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Many geographers have assessed the importance of the
railroad in various facets of American history. Relatively
few, however, have examined the impact of the railroad on
the American landscape, the matrix in which we go about our
lives.

This thesis examines the role of the railroad in the
making of Oregon's urban landscape. The railroad's
influence on the pattern of communities throughout the state
is examined, and found to be ambiguous, but on the whole
relatively small. Railways do, on the other hand, exert a
great influence on the morphologies and neighborhood
development of Oregon towns. These influences are
categorized into effects of separation,.in which two
neighborhoods of different characteristics exist on either
side of the tracks, and puncture, in which a neighborhood
distinctly different from the surrounding areas exists by
the rail corridor. These effects can be profound, and can

linger for many years after a rail line is removed.
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impossible to share in these Eresent essentials to
a successful business career.

Although Nehalem would survive, its position as a
dominant center in the Nehalem Valley had been supplanted by
the new railroad town. Wheeler would, in turn, lose its
importance, but it remains today the larger of the two
villages.3

Abandonment of established small towns for new towns on
the railroad was a fairly frequent occurrence during the
construction of Oregon's rail network.4 This observation,
in isolation, suggests that railroads could be a primary
influence on the state's settlement patterns, eliminating
existing towns and cities and replacing them with its own.
Other observations, however, seem to negate the railroad's
importance. Most of Oregon's largest places, for instance,
were founded before 1868, the year that workmen laid the
state's first rails. Many Oregon towns, moreover, have
survived and prospered without ever receiving a rail
connection.

How important, then, were railroad lines in the
historical geography of Oregon settlement? In an attempt to

answer this question, this thesis divides Oregon towns into

2 Untitled article, Nehalem Valley Reporter (Wheeler),
August 14, 1913. p. 2.

3 Wheeler's 1987 population was 340, as compared to
Nehalem's 240.

4 Oakes, Dennis James, Site Abandonment; Placename

Evidence in Oregon. MA thesis, Department of Geography,
University of Oregon, 1988. pp. 35-36.
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four categories: towns that never had railroads, towns that

grew on the railroad, towns that gained the railroad, and
towns that lost the railroad. By analyzing the
distributions of these town-types across Oregon, I hope to
show the varying influence of railroads in different parts
of the state.

A second question addressed in this thesis is the
nature of the railroad's impact on a town's interior
landscape. I will classify several ways in which the
presence of a railroad can affect a town's morphology5 and
neighborhood development. In so doing, I hope to give the
reader a sense of the extent to which the presence of a

railroad can influence town landscapes.

Railroads and Settlement: an Overview

The opinion of the Reporter's editors that settlement
would "naturally" gravitate to a railroad line was by no
means unusual in the first decades of this century. 1In '
popular nostalgia, as well as in many textbooks and
scholarly writings, the railroad is depicted as the one
dominant institution that shaped the growth of the American
West. One scholar, writing in 1965, claimed that:

The swift and widespread adoption of the railroad,

together with the telegraph and ocean-going
steamship, forged a transportation revolution that

5 "Morphology" is a term meaning town layout, referring
especially in this project to street grid patterns.



profoundly altered existing patterns of American
agriculture, industry, and commerce. Besides
stimulating national production and income, the
new forms of transportation, particularly the
railroad, helped to create new economic methods
and institutions that were essential in guiding
and shaping the American drive to industrialism.®

The conception of the railroads as all-important in
American history remained virtually unchallenged until the

1964 publication of R. W. Fogel's Railroads and American

Economic Growth. In this provocative work, Fogel argued
that the railroad was at most only a minor stimulus to
Western settlement, and that agricultural and economic
growth in the West would have occurred at only slightly
diminished levels in the absence of railroad technology.?7
This new idea sparked an academic debate which has been
carried éut in journals of transportation and economic
geography to the present day.

Although Fogel's arguments are persuasive in their
application to the large scale (i.e. the American West),
they fail to address the local impacts of railroad lines.
Regardless of the debatable importance of railroads to the
development of vast regions, they were extremely influential
in the economic, physical, and cultural growth of individual
towns. In some areas, in fact, the presence of a railroad

was nothing short of essential for a town's survival. John

6 Chandler, Alfred D., introquction, The Railroads, the
Nations First’Big Business. Edited by Chandler. New York:
Harcourt, Brace, and World, 1965. p. 3.

i i i American Economic
7 Fogel, Robert wllllam,.gg;;;gggg_ggg___T____T_________
Growth:gEséavs in Econometric History. Baltimore: John
Hopkins Press, 1964.










to address the rails themselves in any but the most
superficial way and mention few towns other than Portland
and Salem. Certain colorful railroads and incidents, such
as the Oregon Pacific and the west-side/east-side
controversy, are discussed in book after book, while it is

nearly impossible to find any information on many railroads

in Eastern Oregon.14

This thesis is an attempt to bridge two gaps. On one
hand, I hope to complement the geographic literature on
local and sub-regional impacts of railroads. On the other,
I hope to expand the understanding of how Oregon towns and
railroads have interacted in the creation of the

contemporary landscape.

Limiting a Sample Set

Before beginning an analysis of towns and railroads, it
is necessary to specify what will be considered a town and
what will be considered a railroad. Compilation of all past
and present communities in Oregon would be in itself a major
work. Railroads, as well, appear in uncountable varieties

in oregon history, including street cars, logging railroads,

14 The story of the OPRR is told in Mills, Randall V.,

Railroads Down the Valleys; Some Short Lines of thi Oregon
Country. Palo Alto: Pacific Books, 1950. .The west-
side/east-side controversy is summarized nicely by Auston

and Dill (see footnote 9).
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portage railroads, miniature children's railroads, and mule-

powered railroads built for jetty construction.

The sample of towns selected was essentially the list
of Oregon's incorporated places in 1990. This set has the
strength of representing a large spectrum of towﬁ sizes,
locations, and histories. Incorporated towns are typically
of a large enough size that there is a distinguishable town
layout which may be analyzed. Information is more readily
available, furthermore, for incorporated places than it is
for unincorporated settlements.

The sample, however, is not without its limitations.
Most obviously, it considers only cities that are
significant today. Not included are the many small
settlements that were abandoned in favor of new towns
founded on the railroad.l® Aalso potentially ignored are
towns that disappeared after a railroad line was abandoned,
or towns that the railroad failed to propel to success. In
a survey this broad, however, these problems are inevitable.
In a study of contemporary morphology, moreover, abandoned
towns are irrelevant.

A second problem with incorporated cities is the
sometimes purely political nature of their incorporation.
Johnson City, King City, and Rivergrove, for instance,

incorporated not as bona fide communities, but in efforts to

15 See Oakes, pp. 35-38.



avoid annexation by neighboring cities.l® Maywood Park,
similarly, was incorporated to give its residents political
leverage in a battle over the route of a freeway.17 These
four places are excluded from the sample.

The railroads considered herein are "general haulers,"
railroads that were chartered to transport a variety of
cargos. Thus, logging railroads that operated within the
city limits of Newport and Waldport are not considered, as
they were used exclusively for the movement of raw timber.l8
Because of this, it is unlikely that they would attract
businesses or trackside settlement. Indeed, it seems
unlikely that logging railroads were viewed with the same

respect, awe, or even interest as were the "real" railroads.

Constructing-a Typology

From these definitions of "town" and "railrocad", it is
possible to divide Oregon towns into categories, based on
their relationships to the railroads. These categories
include towns that never had railroads, towns that gained

railroads, and towns that grew on railroads.

16 McArther, Lewis A., Oregon Geographig Names, 5th
edition. Portland: Oregon Historical Society, 1982. pp.

398, 415, 624.
17 McArther, p. 478.
18 These roads are described in Palmer, Lloyd M., Steam

Towards the Sunset; the Railroads of Lincoln County.
Newport: Lincoln County Historical Society, 1982. pp. 29+.



Towns that never had railroads are defined as 10
towns that have at no point in their existence been
tied into the national rail network.

Towns that gained railroads are defined as towns
that were founded prior to receiving rail service.

Towns that grew on railroads are towns that were
founded on pre-existing tracks. Also included in this
category are communities that grew on the route of a
planned rail line. Thus Junction City, which was
deliberately built on the proposed junction of two main
line tracks into the Southern Willamette Valley, is
included, even though it was a sizable town by the time
that the railroad arrived. Towns that moved to a
railroad line are also included in this category.
Cottage Grove and Milton-Freewater, lastly, are also
included in this section. Both of these towns were
formed by the merger of two communities, one of which
was bypassed by a railroad and the other of which was
founded in an attempt to replace the older town.19

Towns in either of the later two categories may be further
classified as "towns that lost railroads."

Towns that lost railroads include towns on
abandoned rail lines and towns on technically intact
rights-of-way that see no rail traffic. This
classification does not include towns in which there
are no rail shippers or receivers if these towns are
located on an active rail line. I suspect that the
presence of through trains remains relevant in these

communities.

19 see Workman, Mary H., "Cottage Grove-the Cinderella
City." Lane County Historian 17.2 (1972): 23-38, and
Umatilla County: A Backward Glance. Pendleton: Umatilla

County Historical Society, 1980.
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The task of fitting 237 towns into these categories is

somewhat laborious. Although dates of railroad construction
to specific towns are fairly easy to determine, specifying a
date of town "founding" was more difficult. If the town was
incorporated prior to the building of the tracks, it
obviously gained the railroad. If the settlement did not
have a post office or had not been platted at the time of
the railrocad's arrival, it grew on the railroad. The
remaining places had to be researched individually, through
publications of county historical societies, historical
journals, and early state business directories.

Having made these distinctions, we can proceed with an
investigation of rail influences on Oregon towns. In
Chapter 2, I will investigate the importance of the railroad
in shaping the pattern of towns across the state. 1In
Chapters 3 and 4, I will evaluate the influences of the
railroad on aspects of a town's interior morphology. 1In
Chapter 5, I will examine the significance of an abandoned
railroad line within a town. The four town types will be

useful tools for evaluating the railroad's importance in

each of these chapters.
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Chapter IT

RATILROAD INFLUENCES ON THE DISTRIBUTION
OF TOWNS IN OREGON

The distributions of the four town types are, of
course, related to the pattern of Oregon's rail network.
They are, in particular, related to a few primary rail
routes, or "main lines." All but two of these, in turn,
follow one of the states two primary transportation
corridors, one of which runs essentially east and west and
the other north and south. These corridors delineate the
general route not only of Oregon's first transcontinental
rail connections, but also of important early immigrant
trails into Oregon and of the state's contemporary
interstate highways. (Figure 1)

The first corridor runs east from Portland through the
Columbia Gorge to northern Morrow County, where it veers
slightly to the southeast, towards Pendleton. From this
city, the route runs southeast through the Grande Ronde and
Baker Valleys, passing through Ontario and Nyssa on its way
to Idaho's Snake River Valley. This was, generally, the
route of the Oregon Trail, and it is the path of today's

Interstate 84. It was also the route of the Oregon Railroad
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and Navigation Company's transcontinental connection with

the Union Pacific Railroad.

The second corridor runs south from Portland on the
east side of the Willamette river, passes through Salem,
Albany, and Eugene, continues south through the Umpqgqua
Valley, and veers southeast through the Rogue and Bear Creek
Valleys on the way to California. This was the path of the
Applegate Trail, an important early immigrant road in
Oregon, and is the route of modern Interstate 5. It was
also the route of the Oregon and California Railroad's main
line to California, and, from Portland to Eugene, the main
line of the Oregon Electric Railroad.

Two other rail corridors, the Natron cut-off and the
Oregon Trunk, are also relevant to this study. The Natron
Cutoff was completed in 1926 by the Southern Pacific as an
alternative to the steep grades and tight curves of the

1 Leaving Eugene, this line crosses

Eugene-Ashland route.
the Willamette Pass in a southeasterly direction to Chemult,
heading directly south from that town to Klamath Falls, a
hub of several rail lines. The Oregon Trunk, begun in 1909,
was built south from the Columbia through the Deschutes
River Canyon.2 It passes through Madras and Bend, meeting

the Natron Cutoff near Chemult. (Figure 2)

These five lines, which exist today as the Southern

1 Auston and Dill, pp. 278.

2 Due and French, p. 103.
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Distributions of the Town Types

Towns that Never had Railroads

Out of the 237 incorporated places in the sample set,
forty-nine are towns that never had railroads. These range
from the abandoned mining camp of Greenhorn,5 with a 1987
population of three, to Newport, a coastal town of 8455.
Most are among the smaller of Oregon's towns; their average
population was 1200 in 1987, and thirty of the towns without
trains had fewer than 1000 inhabitants.

These places are, as noted above, concentrated in areas
remote from the main lines. They are, more specifically,
largely distributed in two belts, one along the Pacific
Coast and the other in and near the John Day River watershed
through Grant and Wheeler Counties. (Figure 3) There are
fifteen towns in each of these belts, both of which are
characterized by a sparse population density and rugged,
mountainous terrain, two factors which discourage railroad
construction. They do, however, have higher population
densities than, for instance, the High Cascades or the
southeastern corner of the state, which do not have belts of

rail-less towns simply because there are so few towns 1in

these places.

3 Despite having a population of 3, this anomalously
incorporated town has at least ten people 1in 1its c1ty_ n
government, which lists a southwest Portland address 1n e

Oregon Blue Book 89-90, pp. 354.
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The greater traffic on main lines, as opposed to branch

lines, may have made the former more attractive to settlers
(and thus also to promoters) as potential town sites. It
seems equally as likely, though, that the appeal of the main
lines was simply that they were the first railroads in a
given area, something certainly true of the Oregon and
California main line. Branch lines, typically built to tie
an already settled area into the rail network, were less
likely to pass through areas without well-established
communities. Thus, a new town founded on a branch line
would have to fight not only the effects of its isolation
from the primary transportation corridors, but also, in most
cases, competition from nearby, established towns. A new
town could have formed with no nearby competitors on one of
the branch lines over the Coast Range, but there is little
economic basis for long-term settlement in these mountains.
A few towns, such as Shaniko and Idanha, were founded
at the termini of branch lines. This, on the short term,
could be a very lucrative position. Shaniko, on the
southern terminus of the Great Southern Railroad in
southeast Wasco County, served in the first two decades of
this century as the shipping center for the Central Oregon
ranching industry.9 Such locations, however, were very
unstable. Shaniko lost its advantageous position, along

with much of its population, when the building of the Oregon

9 Due and French, pp. 73-4.



22
Trunk up the Deschutes River Canyon brought a more

accessible rail line to the central portion of the state.l©
Terminal towns, likewise, could lose their advantages 1f the
line that served them was either extended or abandoned. 1In
short, these towns were generally not well situated for
long-term success: Shaniko, which at one time was home to
more than a thousand people, had only twenty-five

inhabitants in 1987.

Towns that Gained Railroads

Compared to the previous two categories, Oregon's 106
towns that gained railroads show a much more general
distribution, crudely resembling the distribution of
Oregon's population as a whole. (Fig. 5) The Willamette
Valley contains a great number of such towns, as do the
Rogue and Bear Creek Valleys and the agricultural lands of
North Central and Northeastern Oregon. There are also
several towns in this category in those areas of the Coast
that were reached by rail lines.

In the Willamette Valley and Northeastern Oregon, towns
that gained main lines are few compared to those that gained
branch lines. This is, of course, at least partly due to
the greater mileage lain in branch lines than in main lines,

as well as the necessity of building a main line directly

10 Due and French, p. 106.
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enough from one large center to the next to facilitate

inter-regional traffic. It is probable, moreover, that many
towns were deliberately by-passed to increase the value of
land in townsites platted by the railroad company or by
speculators who "donated" land to it. Railroad companies
were by no means above this type of manipulation. There
were numerous instances of railroad extortion in Oregon as
well as elsewhere, in which a railroad company refused to
build to a city unless its citizens paid a substantial fund
of cash to cover "detour fees." Even towns such as
Portland, Salem, and Eugene, without which the railroad
could not operate profitably, were threatened, successfully,
in this way.11

Several branch lines, such as the Southern Pacific line
through Coos County and the Union Pacific line through
Wallowa County, are easily traceable on the map of towns
that gained railroads. In these areas, rails were lain to
reach specific locations after settlement was well
éstablished. Instances of town bypasses are less common in
these places; deliberately shunning an old town in order to
promote a new one was perhaps a less realistic scheme, and
the importance of a straight, efficient route was not
paramount.

Towns that gained railroads, on average, are far larger

than towns in the other three classes. (Table 1) They had

11 See Holtgrieve, 134-8, for these and other examples of

railroad strong-arming.
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Table 1: Population Characteristics of Town Types

Town Type N= Population
Mean Median

Towns that Never 49 1199.9 530
Had Railroads

Towns that Grew 82 4196.0 1140
on the Railroad

Towns that Gained 106 11547.9 2235
the Railroad

Towns that Lost 38 1602.6 705
the Railroad
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a mean 1987 population of 11547, compared to 4196 for towns

that grew on railroads. This is partially, but not wholly,
due to the classification of nine of Oregon's largest twelve
incorporated places as towns that gained railroads. The
median population of towns that gained railroads was 2235 in
1987, still nearly double that of towns that grew on the
railroad, which was 1140.

Towns that gained the railroad are perhaps the largest
of the town types because they are also the oldest.
Whatever importance the railroads might have had in Oregon's
settlement, it is important to remember that the state's
first towns were established more than twenty years before
the coming of the railrocad. An urban hierarchy, with
Portland, Salem, and Eugene as principal centers, had been
established in the Willamette Valley, Oregon's most densely
populated area. New railroad towns had to compete against
cities with considerable head starts as population, trade,
and service centers. Those towns founded well away from
competing pre-railroad cities are typically in relatively
remote and rugged areas not typically suited for large-scale
settlement. Not surprisingly, towns that grew on the

railroads in these places remained modest in size.

Towns that Lost Railroads

Thirty-eight of Oregon's incorporated cities have lost

the railroad. Most of these places, like towns that never
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as a whole. This should, however, come as no surprise; it

has already been explained that many towns that grew on the
railroads were founded on the main lines, and that a town on
the main line is unlikely to lose its railroad line.
Therefore we might expect there to be relatively few towns
that grew on a railroad that in turn lost that rail

connection.

Regions of Railroad-Town Interaction

Oregon is anything but a homogeneous unit. Looked at
from virtually any geographic standpoint--geology, ecology,
culture, climatology, and so on--Oregon is a state of many
regions. This holds true, as well, for the relationships
between railroads and towns within the state. Oregon can be
divided into eight distinct regions, which, due to differing
railroad and settlement histories, contain varying

proportions of the four town types. (Figure 7; Table 2)
The Coast

only four rail lines, to Astoria, Tillamook, Toledo,
and Coos Bay, were ever constructed through the Coast Range

to the Oregon Coast. Aside from these lines and a few

logging roads, the Coast has remained remote from the rails.

Because of this, half of this region's towns are towns that






Table 2: Number of
Region
The Coast

(30 towns)

Mountains and
Valleys (28)

Umpgqua/Rogue
Valleys (20)

Willamette
Valley (75)

Central
Oregon (17)

Northeastern
Oregon (32)

Southeastern
Oregon (19)

Western Blue
Mountains (16)

Oregon (237)

g signifies the gross percentage of towns that lost the railroad, i.e. the
proportation of that type to the total number of towns in the region.

Town Types in each Region of Oregon

Towns that
Never Had
Railroads
n= %

15 50%
4 14%
2 10%
6 8%

2 12%
1 3%

4 21%
15 94%
49 21%

Towns that
Grew on the
Railroad
n= %

5 17%
15 54%
11 55%
30 40%

5 29%

9 28%

7 37%

0 0%

82 35%

Towns that
Gained the
Railroad
n= %

10 33%

9 32%

7 35%
39 52%
10 59%
22 69%

8 42%

1 6%
106 44%

Towns that
Lost the
Railroad

n= %g %n
4 12% 26%
9 32% 38%
2 10% 11%
12 16% 17%
2 12% 13%
6 19% 19%
3 16% 20%
1 6% 100%
38 16% 20%

%n indicates a net percentage, the proportation of towns that lost the railroad among

towns in the region that either grew on or gained a railroad.

w
[
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There are fifteen towns that grew on the railroad in

this region, as opposed to nine that gained railroads. Four
of the former are cities in the western side of the Columbia
Gorge that grew as bedroom communities of Portland, and four
of the later are towns along the lower Columbia River, which
were established river cities before the construction of the
Portland-Seaside line. If these eight places are
eliminated, eleven of the sixteen remaining railroad towns
in the Mountains and Valleys district were constructed on
existing lines that extended, or were planned to extend,
between two points outside of the region.

The Mountain and Valleys region also has one of the
highest proportions of towns that lost railroads of any of
the regions. This is due in large part to the abandonment,
by sections, of the Oregon Pacific line up the Santiam
Valley, which today survives only as a truncated Southern
Pacific branch line. Originally conceived of as a
transcontinental line, this road never reached the east side
of the Cascades, and the four towns founded on it are now
without rails. The Santiam Valley, however, is perhaps more
unusual in having a large number of incorporated places
relative to its population size than in having a large
number of places that grew on, and then lost, the railroad.
This Valley's role as a corridor from the Willamette Valley
to the recreation areas of Detroit Lake, the Cascades, and

Central Oregon may have allowed such small centers as Gates,
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founded new towns, and even moved whole communities to the

new railroad line.

Unlike in the Mountain and Valley Region, however,
relatively few of the Umpqua and Rogue Valley towns ever
lost the railroad. Only the city of Jacksonville, which
built and then lost a connection to the Oregon and
California line, and Eagle Point, on a small branch line,
lost rail service. This, once again, testifies to the
security of retaining a main line connection. Although the
Eugene to Ashland route is no longer the official Southern
Pacific main line, it still sees relatively high amounts of

through traffic.

The Willamette Valley

The Willamette Valley has very few towns that never had
railroads. Here, where Oregon's population density is
highest, its rail network is also at its densest, and only
six towns have been too small or inaccessible to warrant a
side branch at some point in history. (Figure 3) Happy
Valley has grown largely in the automobile age, as a bedroom
community of Portland. Adair Village, between Monmouth and
Corvallis, was built on the site of Camp Adair, an army
post. The Southern Pacific was forced to re-route a branch

line around this installation when it was built in 1942, and

14
has not since extended a spur to the town. The other four

14 Auston and Dill, 161.






Central Oregon

The Oregon Trunk and the Natron Cutoff are the primary
rail lines in the Central Oregon Region. These lines,
described earlier in this chapter, were both built
relatively late in Oregon's settlement. For this reason, as
well as the aridity of the area which they traverse, these
lines attracted fewer new towns than did other Oregon main
lines.

For the same reasons, these routes appear to have
bypassed fewer towns than did the other main lines. Of the
larger towns in the area, only Prineville, somewhat away
from the straight route suggested by the cities of Madras,
Redmond, and Bend, was left off of the Oregon Trunk main
line.16 (Figure 5) Prineville resolved this problem by
building a municipal short line, the City of Prineville

Railroad, to connect with the Oregon Trunk.

Northeastern Oregon

Northeastern Oregon is a unique region in two respects:
it has the lowest proportion of towns that never had
railroads (3%) and the highest of towns that gained the

railroad (69%). Both of these distinctions are due to an

il line. See
16 Although Culver had to move to the rail
Jefferson County Reminiscences. Portland: Binfords and

Mort, 1957. pp. 59-60.
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grid; Maupin, set on a shelf of land high above the

Deschutes River Canyon and the Oregon Trunk Railroad line,
is a prime example.

In twenty-one towns, it is impossible to determine if
the street grid is oriented to the railroads because both
the town grid and the railroad line are oriented to the
cardinal directions. This occurs more frequently in towns
that gained the railroad, suggesting that rail lines were
perhaps built through these town grids in such a way that
minimal disturbance would result.

When these factors are accounted for, 52% of the towns
that grew on railroads, as opposed to only 21% of those that
gained railroads, have some orientation towards the
railroad. In 27% of the former category, more than half of
the street grid is railroad-oriented; this occurs in only 3%

of towns that gained railroads.

Railroad Grids in Towns that Gained Railroads

The initial observation seems confirmed by these data.
Railroad towns do, indeed, have a distinct tendency to be
oriented towards the railrocad line. What may be more
surprising to those accustomed to thinking in the old model,
however, is that one out of every five towns that gained the
railroad has some rail-oriented street grid.

There are three explanations for this phenomenon. The

first is simply that new growth in an older community may
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the railroad divides a residential neighborhood from an

industrial corridor. They may also serve the same function,
but be different in other ways. 1In Silverton, a
neighborhood of run-down housing on gravelled, pothole~-
ridden roads lies across the tracks from an area of sedate,
upper-income homes. The dividing line between the
neighborhoods may be thick or thin; in Halsey the two
neighborhoods are separated only by a rail grade, while in
Silverton they are separated by the railroad and a thin row
of industrial buildings.

In the thirty-eight railroad towns surveyed, rails are
peripheral to the town in eight. As there are only
neighborhoods on one side of the tracks in these places
there is, strictly speaking, no separation effect. These
cases might, however, be thought to show profound
separation--a neighborhood separated by the railroad from a
near total lack of development. Few people in these towns
wish to locate a new home or business near the railroad
line, and this, along with the complications involved in
building a road or extending city services over or
underneath tracks, prevents new development from occurring
across the line. The railroad serves as a barrier
separating the town, often dramatically, from the
surrounding area. (Figure 14)

0f the thirty remaining towns in the survey, eighteen
(60%) show clear evidence of a separation effect. 1In one

additional town, Prineville, a high-income residential
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It is possible, however, that these Places suggest a

trend towards development of the vacant land adjoining rail
lines. Particularly in areas where rail lines are falling
into disuse and demand for building space is high, we might
expect to see a gentrification of the trackside.

This phenomenon should not be seen as the decline of
the railroad's influence on the town landscape, but rather
as a new form of puncture. Along with the visible swath in
the landscape, the railroad in all probability creates an
invisible puncture in a town's land values. Low land values
can in turn lead, in the correct circumstances, to
gentrification. 1Indeed, this process shows us by its
newness that the railroad, though not at the forefront of
American thought, is still playing a role in the evolving

shape of the American urban landscape.

Interaction of Puncture and Separation Effects

Of the thirty-eight towns surveyed, both puncture and
separation effects were evident in seventeen (45%). In
these communities, both effects of railroads act together in
influencing the town landscape. To illustrate the ways in
which these effects interact together, the following section
will summarize observations of three Willamette Valley

towns: Jefferson, Gervais, and North Plains.

89
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Jefferson: Independent Effects

Jefferson was established in the 1850's, and gained the

railroad in the 1870's.13 Although early maps of the town

show a city evenly bisected by the railroad tracks, they
also show an imaginary "Jefferson University" which was
never built. The town was, in fact, almost exclusively on
the west side of the railroad line until the late 1960's.14

Subsequent development to the east of the original
community has made the railroad a dividing line between an
old town, to the west and north, and a new town, to the
east. (Figure 27) The residential neighborhoods of
Jefferson are punctured by a small industrial district,
centered on the small yard north of Hazel Street. This
industry, although it may impose a more effective barrier
between old and new neighborhoods than would the railroad
alone, seems to have little degrading effect on the homes
around it.

In Jefferson, the puncturing and dividing effects
operate more or less independently of each other. Both
impose a simple yet undeniable effect on the landscape of

the town.

13 Hilden, pp. 30, 38.

of
14 United States Geological Survey 7.5' Quadrangle

Albany, oreg., 1970, photorevised 1975.
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Figure 29: The neighbor

pattern of North Plains is
conditioned by at least

three major factors: the
railroad, topography, and the
presence of Highway 26, a major freeway.,
imnediately to the south of the town. (
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. . 114
than in towns that gained the railroad. This is indeed the

case. The two towns in the sample that grew on the railroad
are also the towns where the presence of the abandoned

railroad and the consequences of its abandonment are by far

the most profound.









yet the most important influence that railroads have had in 117

Oregon, and by extension in the United States.

A secondary theme of this paper has been the
persistence of history in the town landscape. This can be
seen in the varying influence of both active and abandoned
railroads in towns that either gained or grew on a railroad.
It might be expected that newer and more massive landscape
influences would bury the differences between towns that
gained and grew on the railroad; instead, we find that the
two types of towns are likely to manifest very different
rail influences. We can also see that the impression of a

landscape influence as powerful as the railroad can linger

in a town long after the influence has been removed.

Discussion and Implications

Time, funds, and succinctness prevented me from further
researching the extent to which railroads shape the
experiential geography of town residents. It would, for
instance, be fascinating to provide residents of railroad
towns with maps of their conmunities, ask them to draw in
neighborhoods as they saw them, and see to what extent the
railroad serves as a separator in their perceptions. The
influence of railroads on local land values or contemporary
zoning, two variables which in turn have a vast impact on

; is in itself. A
local landscapes, could comprise a thesis 1n itself

comparative survey of attitudes towards railroads held by
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to note whether the two neighborhoods SO separated differ

over time.

Other commuter rail lines are also in various stages of

study and proposal in Portland. Indeed, some envision a day

when the depletion of fossil fuels will return the energy-
efficient railroad to prominence. Whatever the new
railroads that might be built, they should be built with an
awareness of the ways that rail lines can influence the
landscape and the experiential geography of human lives.

If, on the other hand, railroads should continue to decline,
town planners should consider the problems and possibilities
presented by vacant strips of rail grade through the centers
of their communities.

Railroads, however, are not the only landscape
influence in towns. Indeed, major and minor influences
abound in uncountable numbers. The material presented in
this paper suggests that among the most important of these
influences on a community are the major transportation
routes that pass through it. These are, ironically, also
influences that have typically been placed according to
state or corporate officials who have little or no

attachment to or even knowledge of the community in

question.

We are not currently building many miles of railroads,

but we are busily extending, rerouting, and widening our

roads with seemingly boundless enthusiasm. Major roads,

like railroads, are a major landscape element. Like
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