
C 

C 

Technical Work Paper 0/ 
INDIANAPOLIS REGIONAL ~ 
TRANSPORTATION AND DEYELQPMENT STUDY 
ROOM 2360 CIT Y-COUNTY BUILDING ~ INDIANAPOUS, INDIANA 46204 

L 71 

JOB 4304 

Rail and Terminal Analysis 
CONTENTS 

Summary 
Ra i I roads 
Truck Te rmina ls 

Introduction 2 
Ra i I Traff i c 2 
Ra ilroad Land Use 2 
Truck Termina l s 2 
Method of Study 2 

Rail Traffic Charact e ri stic s 3 
Existing Rail Traffic Volume 3 

Existing Ra ilroad Op e rations 
Baltimore & Ohio 
Illinoi s Central 
Monon Railroad 
Norfolk & West e rn 
Indianapoli s Union Ra il way 
Pennsylvania Ra ilroad 
New York Centra l 

(Be lt) 

7 
7 
7 

11 
11 
11 
12 
13 

• 

Februa ry , 1966 

The preparatio~ of this report was financed in part through planning funds from the U.S. Department of 
Commerce, Bureau of Publ ic Roads, and through an urban planning grant from the Housing and H ome 
Finance Agency, under the provisions of Section 701 of the Housing Act of 1954, as amended, in cooperation 
with the City of Indianapolis, the Metropolitan Plan Commission of Marion County, and the Indiana State 
Highway Commission. 

Supervising Consultant: BARTON-ASCHMAN ASSOCIATES, CHICAGO, ILLINOIS 



CONTENTS (Can't.) 

Future Rail Operations 16 
Baltimore & Ohio 16 
111 i no is Central l 6 
Monon Railroad 18 
Norfolk & Western 18 
Pennsylvania Railroad, New York Central, 
lndianapol is Union Rai !way 18 
Union Station 20 
Beech Grove Shops 20 

Long-Range Trends 21 
Freight Traffic 21 
Passenger Traffic 21 
Trailer on Flat Car Traffic 22 
New Uses for Railroad Land 23 

Truck Terminals 24 
Truck Terminal Survey 24 
Location of Truck Terminals 24 
Terminal Land Area and Floor Area 27 
Age of Terminals 28 
Composite of Existing Terminals 28 
Recent Changes in Terminal Locations 28 
Terminals' Plans for Future 29 

New Site Factors 31 
Present Zoning for Truck Terminals 32 

Truck Routes 34 

Potential Growth of Trucking Industry in 
Ind i a napo I i s 36 



CONTENTS (Can't.) 

FIGURES 

I. Combined Rail Volumes (Avg. Cars/Day) July, 1965 
1sA. Combined Rail Volumes in the Central Area 
2. Radial and Belt Rai I roads 
3. 
4. 

Existing Major Rail Facilities 
Pennsylvania Railroad Facilities 

5. New York Central Railroad Facilities 
6. Future Major Rai 1 Faci I ities (1970) 
7, Truck Terminal Locations 
8. Street Traffic Volumes in Truck Terminal 

Concentration Area, Fall, 1964 
Relocation of Truck Terminals: 1960-1965 
Terminals Planning New or Expanded Facilities 
Within the Next Five Years 
Present Truck Routes in the lndianapol is Study 
Area 

TABLES 

1. Acreage and Capacity of Principal Railroad 
Yards in the lndianapol is Area, 1965 

2. Summary of Regularly-Scheduled Freight Train 
Operations in lndianapol is; July, 1965; B & 0, 
I.C., Monon, and N & W Railroads 

3. Site Selection Factors for Truck Terminals 
4. Zoning Districts for Truck Terminals, Marion 

County 
5. Truck Registration, U.S., 1955-1964 

APPENDIX 

A. Summary of Regularly-Scheduled Freight Trains 
in Indianapolis, Pennsylvania Railroad, 
August, 1965 

B. Summary of Regularly-Scheduled Freight Trains in 
Greater lndianapol is, New York Central Railroad, 
July, 1965 

C. Confidential Truck-Terminal Survey Questionnaire 

4 
5 
5 
8 

12 
14 
17 
25 

26 
29 

30 

35 

9 

JO 
31 

32 
37 

38 

43 
47 



FORWARD 

This work paper is one of four principal types of pub! ications 
produced by the lndianapol is Regional Transportation and Development Study. 
Other IRTADS pub! ications include procedural manuals, major study reports, 
and study information bulletins. 

The spec;fic µurpose of work papers is to provide a technical record 
of actual experience in the conduct of the study and to summarize signi
ficant findings and rationale. They are intended to serve as a prime 
basis -for the preparation of major study reports and information bu! let ins 
and for I imited use in technical and pol icy review. Major study recom
mendations and policies are d~tai led in the two primary study reports, 
while dissemination of pertinent findings to the general pub! ic is 
accomplished through the publication of the information bulletins. 



SUMMARY 

This analysis of railroads and truck terminals depicts the present 
and future patterns of operation for those two activities in the Study 
Area" 

Railroads 

While nineteeth century patterns of railroad land use have persisted 
in Indianapolis until relatively recent times, some flexibility now is 
possible due to mergers and technological advancements in railroading" 
The pattern for the future is expected to develop during the next few 
years" By 1970, or shortly thereafter, the specific short-range changes 
described in this work paper wil I have become effective" 

In the long-range, a continuation of the trends identified in the 
short-range is expected, Freight yards, freight handling facilities, 
and transfer points wil I develop outside the congested areas of the 
city's center, Other land uses -- apartments, industrial, and commercial 
-- wi 11 be developed on land no longer required for rai I operations" 
Such changes would appear to be mutually advantageous both to the rail
roads and the community-at-large, Care must be exercised in the designa
tion of new uses for land taken out of railroad use, 

Truck Terminals 

This analysis has identified the locational concentration of truck 
terminals in the near-southwest portion of the Study Area" Recent re
locations and planned future moves reinforce this pattern, 

In weighing the relative importance of site selection factors, as a 
part of the Truck Terminal Survey, truck terminal managers gave highest 
ratings to nearness to other terminals, proximity to industry, and access 
to an Interstate Highway, 

The local trucking industry has the potential for substantial growth, 
Completion of the Interstate Highway system in the Study Area will be a 
favorable factor, Interstate Route 70, the south leg of the Inner Belt, 
could be the key determinant of future truck terminal land use, 
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INTRODUCTION 

Rail Traffic and Railroad Land Use. 

In this comprehensive Transportation and Development Study, all forms 
of transportation are considered. Among these, of course, is railway 
transportation. Rail road rights-of-way are "lineal" land use elements 
which provide channels for the flow of rail traffic. Associated with 
these lineal land use elements of the rai I roads are broader uses of land: 
rai I road yards, shops, freight stat ions, passenger depots, truck-train 
ramp areas, etc. The operational flow of rail traffic and its relation 
to associated facilities is analyzed in this part of the Study. 

The rail portion of this work paper aims at depicting the present and 
future pattern of railroad operations in the Study Area, and gauging 
possible changes in rail road land use. While it is recognized that rai I
roads play other important economic roles in !ndianapol is -- such as 
regional headquarters functions and industrial site ownership -- these are 
not treated in this portion of the Study. 

Truck Terminals. 

Truck terminals also are analyzed in this section of the Study. The 
objective of the research is to depict the present and future locational 
distribution of truck terminals in the Study Area, and to estimate the 
impact of changes in ter·ms of truck routes, land use, and traffic. 

From the Truck-Taxi Survey, the External Survey, and the Volume 
Counting Program, data on the volume and characteristics of truck traffic 
were obtained. In the present analysis, these data are related to truck 
terminals, which are the land uses most directly associated with truck 
traffic, This portion of the Study does not treat industrial, wholesale, 
or retail truck docking facilities. 

In contrast to other segments of the lndianapol is Regional Transpor
tation and Development Study. which focus upon the movement of people, 
this rail and truck analysis treats the two major movers of goods. 

Method of Study 

Information on railroads was obtained principally through personal 
interviews and field sur·vey. The interviews were with the chief local 
officials of the railroads operating in the Study Area, and, in addition, 
with many subordinate employees, Aho utilized were data from Land Use 
Tabulations and pertinent pub! ished sources. Truck terminal information 
in the main was derived from responses to the mailed Truck Terminal 
Questionnaire, and from field survey. Also, data from the Truck-Taxi 
Survey, External Survey, Volume Counting Program, and relevant pub! ished 
sources were used, 

We wish to acknowledge the excellent cooperation received from local 
railroad officials, from the Indiana Motor Truck Association, and from 
individual truck terminal operators. 
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RA I l TRAFFIC CHARACTER I ST I CS 

lndianapol is is a major rai I transpor·tation center. On an average 
day, there are approximately 10,400 railroad car·s crossing the Study Area 
cordon I ine. Two percent of this total number are passenger cars; the 
remainder freight. One daily passenger train originates in lndianapol is, 
and one terminates her·e (to and from Chicago). Al I other passenger trains 
serving lndianapol is are en route between the fol lowing major connection 
terminals: St. Louis-Cleveland, St. Louis-Pittsburgh, Cincinnati-Chicago, 
and Louisville-Chicago. The New York Central and the Pennsylvania are 
the only I ines providing passenger service in lndianapol is. 

Much more important are r·ail freight operations. Indianapolis has 
four major· functions as a rail freight center: 

I. As a point of origin, where products of lndianapol is industry and 
area agricultur·e are shipped to many points around the world. 

2. As a terminating point, where raw materials and semi-finished 
products arrive at lndianapol is industries for further processing, 
converting, and storage; and where the finished goods of non-local 
industry are placed into this area's distribution system. 

3. As an interchange point: 

A. lndianapol is serves as a point for transfer of rai I cars from 
one railroad company to another on trips between external 
origins and destinations, and 

B, As a tr·ansfer point between separate I ines or divisions of the 
same rail roado. 

4. As a channel for through freight, lndianapol is merely is geographically 
located between origin and destination of through freight shipments. 

Existing Rall Traffic Volume 

Figures I and IA show the number of rail cars flowing through the 
various segments of track on an average day. Included are locomotives, 
passenger car·s, and freight cars -- loaded and empty. Through trains, 
local tr·ainsi transfer· movements~ and industrial switching operations 
have been considered. 

The heaviest volumes are on east - west I ines. The segment of track
age having heaviest traffic is the Union Tracks, with an average of 3,750 
cars per day. The Urion Tracks extend from East Washington Street and 
College Avenue to West Street, and are o·wned by the lndianapol is Union 
Railway Company, Union Passenger Depot is located on Union Tracks, and 
al I passenger trains use these tracks. Passenger cars represent only 
seven percent of the average daily traffic on this segment, however. 
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COMBINED RAIL VOLUMES (AVG. CARS/DAY) 
IN THE CENTRAL AREA JULY 1965 
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Upon deducting the 250 passenger cars and locomotives, mai I, baggage and 
express cars, it is evident that some 3,500 freight cars pass over the 
Union Tracks in both directions on an average day. 

Figure 2 shows the Union Tracks and how they tie together radial rai I 
lines from all points of the compass This figure also emphasizes the 
Belt Railroad, a nearly circumferential route, which connects all main 
rail lines radiating from Indianapolis. The Belt Railroad, at its closest 
approach to the Washington and Meridian Streets intersection, is about 20 
blocks from the Central Business DistricL Throughout its entire length, 
the Belt is well within the long-developed portions of the City. 

Some of the New York Central and Pennsylvania Rai I road freight trains 
operating through Indianapolis have an option to use the Belt Rai I road or 
the Union Tracks in passage. This option is the key to understanding 
existing operational flow of rai I traffic in lndianapol is, as these two 
rai I roads in combination account for 8,900 of the total 10,400 rai I-car 
crossings in the Study Area cordon on an average day. 

The Pennsylvania Rai I road and the New York Central jointly own the 
Ind i anapo Ii s Uni on Ra i I way Company. The Ind i anapo Ii s Uni on Ra i I way 
Company op2rates both the Belt Rai I road and the Union Tracks. The mer
ger of the New York Central and Pennsylvania systems has received pre
liminary approval from the interstate Commerce Commission, and final 
approval is expected in 1966. 

To evaluate fully the impact of this merger on rai I operations in 
the Study Area, and its effect on the key Union Tracks - Belt option, it 
is first necessary to have knowledge of the rai I yards, terminals, re
pair shops, etc,, which are associate~ with the operations. The next 
section presents information on those faci I ities 
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EXISTING RAILROAD OPERATIONS 

Figure 3 shows the location of major existing railroad facilities 
in the lndianapol is area. Information on the individual rail yards is 
summarized in Table l. There begins below a company-by-company discussion 
of the characteristics of each railroad operation in the Study Area. 

Since facilities for minor repair·s are associated with the principal 
yards of each.rail road opernting in lndianapol is, the presence of such 
"running repair" facilities will not be noted in the company-by-company 
descriptions. Major repair facilities.will be discussed, however. 

Baltimore & Ohio 

In Table 2, B & 0 train movements are divided into two parts: I) 
from Moorefield Yard to the west, and 2) from State Street Yard to the 
east. This is done because B & 0 through-train schedules allow time for 
reclassification at lndianapol is. Transfer movement between the two 
B & 0 yards average 200 cars per day, and is via the Union Tracks. 

The B & O trailer service facility is at 1524 Southeastern Avenue, 
near the State Street Yard. The two ramps existing at that location wil 1 
soon be expanded to four, due to the increase in B & O's local truck
train business. Capacity will be increased to 32 trailers daily, up from 
the present 16. 

The B & 0 has district general offices at 220 Virginia Avenue in a 
four-floor building. Part of the structure formerly served as the B & 0 
freight house. Much of that area is now leased to a motor truck and 
rail freight forwarding company. Other space in the office building 
has been leased to several food brokers. 

111 inois Central 

The Wisconsin Street Ya rd of the 111 ino is Cent ra 1 is 1ocated south of 
Wisconsin Street and extends to the Belt Railroad. It is to the east of 
South West Street. J.C. owns adjacent land which could be used for ex
pansion of the yard. Other facilities include a sales office in a down
town office building, and the freight house and truck-train ramp at 301 
West South Street, which are joint operations with the N & W. 111 inois 
Central personnel operate the South Street freight house, with the N & W 
sharing in costs under contractural arrangement. 

One regularly scheduled through freight leaves the Wisconsin Street 
Yard daily. This is a southbound, or outbound train. A northbound (in
bound) through freight arrives at the Yard each day, also. Each second 
day, a local freight departs southbound. On the alternate day, an in
bound local freight a"nives. The regular pattern, then, is three trains 
daily (See Table 2). 

Between the north end of Wisconsin Street Ya rd and the South Street 
Freight Station, 1,.C. rail traffic is relatively small, r13presenting 
industrial service and shuttle service only. 
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Table I 

ACREAGE AND CAPACITY OF PRINCIPAL RAILROAD YARDS IN THE INDIANAPOLIS AREA, 
1965 

Capacity, in ( I ) 

Ra i I road Yard Ra i I Cars Acres 

Ba It imore & Ohio Moo ref i e Id • 288 21 

Baltimore & Ohio State Street • 358 20 

111 inoi s Central Wisconsin Street 950 25 

Monon Monon 234 8 

New York Central Big Four (Avon), 5500 (2) 550 

New York Cent ra I Hi I l· 3500 87 

New York Central West Si de • 600 24 

Norfolk & Western Nickel Plate 240 8 

Pennsylvania Hawtho me • 3000 316 

Pennsylvania La Sa 11 e Street 300 24 

Pennsylvania Transfer • 350 12 

(I) In terms of SO-foot cars. 

(Z) Total storage capacity; if required. Big Four Yard is designed to 
classify 3000 cars per day. 

9. 



Table 2 

SUMMARY OF REGULARLY-SCHEDULED FREIGHT TRAIN OPERATIONS IN INDIANAPOUS; JULY, 1965; B &· O, 1.C., MONON, 
o ANON & W RAILROADS. 

B & 0 Moorefield Yard 
Arrivals from west 
One tr-ain daily between 8:30 A.M. and 10:30 A.M. (I) 
One train daily between 8:00 P.M. and 10:00 P,M. 
Departures to west 
One train daily between Midnight and 2:00 A,M. 
One train daily between l ]: 30 A.M. and 12: 30 P.M. 

B & 0 State Street Yard 
Arrivals from east 
One train daily between 4:30 A.M, and 6:30 A.M. 
One train daily between 8:00 P.M. and 10:00 P.M. 
Departures to east 
One train daily between 12:30 A,M, and 2:30 A.M. 
One train daily between ]:00 P,M, and 8:00 P.M. 

111 inois Central Yard 
Arrivals 
One train daily between ]:00 A.M. and 11:00 A,M. 
One train Monday, Wednesday, and Friday at 4:00 P,M., approximately. 
Departures 
One train daily at 9:00 P.M. 
One train Tuesday, Thursday, and Saturday between 9:00 A,M, and 10: 00 A.M, 

Monon Yard 
Arrival 
One train d_aily between 6:00 A.M. and 2:00 P,M. 
De,e.arture 
One train daily at \0:00 P,M, 

N & W Nickel Plate Yard 
Arrivals 
One train daily between 8:00 A.M. and 10:00 A.M. 
One train daily between 6:00 P.M. and 10:00 P,M. 
Departures 
One train daily between 9:00 A.M. and 9:45 A.M. 
One train daily between JO: 00 P.M. and 10: 30 P,M. 

(I) A11 times are Eastern Standard Time. 



Monon Ra i I road 

Local operations for this rai I road are centered in the·Monon Yard 
area, which extends from 25th to 30th Streets along the railroad. With-
in the yard area are the Monon' s lndianapol is operations and sales offices, 
which are housed in a new building at I 100 East 28th Street, and a ramp 
for truck-train service, 

Monon train operations appear as a part of Table 2. One outbound 
(northbound) freight originates daily from the Monon Yard, and one in
bound freight terminates there each day. Switch operations proceed from 
the yard, both north and south. 

The former Monon Freight· House in downtown lndianapol is is now leased 
by a newspaper publisher for a newsprint warehouse. Such a change in 
activity is common to most downtown freight houses; their space being 
leased to truck companies, or used for otiier· operations by the owning rail
roads. This situation stems from the decline, and in many instances .the 
complete stoppage, of rail hand] ing of l,C.l, (less-than-carload) freight. 

The Monon's former passenger station and freight depot in the Broad 
Ripple shopping area, both of which had been unused by the railroad for 
some timej now are leased to a sausage and cheese retailer and a custom 
dress shop. The former Boulevard Passenger Station on East 38th Street 
is now vacant, 

The Monon Yard was established at its present location 100 years ago 
at a time when rail operations differed considerably from today, Under 
present conditions there is I ittle room for expansion. 

Norfolk & Western 

In 1964, the former Nickel Plate Road was merged .into the Norfolk & 
Western system. In lndianapol is, the N & W operations include: l) the 
NKP yards located between Fail Creek and Sutherland and extending fr.om 
33rd to 38th Streets, 2) a freight sales office in a downtown office build
ing, 3) a joint freight house operation with the 111 inois Central, located 
at 301 West South Street, which is also the location of the~ & Wand l,C. 
joint truck-train ramp, and, 4) an old roundhouse at 27th and Yandes, now 
used for storage, and the adjacent office to which engine crews report. 
Locomotives origiriate and terminate operations at this location. 

Northbound, or outbound, one through freight and one local freight 
originate daily from the Sutherland Avenue Yards. Inbound, or southbound, 
one through freight and one local freight terminate there each day. 

The Sutherland Avenue Yard is constricted at its present level of 
operations. There is a need for expansion, 

lndianapol is Union Railway (Belt) 

Al I interchange of cars between different railroad companies must be 
via the Belt Railroad. The Indianapolis Union Railway Company operates 
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the Belt Railroad, the Union Tracks (previously described), and Union 
Station for passengers. Although the lndianapol is Union Railway Company 
is a separate corporation, it is owned in entirety by the Pennsylvania 
and New York Central, 

General offices of the i.U.R.R. are in Union Station. Focal point for 
train operations is the Belt Shops which are adjacent to and northeast of 
Union Livestock Yards. The Union R.R. locomotives operate to and from this 
area. 

The Ind i anapo I is Uni on owns no boxcars, f I area rs, hoppers, etc. Equip
ment on rail is I imited to 12 locomotives, II cabooses, and one tool car 
which is used in wreck situations. Servicing and repair of i.U.R.R. 
locomotives is done at the Belt Shops. Major overhaul of locomotives is 
performed out of state. 

Main functions of the indianapolis Union Railway are: 1) interchange 
of cars among other rail roads operating in lndianapol is, and 2) service 
to industries located along the Belt R.R. and the Union Tracks. 

Pennsylvania Rai I road 

In delineating the present operations of the Pennsylvania Railroad in 
lndianapol is, it is necessary to consider separately the several main I ines 
of the railroad. These are the I Ines extending from lndianapol is to 
Pittsburgh, Louisville, Vincennes, SL Louis, and Chicago (Figure 4). The 
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railroad provides passenger service on all main I ines shown in Figure 4, 
excepting the Vincennes line. All passenger trains use the Union Tracks 
to Union Station. 

Figure 4 shows a number of junctions (Thorne, Dale, Woods). Since 
trains cannot make right-angle turns, curved sections of track jo1n1ng two 
I ines are necessary. These are called junction tracks and are control led 
by switches. 

Pennsylvania freight train operati.ons in lndianapol is are complex, 
The option between operating via the Belt RR or via the Union Tracks 
repres.ents a part of this complexity. A summary of freight operations 
is presented in Appendix A, which together with Figure 4 depicts the 
operational characteristics of Pennsylvania freight traffic. 

Not shown on figure 4 are two industrial service yards and spurs 
which serve lndianapol is' southwestern industrial corridor. Located be
tween White River and West Street, and between Georgia Street and Gardner 
Lane is the small West Yard. Extending south from West Yard is the 
Starch Plant Line, an industrial service spur. Part of this spur is lo
cated in the west right-of-way of Kentucky Avenue. The Starch Plant Line 
crosses Kentucky at Merrill and extends south to Wisconsin Street. 

Serving Industry somewhat farther southwest is Gaven Yard, located 
between Minnesota and Belmont Streets on the old Vincennes main I ine. 
Industrial service from Caven extends from the junction with the Belt RR 
to the north, and to Allison's Maywood plants to the south. Between the 
southern-most Al I ison siding and the new Vincennes main I ine at Maywood 
Junction, the old Vincennes main I lne is unused except for rail car 
storage. 

Regional offices for the Pennsylvania are located in Union Station, 
as is the lndianapol is freight sales office. A new building at Hawthorne 
Yards houses the Trainmaster's office, which is responsible for local 
operation of trains, and the freight billing department. The latter de
partment was moved from the old freight house at Delaware and South 
Streets. The space in the old freight house has been leased by other 
companies, excepting a small amount required for the minimal Pennsylvania 
Railroad operations yet conducted from that station. 

At Emerson Avenue and Prospect Streets, near the new office building 
mentioned above, is the truck-tral·n .ramp area of the Pennsylvaaia. 

New York Central 

Figure 5 portrays major elements of the New York Central System In 
Indianapolis. Main lines of the NYC radiate from Indianapolis toward 
these points: Cleveland, Springfield (Ohio), Cincinnati, St. Louis, 
Peoria, and Chicago. Passenger service is provided on the Cleveland, Cin
cinnati, St. Louis, and Chicago I ines. All passenger trains use the Union 
Tracks to Union Station. 

Freight operations are summarized in Appendix B. Use of the Belt RR 
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option rather than Union Tracks is of lesser magnitude than that of the 
Pennsylvania. On either railroad, the option to use the Belt RR or Union 
Tracks depends on the immediate situation as a train approaches or departs 
From indianapol is, The degree of congestion of rail traffic, time of day, 
automotive traffic at grade crossings, and contr·actural charges for use of 
the Belt. are factors that dispatchers consider in deciding whether or not 
to use the Belt, 

Since its opening in 1960, the Cent,·al's Big Four vard near Avon in 
Hendricks County, has substantially changed the pattern of operations For 
the N'iCRR in Indianapolis. Although this large electronic classification 
yard is actually outside the Study Area, a discussion of New v'o,k Central 's 
local operations would be meaningless unless the Big Four Yard were 
included, 

The Big Four Yard is one of the Five regional classification yards 
of the entire New York Central System, It classifies between 2.000 and 
3,000 rai I cars during a 24-hour day. Locally, the Big Four Yard has 
assumed the functions formerly performed at the old Brightwood Yard 
(Massachusetts Avenue and North Sherman Drive at East 25th), and the NYC 
Moorefield Yard, located adjacent to and nocth of B ~ O's Moorefield Yard, 
Also~ activities at Hill Yard on the 5outheast have diminished consider-
ably since opening of the Big l'"our Yard. in addition, the Avon ford is 
the location of NYC' s indianapol is truck-train ramp faci I ities. 

Freight service operations to and from Chicago and Peoria have 
changed significantly since the opening of the Big ~our Yard. The NYC 
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Chicago I ine, which runs roughly para I lei to Guion Road and joins the 
NYC Peoria Line near West 10th and Luett, is no longer used for freight 
trains (a unit coal train is an exception), Freight trains to anrj from 
Chicago now use the Pennsylvania Railroad's Chicago I ine from Lebanon, 
Indiana, south to the junction with the NYC St. Louis main I ine which 
leads to the Big Four Yard. 

Freight trains to and from the NYC Peoria line also use the Pennsyl
vania Chicago I ine between Clermont and the junction with NYC St. Louis 
main I ine, This means that road trains no longer use the segment of the 
Peoria line between Clermont and Speedway. This segment of track is used 
for rail car storage, at present. 

The Chicago main line (Guion Road) is still used for all lndianapolis
Chlcago passenger trains. Also, it is used by a unit coal train operating 
between Cincinnati and the Calumet region. This ls an integral train 
averaging 110 cars, each of which is an identical orange hopper car. The 
unit train is loaded with coal on its northbound run. Empties are re
turned southbound. This train uses the Union Tracks and stops at Hill 
yard only long enough to change crews. 

In addition, the Central operates yet another "Chicago" track. This 
is the Old Chicago Main, which is parallel to the Water Company Canal, 
and was replaced by the Guion Road I ine for road traffic. Now operating 
as an industrial service I ine, the Old Chicago Main ends at West 31st 
Street, At its south end, this I ine joins the Union Trackso Two small 
industrial service yards are located on the Old Chicago Main: one at 
North Streets and one at West 17th Street. This I ine is mentioned be
cause. it illustrates the fact that a change in main line operation does 
not necessarily result in the taking-up of all tracks on the old main 
I ine. Service to industries located on the former main I ine must continue. 

In the Central Business District, the Central leases a major portion 
of the Big Four Building at 105 South Meridian for its district general 
offices. The old freight house at Delaware and South Streets is now used 
by New York Central as a regional Freight Service Center. All billing 
for freight traffic originating at lndianapol ls and in its hinterland is 
handled at that location. Some other space in the old freight house has 
been leased by a motor trucking company. 

Trucks have been removed for a number of years from the old City 
Perishables Yard at Alabama and Maryland. The Central has leased this 
land to a commercial parking lot operatoro A similar situation exists 
one block west at the former city produce yard of the Pennsylvania. 

The Beech Grove Shops of NYCRR constitute one of the railroad's 
major repair shop operations. All passenger car repair, refurbishing, and 
rebuilding for the entire NYC System is done at Beech Grove. To put this 
In perspective, the Central had 2,857 passenger and passenger-service (bag
gage, mall, express) cars in service at the end of 1963,I This represents 
the total potential "market" for that portion of the Beech Grove Shops' 
services. Also, Beech Grove is one of the Central 's locations for major 
repairs to freight cars. The Beech Grove Shops are a significant employ
ment location in the Study Area, with 1,600 persons working there. 

iMoody' s Transportation Manual, 1964. 
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FUTURE RAiL OPERATiONS 

This section of the Rail and Termiral Analysis aims at depicting rhe 
future pattern of rail operatiors in the indianapolis area. Two time 
periods are used, the short-range, 1965-1970, and the long-range .. to 
1985 and beyond. In common with other predictiors of this kind, the 
short-range portrayal is more specific; the long-range more general .. 

This look into the futur'e takes p·1ace at a time when mergers and 
merger proposals are affecting r·a] lt,Jad•; which operate ln !nd!anapoliso 
Some local effects already are evident from the merger of the Nickel 
Plate Road into the N •· W System, Since 1963. the B ,, 0 has been under 
the ful I contrnl of the Chesapeake ard Ohio. This arrangement, which is 
important nationally, probably will have little effect upon Bi~ 0 opera-
tions in indianapol is. however, At present_, the 1 I l tnois Central and the 
Monon do not figure in any merger proposals which would directly affect 
their lndianapol is operations. 

The merger of the New York Central and the Pennsylvania could result 
in significant changes in local rail operation;-,., The ir1dianapol is Union 
Railway Company Figures prominently in these changes .. These merger-in
duced changes and changes resulting From other causes are discussed below 
on a company-by-company basis, This repr-esent·:-, the '3hort-range for,eca-st 
of rail operations, and it is summarized graphically in Figure 6 .. 

The recently announced proposal for a merger between the already
merged N & W System and the consolidated C ''· 0 - B ,, 0 System Further 
complicates the depiction of Future railroad operations. At this writing, 
that proposal is only in the most pre I iminary stages, 

Baltimore & Ohio 

in Indianapolis, the assumption oF Full control of the B !, 0 by the 
Chesapeake and Ohio has had I ittle direct effect on operations .. There are 

0 1no C & 0 lines which are close to B !,--- s west l lne fr·oni indiar,apol is (to 
Springfield, 111 inoisl, At the eastern end of B '-·O's east I ine from 
indianapol is (to Hamilton. Ohio. and Cincinnati) there is a C ,; 0 I ine in 
some proximity, but this should not greatly affect operations at indiana
pol is. The picture for B .'; 0 in rnd•anapol is is one of apparent stabi I ity. 

The expansion of trailer service Facilities at Southeastern Avenue 
previously has been discussed, Perhaps the most significant problem 
facing B E- 0 in indianapol is is the I imi ted capacity of the Moorefield 
Yard, Land for expansion at Moo•efield might possibly be obtained from 
the old New York Central Moorefield area north of the B & 0, The Cen
tral has only two tracks in the area now. 

i 11 inois Central 

The J.C. branch I ine to lndianapol is apparently is a profitable 
operationo Its future seems one of stabi I ity, The rai I road owns land 
adjacent to the Wisconsin Street Yard which could be used for expansion 
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of the yard. However. as that yard presently has large capacity rela
tive to operations. the i,C may well pr·efer to sel I the adjacent land 
for industrial use, 

Monon 

A second new building recently has been completed by the Monon at 
I 100 East 28th Street. With the old roundhouse already razed, Monon 
bui ldi'ng structures adjacent to the yard ar·e all of recent viritage, A 
new food specialty retail opecation is expected to lease the old Boulevard 
Passenger Stat ion on East 38th Street, 

The Monon vard itself is constricted .. One possibi I ity for yard 
expansion would be moving ea,3tward acro::;s the Ni~- W into the old Nickel 
Plate roundhouse area when the N t_.:. W ope rat io,"'S there are con30J idated 
at the N ·'- W Sutherland Avenue ,ard, Another possrbi I ity would involve 
the coordination of urban renewal and freeway constructior. The pro
posed Northeast Expressway. or extension of 1-69, would run para I lei to 
the Monon tracks From 32nd Street to the northeast interchange of the 
inner Loop., The east right-of-way I ine >.:,r the Expressway, as generally 
located, would be only one block or less From the Monon in that segment. 
Construct ion of the expressway at that Joe.at ion wo·Jld leave a long, very 
narrow str·ip of land betweeri it and the railroad" ~his strip would be 
cut-off from the west by the expressway and access to the east would be 
l !mited by the railroad operations. Present lard use 15 a mixture of 
residential ar,d lndustria]_, it ·would seem that a properly coordiriated 
program could make this land available for expansion of industries al-
ready in existence along that strip Expansion of the Monon Yard could 
be accornp l i shed under such a program,, al so, 

Norfolk & Western 

With the former N,ckel Plate Road now part of the Financially strong 
N '' W System, it seems pr,Jbable that a program of consolidation and ex
pansion wil I take place at the Surherland Avenue Yard, Additional capa
city for the yard could be provided through expansion to the west, on 
railroad-owned land which extends to <ai I Creek. Truck-train ramp facil
ities can be constr~cted in the same area. Wfth truck-train ramps in its 
own yard, the N ,,; W r,o longer would participate with the 111 inois Central 
in the joint ramp operation at the South Street freight house. 

As was indi·cated above, the Furer ions at rhe old roundhouse and the 
engine crew office, both presently located at 27th ar•d vandes, would be 
moved to the Suther·Jand Avenue Vard in such a con.sol idat ion program. 

Pennsylvania Ral ]road 
New York Central 
lndianapol is Union Railway 

Upon final JC( approval, the merged Penn Central Transportation Com
pany (as the new entity is co be cal led) would have opportunities for 
making 5Jgnlficant change,·) ire i'ndianapo! is r-ai l operat !ons" As present
ly foreseen, activity at the B'g Cour vard at Avon would be even further 

18, 



increased, Operations connected with industrial service to east-side 
industry are to be concentrated at Hawthorne Yard. The Central's West 
Side Yard is proposed as the chief yard for industrial service to west
side industry. Avon, Hawthorne, and West Side Yards, then, would be 
the principal local yards under the merged operation. Operations at the 
other existing yards of both the PRR and NYC would be relatively less 
important after effectuation of such changes (compare Figure 6 and Figure 
3). It is anticipated that indianapol is-Terre Haute traffic on the 
merged system will use the present New York Central I ine, with consequent 
de-emphasis on the existing Pennsylvania I ine to Terre Haute. 

The Belt Railway tracks of the lndianapol is Union would provide 
opportunities for the merged company to by-pass parts of the more-con
gested areas of lndianapol is in freight operations. As grade separations 
are in place in a majority of the Belt's crossings of the arterial street 
system, the Belt-routing of additional freight traffic holds promise as 
a means for alleviating some crossing delays. 

There would be problems in effecting such routing, however. Opera
tions on the Belt Railway now have a maximum top spe6d of 15 miles per 
hour. To increase the speed of operation, some re-working of present 
trackage and rnadbed would be required, along with the re-laying of some 
tracks recently removed. 

The segment of the Belt Railroad which wel I may have first priority 
for through freight re-routing is that extending from the Belt junction 
with the Pennsylvania main I ine near LaSalle Street (Panhandle Junction) 
to the junction with the New York Central Cleveland I ine in the Bright
wood area. Ind i anapo Ii s-C I eve I and freight trains cou Id use the Pennsy 1-
van i a' s Pittsburgh I ine from Union Tracks to Panhandle and the Belt from 
there to Brightwood. As far as grade crossings are concerned, this re
routing would represent a great reduction of rail traffic at a number of 
crossings, and an increase at some others. Rail volume would be re
duced at the NYC crossings at North Sherman, North Rural, East Michigan 
and East New York. Increases would occur on the Belt RR crossings of 
Massachusetts (east of Sherman). Sherman (south of 21st), East 21st 
(east of Sherman), East 16th Street; and the Pennsylvania crossings at 
State Street, and at Southeastern Avenue. The two crossings near 21st 
and Sherman would be subject to the influence of Interstate Route 70 
which is to be located approximately one-half block north of the in
tersection. 

Another reason why this particular segment of the Belt RR might be 
used for handling more freight traffic is that the Belt's own interchange 
and industrial traffic is relatively low there. It should be noted that 
such interchange functions of the Belt would be continued despite the 
increased traffic. 

In this Transportation and Development Study, data on vehicular 
traffic volumes have been organized and are available for each of the 
crossings named above (and for many others). Detailed data on rail 
volumes - which are summarized in Figure I presented previously - also 
are avai !able. 
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This a0alysis attempts to pre;e~t swch inf~rmatio" on Future oper-
ations as is presently knowt"',o ~he suggestion f,:,t the u5e of the Belt 
RR for by-pass fr·eig~t operatiors has been made as one porteriding p~ssi
ble benefits both to the community-at-large and to the local rai I road 
industry, The use of the Belt mighc eliminate need Foe new right-0F-,1ay 
for a rail by-pass fad·her east, The tndiarapol is U0i::>ri RR nO'W has a 
999-year lease on the present Belt rigct-of-way, 

Unio~ Station, Pre3e1t. ard For·eseeable future passenger operat1ons 
could be accommodated in a ,;tructur·e rruch SfTlallcr· than the existing 
Union Station, OfF!ce:, oi= the Petir:-;vlvar!a arci the indiatiapol is Urlo:,.,. 
now located in Ur,ior: Star!or, could be moved to arather office bu! lding, 
This would release the n::H·th portior1 of Jr!or Stdtion For- other land u3e" 

Beech Grove Shop,, After final approval .:,F the N<C-PRR mecger· the 
11market 11 for Beech Grove pa.s-;enqer· ser-v!ce car repair· operations rr:ght 
well be increased by the addir,on oF a sJb,tantial poction, or all, of 
the Pennsylvania passenger Fleet. whkh nJmbecs 3,417 cars,2 In freight 
car repairs, Beech Gr,JVe wi 11 concentcate or spec,al ly-equipped cars. DF 
cars; 3-rack auto carsj etc, /r"'. any evert. t'7e Beech Grove Shops are ex
pected to be continued as a major facility w1thi0 the merged system. 

2 As of December 31 1963; as reported in '1oody' s rransportaticJn Manual J,2,§!±, 
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LONG-RANGE TRENDS 

After the short-range changes described in the previous sections 
take effect, the picture concerning additional changes in the long-range 
becomes less clear. In general, trends in rai I traffic in the Study Area 
can be expected to follow national trends, In the same manner, long
range changes in railroad land use can be expected to follow emerging 
national patterns. 

Freight Traffic 

In each of the five years from 1960 through 1964, railroads handled 
approximately 43 percent of total intercity freight traffic in the U. S, 
By maintaining a stable share of an expanding market, total freight ton
mi Jes carried by rai I generally increased during that period, The table 
below presents rail road freight ton-miles and the estimated railroad 
share of total intercity freight tr'affic.3 

Per cent of 
Freight Ton-Miles Total intercity 
by Rail Freight 

1960 5 79, I 3 0, 000 43,7 
1961 569,997,000 42,9 
1962 599,977,000 43, I 
1963 629,337,000 43,0 
1964 667,200,000 42.9 

To place this in perspective, here are the percentages of total 
intercity freight hauled by other transportation forms in 1964: trucks, 
23.8%; Great Lakes shipping, 6.6%; rivers and canals, 9.4%; oil pipe-
I ines, 17.2%; and, air, 0.1%,4 

The extension of the five-year trend indicates increasing ton-miles 
to be carried by rai I. Locally, this would result in increasing rai I 
traffic" Such local data as are available corroborate this in the short-
range, Local rail business in 1964 was sl igntly above 1963, and the first 
half of 1965 showed a significant increase over the first half of 1964. 

Passenger Traffic 

A succinct summarization of the 1964 record for rail passenger traf
fic is made in the 1965 Yearbook of Railroad Facts of the A,AoR, -- "On 
the passenger side, commutation travel increased by 2 per cent, but inter·
city passenger-miles dee.I ined about I per• cent in coaches and 7 per cent in 
sleeping and parlor cars"" The dee] ine in intercity passenger mi ]es is a 
continuation of a long-range trend going back to the end of World War I J, 

3 Source: Association of American Railroads, Yearbook of Railroad Facts, 
1965 and 1964. (Figures include mail and express.) 

Loe. Cit. 
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It may be that tf-iis decline 1:1 loqg-haul pas·::,erqE:r tr·3ff.ic is levelling
off, A recent s,.irvey o;: ir,rerc1ry p2;:;2n•~er· op3r-atlons repotted 11rnodest 
gr·ot.n1d:> For optimi :,m11 

, de-:;pite pere.,....,ial prob'lerrs .. 5 CoritinuatiJr"> of inter-
city pa•:;.senger- travei at or near •ts pre,,ent Je\,el of service t,J i-1diar.a
pol ls i .s the prospect f,Jr the f,..1t 1-1re6 

An ifflponderable which conc.eivably co;_jJd afi:ect the fJture or inter--
city r·ai l passenger tr·affic is the developrrer't. '); higlispeed techr,-Jlog!cal ly 
advanced passenger eq0lpment combined A1th automated operations, As 
corridors between metropol i-se:-; become rno:E:, cor:ge·;te,:J. and as gr·ou0d t irre 
From airports to cer:tral bu:;l,1es.:; dfsirict:; '~.creases fTledi...,m-distdrc.e 
passenger traffic may revert to rail. 

The national ircrea3e in ral l p.-;1s·::ier1get corrm·.,tatlon tr·affic. i,...1 1964 
may have long-ra11ge slgnlflcarc.e for '.nd1:3rapol ;s, !t ha·; been 3;Jr'rr,ised 
that !ndianapol is ;., the ·1ong rar~ge inay req·Ji (e ra·1 l rapid t.rar":,it" !n 
this preserL analysi-:, oF rai1roa::i oper·at>::-•~·, and iarid u:.e, ri0 attempt is 
made to assess the need for· fut0re rail rapid tra-;[c in the StJdy Area, 
However, it should be noted rhat the ('>kele1a·1 fr-arPework for a rapid tran·sit 
sy:3tern is even now present ir. the Toi·m .,Jf 1 '."!d!a,.•apol i·-:, 1 existing ral 1 1 ire:;, 

Trailer on ;; 1at Car 'Traffic 

Because of its pote..-,t)al For f,_ittJre 9rowrh. pigqvback tr·affic. de
serves l!idivldual discu5s!·J:L A relatively rew cla:.s of service. the 
trailer-on-flat-car business ha-·; exper-ie•,ced a renar-kable gr<)v,Jth: in th:e 
past decade, The riumber· of rai 1 car·s loaded \i✓ 'th highway trailers and 
containers and handled by all Class i railroad•; in the United States for 
the years 1955-1964 is shown below .. 6 

'.::na I 
Piggyback 

v·ea r !__ oadirig 

1955 I 68. 150 
1956 207.783 
1957 249, 065 
1958 278 Q/ I 

1959 416. 508 

1960 554 I I 5 
1961 591 21,6 
1962 706. 441 
1963 79: 474 
1964 890 216 

While even the 1964 piggyback t,:ital comp'i.,cS ,,nly a rnir:,r portion 

5 liPas.seriger Market 1 he Long-i-lau I P:cture11 Ra~~ay_6_g§. May 17., 1965. p,32, 
6 American Assoc i at :,:::iri of Ra i J r·oads Vea,book oF Railroad >acts 1965 Edition, 
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of the 29,000,000 total carloadings for that year, it does represent a 
doubling for this class of service in the past five years. Further
more, prospects for the future appear bright. Locally, the importance 
of piggyback service has been recognized in the planned expansion of the 
B & 0 ramps, the proposed new N & W ramps, and possible relocation of 
the New York Central loading facilities from Avon to Hawthorne after 
completion of the NYC-PRR merger. 

New Uses For Ra i I road Land 

As the function of some rai I yards is eliminated, and as activities 
at others decrease, land becomes available for other uses. The former 
Brightwood Yard of the New York Central has been completely developed in 
non-railroad uses, including a shopping center and a drive-in theater. 
The downtown commercial ~arking lot operations on the old city produce 
yards are another example of such change In use. It is anticipated that 
industrial and commercial land uses wil I be developed on unused rai I yard 
areas" 

In many respects, there is mutual advantage both to the railroads 
and to the community in the developing pattern of railroad-related land 
uses in the long range. Arthur E. Bayl Is,, Vice President - Marketing of 
the New York Central System, has expressed this mutuality in these terms: 

"To the fullest extent possible, rai I road plans call for the by
passing of metropolitan areas with their freight services; the 
selling off of their freight facilities and the moving to the out
skirts. Through the methods now being employed and planned, freight 
yards, freight handling facilities and transfer points will develop 
outside the congested areas. This should be helpful to these metro
politan areas as it wi 11 enable the redevelopment of the 'other side 
of the tracks I into more attractive usage."? 

In recent years, greater lndianapol is has witnessed features of the 
trends described by Mr. Baylis. Non-railroad land uses now exist on 
former ra i I yards. Activities at downtown freight houses have diminished 
or changed entirely. As such changes continue, it is wel I to remember 
that they are establishing the pattern for the future. 

Nineteenth century patterns of railroad land use have persisted in 
lndianapol is with relative inflexibility until quite recent times. Today, 
some flexibility is possible, mainly due to changes resulting from mergers 
of railroad companies, and from recent technological advancements in 
railroading. The pattern for the future will derive from decisions to be 
made in the next few years. Chief among the decisions will be the des
ignation of appropriate new uses for land to be released from its pr·esent 
railroad use. Whatever its other char·acteristics, land possessing rail 
access does have the additional special feature of that access. While 
such land is not scarce in the Study Area, neither is it uni imited. 

7 Arthur E. Bay] is, "Changing Technology and Land Requirements In Urban 
Rall Freight Distribution'', Proceedings of the National Synposium on 
the Dynamics of Urban Transportation, Automobile Manufactures Associa
tion, Detroit, 1962. 
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TRUCK TERM i NALS 

At mid-year, 1965, slightly more than 7,000 persons were employed in 
the local and long distance trucking industry in the Study Area. About 
4,400 of these people were employed by firms operating the 107 truck 
terminals which are examined in this portion of the Rail and Terminal 
Analysis, included among these terminals are al I local terminals for 
11over-the-road 11 motor freight carriers 1 and the terminals of major local 
freight forwarders, Not included are household goods movers, parcel 
delivery service:;~ and leased trucking operations, 

Truck Terminal Survey 

With the cooperation of the Indiana Motor Truck Association in the 
mai I ing process, each of the 107 terminals included in this analysis 
received a questionnaire in m'd-Macch, 1965, A copy of the Truck Term
inal Survey Questionnaire appears in Appendix C., 

By mid-May, 56 responses to the Survey we•e received. Terminals 
responding comprise 52 per ceot of the total. Subsequent discussion of 
the characteristics of truck terminals generally is based upon these 
56 responses. Of the 4,400 employed locally by the firms operating the 
107 terminals, 3,000, or 68 per cent. are employed by the 56 Firms respond-
ing to the Survey, Truck drivers comprise 42 percent oF the 3,.000 employ-
ees of the terminals, with managerial. clericals and miscellaneous .;:)ccu
pations accounting for the balance, 

Location of lruck Terminals 

The locations of the 107 truck terminals to which questionnaires were 
sent are shown in Figure 7, The locatiors oF the 56 terminals responding 
to the Survey are geographically representative of the total number of 
terminals, 

Two clusters of truck terminals are noticeable on ~·ig'Jre 7. The 
larger is centered on the i~tersection of West Morris and South West 
Streets. From this cluster; concentrated terminal activities extend 
west along Morris to the 4500 block, and south along West Street to 
Troy Avenue, The smaller cluster is centered on the intersection of 
West South Street, Kentucky Avenue and South West Street, From it. 
terminal activities extend east along South Street to South East Street. 

Ninety-three of the 107 terminals are, located in these two clusters 
and the extensions described. Within this area (out I ined by the triangle 
on Figure 7) are found 87 per cent of the Study Area's truck terminal S, 

Traffic volumes for the major streers in the area of truck terminal 
concentration are shown in Figure 8. A good portion of this traffic is 
directly generated by the truck terminals, Of the 52 terminals responding 
to Survey Qwestfon Go~ truck arrivals and departures on an average day. 
Four handled between 100 and 185 arrivals and departures" Another 20 
terminals handled between 30 and 70 tr0cks daily, and the remainder less 
than 30. There were no respondents which handled 71 to 99 truck arrivals and 
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departures on an average day. Three of the four terminals handling 
100 or more trucks are in the triangular area of terminal concentration, 
as are 18 of the 20 handling between 30 and 70 trucks daily. 

On a typical day, the 52 terminals handle a total of 1,540 truck 
arrivals and departures. Four large terminals handle 32 per cent of the 
daily total. The 26 terminals which handle less than 20 arrivals and 
departures daily altogether account for 17 per cent of the 1,540 total. 
The remaining 51 per cent of the total is handled by the 22 terminals which 
handle from 20 to 69 arrivals and departur·es daily. 

Terminal Land Area and Floor Area 

For the 44 terminals providing usable responses on the question 
concerning terminal acreage, total land areas range from 0.2 acres to 
20.0 acres. Median size is 4.3 acres. Five of the terminals have sites 
of 2.0 acres, and another five terminals are 5.0 acres in area. These 
are the most frequently occurring sizes. 

Twenty-one, or nearly one-half, of the 44 terminals have land 
available for terminal expansion on their present sites. One terminal 
reports that it has 10.0 acres set aside for growth at its existing lo
cation. This is the largest acreage reported available for future ex
pansion on present sites. Another four ter·minals have 5.0 to 9.9 acres 
designated for possible enlargement of operations. At the other end of 
the spectrum, five firms each have less than 1.0 acre. Eleven other 
terminals can meet possible needs for future increases in operations 
through expansion areas ranging from 1.0 to 4.9 acres. In total, the 21 
firms have 70 acres available for expansion at present locations. 

Floor areas of the responding terminals vary from 600 square feet 
to 120,000 square feet, reflecting wide differentials of levels of 
operation among the firms. Median floor area is I 1,100 square feet. 
Total floor area for al I responding terminals is 700,000 square feet. 
Of this total 450,000 square feet, o,· 65 per cent, is in dock area. 

For two-thirds of the terminals, total floor area in bui I dings 
represents less than 10 per cent of total land area of the site. The 
larger portions of terminal sites are used for truck and trailer park
ing, maneuvering and circulation, and as prnviously indicated, in land 
held for future expansion. Total land area for all responding terminals 
is 253 acres. Total floor area of these terminals represents only seven 
per centof the land area. 

Capacities of the terminals, in terms of number of loading doors, 
varies greatly. This determines the number of trucks which can be 
loaded or unloaded at one time. Two of the 46 responding terminals can 
each handle only two trucks at one time, The largest terminal can 
accommodate 86 trucks simultaneously. Five of the terminals have 12 
loading doors, and another five have 20. Twenty is also the median 
number of loading doors for the 46 terminals. 

Eighty-two per cent of respondent firms a re cross-dock term i na Is. 

27. 



!n a cr·oss-dock operation, over'-the-road trucks can be !Jaded and un
loaded on one side of the dock, wni]e local trJcks are handled on the 
other side. Cross-dock operat.Tor, is deemed an efFeciert method, Of 
the elght terminals not having cross-dock~ Fl~e are planning to move to 
new locations in metropolitan iridla:-iapoI is ,fll!thin the next five years. 
The remain1ng three. which report no plars For relocating or expanding, 
ar·e smaller· ope rat ions" Two of the three have terminals constructed 
from 1941 to 1950, and the third has a terminal dating from the period 
1951 - 1959, 

Age of r·ermirals 

Nine of the 48 terminals responding to this question reported that 
the major portion of their termir,aj strJcture was bJilt since January I, 
1960, During the years 1951 through 1959, the riaJor portions of another 
22 terminals were constructed, Seventeen e1f the term'nal, date from 1950 
or earlier, with eleven of these corstrJcted prior to 1941, 

!n per-c.entages, 19 per cent of these termirials h,;1ve recently-constructed 
terminals dating from 1960 through to the p•esert, 46 per•cent of the firms 
operate from terminals built during the 1951-1959 period, 12 per cent have 
structures dating from 1941 to 1950, and bui idings of 1940 or' earlier 
vintage house the oper'ations of the remaining 23 per cent of the terminals, 

Composite of Exi3ting ·r·ermi~als 

Through analysl"s of respon'3e.3 to the Truck Terrrinal Survey 1 a portrayal 
of the typical 1nd:anapol ls truck terminal can be made, This typical 
tenninal is located in the sourhwestern portion oF the St,Jdy Area, in a 
triangular area 'With one apex at 4500 West Morr is Street near the Penn
sylvania Railroad SL Louis I ine, another ape~ at Bluff Road and Troy 
Avenue. and the third near the intersection of South East Street and East 
South Street. 

The terminal !Son a site of 4"3 acres" There (s a fifty-fifty chance 
that part of the site Is available for future expan-;ion" Floor area of 
this typical operation totals 11,100 squar·e Feeti with dock area constitut 
ing 65 per cent of that totaL It is a cross-dock terminal with 20 load-
ing doors. The major portion of the terminal was built in the I950's, and 
it presently handles. on the average. 30 truck arricais and departures 
daily. 

Recent Changes in Ter·m\1-ial LOC.at~ons 

Figure 9 shows both the Former and the present lncations for 13 
respondent terminals which have moved to their present locations since the 
beginning of 1960. Generally< the moves have been outward, with the south
western triangle of termlral concentration favoredm 

Not all these moves wer·e to newly cor.structed terminals. of course" 
In four cases" the r·elocatio11 wa:> to an existing vacant terminaL For 
the nine that did move to :1ev>1ly-bu!!t termina·I:;_, there is ratable similarity 
in the land area of the new sl t.es, Seven of the n!ne terrrinals have land 
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areas ranging from 5.0 to 7.0 acres. One small operation is less than 
one acre in size, and the remaining terminal of these nine is on a site 
of 15.0 acres. 

Terminals' Plans for Future 

Twenty terminals report plans for expansion or relocation to another 
site in the Study Area by 1970. These terminals represent 36 per cent of 
the 56 terminals responding to the survey. Following is a breakdown of 
the plans of the 20 terminals: 

Planning to expand at present location by 1970..... 4 terminals. 

Planning to relocate within lndianapol is area by 1970; future site 
already chosen ..... 6 terminals. 

Planning to relocate within lndianapol is area by 1970; future site 
not yet chosen ..... 10 terminals. 

Figure 10 shows the present locations -- and future locations where 
known -- of these 20 terminals. For the six firms having a future site 
already chosen, the direction of the forthcoming move will be outward in 
every instance. 

These short-range future relocation olans reinforce the pattern 
shown by Figure 9. The direction of relocation is outward, and generally 
within the southwestern triangle of truck terminal concentration. 



o------;:;;-- w•• ?U,N TO Hove M<EA OF Tl;'j:IMJNAL 
CONCO:NT.,AOOON 

A PLA" TO M<JVC _.,.LME. I lOCU<O>J U>JKNow.. 

Q PaM TO HPA><D A; P><E5ENT LO(A,,ON 

TERMINALS PLANNING NEW OR EXPANDED 
FACILITIES WITHIN THE NEXT FIVE YEARS 

30. 



NEW SITE FACTORS 

In the Survey, terminals were asked: 

In what order of importance would you rate the following factors in 
choosing a new site for your terminal? 

Convenient access to an Interstate Highway (expressway) 

Convenient access to a rai I I ine 

Proximity to downtown Ind i anapo I is 

Proximity to major i ndust r i a I areas 

P rox Im i ty to other terminals 

Land costs 

Other ----,-----,----.,.-----
(specify) 

Sixteen of 46 responding firms reported that proximity to other 
terminals is the most important factor in selecting a new site. Rated 
as first choice by 12 terminals was proximity to major industrial areas. 
Eleven terminals gave first importance to convenient access to an 
Interstate Highway. Of the remaining seven respondent firms, five reported 
land costs as the factor of greatest importance and two chose proximity 
to downtown lndianapol is. None of the terminals gave first rating to 
convenient access to a rail line, 

A summarization of the factors rated as first, second, and third 
importance appears in Table 3. 

Tab I e 3 

SITE SELECTION FACTORS 

Importance Rated As: 
Factor Fi rs t Second Thi rd 

Proximity to other terminals l 6 12 6 

Proximity to major industrial areas 12 l 6 10 

Convenient access to an Interstate Highway 11 7 7 

Land costs 5 4 4 

Proximity to downtown lndianapol is 2 2 12 

Convenient access to a ra i 1 1i ne 0 0 
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The number one ratings of proximity to other terminals and of. proximity 
to industrial areas show a direct relationship to ~e5po~ses to Questions 
Kand L which concer·n the land uses to which local del Iver !es ar<e made, 
and the land uses from which shipments are picked up. Seventeen of 38 
respondents made 50 pee cent or more of their local deliveries to other 
terminals. Another 12 terminals made 50 pee cent or more of their local 
deliveries to manufacturing plarts" On soJrce of :sl-iipmerits" 23 oF the 
fi r'ms pi'cked up 50 per cent or more of their shlpfTlent'3 from other ter·-
m!nals~ ard 12 from manufacturing plant·:, Cors!dering these relation-
ships, the concentration of termfr,als !11 the southwest lrd.Jstrial 
cor-ridor .5eems logical, tr, addit',oni the tria~~gular area of ter-rninal 
concentration wi 11 contain •nter ;tate Rocte 70 the south leg of the 
Inner Belt -- which well may be the key facto, in determin 1ng the Future 
pattern oF truck terminal land use. 

As proximity to downtm,1/n tndianapol is !·:, one of the factor·s in the 
ratings, It is interesting to examine the responses to the question 
concerning shipment pick-ups frorn and de! iveries to lndiar.apo] is 1 11 Mi le 
Square" (Question R). Only three te,·minals reported that more than 25 
per cent of their pick-ups or del lveries or1g1nated from or were des-
tined for the Mi I e Square, 

Present Zoning for Truck Terminals 

Zoning for truck terminals in all parts of Mar·ion Co.Jnty i·s re
gulated by a metropolitan area industrial zoning ordina,ice, Tr,Jck 
terminals are permitted in four i!!dustrial categor'ie-5 and are subject 
to the same development standards and per·forrnance standards as the other 
uses perwitted ln those categories., in additio'"l: ther·e are ·3pecial 
r·egulations which apply only to truck terminals, These are summacized 
in Table 4. 

Table 4 

ZONiNG DISTR!CTS FOR TRUC~ fERM'NALS, MAR'ON COUNTY 

Zoning 'Terrnlrial Size Special 
Distr·ict Name Restr!ctiori Regulat fon 

1-3-S Medi um .!ndu·str!al Suburban Less than ter ac re·s (applicable to 
al I four dis

1-3-U Medlum industrial Urban Les::, than ten ac~es tricts) "The 

1-4-s Heavy Industrial Suburban None 
parking o' 
trucks and/or 
trai le.rs shal I 

1-4-u Heavy ! ndu st r ia 1 Ur·ban None not be defined 
or construed as 

Source: Industrial Zoning Ordinance of 
Marion County, Indiana, Metro
po I i tan PI ann i ng Depa rtmenL 
1963. 

out·:)ide storage 
in computing 
pecmited out
side storage 
and oper·ation 
within said 
districts.," 
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In that portion of the Study Area in Hamilton County (Carmel and 
Clay Township~, truck terminals are placed in the zoning category 1-1 
(Industrial). In Johnson County (part of which is in the Study Area), 
truck terminals are permitted in the following five zoning districts, 
provided that the terminals meet the specific performance standards 
applicable: A (Agricultural), B-2 (General Business), RS-2 (Suburban 
Residence - 2), I (Industry), and IR (Industry Reserve).9 The City of 
Greenwood, which is in the Johnson County part of the Study Area, has 
a city zoning ordinance separate from that of the county. The Greenwood 
Ordinance I ists "Carting, express, hauling or storage yards," among the 
uses permitted in a General Commercial District, ID 

8 Master Plan, Carmel, Indiana, 1961. 
9 Master Plan, Johnson County, Indiana, 1961. 
IOzoning Plan, City of Greenwood, Indiana, 1962. 
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TRUCK ROUTES 

Figure 11 shows truck routes in the Study Area. All federal and 
state highways legally are truck routes. Local governmertal units must 
have the permission of the Indiana State Highway Commissior to prohibit 
trucks from using state and federal routes within the local unit's 
jurisdiction. Obviously, a satisfactory alternate route must be provided. 

In addition to the arterial framework of the 5tate and federal routes, 
Figure 11 shows truck routes established by city and county authority. 
Trucks are prohibited from some streets and segments of certain other 
streets by specific ordinances, usually covering arterials in residential 
areas. However, in some cases special permits are obtained for individual 
vehicles. 

The Study Area;s network of truck routes must provide efficient 
channels for both through trucks and local deliveries. As depicted in 
Figure I!, the present network does provide for truck access to most 
parts of the Study Area. Notably, the triangular area of truck terminal 
concentration to the southwest does have a lattice of truck routes which 
is important to its terminal functions. 

There are problems, however. Gaps in continuity on local arterials 
open to truck traffic comprise one set of problems. To cite one example, 
there is a gap on East 10th Street between Emefson and Ari ington. Trucks 
are permitted on East 10th Street to the west of Emerson and east of 
Ari ington, but not between. 

Another problem is that of low clearances, Underpasses that do not 
provide sufficient clearance for trucks can prohibit trucks as effectively 
as ordinances. It seems i] logical that streets having low clearance 
points should be designated as truck routes, but some are. 

Indiana state law al lows a maximum truck height of 13 Feet, 6 inches. 
!n a study of railroad grade separations, the Indianapolis Regional 
Transportation and Development Study found Fourteen that are on designated 
truck routes and which have clearance height of ]e,;s than 13 feet, 6 inches. 
One of these grade separations has a clearance heighr of only 10 feet 5 
incheso 
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POTENTIAL GROWTH OF TRUCKING INDUSTRY IN ND•ANAPOLIS 

Judging from the perfo•mance of responding terminals during the past 
four years, prospects for the !ndianapol is trucking indust,y a•e bright 
indeed, •or the year 1960. these terminals handled a total of 1,3 
mill ion tons oF freighL These same terminals handled total Freight of 
L9 mi 11 ion tons in 1964, This '·s an increase of 46 percent in tonnage 
handled. 

Growth of the indianapoii·s truckir.g inciustcy also w'II be keyed to 
trends in the trucking industry 11ational ly" inr,ovation and technological 
advancement are playing roles in the national picture. As an example, 
one innovative procedur·e inv-::.>lves the combiratiori of railroads and local 
short-haul truckers in a new piggy-back plan. Arthu, Bay I is describes 
the new plan in these teems: 

11Tliis new innovation, which work.:> very successfully for· terminal 
hauls up to 75 to 100 mi Jes, embraces the short-haul truckers' 
service on one or both ends of che r·ai I road haul, The trucker 
acts as agent for the railcoad and u.sing che short-haul 'know how' 
and adequate truck terrrii r,a I -fac i lit i e.s exped [ tes movement from 
shipper to raf !head or frofll r·a! l terminal to final customer 
distination or both. 't is quite possible that during the coming 
decade this type of combination service wil I be the main means of 
performing urban Freight transportation work,' 1 11 

In a program such as this there are obvious lmpl ication.s concerning 
land use relationships between truck terminals and railroads. 

National trends in the trucking industry have an effect upon that 
industr-y in !ndianapol is, of course, One broad measure of national 
trends is truck registrations. Total truck regiscrations in the United 
States for the past ten years are shown in Table 5. While maintaining a 
stable percentage to total motor vehicle registrations, truck registrations 
have increased 27per cert during the ten-year period. 

Local truck registration data ace not scrictly comparable to the national 
data presented below. Upon the basis of those data which are available .. it 
appears thac truck registrations in the Srndy Area have grown at a r·ate 
comparable to that of the nation. 

!ndlanapol is possesses centr·al geogr·aphic ·1ocation in the nation" !n 
the corning decade, the completion o• the 'nterstace ~ighway System should 
emphasize indianapol is' advantages as a location for tr·uck terminal so 

11 Arthur E, Baylis, op, cit,. p, 3, 



Tab I e 5 

TRUCK REGISTRATIONS, U.S., 1955-1964 

Per cent of Total 
Year Tota I Trucks Motor Vehicles 

1955 
1956 
1957 I 0,960,814 I 6, 3 

3 
3 

1960 
1961 
1962 
1963 

3 

1958 11, 158,561 I 6, 
1959 • 11,659,717 I 6. 

1964 14,041,445 I 6. 

I 0, 302,987 
I 0, 694,262 

11,937,589 
12,286,430 
12,809,150 
13,423,327 

I 6.4 
16.4 

I 6,2 
I 6,2 
I 6,2 
I 6,2 

Source: Automobile Manufacturers Association, Inc,, Motor Truck Facts, 
1965 Edition. 
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,UMMMW OF REGULARLY-SCHEDULED FREIGHT TRAINS IN INDIANAPOLIS, PENNSYLVANIA RAILROAD, AUGUST., 1965 

Train 
Direc
t ion 

Days 
(D=Dai ly) Originates Terminates lndianapol is Operations 

Time 
(approx.) (E.S.T.) 

Chicago - Louisville Lines 

ll - l N D, except 
Sunday 

Hawthorne Yard Logansport Belt RR 
up cars 
then to 

to Woods, pick-
at Transfer Yard, 
Davis and north. 

leave Hawthorne 
9: 00 A.M. 

IL - 2 s Di exc o 

Mon. 
Logansport Hawthorne Yard From north to Davis, then 

~ast to Woods. From Woods 
to Hawthorne via Belt RR. 

Arrive Hawthorne 
6: 00 P.M. 

IL - 3 N D~ exc. 
Sun. 

Lou i sv i 11 e Hawthorne Yard From 
then 

south to Belt at 
to Hawthorne. 

Dale, Ar. Hawthorne 
6:30 A.M. 

IL - 4 s D, exco 
Sat. 

Hawthorne Yard Louisvi ! le Hawthorne to Dale via 
Belt, then south. 

Lv. Hawthorne 
4:00 P.M. 

IS - 5 N T-Th-F Columbus, Ind. Hawthorne Ya rd From south 
Dale, then 

to Belt at 
to Hawthorne 

Ar. Hawthorne 
5: 00 P.M. 

IS - 6 s M-W-F Hawthorne Yard Columbus, Ind. Hawthorne to Dale via 
Belt, then south. 

Lv. Hawthorne 
8:30 A.M. 

w 
\.0 

NS - 7 N D, exc, 
Sun. 

Lou i svi 11 e Chicago From south to PRR Freight 
House to set-off piggy 
back cars for east points; 
then by Union Tracks to 
Transfer Yd. Sets-off and 
picks-up cars at Transfer, 
then on to Logansport via 
Davis. 

Lv. Transfer 
l 1: 45 P.M. 



.i=-
0 

NS - 8 s D Chicago Louisville From north to Transfer 
Yd., vi a Davis, Sets-off 
at Transfer. Proceeds to 
Hawthorne Yd. with option 
to use Belt or Union 
Tracks. New NS-8 made up 
at Hawthorne, Proceeds to 
Dale via Belt, and then 
south. 

lndianapol is - Vincennes line 

IS - 16 SW D, exc. 
Sun. 

Hawthorne Ya rd Martinsville Via Belt to Woods, pick-up 
cars at Transfer Yard, then 
to Kraft and Maywood and 
southwest. 

IS - 15 NE D, exc. 
Sun, 

Martinsvi I le .Hawthorne 
Ya rd 

From southwest to Maywood, 
then to Transfer via Kraft. 
Set-off at Transfer, then to 
Belt at Woods and on to 
Hawthorne, 

Pittsburgh - St. Louis Lines 

n - 3 w D, exc. 
Mon. 

New York St. Louis Via Union Tracks. Stops 
only to change crews at 
Pine. 

TT - 4 E D, exc, 
Sun. 

St. Louis Harrisburg, 
Pa, 

Via Union Tracks. Stops 
only to change crews at 
Pine, 

APS - I W D Columbus, Ohio SL Louis Change crews at Pine. Via 
Union Tracks to Transfer 
Yd, Picks-up ca rs and 
proceeds west. 

LCL - 3 W Di exc, 
Mon. 

New York St. Louis From east to Hawthorne 
via Thorne, Cuts-off and 
picks-up. Then by Belt to 
Woods and west. 

Ar. Hawthorne 
5: 30 A.M. 
Lv. 6:30 A.M. 

Lv. Hawthorne 
8:00A.M, 

Ar. Hawthorne 
6 30 P.M. 

Ar. Davis 
9:50 P.M. "Trailer 
Tra in. 11 

11 Traile1 - Train 11 

Ar. Thorne 3:00 A.M. 

0 Auto Par·ts Special 11 

Ar. Davis I 0: I 5 P. M. 

Ar·, Davis 
3: 00 A.M. 



.j:" 

cc - 2 E 

CL - l w 

CL - 2 E 

CI - 3 w 

Cl - 4 E 

SW - I W 

SW - 2 E 

SW - 6 E 

SW - 8 E 

SW - 9 E 

SW - 10 E 

SW - 30 E 

D 

T-Th-Sat 

M-W-f 

D 

D 

D 

D 

D 

D 

D 

D 

D 

St. Louis 

Richmond, Ind. 

Hawthorne Yd. 

Cincinnati 

Hawthorne Yd, 

Pittsburgh 

Hawthorne Yd. 

St. Louis 

St. Louis 

Col um bus, Ohio 

St. Louis 

Terre Haute 

Columbus, 
Ohio 

Hawthorne Yd. 

Richmond, 
Ind. 

Hawthorne Yd. 

Cincinnati 

St. Louis 

Pittsburgh 

Harrisburg, 
Pa. 

Pittsburgh 

Hawthorne Yd. 

Harrisburg, 
Pa. 

Hawthorne Yd. 

From west to Transfer Yd.; 
sets-off, then to Hawthorne 
Yd. via Belt; then to Thorne 
and east. 

Thorne to Hawthorne. 

Hawthorne to Thorne and 
east 

Vi a Richmond, Ind. to 
Thorne. 

Via Thorne and Richmond, 
Ind. 

Thorne to Hawthorne, sets
off and picks-up. Then 
via Belt to Transfer Yd. 
for pick-up, and then west. 

Via Thorne. 

Via Union Tracks. Drops 
Indianapolis perishables 
at Pine. 

Via Union Tracks. Change 
crews at Pine. 

Via Thorne. 

From west to Woods, then 
to Hawthorne via Belt. 
Sets-off and adds at 
Hawthorne, then to east 
via thorne. 

From west to Transfer Yd. 
then to Hawthorne via Belt. 

Lv. Thorne 
11:45 P.M. 

Ar. Thorne 
3:00 P.M. 

Lv. Thorne 
8: 00 A.M. 

Ar. Thorne 
3:00 P.M. 

Lv. Thorne 
7:00 A.M. 

Lv. Davis 
4: 30 A.M. 

Lv. Thorne, 

Lv. Thorne 
I J; 15 A.M. 

2: 00 P.M. 

Lv. Thorne 
12.45 A.M. 

Ar. Thorne, 

Lv. Thorne 
3:25 A.M. 

I: 00 P.M. 

Ar. Hawthorne 
11: 00 A.M. 



SW - 31 w D Hawthorne Yd. Terre Haute From Hawthorne to Transfer lv. Davis .,,. 
N 

Yd. Via Belt, picks-up 
Transfer, then west. 

at 3: 00 P.M . 

SL - 23 E D, exc. Greencastle Transfer Yd. From west to Transfer Yd. Ar. Davis 
Sat. ~ 9: 00 P.M. 
Sun. 

SL - 24 w D, exc. Transfer Yd. Greencast I e From Transfer to west. Lv. Transfer 
Sat., I 0: 00 A.M. 
Sun. 
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SUMMARY OF REGULARLY-SCHEDULED FREIGHT TRAINS IN GREATER. INDIANAPOLIS, NEW YORK CENTRAL RAILROAD, JULY, 1965 

Di rec Days 
Train ti on (D=Daily) Originates Terminates lndianapol is Operations 

Chicago - Cincinn~ti Lines 

cc - 3 N D Cincinnati 

CC - 3: N D Big Four Yard 
SF - 3 

SY - 2 S D Chicago 

sv - 8 N D Cincinnati 

Kankakee N D Big Four· Yard 
local 

Kankakee S D Kankakee.. ! 11. 
local 

Big Four Yard 

Chicago 

Cincinnati 

Big Four Yard 

Kankakee, 111, 

Big Four Yard 

From S. to Belt Crossing 
at N. end of Hill Yd. 
then, optionally, by Belt 
or Union Tracks to Big 
Four Yd. 

From Big Four Yd. E. to 
Penn. RR Chicago I ine, 
then N. to Lebanon, Ind, 
to return to NYC tracks 
for Chicago. 

From Lebanon~ Ind. f vfa 
Penn. RR Chicago I ine to 
NYC St. Louis line; then 
W, to Big Four. Set-off 
and add cars. Proceed E. 
from Avon to BX. Option
ally via Belt or Union 
Tracks to Cincinnati main 
l i ne and S. 

Via Union Tracks 

Same as CC - 3: SF - 3, 
above. 

From Lebanon, Ind. , vi a 
Penn. RR Chicago line to 
NYC St, Louis I ine; then 
W. to Big Four Yd. 

Approx. Time 
Bi~ Four Yard 

Arrive 5: 00 P.M. 

leave 10: 00 P.M. 

Ar, from N. at 
7: 30 P.M. Lv. 
Big Four Yd. 
for S. at 4: 00 
A.M. 

Ac. ll:00 P.M. 
11 Flexi - Van 11 

Train" 

Lv. 10: 00 A.M. 

Ar. 5:00 to 
6:00 P.M. 



Va 11 ey N 
Jct. Turn 

D Cincinnati Big Four Yard E. from Big Four Yd. to 
BX, then optionally by 
Belt or Union Tracks to 
Cincinnati main 1 i ne and S. 

Ar. 5:00 P.M. 

Va 1ley s 
Jct. Turn 

Peoria Line 

D Big Four Yard Cincinnati From Cincinnati main 1ine 
to Belt Crossing, then op-
tionally by Belt or Union 
Tracks to Big Four Yd. 

Lv. 4: 00 A.M. 

PE - 4 E D Peoria Big Four Yard From W. to Penn. Chicago 
l i ne, S. to NYC St. 
Louis line, then W. to Big 
Four Yd. 

Ar. 5:00 P.M. 

PE - 5 w D Big Four Yard Peoria Big Four Yd. E. to Penn" 
Chicago l i ne ~ N. to NYC 
Peoria l i ne ~ then W. 

Lv. 1: 30 A. M. 

Springfield, 

Sp r i ngf i e 1 d 
Local 

Ohio Line 

E D, ex-
cept 
Sun. 

Big Four Yard Springfield,O. Via Union Tracks and 
Cleveland Line to DX, 
then E. 

Lv. JO: 00 A.M. 

Sp r i ngf i el d w 
Local 

Cleveland Line 

D, ex-
cept 
Sun. 

Springfield, 0. Big Four Yard From E. to DX then via 
Cleveland Line and Union 
Tracks to Big Four Yd. 

Ar. 9: 00 P.M. 

NY - 6 E D St. Louis Cleveland and 
Eastern points. 

From W. to Big Four Yd. 
Then, via Union Tracks to 
Cleveland main line. 

Lv. 10:30 A.M. 

.):-
V, 

BF - 2 

2BF - 2 

E 

E 

D 

M,T,W, 
Th, F. 

Same as above 

See above 

Same as above 

See above 

Same as above 

See above 

Lv. 

Lv. 

1: 30 P.M. 

5: 00 P. M. 



-1=" 

°' 

SLD - 2 

NY - 8 

E 

E 

MD - 4 E 

Ansonia 
Turn 

sv - 6 

E 

E 

sv - 5 w 

Ansonia 
Turn 

MD - 5 

w 

w 

DSL - l w 

SLX - I w 

Advance 
BF - 3 

BF - 3 

2BF - 3 

w 

w 

D 

D 

D 

D 

D 

D 

D 

D 

D 

D 

T,W,.Th, 
Sat.F" 

D 

w,rh.F, 
Sat. 

St. Louis 

Same as above 

Big Four Yard 

Big Four Yard 

St. Louis 

CI eve I and and 
East 

Ansonia, Ohio 

EI kha rt, Ind. 

Detroit 

Cleveland and 
East 

As above 

As above 

As above 

Detroit 

Cleveland and 
East. 

Elkhart, Ind. 

Ansonia, Ohio 

Cleveland and 
East 

St. Louis 

Big Four Yar·d 

Big Four Yard 

St. Louis 

St. Louis 

As above 

As above 

As above 

From W. to Big Four Yd. 
Then, via Union Tracks to 
Cleveland main I ine. 

Same as above 

As above to Anderson, 
Ind., then to Elkhart 

Big Four Yd. to Cleveland 
I ine via Union Tracks. 

From W. to Big Four Yd. 
add cars. Proceed E. via 
Union Tracks to Cleveland 
Line. 

Stops at Big Four Yd. 
only to change crews. 

Via Cleveland I i ne and 
Union Tracks 

Elkhart to Anderson, then 
via Cleveland Ii ne and 
Union Tracks to Big Four 
Yd. 

From E. via Cleveland 
I ine and Union Tracks to 
Big Four Yd. 

Same as above 

As above 

As above 

As above 

Lv. 6: 00 A.M. ."' 
to 7: 00 A. M. 

Lv. I0: 15 P.M. 

Lv. 6: 00 P. M. 

Lv. 7: 00 P.M. 

11 Flexi-Van 11 

Train 
Ar. I 1:45 P.M. 
Lv. J: 20 A.M. 

Van1111 Fl exi -
Train 
Lv. JO: 00 P.M. 

Ar. 7:00 A.M. 

Ar. 8:00 P,M. 

Ar. IQ: 30 P.M. 

Ar. 3: 30 A.M. 

Ar. 9: 30 P.M. 

Ar, ll:30P.M. 

Ar, 2: 00 A.M. 
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CONF IDENT IAL 

TRUCK TERMINAL SURVEY QUESTI ONNAIRE 
lndianapol i s Regiona l Tran sportation a nd Deve lopme nt Study 

2360 City- County Build ing , Ind i anapol is , Indiana 

A. Name of Term ina l 

B. Address------- --------- ---- ------------ --------

C. How many people are emp loyed at this termina l ? Of these , 
how many are drivers? 

D. Wha t i s the total land area of this p rope rty? ____________acres . 
Of this , how much is a va il ab le for future expan s ion? acres . 

E. What is t he tota l floor area in the bui lding? ______________square feet . 
Of this , how much is dock area? ________________ _____ squa re feet . 

F. How many trucks can be loaded o r un loaded at this terminal a t one t ime? 
(i . e . --number of loading doors ) 
ls this a cross-dock terminal? Yes _________ No 

G. On the average , how many truck a rr ivals and departures are handled~ by th is 
te rmi nal ? 

H. Ind ica te the amoun t of equipment stationed at this termina l : 

l. City pickup and delivery fleet : 
Tractors 
St ra ight 
Trailers 

trucks 

2 . Over-the-road f leet: 
Trac tors 
Straight trucks 
Traile rs 

I . Estimate the number of trucks in each catego ry which call at thi s 
typ ica l day: 

1. Over-the- road , for - hire carri e r s 
2.. loca l cartage for-hire t rucks ( transfer) 
3. Ra i i road , freight forwarder a nd exp ress trucks 
4. Pr ivate carri e rs 

t erm inal on a 

J . Wha t was the to tal poundage handl ed 
19 60 ________pounds 
1964 ________pounds 

by this term i nal in: 

K. Estimate the app rox ima te percentage of your total 
to t he fol lowing businesses or land uses: 

l . ______ % to ma nuf actur ing pl ants 
2 . ______% to reta il stores and se rvice 

local 

shop s 

deli ve r ies in a typ ica l week 

3. ______ % to wholesale trade 
4 . _____ _ % to other term i na l s (includ ing ra i l ) 
5 . _____ _ % to farms 
6. ______ % to othe r - - ----,--- - --,-----

(specify) 
___1_0_0___% Total • 
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	FORWARD 
	This work paper is one of four principal types of pub! ications produced by the lndianapol is Regional Transportation and Development Study. Other IRTADS pub! ications include procedural manuals, major study reports, and study information bulletins. 
	The spec;fic µurpose of work papers is to provide a technical record of actual experience in the conduct of the study and to summarize significant findings and rationale. They are intended to serve as a prime basis -for the preparation of major study reports and information bu! let ins and for I imited use in technical and pol icy review. Major study recommendations and policies are d~tai led in the two primary study reports, while dissemination of pertinent findings to the general pub! ic is accomplished
	SUMMARY 
	This analysis of railroads and truck terminals depicts the present and future patterns of operation for those two activities in the Study Area" 
	Railroads 
	While nineteeth century patterns of railroad land use have persisted in Indianapolis until relatively recent times, some flexibility now is possible due to mergers and technological advancements in railroading" The pattern for the future is expected to develop during the next few years" By 1970, or shortly thereafter, the specific short-range changes described in this work paper wil I have become effective" 
	In the long-range, a continuation of the trends identified in the short-range is expected, Freight yards, freight handling facilities, and transfer points wil I develop outside the congested areas of the city's center, Other land uses --apartments, industrial, and commercial --wi 11 be developed on land no longer required for rai I operations" Such changes would appear to be mutually advantageous both to the railroads and the community-at-large, Care must be exercised in the designation of new uses for la
	Truck Terminals 
	This analysis has identified the locational concentration of truck terminals in the near-southwest portion of the Study Area" Recent relocations and planned future moves reinforce this pattern, 
	In weighing the relative importance of site selection factors, as a part of the Truck Terminal Survey, truck terminal managers gave highest ratings to nearness to other terminals, proximity to industry, and access to an Interstate Highway, 
	The local trucking industry has the potential for substantial growth, Completion of the Interstate Highway system in the Study Area will be a favorable factor, Interstate Route 70, the south leg of the Inner Belt, could be the key determinant of future truck terminal land use, 
	INTRODUCTION 
	Rail Traffic and Railroad Land Use. 
	In this comprehensive Transportation and Development Study, all forms of transportation are considered. Among these, of course, is railway transportation. Rail road rights-of-way are "lineal" land use elements which provide channels for the flow of rail traffic. Associated with these lineal land use elements of the rai I roads are broader uses of land: rai I road yards, shops, freight stat ions, passenger depots, truck-train ramp areas, etc. The operational flow of rail traffic and its relation to associate
	The rail portion of this work paper aims at depicting the present and future pattern of railroad operations in the Study Area, and gauging possible changes in rail road land use. While it is recognized that rai Iroads play other important economic roles in !ndianapol is --such as regional headquarters functions and industrial site ownership --these are not treated in this portion of the Study. 
	Truck Terminals. 
	Truck terminals also are analyzed in this section of the Study. The objective of the research is to depict the present and future locational distribution of truck terminals in the Study Area, and to estimate the 
	impact of changes in ter·ms of truck routes, land use, and traffic. 
	From the Truck-Taxi Survey, the External Survey, and the Volume Counting Program, data on the volume and characteristics of truck traffic were obtained. In the present analysis, these data are related to truck terminals, which are the land uses most directly associated with truck traffic, This portion of the Study does not treat industrial, wholesale, or retail truck docking facilities. 
	In contrast to other segments of the lndianapol is Regional Transportation and Development Study. which focus upon the movement of people, this rail and truck analysis treats the two major movers of goods. 
	Method of Study 
	Information on railroads was obtained principally through personal interviews and field sur·vey. The interviews were with the chief local officials of the railroads operating in the Study Area, and, in addition, with many subordinate employees, Aho utilized were data from Land Use Tabulations and pertinent pub! ished sources. Truck terminal information in the main was derived from responses to the mailed Truck Terminal Questionnaire, and from field survey. Also, data from the Truck-Taxi Survey, External Sur
	sources were used, 
	sources were used, 
	We wish to acknowledge the excellent cooperation received from local railroad officials, from the Indiana Motor Truck Association, and from individual truck terminal operators. 
	2. 
	RA I l TRAFFIC CHARACTER I ST ICS 
	lndianapol is is a major rai I transpor·tation center. On an average day, there are approximately 10,400 railroad car·s crossing the Study Area cordon I ine. Two percent of this total number are passenger cars; the remainder freight. One daily passenger train originates in lndianapol is, and one terminates her·e (to and from Chicago). Al I other passenger trains serving lndianapol is are en route between the fol lowing major connection terminals: St. Louis-Cleveland, St. Louis-Pittsburgh, Cincinnati-Chicago
	Much more important are r·ail freight operations. Indianapolis has four major· functions as a rail freight center: 
	I. As a point of origin, where products of lndianapol is industry and area agricultur·e are shipped to many points around the world. 
	2. 
	2. 
	2. 
	As a terminating point, where raw materials and semi-finished products arrive at lndianapol is industries for further processing, converting, and storage; and where the finished goods of non-local industry are placed into this area's distribution system. 

	3. 
	3. 
	As an interchange point: 


	A. lndianapol is serves as a point for transfer of rai I cars from one railroad company to another on trips between external origins and destinations, and 
	B, As a tr·ansfer point between separate I ines or divisions of the 
	same rail roado. 
	4. As a channel for through freight, lndianapol is merely is geographically located between origin and destination of through freight shipments. 
	Existing Rall Traffic Volume 
	Figures I and IA show the number of rail cars flowing through the various segments of track on an average day. Included are locomotives, passenger car·s, and freight cars --loaded and empty. Through trains, 
	local tr·ainsi transfer· movements~ and industrial switching operations 
	have been considered. 
	The heaviest volumes are on east -west I ines. The segment of trackage having heaviest traffic is the Union Tracks, with an average of 3,750 cars per day. The Urion Tracks extend from East Washington Street and College Avenue to West Street, and are o·wned by the lndianapol is Union Railway Company, Union Passenger Depot is located on Union Tracks, and al I passenger trains use these tracks. Passenger cars represent only seven percent of the average daily traffic on this segment, however. 
	3. 
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	COMBINED RAIL VOLUMES (AVG. CARS/DAY) IN THE CENTRAL AREA JULY 1965 
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	5. 
	Upon deducting the 250 passenger cars and locomotives, mai I, baggage and 
	express cars, it is evident that some 3,500 freight cars pass over the 
	Union Tracks in both directions on an average day. 
	Figure 2 shows the Union Tracks and how they tie together radial rai I lines from all points of the compass This figure also emphasizes the Belt Railroad, a nearly circumferential route, which connects all main rail lines radiating from Indianapolis. The Belt Railroad, at its closest approach to the Washington and Meridian Streets intersection, is about 20 blocks from the Central Business DistricL Throughout its entire length, the Belt is well within the long-developed portions of the City. 
	Some of the New York Central and Pennsylvania Rai I road freight trains operating through Indianapolis have an option to use the Belt Rai I road or the Union Tracks in passage. This option is the key to understanding existing operational flow of rai I traffic in lndianapol is, as these two rai I roads in combination account for 8,900 of the total 10,400 rai I-car crossings in the Study Area cordon on an average day. 
	The Pennsylvania Rai I road and the New York Central jointly own the Ind i anapo Ii s Uni on Ra i I way Company. The Ind i anapo Ii s Uni on Ra i I way Company op2rates both the Belt Rai I road and the Union Tracks. The merger of the New York Central and Pennsylvania systems has received preliminary approval from the interstate Commerce Commission, and final approval is expected in 1966. 
	To evaluate fully the impact of this merger on rai I operations in the Study Area, and its effect on the key Union Tracks -Belt option, it is first necessary to have knowledge of the rai I yards, terminals, repair shops, etc,, which are associate~ with the operations. The next section presents information on those faci I ities 
	6, 
	J 
	EXISTING RAILROAD OPERATIONS 
	Figure 3 shows the location of major existing railroad facilities in the lndianapol is area. Information on the individual rail yards is summarized in Table l. There begins below a company-by-company discussion of the characteristics of each railroad operation in the Study Area. 
	Since facilities for minor repair·s are associated with the principal yards of each.rail road opernting in lndianapol is, the presence of such "running repair" facilities will not be noted in the company-by-company descriptions. Major repair facilities.will be discussed, however. 
	Baltimore & Ohio 
	In Table 2, B & 0 train movements are divided into two parts: I) from Moorefield Yard to the west, and 2) from State Street Yard to the east. This is done because B & 0 through-train schedules allow time for reclassification at lndianapol is. Transfer movement between the two B & 0 yards average 200 cars per day, and is via the Union Tracks. 
	The B & O trailer service facility is at 1524 Southeastern Avenue, near the State Street Yard. The two ramps existing at that location wil 1 soon be expanded to four, due to the increase in B & O's local trucktrain business. Capacity will be increased to 32 trailers daily, up from the present 16. 
	The B & 0 has district general offices at 220 Virginia Avenue in a four-floor building. Part of the structure formerly served as the B & 0 freight house. Much of that area is now leased to a motor truck and rail freight forwarding company. Other space in the office building has been leased to several food brokers. 
	111 inois Central 
	The Wisconsin Street Ya rd of the 111 ino is Cent ra 1 is 1ocated south of Wisconsin Street and extends to the Belt Railroad. It is to the east of South West Street. J.C. owns adjacent land which could be used for expansion of the yard. Other facilities include a sales office in a downtown office building, and the freight house and truck-train ramp at 301 West South Street, which are joint operations with the N & W. 111 inois Central personnel operate the South Street freight house, with the N & W sharing
	One regularly scheduled through freight leaves the Wisconsin Street Yard daily. This is a southbound, or outbound train. A northbound (inbound) through freight arrives at the Yard each day, also. Each second day, a local freight departs southbound. On the alternate day, an inbound local freight a"nives. The regular pattern, then, is three trains daily (See Table 2). 
	Between the north end of Wisconsin Street Ya rd and the South Street Freight Station, 1,.C. rail traffic is relatively small, r13presenting industrial service and shuttle service only. 
	EXISTING MAJOR RAIL FACILITIES JULY 1965 
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	Figure
	8. 
	Table 
	Table 
	Table 
	I 

	ACREAGE 
	ACREAGE 
	AND 
	CAPACITY OF 
	PRINCIPAL 
	RAILROAD YARDS 
	IN 
	THE 
	INDIANAPOLIS AREA, 

	TR
	1965 


	Capacity, 
	Capacity, 
	Capacity, 
	in 
	( I ) 

	Ra i I road 
	Ra i I road 
	Yard 
	Ra i I Cars 
	Acres 

	Ba It imore & Ohio 
	Ba It imore & Ohio 
	Moo ref i e Id • 
	288 
	21 

	Baltimore & Ohio 
	Baltimore & Ohio 
	State Street • 
	358 
	20 

	111 inoi s Central 
	111 inoi s Central 
	Wisconsin Street 
	950 
	25 

	Monon 
	Monon 
	Monon 
	234 
	8 

	New York Central 
	New York Central 
	Big Four 
	(Avon), 
	5500 
	(2) 
	550 

	New York Cent ra I 
	New York Cent ra I 
	Hi I l· 
	3500 
	87 

	New York Central 
	New York Central 
	West 
	Si de • 
	600 
	24 

	Norfolk & Western 
	Norfolk & Western 
	Nickel 
	Plate 
	240 
	8 

	Pennsylvania 
	Pennsylvania 
	Hawtho me • 
	3000 
	316 

	Pennsylvania 
	Pennsylvania 
	La Sa 11 e 
	Street 
	300 
	24 

	Pennsylvania 
	Pennsylvania 
	Transfer • 
	350 
	12 


	(I) 
	(I) 
	(I) 
	In terms of SO-foot cars. 

	(Z) 
	(Z) 
	Total storage capacity; if required. Big Four Yard is designed to classify 3000 cars per day. 


	9. 
	Table 2 
	SUMMARY OF REGULARLY-SCHEDULED FREIGHT TRAIN OPERATIONS IN INDIANAPOUS; JULY, 1965; B &· O, 1.C., MONON, 
	o ANON & W RAILROADS
	. 
	B & 0 Moorefield Yard Arrivals from west One tr-ain daily between 8:30 A.M. and 10:30 A.M. (I) One train daily between 8:00 P.M. and 10:00 P,M. Departures to west One train daily between Midnight and 2:00 A,M. One train daily between l ]: 30 A.M. and 12: 30 P.M. 
	B & 0 State Street Yard Arrivals from east One train daily between 4:30 A.M, and 6:30 A.M. One train daily between 8:00 P.M. and 10:00 P.M. Departures to east One train daily between 12:30 A,M, and 2:30 A.M. One train daily between ]:00 P,M, and 8:00 P.M. 
	111 inois Central Yard Arrivals One train daily between ]:00 A.M. and 11:00 A,M. One train Monday, Wednesday, and Friday at 4:00 P,M., approximately. Departures One train daily at 9:00 P.M. One train Tuesday, Thursday, and Saturday between 9:00 A,M, and 10: 00 A.M, 
	Monon Yard Arrival One train d_aily between 6:00 A.M. and 2:00 P,M. De,e.arture One train daily at \0:00 P,M, 
	N & W Nickel Plate Yard Arrivals One train daily between 8:00 A.M. and 10:00 A.M. One train daily between 6:00 P.M. and 10:00 P,M. Departures One train daily between 9:00 A.M. and 9:45 A.M. One train daily between JO: 00 P.M. and 10: 30 P,M. 
	(I) A11 
	times are Eastern Standard Time. 
	Monon Ra i I road 
	Local operations for this rai I road are centered in the·Monon Yard area, which extends from 25th to 30th Streets along the railroad. Within the yard area are the Monon' s lndianapol is operations and sales offices, which are housed in a new building at I 100 East 28th Street, and a ramp for truck-train service, 
	-

	Monon train operations appear as a part of Table 2. One outbound (northbound) freight originates daily from the Monon Yard, and one inbound freight terminates there each day. Switch operations proceed from the yard, both north and south. 
	The former Monon Freight· House in downtown lndianapol is is now leased by a newspaper publisher for a newsprint warehouse. Such a change in activity is common to most downtown freight houses; their space being leased to truck companies, or used for otiier· operations by the owning railroads. This situation stems from the decline, and in many instances .the complete stoppage, of rail hand] ing of l,C.l, (less-than-carload) freight. 
	The Monon's former passenger station and freight depot in the Broad Ripple shopping area, both of which had been unused by the railroad for 
	some timej now are leased to a sausage and cheese retailer and a custom 
	dress shop. The former Boulevard Passenger Station on East 38th Street 
	is now vacant, 
	is now vacant, 
	The Monon Yard was established at its present location 100 years ago at a time when rail operations differed considerably from today, Under present conditions there is I ittle room for expansion. 
	Norfolk & Western 
	In 1964, the former Nickel Plate Road was merged .into the Norfolk & Western system. In lndianapol is, the N & W operations include: l) the NKP yards located between Fail Creek and Sutherland and extending fr.om 33rd to 38th Streets, 2) a freight sales office in a downtown office build
	ing, 3) a joint freight house operation with the 111 inois Central, located at 301 West South Street, which is also the location of the~ & Wand l,C. joint truck-train ramp, and, 4) an old roundhouse at 27th and Yandes, now used for storage, and the adjacent office to which engine crews report. Locomotives origiriate and terminate operations at this location. 
	Northbound, or outbound, one through freight and one local freight originate daily from the Sutherland Avenue Yards. Inbound, or southbound, one through freight and one local freight terminate there each day. 
	The Sutherland Avenue Yard is constricted at its present level of operations. There is a need for expansion, 
	lndianapol is Union Railway (Belt) 
	Al I interchange of cars between different railroad companies must be via the Belt Railroad. The Indianapolis Union Railway Company operates 
	I l. 
	the Belt Railroad, the Union Tracks (previously described), and Union 
	Station for passengers. Although the lndianapol is Union Railway Company 
	is a separate corporation, it is owned in entirety by the Pennsylvania 
	and New York Central, 
	General offices of the i.U.R.R. are in Union Station. Focal point for train operations is the Belt Shops which are adjacent to and northeast of Union Livestock Yards. The Union R.R. locomotives operate to and from this 
	area. 
	The Ind i anapo I is Uni on owns no boxcars, f Iarea rs, hoppers, etc. Equipment on rail is I imited to 12 locomotives, II cabooses, and one tool car which is used in wreck situations. Servicing and repair of i.U.R.R. locomotives is done at the Belt Shops. Major overhaul of locomotives is performed out of state. 
	Main functions of the indianapolis Union Railway are: 1) interchange of cars among other rail roads operating in lndianapol is, and 2) service to industries located along the Belt R.R. and the Union Tracks. 
	Pennsylvania Rai I road 
	In delineating the present operations of the Pennsylvania Railroad in lndianapol is, it is necessary to consider separately the several main I ines of the railroad. These are the I Ines extending from lndianapol is to Pittsburgh, Louisville, Vincennes, SL Louis, and Chicago (Figure 4). The 
	0 
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	railroad provides passenger service on all main I ines shown in Figure 4, excepting the Vincennes line. All passenger trains use the Union Tracks 
	to Union Station. 
	Figure 4 shows a number of junctions (Thorne, Dale, Woods). Since trains cannot make right-angle turns, curved sections of track jo1n1ng two I ines are necessary. These are called junction tracks and are control led by switches. 
	Pennsylvania freight train operati.ons in lndianapol is are complex, The option between operating via the Belt RR or via the Union Tracks repres.ents a part of this complexity. A summary of freight operations is presented in Appendix A, which together with Figure 4 depicts the operational characteristics of Pennsylvania freight traffic. 
	Not shown on figure 4 are two industrial service yards and spurs which serve lndianapol is' southwestern industrial corridor. Located between White River and West Street, and between Georgia Street and Gardner Lane is the small West Yard. Extending south from West Yard is the Starch Plant Line, an industrial service spur. Part of this spur is located in the west right-of-way of Kentucky Avenue. The Starch Plant Line crosses Kentucky at Merrill and extends south to Wisconsin Street. 
	Serving Industry somewhat farther southwest is Gaven Yard, located between Minnesota and Belmont Streets on the old Vincennes main I ine. Industrial service from Caven extends from the junction with the Belt RR to the north, and to Allison's Maywood plants to the south. Between the southern-most Al I ison siding and the new Vincennes main I ine at Maywood Junction, the old Vincennes main I lne is unused except for rail car storage. 
	Regional offices for the Pennsylvania are located in Union Station, as is the lndianapol is freight sales office. A new building at Hawthorne Yards houses the Trainmaster's office, which is responsible for local operation of trains, and the freight billing department. The latter department was moved from the old freight house at Delaware and South Streets. The space in the old freight house has been leased by other companies, excepting a small amount required for the minimal Pennsylvania Railroad operation
	At Emerson Avenue and Prospect Streets, near the new office building mentioned above, is the truck-tral·n .ramp area of the Pennsylvaaia. 
	New York Central 
	Figure 5 portrays major elements of the New York Central System In Indianapolis. Main lines of the NYC radiate from Indianapolis toward these points: Cleveland, Springfield (Ohio), Cincinnati, St. Louis, Peoria, and Chicago. Passenger service is provided on the Cleveland, Cincinnati, St. Louis, and Chicago I ines. All passenger trains use the Union Tracks to Union Station. 
	Freight operations are summarized in Appendix B. Use of the Belt RR 
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	--OPTIONAL l<OOTES FOR FREIGHT T2AIN5 
	option rather than Union Tracks is of lesser magnitude than that of the Pennsylvania. On either railroad, the option to use the Belt RR or Union Tracks depends on the immediate situation as a train approaches or departs From indianapol is, The degree of congestion of rail traffic, time of day, 
	automotive traffic at grade crossings, and contr·actural charges for use of 
	the Belt. are factors that dispatchers consider in deciding whether or not 
	to use the Belt, 
	Since its opening in 1960, the Cent,·al's Big Four vard near Avon in Hendricks County, has substantially changed the pattern of operations For the N'iCRR in Indianapolis. Although this large electronic classification yard is actually outside the Study Area, a discussion of New v'o,k Central 's local operations would be meaningless unless the Big Four Yard were included, 
	The Big Four Yard is one of the Five regional classification yards of the entire New York Central System, It classifies between 2.000 and 3,000 rai I cars during a 24-hour day. Locally, the Big Four Yard has assumed the functions formerly performed at the old Brightwood Yard (Massachusetts Avenue and North Sherman Drive at East 25th), and the NYC Moorefield Yard, located adjacent to and nocth of B ~ O's Moorefield Yard, 
	Also~ activities at Hill Yard on the 5outheast have diminished consider
	-

	ably since opening of the Big l'"our Yard. in addition, the Avon ford is the location of NYC' s indianapol is truck-train ramp faci I ities. 
	Freight service operations to and from Chicago and Peoria have changed significantly since the opening of the Big ~our Yard. The NYC 
	14. 
	Chicago I ine, which runs roughly para I lei to Guion Road and joins the NYC Peoria Line near West 10th and Luett, is no longer used for freight trains (a unit coal train is an exception), Freight trains to anrj from Chicago now use the Pennsylvania Railroad's Chicago I ine from Lebanon, Indiana, south to the junction with the NYC St. Louis main I ine which leads to the Big Four Yard. 
	Freight trains to and from the NYC Peoria line also use the Pennsylvania Chicago I ine between Clermont and the junction with NYC St. Louis main I ine, This means that road trains no longer use the segment of the Peoria line between Clermont and Speedway. This segment of track is used for rail car storage, at present. 
	The Chicago main line (Guion Road) is still used for all lndianapolisChlcago passenger trains. Also, it is used by a unit coal train operating between Cincinnati and the Calumet region. This ls an integral train averaging 110 cars, each of which is an identical orange hopper car. The unit train is loaded with coal on its northbound run. Empties are returned southbound. This train uses the Union Tracks and stops at Hill yard only long enough to change crews. 
	In addition, the Central operates yet another "Chicago" track. This is the Old Chicago Main, which is parallel to the Water Company Canal, and was replaced by the Guion Road I ine for road traffic. Now operating as an industrial service I ine, the Old Chicago Main ends at West 31st Street, At its south end, this I ine joins the Union Trackso Two small industrial service yards are located on the Old Chicago Main: one at North Streets and one at West 17th Street. This I ine is mentioned because. it illustrat
	In the Central Business District, the Central leases a major portion of the Big Four Building at 105 South Meridian for its district general offices. The old freight house at Delaware and South Streets is now used by New York Central as a regional Freight Service Center. All billing for freight traffic originating at lndianapol ls and in its hinterland is handled at that location. Some other space in the old freight house has been leased by a motor trucking company. 
	Trucks have been removed for a number of years from the old City Perishables Yard at Alabama and Maryland. The Central has leased this land to a commercial parking lot operatoro A similar situation exists one block west at the former city produce yard of the Pennsylvania. 
	The Beech Grove Shops of NYCRR constitute one of the railroad's major repair shop operations. All passenger car repair, refurbishing, and rebuilding for the entire NYC System is done at Beech Grove. To put this In perspective, the Central had 2,857 passenger and passenger-service (baggage, mall, express) cars in service at the end of 1963,I This represents the total potential "market" for that portion of the Beech Grove Shops' services. Also, Beech Grove is one of the Central 's locations for major repairs
	iMoody' s Transportation Manual, 1964. 
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	FUTURE RAiL OPERATiONS 
	This section of the Rail and Termiral Analysis aims at depicting rhe 
	future pattern of rail operatiors in the indianapolis area. Two time periods are used, the short-range, 1965-1970, and the long-range .. to 1985 and beyond. In common with other predictiors of this kind, the 
	short-range portrayal is more specific; the long-range more general .. 
	This look into the futur'e takes p·1ace at a time when mergers and merger proposals are affecting r·a] lt,Jad•; which operate ln !nd!anapoliso 
	Some local effects already are evident from the merger of the Nickel 
	Plate Road into the N •· W System, Since 1963. the B ,, 0 has been under 
	the ful I contrnl of the Chesapeake ard Ohio. This arrangement, which is 
	important nationally, probably will have little effect upon Bi~ 0 opera
	-

	tions in indianapol is. however, At present_, the 1 I l tnois Central and the Monon do not figure in any merger proposals which would directly affect 
	their lndianapol is operations. 
	The merger of the New York Central and the Pennsylvania could result 
	in significant changes in local rail operation;-,., The ir1dianapol is Union 
	Railway Company Figures prominently in these changes .. These merger-induced changes and changes resulting From other causes are discussed below 
	on a company-by-company basis, This repr-esent·:-, the '3hort-range for,eca-st 
	of rail operations, and it is summarized graphically in Figure 6.. 
	The recently announced proposal for a merger between the alreadymerged N & W System and the consolidated C ''· 0 -B ,, 0 System Further complicates the depiction of Future railroad operations. At this writing, that proposal is only in the most pre I iminary stages, 
	Baltimore & Ohio 
	in Indianapolis, the assumption oF Full control of the B !, 0 by the Chesapeake and Ohio has had I ittle direct effect on operations .. There are 
	1
	0

	no C & 0 lines which are close to B !,---s west l lne fr·oni indiar,apol is (to 
	Springfield, 111 inoisl, At the eastern end of B '-·O's east I ine from indianapol is (to Hamilton. Ohio. and Cincinnati) there is a C ,; 0 I ine in some proximity, but this should not greatly affect operations at indianapol is. The picture for B .'; 0 in rnd•anapol is is one of apparent stabi I ity. 
	The expansion of trailer service Facilities at Southeastern Avenue 
	previously has been discussed, Perhaps the most significant problem facing B E-0 in indianapol is is the I imi ted capacity of the Moorefield Yard, Land for expansion at Moo•efield might possibly be obtained from the old New York Central Moorefield area north of the B & 0, The Central has only two tracks in the area now. 
	i 11 inois Central 
	The J.C. branch I ine to lndianapol is apparently is a profitable operationo Its future seems one of stabi I ity, The rai I road owns land adjacent to the Wisconsin Street Yard which could be used for expansion 
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	of the yard. However. as that yard presently has large capacity rela
	tive to operations. the i,C may well pr·efer to sel I the adjacent land 
	for industrial use, 
	Monon 
	A second new building recently has been completed by the Monon at I 100 East 28th Street. With the old roundhouse already razed, Monon bui ldi'ng structures adjacent to the yard ar·e all of recent viritage, A new food specialty retail opecation is expected to lease the old Boulevard Passenger Stat ion on East 38th Street, 
	The Monon vard itself is constricted .. One possibi I ity for yard expansion would be moving ea,3tward acro::;s the Ni~-W into the old Nickel t_.:. W ope rat io,"'S there are con30J idated at the N ·'-W Sutherland Avenue ,ard, Another possrbi I ity would involve 
	Plate roundhouse area when the N 

	the coordination of urban renewal and freeway constructior. The pro
	posed Northeast Expressway. or extension of 1-69, would run para I lei to the Monon tracks From 32nd Street to the northeast interchange of the inner Loop., The east right-of-way I ine >.:,r the Expressway, as generally located, would be only one block or less From the Monon in that segment. Construct ion of the expressway at that Joe.at ion wo·Jld leave a long, very narrow str·ip of land betweeri it and the railroad" ~his strip would be cut-off from the west by the expressway and access to the east would b
	-

	Norfolk & Western 
	With the former N,ckel Plate Road now part of the Financially strong N '' W System, it seems pr,Jbable that a program of consolidation and expansion wil I take place at the Surherland Avenue Yard, Additional capacity for the yard could be provided through expansion to the west, on railroad-owned land which extends to <ai I Creek. Truck-train ramp facil
	ities can be constr~cted in the same area. Wfth truck-train ramps in its 
	own yard, the N ,,; W r,o longer would participate with the 111 inois Central in the joint ramp operation at the South Street freight house. 
	As was indi·cated above, the Furer ions at rhe old roundhouse and the engine crew office, both presently located at 27th ar•d vandes, would be moved to the Suther·Jand Avenue Vard in such a con.sol idat ion program. 
	Pennsylvania Ral ]road 
	New York Central lndianapol is Union Railway 
	Upon final JC( approval, the merged Penn Central Transportation Company (as the new entity is co be cal led) would have opportunities for making 5Jgnlficant change,·) ire i'ndianapo! is r-ai l operat !ons" As presently foreseen, activity at the B'g Cour vard at Avon would be even further 
	18, 
	increased, Operations connected with industrial service to east-side industry are to be concentrated at Hawthorne Yard. The Central's West Side Yard is proposed as the chief yard for industrial service to westside industry. Avon, Hawthorne, and West Side Yards, then, would be the principal local yards under the merged operation. Operations at the other existing yards of both the PRR and NYC would be relatively less important after effectuation of such changes (compare Figure 6 and Figure 3). It is anticipa
	The Belt Railway tracks of the lndianapol is Union would provide opportunities for the merged company to by-pass parts of the more-congested areas of lndianapol is in freight operations. As grade separations are in place in a majority of the Belt's crossings of the arterial street system, the Belt-routing of additional freight traffic holds promise as a means for alleviating some crossing delays. 
	There would be problems in effecting such routing, however. Operations on the Belt Railway now have a maximum top spe6d of 15 miles per hour. To increase the speed of operation, some re-working of present trackage and rnadbed would be required, along with the re-laying of some tracks recently removed. 
	The segment of the Belt Railroad which wel I may have first priority for through freight re-routing is that extending from the Belt junction with the Pennsylvania main I ine near LaSalle Street (Panhandle Junction) to the junction with the New York Central Cleveland I ine in the Brightwood area. Ind i anapo Ii s-C I eve I and freight trains cou Id use the Pennsy 1van i a' s Pittsburgh I ine from Union Tracks to Panhandle and the Belt from there to Brightwood. As far as grade crossings are concerned, this r
	-

	Another reason why this particular segment of the Belt RR might be used for handling more freight traffic is that the Belt's own interchange and industrial traffic is relatively low there. It should be noted that such interchange functions of the Belt would be continued despite the increased traffic. 
	In this Transportation and Development Study, data on vehicular traffic volumes have been organized and are available for each of the crossings named above (and for many others). Detailed data on rail volumes -which are summarized in Figure I presented previously -also are avai !able. 
	19. 
	This a0alysis attempts to pre;e~t swch inf~rmatio" on Future operations as is presently knowt"',o ~he suggestion f,:,t the u5e of the Belt RR for by-pass fr·eig~t operatiors has been made as one porteriding p~ssible benefits both to the community-at-large and to the local rai I road industry, The use of the Belt mighc eliminate need Foe new right-0F-,1ay for a rail by-pass fad·her east, The tndiarapol is U0i::>ri RR nO'W has a 999-year lease on the present Belt rigct-of-way, 
	-

	Unio~ Station, Pre3e1t. ard For·eseeable future passenger operat1ons could be accommodated in a ,;tructur·e rruch SfTlallcr· than the existing Union Station, OfF!ce:, oi= the Petir:-;vlvar!a arci the indiatiapol is Urlo:,.,. now located in Ur,ior: Star!or, could be moved to arather office bu! lding, This would release the n::H·th portior1 of Jr!or Stdtion For-other land u3e" 
	Beech Grove Shop,, After final approval .:,F the N<C-PRR mecger· the marketfor Beech Grove pa.s-;enqer· ser-v!ce car repair· operations rr:ght well be increased by the addir,on oF a sJb,tantial poction, or all, of the Pennsylvania passenger Fleet. whkh nJmbecs 3,417 cars,2 In freight car repairs, Beech Gr,JVe wi 11 concentcate or spec,al ly-equipped cars. DF /r"'. any evert. t'7e Beech Grove Shops are expected to be continued as a major facility w1thi0 the merged system. 
	11
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	cars; 3-rack auto carsj etc, 

	As of December 31 1963; as reported in '1oody' s rransportaticJn Manual J,2,§!±, 
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	LONG-RANGE TRENDS 
	After the short-range changes described in the previous sections take effect, the picture concerning additional changes in the long-range becomes less clear. In general, trends in rai I traffic in the Study Area can be expected to follow national trends, In the same manner, longrange changes in railroad land use can be expected to follow emerging national patterns. 
	Freight Traffic 
	In each of the five years from 1960 through 1964, railroads handled approximately 43 percent of total intercity freight traffic in the U. S, By maintaining a stable share of an expanding market, total freight tonmi Jes carried by rai I generally increased during that period, The table below presents rail road freight ton-miles and the estimated railroad share of total intercity freight tr'affic.3 
	Per cent of Freight Ton-Miles Total intercity by Rail Freight 
	1960 579, I 3 0, 000 43,7 1961 569,997,000 42,9 1962 599,977,000 43, I 1963 629,337,000 43,0 1964 667,200,000 42.9 
	To place this in perspective, here are the percentages of total intercity freight hauled by other transportation forms in 1964: trucks, 23.8%; Great Lakes shipping, 6.6%; rivers and canals, 9.4%; oil pipe-I ines, 17.2%; and, air, 0.1%,4 
	The extension of the five-year trend indicates increasing ton-miles to be carried by rai I. Locally, this would result in increasing rai I traffic" Such local data as are available corroborate this in the short-range, Local rail business in 1964 was sl igntly above 1963, and the first half of 1965 showed a significant increase over the first half of 1964. 
	Passenger Traffic 
	A succinct summarization of the 1964 record for rail passenger traffic is made in the 1965 Yearbook of Railroad Facts of the A,AoR, --"On the passenger side, commutation travel increased by 2 per cent, but inter·city passenger-miles dee.I ined about I per• cent in coaches and 7 per cent in sleeping and parlor cars"" The dee] ine in intercity passenger mi ]es is a continuation of a long-range trend going back to the end of World War I J, 
	f American Railroads, Yearbook of Railroad Facts, 1965 and 1964. (Figures include mail and express.) Loe. Cit. 
	3 Source: Association o
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	It may be that tf-iis decline 1:1 loqg-haul pas·::,erqE:r is levellingoff, A recent s,.irvey o;: ir,rerc1ry p2;:;2n•~er· op3r-atlons repotted rnodest gr·ot.n1d:> For optimi :,m, de-:;pite pere.,....,ial prob'lerrs .. 5 CoritinuatiJr"> of inter-city pa•:;.senger-travei at or near •ts pre,,ent Je\,el of service t,J i-1diar.apol ls i .s the prospect f,Jr the f,..1t 
	tr·3ff.ic 
	11
	11 
	1

	-1re6 
	An ifflponderable which conc.eivably co;_jJd afi:ect the fJture or inter-city r·ai l passenger tr·affic is the developrrer't. '); higlispeed techr,-Jlog!cal ly advanced passenger eq0lpment combined A1th automated operations, As corridors between metropol i-se:-; become rno:E:, cor:ge·;te,:J. and as gr·ou0d t irre From airports to cer:tral bu:;l,1es.:; dfsirict:; '~.creases fTledi...,m-distdrc.e passenger traffic may revert to rail. 
	-

	The national ircrea3e in ral l p.-;1s·::ier1get corrm·.,tatlon tr·affic. i,...1 1964 may have long-ra11ge slgnlflcarc.e for '.nd1:3rapol ;s, !t ha·; been 3;Jr'rr,ised (e ra·1 l rapid t.rar":,it" !n this preserL analysi-:, oF rai1roa::i oper·at>::-•~·, and iarid u:.e, ri0 attempt is made to assess the need for· fut0re rail rapid tra-;[c in the StJdy Area, However, it should be noted rhat the ('>kele1a·1 fr-arPework for a rapid tran·sit sy:3tern is even now present ir. the Toi·m .,Jf '."!d!a,.•apol i·-:, exis
	that !ndianapol is ;., the ·1ong rar~ge inay req·Ji 
	1
	1 

	Trailer on ;; at Car 'Traffic 
	1

	Because of its pote..-,t)al For f,_ittJre 9rowrh. pigqvback tr·affic. deserves l!idivldual discu5s!·J:L A relatively rew cla:.s of service. the trailer-on-flat-car business ha-·; exper-ie•,ced a renar-kable gr<)v,Jth: in th:e past decade, The riumber· of rai 1 car·s loaded \i✓ 'th highway trailers and containers and handled by all Class i railroad•; in the United States for the years 1955-1964 is shown below.. 6 
	'.::na I Piggyback !__ oadirig 
	v·ea r 

	1955 I 68. 150 1956 207.783 1957 249, 065 1958 278 Q/ I 1959 508 
	416. 

	1960 554 I I 5 1961 591 2,6 1962 706. 441 1963 79: 474 1964 890 216 
	1

	While even the 1964 piggyback t,:ital comp'i.,cS ,,nly a rnir:,r portion 
	5 liPas.seriger Market he Long-i-lau I P:ctureRa~~ay_6_g§. May 17., 1965. p,32, 6 American Assoc i at :,:::iri of Ra i J r·oads Vea,book oF Railroad >acts 1965 Edition, 
	1 
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	of the 29,000,000 total carloadings for that year, it does represent a doubling for this class of service in the past five years. Furthermore, prospects for the future appear bright. Locally, the importance of piggyback service has been recognized in the planned expansion of the B & 0 ramps, the proposed new N & W ramps, and possible relocation of the New York Central loading facilities from Avon to Hawthorne after completion of the NYC-PRR merger. 
	New Uses For Ra i I road Land 
	As the function of some rai I yards is eliminated, and as activities at others decrease, land becomes available for other uses. The former Brightwood Yard of the New York Central has been completely developed in non-railroad uses, including a shopping center and a drive-in theater. The downtown commercial ~arking lot operations on the old city produce yards are another example of such change In use. It is anticipated that industrial and commercial land uses wil I be developed on unused rai I yard 
	areas" 
	areas" 
	In many respects, there is mutual advantage both to the railroads and to the community in the developing pattern of railroad-related land uses in the long range. Arthur E. Bayl Is,, Vice President -Marketing of the New York Central System, has expressed this mutuality in these terms: 
	"To the fullest extent possible, rai I road plans call for the bypassing of metropolitan areas with their freight services; the selling off of their freight facilities and the moving to the outskirts. Through the methods now being employed and planned, freight yards, freight handling facilities and transfer points will develop outside the congested areas. This should be helpful to these metropolitan areas as it wi 11 enable the redevelopment of the 'other side of the tracks into more attractive usage."? 
	I 

	In recent years, greater lndianapol is has witnessed features of the trends described by Mr. Baylis. Non-railroad land uses now exist on former ra i I yards. Activities at downtown freight houses have diminished or changed entirely. As such changes continue, it is wel I to remember that they are establishing the pattern for the future. 
	Nineteenth century patterns of railroad land use have persisted in lndianapol is with relative inflexibility until quite recent times. Today, some flexibility is possible, mainly due to changes resulting from mergers of railroad companies, and from recent technological advancements in railroading. The pattern for the future will derive from decisions to be made in the next few years. Chief among the decisions will be the designation of appropriate new uses for land to be released from its pr·esent railroad
	nging Technology and Land Requirements In Urban Rall Freight Distribution'', Proceedings of the National Synposium on the Dynamics of Urban Transportation, Automobile Manufactures Association, Detroit, 1962. 
	7 Arthur E. Bay] is, "Cha
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	TRUCK TERM i NALS 
	At mid-year, 1965, slightly more than 7,000 persons were employed in the local and long distance trucking industry in the Study Area. About 4,400 of these people were employed by firms operating the 107 truck terminals which are examined in this portion of the Rail and Terminal Analysis, included among these terminals are al I local terminals for 
	over-the-roadmotor freight carriers 1 and the terminals of major local 
	11
	11 

	freight forwarders, Not included are household goods movers, parcel 
	delivery service:;~ and leased trucking operations, 
	Truck Terminal Survey 
	With the cooperation of the Indiana Motor Truck Association in the mai I ing process, each of the 107 terminals included in this analysis received a questionnaire in m'd-Macch, 1965, A copy of the Truck Terminal Survey Questionnaire appears in Appendix C., 
	By mid-May, 56 responses to the Survey we•e received. Terminals responding comprise 52 per ceot of the total. Subsequent discussion of the characteristics of truck terminals generally is based upon these 56 responses. Of the 4,400 employed locally by the firms operating the 107 terminals, 3,000, or 68 per cent. are employed by the 56 Firms responding to the Survey, Truck drivers comprise 42 percent oF the 3,.000 employ
	-
	-

	ees of the terminals, with managerial. clericals and miscellaneous .;:)ccu
	pations accounting for the balance, 
	Location of lruck Terminals 
	The locations of the 107 truck terminals to which questionnaires were sent are shown in Figure 7, The locatiors oF the 56 terminals responding to the Survey are geographically representative of the total number of 

	terminals, 
	terminals, 
	Two clusters of truck terminals are noticeable on ~·ig'Jre 7. The 
	larger is centered on the i~tersection of West Morris and South West 
	Streets. From this cluster; concentrated terminal activities extend 
	west along Morris to the 4500 block, and south along West Street to Troy Avenue, The smaller cluster is centered on the intersection of West South Street, Kentucky Avenue and South West Street, From it. terminal activities extend east along South Street to South East Street. 
	Ninety-three of the 107 terminals are, located in these two clusters and the extensions described. Within this area (out I ined by the triangle on Figure 7) are found 87 per cent of the Study Area's truck terminal S, 
	Traffic volumes for the major streers in the area of truck terminal concentration are shown in Figure 8. A good portion of this traffic is directly generated by the truck terminals, Of the 52 terminals responding 
	to Survey Qwestfon Go~ truck arrivals and departures on an average day. 
	Four handled between 100 and 185 arrivals and departures" Another 20 terminals handled between 30 and 70 tr0cks daily, and the remainder less than 30. There were no respondents which handled 71 to 99 truck arrivals and 
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	TRUCK TERMINAL LOCATIONS 
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	STREET TRAFFIC VOLUMES IN TRUCK TERMINAL CONCENTRATION AREA 
	FIGURE ~lJMe,ER 
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	departures on an average day. Three of the four terminals handling 100 or more trucks are in the triangular area of terminal concentration, as are 18 of the 20 handling between 30 and 70 trucks daily. 
	On a typical day, the 52 terminals handle a total of 1,540 truck arrivals and departures. Four large terminals handle 32 per cent of the daily total. The 26 terminals which handle less than 20 arrivals and departures daily altogether account for 17 per cent of the 1,540 total. The remaining 51 per cent of the total is handled by the 22 terminals which handle from 20 to 69 arrivals and departur·es daily. 
	Terminal Land Area and Floor Area 
	For the 44 terminals providing usable responses on the question concerning terminal acreage, total land areas range from 0.2 acres to 
	20.0 acres. Median size is 4.3 acres. Five of the terminals have sites of 2.0 acres, and another five terminals are 5.0 acres in area. These are the most frequently occurring sizes. 
	Twenty-one, or nearly one-half, of the 44 terminals have land available for terminal expansion on their present sites. One terminal reports that it has 10.0 acres set aside for growth at its existing location. This is the largest acreage reported available for future expansion on present sites. Another four ter·minals have 5.0 to 9.9 acres designated for possible enlargement of operations. At the other end of the spectrum, five firms each have less than 1.0 acre. Eleven other terminals can meet possible n
	Floor areas of the responding terminals vary from 600 square feet to 120,000 square feet, reflecting wide differentials of levels of operation among the firms. Median floor area is I 1,100 square feet. Total floor area for al I responding terminals is 700,000 square feet. Of this total 450,000 square feet, o,· 65 per cent, is in dock area. 
	For two-thirds of the terminals, total floor area in bui I dings represents less than 10 per cent of total land area of the site. The larger portions of terminal sites are used for truck and trailer parking, maneuvering and circulation, and as prnviously indicated, in land held for future expansion. Total land area for all responding terminals is 253 acres. Total floor area of these terminals represents only seven per centof the land area. 
	Capacities of the terminals, in terms of number of loading doors, varies greatly. This determines the number of trucks which can be loaded or unloaded at one time. Two of the 46 responding terminals can each handle only two trucks at one time, The largest terminal can accommodate 86 trucks simultaneously. Five of the terminals have 12 loading doors, and another five have 20. Twenty is also the median number of loading doors for the 46 terminals. 
	Eighty-two per cent of respondent firms a re cross-dock term ina Is. 
	27. 
	!n a cr·oss-dock operation, over'-the-road trucks can be !Jaded and un
	loaded on one side of the dock, wni]e local trJcks are handled on the other side. Cross-dock operat.Tor, is deemed an efFeciert method, Of 
	the elght terminals not having cross-dock~ Fl~e are planning to move to new locations in metropolitan iridla:-iapoI is ,fll!thin the next five years. The remain1ng three. which report no plars For relocating or expanding, ar·e smaller· ope rat ions" Two of the three have terminals constructed from 1941 to 1950, and the third has a terminal dating from the period 
	1951 -1959, 
	Age of r·ermirals 
	Nine of the 48 terminals responding to this question reported that the major portion of their termir,aj strJcture was bJilt since January I, 1960, During the years 1951 through 1959, the riaJor portions of another 22 terminals were constructed, Seventeen e1f the term'nal, date from 1950 or earlier, with eleven of these corstrJcted prior to 1941, 
	!n per-c.entages, 19 per cent of these termirials h,;1ve recently-constructed terminals dating from 1960 through to the p•esert, 46 per•cent of the firms operate from terminals built during the 1951-1959 period, 12 per cent have structures dating from 1941 to 1950, and bui idings of 1940 or' earlier vintage house the oper'ations of the remaining 23 per cent of the terminals, 
	Composite of Exi3ting ·r·ermi~als 
	Through analysl"s of respon'3e.3 to the Truck Terrrinal Survey a portrayal of the typical 1nd:anapol ls truck terminal can be made, This typical tenninal is located in the sourhwestern portion oF the St,Jdy Area, in a triangular area 'With one apex at 4500 West Morr is Street near the Pennsylvania Railroad SL Louis I ine, another ape~ at Bluff Road and Troy Avenue. and the third near the intersection of South East Street and East South Street. 
	1 

	The terminal !Son a site of 4"3 acres" There (s a fifty-fifty chance that part of the site Is available for future expan-;ion" Floor area of this typical operation totals 11,100 squar·e Feeti with dock area constitut ing 65 per cent of that totaL It is a cross-dock terminal with 20 loading doors. The major portion of the terminal was built in the I950's, and it presently handles. on the average. 30 truck arricais and departures daily. 
	-

	Recent Changes in Ter·m\1-ial LOC.at~ons 
	Figure 9 shows both the Former and the present lncations for 13 respondent terminals which have moved to their present locations since the beginning of 1960. Generally< the moves have been outward, with the southwestern triangle of termlral concentration favoredm 
	Not all these moves wer·e to newly cor.structed terminals. of course" In four cases" the r·elocatio11 wa:> to an existing vacant terminaL For the nine that did move to :1ev>1ly-bu!!t termina·I:;_, there is ratable similarity in the land area of the new sl t.es, Seven of the n!ne terrrinals have land 
	RELOCATION OF TRUCK TERMINALS: 1960-1965 
	Figure
	Figure
	A«loA OP T""MINAI.
	CONCENTl>ATION 
	areas ranging from 5.0 to 7.0 acres. One small operation is less than one acre in size, and the remaining terminal of these nine is on a site 
	of 15.0 acres. 
	Terminals' Plans for Future 
	Twenty terminals report plans for expansion or relocation to another site in the Study Area by 1970. These terminals represent 36 per cent of the 56 terminals responding to the survey. Following is a breakdown of the plans of the 20 terminals: 
	Planning to expand at present location by 1970.....4 terminals. 
	Planning to relocate within lndianapol is area by 1970; future site 
	already chosen ..... 6 terminals. 
	Planning to relocate within lndianapol is area by 1970; future site 
	not yet chosen ..... 10 terminals. 
	Figure 10 shows the present locations --and future locations where known --of these 20 terminals. For the six firms having a future site already chosen, the direction of the forthcoming move will be outward in every instance. 
	These short-range future relocation olans reinforce the pattern shown by Figure 9. The direction of relocation is outward, and generally within the southwestern triangle of truck terminal concentration. 
	TERMINALS PLANNING NEW OR EXPANDED FACILITIES WITHIN THE NEXT FIVE YEARS 
	Figure
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	30. 
	NEW SITE FACTORS 
	In the Survey, terminals were asked: 
	In what order of importance would you rate the following factors in choosing a new site for your terminal? 
	Convenient access to an Interstate Highway (expressway) 
	Convenient access to a rai I I ine 
	Proximity to downtown Ind i anapo I is 
	Proximity to major indust r i a I areas 
	P rox Im ity to other terminals 
	Land costs 
	Land costs 
	Other 
	----,-----,----.,.----
	-

	(specify) 
	Sixteen of 46 responding firms reported that proximity to other terminals is the most important factor in selecting a new site. Rated as first choice by 12 terminals was proximity to major industrial areas. Eleven terminals gave first importance to convenient access to an Interstate Highway. Of the remaining seven respondent firms, five reported land costs as the factor of greatest importance and two chose proximity to downtown lndianapol is. None of the terminals gave first rating to 
	convenient access to a rail line, 
	A summarization of the factors rated as first, second, and third importance appears in Table 3. 
	Tab I e 3 
	SITE SELECTION FACTORS 
	Importance 
	Importance 
	Importance 
	Rated As: 

	Factor 
	Factor 
	Fi rs t 
	Second 
	Thi rd 

	Proximity 
	Proximity 
	to other 
	terminals 
	l 6 
	12 
	6 

	Proximity 
	Proximity 
	to major 
	industrial 
	areas 
	12 
	l 6 
	10 

	Convenient 
	Convenient 
	access 
	to 
	an 
	Interstate Highway 
	11 
	7 
	7 

	Land 
	Land 
	costs 
	5 
	4 
	4 

	Proximity 
	Proximity 
	to 
	downtown 
	lndianapol is 
	2 
	2 
	12 

	Convenient 
	Convenient 
	access 
	to 
	a 
	ra i 1 
	1i ne 
	0 
	0 


	.31. 
	The number one ratings of proximity to other terminals and of. proximity to industrial areas show a direct relationship to ~e5po~ses to Questions Kand L which concer·n the land uses to which local del Iver !es ar<e made, and the land uses from which shipments are picked up. Seventeen of 38 respondents made 50 pee cent or more of their local deliveries to other terminals. Another 12 terminals made 50 pee cent or more of their local deliveries to manufacturing plarts" On soJrce of :sl-iipmerits" 23 oF the fi 
	-
	-

	As proximity to downtm,1/n tndianapol is !·:, one of the factor·s in the ratings, It is interesting to examine the responses to the question concerning shipment pick-ups frorn and de! iveries to lndiar.apo] is Mi le Square" (Question R). Only three te,·minals reported that more than 25 per cent of their pick-ups or del lveries or1g1nated from or were des-tined for the Mi I e Square, 
	1 
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	Present Zoning for Truck Terminals 
	Zoning for truck terminals in all parts of Mar·ion Co.Jnty i·s regulated by a metropolitan area industrial zoning ordina,ice, Tr,Jck terminals are permitted in four i!!dustrial categor'ie-5 and are subject to the same development standards and per·forrnance standards as the other uses perwitted ln those categories., in additio'"l: ther·e are ·3pecial r·egulations which apply only to truck terminals, These are summacized in Table 4. 
	Table 4 
	ZONiNG DISTR!CTS FOR TRUC~ fERM'NALS, MAR'ON COUNTY 
	Zoning 
	Zoning 
	Zoning 
	'Terrnlrial 
	Size 
	Special 

	Distr·ict 
	Distr·ict 
	Name 
	Restr!ctiori 
	Regulat fon 

	1-3-S 
	1-3-S 
	Medi um 
	.!ndu·str!al 
	Suburban 
	Less 
	than 
	ter 
	ac re·s 
	(applicable 
	to 

	TR
	al I 
	four 
	dis

	1-3-U 
	1-3-U 
	Medlum 
	industrial 
	Urban 
	Les::, 
	than 
	ten 
	ac~es 
	tricts) 
	"The 

	1-4-s 
	1-4-s 
	Heavy 
	Industrial 
	Suburban 
	None 
	parking o' trucks and/or 

	TR
	trai le.rs 
	shal I 

	1-4-u 
	1-4-u 
	Heavy 
	! ndu st r ia 1 Ur·ban 
	None 
	not 
	be 
	defined 

	TR
	or 
	construed 
	as 


	Source: 
	Source: 
	Source: 
	Industrial Zoning Ordinance of Marion County, Indiana, Metropo I i tan PI ann i ng Depa rtmenL 1963. 
	out·:)ide storage in computing pecmited outside storage and oper·ation within said 

	TR
	districts.," 

	32. 
	32. 


	In that portion of the Study Area in Hamilton County (Carmel and Clay Township~, truck terminals are placed in the zoning category 1-1 (Industrial). In Johnson County (part of which is in the Study Area), truck terminals are permitted in the following five zoning districts, provided that the terminals meet the specific performance standards applicable: A (Agricultural), B-2 (General Business), RS-2 (Suburban Residence -2), I (Industry), and IR (Industry Reserve).9 The City of Greenwood, which is in the John
	8 Master Plan, Carmel, Indiana, 1961. 9 Master Plan, Johnson County, Indiana, 1961. IOzoning Plan, City of Greenwood, Indiana, 1962. 
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	TRUCK ROUTES 
	Figure 11 shows truck routes in the Study Area. All federal and state highways legally are truck routes. Local governmertal units must have the permission of the Indiana State Highway Commissior to prohibit trucks from using state and federal routes within the local unit's jurisdiction. Obviously, a satisfactory alternate route must be provided. 
	In addition to the arterial framework of the 5tate and federal routes, Figure 11 shows truck routes established by city and county authority. Trucks are prohibited from some streets and segments of certain other streets by specific ordinances, usually covering arterials in residential areas. However, in some cases special permits are obtained for individual vehicles. 
	The Study Area;s network of truck routes must provide efficient channels for both through trucks and local deliveries. As depicted in Figure I!, the present network does provide for truck access to most parts of the Study Area. Notably, the triangular area of truck terminal concentration to the southwest does have a lattice of truck routes which 
	is important to its terminal functions. 
	There are problems, however. Gaps in continuity on local arterials open to truck traffic comprise one set of problems. To cite one example, there is a gap on East 10th Street between Emefson and Ari ington. Trucks are permitted on East 10th Street to the west of Emerson and east of Ari ington, but not between. 
	Another problem is that of low clearances, Underpasses that do not provide sufficient clearance for trucks can prohibit trucks as effectively as ordinances. It seems i] logical that streets having low clearance points should be designated as truck routes, but some are. 
	Indiana state law al lows a maximum truck height of 13 Feet, 6 inches. !n a study of railroad grade separations, the Indianapolis Regional Transportation and Development Study found Fourteen that are on designated truck routes and which have clearance height of ]e,;s than 13 feet, 6 inches. One of these grade separations has a clearance heighr of only 10 feet 5 
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	incheso 
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	POTENTIAL GROWTH OF TRUCKING INDUSTRY IN ND•ANAPOLIS 
	Judging from the perfo•mance of responding terminals during the past four years, prospects for the !ndianapol is trucking indust,y a•e bright indeed, •or the year 1960. these terminals handled a total of 1,3 
	mill ion 
	mill ion 
	mill ion 
	tons 
	oF 
	freighL 
	These 
	same 
	terminals 
	handled 
	total 
	Freight 
	of 

	L9 mi 11 ion 
	L9 mi 11 ion 
	tons 
	in 
	1964, 
	This 
	'·s 
	an 
	increase of 46 p
	ercent 
	in 
	tonnage 

	handled. 
	handled. 


	Growth of the indianapoii·s truckir.g inciustcy also w'II be keyed to trends in the trucking industry 11ational ly" inr,ovation and technological advancement are playing roles in the national picture. As an example, one innovative procedur·e inv-::.>lves the combiratiori of railroads and local short-haul truckers in a new piggy-back plan. Arthu, Bay I is describes the new plan in these teems: 
	Tliis new innovation, which work.:> very successfully for· terminal 
	11

	hauls up to 75 to 100 mi Jes, embraces the short-haul truckers' 
	service on one or both ends of che r·ai I road haul, The trucker acts as agent for the railcoad and u.sing che short-haul 'know how' and adequate truck terrrii r,a I -fac i lit ie.s exped [ tes movement from 
	shipper to raf !head or frofll r·a! l terminal to final customer distination or both. 't is quite possible that during the coming decade this type of combination service wil I be the main means of 
	performing urban Freight transportation work,' 1
	1 
	1 

	In a program such as this there are obvious lmpl ication.s concerning land use relationships between truck terminals and railroads. 
	National trends in the trucking industry have an effect upon that industr-y in !ndianapol is, of course, One broad measure of national trends is truck registrations. Total truck regiscrations in the United States for the past ten years are shown in Table 5. While maintaining a stable percentage to total motor vehicle registrations, truck registrations have increased 27per cert during the ten-year period. 
	Local truck registration data ace not scrictly comparable to the national data presented below. Upon the basis of those data which are available .. it appears thac truck registrations in the Srndy Area have grown at a r·ate comparable to that of the nation. 
	!ndlanapol is possesses centr·al geogr·aphic ·1ocation in the nation" !n the corning decade, the completion o• the 'nterstace ~ighway System should emphasize indianapol is' advantages as a location for tr·uck terminal so 
	11 Arthur E, Baylis, op, cit,. p, 3, 
	Tab I e 5 TRUCK REGISTRATIONS, U.S., 
	Tab I e 5 TRUCK REGISTRATIONS, U.S., 
	Tab I e 5 TRUCK REGISTRATIONS, U.S., 
	1955-1964 

	Per cent of Total Year Tota I Trucks Motor Vehicles 
	Per cent of Total Year Tota I Trucks Motor Vehicles 

	1955 1956 1960 1961 1962 1963 
	1957 I 0,960,814 I 6, 
	3 
	3 
	3 
	3 

	1958 11, 158,561 I 6, 
	1958 11, 158,561 I 6, 

	1959 • 11,659,717 I 6. 
	1959 • 11,659,717 I 6. 

	1964 14,041,445 I 6. 
	1964 14,041,445 I 6. 


	I 0, 302,987 I 0, 694,262 11,937,589 12,286,430 12,809,150 13,423,327 
	I 6.4 16.4 
	I 6,2 I 6,2 I 6,2 I 6,2 
	Source: Automobile Manufacturers Association, Inc,, Motor Truck Facts, 1965 Edition. 
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	APPENDiX A 
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	,UMMMW OF REGULARLY-SCHEDULED FREIGHT TRAINS IN INDIANAPOLIS, PENNSYLVANIA RAILROAD, AUGUST., 1965 
	Train 
	Train 
	Train 
	Direct ion 
	Days (D=Dai ly) 
	Originates 
	Terminates 
	lndianapol is Operations 
	Time (approx.) 
	(E.S.T.) 

	Chicago 
	Chicago 
	-Louisville Lines 

	ll 
	ll 
	-l 
	N 
	D, except Sunday 
	Hawthorne Yard 
	Logansport 
	Belt RR up cars then to 
	to Woods, pick-at Transfer Yard, Davis and north. 
	leave Hawthorne 9: 00 A.M. 

	IL 
	IL 
	-2 
	s 
	Di exc o Mon. 
	Logansport 
	Hawthorne Yard 
	From north to Davis, then ~ast to Woods. From Woods to Hawthorne via Belt RR. 
	Arrive Hawthorne 6: 00 P.M. 

	IL 
	IL 
	-3 
	N 
	D~ exc. Sun. 
	Lou i sv i 11 e 
	Hawthorne Yard 
	From then 
	south to Belt at to Hawthorne. 
	Dale, 
	Ar. Hawthorne 6:30 A.M. 

	IL 
	IL 
	-4 
	s 
	D, exco Sat. 
	Hawthorne Yard 
	Louisvi ! le 
	Hawthorne to Dale via Belt, then south. 
	Lv. Hawthorne 4:00 P.M. 

	IS 
	IS 
	-5 
	N 
	T-Th-F 
	Columbus, 
	Ind. 
	Hawthorne Ya rd 
	From south Dale, then 
	to Belt at to Hawthorne 
	Ar. Hawthorne 5: 00 P.M. 

	IS 
	IS 
	-6 
	s 
	M-W-F 
	Hawthorne Yard 
	Columbus, 
	Ind. 
	Hawthorne to Dale via Belt, then south. 
	Lv. Hawthorne 8:30 A.M. 

	w \.0 
	w \.0 
	NS 
	-7 
	N 
	D, exc, Sun. 
	Lou i svi 11 e 
	Chicago 
	From south to PRR Freight House to set-off piggy back cars for east points; then by Union Tracks to Transfer Yd. Sets-off and picks-up cars at Transfer, then on to Logansport via Davis. 
	Lv. Transfer l 1: 45 P.M. 


	.i=0 
	.i=0 
	.i=0 
	-

	NS 
	-8 
	s 
	D 
	Chicago 
	Louisville 
	From north to Transfer Yd., vi a Davis, Sets-off at Transfer. Proceeds to Hawthorne Yd. with option to use Belt or Union Tracks. New NS-8 made up at Hawthorne, Proceeds to Dale via Belt, and then south. 

	TR
	lndianapol is 
	-Vincennes 
	line 

	TR
	IS 
	-16 
	SW 
	D, exc. Sun. 
	Hawthorne Ya rd 
	Martinsville 
	Via Belt to Woods, pick-up cars at Transfer Yard, then to Kraft and Maywood and southwest. 

	TR
	IS 
	-15 
	NE 
	D, exc. Sun, 
	Martinsvi I le 
	.Hawthorne Ya rd 
	From southwest to Maywood, then to Transfer via Kraft. Set-off at Transfer, then to Belt at Woods and on to Hawthorne, 

	TR
	Pittsburgh 
	-
	St. 
	Louis 
	Lines 

	TR
	n 
	-3 
	w 
	D, exc. Mon. 
	New York 
	St. 
	Louis 
	Via Union Tracks. Stops only to change crews at Pine. 

	TR
	TT 
	-4 
	E 
	D, exc, Sun. 
	St. 
	Louis 
	Harrisburg, Pa, 
	Via Union Tracks. Stops only to change crews at Pine, 

	TR
	APS 
	-I 
	W 
	D 
	Columbus, 
	Ohio 
	SL 
	Louis 
	Change crews at Pine. Via Union Tracks to Transfer Yd, Picks-up ca rs and proceeds west. 

	TR
	LCL 
	-3 
	W 
	Di exc, Mon. 
	New York 
	St. 
	Louis 
	From east to Hawthorne via Thorne, Cuts-off and picks-up. Then by Belt to Woods and west. 


	Ar. Hawthorne 5: 30 A.M. Lv. 6:30 A.M. 
	Lv. Hawthorne 8:00A.M, 
	Ar. Hawthorne 6 30 P.M. 
	Ar. Davis 
	9:50 P.M. "Trailer 
	Tra in. 
	Tra in. 
	11 


	Traile1 -Train
	Traile1 -Train
	11
	11 

	Ar. Thorne 3:00 A.M. 
	Auto Par·ts Special 
	0 
	11 

	Ar. Davis I 0: I 5 P. M. 
	Ar·, Davis 
	3: 00 A.M. 
	.j:" 
	2 E 
	cc -

	CL -l w CL -2 E CI -3 w 
	Cl -4 E 
	SW -I W 
	SW -2 E SW -6 E 
	SW -8 E 
	SW -9 E SW -10 E 
	SW -30 E 
	D 
	T-Th-Sat M-W-f 
	D D D 
	D D 
	D 
	D D 
	D 
	St. Louis 
	Richmond, Ind. Hawthorne Yd. 


	Cincinnati 
	Cincinnati 
	Hawthorne Yd, Pittsburgh 
	Hawthorne Yd. St. Louis 
	St. Louis 
	Col um bus, Ohio St. Louis 
	Terre Haute 
	Columbus, Ohio 
	Hawthorne Yd. Richmond, 
	Ind. Hawthorne Yd. Cincinnati St. Louis 
	Pittsburgh Harrisburg, Pa. 
	Pittsburgh 
	Hawthorne Yd. Harrisburg, Pa. 
	Hawthorne Yd. 
	From west to Transfer Yd.; sets-off, then to Hawthorne Yd. via Belt; then to Thorne and east. 
	Thorne to Hawthorne. 
	Hawthorne to Thorne and east 
	Vi a Richmond, Ind. to Thorne. 
	Via Thorne and Richmond, Ind. 
	Thorne to Hawthorne, setsoff and picks-up. Then via Belt to Transfer Yd. for pick-up, and then west. 
	Via Thorne. 
	Via Union Tracks. Drops 
	Indianapolis perishables at Pine. 
	Via Union Tracks. Change 
	crews at Pine. 
	Via Thorne. 
	From west to Woods, then 
	to Hawthorne via Belt. 
	Sets-off and adds at 
	Hawthorne, then to east 
	via thorne. 
	From west to Transfer Yd. 
	then to Hawthorne via Belt. 
	Lv. Thorne 11:45 P.M. 
	Lv. Thorne 11:45 P.M. 
	Lv. Thorne 11:45 P.M. 

	Ar. Thorne 3:00 P.M. 
	Ar. Thorne 3:00 P.M. 

	Lv. Thorne 8: 00 A.M. 
	Lv. Thorne 8: 00 A.M. 

	Ar. Thorne 3:00 P.M. 
	Ar. Thorne 3:00 P.M. 

	Lv. Thorne 7:00 A.M. 
	Lv. Thorne 7:00 A.M. 

	Lv. Davis 4: 30 A.M. 
	Lv. Davis 4: 30 A.M. 

	Lv. Thorne, Lv. Thorne I J; 15 A.M. 
	Lv. Thorne, Lv. Thorne I J; 15 A.M. 
	2: 00 
	P.M. 

	Lv. Thorne 12.45 A.M. 
	Lv. Thorne 12.45 A.M. 

	Ar. Thorne, Lv. Thorne 3:25 A.M. 
	Ar. Thorne, Lv. Thorne 3:25 A.M. 
	I: 00 
	P.M. 

	Ar. Hawthorne 11: 00 A.M. 
	Ar. Hawthorne 11: 00 A.M. 


	SW 
	SW 
	SW 
	-
	31 
	w 
	D 
	Hawthorne Yd. 
	Terre Haute 
	From 
	Hawthorne 
	to 
	Transfer 
	lv. 
	Davis 

	.,,. N 
	.,,. N 
	Yd. Via Belt, picks-up Transfer, then west. 
	at 
	3: 00 
	P.M . 

	TR
	SL 
	-
	23 
	E 
	D, 
	exc. 
	Greencastle 
	Transfer 
	Yd. 
	From 
	west 
	to Transfer 
	Yd. 
	Ar. 
	Davis 

	TR
	Sat. ~ 
	9: 00 
	P.M. 

	TR
	Sun. 

	TR
	SL 
	-
	24 
	w 
	D, 
	exc. 
	Transfer Yd. 
	Greencast I e 
	From Transfer 
	to 
	west. 
	Lv. 
	Transfer 

	TR
	Sat., 
	I 0: 00 A.M. 

	TR
	Sun. 


	APPENDIX B 
	43. 
	-,:
	-

	-,:
	-

	SUMMARY OF REGULARLY-SCHEDULED FREIGHT TRAINS IN GREATER. INDIANAPOLIS, NEW YORK CENTRAL RAILROAD, JULY, 1965 
	Di recDays Terminates lndianapol is Operations 
	Train 
	ti on 
	(D=Daily) Originates 

	Chicago -Cincinn~ti Lines 
	cc -3 N D Cincinnati 
	cc -3 N D Cincinnati 
	CC -3: N D Big Four Yard 
	SF -3 
	SY -2 S D Chicago 

	sv -8 N D Cincinnati 
	sv -8 N D Cincinnati 
	Kankakee N D Big Four· Yard local 
	Kankakee S D Kankakee.. ! 11. local 
	Big Four Yard 
	Chicago 
	Cincinnati 
	Big Four Yard 
	Kankakee, 111, Big Four Yard 
	From S. to Belt Crossing at N. end of Hill Yd. then, optionally, by Belt or Union Tracks to Big Four Yd. 
	From Big Four Yd. E. to 
	Penn. RR Chicago I ine, 
	then N. to Lebanon, Ind, 
	to return to NYC tracks 
	for Chicago. 
	f vfa 
	From Lebanon~ Ind. 

	Penn. RR Chicago I ine to NYC St. Louis line; then W, to Big Four. Set-off and add cars. Proceed E. from Avon to BX. Optionally via Belt or Union Tracks to Cincinnati main l i ne and S. 
	Via Union Tracks 
	Same as CC -3: SF -3, above. 
	From Lebanon, Ind. , vi a Penn. RR Chicago line to NYC St, Louis I ine; then 
	W. to Big Four Yd. 
	Approx. Time 
	Bi~ Four Yard 
	Arrive 5: 00 P.M. 
	leave 10: 00 P.M. 
	Ar, from N. at 
	7: 30 P.M. Lv. Big Four Yd. for S. at 4: 00 A.M. 
	Ac. ll:00 P.M. 
	Flexi -Van
	11
	11 

	Train" 
	Lv. 10: 00 A.M. 
	Ar. 5:00 to 
	6:00 P.M. 
	Va 11 ey N Jct. Turn 
	Va 11 ey N Jct. Turn 
	Va 11 ey N Jct. Turn 
	D 
	Cincinnati 
	Big Four Yard 
	E. from Big Four Yd. to BX, then optionally by Belt or Union Tracks to Cincinnati main 1 i ne and 
	S. 
	Ar. 
	5:00 P.M. 

	Va 1ley s Jct. Turn Peoria Line 
	Va 1ley s Jct. Turn Peoria Line 
	D 
	Big 
	Four Yard 
	Cincinnati 
	From Cincinnati main 1ine to Belt Crossing, then optionally by Belt or Union Tracks to Big Four Yd. 
	-

	Lv. 
	4: 00 A.M. 

	PE 
	PE 
	-4 
	E 
	D 
	Peoria 
	Big 
	Four Yard 
	From W. to Penn. Chicago l i ne, S. to NYC St. Louis line, then W. to Big Four Yd. 
	Ar. 
	5:00 P.M. 

	PE 
	PE 
	-5 
	w 
	D 
	Big Four Yard 
	Peoria 
	Big Four Yd. E. to Penn" Chicago l ine ~ N. to NYC Peoria l i ne ~ then W. 
	Lv. 
	1: 30 A. M. 

	Springfield, Sp r i ngf i e 1 d Local 
	Springfield, Sp r i ngf i e 1 d Local 
	Ohio Line E D, except Sun. 
	-

	Big 
	Four Yard 
	Springfield,O. 
	Via Union Tracks and Cleveland Line to DX, then E. 
	Lv. 
	JO: 00 A.M. 

	Sp r i ngf i el d w Local Cleveland Line 
	Sp r i ngf i el d w Local Cleveland Line 
	D, except Sun. 
	-

	Springfield, 
	0. 
	Big Four Yard 
	From E. to DX then via Cleveland Line and Union Tracks to Big Four Yd. 
	Ar. 
	9: 00 P.M. 

	NY 
	NY 
	-6 
	E 
	D 
	St. 
	Louis 
	Cleveland and Eastern points. 
	From W. to Big Four Yd. Then, via Union Tracks to Cleveland main line. 
	Lv. 
	10:30 A.M. 

	.):V, 
	.):V, 
	-

	BF -2 2BF -2 
	E E 
	D M,T,W, Th, F. 
	Same as above See above 
	Same as above See above 
	Same as above See above 
	Lv. Lv. 
	1: 30 P.M. 5: 00 P. M. 


	-1=" °' 
	-1=" °' 
	-1=" °' 
	SLD -2 NY -8 
	E E 

	TR
	MD 
	-4 
	E 

	TR
	Ansonia Turn sv -6 
	E E 

	TR
	sv 
	-5 
	w 

	TR
	Ansonia Turn MD -5 
	w w 

	TR
	DSL 
	-l 
	w 

	TR
	SLX 
	-I 
	w 

	TR
	Advance BF -3 BF -3 2BF -3 
	w w 


	D 
	D 
	D 
	D D 
	D 
	D 
	D 
	D 
	D 
	T,W,.Th, Sat.
	F" 
	D 


	w,rh.F, Sat. 
	w,rh.F, Sat. 
	St. Louis 
	Same as above Big Four Yard Big Four Yard St. Louis 
	CI eve I and and East Ansonia, Ohio EI kha rt, Ind. 
	Detroit 
	Cleveland and East As above 
	As above As above 
	Detroit 
	Cleveland and East. Elkhart, Ind. 
	Ansonia, Ohio 
	Ansonia, Ohio 
	Cleveland and East 
	St. Louis 
	Big Four Yar·d Big Four Yard 
	St. Louis 
	St. Louis As above As above 
	As above 
	From W. to Big Four Yd. Then, via Union Tracks to Cleveland main I ine. 
	Same as above 
	As above to Anderson, Ind., then to Elkhart 
	Big Four Yd. to Cleveland I ine via Union Tracks. 
	From W. to Big Four Yd. add cars. Proceed E. via Union Tracks to Cleveland Line. 
	Stops at Big Four Yd. only to change crews. 
	Via Cleveland I i ne and Union Tracks 
	Elkhart to Anderson, then via Cleveland Ii ne and Union Tracks to Big Four Yd. 
	From E. via Cleveland 
	I ine and Union Tracks to Big Four Yd. 
	Same as above 
	As above 
	As above 
	As above 
	Lv. 6: 00 A.M. to 7: 00 A. M. Lv. I0: 15 P.M. Lv. 6: 00 P. M. Lv. 7: 00 P.M. 
	."' 


	Flexi-Van
	Flexi-Van
	11 
	11 

	Train 
	Ar. I 1:45 P.M. Lv. J: 20 A.M. 
	Van11
	Van11
	Fl exi 
	11 
	-

	Train 
	Lv. JO: 00 P.M. Ar. 7:00 A.M. 
	Ar. 8:00 P,M. 
	Ar. IQ: 30 P.M. 
	Ar. 3: 30 A.M. Ar. 9: 30 P.M. Ar, ll:30P.M. 
	Ar, 2: 00 A.M. 
	Figure
	APPEND IX C 
	\ 
	• 
	CONF IDENT IAL TRUCK TERMINAL SURVEY QUESTIONNAIRE lndianapol is Regional Transportation and Development Study 2360 City-County Building, Indianapol is, Indiana 
	---

	A. Name of Term ina l 
	B. 
	Address---------------------------------------
	-

	C. How many people are employed at this terminal? Of these, how many are drivers? 
	D. What is the total land area of this prope rty? ____________acres. Of this, how much is ava ilable for future expansion? acres. 
	E. What is t he tota l floor area in the bui lding? ______________square feet . Of this , how much is dock area? ________________ _____ squa re feet . 
	F. How many trucks can be loaded or unloaded at this terminal at one t ime? 
	(i.e. --number of loading doors) ls this a cross-dock terminal? Yes _________ No 
	G. On the average, how many truck arrivals and departures are handled~ by this termi nal ? 
	H. 
	H. 
	H. 
	Ind icate the 
	amoun t 
	of 
	equipment 
	stationed at 
	this termina l: 

	TR
	l. 
	City pickup and delivery fleet: Tractors 

	TR
	St ra ight Trailers 
	trucks 

	TR
	2. 
	Over-the-road f leet: Tractors Straight trucks Trailers 

	I . 
	I . 
	Estimate the number of trucks in each catego ry which call at thi s typ ica l day: 1. Over-the-road, for-hire carrie rs 2.. loca l cartage for-hire t rucks (transfer) 3. Ra i i road , freight forwarder and exp ress trucks 4. Pr ivate carrie rs 
	t erm inal 
	on 
	a 

	J . 
	J . 
	What was the total poundage handl ed 1960 ________pounds 1964 ________pounds 
	by this term inal 
	in: 

	K. 
	K. 
	Estimate the app rox ima te percentage of your total to t he fol lowing businesses or land uses: l . ______ % to manufactur ing pl ants 2. ______%to reta il stores and se rvice 
	local shop s 
	deli ve r ies 
	in 
	a 
	typ ica l 
	week 


	3. 
	3. 
	3. 
	______ % to wholesale trade 

	4. 
	4. 
	_____ _ %to other terminals (including rail) 

	5. 
	5. 
	_____ _ % to farms 

	6. 
	6. 
	______ % to othe r ------,------,----
	-



	(specify) ___1_0_0___%Total 
	• 
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