report called it "unfortunate” that Wichita's industries were dispersed
throughout the metropolitan area, pretty much wherever opportunities were at the time of
their origin. Often these industries were “incompatible with the surrounding area" and
should be relocated to planned industrial districts. The rail tracks serving these industries
shoula be permanently remov.d and more "suitable” types of development subsisted in the
areas they vacated. The planners thought the North End Industrial Area, which would be
bypassed by the circumferenual system, yet still be accessible, was the best candidate for
the new industrial districts. "The efficacy of a cooperative plan for the gradual removal of
industries from scattered areas to planned industrial districts will be dependent upon the
degree oi united effort exercised by railroad, civic, and industrial representatives. "314

No price tag was attached to this wholesale geographic reorientation of business,
but it would doubtless have dwarfed the cost of the rail elevation plans proper. Urban
planners in the twentieth century have consistently been frustrated by the way cities have
developed in response to economic realities in their specific time-bound situations. In
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effect the modem city becomes a little like the mound where ancient Troy was found, seven
layers deep and evidencing different civilizations, now all defunct. It would be fine to start
all over. The problem always is the enormous investment of businesses and the
transportation that serves them in the existing plant. Since much of this was paid long ago,
1L gives great cost leverage to present operations. Just as the railroads not only would have
1o pay for a share of elevations, but would be responsible for local property taxes on the
value of the entre improvement, so such relocations by industry would result in one-time
rebuilding costs and continued extra taxation expenses with questionable benefits to them
directly and 1ir the short term.

Grade crossings were a second class of problem arising from historical decisions in
a present with different needs. "Railroads crossing streets and roads at grade," said the
consultants, "contribute matenally to the delay of vehicular traffic and also create hazards

which often cause accidents, some of which are fatal.” The main problem was the number

of trains, something which could be aided most simply by increasing the length and

capacity as well as the speed of these trains. Still the volume was substantial. In a typical
month during this period 372 passenger trains with 3,576 cars and 492 freight trains with
29.982 cars operated every month through the Wichita Union Terminal Railway. About
8,500 cars a month were interchanged between railroads, with much movement across
grade crossings. And in addition to scheduled trains and interchanges, there was
considerable switching at the widely spread industries to deliver and receive loaded and
empty cars. This created delays.3!5

Certainly all this was true. and certainly the solutions were obvious, assuming that
some group could be found willing and able to foot the bill. But while businesses,
including railroads. were civic-minded. it was difficult to translate very long-term general
potential benefits to the city as a whole and its motorists into an assessment of current costs
that the partes could either afford or agree was fair. It had been a problem with the $2.5
million 1914 elevation and Union Depot project. It had been a problem with the $150,000
Waterman subway. And it was a problem with the $24,939,000 package of direct costs
which the Sverdrup plan with all its proposals eventually added up to.

The 1963 report at least was much more detailed than the Bartholomew proposal in
descnbing the proposed improvements, the number of crossings they would eliminate, and
the price attached. And there had been considerable discussion of alternatives. For
example. elevation of the tracks all the way past 21st St. had been discussed, as well as
eliminating grade crossings totally by viaducts carrying the streets over the tracks, or by
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some combination of the two. The third idea seemed best.?!¢ The report noted too that it
was wise 1o focus on the worst problems first and not to solve insignificant ones. Some
minor streets did not have high enough traffic counts to justify costs for separating them or
protecting them and should probably be closed.?!”

The staustical documentation of the Sverdrup report was unprecedented. There
were 32 pages of crossing statistics documenting the traffic counts at 583 railroad
crossings, as well as tables detailing the number of crossings that would be eliminated by
each of the alternauve plans. In the case of each crossing, the plan made a recommendation
for how 1t would be best treated. For example the Frisco crossings at Woodlawn (3,600
autos a day), Oliver (6,600) and Hillside (14,500) would be eliminated by the removal of
the Frisco tracks under the northeast diagonal/Frisco reroute plan. On the Santa Fe, the
13th Street crossing (10,500) and the Central crossing (14,500) would be eliminated by
elevaton extension while Douglas (16,500) was already under the elevated tracks. Pawnee
(14,300) would be included in a proposed south elevation.?!8

The 1963 study was incorporated into a more extensive 1964 report by the Wichita-
Sedgwick County Metropolitan Area Planning Deptartment in three volumes entitled
“Transportation Study for the Wichita-Sedgwick County Metropolitan Area.” Volume 1
was a land use analysis, volume 2 was a traffic survey and volume 3 was filled with tables
and descriptions of methods.

Updated traffic numbers showed no decline. Auto traffic was analyzed by
quadrants and by streets this ime by an Average Daily Traffic (ADT) method that yielded a
peak of 22,400 cars a day for Douglas, 30,000 for Kellogg and 20,000 for Broadway.
While this was not much greater density on individual streets than in 1946, or for that
matter in 1927, it was heavy volume in some places. Wichita remained an automobile city
and one that did not nde public transit. An origin-destination survey showed an occupancy
per car of 1.64 persons and 672,806 trips a day, over 550,000 by private car. Wichitans
owned 118,280 cars 319

Traffic accidents were analyzed by intersection, as were train-auto accidents. As a
percentage of the total city accidents, the car-train mishaps were few. There were 24
car/train accidents in 1954, for example, of 5,714 total accidents in the city. There were 30
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in 1960 out of 7.701 total accidents. Fatalities showed the greater danger of a rail/car
accident, but rail/car fatalities were few enough to make one question the statistical
significance. Therc were 9 injury rail/car accidents in 1957, for exampie, and 1 fatal
accident. In the city generally there were 1767 injury accidents and 17 fatal ones. In 1958
there were 13 fatal auto accidents in the city, but none at rail crossings. In 1959 there were
10 fatal accidents, none at rail crossings. In 1960 there were 11 fatal accidents in the city,
one at a rail crossing. That year rail crossing injury accidents were six out of 1,585 for the
city as a whole. The most dangerous intersection over a number of years was the
intersection of the Santa Fe and Rock Island railroads with 13th St. North, which had 2
fatal, 9 injury and 14 non-injury accidents in the ten years preceding the study.?20

The railroad changes suggested by the Sverdrup study were re-emphasized along
with a strong appeal for a North Wichita Outer Loop to connect the major industrial traffic
generators in North Wichita with the existing and proposed federally-aided interstate
routes, namely 1-35 and 1-235. This would provide easy movement for cross town traffic,
provided people were willing to go far enough out of their way to get on one of these
routes, and would open a way "for both service and through traffic which will not have to
cross (at grade) the many railroad tracks in the North Wichita Industrial Area.” It was
predicted such a route would handle 7,600-12,000 cars a day by 1985. The need for an
Inner Loop and a northeast diagonal were re-emphasized. It was estimated the diagonal
would cost $1,420,000, exclusive of the relocation costs for the Frisco railroad, and that
the Inner Loop, including cost of right of way, would cost over $16 million.32!

Railroads were a key element of the plan. "The movement of rail traffic has an
important impact upon the total transportation network of Sedgwick County. This is
especially noticeable when rail and vehicular movement conflicts occur. Frequently slow
moving trains crossing busy thoroughfares at grade causes considerable vehicular delay
and thus affects the volume of traffic which these streets must carry. Thus, future railroad
and highway traffic planning must be coordinated to realize safe and efficient movement of
these modes of transportation.”"322

That was well and good. But the fundamental political and economic problems
which had stymied any movement on grade crossing elimination for so many years in the
past remained in 1964. On February 6 and March 5, 1964 public hearings, attended by
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representatives of the railroad companies, were held in Wichita to Jiscuss the new planning
suggestions. The railroad people stated in no uncertain terms that the proposals were
economically un-ound. "The reprcsentatives stated,” the planning docurnent reported, "that
the railroad proposals would represent excessive initial costs and increased future operating
costs for the railroads. They also indicated that the proposed sharing of trackage was
unacceptable because of the conflict invoived in passenger, freight and switching
movements. It appeared from the statements that the railroads would cooperate and
consider the plan proposals, if the proposals would not result in additional operating
costs."323

The local press at the ume gave the meeting a more negative spin still. The
railroads, the Eagle reported. "flatly rejected” at the Februrary meeting the 1964
suggesuons 1o relocate track and revise railroad operations. A.E. Anderson, a
superintendent of the Rock Island from El Reno, Oklahoma, representing the lines serving
Wichita. called the proposal "unacceptable.” Merritt Winsby, the chair of the planning
committee, was taken aback and called for a continuation of the meeting on March 5, when
he hoped the planming consultants could be present. "He pointed out that the present
railroad plan 1s an ideal of a goal to be reached over a 24-year penod.”

The railroad statement left some room for further negotiations. The railroads, it
said. would consider some plan, but not this one. "If the planning commission or its
consultants present a plan which is acceptable to the railroads and will not result in
additional operating costs to them, the railroads will give it consideration.” W.B.
Throckmorton, a Rock Island engineer, said that he personally approved of grade
separations but contended that these were not the railroads’ problem and that the railroads
should not be expected to pay for them -- "it is a highway problem." 324

The March meeting had an 18-page agenda and lasted two days.*>® But the result
was no different. The local press apparently found any prospect of agreement so hopeless
it did not even bother to report on the second meeting, but turned its attention to a land fill
debate at the Metropolitan Area Planning Commission.326

The elevation and relocation project for grade crossings was, indeed, at $24
million, of forbidding cost. But so was the proposed limited access expressway, at an
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estimated $79.3 million. And so was the steady traffic growth, spread, sped and eased
somewhat though it was by the loops of the interstate system of the 1950s and 1960s. It
was a fact that Wichita, though it had a high number of auto registrations per family, also
had a low population density relative to many cities, and consequently relatively "infrequent
minor traffic congestion."327  But the perception of the public was different. In 1964 there
were 162,316 vehicles registered in Sedgwick County, traveling over 2.5 million miles a
day. This was esumated to increase to 4.3 million miles in 1975 and 5.7 million miles in
1985.328

One big difference, of course, between highway planning and grade separation
planning was that federal aid available for highway construction was not available for grade
separations with railways in places not involving federal highways. A country and a city
which had gotten accustomed to flyovers and flyunders on limited access expressways at
every turn might find it hard to imagine that going over or under a set of railroad tracks was
such a difficult matter. But the econoinics and politics of that were in a totally different
world. It was indeed true that the nation that put a man on the moon in the decade of the
1960s still had as great difficulty implementing efficient traffic movement plans in its cities
as it had in 1910. The multiplicity of interests involved, their conflicts, and the nature of
their vested interest was such as to keep it a thomy issue.
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VIII. The 1976-77 Viaduct Project and the Rough Crossings Issue, 1970-
1990

1. The Death of the Inner Loop and the Mid-1970s Transportation Sitnation.

There was some further attention to the rail crossing issue later in the 1960s. For
example a 1965 study of siing for police and fire facilities noted that rail crossings along
with natural barriers could affect response ime and needed to be planned around, both in
tacilities siting and operations procedures. Grade crossings could cause delay, but the
existence of many more restncted access highways by the mid-1960s made these delays
much easier to avoid.*2? Mostly, the transportation focus was on the expressway system
and Urban Renewal downtown. Both these promised great modernization at largely federal
expense with easing of the grade crossing problem thrown in for free.

The Interstates did not solve the crossing problem totally. It remained on the
agenda. Ina hist of goals for Wichita and Sedgwick County formulated in 1976, the third
was "encourage the eliminaton of rail/vehicular conflict on those strects with an average
daily vehicular traffic count greater than 15,000 and where train traffic blocks the
intersection more than 10% of the time between the hours of 6 a.m. and 10 p.m."330 That
statement provided a specific definition for what kinds of crossings needed attention
according to the city.

What turned attention particularly back to rail crossings in the middle 1970s was the
death of the Inner Loop, which had been a key part of the Wichita aute circulation and, at
the same ume, grade separation plan for many years. The building of limited-access
highways for which large federal funding was available in the days of LBJ's "Great
Society” was one way of solving much of the rail grade separation problem without
confronting it. the railroads or the city taxpayers directly. Certainly, it partly worked on
much of the outer loop. and by the 1990s essentially that entire system would be
completed. But it did not work with the Inner Loop and the diagonal, which were seen as
essenual in connecting the circulation to the suburbs with the downtown revitalization being
driven by the Urban Renewal program.
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By the 1970s there were a greater multiplicity of constituencies in Wichita than ever
before, including a Historic Landmark Preservation Committee, which was concerned with
the destruction of historic properties near downtown by the Inner Loop. Traffic movement
was important, but it was not everything, and each proposal created a political debate.

As an Oblinger-Smith report of 1972 put it, there were offsets and balances to
which planning and development must accommodate themselves. "In the early days of
planning.” the report said, "very little attention was given to any aspect of the environment
other than the physical aspect. It was not considered particularly important to understand
the economic activity and it was considered less important to understand the societal make
up of the area for which the planning was being undertaken."33! That was no longer true.

In August, 1976, after a long local public debate. the City Commission officially
put the 2.7 Inner Loop project, then estimated to cost $50 million, to rest. The reasons
were huge expense, insufficient perceived need and "overwhelming citizen opposition.” It
was regularly mentioned. however, that “the problem of getting conveniently across the
city is sull around.” Bill Stockwell, the major traffic planner in Wichita, argued that since
traffic would not be concentrated on the Inner Loop and diagonal artenials, the other streets,
to which 1t would be diverted would have to be improved. And something would have o
be done 10 address the barriers, including the railroad tracks and the flood control canal, to

cast-west travel in iown.332
2. The Central and 13th Street Viaduct Projects

One suggestion arising almost immediately was to do something to separate Central
and 13th streets from the railroads. The project was authorized in 1975 and studies funded
by Community Development Act money. In 1976, the architectural and engineering firm
of Van Doren-Hazard-Stallings was employed to make plans and esumates. Their report
was 1o consider the feasibility and costs of several types of grade separations, including
underpasses and overpasses. "Every driver who has ever waited for tive to ten minutes --
or more -- for a freight train or trains to pass," the press commented. "or has driven all the
way downtown 1o utilize the Ist or 2nd Street or Douglas Avenue underpass -- will

welcome the news that something, however preliminary, is finally being done!" 333
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Lat n August, 1976, the results of the study became available. Viaducts were the
cheapest solution, but they would cost $13 million, possibly as much as $15 million with
right of way acquisition. The Inner Loop had a price tag of $50 million to be sure and
would have required removal of 200 homes. But the federal and state governments were 10
pick up 70% of the cost there, so that the actual price to Wichita taxpayers was not much
more than the two viaducts being proposed now. It was back to the old pattern of getting
considerable leverage on grade separations by combining them with highway projects,
while finding other taxing unit to help when dealing with ordinary streets crossing railroad
tracks. Elevating the tracks would cost $37 million, and underpasses were found to be
impractcal.

City planners believed that "railroad activity is the major reason for low speeds and
high interference along 13th and Central.” 33 Newspaper editorial writers agreed that t0o
many of the sixty trains a day through Wichita crossed these streets. Whether it was a
viaduct or the revival of the Inner Loop, there was a good deal of thought that something
needed 10 be done. “The thousand of drivers who bump regularly over the three railroad
lines plus terminal tracks that bisect the city's northsouth midriff hope something will be
done.” On 13th street it was possible to be stopped four times on the same trip.

However the problem with the viaducts was not only cost. but, as had been noticed
when a viaduct on Douglas was considered in 1909, the approaches had to be very long
and these approaches were not along rail tracks. but along streets filled with existung
businesses. These viaducts would exiend more than seven blocks from west of Empornia to
east of Ohio street. and certainly those residences and businesses in their shadow would be
severely and negatively affected. It was enough of a problem that there was discussion of
diverting the railroads around the city altogether. That sounded "fine,"” wrote a Be
reporter, but it would cost several million probably and “there'd still have to be some way
of delivering rail service to the many industries that now border the railroad belt."33

The debate followed an old pattern. Studies were made. expensive and not
altogether perfect solutions were proposed, there were arguments about who should pay,
and then people started talking about simpler ways of improving the situaton. In October,

1976, city grievance officer Fred Lind suggested ticketing the railroads for blocking their
crossings during rush hours. That plan would cost nothing and would help a number of

railroad crossings. not just the two affected by the viaduct suggestion.
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The railroads did not like that. J.D. Graham, a yardmaster for the Santa Fe, said
such a rule would mean "w.e'd just have to hold the trains here and all the consignees are
crying now about not getting their shipments when they want them. If they keep up, there
won't be no railroads before long and we'll let the trucks have it all.”

There were some legal problems as well. There was a city ordinance barring trains
from blocking intersections for more than five minutes when the train was stopped. but this
did not apply 1o slow moving trains. Even the ordinance in force was, according to the city
attorney, probably unenforceable if the engineer were following orders from a superior
when biccking the intersection.?36

The press was not sure, but did not dismiss the suggestion lightly. Wrote a
reporter: "On first hearing Fred Linde's idea for keeping railroad crossings clear at city
thoroughfares during rush hours sounds as if the Wichita grievance officer is trying to win
a cross-country race in a roundhouse.” But on second thought, maybe it would work, at
least until some better solution came along. It had "gained the attention of an industry that
often plays by its own rules, performing a valuable service to the nation but routinely
ignoring the problems of the points served and transversed."33’

The city proceeded for a time with the viaduct idea. It signed a $53.000 contract
with Van Doren-Hazard-Stallings to draw plans for the two bridges. At the same time there
was thought of widening Douglas, First and Second to carry three lanes of traffic under the
existing rail underpasses as well as improving their drainage. 38

Local reaction was that it was about ime. The only alternative to cutting south to Ist
or 2nd street when caught by a train at Central or 13th was "to try to beat the train to
another grade crossing -- and that gets a bit dangerous.” Probably 21st street should have
been involved in the study, some said, as "most cross-town drivers have long ago given up
that route because of the railroads, stockyards area congestion and bad streets.” Butif it
were improved it would be a good route to Wichita State University and would improve the
African-American business district there.339

The railroads. threatened with a big project, tried to be cooperative about the
simpler solutions. In November, the MP and the Santa Fe met with the grievance advisory
board about changing schedules to avoid rush hour delays. They explained that there were
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certain work rules, such as regulations governing the number of hours train crews could
work and the times at which cars could be switched, that would make perfect compliance
difficult. And the city had to recognize that local shippers would be inconvenienced, and
might be as unhappy as motorists were happy with the changes. But probably they could
ease the problem somewhat, at least in the mornings.340

The viaducts at Central and 13th went into the city's Capital Improvements Program
for 1977-82 in December. 1976. The CIP had set the 13th St. construction to begin in
1980 and the Central project in 1982. "It would have been nice," a newspaper reacted, "if
the overpasses had been built decades ago, but the phrase ‘better late than never' is still
applicable.” The question remained whether these viaducts would ever be built. There had
been several viaduct proposals before, and contracts had even been negotiated for their
construction, only to have them somehow disappear with no concrete poured. 34!

It was the time of the energy crisis and Wichita was proposing a coal gassification
plant that would require moving huge quantities of coal over railroads from Wyoming.
This would create longer coal trains running through Wichita and more and longer delays at
crossings.3#2 Late in January, 1977 the construction schedule for the viaducts was moved
up to begin ir 1979 and the order reversed, focusing on Central first.343

But before the end of the month doubts surfaced. The Beacon wrote an editorial
reporting the suggestion that the viaducts on Central and 13th be set aside and that a new
arterial overpass along the Murdock-9th street corridor be considered instead. The idea
was to build a four-lane expressway from Empona to Hillside. Perhaps it would cost iess
(though the early estimates were $15 million). Perhaps it would cause less traffic
disruption. But one of the goals of upgrading Central and widening the subway on Douglas
was 10 permit the return of 1st and 2nd streets from "semi-arterials” to residenual street
status. Certainly the one-way st and 2nd streets presented a problem, especially east of
Hydraulic where they were not only heavily residential, but included some very expensive
homes night on the roadway, including Wichita's only Frank Lloyd Wright design. Any
suggestion of widening these streets met with howls of protest and would, at very least,
represent an enormous right of way acquisition cost. But Central could not compete as long
as there were rail crossings. Could a 9th-Murdock "inner city boulevard” handle enough

340Wichita Beacon, Nov. 10, Dec. 21. 1976.
3411bid.. Dec. 20, 1976.

342wichita Eagle-Beacon, Jan. 2, 1977.

343

Wichita Eagle, Jan. 12, 1977.




traffic to make a difference? Would it be a legitimate alternative for those using 13th to get
10, say, Riverside or Wichita State University? It was felt to be important "that controversy
over alternative options not distract us from the main goal. There must be developed some
additional means of getting traffic safely and expeditiously across Wichita's railroad
trackage belt.” For that purpose the viaducts on Central and 13th looked pretty good.344
But support was not universal. Mr. Linde, the grievance officer, said for example
that "the thing that bothers me about all these engineering solutions is that it's making the
victim of the thing pay for the solution." 345 Another voice was the Historic Landmark
Preservauon Committee. A major early Wichita home would be threatened by the 13th
street overpass, and several other structures of lesser, but significant, importance would be

lost in the two projects.?# No doubt too the overwhelming size of the coal gassification

project, which ulumately failed to be approved, was giving city leaders financial
indigeston.

In June came the near inevitable cold feet about the costs and discussion of how the
railroads might be required to pay for the viaducts instead of the city. The old state law
(KSA 12-1633) that the city had attempted to use in the Waterman subway case was trotted
out again to suggest that maybe the railroads should pay for the viaducts. City officials
argued that it was a moot point, as the railroads could not afford to pay and the city was
already budgeting to get the problem solved. The city attorney said that the railroads had
not even been approached this ime. "The railroads don't have any money. It would be
like trying to squeeze blood from a turnip.” Whatever the law, as a practical matter asking
the railroads would not work, said City Manager Gene Denton "if we want to build the
overpasses and have them done anytime soon . . . 1don't believe in the city doing
something for the railroads that they could reasonably do themselves, but, on the other
hand. 1t 1s we who want a quicker way downtown.” The railroads had no incentive to
build overpasses as they would not benefit from them.347

Suddenly, in August, 1977, the city did a complete reverse and shelved plans for
the viaducts altogether. The commission voted 4-0 to abandon the overpass plans and, as a
consolation to Wichita motorists, to spend $85,000 putting rubber mats on the grade

344'Deserves Thought", Wichita Beacon. Jan. 24, 1977. Wichita Eagle. Feb. 23, 1977.
345Wichita Eagle. Feb. 23, 1977.
346Wichita Eagle. April 31, 1977.

347bid., June 11, 1977.




crossings to smooth motorists’ passage. "The more we looked at it the more problems we
saw," said commissioner Connie Peters. "I guess it snowballed."

Certainly a major reason was the increasingly organized opposition of business
people. The Central Area Development Group, representing businesses along Central from
Emporia to Cleveland. where the viaduct approaches would be, urged the commission to
dump the plans, as they would put many out of business. 3#¥  Again, the interests could
not be balanced in order to advance what most saw as a desirable goal both overall and in
the long run.

3. The Rough Crossings Focus, 1970-1990

Smaller steps followed.

Next to delays at crossings, roughness of crossings was the major Wichita
complaint about auto-railroad interaction in the 1970s. In the absence of major grade
separation, it was always among the ways to improve things. Accompanying it were
proposals to improve signaling and to speed up tra.ns running through the city.

In 1949 there had been a discussion at the city commission of the legality of a
proposed ordinance to compel railroads to install safety signals at certain points in the city
which were considered especially dangerous.?#? In 1954 increased train speeds were
permitied in the city on the condition that new traffic control gates be installed.350

In the 1970s, the signal issue remained, and the speed issue remained -- some by

then arguing for slower speeds to increase safety as well as some for faster speeds to

diminish delay.?3! In July, 1971, the Wichita City Commission passed an ordinance

requiring repairs and signals on 183 local rail crossings. There had been 154 car-train
accidents between 1965 and 1969, eight fatal, and with a property loss of $450,000. A
prionity list was set, and a fine of $25 a day was provided for the railroads’ falling behind.
Repair of roughness was part of this. Commented one official: "The railroads have been
cooperating pretty well once we've got them moving."35-

348Wichita Beacon. Aug. 3, 1977.

349Wichita Eagle. Oct. 12, 1949.
3501bid.. Dec. 15. 1954

35110id.. June 10, 1971.

352Wichita Eagle-Beacon. July 24. 1971.




There were other ideas short of total grade separation floating about. There was
local talk in 1977 of banning trains in excess of 20 or 30 cars in length and setting a
minimum speed in the 30-40 mph range. Railroads said they could not afford to run such
short trains. They needed a minimum of 70-80 cars: a Rock Island spokesman said his line
considered a 90-car train "short." And, frankly, given the poor condition of the tracks.
they could probably not easily exceed the 30 mph maximum speed now set in the city for
trains.353

As signals became better, there was more attention to roughness . Rail maintenance
in general was considered poor in the late 1970s, with more and more frequent

derailments.3* But that was primarily the railroads' problem. Crossings were different.

Yet by early 1977 only half of the rough crossings ordered by the Kansas Corporation
Commission to be repaired by the end of 1976 had been repaired.355

In December. 1978, the city began to use tax money to pay part of the cost of
warning signals.33® In 1981 the city began paying the extra cost for rubber material rather
than wood at crossings. The new rubber crossing materialwas supposed to last 30 years
and was much easier on cars than wood. But the city found that it could not force the rail
companues to use that more expensive material, only 10 maintain the grade crossings at
some reasonable standard. The rubber cost $225 a ft. compared with $35 a ft. for
wood.?37

The repairs could not go fast enough for some. In 1984 Mayor Bob Knight went
on a tour of the crossings with a former employee of Unruh Alignment and commented that
hiting some crossings was like "hitting a brick wall at 200 miles per hour." Rerouting
tnps to avoid these rough crossings was, Knight thought, an inexcusable inconvenience for
thousands of Wichitans.358

Progress on rough crossings was slow, and it was not the "big picture” soluticn
that had so often been dangled before local people. A letter to the editor in 1984 called one
crossing “a disgrace to the city of Wichita."35% Another noted that "the stress on vehicles is

353Wichita Eagle. July 20, 1977
3541bid.. Jan. 22, 27. 1977.
3551bid.. 10. 1977

3361bid.. Dec. 6. 1978.

357Ibid.. Oct. 20, 1981.
358Ibid.. Aug. 4. 1984,

35%9Ibid . Dec. 21, 1984.




just as stressed about it as they had been in the 1920s. "A train hitting a car," said one, "is

bad enough, not to mention the nerves . . .. It's truly like living in the Dark Ages to
encounter that area of town."360

People still regularly went around gates trying to beat trains, and engineers were
similar to a car hitting an aluminum can.” Train speed was up some, reducing delays, but
with the exception of some sections of the Santa Fe, where freights could run 45 mph
through the city, most trains in Wichita in 1987 could still not go faster than 35 mph.36!
With people trying to beat them, many thought it was probably just as well .

The stop-gap solutions were not pleasing. For example in 1986 there were a series
of proposals for closings of litte-used streets to avoid grade crossings. Midtown residents
opposed that. "This proposed plan.” they said, "to close about eight crossings starting
with Eighth and 10th 1s clearly a ra® * for the railroad and a rip-off for the community."
It was, they said, unnecessary anc It was not done.

In the middle of the decad- ¢, it was said that there were 456 rail
crossings in Wichita at 265 street locauo. .. ot much different than in the 1920s. Some of
these street locations were within 600 ft. of each other. But the closing of a few had been
rejected. The smoothing of the crossings was not enough. The adjustment of rail
schedules had not pr -+ .d sufficient. Elevation plans had failed, and viaduct plans had
failed. "People want the access.” a reporter said, "but they don't want the whistles and
bells that come with a railroad crossing."363

And, it might have been added. they did not want to pay for a solution, and never
had

e, 21,
. April 3, 1986
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IX. The Traffic Questior, !985-1997

As has been mentioned, there was a period of focus on rebuilding the downtown
during the Urban Renewal Era of the 1960s. Many industrial locauons, like the old KG&E
electric plant on Waco or Southwest Grease Cos. site on the river downtown, were
removed and the old Forum Auditorium was replaced with the Century Il complex and a
new public library. Partly for this initiative Wichita receiv >d an All-America City award
from Look Magazine in 1962.

By the 1980s that downtown was again looking shabby and there were many
abandoned buildings in the core area. There were many reasons, but a key one, as had long
been known, was a less-than-perfect method of getting automobiles into the downtown and
parking them once they were there.

There was agreement, however, that traffic flow was important. A letter to the
editor in July, 1985, in fact argued that traffic was the key to the whole thing. The
downtown redevelopment process, this writer thought, ignored that fact that Wichita "lacks
the transportation system necessary to support a major downtown retail system.” Since the
abandonment of the Inner Loop, Wichita had no downtown interstate highway or its
equivalent. "Those customers willing to drive downtown must use parking provided by
individual stores because the city has been systematically eliminating lower cost parking for
twenty years.” The city. he thought. would have to solve the traffic problems first. "No
new building. no matter how large, can make downtown easier to get to." 364

That continued to be a theme. All the studies in the world, citizens wrote, would
not help unless Wichita leaders were willing to approach the downtown as a business
problem. "The city needs to replace its wishful-thinking approach with one emphasizing
examinauon of economic cause and effect relauonships.” If it wanted retail downtown, it
had to provide for the traffic, and that probably meant a freeway connection the suburbs --

an upgrade of Kellogg might be the most feasible way combined with better access from

Kellogg north to downtown -- and low cost customer parking near stores during the day

and free parking during prime evening and weekend shopping hours.365

The elevation question was certainly in the background of the downtown plan, but
was not directly a part of it. In 1988, however, in connection with a rail service and
faciliues plan prepared by Parsons, Brinckerhoff, Quade & Douglas, Inc., there was
discussion of removal of certain Union Pacific trackage downtown, as well as a rail bridge

364wichita Eagle-Beacon.. July 29, 1985.

3651bid.. Nov. 13, 1987




located in a prominent position on the Arkansas River at Douglas, where the new
downtown was 10 center. It was estimated that train traffic cost motorists $1.7 million a
year in wasted ume and gas. There was also concern about the transport of about 5,000
carloads a year of hazardous materials through the downtown. However the cost of a four
mile railroad bypass would be $11 million.366

The consultant's report noted that "railroads have been an integral part of the metro
area environment” for over a century, but thought that "certain elements of the rail network
... are viewed by many to hamper urban development and restrict the development of
other transportation modes.” The new downtown planning made it important to balance
“the City's goals for rail consolidation with the economic needs of the affected railroad
companies.” The suggestion was that there be expanded contacts between the city and the
railroads 1o "investigate in further detail alternative rail comidors for the long-term
possibility of rerouting Union Pacific traffic out of downtown Wichita" and to "minimize
congestion and disruption caused by the movement of peak hour trains and railroads’
switching operations."367

The West Bank development plan, as well as plans to change the alignment of
McLean Blvd. and use 1ts former riverbank right of way for cultural and business
purposes, were limited by the UP rail crossing and some of the rail lines and spurs. The
1988 report also addressed traffic congestion and safety at grade crossings generally,
emphasizing the complex crossing problem in north Wichita. There were two major north-
south rail crossings on Central, three on 13th and four on both 17th and 21st, as the rail
lines diverged into the north yard area. Utopia, as envisioned in this report and in various
land-use reports for the 21st century, was to have on the one hand a railroad sy-tem in the
city which "will allow coordinated traffic flow, effective and efficient use of facilities, and
provide for development supportive of the growth of rail in all forms essential to modern
industry. commerce and the rapid and safe movement of people and cargo," while at the
same ume encouraging “the elimination of rzi-vehicle conflict on arterial streets or others
that are frequently blocked. "368

There were 11 scheduled trains a day in Wichita in 1988, a far cry from the 160 a
day documented by the 1927 Wichita Industrial Survey, and down significanty from the
1960s, when passenger trains had been still a significant part of the traffic. There had been

3661hid., Dec. 17, 1988.
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some success with diveiting the remaining trains from the rush hour: there were no
scheduled trains at those times, though extras might appear. The highest rail traffic density
through Wichita in the mid-1980s was 6.50 million gross tons per segment mile. Kansas
City by comparison had densities as high as 107 million gross tons per segment mile. The
report observed, therefore, that "from a statewide perspective, rail freight densities through
Wichita are comparatively light.” And there was no question that the interstate highways of
the 1960s and 1970s had relieved much auto traffic pressure on the crossings compared
with earlier years. The moribund condition of the downtown also meant less auto traffic to
and from that region.3%9

Yet it was hoped that changes could be made. The bypass was expensive, but
perhaps the UP could route its trains around downtown through a trackage arrangement
with the Santa Fe. Perhaps the ban on rush hour trains could be strengthened with an
ordinance. Perhaps grade separations could be built at major switching locations. The Year
2000 Transportation Plan proposed one at 21st St. But the yards were wide to the north
and this would be expensive and, as with earlier viaduct plans, would interfere with access
to local businesses by both cars and trains. Still it would be nice to do something about the
crossings.?70 Rail issues were not the center of attention in the highly-publicized
downtown planning of the 1980s and the 1990s, but they were there in the background.

A final planning initiative which considered crossings was the so-called "Year
2000" plan first issued in 1985, and updated in 1994 as the "2020 plan.” The salient
feature regarding rails was the revival of the 13th and Central viaduct proposals, and the
addiuon of consideration of a viaduct north of 21st street crossing the north yard area.

The 1985 version stated that "the analysis of the minimal investment plan indicate
that severe congestion problems would exist in the future if only low capital-cost solutions
were undertaken.” There was, the report said, "a continuing east-west accessibility
problem." North-south traffic could move smoothly on two major freeways, but there
were no such east-west freeways. Meanwhile, heavy residential development had taken
place on the far east and west sides of town, as had the construction of “major trip
atracuons.” Access to these was hindered by physical barriers, including rail crossings.
Five alternative transportation upgrade plans were offered, with prices ranging from $329
million to the "cost no object” plan of $485 million. There were plans in that document for

3691bid., 19-21

3701bid., 48-62.




two possible elevated structures in the northern area near 21st street. It was said that these
would be "very costly."” 371

In the 1994 version, the Central and 13th street viaducts were revived, with a price
of $12 million $13.6 million respectively. The local source of funding for these was to be
sales tax revenve and property taxes. Those viaducts, the report noted would implement a
version of a rail crossing plan that had been discussed for thirty years.372 In truth, there
was a longer history to it than that. And, as of 1997, there has been no action on these
viaducts, though the whole crossing issue has recently again been discussed in local press,
planning office and council chamber as Wichita intervened in the Union Pacific/Southern
Pacific merger.

The rail crossing issue in Wichita has had a long history of proposals and
negotiauons. Me wawhile changes in rail traffic, in auto traffic and in the street and freeway
system have regularly changed the nature and size of the the problem. The "art of the
possible” in local industrial history on the auto/rail issue has been a challenging skill on all
sides of the question, and there is every indication that it will continue to be. Perhaps,
however, deeper specific historical perspective than has been heretofore available will
provide a tool that may help avoid the revisiting of well-pawed ground, and may aid in the
resolution of a century-long issue.

*71Wichita-Sedgwick County Metropolitan Planning Dept.. * Year 2000 Transportation Plan for Wichita-
Sedgwick County: A Summary, Street and Highway Element.” Dez., 1984, pp. 3-4, 16.

*72Wichita-Sedgwick County Metropolitan Planning Dept.. “2020 Transportaticn Plan for the Wichita-
Sedgwick County Metropolitan Area,” Dec., 1994, pp. 7-8, 22, 31.







Law Offices of
Norman G. Manley
City Attorney
Andover City Hall
909 North Andover Road
Andover, KS 67002

(316) 733-1303
FAX (316) 733-4634

October 10, 1997

Elaine K. Kaiser

Office of the Secretary

Case Control Unit

Surface Transportation Board
1925 K. Street, NW, Room 700
Washington, DC 20423-0001}

Re: UP/SP Merger Finance Docket No. 32760: Preliminary Mitigation Plans: Reno and
Wichita
Dear Ms. Kaiser

Enclosed please find twenty-five (25) copies of the City of Andover’s comments on the
above mentioned case. Also enclosed are our filing on a disk formatted for Word Perfect 7.0

Please process these documents accordingly for incorporation into the record for the proceedings.

Thank you for your attention to these matters. [f there is anything else you require, please
do not hesitate to contact me or Jeff Bridges at (316) 733-1303, ext. 22.

For the City of Andover,

o PR 4 ;ék

Norman Manley

enc

NGM/jkb




Law Office of
Norman G. Manley
City Attorney
Andover City Hall
909 North Andover Road
Andover, KS 67002

(316) 733-1303
FAX (316) 733-4634

October 10, 1997

Vernon A Williams, Secretary
Surface Transportation Board
1925 K. Street, NW
Washington, DC 20423-0001

Re Finance Docket No 32760

Union Pacific Railroad Corporation, Union Pacific

Railroad Company. and Missouri Pacific

Railroad Company - Control and Merger -

Southern Pacific Rail Corporation, Southern

Pacific Transportation, St. Louis Southwestern

Railroad Company, SPCL Corp And the Denver

and Rio Grand Western Railroad Company

(Oversight)
Dear Secretary Williams

The City of Wichita, Kansas, in response to the above mentioned proceedings, has undertaken
a bypass study to establish the feasibility of re-routing some of the additional train traffic resuiting
from the merger of the Union Pacific and Souther Pacific Railroads. This bypass study has been
undertaken in conjunction with the study of mitigation measures to aileviate environmental impacts

resulting from the increased rail traffic through the City of Wichita.  One of their proposed routes

would be east of the City of Wichita, effecting the City of Andover, Kansas, and its environs. The

purpose of these comments is to consider the effect of an alternative north-south railroad crossing

on the Andover, Kansas, area. The alternative route referenced is designated by Howard, Needles,




Tamman, and Bergendorf (HNTB) Consulting Engineers as “Modified E-6" It is a joint route of the

Union Pacific (UP) and the Burlington Northern Santa Fe (BNSF) from Peabody, Kansas, to the

Mulvane, Kansas, area where the rail line divide. This east side alternative is one of the two final

alignments selected from nine that were studied

Background Data

A

There will be two parallel tracks with sidings every five miles. The right-of-way will be at
least 100 to 150 feet

For the entire length, there are 20 separations of highways, railroads and water bodies
proposed and approximately 60 crossings of roadways

The route does not pass through any cities, but comes close to Benton, Kansas. In the
Andover, Kansas, planning area, it extends seven and three-quarter miles from Dry Creek
north of SW 60th. Street to one-half mile south of SW 130th. Street. The full length in the
Andover Area is located at approximately the half-section line between Meadowlark Road
and Indianola Road

Major separations in the Andover Area would be crossing the Kansas Turnpike and U.S. 54
with a water crossing of Four Mile Creek. This would leave seven at grade mile line road
crossings A separation at U S. 54 would probably involve raising or lowering the highway

which would reduce its value to serve adjiacent commercial uses and lessen its aesthetic

appearance Highway overpasses must clear the railroad tracks by 24 feet and approaches

could take up to one-fourth mile in each direction

An existing land use survey of June 30, 1996 was conducted by Jones, Rice, Foster, P. A and

the City of Andover Zoning Administrator for the Comprehensive Development Plan for the

Finance Dockat No 32760




Andover Area. 1995-2010. According to the survey, the alternative alignment crosses

undeveloped agricultural land with periodic impacts upon a very limited number of scattered
residences. No platted land at least of any size would be divided by this route. However,
several existing homesteads would be impacted by the proposed routing

It is thought that the design speed will be 60 miles per hour with 18 to 20 trains per day.
These through trains may consist of mile long 100-110 car “unit” trains carrying coal, 80
“grain” trains, 50 car sealed container trains and manifest trains with a variety of cargo. They
would take about two to three minutes to cross at grade crossings at 50 miles per hour. In
addition to the usual rumbling train noises, engineers are required to signal, day or night, with
a loud whistle prior to approaching each at grade crossing. Hopefully, each miile line crossing
would have protected gates and/or signal with red lights and bells. All this additional noise
and added air pollution will effect the quality of life in the rural setting now and later when
urbanization takes place

The Wyoming supply of coal is the major source in the U.S. for high BTU heating value with
low sulphur nonpolluting qualities. The coal is very efficiently strip mined at a competitive
price which is projected to last 400 years at present strippable rates. Reserves are so huge
that they extend into Montana and North Dakota

According to K-S A 14-434, cities of the second class are not permitted to enforce limitations
on the speed of engines and cars and any such ordinance or regulations adopted for such
purpose is declared null and void Complaints on speed may be make by a city to the State

Corporation Commission who can seek an order to regulate speed. Cities may prevent the

blockage of arterial streets up to five minutes and enforce other safety measures except speed.

Fance Docket No. 32760




Observations
Emergency vehicles, school buses and regular traffic will encounter some delays.
Of all north-south routes which could be proposed in the Andover Area, this corridor would
have the least impact on existing land use. To the west of Meadowlark Road, there are
platted subdivisions with numerous dwellings, the Kansas Turnpike Interchange and the City
of Andover Sewage Treatment Facility To the east of Indianola Road, there is the Augusta
Airport and a large developed subdivision north of U.S 54 As far as is known by the City
of Andover Staff, there are no major announced plans now underway for development in this
corridor except at the northeast corner of US. 54 and Meadowlark Road which is a
commercial project called Andover 54 Center extending about one-half mile parallel to U.S
54
Gravity feed sewer service to connect with the east side interceptor would not extend past
the proposed rail line and mainly be confined west of Meadowlark Road. Any long-range
urban expansion after the planning period of 1995-2010 on either side of the rail corridor
would obviously make it more difficult to provide for water and sewer service. The chances
of being able to cross the rail line within the sections for a collector sireet are probably nil
with the type of rail traffic and speed proposed
The rail line wouid disrupt the concept for corridor development currently being discussed

now along U S. 54 between the County line and the Augusta Airport. It also would effect

potential development of an industrial park to the west of the airport being discussed by

Butler County. In any case, it is unlikely that spur connections will be possible for local

development given the speed and number of through trains.

Finance Docket No. 32760




Andover, Kansas’, long range urban development is effected now by certain developmental
varriers. The Dry Creek flood plain to the north is an inhibiting factor to growth. By the
water agreement with the City of Wichita, Kansas, the City of Andover, Kansas, cannot annex
into Sedgewick County on the West. The location of the sewer treatment plant and Four
Mile Creek to the south make it more difficult to provide sewer service in that direction.
Whereas growth has not been limited in the past towards the east. The proposed rail line will
be a major barrier to long-range urban development because of its north-south orientation.
Even though this proposed alternate rail route has probably been selected to be the less
disruptive location in the Andover, Kansas, Planning Area, it nevertheless would have a very
significant impact and limiting effect upon long-range urban developmentfor the City of Andover,
Kansas . Furthermore, it provides no physical or economic benefits to the area while actually lowering
the quality of life with its noise, air pollution, traffic safety concerns, disruptions of orderly land
development, and aesthetic corsiderations. Moreover, the proposed by-pass has a preliminary

construction cost of approximately $215,000,000 with no indication of funding source, project

feasibility, or commitments from, or requirements for, the railroads to utihze it. To date, the City of

Wichita, Kansas, has not solicited comments on the proposed by-pass route or invited neighboring
effected communities and citizens to participate in the study. Due to these factors the City of
Andover finds that the by-pass known as “Modified E-6" would have a very significant negative
impact on the City of Andover, Kansas, and the adjacent community.

Thank you for your attention to these comments.

Fmance Dockat No. 32760




NGM/jkb

cc. All parties of record

Yours very truly,

?/ . 30 %

Norman G. Manlt;;i

Andover City Hall ™

909 North Andover Road

Andover, KS 67002

(316) 733-1303

Counsel for the City of Andover
Kansas




Certificate of Service

1. Norman Manley, hereby certify that on October 10, 1997, a copy of the foregoing City of

Andover, Kansas’, comments on the UP/SP Merger-Wichita Mitigation Study-Preliminary Mitigation
Plan, Wichita Kansas-September 1997 was served by first-class, U.S. mail, postage prepaid on all

parties of record for the Surface Transportation Board Finance Docket No. 327601
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Tennessee Valicy Auth

Lookout Place 1101 Market Street
Chattanooga. PA 37402

Carl Von Bernuth
Union Pacific Corp.
Eighth & Eaton Aves.
Bethlehem. PA 18018

Greg Tabuteau

Royal George Scenic RY
PO Box 1387

Canon City. CO 81215

Lynette W. Thirkill
Gr. Salt Lake Minerals
PO Box 1190

Ogden. UT 84402

Mike Thorn

Port of Portland
Box 3529

Portland. OR. 97208

Mark Tobey
PO Box 12548
Austin. TX 78711-2548

B. Kenneth Towsend Jr
Exxon Chemical Co
13501 Katy Freeway
Houston. TX 77079-1398

J. Tucker
PO Box 25181
Arhington. VA 22202

Gerald E. Vaninett:
Resource Data Int'l
1320 Pearl Street STE 300
Boulder. CO 80302

Allen Vogel

Minnesota DOT

395 John Ireland Blvd. Suite 295
St. Paul. MN 55155

Eric Von Salzen

Hogan and Hartson

555 13th Street NW
Washington. DC 2004-1161




Charles Wait

Baca County

PO Box 116
Springfield. CO 81073

Louis P. Warchot
Southern Pacific Trans. Co
One Market Plaza
San Francisco. CA 94105

Phillip Wendt
PO Box 11072
Reno. NV 89510

Terry C. Whiteside
Radermacher et al
3203 3rd Ave STE 301
Billings. MT 59101

Debra L. Willen
Guerrnien. et al

1331 F St. NW. 4th Floor
Washington, DC 20004

George T. Willhlamson
PO Box 2562

111 E. Loop N
Houston. TX 77029

Ken Wilson
282 Baldwin Ave

Hazbrouck Heights. NJ 07604-2304

Dean L. Worley
Hilburn Calhoun Harper
PO Box 5551

North Little Rock. AR 72119

R.L. Young

PO Box 700

One Memonial Drive
Lancaster. OH 43130-0700

Timothy M. Walsh

Steptoe and Johnson

1330 Connecticut Avenue, NW
Washington, DC 20036-1795

Philip D. Ward

PO Box 351

200 First Street SE

Cedar Rapids. A 52406-0351

Charles White. Jr.

Galland et al

1054 31st Street NW
Washington. DC 20007-4492

Clede Widener

Board of County Commissioners
PO Box 1046

Lamar. CO 81052

Mavor Lester Williams
Town of Eads

PO Box 8

Eads. CO 81036

Rick Willis

Oregon Public Utilities Comm
550 Captiol St. NE

Salem. OR 97310-1380

Robert Wimbish

Rea. Cross & Auchincloss
1920 N Street NW Suite 420
Washington. DC 20036

E.W. Wotipka
6388 Terrace Lane
Salida. CO 81201

Bob Zelenka
852 Grain Exchange
Minneapolis. MN 55415

Jeffrev A. Walter

Walter & Pistole

670 W. Napa Street. Suite F
Sonoma. CA 95476

Richard E. Weicher

BN SF Corp.

1700 East Golf Road. 6th Floor
Schaumburg. IL 60173

William W. Whitehurst, Jr.
12421 Happy Hollow Road
Cockesville, MD 21030-1711

Thomas Wilcox

Donelan et al

1100 New York Ave NW STE 750
Washington. DC 20005-3934

Joel T. Williams

STE 350, LB-126
4809 Cole Avenue
Dallas. TX 75205

Bruce Wilson

Consolidated Raii Corp.

2001 Market Street
Philadelphia. PA 19101-1417

Frederic L. Wood

Donelan, et al

1100 New York Ave. NW Ste 750
Washington, DC 20005-3934

Edward Wytkind

Trans. Trades. Dept. AFLCIO
400 N. Captiol St. SW Ste 861
Washington. DC 20001

Thomas Zwica
121 West First Street
Geneseo, IL 61254
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Norman G. Manley P

Andover City Hall K\,
909 North Andover Road

Andover, KS 67002

(316) 733-1303

Counsel for City of Andover
Kansas







28291 SERVICE DATE - SEPTEMBER 15, 1997

SURFACE TRANSPORTATION BOARD
[Finance Docket No. 32760]

Union Pacific Railroad Company--Control and Merger--Suuthern Pacific
Trausportation Company: Reno Mitigation Study, Preliminary Mitigation P'an

AGENCY:  Surface Transportation Board

ACTION Issuance of Preliminary Mitigation Plan (PMP), Request for Public
Comment, and Notice of Public Meetings

SUMMARY: The Surface Transportation Board’s (Board) Section of Environmental
Analysis (SEA) will issue the Preliminary Mitigation Plan (PMP) for the Reno, NV
Mitigation Study on September 15, 1997, for public review and comment. On August 12,
1996, in Decision No. 44, the Board approved the Union Pacific/Southern Pacific merger.
As part of its approval, the Board directed SEA to conduct a mitigation study to develop
additional tailcred environmental mitigation measures (beyond those already imposed in
Decision No. 44) to address unique local conditions in Reno and Washoe County
reszarding the potential environmental impacts of increased rail traffic. The preliminary
resuits of this study and SEA’s preliminary recommendations for additional environmental
mitigation measures are reflected in the PMP. SEA encourages public comment on the
PMP during the 30-day review period, which will end on October 15, 1997. SEA will
distribute copies of the PMP to interested parties. In addition, copies of the PMP will be
available at the Reno and Sparks branches of the Washoe County Public Library, or by
request by calling (202) 565-1539.

SEA will hold two public ‘»formation meetings on October 9, 1997, to provide the public
with further opportunity to comment on the PMP and receive additicnal information.
SEA will consider all public comments and issue a Final Mitigation Plan (FMP) for public
review and comment. Based on the PMP, FMP, and public comments, SEA will then
make its final recommendations to the Board. The public information meetings will be
held on October 9, 1997, at Reno City Hall, 490 South Center Street, Reno, NV. The
afternoon meeting will iniclude an informal open house from 1:30 p.m. - 2:30 p.m,,
followed by a presentation and formal public meeting beginning at 2:30 p.m. The evening
meeting will include an informal open house from 6:00 p.m. - 7:00 p.m., and a formal
public meeting beginning at 7.00 p.m.

Public comments should be submitted in writing (one original plus 10 copies), no later
than October 15, 1997, to: Office of the Secretary, Case Control Unit, Finance Docket
No. 32760, Surface Transportation Board, 1925 K Street, NW, Washington, DC 20423-
0001. Mark the lower left hand corner of the envelope: Attention: Elaine K. Kaiser
Chief, Section of Environmental Analysis, Environmental Filing - Reno.




FOR FURTHER INFORMATION CONTACT: Harold McNulty, Section of
Environmental Analysis, Room 500, Surface Transportation Board, 1925 K Street, NW
Washington, DC 20423, (202) 565-1539, TDD for the hearing impaired: (202) 565-1695.

/gy the 7 W}ser, Chief, Section of Environmental Analysis.
A
DS
2/ AY wil

Secretary




760 0 UNION PACIFIC' CORPORATION, UNION PAC

KEN WILSON .
282 BALDWIN AVE
HASBROUCK HEIGHTS NJ 07604-2304 US

OSCAR J. LLO F NT TINA MASINGTON, PLAN. ANAL.
K" LINE ERICA . "K" LINE AMERICA, INC.

535 AIN AVENU 539 MOUNTAIN AVENUE

V‘QH’ HILL { MURRAY HILL NJ 07974 US

HILL NJ

FRANCISCO, JR. JOHN F. MCHUGH
ING CENTER MCHUGH & SHERMAN
RCAD - SU 20 EXCHANGE PLACE S51ST FLOOR
0 NEW YORK NY 10005 US

J. RESSLER
CCRP. .
EATON AVENUES, MARTIN TOWER
PA 18018 US

S vy —— (3 T CHARD W, TIROSE areer e e s o o
3801 WEST CHESTER PIKE
NEATOWN SQUARE PA 19073 US

LARRY T. JENKINS

ARCO CHEMICAL COMPANY

3801 WEST CHESTER PIKE

NEWTON SQUARE PA 19073-3280 US

EDWARD B.
CONRAIL

2001 MARKET
PHILADELPHIA

CONSTANCE L. ABRAMS
CONSCLIDATED RAIL CCRP.

MARKET STREET 16~A, TWO COMMERCE SQUARE
PHILADELPHIA PA 19101-~1416 US

L ABBOTT
- CORPORATION

EINKAMPEN
T CING
MARKET STREET, ROOM B-6236-A
ILMINGTON DE 19898 US

> 37

IGTON DX

ON DC




UNION PACIFIC CORPORATION, UNION PAC

ROBERT L. MCGEORGE

U. S. DEPT. OF JUSTICE, ANTITRUST DIVISION
S 47H STREET N W RM 9104

WASHINGTON DC 20001 US

J
&

G SLATTERY

m X

JUSTICE, ANTITRUST DIVISION AMTRAK
9104 50 MASSACHUSETTS AVENUE N E
WASHINGTON DC 20002 US

MmO Mm
3

)

DEBRA L. WILLEN

GUERRIERT EDMOND & CLAYMAN PC
1331 F S.REET N W, 4TH FLOOR
WASHINGTON DC 20004 US

ROBERT M. BRUSKIN, ESQ.
HOWREY & SIMON

1299 PENNSYLVANIA AVE NW
WASHINGTON DC 20004 US

ROSEMARY H. MCENERY

HOWREY & SIMON

1299 PENNSYLVANIA AVE N W
WASHINGTON DC 20004-2402 US

CHARLES W. LINDERMAN
1 PENNSYLVANIA AVE NW, 5TH FLOOR
WASHINGTON DC 20004-2696 US

RICHARD H. STREETER
BARNES & THORNBURG
1401 I STREET NW SUITE
WASHINGTON DC 20005 US

PAUL C. OAKLEY

WEINER, BRODSKY, SIDMAN & KIDER
1350 NEW YORK AVENUE NW SUITE 800
WASHINGTON DC 20005 US

1100 YORK AVENUE NW SUITE 750 WEST
WASHINGTON DC 20005~3934 US

JE 0. MORENO

DONELAN CLEARY WOOD MASER

1100 NEW YORK AVENUE N W, SUITE 750
WASHINGTON DC 20005-3934 US




UNION PACIFIC CORPORATION, UNION PAC

[CHOLAS J. DiMICHAEL JO A DEROCHE

NELAN, CLEARY, ET AL. WEINER, BRODSKY, ET AL
1100 NEW YORK AVENUE N ¥ D 1350 NEW YORK. AVE NW SUITE 800
WASHINGTON DC 20005-39 L WASHINGTON DC 20005-4797 US

MONICA J. PALKOQO
BRACEWELL. & PATTERSON
NW 2000 K STREET NW STE 500
IS WASHINGTON DC 20006 US

THRYN KUSSKE
YER, BROWN & PLATT
N W QO”O PENNSYLVANIA AVE N W SUITE
WASHINGTON DC 20006 US

LAURENCE R. LATCURETT
PRESTON GATES ELLIS ETAL
1735 NY AVE NW SUITE 500
WASHINGTON DC 20006 US

CHARLES A SPITULNIK
. HOPKINS & SUTTER
AVENUE NW 888 SIXTEENTH STREET NW
WASHINGTON DC 20006 US

KRACHMAN
WELL & PATTERSON LL
{ ST NW STE 500

INGTON DC 20006~1872 US

T @ D
BPOOO

s

RICHARD A. ALLEN

ZUCKERT, SCOUT, RASENBERGER
888 17TH STREET N W STE 600
WASHINGTON DC 20006-3939 US

JOHN V. EDWARDS, ESQ
"”CVERT, SCOUTT ET AL.

888 17TH STREET N W STE 600
WASHINGTON DC 20006~3939 US

&




UNION PACIFIC CORPORATION, UNION PAC

KHARASCH, MORSE &

THIRTY-FIRST STREET NW
iINGTON DC 20007 US

CHARLES H. WHITE, JR.

GALLAND, KHARASCH &

ARONOWITZ

LAMB, GREENE

EDWARD D. GREENBERG

GALLAND, KHARASCH, MORSE & GARFINKLE

1054 THIRTY-FIRST STREET NW
WASHINGTON DC 20007-4492 US

MICHAEL F. MCBRIDE

LEBOEUF LAMB GREENE & MACRAE, L.
1875 CONNECTICUT AVE N W, STE 120
WASHINGTON DC 20009 US

LINDA K. BREGGIN, ESQ.

LEBOEUF, LAMB, GREENE, ET AL
1875 CONNECTICUT AVENUE N W
WASHINGTON DC 20009-5728 US

JOHN D. HEFFNER, ESQ.

REA, CROSS & AUCHINCLO

1920 N STREET NW UITE 422
WASHINGTON DC 20036 US

0'BRIEN
a'H_CH NCLOSS

WILLIAM G. MAHONEY

HIGHSAW, MAHONEY & CLARKE

1050 SEVENTEENTH STREET NW SUITE
WASHINGTON DC 20036 US

GERALD P. NORTON
HARKINS CUNNINGHAM
1300 NINETEENTH ST
WASHINGTON DC 20

ISTOPHER A. MILLS
SLOVER & LOFTUS
1224 SEVENTEENTH STREET NW
WASHINGTON DC 20036 US

NORTON

NNI ‘»Gr‘.r‘N

icchd

WASHINGTON DC

210
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RICHARD B HERZ0G

AnK‘N CUNNINGHAM
0 19TH ST NW SUITE
HINGTON DC 20036-1609

JOEL A RABINOVITZ
HARKINS CUNNINGHAM
1300 19TH STREET NW
WASHINGTON DC

RVE mr—~

036~179¢

JAMES M. GUINIVAN

HARKINS CUNNINGHAM

1300 19TH ST NW SUITE 600
WASHINGTON DC 20036~1609 US

JOSEPH L LAKSHMANAN
1300 19TH STREET NW, SUITE 600
WASHINGTON DC 20036-1609 US

JOHN WILL ONGMAN
PEPPER HAMILTOQ
1300 NINETEENTH
WASHINGTON DC

TIMOTHY M WALSH

STEPTOE & JOHNSON

1330 CONNECTICUT AVENUE N W
WASHINGTON DC 20036-1795 US

LAMBOLEY

NINETEENTH STREET,

WASHINGTON DC 20036~6105

YH.ANIA AVE N W
20044-7566 US
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) STOMMES, DIRECTOR, T4 v HON. JEROME NELSON
LTURAL MARKETING SERVICE, USLA FERC (LJ-2)
96456 888 1ST STREET N E
5 WASHINGTON DC 20426 US

HON JOHN GLENN
UNITED STATES SENATE
WASHINGTON DC 20510 US

HONOCRABLE THAD COCHRAN
{ SENATE
WASHINGTON DC 20510 US

H DORGAN
UNITED STATES SENATE
WASHINGTON DC 20510 Us

BURNS
D STATES SENATE
‘\‘G'?‘-\“: y“ ’:Osﬁ——'j:- e —- ———

HON. PHIL GRAMM
UNITED STATES SENATE
WASHINGTON DC 20510 US

HON. EARL

HOUSE




UNION PACIFIC CORPORATION, UNION PAC

HON. HAROLD E. FORD, JR
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

0nHQ
oMM m

SRIT A
SHINGT

HON. PAUL KANJORSKI
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

H

HON. JAMES L. OBERSTAR
HOUSE OF REPRESENTATIVES

NGTON DC 20515 US

W

™
S
A

o

ATIVES
us

BOB CLEMENT
OF REPRESENTATIVES
NGTON DC - 20515 ~Y8 v iaremcrmrm oums

US HOUSE

GENE GREEN
OF REPRESENTATIVES

2AE1E 1@
<0310 US

HONORABLE HOWARD P. BUCK MCKEON,
HOUSE OF REPRESENTATIVES

HINGTON DC 20515 U

&
J o

SENTATIVES

NTATIVES
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SHEILA JACKSON~LEE HONORABLE TIM HOLDEN
U. S. HOUSE OF REPRESENTATIVES U, S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US WASHINGTON DC.20515 US

HONORABLE MIKE DOYLE HONORABLE FRANK D. RIGGS

J. S. HOUSE OF REPRESENTATIVES U. S§. HOUSE OF REPRESENTATIVES
WASHINGTON DC 1 $ WASHINGTON DC 20515 US

HONORABLE Z20E LOFGREN
US HOUSE OF RESPRESENTATIVE
WASHINGTON DC 20515 US

HONORABLE LUCILLE ROYAL~ALLARD
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE LLOYD DOGGETT
U. S. HOUSE OF REPRESENTATAIVES
~emaner: o o msmr JASHINGTON DC 205888 ~~= = —ames

HON DAVID L HOBSON HON JOHN TANNER
US HOUSE OF REPRESENTATIVES US HOUSE OF REPRESENTATIVES
WASHINGTON DC 15 U WASHINGTON DC 20515 US

HONORABLE RON LEW HONORABLE DAVID MINGE
S. HOUSE OF REPF ENTATIVES U. S. HOUSE OF REPRESENTATIVES

WASHINGTON DC 20515 US

HON TOM DELAY
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 Us

HONORABLE PETE STARK
US HOUSE OF REPRESENTATIVES
ON DC 20515 US

HONORABLE TOM LANTOS
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE KEN CALVERT,
US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

CHRISTOPHER COX,
REPRESENTATIVES
DC 20515 US

HONORABLE JAY DICKEY
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US
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HONORABLE
UNTTED

WASHING"

WASHINGTON

HON W J
ATTN: ROY

S5 HOUSE OF

HONORABLE RONALD V. DELLUMS
U. S. HOUSE OF REPRESENTATIVES
WASHINGTCN DC 20515 US

HON. HENRY B. GONZALEZ
UNITED STATES HOUSE OF REPRLSENTATIVES
WASHINGTON DC 20515 US

HONORABLE SCOTT MCINNIS
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-0603 US

HONORABLE SAM BROWNBACK
U. S. HOUSE OF REPRESENTATIVES

WASHINGTON DC 20515-1602 US

GEORGE MILLER
ARY BLAND
HOUSE OF REPRESENTATIVES--
SHINGTON DC 20515-2307 US

HONORABLE JOHN ENSIGN
U <

HONORABLE
U. S. HOUSE

WASHINGTON

SAMUEL SMITH

DEPT OF TRANSP
H ST SW ROOM

41102
’ 4102
WASHINGTON DC 20590 US

B
, ' POR
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H R. POMPONIO LARRY R. PRUDEN

RAL RAILROAD ADMIN. TRANS. COMM. INTL UNION

7TH ST SW RCC-20 3 RESEARCH PLACE
SHINGTON DC 2059%0 US ROCKVILLE MD 20859 US

WILLIAM W., JR. WH T CONSTANCE H. PIERCE
W. WHITEH 2 3( T CONSTELLATION COMPANIES
21 ] 250 WEST PRATT STREET
BALTIMORE MD 21201-2423 US

ETER Q. NYCE, JR.
DEPARTMENT OF THE ARMY
NORTH STUART STREET
INGTON VA 22203 US

THOMAS E. SCHICK
CHEMICAL MANUF. ASSCC.
00 WILSON BOULEVARD

3
ARLINGTON VA 22209 US

GERALD \UT}
G. W. FAUTH SOCIATES INC.
e s eevE O DR 201

ALEXANDRIA VA

COONEY ROBERT S. KOMPANTY
SOUTHERN CORP. 726 THIMBLE SHOALS BLVD,
RCIAL PLACE NEWPORT NEWS VA 23608-257

~1q us

THOMPSCN GREGORY M. VINCENT, VICE PRESIDENT
TENNESSEE VALLEY AUTH
LOOKOUT PLACE 1101 MARKET STREET
CHATTANOOGA TN 37402 US

EDWARD S. CHRISTENBURY
400 WEST SUMMIT HILL DRIVE

KNOXVILLE TN 37902 US

UNITED TRANSPORTATIO
14600 DETROIT AVENUE

CLEVELAND OH 44107 US

RONALD P MCLAUGHLIN
BROTHERHOOD OF LOCOMOTIVE ENGI
ONTARIOC ST STAN BLDG

CLEVELAND OH 44113-1702 US

'GOV', 'MOC', 'PCR'




UNION PACIFIC CORPORATION, UNION

MICHAEL P. FERRO
; MILLENNIUM PETROCHEMICALS, INC.
N OH 45020-000 CINCINNATI OH 45249 US

HON JEFF SMITH
CITY OF KENDALLVILLE
WATLING 1 234 S MAIN STREET

KENDALLVILLE IN 46755-1795

KARNES

\TION BUILDING

52406-0351 US

M

LAS M. HEAD

MINNEAPOLIS

1l CLL

GOV', 'MOC', 'POR'




UNION PACIFIC CORPORATION, UNION

JAMES A. SMALL WILLIAM F. COTTRELL
"OMMONWEALTH E ( ASST. ATTORNEY GENERAL
OPUS PL S ) 100 W RANDOLPH ST =~ 12TH FLOOR
S GROVE 505155 us CHICAGC IL 60601 US

CHRISTINE H. ROSSO
IL ASSISTANT ATTORNEY GENERAL
100 W RANDOLPH ST 13TH FLOOR

CHICAGO IL 60601 US

DONNELLY
LOCR

STEPHEN C. HERMAN
MCFARLAND & HERMAN

20 N WACKER DRIVE STE 1330
CHICAGO IL 60606-2902 US

CENTRAL RR
ONT “PEMAR- DR~ 2 (/B = P

TOBIN

CENTRAL RAILROAD
CITYFRONT PLAZA

IL 60611-5504 US

TOWELL CLARENCE R. PONSLER
PEORIA & WEST GENERAL CHAIRMAN, UTU
ASHINGTON 1017 W. MAIN STREET

BELLEVILLE IL 62220 US

RATES GRAIN

~0

J
A

\R(

O s o

ZEUNe]

ROGER HERMANN
MALLINCKRODT

LLLINCK

AL CHAIRMAN-BLE
MISSOURI BOULEVARD
CITY MO 63780 US
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P BRUENING
CITY SOUTHERN RR
ELEVENTH STREE

CITY MO 64106

r

AUTAIT GPDAPAD AF BATIL.ROADS
ADMINISTRATOR OF RAILROADS
TRANSPORTATICN

CHAIRMAN

MMUNITIES

MEL CARNAHAN

OFFICE OF THE GOVERNOR
STATE CAPITOL. ROOM 216
JEFFERSON CITY MO 65101 US

JOSEPH A. STINGER

IBBB

570 NEW BROTHERHUOD BUILDING
KANSAS CITY KS 66101 US

HATCHES
LEGE BLVD
PARK KS

JOHN JAY ROSACKER
DEPT OF TRANSP
4TH ST 2ND FLOOR

KS 66603 US

IRLANDI
RACTITIONER
N BROADWAY/SUITE F
KS 67214 US

ERT K. GLYNN

SINGTON CHAM. OF COMM.

NORTH MAIN STREET
HOISINGTON KS 67544-2594

PAUL A. CONLEY, JR. ,LAW
UNION PACIFIC RR CO.
1416 DODGE STREET

OMAHA NE 68179 US

JEANNA L
UNION PAC
1416 DODGE
OMAHA NE 6¢

]

0

m b
-0 Q
~ =3 (

0

CORPORATION
ORIDA STREET
ROUGE LA 70801 US
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THOMAS R. JACOBSEN

TU ELECTRIC

1601 BRYAN STREET STE 11-060
DALLAS TX 75201-3411 US

STEVEN A BRIGANCE

LEBOEUF, LAMB, ETAL

4025 WOODLAND PARK BLVD STE 250
ARLINGTON TX 76013 US

NORTHERN RR CO
CONTINENTAL

us

DI ATR
YLALA

JANICE G EARBER
. FE CORKX IO} FE RAILWAY COMP
MENK DRI\ ( LOU MENK DRIVE

TX 76131 US )RT WORTH TX 76131 US

DAVID "'IDHOLM
ESEN & GRUNDY :
SMIH STREBT=t#33009 o=

2-4579 US

BURKE

HOUSTON PORT BUREAU, INC
LOOP NORTH

TX 77029 US

RAVES,

OUSTON

“HEATHAM
METROPOLITAN

(1 PR L0 Lil
11e
Jo
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HON, ROBERT JUNELL

JSE OF REFPRESENTATIVES TEXAS HOUSE OF REP.
2 PO BO% 2910 .

AUSTIN TX 78768 US

ROBERT A. CUSHING, JR.
UNITED TRANS. UNION,
12401 HIDDEN SUN COURT
EL PASO TX 79938 US

HANAVAN, EXE E DIRECTOR H s . LINN
D WHEAT ADMIN. ! COAL COMPANY
3 111 STREET 22ND FLOOR

us

)

M w 3

"

UNIT MANAGER
COMPANY
TREEP~ TR 1100 —= ==-

{ MANGONE, 0 ENT ATTORNEY Vv N. LAWSON, FUEL TRAFFIC COORDINATCR
SERVICE COMMISSIO
1225 17TH ST STE 0, SEVENTEENTH ST PLAZA

11
11
DENVER CO 80202-553

v
.
J

3

v
9

ASST. ATTORNEY GENERAL HONORABLE ROY ROMER
GOVERNOR
136 STATE CAPITOL
DENVER CO 80203 Us

SUE BALLENSKI, PHYSICAL RESOURCES

USDA FOREST SERVICE

VoM v
P O BOX 25127
LAKEWOOD CO 802

TIMBERLINE CAMPUS

WIDENER

COUNTY COMMISSICNERS
LAMAR CO 81052 US
SSIONERS

ANIMAS CO 81054 US
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BLAINE ARBUTHNOT JRNET PALMER
COUNTY E 1268
97- COUNTY. ROAD 71
ERIDAN LAKE CO 81071 US

“E TU CHARLES WAIT
~OUNTY OTEF ] BACA COUNTY
~R78¢ PO BOX 116
19 ¢ SPRINGFIELD CO 81073 US

HON. NANCY SANGER, MAYOR
CITY OF SALICA

P O BOX 417

124 E STREET

SALIDA CO 8

mom

oMM .

OM #102°—

JUDY LOHNES
UAACOG

P O BOX

CANON CIT

-3

o

e
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KENNECOTT
€98 SOUT:i

, DIRECTCR~TRANSP
COMPANY

AVENUE
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v
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DEEDEE CORRADINI
SOUTH STATE STREET, ROOM 306
CITY UT 84111 US

RICHARDS
OF UTAH
CAPITOL

CITY UT 84114

JOHNSEN, V * COUNSEL
COMPANY

COMPRNY

CLE-ROAD; ~SYITE~200

MICHAEL MCCORM.CK
JUMBOLDT COUNTY Di\
O BOX

WEST FIFTH STRIET

AN irln DY

WINNEMUCCA NV 89416 US

e
Ll

ABANILLA, PLANNING DEPARTMENT
v~ T

4 “WUNL T
19 r STREET

L CENTRO CA 92243-2856 US

lected: '




FOR: 1997 ICC FD 32760 0 UNION PACIFIC CORPORATION, UNION PAC

JAMES T. QUINN
FOURTH STREET CALIFORNIA PUBLIC UTILITIES COMMISSION
CA 94102 US 505 VAN NESS AVENUE

SAN FRANCISCO CA 94102-3298 US

WARCHOT CANNON Y. HARVEY
SOUTHRN PACIF. TRANS. CO. SOUTHERN PAC. TRNS. CO.
ONE MARKET PLAZA ONE MARKET PLAZA
SOUTHERN PACIF RM 815 SAN FRANCISCO CA 94105 US
SAN FRANCISCO CA 05 US

VDSA'Y BOWER, U RNEY } I CAROL A. HARRIS
DEPT. > SOUTHERN PAC. TRANS. CO.
REMONT STREET STE ONE MARKET PLAZA
FRANCISCO CA 94105 US SAN FRANCISCO CA 94105 US

TELFORD DANIEL R. ARELLANO
& WERSON CITY HALL
ADERO CENTER 708 THIRD RE

ET
CA 94111 US BRENTWOOD CA 94513-1396 US

PAUL C.
MCDONOUGH,
~e-w= = =r.==~1999 HARRISON STREET-STE-1369---

oL RED

OAKLAND CA 94612 US

CHRISTOPFER J. NEARY
1 SOUTH MAIN STREET SUITE C
CA 95490 Us

HORNE, EXEC. DIR.
" PORTLAND

RICK WILLIS, EXECUTIVE DIRECTOR
OREGON PUBLI
550 CAPITOL

SALEM OR 9

PR | ° idi POR'







28290 SERVICE DATE - SEPTEMBER 15, 1997

SURFACE TRANSPORTATION BOARD
[Finance Docket No. 32760]

Union Pacific Railroad Company--Control and Merger--Southern Pacific
Transportation Company: Wichita Mitigation Scudy, Preliminary Mitigation Plan

AGENCY:  Surface Transportation Board

ACTION Issuance of Preliminary Mitigation Plan (PMP), Request for Public Comment, and
Notice of Public Meeting

SUMMARY ' The Surface Transportatior Board's (Board) Section of Environmental Analysis
(SEA) wiil issue the Preliminary Mitigation Plan (PMP) for the Wichita, KS Mitigation Study on
September 15, 1997, for public review and comment. On August 12, 1996, in Decision No. 44,
the Board approved the Union Pacific/Southern Pacitic merger. As part of its approval, the
Roard directed SEA to conduct a mitigation study to develop additional tailored environmental
mitigation measures (beyond thos: already imposed in Decision No. 44) to address unique local
conditions in Wichita and Sedgwick County regarding the potential environmental impacts of
increased rail traffic  The preliminary results of this study and SEA’s preliminary
recommendations for additional environmentai mitigation measures are reflected in the PMP
SEA encourages public comments on the PMP during the 30-day review period, which will end
on October 15, 1997 SEA will distribute copies of the PMP to interested parties. In addition,
copies of the report will be available at the Wichita and Sedgwick County Library and Wichita
State University Library, or by request by calling (202) 565-1530.

SEA will hold a public information meeting on September 30, 1997, to provide the public with an
opportunity to comment on the PMP and receive additional information. SEA will consider all
public comments and issue a Final Mitigation Plan (FMP) for public review and comment. Based
on the PMP, FMP, and public comments SEA will then make its final recommendations to the
Board. The meeting will be held in the Mary Jane Teall Theater at the Century 11 Convention
Center in Wichita. The meeting will include an informal open house from 6:00 p.m. to 7:00 p.m,,
and a formal public meeting beginning at 7:00 p.m.

Public comments should be submitted in writing (one original plus 10 copies), no later than
October 15, 1997, to: Office of the Secretary, Case Control Unit, Finance Docket No. 32760,
Surface Transportation Board, 1925 K Street, NW, Washington, DC 20423-0001 Mark the
lower left hand corner of the envelope: Attention: Elaine K. Kaiser, Chief, Section of
Fnvironmental Analysis, Environmental Filing - Wichita.

FOR FURTHER INFORMATION CONTACT: Michael Dalton, Section of Eavironmental
Analysis, Room 500, Surface Transportation Board, 1925 K Street, NW, Washington, DC 20423,
(202) 565-1530, TDD for the hearing impaired: (202) 565-1695
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KEN WILSON
282 BALDWIN AVE
HASBROUCK HEIGHTS NJ 07604-2304 US

J. ABELLO, TINA MASINGTON, PLAN. ANAL.
{E AMERICA, INC. "K" LINE AMERICA, INC.
INTAIN AVENUE 535 MOUNTAIN AVENUE

HILL NJ 07974 ¢ MURRAY HILL NJ 07974 US

JOHN F. MCHUGH

MCHUGH & SHERMAN

20 EXCHANGE PLACE 51ST FLOOR
NEW YORK NY 10005 US

RICHARD J. RESSLER

UNION PACIFIC CORP. L
EIGHTH AND EATON AVENUES, MARTIN TOWER
BETHLEHEM PA 18018 US

CARL W. VON BERNUTH - ' e swmn o we son e R T CHARD 41, " GROSS wwsram s svmm: anawwre
UNION PACIFIC CORP. 3801 WEST CHESTER PIKE

EIGHTH & EATON AVENUES NEWTOWN SQUARE PA 19073 US
ETHLEHEM PA 18018 US

WILLIAM E HARVEY LARRY T. JENKINS

3801 WEST CHESTER PIKE ARCO CHEMICAL COMPANY

NEWTON SQUARE PA 19073 1 3801 WEST CHESTER PIKE
NEWTON SQUARE PA 19073-3280

EDWARD B. HYMSON

TREET 16-A

T
19101-1416 US

RAIL CORP.
STREET 16-A, TWO COMMERCE SQUARE
PA 19101-1416 US

JOHN L ABBOTT
FMC CORPORATION
1735 MARKET STREET

PHILADELPHIA PA 19103 US

CHARLES N. BEINKAMPEN

DUPONT SOURCING

1007 MARKET STREET. ROOM B-6236-A
WILMINGTON DE 19898 US

MARTIN W. BERCOVICI
KELLER & HECKMAN
1001 G ST NW SUITE 500 WE

WASHINGTON DC 20001 US

, 'MOC', ' POR'
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ROBERT L. MCGEORGE

U. S. DEPT. Od JUSTICE, ANTITRUST DIVISION
555 4TH STREET N W RM 9104

WASHINGTON DC 200101 US

RICHARD G SLATTERY

JUSTICE, ANTITRUST DIVISION AMTRAK
N WRM 9104 60 MASSACHUSETT

WASHINGTON DC

DEBRA L. WILLEN

GUERRIERI, EDMOND & CLAYMAN PC
1331 F STREET N W, 4TH FLOOR
WASHINGTON DC 20004 US

ROBERT M. BRUSKIN, ESQ.
HOWREY & SIMON

1299 PENNSYLVANIA AVE NW
WASHINGTON DC 20004 US

20004-1109

ROSEMARY

HOWREY &

1299 PENNSYLVANIA AVE N W
WASHINGTON DC 20004-2402 US

LINDERMAN
YLVANIA AVE NW, STH FLOOR

DC 20004-2596 US

STREETER

NW SUITE 500
WASHINGTON DC 20005 US

O. MORENO
CLEARY WOOD MASER
AVENUE N W,

> 20005~-3934

ONELAN, CLEARY, WOOD, MASER
NEW YORK AVE NW SUITE 750
WASHINGTCN DC 20005-3934 US

GOV', 'MOC', 'POR'
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JO A DEROCHE

WEINER, BRODSKY, ET AL

1350 NEW YORK AVE NW SUITE 800
WASHINGTON DC 20005-4797 US

MONICA J. PALKO
BRACEWELL & PATTERSON
2000 K STREET NW STE 500
WASHINGTON DC 20006 US

KATHRYN KUSSKE
MAYER, BROWN & PLATT
2000 PENNSYLVANIA AVE N W SUITE 6500

TON DC 20006 US WASHINGTON DC 20006 US

NGLERT, JR LAURENCE R. LATOURETTE

BROWN & PLATT PRESTON GATES ELLIS ETAL

0 PENNSYLVANIA AVE N W SUITE 6500 1735 NY AVE NW SUITE 500
WASHINGTON DC 20005 US WASHINGTON DC 20006 US

IAN L. STEEL, JR. KRISTA L. EDWARDS

MAYER, BROWN & PLATT SIDLEY & AUSTIN :

2000 PENNSYLVANIA AVE- X W SUITE 6500~~~ = =~=~<'1722 EYE STREET ‘M-N————=-——s~—"
HINGTON DC 20006 US WASHINGTON DC 20006 US

O

TERRY L. CLAASSEN CHARLES A

CORN REFINERS ASSOC, INC. HOPKINS &

1701 PENNSYLVANIA AVENUE NW 888 SIXTEE} STREET NW
WASHINGTON DC 20006 US WASHINGTON 20006 US

ROBERT P. VOM EZGEV ALBERT B KRACHMAN
HOPKINS AND SUTTER BRni“E'ﬂE.~ & PATTERSON LL
888 16TH STREET N W STE 700

WASHINGTON DC 20006 US

JAMES A CALDERWOO
ZUCKERT, SCOUTT & RASEV“
888 17TH STREET NW, SUIT
WASHINGTON DC 20006~

® Mo
[

¥ a\

8
\S

HI \Gm N

=

.‘ri“ N W STE 60C
DC 20006-3939 US

RILL & SCOTT
SUITE 400




UNION PACIFIC CORPORATION, UNION PAC

EDWARD D. GREENBERG
GALLAND, KHARASC d 3 GALLAND, KHARASCH, MORSE & GARFINKLE
1054 THIRTY-F 3 1054 THIRTY-FIRST STREET NW
4 WASHINGTON DC 20007-4492 US

MICHAEL F. MCBRIDE

LEBOEUF LAMB GREENE & MACRAE, L.
1875 CONNECTICUT AVE N W, STE 1200
WASHINGTON DC 20009 US

DA K. BREGGIN, ESQ.

OEUF, LAMB, GREENE, ET AL
§ CONNECTICUT AVENUE N W
SHINGTON DC 20009-5728 US

E
8
A
AS

W,

qu AUCHINCLOSS
V STREET NW SUITE 420
NGTON DC 20036 US

o

o o

2

036 US

WILLIAM G. MAHONEY
GHSAW, MAHONEY & ”'ARHE
SEVENTEENTH STREET NW SUITE 210

WASHINGTON DC 20036 US

1050

P. NORTON GERALD P. NORTON
JNNINGHAM Z-iF«RK NS CUNNINGHAM
i STREET, NW.,STE 600 NINETEENTH

WASHINGTON
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JAMES M. GUINIVAN

HARKINS CUNNINGHAM

1300 19TH ST NW SUITE €00
WASHINGTON DC 20036-1609 US

RABINOVITZ JO
CUNNINGHAM 13 T NW, SUITE 600
NW S WASHINGTON DC 20036-1609 US

ONGMAN

TrTA
AMT LTON
:‘./\f‘ 0O pisdanhet

I
TE

MOTHY M
JTE?"CE & JOHNSON
1330 CONNECTICUT AVENUE N W
WASHINGTON DC 20036-1795 US

AMUEL M. SIPE, JR.
PTCE & JOHNSON
e b sinsens

SHINGTON

LAMBOLEY
NINETEENTH STREET, N.W.,
WASHINGTON DC 20036-6105 US

DANTEL
WILMER
"/44:
WASHING

MICHAEL BRE
WILMER CUTLER PICKERING
2445 M STREET N W
WASHINGTON DC 20

PENN
WASHINGTON

TN N TS T TN

TON & :mn..,.w
PENNSYLVAL AVENUE

JO

COVINGTON & BUR

7566
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UNITED STATES
NMENTAL PROTECTION AG 1 WASHINGTON DC
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149

HONORABLE GEORGE GEKAS HON. HAROLD E. FORD, JR
ATTEN: TOM SANTANIELLO US HOUSE OF REPRESENTATIVES
US HOUSE OF REPRESENTATIVES WASHINGTON DC 20515 US
WASHINGTON DC 20515 US

HONORABLE DONALD M. PAYNE HON. PAUL KANJORSKI
U. S. HOUSE OF REPRESENTATIVES U. S. HOUSE OF REPRESENTATIVES

WASHINGTON DC 20515 US WASHINGTON DC 20515 US

HON. IKE SKELTON HON. JAMES L. OBERSTAR
U S HOUSE OF REPRESENTATIVES US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US WASHINGTON DC 20515 US

HON. T HON. LANE EVANS
u. 5. HOUSE OF AMPRESENTATIVES HOUSE OF REPRESENTATI\
WASHINGTON DC 20515 US WASHINGTON DC 20515 US

HON. JOE BARTON HONORABLE BOB CLEMENT
UNITED STATES HOUSE OF REPRESENTATIVES US ROUSE OF REPRESENTATIVES
e o e 2 WASHINGTON DC 20 5E5~YGsm avmmmem oo

HON. THOMAS C SAWYER
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE WALLY HERGER HONORABLE GENE GREEN
U S HOUSE OF REPRESENTATIVES U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 Us WASHINGTON DC 20515 Us

HONORABLE DANA ROHRABACHER HONORABLE HOWARD P. BUCK MCKEON,
US HOUSE OF REPRESENTATIVES US HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US WASHINGTON DC 20515 US

HONORABLE EDWARD R. ROYCE
U. 8. HOUSE OF REPRESENTATIVE
WASHINGTON DC 20515 US

HONORABLE JAY KIM
UNITED STATES HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 Us

iONORABLE JULIAN DIXON
HOUSE QF REPRESENTATIVES
HINGTON DC 20515 US

HONORABLE JOHN MURTHA
U S HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

JAMES TRAFICANT JR
HOUSE OF REPRESENTATIVES
H DC 20515 US

GOV 'TMOC BAR
GOV', "MOC', 'POR'
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HONORABLE TIM HOLDEN
OF REPRESENTATIVES U. S. HOUSE OF.REPRESENTATIVES

DC 20515 US WASHINGTON DC 20515 US

<U212 US

HONORABLE FRANK D. RIGGS
U. S. HOUSE OF REPRESENTATI\
WASHINGTON DC 20515 US

HONORABLE ZOE LOFGREN
US HOUSE OF RESPRESENTATIVE
WASHINGTON DC 20515 US

HONORABLE LUCILLE ROYAL-ALLARD
'JE HOUSE OF REPRESENTATIVES
SHINGTON DC 20515 US

i CNOFABLE LLOYD DOGGETT

LOY
U . 'il" SE OF REPRESENTATAIVES

VUOL

s e it WA SHINGTON DC 209 PH~HE === os v eem 0 e

MINGE
REPRESENTATI!

AARTE 11
20515 US

HON
US HOUS F R NTATIVES

e

TOM LANTOS
OF REPRESENTATIVES

2 1§ US
20515 Us

ST’?PHER COX,

NTATIVES




2760 0 UNION PACIFIC CORPORATION, UNION PAC

A,IPQAELL ?FQF;‘ . WOWN, JR. HONORABLE RONALD V. DELLUMS
REPRESENTATI U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HON. HENRY B. GONZALEZ
UNITED STATES HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515 US

HONORABLE SCOTT MCINNIS
U. S. HOUSE OF REPRESENTATIVES
WASHINGTON DC 20515-0603 US

HONORABLE S'M BRCWNEAC“
U. 8. HOUSE C QEPREQEV*ATIIE

deH.n”*”N DC 20515-1602 US

GEORGE MILLER

BLAND
F REPRESENTATIVES™<
JZ 20515-2307 US

HON W J ) TAUZIN HO
ATTN: ROY 3 U. 8, 1§ OF REPRESENTATIVES
U EO VA, DC 20515-2801 US

RROD BROWN

NTATIVES

LAVES

{ DC 20515~3513 US

4ChCRrQL: THOMAS M. FOGLIETT
Js 8. USE OF REPRESENTATIVES
WASHINGTON DC 20515-3801 US

HONORABLE CURT WELDON
U . HOUSE OF REPRESENTATIVES

Wiy A% Sagh
20515~3807 US

(MAC) THCRNBERRY
REPRESENTATIVES
515~4313 US

HENRY BONILLA
TC”SF REPRESENTATIVES

INGTON DC 20515-4323
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LARRY R. PRUDEN

TRANS. .COMM. EINTL UNION
3 RESEARCH PLACE
ROCKVILLE MD 20850 USs

TION COMPANIES
PRATT STREET

MD 21201-2423

Q. NYCE, JR.
DEPARTMENT OF THE
NORTH
INGTON VA

INDUSTRIAL JRTATION LEAGL THOMAS E. SCHICK

MOORE ST St 1900 EMICAL MANUF. ASSOC.

VA 22209 U ) WII { BOULEVARD

\a 110

NATA A 80
NGTON VA 22209 US

ANGTC

JAC i R. A W. UTH, III
JESSUP, P. C. . { s ASSOCIATES IN
s . e g Y s e st i
BLVD
252510 118

PETER
CSX CORPORA
ROYAL STREE 902 E CARY

VA 22314 RICHMOND VA

KOMPANTY
SHOALS BLVD, SUITE 130

VA 23608-2574 US

VINCENT, VICE PRESIDENT
VALLEY AUTH
CE 1101 MAR

CHATTANOCOGA TN 37402 US

EDWARD S. RISTENBURY
400 WEST
KNOX

AXVILLE

RABLE JOHN GLENN
S. SENATE ATTN: ANISA BELL
N HIGH STREET S-600

COLUMBUS OF 43215-2408 US

III ASST GENERAL COUNSEL
ORTATION UNION
AVENUE

cLEVELAND

MCLAUGHLIN

OF LOCOMOTIVE ENGINEERS
ST STAN BLDG

OH 44113-1702 US
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MICHAEL P. FERRO
MILLENNIUM PET‘-RC’CHEMICALJ, INC.
00 NORTHLAKE DRIVE

249 Us

IENDRICKS
LEGISLATIVE
5TH STREET

{OINES IA 5

EGIONAL

b3

3

<
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WILLIAM F. COTTRELL
EDISO? ASST. ATTORNEY. GENERAL
STE 200 100 W RANDOLPH ST - 12TH FLOOR

1 0515=-570 1
b V919=9

701 U CHICAGO IL 60601 US

OPPENHEIMER WOLFF &
N STETSON AVE 45

IL 60601 U

HOMAS J. LITWILER

DEGNAN STEPHEN C. HERMAN
STAT ( MCFARLAND & HERMAN

20 N WACKER DRIVE STE

CHICAGO IL 60606-2902

T AN
LANE

a“v Save

~ T PR

THOMAS ZW
SEQO I

PONSLER

UTU
STREET

2990 UL
6222 JS

RATES GRAIN
MIDLAND CO
PPRKWAY

COND STREET

IL 62706 US

MPSON
CHAIRMAN-BLE
BOULEVARD

CITY MO 63780 US

TT T

ILING
SOUTHERN
STREET

24106 1€
84100 US
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MEL CARNAHAN

OFFICE ,OF THE GOVERNOR
STATE CAPITOL ROOM 216
JEFFERSON CITY MO 65101 US

HYNES, ADMIN ( { \ JOSEPH A. STINGER
DEPARTMENT RANSPO C IBBRB
570 NEW BROTHERHOOD BUILDING
KANSAS CITY KS 66101 US

COLLEGE BLVD
COLLEGE BQULEVA LAND PARK KS 6621

RLAND PARK

JOHN JAY ROSACKER
KS, DEPT OF TRANSP
217 SE 4TH ST 2ND FLOOR

TOPEKA KS 66603 US

DWAYNE H SHANNON

JAMES J. IRLANDI
STB PRACTITIONER
1809 N BROADWAY/SUIT

WICHITA KS 67214 US

CHAIRMAN ROBERT K. GLYNN

"OMMUNITIES & SHIPPERS CO HOISINGTON CHAM. OF CO
123 NORTH MAIN STREET
HOISINGTON K

niCio 710

DEPARTMENT

JEANNA

Vo
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THOMAS R. JACOBSEN

TU ELECTRIC .

1601 BRYAN STREET STE 11-06
DALLAS TX 75201-3411 US

STEVEN A BRIGANCE

LEBOEUF, LAMB, ETAL

4025 WOODLAND PARK BLVD STE 250
ARLINGTON TX 76013 US

DOUGLAS J. BABB

BURLINGTON NORTHERN RR CO

777 MAIN STREET, 3800 CONTINENTAL PLAZA
FT WORTH TX 76102-5384 US

E JANICE G BAR
JRLINGTON NORTHERN SANTA FE CORPORATION B NGTON NORTHERN AND SANTA FE RAILWAY COMP
7 LOU MENK DRIVE 3 LOU MENK DRIVE
WORTH TX 76131 US WORTH TX 76131 US

DAVID TIDHOLM
.HUPGHESEN & GRUNDY
20 ERT—{ #3300} -—~-

7002-4579 US

ERT J. ROSSI

UNITED TRANSPORTATION UNION
2040 NORTH LOOP WEST SUITE 310
HOUSTON TX 77018-8112 US

o 4ic Uo

JOHN D. BURKE

GREATER HOUSTON PORT BUREAU, INC
111 EAST LOOP NORTH

HOUSTON TX 77029 US

C. GRAVES,

EXXON COMPANY
PO BOX 4692
HOUSTON TX

3€xr - m
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COCK, HON. ROBERT JUNELL
EPRESENTATIVES TEXAS HOUSE OF REP.
PO BOX 2910

AUSTIN TX 78768 US

ROBERT A. CUSHING, JR.
UNITED TRANS. UNION,
12401 HIDDEN SUN COQURT
EL PASO TX 79938 US

COAL COMPANY
STREET 22ND FLOOR

"9 13
80202 US

STEPHEN D ALFERS
ALFERS & CARVER
17TH STREET #340

e
Jo

REE= 278 11803 ==

CinIl

e
vo

DAVID N. LAWSON, FUEL TRAFFIC COORDINATOR
PUBLIC SERVICE COMMISSION
1225 ST STE 1100, SEVENTEENTH ST PLAZA

DENVER 80202-5533 US

HONORABLE ROY ROMER
GOVERNOR
136 STATE
DENVER CO

UL

P O BOX
LAKEWOQOOD CO

TIMBERLINE CAMPUS

ROESCH
COUNTY
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"RBUTHNOT

PALMER
1268«
COUNTY

OUNTY
MAIN ST

DWAY

w0 G

WiTT

ALl

HON. NANCY SANGER, MAYOR
CITY OF SALIDA
K 417

TERRACE LANE
'

~A 21901 e
SO S

DIRECTOR~TRANSP

VENUE
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HON. DEEDEE CORRADINI
451 SQUTH STATE STREET, ROOM 306
SALT LAKE CITY UT 84111 US

RICHARDS
RIGGS, GC TO GOVERNOR OF UTAH
L TATE CAPITOL

CITY UT 84114 US

LOGISTICS MANAGER KENNETH C. JOHNSEN, V PRES & GEN COUNSEL
LAKE MINERALS GENEVA STEEL COMPANY
1190 P O BOX 2500
us PROVO UT 84603 US

CAROL
1300

PHOENIX

FRANK £
"t UMAGMA MET
—————— o ==+ 400 NORTH Dy ~SUTPR 209

-

R. MICHAEL MCCORMICK
HUMBOLDT COUNTY DA

P O BOX 909

0 FIFTH STREET

NNEMUCCA NV 89446 US

R

THOMAS EL
NEVADA, DEPT. TRANSPORTATION
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JAMES T. QUINN

CALIFORNIA RUBLIC UTILITIES COMMISSION
505 VAN NESS AVENUE

SAN FRANCISCO CA 94102-3298 US

CANNON Y. HARVEY

SOUTHERN PAC. TRNS. CO.
ONE MARKET PLAZA

SAN FRANCISCO CA 94105 US

-
GENERAL CAROL A. HARRIS

SOUTHERN PAC. TRANS. CO.
ONE MARKET PLAZA

SAN FRANCISCO CA 94105 US

TELFORD . ARELLANO
& WERSON (
. EMBARCADERQ CENTER ! HIRD STREET
AN FRANCISCO CA 94111 US ) D CA 94513-1396 US

PAUL C. ANDERSON
MCDONOUGH, HOLLAND, ETAL

e —=1999 HARRISON STREET-STE-13060-—-
ORKLAND CA 94612 US

CHRISTOPHER J. NEARY
110 SCUTH MAIN STREET SUITE
WILLITS CA 95490 US

ARMSTRONG

THORNE, EXEC. DIR.
OF PORTLAND
C?g

‘D OR 97208 US

SWANSON RICK WILLIS, EXECUTIVE DIRECTOR

v
I
TY COMM

EEL MILLS OREGON PUBLIC UTILI
2760 550 CAPITOL ST NE
SALEM OR 97310-1380 US

H MONTA
162ND ¢
WA 98177

SZEL
IL SYSTEM
L STREET WINDSOR STATION RM 234
QUEBEC CD H3C 3E4 CD

ALJ','GOV', 'MOC', 'POR’




