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Chapter I

i NT RODUCT I ON

Our cjtjes ane a complex blend of systems that exist and

interact on many levels. Tnanspontatjon systems - from the

local to negional and natjonal levels - ane fìrmly tjed jnto

the overall unban fabric that gives onder and viability to

urban funct jons. The ef f ic'iency of tnansportat jon networks

effect and detenmine aìmost eveny aspect of urban form and

funct jon. The transportat'ion system of a ci ty functions as

a netwonk - connectìng the vanious essentiaì elements of the

unban f rameworl< at al I level s; and as a hienarchy

determining greater and lessen 'impontance to various aspects

of the unban system.

Itljnnipeg's location and onig'in is nooted jn the

historical avai labi 1 i ty and efficìency of transpontation

systems. Oun role as a tnading centre, at the confluence of

two majon prairie rivens, neflects a time when l'inKages to

the nest of Canada and Nonth America wene by water - v'ia

canoe, Yonk boat, paddlewheel steamen, and barge. Later,

transcont j nenta I nai lway I i nes wene bui I t thnough h/i nni peg

and sevenal national and intennational nai lway compan'ies

estabì ished tenmjnals, manshaì ì ing yands, and othen nelated

faci I i ties in the c'i ty. These rai lu/ay compan'ies triggened
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gneat industnial, economic, conrnencial, and unban gnowth

that insuned the continued exjstence of hlinnipeg. As a

nesul t, ltlinnìpeg' s gnowth and evolut jon became physical ly
and economjcaì'ly tied to the vitality and viabil'i ty of

national na'i lway systems. Today' s unban fonm is in many

ways a nesuìt of these stnong fonm detenmjnants.

The needs of both nai lways and ci ties have changed

consjderably. ïhe time has passed when the requinements of
the nai lway companies wene paramount. The gneat amounts of

land dedicated to na'i lway activj ties ane now expeniencing

conf I 'icts wi th ad jacent urban uses that have gnown to

surround their pen'imetens. Peniphenaì land uses ane now the

raìlways, restnict'ing them, and sevenely limìting their
growth and expans'i on . Ra'i I way compan i es have gnown ,

reorganized, and often bui I t langer more efficient
facj lities further away fnom urban pnessunes. Lange pocKets

of open land near city centnes ane often unnotjced but

potent jal ly highly valuable ci ty assets,

in UJinnipeg, rai lway n'ights-of -way and yand f aci I i ties
pass thnough the hjstonjc and functional centne of the city
bonderìng many of the cjty's older ne'ighbonhoods, the

downtown cone, and substantial port jons of the banlts of both

njvens. All of these facilitjes ane jn the pnocess of
nesponding to the intennaì and extennal fonces of change and

reorganizatjon - fnom being phased out on abandoned; to a

state of undenuse as they fajl to addness the conflicts
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cneated as a nesult of thein thejn boundary intenfaces with
other areas.

hlj nni peg, perhaps mone so than any othen Canad j an c.i ty,
has been pnofoundìy affected by the gnowth and continued

pnesence of ra'i lway f ac j I i ties and activi ties. Our

sjtuatjon today, however, neflects the generaì scenanio that
is common to all cit'ies with a railway pnesence, !újnnipeg

finds itself at the end of a pnocess of nai lway bjnth,
gnowth, decline, and subsequent nemoval or abandonment from

unban aneas. Thjs pnocess has spanned almost the entjne
h'istory of the city itseìf , a period of mone than a centuny,

An understanding of the complexities of this pnocess must be

gained in onden to suì tably deal wì th the oppontuni tjes
befone us today. One such anea is the olden nesidential
neìghborhood of Font Rouge.

The presence of the raìlway activities of the Font Rouge

Yards has had a detenminate effect on the on'igin and

development of its sunnoundìng neighbonhoods. The yards

were a pnecursor to the emengence of the adjacent

neìghborhood of Lond Roberts, attracting wonKers who bujlt
thejr homes neanby, and the stneets, schools, streetcars,
and other elements whjch compnise a neighbonhood. There was

a time when the industnial actjvi ties of the Font Rouge

Yards coexjsted with neanby residences. Roundhouses, nepair

shops, and smokestacKs, wene nestled close by wj th the homes

of the wonltens.
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Unable to expand to meet the changing needs of the

na'i 1way, the Fort Rouge Yands wene judged to be obsolete and

phased out in the early sjxtjes. Aì I industrjal facj 1 i ties
and buildings eithen bunned on were demolished and the land

became virtual]y abandoned. Since then, this vast anea of

vacant and unused land has nemained donmant, awa'i ting a

breath of new I j fe and neì¡/ uses to once again f j I I this
hi stonical ly vi taì piece of the ci ty. To the f uture of the

city, this pocKet of land repnesents a valuabìe hjdden

nesource neady to meet the demand of our futune gnowth.

This, then, is the chal lenge taKen by this study: to

exp'lore the complex nelationship that has existed and exists

between the Fort Rouge Yands and the adjacent ci ty

neìghbonhoods and detenmine methods of ne-integrating the

vacant yards into the functjonaì stnuctune of the c'i ty.

1.1 TERMS OF REFERENCE

The tenms of nefenence fon this study as establjshed in

the study pnoposal ane as follows:

The pninc'ipa'l objective of this compnehensive study is to

examine the alternatives and possibi I i ties for the future

nedeve'lopment of the C,N. Fort Rouge Yards in l,tJjnnjpeg.

Inhenent in the study pnocess js the examjnation of the

historjc growth pnocesses of raì lways in Canada,

speci fical ly as they nelate to unban gnowth and the

-4



deveìopment of bJestenn ci t jes in genenal , and of winnipeg,

i n detai I . The re I at i onsh'ip between naj lways and unban

growth, fonm, and pnesent condjtion ane considened vjtal to
the undenstanding of the pnoblem. Reasons fon rai lway

undenuse, re'locatìon, and/on abandonment wj I I be examined as

they nelate to the sì tuation. Finaì ly, having detenmined

the process thnough whi ch we have anr j ved at present

cond j tions, necontrnendations for futune act jon wi l l be g jven.

The fol lowing objectives

dinectjon of this study:

have been def ined to gu'ide the

To study the histonical gnowth of Canada,s naj lu/ays,

thein nelatìonshìp to the gnowth of htestenn Canada

and jts cities, and their influence on the growth and

development of the Ci ty of Ur/i nni peg.

To examjne the historical and cunnent relationshìps
that ex'ist between raì ìways and unban form jn the

specific context of the c'i ty of üJjnnipeg.

To study the changes that have occunned in the

nat'ional raì lway system and how these ne'late to the

underuse or abandonment and curnent roìe of nai'lway

facilities in oun cities.
To examine and detenmine the fonces and causes behind

the undenuse, reìocation, and/or abandonment of nail
yands and night of ways.

To study examples of nai'lyand and night-of -way ne-use

and to detenmi ne ma jon successf u I deve'lopment

a I tennat i ves ,

2.

e

4.

tr
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6, To explone the nole of I andscape archi tectune j n

unban planning and design that attempts to necaptune

and use, ful ly, ñêglected parts of the unban

fnameworK.

7 . To explore the study spec j f ical'ly w'i thin the context

of the Fort Rouge Yands in l¡J'innipeg.

These tenms of neference nel ate to bnoaden i ssues

conf ront'ing thi s study. As the parametens of the study

nannow, mone specjfic goa'ls and objectives will be

determ'ined and conf nonted.
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1.2 iSSUES AND OBJECTIVES

Sevenal issues arising ean'ly in the study f nom pnel im'inary

neseanch nelate to the specjfic study areas. These issues

ane the basis of need fon pnoblem nesolutjon and lead to the

fonmulation of objectives to guide the study.

1 , ISSUE: IIJHAT ARE THE EFFECTS OF RAILIIJAYS ON

URBAN FORM?

CONCERN: The ci ty and j ts nai lway faci I j ties

have developed simuì taneously from near 1y

identical periods. The'ir individual and combined

monphology is closely intentwined.

GOAL: To develop an undenstanding of the

histonic and contemporany nelatìonship between

naj lways and unban fonm.

0BJECTIVE: To use this undenstanding ìn the

development of guidel ines that nespect the

histonjc nelationsh'ips and/or conflicts that

ci t i es and nai ìways have and ane expen'ienc'ing.
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2. iSSUE: CAUSES 0F RAiLUJAY UNDERUSE, RELOCATI0N,

OR ABANDONMENT

C0NCERN: Abandonment of
rights of way on undenuse of
has occured oven an extended

for a wide varìety of causal

rai lway yands and

existìng faciljties
peniod of time and

factors.

GOAL : To undenstand the neasons behi nd

abandonment and underuse in orden to pnopenly

assess the pnesent condjtion and function of
the Fort Rouge Yands.

0BJECTIVES: To assess the changes in the use

and activ'i ty occuning in the yands and determjne

the effects of these changes on the adjacent

conìrlìuni ty and neighbonhoods.

To deveìop a framewonK fon deveìopment that is
nesponsive to the functions and needs fnom the

po'ints of view of the railway and neanby

residents.
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3. ISSUE: LACK 0F RE-USE

CONCERN: Since phasing out of activitjes in the

Fort Rouge Yands, oppontunities fon ne-use of

the land have not been fully nealized desp'i te

negotiatjons between the Cìty and the CNR.

G0AL: To evaluate what fonms of ne-use have

occuned and how these have come about, and to

addi tionaì ly evaluate fai lunes in plans of

ne-use.

OBTJECTiVE: To altennative ne-use possibi lities
that have been successful ly employed, and whjch

have not in order to undenstand what types of
neuse ane most appnoprjate.
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4. ISSUE: UJHAT P0SSIBILITIES EXIST

CONCERN: As the Font Rouge

vacated, they wi I I eventual'ly be

fash i on ,

FOR THE FUTURE?

Yards have been

ne-used in some

to ne-use alternatives
that maximize optimum

stnateg'ies that lead

of the Yands based on

GOAL: To give substance

and necommend land uses

land use potential.

0BJECTIVE: To ìdenti fy

toward the effective neuse

future needs.

- 10



1.3 THE STUDY AREA

The study area has been defined by the boundaries of the

fonmen Fort Rouge Yands whene they interact wj th a vaniety

of different unban fonms (see figune 1). These boundaries

on intenfaces contajn the prime area of study. Activities
and unban forms outside these boundanies and their specific

intenface situatjons will be considened a secondany area of

study in order to neconcile negative interface situations

and attempt neconci le confl icting land uses or pnoblem

areas

The boundanjes of the study anea and thein interface

si tuations are as fol lows:

1. UJest Interface

This edge is cneated by the CN main ljne tnackage

along which Pembina Highway and its vanied commercial

. and I'ight industnial activities has gnown. It is the

stnongest and most defjned edge and acts as an

inpenetnabìe bannien between existing neighbonhoods.

There is currentìy no jntenaction thnough this

bannjen and no access points acnoss to or fnom he

study anea.

- 11



2. East Interface

This boundany js cneated where CN pnopenty meets

the ne'ighbonhood of Lond Robents which consì sts of

sìngle family and multi-family dwellings. Thene is

need f or upgnadi ng of th j s ne'ighbonhood and

oppor tuni ty fon re- i ntegrat ì ng the nei ghborhood i nto

the study anea. Existing neighbonhood fonm and

condi tion wi I I be considened vj tal to the study.

conditions will be stnongly consjdered.

3. South Intenface

This edge is cneated by the major vehiculan/rail
intenchange at rJubi lee and Pembjna H'ighway which

fonms anothen inpenetnabIe banrier to conununi ty

intenaction.

4. Nonth Intenface

Anothen traffic/rail intenchange that ìncludes the

Fort Rouge Transit Base and the Red Riven cneates

thi s edge, The area that lies w'i thin these

prescribed aneas is of primary intenest and concenn.

The selection of these boundaries is based on the

I imi ts of CN pnoperty, which because of ean ly

dedication, has nesulted in nemarKab'ly diffenent

gnowth pattenns and unban fonms. The physical
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chanacter of the anea wi I I be discussed in detai l

laten jn the study.
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Chapten i I

A CHRONOLOGY OF RA I LIilAY GROI^/TH I N UJI NN I PEG

2,1 RAILUJAYS AND THE DEVELOPMENT OF PRAIRIE CITIES
canada's finst Rai rway was opened in 1g36 between La

Pnairìe, on the mainland south of Montneal Island, and st.
Jean on the Richeleau Riven. By jg56, thene were at least
68 mi les of nai ìway in operation in the populated eastern
section of Canada.

At the time of confederation, the s.ignificance of the
naj lway to the countny was qui te evident. It has been
stated that the history of the railway has been the histony
of canada. This is especial ly tnue in the westenn portion
of the countny, which was settled and developed ìater than
the east. To the west, the nai rway nepresented a necessary
pnecunson to set ilement , gnowth, and deveìopment .

In 1873, an editoriar in the Manitoba Fnee pness stated:
The two gneat wants of this countny ane nailnoadsand settlens, The fonmer is neceêsany to seóunethe latten. t

ulinnipeg's pol i tical and business ìeadens bel ieved at this
time that nai lways wene absolutely necessany to pnomote

economic and population gnowth. Indeed, this bel.ief was

1 Mani toba Fnee Pness , (t¡/i nn i peg : 27 Decemben , l g73 
)
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held by al I Nonth Amerjcan communi ty leadens and was

pnobably tnue given the physical expanse of the continent

and the ovenwhelming need fon transpontation. Ra'i lways have

been instnumental in the deveìopment of most North Amenican

cities; a fact of which oun eanly civic leadens wene acutely

awane.

Pnainie cities in Canada developed as a nesult of the

arrival of the nailwây, which was to fulfjll its pnomjse of
growth and pnospen'i ty. The sites of future towns and cities
wene fixed by raj lway engineers and officials. The citjes
of Bnandon, Regì na, Moose Jaùr/, Swi f t Cunnent , Medi ci ne Hat ,

and Calgany originated as a resul t of na'i lway company

decisions to locate tenminals, station gnounds, and lay out

rudimentary townsj tes at thei n futune locat jons. These

cjties owe their subsequent pnosperity and gnowth to these

ean ly events.

In othen locatjons, some settlement had occunred pnior to
the annival of the rai lway. Edmonton and lrljnnipeg began as

Hudson Bay Company trad'ing f or ts . tiJi nnì peg had at tracted

some agn'icul tunal sett lement and developed jnto a thriving
comrnenci al town befone the nai ls annived. In these cases

the nai lway became a second focus which changed the

dinectjon of futune gnowth. It seems, howeven, that the

nai lway compan'ies rdene accustomed to having contnoì and wene

somewhat neluctant to locate in an existìng settlement,
pnefenrìng the fneedom offered by controlling growth and

development.

- to



Befone the rai lway, Canada' s hJest uras thus I angely

unpopulated, with few settlements of any gneat consequence,

and seemingly an endless landscape, diffjcult to govenn and

contnol. The young countny, but a few years of â9ê, was a

fnagi ìe union of disparate negìons, VUlnenable to the

pnessunes of separatjon and/or annexatjon to the Unjted

States . As many of the ci t'izens of !tJ'inn j peg be 1 j eved the

nailway would ensure thein vision of gnowth and pnospenity,

Canada's leadens in 0ttawa bel ieved the raì'lway would malte

possible and pnactical their visjon of Confederation. The

nai lwây, jn 0ttawa's eyes, would phys'ical ly, economical ly,

and social'ly bind togethen the young country and f i I I the

empty pra'iries wi th people to bneaK the land and bui ld

towns.

tdedded jnto the concept of Confederation was a pìan of

immigration, settlement, and agricultunal development of the

UJest, to g'ive Canada strength in human resounces and a p'lace

in the world manKet wj th the pnoduction of gna'in. The

inclusion of the Ujest in Confedenation would senve as a

manKet fon Eastenn industries who tüene expeniencing some

difficulty in estabìishing southenn manKets in the United

States. The govennment was committed to the cneatìon of

stnong east-west ties to dinect the flow of tnade, pnovide

geognaph'ical I jnKs between negions and popuìat jon gnoups,

al lay the feans of sepanat'ion and annexation of the west to

the southenn nepublic, and bolster the economjc stnength of

the dominion.
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In 'l871, the fedenal govennment entered jnto an agneement

wjth the newly cneated Pnovince of Bnitish columbia to bui ld
a transcontinental raiìway connecting eastenn mankets to the

Paci fic coast . The constnuct ion of thj s nai ìway was a

condi tion of the entering of Bnj tish columbja into
confedenat jon. Thus the canad jan Paci f jc Ra'i lway company

h,as fonmed and incorponated jn June 1872 by the "Act to
Inconporate the Canadian Pacific Rai lway Company".

Aside from the pol i tical neasons inhenent in
confedenation, thene wene two main reasons behind the

constnuction of the nai lway. Fi nst ìy, j t was needed to
sett le the undeveloped agnicul tunal west and exploi t i ts
minenal and lumben nesources. secondly, it was jntended to
dinect the flow of tnade acnoss the nation. The strong
polìtjcal and economic need for the nailway, and the fedenal
govennment' s cornn¡j tment to i ts constnuction, 'led the hlest

into a fnenetic boom peniod of rai lway constnuction and

populatìon growth that was to canny wel I jnto the next

century and foneven to change the face of the westenn

1 andscape.

Because of the fedenal govennment's commj tment to the

natjonal naì lway system, gêographicar constnajnts,
di fficul ties jn fjnding capi tal , and for ìncentive, the

canadìan govennment neadi ly gave subsjdies, land gnants,

pnotection leg'islation, and other pn'ivi leges pnobably

unequal led by any othen nai lway jn North Amenica. The

- 18



rai lways acqui ned n i ghts and pn i v'i I eges whi ch have become

the basis of many pnesent day pnoblems of rai lway nelocation
jn unban aneas. As oun citjes have gnown around orig'inal

rai lway gnounds and the needs of the companies have changed,

confljcts have anjsen. Many of these conflicts ane as old

as the raj lways themselves, and wi ì I be examined funther.
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2,2 THE EMERGENCE AND BOOM OF THE RAILUIAY ]N UJINNIPEG

(Fon a more detajled and illustnated account of this period,
please see append'ix 1. )

The arr jval of the nai lway in l,rJinnipeg u/as an event

accompan'i ed by scanda I and po'l ì t i ca I tunmoi I . The

constnuction of a tnanscontinental system was seen to have

obvious benefj ts to establ j shed on emerging cormunj tjes
along j ts noute. UJinnipeg's pol j tical and business

cornmunities wene as anxious to be guananteed a place on the

main line as they wene to acquine a rail connectjon wjth
Eastern mankets, This connection was seen as a vital link.

that would ensune the city's pnosperity, and the question of
the federal govennment's choice of noute became of paramount

concern in hJjnnipeg. it/innipeg, unlike Montneal on Tononto,

could not fal I back on waten to meet i ts transpontation
needs.

A guanantee of cnoss'ing thnough b/ j nni peg rdas , however ,

not given as pol i t ic j ans angued between bJi nnipeg and Sell<i nk

as the selection of the the tenmjnal cnossing through

Manjtoba, Betu/een 1874 and 1881, the political batile
contjnued accompan'ied with changes jn fedenal governments,

forcefuì ìobbying efforts from lirJinnipeg, and financjal
pnom'ises by the c'i ty's politjcjans. Duning this uncertajn
per iod, the cj ty negot i ated fon constnuct ion of j ts own

colonization line south to the u.s. bonden at Pembina, North

DaKota, and fonged ahead with the constnuction of a railway
bridge acnoss the Red Rjver, buiìt at civjc expense.
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By 1878, The Mani toba and Southwestenn Rai 
.lway 

was

completed becoming the first pnairie section of nailway' It

u,as put i nto operat j on w j th servi ce nun between St . Pau l ,

Minnesota, and ulinnipeg. In 1880' construction began on the

city bu'i lt bridge across the Red River into the established

neighbonhood Known as Point Douglas. These deve'lopments '

however, should be considened for what they neally were:

effonts made to force the fedenal government into dinecting

the ma.in transcontinental ljne through l'{jnnipeg' (see

THE LOUISE BRIDGE: rlJinniPeg's
br i dge-souFce: Pnovincial Archives

f inst nai lway

of Mani toba
F i gune 2:
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figune 2)

F'inal'ly, in 1881, the Canadian Pacifjc Railway Company

announced the construction of a tenminal and passengen

fac'i lity jn üJinnjpeg indicating that the city had uron its
decade long battle. The c'i ty entened a neur era jn its
history, an era that was to foreven alten the c'i ty's futune

growth and fontunes. UJinnipeg immediately embarKed on a

chaotic bui ld'ing and real estate boom that sau/ the bjnth of

several new nai lway compan'ies, phenomenal physical growth,

population 'incnease, and inrneasunable socjaì change.

The new tenminal and yands wene bujlt between 1882 and

1884 in Nonth [rJinn jpeg. The I ine entered the c'i ty f rom the

east via the genenously pnovided, civjc bu'i I t na'i lway

bnidge, It bisected Point Douglas into Nonth and South Point

Dougìas, untjl then, one of the city's rnone desinable

nesidential distnicts, It headed west acnoss Main Stneet

where the tenminal and yands gneu/.

Untjl 1888, the Canadian Pacific Railway company had held

a monopoly thnoughout h/estenn Canada. Thi s monopoly was

cneated i n 1872 by the pan 1 j amentany act whi ch had

inconponated the C.P.R., and uras intended to ensune jts

ab'i 'l ì ty to complete the vj tal tnanscontinental I inK

unhindened by extennal compet j tion, espec'ial ly f nom Amer jcan

Rai lì^rays. lrJhen the I ine west was completed and the last

spil<e dnjve in 1885, however, increas'ing use and lacK of
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competition lead effonts to nevoKe this rnonopoly. Again

UJjnn jpeg's pol i tical and business intenested weighed heavi'ly

in this ef font, fearing that high f reight rates would be

harmf ul to the ci ty' s wholesalens and conrnenci al suppl iens

competing with thein Eastenn countenparts, By 1888, "An Act

Respect'ing Rai ìways" u,as passed, and incìuded

eljmination of the C.P.R. monopoly clause.

the

The void cneated by the lacK of nailway competjtion was

qu'ict<,ly to be f i I led by the fonmat jon of aggnessive new

nai lway companies. In 1889, the Nonthenn Pacj fic and

Mani toba Raì lway Company ( NP&M ) was formed unden the

sponsonsh'ip of the Provinc jal Government of Mani toba and

operated as a subsidiany of the Nonthern Pacifjc Rai lway

Company. Yands, fne'ight facilities, and a passengen

terminal were establ i shed along hlaten Stneet, between Maìn

Street and the Red Rjven, and south to the junction of the

two nivers, This was the beginning of the East Yands

complex, which was to consume a substantial port'ion of

valuable watenfnont pnoperty. (see figune 3)

A second signi f icant ra'i lway was formed in 1889 cal led

the Mani toba and Southeastenn Ra'i lway Company (M&SE ) . Thi s

nai 'lway operated f i nst out of the C. P. R. Yards in Nonth

Itlinnipeg, but soon bui lt its own faci Iities in St. Boniface.

Thus, befone the close of the nineteenth centuny, thene

wene at least thnee independent ra'i lway yands openating out

of ttli nn i peg .
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FìgUTC 3: THE NP&M YARDS OR EAST YARDS IN FULL USE

sõurce: W jnnipeg Tnibune Col lection, Universl ty gf
Manjtoba, Department of Specìal Collections and Archives.

In 1901, the Canadjan Northern Rai lway Company came jnto

being aS an amalgam of several non-vìable smal I rai'lway

compan'ies, incìuding the two previously mentioned. This

railway was to gnow in such astounding pnopontjons that a

I i ne coast to coast was achi eved by 1915 . The NP&M lÍater

Street tenminal became the base of openations for this new

company, and the yards expanded unti I they wene l'imi ted by

Main Stneet to the west, the Red Riven to the east, Ì'tJaten

Stneet to the nonth, and the Assiniboine Riven to the south.

It u/as not long before the needs of thjs grow'ing company

could not be met by these nestr icted facj I j t ies. The
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company sought a plan of neoranization and expansion of its
fac'i ìities, and in 1904, announced jts decisjon to rnove

Canadjan Northenn's main shops and marshaìling yands to the

Fort Rouge anea.

Thjs expansion and reorganizatjon included the

constnuction of a new passenger tenminal at the foot of

Bnoadway Ave. on Majn Stneet. This move that put an end to

the connection of l,rJinnipeg to St. Boni f ace by bnidging the

Red Riven between Bnoadway and Pnovenchen Avenues. The Fort

Rouge Yands officially opened in 1909 and included a massive

new roundhouse, numerous eng'ine repair bujldings, and shop

facjlities. (see fìgure 4) They were to employ upwands of

500 worKers . Un'ion Stat i on on Bnoadway was comp I eted and

opened two yeans later.

As the Canadian Nonthenn Raj lway Company u/as being fonmed

and expanded, the fedenaì govennment hras negotiating to
bui ld a second tnanscont'inental rai lway sepanate f nom the

C. P, R. Thj s system was to be cal led the National

Transcontinental Railway (N.T.R.) and was to be openated by

the Grand Tnunk Pacific Rajlway company (G.T.P.). A sjte
near hljnnipeg was chosen fon central nepa'ir and maintenance

facjljties, and constnuction began on the Tnanscona shops in

1909. These shops opened in 1913 and jmmediately began to

handle al I of the system's nepain and maintenance

facilities. Gnand Tnunk Pacific shaned use of Union Station

with Canadjan Nonthenn. The buildìng housed all passenger

-25



Figure 4: AERIAL VIEìil OF THE F0RT RoUGE YARDS, cã. 1920
source: td.innipeg Tr jbune col lectìon, unìvensi ty.of

Mani toba, Departme'nt-of Spec'ial Col lections and Anchjves.
sã.vi ces , 

' t'he mai n of f j bes of both nai lways , and the
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l¡Jinnipeg rjoint Raì lway Tenminal company, which was fonmed jn

1912 to handle all switching openations between the yards of
the two systems. Thjs al lowed Gnand Tnunl<. Pacjf ic use of
Northern Paci fic faci ì i tes and acess to industnial
faci ì i ties f nom which i t wouìd othenwise be excluded.

By the beginning of the finst world wan, thene wene thnee

tnanscont i nenta I rai ìway systems openat'ing j n canada and

thnough hJinnipeg. Numerous smaller companies ì¡rere fonmed

with often little more than a single ljne, whene a need fon

transpontation was to be met and pnofi tted from. The

naj lway ena had peaKed jn !üinnipeg, which had become the hub

of the westenn tnansportation netwonk. The era of booming

nai lway gnowth, hoìn/even, was to end almost as quict<ly as i t
had begin. The inf luence and s'ignif icance of rai lways,

howeven, continued to be a powerful fonce jn formation of
l,lJi nn i peg' s unban f onm.

2,3 POST GROUJTH DECL]NE AND REORGANIZATION 1914 - PRESENT

At the onset of ttfonld üJar 1, Ujinnipeg's fontunes seemed

bright, as a djnect result of its posìtion as a ra'i lway

centne. Thnee tnanscontinental rai lway systems ( the

canadian Pacific, National Tnanscontinental/Grand TnunK

Pacifjc, and Canadian Northenn) openated out of the ci ty
of fen'ing competi tive tnanspontat jon nates, This encounaged

the gnowth of a commercjal distrjbutjon industry that
suppljed the entjne Northwest by taKing advantage of these
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competitive nates and vjgonous

na'i lways of fened a gneat sounce

and ind'inectly. By 1914,

independent rai lway yards and

pants of the city. (see Table

westenn inrnignation. The

of employment both dì nect ìy

thene wene at least seven

tenminals active in various

1)

These good fortunes were not to last as sevenal global

events led to a shjftìng of Canadian prionities. bJhen hlonld

ltJar 1 enupted in Europe, immigration to Canada al I but ceased

as the state of the world economy declined. As bJinnìpeg was

dependent on the pnospenity of Canada and the hlest, it was

equal ly dependent on the state of the global economy, the

worldwide pn'ice of gnain, and the changing tides of

inrnigrat'ion. Vjntual cessation of the f lood of immignatjon

changed the entjne pictune of Canadian deveìopment. Tightening

of domestic spend'ing ended sevenal pnomising raì ìway pnojects

which depended on govennment subsidies. The feasjbility of

three separate tnanscont i nenta I systems had a'lways been an

questionable jssue, and nou/ i t was beìng tested dnamaticaì ly.
Rai lway pnojects which had once pnomised to be economical ìy

sound became business fai lunes.

The open'ing of the Panama Canal in 1914 had a lasting effect
on ìili nni peg' s f utune. The new noute of f ered a cheapen

altennative fon goods bound fon B.C. and Alberta othen than

passing through hlinnjpeg. Up unti I this time, lilinnipeg as the

"gateway city" had been the bottleneclr thnough which al l peopìe
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ÏABLE

MAJOR RAILhIAY TERMINALS

1

AND YARDS iN U/INNI PEG

NAME OF FACILITY OPE RATOR I¡JHEN B UI LT

tBB2 - tB84

I BB9,
expanded 1904,
closed 1960's

1898, closed

1904 - .l909

cl osed I 960' s

ca. 'ì 900
cl osed

l9ll, closed

1909 - l9l3

1962

CPR YARDS

WATER STREIT OR

IAST YARDS

PADDINGTON

FORT ROUGE YARDS

GRTAT NORTHTRN

M] DLAND

TRANSCONA

SYMINGTON YARD

Canadi an Pac'ifi c

NP&M, then
Canadi an Northern
& GTP, then CNR

M&S[¡l , then CN R

Canadi an Northern
then CNR

Great Northern

Mj dl and Ra'i1way

NTR then CNR

CNR

LOCATI ON

North
W'i nn 'i peg

Central
Wìnnipeg

St. Boni face

Fort Rouge

N orth
ld'i nn'i peq

Central
bli nn i peg

Tran s con a

St. Bon i face

-29



on goods moving east or west had to pass. !{jnnipeg's wholesale

trade and grain manketing business began to wane as the Ci ty of

Vancouven enjoyed fontune and gnowth.

Both the Gnand TnunK Pacifìc and National Transcontinental

Rai'lways were plagued by financial diffìculties thnoughout

hlorld üJar One, and both naì lways urene nean'ing f inancjal

collapse. The Canadian govennment, seeing that thjs would have

a disastnous effect on the Canadian econofrY, stepped in and

toot< complete contnol of the National Transcontinental Rai lway

on Nov. 20, 1918. Later the same year, the federal govennment

also tooK over the Canadian Nonthenn System. A new company'

cal led Canadjan National Ra'i 'lways was fonmed jn 1918 to openate

the two col lapsed nai lways, Canadian National Ra'i ìways (CNR)

later absonbed the Gnand Tnunt< Pacif ìc Rai lway Company in 1923,

These acquisi tìons , along wi th sevenal mjnon ai I ing rai lway

compan'ies, fonmed the main consti tuent companies of the pnesent

day CNR, a cnown conponation under govennment contnol. (see

Table 2\

The events that ended the pne-war ra'i ìway boom also served to

el iminate nedundant, jnefficient, and non-competj tjve nai ìway

companies. Most of these smal ler rai lways urene either absonbed by

thein langer competitons on 'langujshed until their eventual

demìse. Acnoss the countny, thousands of mjles of tnacK wene

ripped up and the steel put towands the wan effont. Few

independent on local nailways sunvjved, whjle those that did
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TABLE 2

BASIC STRUCTURE AND CHRONOLOGY OF MAJOR RAILUJAY COMPANIES
OPERATING IN lilINNIPEG

MI DLAI.¡D RAI LhIAY COMPA¡IY

-incorporated l9ll
Yard - Central I,linn i peg
- abandoned

CA}IADIAI.I PACIFIC RAILI,JAY COMPANY

-incorporated l87l
-fi rst transcontìnental ra'i'lway
-federal'ly sPonsored
Yards - North þlinn'iPeg

MANITOBA A.\D SOUTHI,¡ESTERN RAILhJAY COMPANY

-incorporated 
.ì876

-fi rst Mani toba Raì lwaY
-operated one I ine: lilìnni peg/St. Paul
-provinci al ly sPonsored
-absorbed by CPR

CANADIAI'¡ NATI0NAL RAILt,lAY COMPAI'IY

-incorporated l9l8
-government owned
-transcont'inental
Yards - East, Fort Rouge,
Transcona, and Sym'ington

GRAND TRUNK PACIFiC/
NATI ONAL TRANS Cü'ITI NENTAL

-'incorporated ,ì903

-transcontinental
Yards - Transcona

NORTHERN PACIFIC AI,ID MANITOBA RAILWAY COMPANY

-'incorporated 1889
-prov'inc'ial'ly sponsored, operated as a

Northern Pacific Subsìd'iarY
Yards - East Yards
- absorbed by Canadian Northern

CANADIAN NOR]HERN

RAI Ll^lAY C0MPAI'lY

-'in corporated l90l
-transconti nen tal
Yards - East Yards
and Fort Rouge

MANITOBA AND SOUTHEASTERN RAILWAY COMPANY

-incoporated 1889
-operated one line: Winnipeg/U.S' border
-provìnci al ìY sPonsored
Yard - Padd'ington , St. Bonì face
-absorbed bY Canadian Northern
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became insignjficant parts of the national railway system that

exjsts today in much the same form as jt did then.

0n a national scale, only the Canadian Pacific and Canadian

Natjonal Railway companies continued to be viable economìcaìly'

Af ten a bnief peniod of gnowth foì lowing UJorld MJan 1, rai lways in

Canada did not again experience the boom fnom which hlinnipeg had

so gneat'ly prospened. As the fontunes of the naj ll^rays and the

ci ty wene so intentwìned, h,innipeg's gnowth slowed in s jmi lar

pnoportions.

0f the two ma jon rai lutays, the CPR was by f ar the more

ef f ìc jent system, hav'ing been des jgned and bui I t as a singulan

ent i ty. The youngen CNR , however , compn'i sed of sma I l en compet ì ng

companies, was a mone cumbersome beast to handle' This u/as

especia'l ly tnue in $Jinnipeg where CN operated out of the four

yands that wene established by sepanate competing companies - the

East ([r1ater St, ) yards, Padd'ington, Fort Rouge, and the Transcona

shops. lrlh j le the CPR easi'ly handled i ts traf f ic at j ts one

mass.ive yand jn the nonth end, the CNR had to somehow co-ordinate

.i ts activi ties into an ef f jcient and competi tive organization.

Fnom jts fonmation in 1923, feur changes 'in the CNR tenminal

faciljties were made. Generally, trains openating on the fonmer

NTR and GTR lines used the Tnanscona yards as a termjnal whjle

those usìng the fonmen Canadjan Northenn used the Fort Rouge

yands, CN operations became an essentially dual yard system ìn

whi ch tnansf ers ì^/ene necessany, cneat i ng i ncneased I abour , t ime,
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and ovenal I inef f ic'iency. Many tnains u/ene manshal led outside of
the city at Sioux Looltout on Melnick to avojd the pnoblems of the

Winnjpeg faci I i ties, Despi te these dnawbacks, the system was

gnow'ing slow'ly and steadi 1y. Tnaf f ic increased, along wi th the

size and number of cars per tnajn, funther compounding the

pnob I ems .

By the forties and fjfties, the CNR system had incneased

gneatly in nesponse to the genenal gnowth of the country and post

hlor ld hJan I I pnosperi ty. It was detenmjned that hlinnipeg' s

terminal capac'i ty would be neached by 1962 and possible solutions
for tenminal neonganizatjon wene considened. The fi nst

possibility was to jncnease the capacity of the existing yands to
their maximum potential. This option was inunediately rejected as

i t would mean cont'inuing on wi th the spl i t yand system that had

cneated so many pnoblems jn the past. As well the expansion of
the existing yands uras severìy limited by physìcal banriens such

as the rivens and unban development.

The second option was to consolidate aìl of CN's h/innìpeg yand

openatjons jnto a modenn classifjcation yand. This option was

agneed upon and jn the late fifties and early sixtjes, CN began to
neongan'ize thein faci I i t jes away f nom the existing in-ci ty
terminals of the East and Fort Rouge Yands. The faci ìjties at

Tnanscona ulene expanded to handle al ì can and eng'ine nepair and

ma'intenance functions that had pneviously been carried out in the

Font Rouge Yands. Constnuction also began on a massive

marshaì I ing yand jn St. Boni face to handle the manshal ì ing and
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classification
and Fort Rouge

pnocedures that

Yands. The new

had been the

yand, câl led

function of the East

Sym'ington Yard, was

Fioune 5: CN SYMINGTON YARDS

source: lilinnipeg=i.iUune Col ìection, Universi ty.of Mani toba,

official ly opened ìn 1962. (see Fìgure 5)

l¡Jith the opening of the new cN symington Yard, the cPR yards in

nonth l,rjinnjpeg nemained the only ful ly active yand of consequence

within the cìty. The East Yards and the Font Rouge Yands' once

active and vi tal symbols of gnowth and prosperì ty, inmediately

became vacant and nedundant pjeces of the unban past'
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Chapter i i I

RAI LIdAYS iN THE URBAN CONTEXT

3,1 IilINNI PEG' S

Situated as it is almost in the veny heant of the
continent, liljnnipeg has become not olly -animportant focus of'rãìlway tnaffìc, but jt is also
deVelopi ng i nto a great centne of nai 'lway

indust¡ieõ. It is the home of thousands of
nai lnoad employees, and is conspicuously. a
"nai lroad tbwn-'. It js jndeed confidently
asserted by many that i t wi I I soon become one of
the gneatest nailnoad centnes of the world.2

As the nai lway was considered the most desi red and

primany fonm of development for hlinnjpeg, it is not

sunpn'is'ing that vi s'i tons to the ci ty quicKly noted the

posi tjon of paramount physical , sociaì , and economjc

'importance that nai lway facj I jt jes held in the gnowing city.
The pnevi ous comment r¡Jas wn i t ten by such vi s i tons to the

c.i ty nepresent.ing the Bni tish Associat jon fon the

Advancement of Scjence and intended as a gu'ide booK to the

ci ty for Bni tish ci t'izens and Canadians of Bni tish descent '

It is not unlìKe other accounts of ülinnipeg duning thjs ena

which invariably cormented on hljnn'ipeg's nailway facilitjes.
It is evident that the nailway was, at this tìme, the most

ROLE OF THE RAIL!üAYS ON THE DTVEI-QIIVIENT OF

URBTTTORT|- 
_

British
hJinnipeo
Mani toba,

Associ at ion fon
1909: A Handbook
T'înniÞeffi)

the Advancement of Scjence,
to trJinnioeo and the Pnovince of
, p.45.
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s.ignif icant single element inf luenc'ing urban development and

subsequent urban fonm'

tchether on not ulinn.ipeg i s a unique example of urban

growth response to the rai lway ' ì s 'impossibte to tel I

withoutdetai]edresearchofsjmi]arcondjtionsand
historiesofotherCanadjancjties.3Asìthasbeenstated,
however,thecityofhfinnìpegwasdevotedtotherailways
andbelievedintheirpnom.iseofpnosper.ityandgnowth,âS
didotherNonthAmenicancit.iesatthetime.Thisfacton,
coupìedwìthhlinnipeg'sgeographicallycentnallocationon
thenationaltranscontinenta]framewonK,couldbecons.idered
tobesufficientevidencetosupporttheargumentthatthe
ra.i lway had at least as much inf luence on üJinnipeg as it had

on any othen North Amenican city experiencìng similan gnowth

phenomena at that time'

3.1.1 EARLY FORM DETERMINANTS

Thestrong.influenceofthena.ilwayonthegrowthofthe
cityisrootedintheearlylsso,swhentheCPRentenedthe
city.Thiseventaloneguaranteedthefuturegnowthofthe
cityandensureditspositjonaSamajonpna.iriecentne.
Transportation,.notonlymadehlinnipegintoanunban
metropo]isbutalsogneatlyinfluencedtheshapeandformof
i ts aereal extent ' a

3 Alan F. J. Artibise, The Urban Deveìopment of [Jinnipeg;

îBiÏ-iÖr+; unbäÀ Hitiotv Review' No' 1' ps' b'
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The urban gnowth of the c'i ty was thus determined at a

basjc level by tnansportation in the fonm of railways. But

to what extent djd ear ly nai lway faci I i ties effect the

monphology of the ci ty's unban structune and the typology of
gnowth pattenns? To detenmine the level of influence of the

na j ìuJay on urban deveìopment i t js useful to compare j t to
othen gnowth parametens,

Because üJinnjpeg is a young city built on essentially
undjstunbed tenrain, and because of the rapid accelenated
gnowth of the eanìy days of the c'ity, it is possible to note

majon j nf luences that have cneated oun pnesent unban

monphology. Othens have reseanched and wni tten extens.ive'ly

on u/innipeg's eanly growth and sevenal ltey factors can be

noted which have jnf luenced gnowth and fonm can be neadi]y
seen:

1. Natunal conditions, especially nivens and drainage.
2. Eanly Tnansportation Pattenns. (ie. pne - nailway)

3. Ean ly Sunveys.

4 . Cu I tuna ì Inf I uences .

5. Rai'lways.

Each of these factors

sett'ing the eanly pattenns

futune development ensued.

had considenabìe influence in

and fonms of gnowth fnom which

UJhethen exenting positjve or

Hans August Hosse, "The Aereal Gnowth and Functional
Qevelopment of üJjnnjpeg f nom 1870 to 1919" (Unpubl ished
M.A. thesis, Univens'i ty-of Manjtoba, 1gb6).
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negative gnowth stimul j , the placement,

of unban gnowth and deve'lopment was

basic level by these factons.

location, and fonm

affected at the most

NATURAL CONDITIONS

The natunal condi tions of the flat and featuneless

pna'in ie on whi ch hJ j nnipeg was to gnow dìd I i tt ìe to i nhibi t

urban gnowth and much to encourage i t. Aside from the

njvens, stneams, and localized dnajnage condjtions, the

prainie allowed vintually fnee and open gnowth unhindened by

natunal fonces. All that detenned on affected gnowth at

this tjme wene the two major rìvens, the numerous creeKs and

stneams , and the pnopens'i ty of cen tai n I ands towands

f lood'ing. Oxbows and swamps that exi sted at thi s t ime wene

somewhat of a bannier but were rnore neadi ly ovencome,

Tlre conf luence of the Red and Assiniboine Rivens has been

a natuna I f ocus for set t lement pne-dat'ing Eunopean

settlement. The banlts of the rivens and imrnediate lands

of fened valuable nesources. Ferti le fanm land, readì ly

avai lable fuel , and bui lding materials in the form of the

natjve tnee stands inhabiting the banKs, wene valued and

neadi 1y explojted nesounces. in encouragìng eanly

settlement, howeven, the rjvens wene soon to become an

obstacle to overcome as settlement occunned on eithen side

of the major n jver. The Red R jven hras and has been the
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s'ingle most ef fect jve barnien to sunmount because of i ts

wjdth and wide'ly meandening chanactenjstics. The

Assiniboine Riven exhibi ts a simi lan barrier effect , albei t

to a lesser extent because i t i s nannowen and less

meander i ng.

2, EARLY TRANSPORÏATION PATTERNS

The 'impor tance of r i ven tnanspor tat i on to set t I ement

before the ann jval of the ra'i lways neinfonced thjs natunal

focus and encounraged settlment of the entire region, Eanly

tnanspontation noutes uúere to fol low these natural patterns

set by the njvens, connectìng eanly settlements which clung

to thein banKs. Fnom the vi I lage of ltJinnjpeg and Font Ganny

near the fonlts, r'ad jated cant tnai ls and paths leading to

other settled aneas. The Main Road headed nonth fol low'ing

the west banKs of the Red Riven to the Selki rl< Sett lement.

The Pembina Tnai I ran south a'long the Red to Pembina and the

Un j ted States . A I ong the non th banK of the Ass i n'iboi ne, a

tnajl nan westwand to various settlments aìong its noute.

And to the south-east, ahray fnom the Red, ran the Dawson

Road. These early transpontatjon pattenns wene to develop

into Main Stneet, Pembìna Highway, Pontage Avenue, and

Dawson Road; the sp'ines of bJinnipeg's street pattenns.
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3. EARLY SURVEYS/CULTURAL INFLUENCES

Earìysurveysgenenallyfollowedthenjversandthe
tnai ls nunning in a perpend'iculan fashion between the two'

fonming long agnicultural lots having both water and road

access. Added to the nough fonms determined by the nivers,

trai ls, and nudimentary surveys, wene cul tunal influences

wh.ichpnedeterminedsettlement.TotheeastoftheRed
River , a pnedomìnantly Fnench' Roman Catholic Chunch

governed mission commun'i ty had fonmed. To the west of the

Red River, was an Anglo-saxon, Pnotestant and Hudson Bay

company contnol led cornmuni ty. These cul tunal di fferences

could be seen in the varied settlement and sunvey pattenns

imposedonthelandscape.Thenivers,especiallytheRed'
were a strong barrien sepanating the two cornrnunities'

ThustheearlyformofbrjinnjpegWasset-primar.iìy
inf luenced by the rivens - but also fol lowing ear'ly

tnanspontation patterns, sunveys, and cultunal detenminants'

subsequent growth has followed these basìc patterns, if only

by the mene fact of their existence'

4. RAI LUJAYS

The anr i va I of the rai lway i n üli nn j peg manKed the

presence of a strange and new fonm detenmìnant that was to

nival all others. The raìlways needed not respect any of

these eanly factons; they cnossed the nivens with ease and

-40



in doing so, wene the finst to effectively and penmanently

overcome this bannier.

LiKe the njvens, the najlways entering the city became

extremely effect'ive gnowth banriens, Yands and R.0.l,tJ.'s

soon segmented the ci ty at many angles, ef fect'ing the

economic value and desinabil'i ty of nearby land, and causing

desinabte nesjdential gnowth to shift away fnom affected

aneas.

Yands at some points were crossed wi th bnidges ( the

Arljngton and Salter brìdges) and in thjs way functioned

phys'ical ly as djd the r jvens. It js intenesting to note

that the City Planning Comrnission Report of 191 1-1913 found

that the nìvens and the nai lways contributed equal'ly to the

obstnuction of tnaffic:
The ma'in obstnuctions to tnaffic which exist
thnoughout the city ane:

-The CPR Yands on the Nonth,
-The Assiniboine Riven and railway tnacKs
on the South.

-The Red Riven on the East.
-The various raì ìways on the InJest. s

As the r jvers and na j lu/ays f unct ioned in a sim'i I ar

fashion jn negand to the obstnuction of traffic and gnowth,

they functioned convense'ly jn negard to the types of gnowth

they encouraged or inhjbi ted. Ulhi le the nai ìways

discounaged desirabìe nesidential growth and wene the neason

s City P'lanning Commission,
Repont" (UJjnnipeg: 1913)
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behjnd the leap acnoss the Assinibojne Rjven and the spread

of af f I uent ne'ighborhoods southward, they encounaged

industnial and conrnencial gnowth whene tnansport was needed.

Convensely, the rivens which had been used as a

tnanspontation source, have histonìcal ly encounaged

desjnable residential gnowth and continue to do so. The

growth of the city jn a genenal sense followed the natunal

patterns set by the rivens, and the man-made pattenns set by

the gnowi ng nai lway netwonl<. ( see F i gune ei ght )
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3.2 EFFECTS 0F RAI LUJAYS 0N EARLY GROtnlTH

It js not possible, jn thjs study, to note and measune

al I of the effects that the rai lways have had on the urban

development of the c'i ty. It is possible,howeven to note

from our pnesent unban form, sevenal majon trends that have

occunned as a direct nesult of rai lway activities and ane

pers'istently evident jn the conf igunation of the c'i ty.
Thnee of these most evjdent physìca'l man j festations of
litljnnipeg's urban development are as fol lows:

The southwestwand movement of the c'i ty's most

affluent and desinable nesidentiaì aneas.

The consumption of valuable niven fnontage in the

downtown core.

3. The cneatjon of sepanate socio-economic nesjdential

enc I aves w j thi n the c'i ty pnopen .

1 . SOUTHI/üARD RES I DENT I AL MOVEMENT

The f i nst measurable af fect the annival of the nai'lway

had on unban development (aside fnom the constnuctjon of the

f irst nai lway bnidge in 1880 and the stepped up public wonKs

pnograms af ter the announcement that the naì'lway would pass

thnough the ci ty) was the beginning of a southwand movement

of desinable nesidential neighbonhoods. Thjs movement was a

1.

2.
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di nect nesul t of the constnuction of the Loui se Bridge

acnoss the Red River, and the constnuction of the main line
and majon yand facilities jn the nonth pant if the city.

Between 1881 and 1884, the CPR built its new yands and

termjnal in Nonth UJinnipeg and began act'ively using the new

line, bnidge, and facilities jmmediately. The new line
entered the c'i ty v'ia the bn'idge into the anea Known as Point

Dougìas - then one of the most desjnable neighborhoods in

üJjnnipeg. Point Douglas irnmediately became Known as Nonth

and South Point Douglas and began a slow decline to a level

fnom which it has never necovered.

By the tunn. of the centupy, the area was funthen

contained by a natural gas plant which had located aìong the

najl ljnes to the west, and a powen plant on the niven to
the east. By now jts homes were occupìed by wonlting class

fami I ies who had I i tt le influence in civic mattens. After
1909, the sectjon nonth of the CPR line was chosen by the

chjef of pol'ice and the mayon as a containen fon the city's
vigorous and uncontnol lable pnosti tution tnade. South of
the ma jn I ine, the neìghbonhood u/as gnadual'ly neplaced by

industny which toolt advantage of the pnoximi ty to nai I and

waten.

At this tjme, the c'i ty's other most des'inable

neighbonhoods wene the fonmer Hudson's Bay Resenve bounded

by Bnoadway and the Assiniboine Rjver, and Anmstrong's
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Point, ôñ area physically simjlan to Point Douglas. As each

of these areas ì^ras pnevented fnom gnowth on expans'ion by

phys'icaì constnaints, either by the niver on sunnound'ing

urban deve lopment , the ci ty I ool<ed fon new areas to
acconrnodate the gnowth of futune neighbonhoods. As the

city's affluent negion was alneady located on what was the

south part of the cìty - a'long the banlrs of the Assiniboine

Riven - and the rai'lway yards and industny wene

concentnat'ing in the north part of the ci ty, i t seemed only

natuna I that the growth of these af f I uent ne'ighbonhoods

would contjnue in a southwand dinection. ïhe only obstacle

pneventing this dnift was the Assìnibojne Rìver i tself.
This natunal barrjen u/as qu'icKly ovencome as the rjven was

to be bridged privately, and laten by the ci ty, to

accornmodate the demand fon gnowth. The Osbonne bnidge was

completed in 1883, the Manyland in 1894, and the Majn Stneet

(Nonwood) Oridge built ìn 1897 (neplacìng an earlier pnivate

tol I bnidge) . tiJi th the constnuction of these bridges came

the ease of cnoss i ng the Ass i n i boi ne R'iver and the

establishment of new residential aneas south of it. Laten,

when the b/innipeg E lectnic Rai lway Company pnov'ided publ ic
tnansportation acnoss these bridges, the southwand gnowth of

neighbonhoods was furthen encouraged and ne'ighborhoods such

as Cnescentwood, Fort Rouge, Riven He'ights and Tuxedo grew

f nom the f irst af f luent homes of Roslyn Road, and hlel I ington

Cnescent.
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The same effonts that were made to bnidge the natunal

bannier of the nivens was not made to cnoss the man-made

bann jer that was the CPR Yands, bJhen the yands undenwent

the massive expansion pnognam of the eanly 1900's, a subway

was built at the mouth of the yands at Main Street, but all
othen roadways terminated whene they met the edge of the

yards. Thjs intennuptìon in the urban fnamewonl< was laten

to include even stneetcan lines which tenminated a the south

sjde of the tracks leaving their passengens to cnoss on foot

the "Ribs of Death" . 6 These obstacles obviously did I i tt 1e

to encourage the gnowth of neighborhoods to the nonth, and

the low economjc status of the rai lway wonkens and

'immignants who sett led jn th j s pnecinct, f unther encouraged

cjvic pol i t jcians to 'ignone this part of the ci ty. By the

early 1900's the area suffered fnom overcnowding,

substandand housing, poverty, and all of the socjal pnoblems

that accompany these negative envinonmental condj t'ions.

The role of the company in changing the character
of the Nor th End was read'i 'ly appanent . The
constnuction of a ìange station, locomotive shops,
stores, of f ice bui lding, foundny, fneight car
shops, powonhouse, scnap yand, and inunense
manshalling yand (120 miles of tracK and space for
1 0,000 cans ) by j tsel f nepnesented a consjdenabìe'industnial development. The huge CPR complex was,
ìn short, the dominant physical featune of the
nonth end. No one could enter that portion of the
cì ty wi thout becomjng vivjdly awane of the mass of
bui ldings and tracks, noise, d jrt, and smel l . the
centraì - cone (hlands 2 & 4l and the South End
(hlards 1 & 3) also had considerable naiìway
facilities located within their boundaries.
These, howeven wene located on the extnemities,

6 r"lohn Mar lyn, Unden the Ribs of Death (Tononto: McClel land
and Stewa-nt, lE'frT
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not i n the heant of the di str ict as u/as the case
in the North End.7

The Canadi an Nonthern ( fonmen NP&M ) rai lyands east of

Main Stneet contnibuted also to this southwand movement of

hlinn'ipeg's neighbonhoods. Ulhen Canad jan Nonthenn tooK oven

the NP&M yards along üIaten Stneet, j t expanded the yards

southward to the Assjnjboine Rjver and asKed penmissìon of

the cìty in 1904 to close East Bnoadway to facjljtate the

constnuctjon of a new passenger station on Main Street at

the foot of Bnoadway. Unt'i I this time, a temponany bnidge

connected Bnoadway to Provenchen Blvd. which lay dinectly in

I i ne acnoss the Red R i ven i n St , Boni face. The

construction of Un'ion Station effectively ended the planned

connect ion of l¡tli nni peg to St . Boni f ace, and fonced the

spread of the c'i ty away f nom thi s anea.

Encroachment of the nesidenti al aneas of the
centnal cone by naj lways was penhaps the most
notable development aften 1900. Besides the CPR
spun tnacK and the Midland Rai lway in hlard 4, the
Canadian Nonthenn Rai lway Yands and stat jon tool<
up a great deal of desinable waterfnont land in
[rJand 2. in 1904, this development resulted jn the
closing of one of the wand's major stneets and
theneaften the uppen class residents who nemajned
in the wand tended to I ive close to the
Assiniboine rathen than the Red River, this
development is an impontant one fon it hastened
the growth of a nonth-south spì i t jn hlinnipeg,
wj th desi rable residential locations concentnating
around the Assiniboine Riven,s

Alan F. J. Artibise and Edwand H. Dahl, UJinnipeq jn MaÞs,
1816 - 1972, (0ttawa: National Map Col lection, Publ ic
Ã¡õñiVes-õT Canada, 1975 ) , p. 159.

Alan F. J. Antibise, hJinnipeq: A Social Histonv of Urban
Growth, 1874 - 1914,'(flì-onffiÏ: Mcffiuffinlveffi
F-nes€- 1grs-I,-pJil.
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2, CONSUMPTION OF RIVER FRONTAGE

The expansjon of the Canadj an Nonthern faci I i tjes j s

notable also fon the consumption of valuable watenfnont land

that i t entai led. The I ine fol lowed the Red River south

through the built up parts of the cìty as it offened the

ljne of least resistance thnough thjs anea. The yands were

expanded southwand to the junct'ion of the Red and

Assiniboine Rivers and across to consume the entire historic
anea known as "The Forks". Once the hi stonical and

f unct jona I centne of l,tli nni peg, the Fonl<s became the

exclusive propenty of the rai lway. The expansjon of the

rai lyand continued southward consum'ing the banKs of the Red

Rjver to the Font Rouge Yards which began construction
anound 191 0. As a nesul t of thj s expansìon, al I riven

fnontage fnom lilaten Street in the nonth to Conydon Avenue in
the south came unden the sole contnol and use of the

Canadi an Nonthenn Ra'i lway Company and has been nestr icted
fnom pubìic use even since.

3. SEGREGATION OF RESIDENTTAL ZONES

Ra'i lways contnibuted s'ign'i f icantly to the separat jon of
the ci ty's neighbonhoods into distinct zones that di ffened

as much sociaì ly as they did economical ly. Before the

rai lurays, the nivens physìcal ly distinguished djffenent
parts of what u,as to become h/innipeg, The ci ty was
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contained in the area nonth of the Assiniboine River and

east of the Red River. To the east acnoss the Red Rjven lay

the conrmuni ty of St. Boni f ace access jble on'ly by ferry, ice

in winten, and laten a temponany bnidge bui I t between

Bnoadway Avenue and Pnovencher Blvd, To the south of the

Assiniboine Rjven, litt'le settlment occurned pnìon to the

1 890' s.

UJi th the phys'ica l bann i ens of the n i vens p l ayì ng an

active nole in shapìng the destiny of the gnowing parts of
ltJi nni peg , the raì lways made an easy job of f un then

segmenting the ci ty. UJhi le the n jvers have s jnce been

bn'idged and commun jcat'ion impnoved to a ì imi ted degree,

rai lway conridons that have developed sjnce have pnoven to

be equal ìy powenful physica'l banniens to jntna-urban

communicat ion and integnat ion.

Rai lway developments have contnjbuted to the segmentation

of the city in several ways The most obvjous fonm of
physical separation has been the ra'i ìway conr jdors and

r ights-of -way that bi sect the c'i ty s I 'ic'ing i t i nto segments .

These aneas have developed into neighbonhoods as a result of
their physical sepanateness and spec'i fic inf luences on thejr
gnowth. For example, the desirability, on lacl< of it, of an

anea to speci fic ethnic gnoups (whom tended to sett le

together i n the genenat ions jmmedi ate to inrn'igrat jon )

influenced the creatjon of "ethnjc" aneas jn the ci ty.

Othen aneas developed because of economic influences,
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becoming upper class neighbonhoods because of thein physical

desinabi lìty. In these ways, the naì lway nights-of-way set

the fnamewonl<, for social and economic classification of the

city's ne'ighborhoods. üJhi le this stnat jf icat jon certainly
is not unique to ttl'innipeg, the nole played by the railways

is notable. lts effects can be seen in Nonth and South

Point Dougìas, created by the finst rai I night-of-way, and

in the Nonth End, separated fnom the bulK of the city by

tracKage and intensìve industnial development, and in the

southenn dnift of the mone affluent southenn neighbonhoods.

Transpontatjon connjdons as powenful barniens exist in

all citìes especially whene points of access acnoss thein

pathways have not been cneated. Thjs is espec'ial ly tnue in

[rJinnjpeg where ]ittle effont was made to establish cnoss

connect ions and neconc j le stneet systems to the na'i lway

lines. hJhethen for safety punposes or othen neasons, the

effect is one of physicaì sepanation and nepnession of

social jntenactìon between parts of the city,
Even w j thout the raì lway I j nes, UJ'innì peg streets
would have been a maze: the railways turned itjnto a nightmare. The CPR crossed the Red River
into the east and made a beeline out of it to the
west. It located j ts main yands and station in
what eventua I ly came to be qui te c'lose to the
geognaph'ic centne of the town. A quarter-mi le on
so to the south of the CPR were the Mìdland
Railway yands at the end of its ljne which entened
the ci ty fnom the southwest. The Canadj an
Nonthenn Main line cnoss the Red Riven half a mile
on south of the CPR, cut shanpìy to the south, and
then left by the southwest quadrant. One rai lway
fnom the south came in on the east s'ide of the Red
River to the CPR depot and another came in on the
west side to Union Station. Ihe Canadian Nonthenn
located jts main assembly yands and shops in the
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southwest area and nestled its freight yands ìn
behjnd the station on Main Stneet. Finally the
two mai n ra j lways l^/ere connected by transfer
tnaclts a'long the banKs of the Red R jven. s

The ef fects of these nai lways on the form of the c'i ty was

one of segnegation and "compantmental izat jon of hJ jnnipeg. t o

Fnom the outrageous concessjons made to attract the fjnst
ra'i ìway to trJinn'ipeg, subsequent rai'lway companies J<.new that

they could asK for almost anything when locating in

l¡lìnnipeg. Fnee land, tax relief, uñl'imjted entny access,

and cash u/ene readi ly gif ted by a city counci I dominated by

business and commencial ìnterests. Even after the city's
status as an urban centne was assured, ci ty counci l

continued to al low ra'i lways to operate and expand wi thout

contnol and with considenable concessions, even though it is

was evident that the city had the abjìity to control and

dj rect gnowth.

In the earìy pant of this century, the pnoblems caused by

the ra'i lways and the ci ty' s " lai ssez-f ai re" pol icy wene

being discussed openly in the newspapens. In the l9ì3 City

P'lann'ing Conrmjssion Repont, the pnoblems being created by

the nai luJays ì^/ene out I i ned:

The steam ra'i lways entering the ci ty at pnesent
ane the Canadian Paci fic Rai lway, the Canadian
Northern Rai lway, the Grand TrunK Pac j f ic Ra'i lway,

( Toronto MacMi I lan ofr.lames Gnay, A Eov Fnom üJinnipeq,
Canada, 1970)l p. ZB.-
Alan F. J. Antibìse, hlinnipeq¡ A Sociaì H jstonv
Gnowth , 197 4
liñ:iì¡ens'i ty-Ess , 19il P. 76 .

of Unban
lTueefG

fo
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and the Mìdland Rai lway. Each of these nai lways
wj th thei r numerous bnanches, yands, and shops,
cuts of f the ci ty 'into many di f f enent sect j ons .

It does not seem that the entnance of these steam
nai'lways has been considened on any noad scheme
which would be convenìent and beneficial to either
the city on to the Rai lways themselves, by, -thatthe entiy has simpìy followed the line of least
resi stance. 1 1

These concenns u/ene unheeded and ra'i lway growth cont jnued

unplanned and wj thout any consjderation of detnjmental

envinonmental ef fects. Vast aneas of undenused na'i lway land

remain that pay little or no civjc taxes and, thus' are

reluctant to tnove. The city has gnown anound these land

pancels and along the net of rìghts of ways that bjsect the

ci ty f rom every di rect'ion, divide neighborhoods, seal

portions of the riven fnom vjew on use, and d'isnupt socjal

intenaction and cornmunication. The ef fects of the cì ty's

approach to rai ìways has been penmanent as surTrnan jzed by

Antibise:

Instead of tat<'ing thi s long tenm appnoach, one
that tooK into considenation the hanmful as well
as the beneficjal effects of rajlway development,
the commencial elite gave the companies a fnee
hand to enter and I eave ltJ j nni peg at thei n

convenience. A They thus left to futune
genenations of üJjnn'ipeggens a poon 'legacy, 

. for
geognaphy, râilroads, and a blind commitment to
gnowtn' combined to tunn üJjnnipeg's envinonment
lnto an uncoondinated and socja'l ly disnupt'ive
senies of self contained ghettos.l2

1I City Planning Comrnissìon,
Repônt" (ltlinnlpeg: 1913) .

"Ci ty Pìanning Connniss jon

12 Alan F. J. Artibise, UJinnipeqi A Social Histony of Unban
Gnowth , 197 4
liñffis i tyEss , 1g75ll p. 76 .
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In examjn'ing the ef fects of rai lways on UJinnipeg's urban

fonm, this neseanch has focused on the era of gneatest

gnowth ending at the onset of the finst wonld wan. It was

during thjs peniod that the basjc form and stnuctune of the

city was set, leaving fon futune genenatjons an awKwand

fnamewonk upon which to gnow and develop. Since that time,

the i nf luence of na'i lways has dimi ni shed considerably and

the city has asserted its viabif ity as an and vjtal unban

centne. Howeven, the basic pnoblems caused by the

unresolved conf I j cts between rai lu/ays and unbani sm

remanKably remajn intact ' The majon yands and

rights-of-way remain in actjve use and bning additional

modenn pnoblems to the onìginal ones - the transport of

hazandous matenials to name one. hlhi le minor local

adjustments have been made where confI icts a¡ise,

s'igni f icant intenvent jons have not been neal ized ' The

nelocation in 1962 of the unban CNR operations to the

Symi ngton Yands outs i de of the c'i ty has been the s i ng I e

major change in hJìnnipeg' s nai lway si tuation , al though j t

uras a move ini ti ated solely by the na'i lway company. The

relocatjon of the CPR yards, oñ the other hand, has been a

longstandìng issue.

The 'legacy left by oun earìy poììticians and railnoad

banons js, however, not a completeìy negatjve one. bJhere

naì lways have been nemoved fnom the unban core, huge

contiguous parcels of land are left. These panceìs should

-54



be viewed not as liabilities, but as valuable assets. The

oppontuni ties that eluded the early bui ldens of hlinnipeg ane

again before us.
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3.3 THE EFFECTS OF RAI LhJAYS ON ADJACENT COMMUN]T]ES

The gnowth, deveìopment, and quality of unban functions

adjacent to rai lway faci lities ane profoundly affected by

the pnesence of these facilities in both a positive and a

negative sense. Railways have hjstonjcally been a gneat

benef i t to oun cornmuni ties, especial ly f rom an economjc

v'iewpoint, in encounagìng the growth of towns and cities in

wh j ch nai lway act j vi t'ies wene centned. (Ra j lÌ^/ays have been

both the foundation and fibre of Canadian sett ìement,

agn'icul ture, comrnence, and industry and wene the noots f rom

which westenn Canadian cornmunjties, towns, and cities
spnouted. ) Ra j lu/ays wene the only neal cornmun'ication I jnlt

and vehicle of tnade between comrnuni ties and were an

absolute requjsite to Confedenatjon in the tying togethen of

the UJest to the establ i shed eastenn townshìps and the

central fedenal govennment.

Today, nai lways no longer possess the centnal nole in the

Canadian economy and the'imagjnation of its people than they

once djd. Other fonms of transportation and communjcation

have usunped this role and we have cneated a system of

diversi f ied transpont modes. Automobi les, tnuck'ing, the

constnuction of efficient national noad netwonKs, and ain

tnaffic have taKen hold of many of the responsjbilities that

wene once the sole doma jn of the raì ìs. As a nesu'lt, old

nailway tenminals and grounds, founded in the centre of

cjtjes, ane now either surnounded by intensjve secondany
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development, or what have come to be the oldest pants of the

ci ty.

Today, the s j tuations that exist between nai'lways and

ci t i es ane much di f f enent than they once wene . slhene

rai ìways wene cons jdened the economic I i feblood of a ci ty'

they are now often viewed as obstacles to constnuctive unban

gnowth. Almost alì canadian cities have had to, or are

attempting to, resolve the pnoblems associated wi th nai lway

facilities that affect urban fonm and life, it is evident

that todays' s pnoblems associ ated wi th the impact of

raiìways are nooted jn hjstorical gnowth factons, ôs has

been discussed.

I t i s thenefone obvious that the ra'i I road
iaci I i ties wene onganized stnict'ly. in Keepi.ng.w1 th
the ¿emãñOô- ót ñai lnoad openations and thein
immediatð'ãðonóry, to the detriment of the nonmal
g."ùin uñA-iiie óf the commuli!y. . Such locations
õf- rát iroaA rìghts-of -way fa'iled to taKe into
ãccount tfreln uliimate ef fäcts on land vaìues, and
consequeÀ[ly, 

-on the financìal equilibrium of the
tuniðípalities. This seemi'ng l*çk ,,of
considbnatioñ-to. vital aspects of collective life
is neadilV eiplá'ined by the.fact that the rajlroad
*ãs,-- tnän, ' the p-nedominant.. facton in the
p.óåp".i[v ot new setilements' Unfortuna!ely' .the
ãisaävaniäqã" âitached to such lacK of folgsigf't
ðoulO noi-Ëui O. felt soonen on later, anq finally
have r.rrlîãã ìñ today's negrettable conditions. l3

In Slìnnìpeg, the nelationsh'ip between the cj ty and the

rai lways has changed considerably. Ul'innipeg js a rnone

matune ci ty poì i tical ly, economical'ly, and sociaì ly. A ci ty

planning movement has emenged which guides and contnols

13 General þpront: Plan fon the National caoìtal. Jacques
Gneber, chuffiån, 1¡-îïu*t l-inffi1ffig), p, 82.
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development to a much gneaten extent than was once the case'

Residents addi tiona'l ìy have much higher expectat jons in

negards to unban dwel I ìng. lrjhere once conf l ict s j tuations

between rai lways and the cì ty were accepted, they ane now

seen as senious problems begging solutions'

Today the pnesence of ra'i 'lway I i nes , tâi lway yards,

tenminals, and other facilities pnesent a vailiety of effects

to unban centres that have gnown to sunnound these oniginal

facì l i ties, Rap'id unban growth around ltli nni peg' s

compl'icated and Sprawl ing ra'i I netwonK has cneated numenous

conflicts. The increase in the use of cars and tnucKs has

cneated physìca1 conditions that ane difficult to nesolve.

Thene has been stnong citizen suppont towands the complete

nemoval of ra'i lways f nom our ci ties, and jn many cases, this

demand has been neal i zed. To this end, nai lu'ays have been

blamed - often ernoneouslY fon w'ielding a completelY

negative ef fect on ne'ighbonhoods through which they pass '

I t j s necessany, thenefone, to exami ne what the spec'i f i c

effects, if âñY, that nailways have on land uses and thein

subsequent form.

3.3. 1 INDUSTRIAL LAND USES

H'istorical lY and

posi tjve effect on

geognaphic expanse

to naì lways as the

cunrently, railways have an extnemely

industnial land uses' Because of the

of Canada, and oun continuing commitment

chief tnansporten of goods, jndustny
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often depends on access to a local yand, bnanch line, or

spun I ine wj th which to connect themselves to the national

nai I transportat'ion system. In most cases, the presence of

nai lway connections fostened the gnowth of adjacent

industr.ial aneas. Because of thjs, ño conf I jct exist sjnce

the two functions are mutual ly benefjcjaì '

3.3.2 COMMERCIAL LAND USES

Most commercjal actjvjties do not nequ'ine rail access'

rathen , transpontation of goods j s pnovjded through a

convenient centnal ized location. Howeven, few confl icts

arise where commercial activities and rajlways meet' 0ften

commenc'ial activitìes senve as a buf fen between rai lways and

othen uses. An example of this is the extensive commercial

stnìp that has developed along Pembina Highway adjacent to

the nailway lines. Thjs strip does not conflict with the

adjoin'ing ra'i lway activi t'ies.

3,3.3 RES]DENTIAL LAND USES

The intenface between railways and resjdentiaì aneas is a

complicated pnoblem that may be poorly or well nesolved

depend'ing enti nely on local condi tions. Because of thi s,

the effects of railways on resjdential neighbonhoods js a

djchotomous issue nesulting in confusion as to what types of

conflicts exist and what the natune of these conflicts ane'
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Rajlways have often been bìamed fon blight jn adjoining

residential aneas. Rai lway wonkens histonical ly bui lt thejn

houses near their place of employment, especiaìly in early
days when cans u,ene non-ex'istant on uncoÍnmon. Because of

th j s , these homes are of ten the oldest bu'i ldi ngs i n the

conrnuni ty, r¡/ene s'imply and cheaply bu'i I t to lower standands

than the nes t of the commun'i ty , and are of ten poon I y

majntained. Thus they may give a false ìmpnession of decay.

The nai lway is not necessari ìy a negative on b1 ìghting

influence on adjacent neighbonhoods and residentjal aneas.

Rather, i t encounaged primany nesidential gnowth jn the

deveìopment of these homes and neighbonhoods fon a distinct
socio-economic gnoup - that of workens and labourens who

found employment in the ra'i lway yards.

Majon rai lway faci I i t i es encounaged the growth of ent i re

neu/ neighbonhoods, communi ties, and suburban developments.

0riginal ly these aneas wene named af ter the na'i lway that

fostened thej r gnowth. The nonth end adjoi ni ng the CPR

yands was once Known as "CPR Town" and the town of Tnanscona

(f rom ' tnanscon' tinental ) as a nesul t of the Grand Tnunl<,

Pacif ic tenminal bui ìt there, uúas once Known as "Gnand Trunlt

Pacìfic Town", "GTP Town", or "Gnand TnunK Entrance". The

pnesence of the naì lways was considened such an encouraging

force that land speculatons and developens did not hesitate

to use thjs fact jn their advertising. (See Figune 7)
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Today, wê would not expect to see new residential

developments so enthusi astica'l ly adverti sed on the basi s of

thejr pnoximi ty to a majon rai lway instal lation. The fact

that quite the opposite is tnue today is indjcatjve not only

of the majon down turn in the influence and image of the

railways, but also of a change in values jn negand to

conrnun'i ty standands. Yet new nesidenti al aneas be'ing bu j 1t

as our cj ties gnow, have l'i tt le choìce but to eventuaì'ly

come into contact wi th existìng nai lroad faci I ì ties, be they

yands, tenminals, on rights-of- way. ülhen this happens, a

gneaten effont is made to reconcjle this intenface and to

minimize the exjstence of the line. Qften, there seems to

be little effect on the value of the new city pnecinct.

Consìden for example the residential anea in ìilinnipeg south

of Tuxedo - one of the c'i ty's most aff luent and socia'l 1y

desi nable neìghbonhoods - which has gnoì^/n several wi thin

metres of the westward bnanch of the CNR main line. The

negat'ive i nf l uence of the nai lu/ay seems not to have been

felt hene as it is in othen parts of the c'i ty. Qbviously,

the issues an'ising from the prox'imity of nesidential aneas

to railways ane complex ones, the confljcts anising not

always resu'l ting in the Same ef fects, and usual ly combining

with other factors to pnoduce an end nesuìt.
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3.3,3.1 CONFLiCTS - RAILU/AYS VS. NEIGHBORHOODS

i t can be said that confl icts between nai lways and

neighbonhoods are as old as the nai ìurays themse lves . Thi s
js tnue fon sevenal reasons. Finstly, conflict situations
ane found whene eanly rai lnoad instal lations and eanìy
neighbonhoods wene coincidental ìy bui ì t, wi th I i tt le negand

to thein hanmonious co-existence. secondìy, few rai lway
yands on tenminals have since been bui lt, whi le those that
have ane usually located outside of unban aneas and thein
accompanyjng pnessunes ("g. symington yards, lr/innipeg, s.i ted
east of the city). And, thirdly, zoning and gnowth contnols
have ensuned that nesidenti al aneas have not ìocated
jmmed'iately adjacent to nailroad faciljtjes. Thus the
pnoblems and confìicts anising between nesidentiat uses and

nailways are histonical in natune, and ane compounded by the
depneciation of time and by decay. As well, with the gnowth

of cities and the sweil of population comes demands fon
gnowth of nesidential aneas, placing funihen pnessunes on
nailway yands, tenminars, and thejn ancjllary facilitjes,
thus cneating furthen confljcts.

hjhen conf I jcts exist between two physical land uses, they
can be measuned in tenms of the negative influence one has
on the other. Fnom the point of view of nesidential
neighbonhoods, confìicts with nailway uses ane manifest in
the fol lowing physical ef fects:
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A) BARRIER EFFECTS

hle have seen the ef fectiveness as banniens that
na j lways, because of the'i n I i near natune, can be

on the fonms of a city, and 'in detai l, on the

gnowth of hljnnipeg. These bannjer effects have

1 i tenaì ìy set themselves in steel and concnete

nesuì ting in the exìst'ing fonm and conf igunation

of the c'i ty, Aside f nom general unban fonm, thene

ane typical conflict situations caused by barnjer
ef fects that occun 'in al I ci ties wi th rai lway

facilities present. Confl icts between the street
system and nai lway systems ane common occurnences

that ane extnemely djfficult, and often ìmpossible

to adequately nesoìve. Safe nights-of-way and

raj lway cnossings ane of ten 'impossible to secune.

In addj tion, raj'lway cross'ings, rights-of -way, and

industnial faci I i ties have created banriens and

obstnuctjons to effectjve urban gnowth and the

continui ty of the ci ty.

b) NOISE, VIBRATION, AND POLLUTION

Histonical ly, the

nai lways and most

ci tizens have been

pol I ut i on. hlheneas

major annoyances caused by

imrnedi ately penceived by

noi se, Vi bnat'ion , and

the deepen effects of
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nai lu/ays on unban rnonphology ane of ten tnone

di f f jcul t to perceive, nesidents I iving near

na'i ìway f aci I j t i es ane rnost apt to not i ce the

intnusjon of noise, Vjbnatìon, and pol lution,
on thei n envi nonments.

Befone dieseltzalion of the nai'lways, steam

I ocomot j ves wene the ma jor sounce of " noì se ,

dint, and smell".14 The diesel engine greatìy
neduced the emìssion of smoke and the levels of
no'i se . However , the no'i se of eng'i nes and s tee ì

on steel, the vjbratjons caused by heavjer

trains, and the exhaust and fal lout emi tted
fnom diesel combustion continue to be pnoblems.

c) BLTGHT AND DECAY

As has been suggested, b'l 'ight and decay are

often mainly the nesult of hjstonical pnecedents;

the fact that rai lway faci I i ties and thej r

adjacent neighbonhoods ane often the oldest parts

of a coÌnmunity being the main cause of bìight and

decay. Th j s i ssue notw'i ths tand'i ng , the conf I i ct
between nai lways and nesjdentjal neighbonhoods

has, and continues to be, a majon cause of
cornmuni ty degnadat'ion. 0lden, r'ìeighbonhoods

14 Alan F. J. Artibise and Edwand H. Dahl, [n/innipeq in Maps,
1816 - 1972, (0ttawa: National Map CoTlecÏlon,-Pü6Tîc
Archives of Canada, 1975), p. 41.
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suffen i ng fnom the effects of t jme ane even

funther di scounaged from upgnadi ng and

nejuvenation when ìocated near nailways. As these

areas become poonly valued in economic terms, the

stigma of theìr pnoximity to the 'tnacKs' becomes

an add j tional hand'icap that may be impossible to

ovencome.

d) SAFETY HAZARDS

Now mone than even, r'ai lways in the urban

context ane becoming gneaten thneats to the safety

and well-being of the community. Because of thejr
I inean natune, secure edges are di fficul t to

achieve thus 'invi tìng possible safety conf I icts
between na'i I n'ights-of -way and adjacent uses.

Pojnts of cnoss'ing ane best handled when di nect

contact between between cinculation routs can be

avojded (eg, vehiculan underpasses or ovenpasses

nathen than gnade cnossings. ) And finally, the

transpont of industnial matenials and hazandous

goods now common'ly used by industny, has no choice

but to follow the noute set down in pnevìous

genenatjons, often thnough the most developed and

populated segments of oun cities.
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3.3.4 RECREATION AND OPEN SPACE LAND USES

The nelationsh'ip between naì lways and open space is not a

clean issue. Obvìously safety considenatjons ane necessany

and the poss'ibility fon conflicts exìsts, but until now,

this has been a langely unmeasuned concern. The linear
natune and sheen expanse of naì'lway lands of fens an unusual

oppontunity fon the development of necreational and open

space connidons jn ejther a shaned use or a single use fonm.

The necycì ing of nai ìway yands into varjous fonms of
necneat jonal faci I i t jes and open spaces 'is extnemely common

in the United States and will be dealt with furthen.

It is evident fnom the pnevious dìscussion that nailways

themselves offer a wide variety of possible 'impacts on

adjacent unban land uses, and when in combination with local

ci ncumstances, el jci t often very di ffenent nesul ts. Thene

can be no cleanly stated formula to measune and detenmjne

how the combined 'impact of nai lways and local factors wì I l

react, âs there 'is not a simple cause and effect
nelationship. Rathen, it is mone advjsable to obsenve and

denote local condi tions and attempt to understand the

nelationshìp between pnocess and nesultant form. In doing

so, we wi I I undoubtedly nevent to hjston jcal gnowth

processes - as this study has so often done - in which will
be found the basis of undenstand'ing and reason.
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Chapten IV

RAI LhIAY ABANDONMENT , RELOCAT ION AND RE - USE

4.1 CAUSES OF
RELOCAT ION

AND PRESSURES FOR ABANDONMENT AND/OR

The focus of this study to thjs po'int has been the

significant nole that najlways have played jn the physicaì

and sociaì shaping of oun citìes, especially in tenms of the

contemponary pnoblems that nai lways pnesent unden cunnent

unban scenanios. Inherent in these pnobìems ane pnessures

fon, and the possibi I i ty of, nemoval or relocation of
railway facjlities whene conflicts become acute, oF whene

rnone economi ca I I y vi ab I e uses outwei gh the needs of the

nai lway. ïhere ane thnee main neasons behind the

abandonment, nelocations, nemoval , on neuse of nai lway

facì Iit'ies.

Abandonment and/on nelocation because of undenuse.

Abandonment and/on nelocation because of the

inflexibiljty of obsolete faciljtjes to meet modern

needs.

Relocation, nemoval on ne-use because of the demand

fon rnone des j nable, appnopr i ate, op economical ly
viable uses.

1.

2.

3.
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Fnom the above, it should noted that ra'i lway facilitjes
ane eithen abandoned for a vaniety of causes, on removed and

ne-used as the resuì t of speci fic pnessures. In thi s

section these factons wi I I be examined in onder to
undenstand the neasons fon, and di fferent types of, nai lway

re-use.
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4.1 ,1 CAUSES OF ABANDONMENT

Ra'i lway abandonment has been occunn'ing s i nce ra j lways

have been buj lt in canada. Thousands of mi res of early
Canadi an rai 'lway I ines that f ai led to pnove thei n economic

value wene quicltly nemoved early in this centuny. The fjrst
wonld u/ar saw many mone mjles of steel nipped up to be

neused jn the wan effort. since then, the growth of moton

transpont, the constnuction of efficient highways, and

f inal ly, the growth of ain tnansport have tal<.en away much of
the business that was once the sole domajn of the nai ìway

compan'ies. Rai ìways themselves have gone thnough times of
economjc stress, causìng the demise of countless rai lway

companìes and the amalgamation of othens to fonm stnongen

ent j t jes (the Canadian National Ra.i lway Company, for
instance). competjtion has been manjfest in the abandonment

of major lines, tenminals, yands, and other facilities.

As ean ly as 1 948, the abandonment of rai lway facj r j t i es

in the united states was seen as such a pnobrem that a

regulatory body was set in place to govenn and contnol

abandonments. In the "Regulatjon of Rai lnoad Abandonments",

chan les clerington noted foun majn neasons behind

abandonments. 1 s

ChanIes CIeninqton. "The
Abandonments", TCambridge:l3.48Tp, 17.

Reoulation of Rai lnoad
Hanvand Univensi ty Pness,

t5
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Competition fnom othen sources of tnanspontatìon.

a) Fnom other railnoads

Competj tjon from other rai lnoads has been a

major cause of nai Iway abandonments espec'ial'ly

when nai lway companies wene mone numenous and

competi tion was acute. Ovenbui ìd'ing and the

duplication of servjces caused the dupljcation of

expenses. Consol idation of faci I j tjes, by the

abandonment of the supenf luous hal f, led to

neduced costs and mone economical openatjons.

b) From othen sounces of tnansportation.

Unti I the construction of highways, competi tjon
for tnaffic fnom other fonms of tnanspontatjon was

'ins'igni f i cant . H'ighways connected togethen the

p'ieces of Canada i n much the same way that

rai ìways did. Sjnce that time, the shipping and

trave'l I ì ng publ i c have chosen to subst j tute othen

fonms of tnanspont in the place of the rai lroad.

Highways tnansport, in the fonm of car, tnucK, and

bus, offens greaten flexibility and efficiency fon

passengen and fneight tnaffic.

Air tnanspont has virtually neplaced aìl other

fonms of passengen transjt fon inter-city movement
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othen than the private vehicle. It offens obvjous

advantages jn speed and comfort that nai'lways have

been unable to compete wi th. Fne'ight tnanspont by

ain canrier has not neplaced nai lway

transpontatjon in the same wây, yet jt js a majon

and gnowing fonm of competitive transpont,

One final sounce of compet'i tion is the

pipelines whjch distribute oil and gas whene once

special jzed naì lway cans common'ly carnied these

cornmod j ties. i t j s not as s'igni f icant as the

pnevious forms of competj tion, but should be

ment i oned.

2. Readjustment

given area.

in rai lnoad openating pnactices in

Changes on adjustments in the openating practices

of nai lways, and subsequent changes in faci I i ties
have been the resu I t of at tempts to j ncrease

openating efficìency and maximize economy of
openations. In the past, nai'lways have chosen to

shane faci I i ties such as tenminals, tracKage, and

yands, thus el iminating the need fon dupl icate

faci I jt jes. Abandonment, pê-nout'ing, on nelocation

of tenminals and main ì ines to fine tune nai lnoad

operations js also an adjustment factor.
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3. Decline in the sources of tnaffic.

Railnoads in Canada wene bujlt to meet a specific
tnanspont need. hlhethen to move people on to senve

speci f ic industnies such as agnicul tune, the rai lu/ays

became dependant on their sounces of traf f ic. U/hen

these sources decl jne or cease - be i t thnough

deplet ion of resounces, or decneases j n 'irnrnignat jon

the nai lvúays i nf lexi bi l i ty and i nabi l 'i ty to adjust

may nesu'l t i n i ts c losune or abandonment .

4. Changes in legal status.

A vaniety of changes jn the legal status of a

rai lnoad may nesult jn its undenuse and subsequent

abandonment, lnlhen abandonment of openat i ng

pnivileges oven the tnacks of another canrier nesults

in use by one canrjen, senious undenuse may be the

result. A railway company may dìspose of a facility
on line to private use, thus elimjnat'ing it from the

"pubìic" domain. Both of these changes may nesult ìn

such a low level of usage, that, although the line on

fac'i ìity js technically and legally an active ìine,
it js for all intents and punposes an abandoned ìine.

hJhile the prev'iously ljsted causes have been the major

reasons behind nalway abandonment, sevenal other should be

noted that have had specific nelevance in mone necent yeans,
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especiaì ly to the rai ìway si tuation in UJjnnipeg. These

influences may not have in themselves caused abandonment or

nelocatjon, but when combined with each othen on the above,

have had the same result. These causes could be loosely

categon'ized by the fol low'ing:

Modennjzat ion and Technoìogy.

In an ef fort to 'impnove economy of openations and

to compete wjth altennative fonms of tnansportation,

rai lways have adopted new technolog'ies and modennized

often resu I t i ng i n the obsolescence of exi st i ng

facilities.

a) D'ieseltzation

Duning a perjod extending fnom the thinties to

the late fiftjes, Canadian raÍlways changed oven

from steam to diesel engine power. Dieselization

and i ts incneased motive powen, meant fewen

eng'ines wene needed to pull longer tnajns at

gneaten speeds , Ma'intenance operat i ons undenwent

sign j f icant physica'l changes. Aìong wi th changes

in labour pnactices (far fewer men were needed to

operate and maintain the new eng'ines) went changes

in basic operating practices. The farnous

noundhouses of the past, bu j I t to accomrnodate
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steam engines and their peculiar needs, wene less

than i dea'l f on the I angen and ì ongen di ese I

eng'ines. The 'longer tnains pu'l 1ed by mone

powerf u1 engines did not always f i t into yards

designed for fi xed length trajns. As

dieselization was a gnaduaì pnocess, so to was the

pnocess of modernization of the facj I j ties that

were to acconrnodate them. Thjs pnocess incIuded

the constnuction of newen faci I i ties and the

abandonment of existing ones.

b) Expansion and Decentralization

Coupled wj th incneased 'length of jndividual

trains, ì^/as a gnadual incnease jn ovenall fneight

and passengen tnaffjc, UnliKe the originaì growth

per iods of the nai lways previous to the fi nst

world wan, this incnease in traf f ic tool< place

oven time wj th the gnaduaì incnease in the

populatjon of Canada and the gnowth of i ts

economy. This was furthen compounded by the

growth of c j ties to sunround and absolutely I jmì t

the gnowth of exist'ing faci I jties. Multi-stor jed

warehouses bui I t at the tunn of the century wene

inflexjble to modern fneight handling pnactices

whjch demand one-level storage and largen physical

expanse.
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The resul t of the expans'ion and

decentnal ization of nai lroad faci I i ties in

UJjnnipeg can be seen in several landmank stages.

As djscussed, the construction of the Fort Rouge

Yands was a nesult of the limits of the East

Yands, âs uras the constnuction of the Tnanscona

tenmjnal. The completion of Symington Yard was

the most necent answer to the I imi ts of the thnee

yands, nesulting in the abandonment of the former

two. ïhjs has been the major s'ignjficant tnend in

ra'i lway abandonment and nelocation jn Nonth

Amerjca jn necent years: the subunbanization of
newer faci lit'ies that has been the nesuìt of these

vanied factons.

c) Intermodal Shipment

In an effont to compete wj th the speed and

f lexjbi I i ty offered by highway tnanspont, rai lways

have i nvented conta j ner i zed f ne'ight hand I 'ing and

intenmodal shipping practices. Flexibi lity is
attained by the dinect transport fnom one carrien

to anothen, whethen fnom shìp to train, tnuck to
tra'in, or the nevense of each. The nesult of this
practice has been that new sepanate facilities ane

needed to accormnodate the tnansfen openations.

Thi s has contn i buted to the undenuse or
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abandonment of exi st'ing f ac j I i t jes that could not

be adapted to this pnactice.

d) Incneases jn Speed.

Incneases in speed that have taKen place and

will contjnue to talre place in an effort to

compete wi th othen tnanspont fonms, mean that

densely populated unban aneas with gnade cnossìngs

must be avoided for obvious neasons. Exìsting

tracKage often wjll not accommodate the additional
stness of jncreased speed and an individual line
may be requjred fon highen speed trains only to
ensune safety. This change in operating practices

has a pantjculan effect on the abandonment of

specific ljnes found in populated unban aneas, and

existing trackage on olden noadbeds.

The above causes, while they

been the main neasons behind

abandonment of existìng rai lnoad

section wi I I take into account

have been placed on na'i lways wi th

may tend to overlap, have

the undenuse and possible

f aci I i t i es . The fo'l 'lowi ng

addj tional pressures that

the same end result,
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4.1.2 PRESSURE FOR REMOVAL AND/OR RELOCATiON

The pnevious causes of abandonment ane based on jnternal

raì1way decisjons and poljcjes to effect optimum economies

of operatìons. From the point of view of a najlnoad

company, decisjons are obviously made based pnimari ly on

financial and economjc considerations. There ane, howeven,

add j t'ionaì pnessures that can stnongly af fect ra'i lway

operating pnactices that on'iginate fnom extennal forces and

society at ìange.

Raìlways operate within a given society, and, therefore,

ane subject not only to jts economic conditions, but to
speci f ic po'l 'i tical and social panametens wi thin which they

must cooperate. Rai luúays ane vested wi th publ ic intenests
placing funther pressunes on thein actjons. In Canada,

raì lways could not have been bui I t wi thout considenable

pol i tical, socjal, and financial support. This fact coupled

wj th events that have led to govennment ownenship and

contnol of mone than half of the country's ra'i lways, has

nesulted in our present national na'i lway system that 'is

either owned, oF under the strict contnol of, govennment,

and, theneby, ci t izens. Canadi ans, thenefone, have a

particulan ab'i l'i ty to dinect and effect change in our

naìlnoad openating pract'ices. Thjs ability to pnessune

rai lway compan'ies into accommodat'ing societal needs has and

wi I I continue to be a stnong facton in determining whene and

how na'i lway facjlities fjt into oun chang'ing unban fabric.
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Often pressures bnought to bean on nailways will nesult in

thei r abandonment and/or nelocation.

In unban areas whene railways have lost thejn fonmen

usefulness and no longen represent the "highest and best

use" of scarce unban land, socjal and economic pnessunes ane

being generated to effect their removal, In these cases,

nemoval and nelocation 'is ini tiated by unban centnes whose

rat jonale 'is not as clear as that of naì'lway ini tiated

nemovals. Fnom the point of view of the affected unban

centre, demands fon removal are based mone on value

judgements, rhetonic, and subjectìve neasoning than they ane

on economi cs and f j nanci a I mat tens - the 'language of the

nai lway companies.

In onden to overcome the diffening tenms of neference

extant between na'i ìways and unban centnes, the ìatten have

had to develop convincìng anguments to both encourage the

nemoval or relocat jon of rai lway f aci I i ties whi le

majntaining a good wonlt'ing relat'ionsh'ip, and ensure that the

f need land is not ovenvalued by the na'i lway company. in

doing so, various ci ties have often successfuì 1y used

simi lan arguments to pnessune nemoval, 1 6 As the

railway/unban intenface is sìmilar in Canadìan cities, so

too becomes the basjs for these anguments. The following

ane cornmon pressunes resulting in nai lway nelocation:

Laì nsbuny, " The
UJes tern Canadi an

Bni t jsh Columbia,

1 6 ulohn Mi chae l
Relocation in
Univensi ty of

Imp I i cat i ons of Rai lway
Cities" (M.Sc. thesis,
1975 ) .
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1. The need fon developabìe land nean the urban cone.

Thjs angument js penhaps the most cornrnon, and the

most economical Iy just j fj able i n tenms of
benefjt-cost analysis. it has resulted in many

nai lway nelocations in Canada stenrning fnom stnong

unban pnessunes. The gnowth of cjtjes around railway
faci I j tjes, and the strength of unban economies,

togethen with social pnessures, ane penhaps the most

effective force behind the abandonment and nemoval of
na'i ìway yands and tenmjnals f nom downtown aneas.

2. The phys i ca I , socì a'l ,

discondant unban parts.
and economic integnation of

Ra'i lways have been pnessuned to nectify negative

urban situations which they have been blamed fon

cneat i ng ìn the past . As ci t i es matune, these

situatìons may become mone acute, and the will to
nernove the di vi s j ve e l ement may outwe'igh the demands

of the rai ìway.

It should be noted that

raì ìway js nesponsible fon

elements is hand to pnove.

uses addit'ionally may have

effect. t z

the angument that the

dislocation of cì ty
Subsequent aì tennat ive

the same dj s locating

17 Ibìd. p. 79.
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3. The need fon nemovaì of the sounce of b'l ight.

UJhene nai ìways exi st i n aneas of decay on bl ìght

and thejn nole in encouraging that blight is
provable, they may be successful'ly pnessuned to

nelocate in onder to al low nejuvenation of the

affected anea. Thjs js especiaì ly tnue whene there

is a community initiative fon'impnovement.

4. Fneeing of land fon needed transpontation antenies.

Because of their linean nature and typology as

tnanspontation fonms, Fêi lway connjdons ane often a

natunal choice jn the siting of new tnansit netwonKs.

Fnequent ly there j s I i tt 1e chojce but to use

establ jshed night-of-way for major vehiculan

thonoughf anes and rapid transi t systems i n h'igh

density areas. As majon public expenditunes these

endeavons may be the only pnessune economical'ly

stnong enough to neplace raìlways.

5. The needs for conflict nesolution.

Rai lways may be pnessuned into nelocation due to

the many pneviously noted confl ict si tuations that

they ane involved in. For example, incneases in
vehicuìan unban tnaffic may cause unsafe sjtuations
at cnossings that can only be nesolved through the
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nemoval of one of

na'i 'lway 
.

the parties general ly the

Few na'i lway abandonments or relocations are the result of
a single cause on pnessune. Rather, they ane almost always

the nesult of a combinatjon of many on all of the noted

jntennal causes and extennal pnessunes. Genenally, the

transfen of land away fnom nailroad uses is a decades long

pnocess, finaljzed onìy after the expenience of chronic

pnoblems and confl'icts, and the process of intennal and

extennal changes. The noted causes and pressunes may be

used in analyzing the basis of specific abandonments.

In nesponse to these ljsted pressunes for nailway removal

occunning in Canadian citjes, the Federal govennment enacted

a statute entitled the Rai'lway Relocation and Cnoss'ing

Act Th'is statute establ j shes the right of an urban

mun'icipal i ty to plan fon, and request the nelocation of
rai lway lines and faci I jties. It is curnently be'ing

implemented 'in majon nai I relocations in the p'lann'ing stages
jn Reg'ina and in Tononto.

-82



4,2 RE-USE OF RAi Lh'AY LAND

4 .2, 1 POTENT IAL PROBLEM AREAS

UJhere ne-use or nedeve'lopment of naì lway connidors j s a

possibi'l i ty, sevenal major obstacles must be overcome before

any senjous action can occun. A recent ( 1976)

post-conversion evaluation of rai lway cornjdon ne-use

pnojects in the Uni ted States noted several commonly

occunring pnoblem aneas,18 These pnoblem areas wene noted

through a nationwide sunvey an the opinìons of a panel of

expents to the fjeld, They focused on convensjon to ParKs

and Recneation uses speci f icaì ly, but ane conìrnented on'here

as they nelate to the bnoader goa'ls of this study.

1 . Time Dimensions.

This is cnucial element in the convers'ion of

rai lway land. If too much t jme jn the decision

making pnocess is taKen, possibiljties fon

acquisjtion fon a specific punpose may be lost. This

has been the case i s necreat ion based convens'ions,

where the element of time in obta'ining acquisi tion

fund'ing has led to the sale of the land to othen

i ntenests.

I 8 National Recnea
Uti I ization ofÞãFx-ftion
p. 2.

tìon and
Abandoned

Punposes.

PanK Associ at i on .

Railnoad Riqhts-of-lüav fon(ÃFTñgïõn,ffiET-Te76l;

-83



Time may be.an 'impontant f actor the opposi te sense

as wel l Rai lway lands may be developed too quìct<ly

and wj thout fores'ight, theneby nesul ting in lost
oppontunit'ies. It is often true that neglect may

senve to consenve valuabìe land panceìs for the

futune when the'in use m'ight be optimized.

2. Acquisi tion Costs

Rai lway compan'ies ane not as eager to dispose of
thejn unused land as they once wene, resuìting in
highen acquisition costs. As we will see laten, these

economic issues ane crucial in effect'ing changes in
ownenship and the feasibi I ì ty of future re-use

a 1 tennat i ves .

3. Ti t le Problems.

The complexi ty of the legal status of raì lway

pnopenty t j tles is an issue that can be on'ly bnìef ly
mentioned hene. Given the convoluted nai lway histony
of this country and the vaniety of land gnants,

deeds, eminent domain, and punchase agneements made

jn the fonmulat jon of the nai lway system, jt is not

surpnis'ing that changes in title may become a

contentious issue possibly impedìng the ne-use

pnocess.
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4. Negotjatjon fon Punchase.

This issue rises out of the pnevjous pnoblems

ment joned and varies widely in complex'i ty. In the

Amerjcan expenience, it was noted that negotjation

for punchase was much mone eas'i ly carried out f nom a

public nathen than pnivate issue. In Canada, jt is
often ìiKely that land leases fnom najlway companìes

wiìl be an alternatjve to outright punchase.

5. Public and Politìcal 0ppositjon.

This issue neìates most connnon'ly to publ'ic ne-use

altennatives where pubìic funds are being used, or

the potent'ial user gnoup is the publìc. In these

instances, public and poljtical support is obvjousìy

nequired to effect conversion. The generation of
public jntenest is cnucial to ensune the success of a

conven s'ion scheme .

6. Development Costs.

The costs of ne-development wi I I , of, counse

detenmine jts feasibiìity in economjc and fjnancial
terms. The p I ann'ing of a successf u I convension wi I I

include accunate and neal istic development cost

goals.
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7 . Operation/Majntenance.

In tenms of public oniented ne-use altennatjves,
especi a1 'ly pank and necneat jon rel ated schemes, th'is

seemingly mjnon jssue has been seen to be of

signjficance in the ean'ly plann'ing stages to

determine overall pnoject feasib'i ìity.

I . Envi ronmenta'l impact Statements .

Thjs is genera'l ly not an issue in unban focused

convensions, but may be requi ned in the plann'ing of

conrjdon convensions in envjronmentally sens'i tjve
aneas.
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4.2.2 CHANGES IN O!üNERSHiP

1t js evident that as railway connidons thnough whatever

means expenjenCe UndenUse, ane abandOned, on are nelocated,

the signjf jcant pieces of land nemaining must be cycled baclt

jnto the urban system. Before this occuns, several major

obstacles to the re-integratjon of this land must be

ovencome. t¡Jhile these ìssues may be extnemely complex and

requjne in depth study on their own, they must be bniefly

mentioned hene to fuì ly appreciate the entire pnocess of

nai lway ne-use.

Unless a nai ìnoad company decjdes to undengo Some Kind of

redeveìopment scheme on its own, a change in land ownership

must tal<e p'lace befone ne-use wi I I occun. $ccasional ly,

rai lnoad companies have undergone thejn own nedevelopment

schemes but these usuaì ly entaj I industrial nedeve'lopments,

hence, a change in land use has not occunned. hJhene

significant ne-developments inclusive of land-use changes

occun, a change in land ouJnenshìp almost aìways pnecludes

any act'ion. In some cases, the naj lway company may act as a

par tner i n the nedevelopment , neta'inì ng I and ownenshì p as

i ts share of the scheme.

Having established the importance of a change jn land

ownersh'ip, sign'i f icant obstacles should be noted that may

'impede this essential step in the pnocess. Before the

transfen of land occurs, there must be an established will
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on the side of the nai lway company to do so. In the

previous sectjons wene noted jntennal causes of and external
pressunes for nailway abandonment or nelocation. Each may

effect nemoval of na'i lway fac'i ljties but may not in

themselves jncun the w j I I to d'ispose of rai lway lands.

Severa I Key poi nts may pnevent th j s f nom occurn'ing.

1. Taxation

Often, jt is the case that naìlway lands ane taxed

at levels far lowen than thein actual value. This

occuns for two reasons. Finst'ly, tax incentjves that
were offened jn the previous centuny and the early
pant of this centuny may stj I I be in existence.

Railurays may have negotiated guanantees of tax fnee

status on fixed rates at levels that do not meet

modenn standands. These subsidies wene offered to
encounage the establishment of tenminals in cities as

has been pnev'ious I y di scussed.

Secondly, ra'i 'lway companies may have negotiated
pneferential taxatjon status jn onden to maintain

compet'i t i veness wi th other f onms of tnanspon tat i on .

This js further compounded by the fact that publicly
owned highways, wâterways, and air tenminals pay no

taxes, but are maintained and supponted fnom

subsidies in the fonm of tax contributions. This
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angument has been the basjs of negotiations fon

"f ain" taxat jon of ra j lways ìmpìying lower taxes.l s

As a nesul t of these favounable taxation

sì tuations, pâì lways may be extnemely reìuctant to
nel inquish this land. The same jncentjves that

encouraged raì lways to locate i n ci t i es at thei n

origin, may be the majon stumbìing bìocK to thein

nemoval.

2. Specul at ion.

ltJh j le some na'i lway f aci I ì ties may enjoy f avouned

taxation status, th'is is by no means the nule. Some

pontions of abandoned rai'lway pnoperty that have been

sought by pn'ivate punchasens faj led to change hands

as the rajlway companies nefused to selì the land.20

Even though nailways have complaìned of tax burdens,

they have not always tal<en the oppontunity to dispose

of thjs unused land and its accompanyjng burden. The

neason fon this is speculation on the part of the

raiìway company that can be noted in two forms.

l9 FnedericK R. E. Cunr, The Social and Economic Effects
Railwav Abandonments with Soecial Refenence to Lãñd

Effects of
Rai lwav Abandgnments wRailwav Abandonments with Special Refenence totalã-únìlñfy : ig6-ï, o.

hliIIiam Fnancis Flanagan, "Redeveìopment of
Ra'i lway Yands in the Unban Neighbonhood,
Pnoposals fon the Canadian Natjonal Rai lways's
Yands, ttli nnipeg" (M. C. P . thesi s, Univens'i ty of
1972), p. 45.

Land Use227- -
Abandoned

Pìanning
Font Rouge

Man i toba ,

20
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a) Anticìpation of futune needs.

ülhi le abandoned nai lway land may be of no use

to the rai 'lway pnesent 1y, there may be

possjbjlities fon a nenewal of demand fon its use

bnought about by new gnowth, neu/ technologies, or'

the nestnuctun i ng of pnact j ces . I f these

occurnences were to come about, the railway would

be jn a pos'i tion to uti I ize exist'ing pnoperty

nathen than re-assemblìng land at higher costs.

b) investment Potential .

üJhi ]e land values continue to nise and unban

land becomes incneasing'ly in demand, pnopenty held

by na'i lway companies becomes a mone high'ly valued

asset. it is in the intenest of raì1way companies

to maintain ownenship of this land until demand

fon i t increases i ts value. As an asjde, this
desine to hold off the sale of pnoperty may be in

the best jnterests of cjties, acting as a land

banl<, pnevent'ing the development of lange tnacts of
land until optjmum uses can be found for them.

3. Relocation Problems.

Unti I a si te for relocation of rai lway facj ì i tjes
(if needed) is found, and new facilities established,
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raì lway companies are reluctant to nel inquìsh

exjsting facilities. The nemain'ing land may be held

fon punposes that constnuction of new f ac j l'i ties may

not readi ly acconunodate (eg. storage of equipment).

Because of thi s, r"êi lway compani es wi I I of ten hold

onto thejn unused land until no possjble use can be

found for i t.

4. Costs.

Costs incunred in the neplacement of existing
f ac j l'i ties at a new s j te ane of ten pnohibi t jve even

in the case of relocation of an undenused si te.

Ra'i lway I and

undenused,

jn ci ties may thus be extnemely

0f course, each of the above factors and possibly othen

may come jnto play ìmpeding the change jnland ownenship

whjch must pnoceed for any nedevelopment possibilities.
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4.2.3 EXAMPLES OF RAi LUI/AY YARD ANp/0R B.A.U. REpEVELoPMENT
TNTR-TH ÃMERTM-

a tnuly manmade non-nenewable nesource
rai lnoad rights-of -way.21

oun

Itlhen examining the ne-use al ternative of na'i lway land, j t
becomes evident that the oniginal fonm and function of the

I and has much to do wj th i ts futune re-use poss i bi I i t i es .

Conridors and n'ights-of -u/ay ane general ly long narnow strips
of land bondened by a wide varjety of land uses as they pass

fnom urban, through subunban, to nunal regions.

Rai lway yards on the othen hand ane ìargen, wider nodes

occunrìng along connidons generally jn the centres of cjties
whene they are bondened by mone 'intensely developed urban

fonm. It would fol low, therefone, that as these two types

of land, simi lan in nature but so var jant in fonm, area,

expanse, and edge, would nequìne very different ne-use

alternatives to suit thein specjfic needs,

Past examples of the convensjon of nai lway yards,

conr jdors, and/or nights-of -u/ay, could be loosely gnoup into
thnee main types of nedevelopment that have conrnonly

occunned. Each type of nedeveìopment has been a spec'i f jc

nesponse to the panametens and possibj I j tjes offened by

specific sjtes and their sunnounding context:

21 Patricja J. Bniner, ed., Effective Utjlization of
Abandoned Rai lnoad Riqhts-of -Wã-ffi FãiRÆï'eation
]Fosg¡ FõTenIiã t FËETãñisa;ìd-so I FîonffiVA: Natjonal Recneation and Pank Assõõìãtjon, jg77l, p.
i.
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1 . Transpontation Conridons

2 . Park/Recneat i on Use

3. Unban Deve'lopment

As we shal I see, thnough the fol'lowing examination of
these ne-use altennatjves, each is panticu'lanly sujted to
the speci fic condi tions cneated by the land being

redeveloped. Rai lway connidors and/on n'ights-of -way have

genenal'ly found neu/ use as altennate tnanspontation on

parK/ recreat jon connidons because of thei n phys'ical natune.

Railway yands, on the other hand, have genenalry found new

use in mone jntensive forms of unban development (such as

office space, housìng, commencjal space, etc. ) because of
thejn physical natune,

4,2,3.1 TRANSPORTATION CORRIDORS

As naì .lway 
corn idors offer establ i shed n ights-of-wây,

they ane obvious al tennatives in the plann'ing of new oun

modennized tnansportatjon noutes. Civic fneeways, ârten jal
road netwonKs, and especi a'l ly rap'id tnans j t routes, have

cornrìon ly made use of conver ted rai 'lway conn idons i n th j s

manner. Thene ane numerous examples of ci ties who have used

thein abandoned or undenused railways in developing needed

unban tnansi t netwonKs. Brìef ly, the fol lowing ane selected
examples of this type of nedevelopment.
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1.

2.

3,

0ttawa

-Rail lines converted

netwonl<..

Lethbridge

- Ra i I way yand and n 'i gh t -of -way

highway and open space.

to modennized antenial noad

converted to combi ned

Vancouven

-Railway spur ljne and tunnel convented to elevated

napid transi t and subway system.

4 .2.3 .2 PARK AND RECREAT iON USE

Panks and necreation as a re-use al ternative for
abandoned or undenused nai lway corridons is an alternative
that has just begun to be explored in the last decades. in
terms of appìy'ing new function to existing form, this type

of nailway ne-use has taKen on thnee majon forms as follows.

1 . Conventional Panlrs and 0pen Space.

2. Recneation Tnai'ls.

3 . Scen i c Toun'i ng .

The tnaditiona'l panK or open space ne-use altennative has

seen the development of several abandoned nai lway

facilitjes. These instances have generaìly taKen place in
unban areas whene populatjon densities wannant the need for

-94



open space. Abandoned or unused raj lway yands ane generaì ly
the object of conversion, given thein sjze and width. These

types of nedevelopments do not di f fen s'igni f icant ìy f nom the

nedevelopment of other types of industnial facj I i ties.

The convensjon of nai lway rights-of-way to recreation
tnails is a relative'ly new ne-use alternative for unused or
abandoned nai lway cornidons. This altennatjve not only
exp]ones methods of ne-us ì ng awkwand I i near pance I s of I and ,

but also uses unconventional open space in theìr ne-use.

To examjne the possibiljties of the convensjon of nailway
connjdors to parK and necneation use, it is advjsable to
exam'ine the Amenjcan scene whjch has been actjvely punsuing

this ne-use altennative in the past decade. Their
expenience not only indicates the value of naj lu/ay connidors
as a necreation nesounce, but also 'indjcates pnoblems

assocjated wjth the convension process.

The convensjon of rai lway conridons to necneatjon use in
the united states was initiated by fedenal agencies and the
National Recneation and PanK Association. in 1g75, a simple
guidebook ent jtled "Fnom Raj ls to Trai 1s"22 was publ.ished by

the Citizens Advisony Commjttee on Envinonmental Qual.i ty.
some 36,000 copies of this 36 page bootrlet wene d jstr jbuted

to necneat jon personnel, pank p'lannens, outdoon gnoups, and

intenested cjtjzens and provided a step-by-step guide to the

22 U.S. Ci
Qua l i ty,

t i zens Advi sory Conrni t tee on
From Raj ls to Traj ls, Anl ington,

Envi nonmenta I
vA, 1 975.
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convension pnocess.23 The guide led the reader thnough the

pnocess of locating trai'ls, to the constnuct jon of
functìonal facilities. Its influence on the ne-use of
abandoned rights-of -way, coupled wi th the avai labj I'i ty of
fedenal funding, can be seen in the gneat numben of
converted rights-of-way pnion to the curtai lment of fedenal

fund i ng .

The convension of abandoned nai lway conridons was jn
nesponse to two ma jor f actons, F i nst'ly, as noted i n the

nepont, thene has been a gneat incnease jn hiking, biKing,
cross-country skj 'ing, and othen fonms of recreation whj le
metnopol j ta j n areas have been expandi ng w'i thout adequate

space pnovided for recneation punsuits. These fonms of
necneation ane di f f icu'lt to pnov'ide unden tnadi tionaì open

space pì ann'ing convent ions, and are cost ly to cneate thnough

the assembly of individuaì]y owned pancels of land. At the

same time, thousands of miles of abandoned railway lines
have become avai lable fon alternate uses. These ìinean

stnands of single-use land ane unjquely su j ted to recneation
punposes because of thei n physica'l conf igunat'ion.
Additionally, thene is the possjbility of the futune ne-use

of thi s land for tnansportation use and i t is advisable,
therefone, to ma jnta jn i ts I inean'i ty, j ts phys'ical

ìntegri ty, and j ts ownensh'ip by a s'ingìe authoni ty.
Recneation re-use again js jdeally sujted to this punpose as

23 ' hlash'ington
V. 10 , No, 4,

Scene",
p. 16.

Panks and Recnea t'i on ,
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the I inean integni ty of nights-of-way are maintained, I i tt le
permanent development is necessany, and the land can be held

under publ ic ownenship.

Genenal ly, the agenda of nai lway right-of-way convension

offened to the publ ic was based on real jstjc goals that

reconci led the objectives of al I particìpating pant'ies.

Tnanspon tat'ion authon i t j es wene sat i sf j ed wi th the

pneservation of n'ights-of-way for possible futune

tnansportation use. Recneatjon and open space plannens, and

the using public wene offened the opportunity of inexpensìve

necneat'ion corridors, in onder to meet these goals, sevenal

obstacles had to be ovencome as u/ere outlined in the

pnevious section.

The Canadian expenience to date has lagged behind the

Amenican situatjon in terms of convensions, due to several

factons. Pol i tical motivat'ion, f unding, and d'i f fenìng

beauneacnatjc structunes ane basjc neasons for this delay.

Thene ane, however, stnuctural d'if fenences in our c'i ties,
naìlway netwonks, and population bases that have cneated

dj ffenent need si tuatjons. In the Unj ted States, the

majoni ty of convensions have taKen place in the

industnial jzed northeastern states which wene developed

earljen and with greaten density than most of Canada. A

gneat numben of nail lines in this regìon urene created to
senve scattered industnial uses that have since d'isappeaned.

The gneater populatjon base and uburbanization in thjs
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region that provides a substantjal user gnoup base fon

potential convensions. Many rajl ljnes that have undengone

convensjon can be found in these urban fringes whene

rights-of-way often pnovide scarce open space that has been

effectively nevented to a 'natunal' state because of time

and neglect.

The stnucture of Canad jan na'i lway systems is somewhat of
a contnast to the Amenican s j tuat jon. Rai lu/ays in Canada

wene bui I t laten to meet di f ferent goals as d jscussed 'in

Chapter One. Canada's raì ìways exjst in a mone I inear

east-west configunation because of the physical nature and

settlement pattenns of the countny. In the west, najlways

have been bujìt primarì'ly to meet agnicultunal needs and

tnackage is dispensed oven aneas of low population dens'i ty.
Conversjon to necreation use js not a possibility whene a

potentia'l user base is sparse. Hence, in Canada, convensjon

possibilities ane limited to the mone populated and eanlien

settled southeastenn region, or to urban fninge aneas.

The fjnal recreational ne-use al tennative of raì lway

rights-of-way is itself not necessariìy a re-use or does it
necessanily'involved abandoned na'i ìway lines. It is the use

of rail ljnes fon scenic touring. This altennative has been

popularized in the necent past by the intenest in henitage

and consenvat i on. Scen j c toun'ing as necneat i on i nvol ves

the ne-use of existing tnackage and antique noìlìng stocK

for passive necneation. Both the nol I ìng stocK (steam
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engines and nestoned passenger cans) and the nai lway

corridor (which may be thnough a negion of panticulan scenic

on historjc intenest) pnovide matenial fon necneatjonal use.

Thjs type of ne-use is mainly dinected towands nunal aneas.

The fol'low'ing are exampìes of panks and necneat jon based

nedeveìopments of naìlway yands and conridons:

1. Conventional PanKs and Open Space.

a) Libenty Part<, r.Jensey C'i ty, New tJersey

-redevelopment of abandoned yands and tenmjnal of
the Central Rai 1 noad of New Jensey, 800 feet
acnoss the water fnom the Statue of L'iberty.
-35 acres opened in 1976 attracting 700,000 visjts
annuaì ly
-wi I I eventua'l ly encompass 800 acres , almost as

lange as New YorK's Central Park.

-wi I I include a cnescent-shaped hanbour fnont

pnomenade backed by tnees and meadows, a two mjle

long senpent j ne waterway, a nehabi ì 'i tated h j stor i c
tenminal building, and a wildlife nefuge.

-si te of nededicat'ion cenemonies and centennial

celebnation for the Statue of Liberty.
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b) The Fonks Natjonal Historic Pank, h/innjpeg.

-redevelopment of a portjon of the former Canadjan

Natjonal East Yands adjacent to the forKs of the

Red and Assinjboine Rivens in ülinnipeg.

-s j te covens 5,5 ha. , w j th constnuct.ion budget of
$3.5 to 4 million.
-proposed functjon wi I I include hjstonic
intenpnetation of the nole of the site in the

histony of native cultune, the Eunopean fur trade,
and the settlement of westenn Canada.

-pnognammed events such as a ch j ldren, s fest.ival,
puppet shows, and hjstorical intenpnetation wj I l

be staged.

-faci I i ties to jnclude an entny pìaza of f htaten

Stneet, êñ amphitheatne on axis with St. Bonjface

bascjllica and docKs, docking facjìities, par[<.ing,

intenpnetive panels and displays, passive open

space, and possible archaeolog'ical dìgs.

c ) Mid I and Rai lway Yands , h/ j nn j peg,

-tenmjnal facilitjes and yands nemoved to maKe way

fon h/innipeg's Unban Renewal Anea #2 scheme jn the

late 1 960' s.

-half of the onìg'inal Midland Ra.i lway (',Fnui t
Row" ) was developed as hous'ing.

- 1969 fneeze on unban nenewal stopped any

development hene and the yands wene not ful ìy
deve I oped .
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-although this was not intended to be an open

space nedevelopment scheme, half of the fonmer

yands have been gnassed and 'landscaped to some

degnee, w'i th some playground facilities instatled
and a daycane/conrnuni ty centne located jn an

ex j st i ng ra'i lway stnuctune. The I and pnovides and

functions as open space fon neanby nesidents.

2. Recreation Trai ls

a) Elnoy-Sparta State Tnai I, westenn l¡Jjsconsin.

-a 32 mi le bicycl e/hiK'ing tnai I including 35 steel
bridges, ovenpasses, and tnestles, and 3 tunnels.
-acquisition cost was $12,000(U.S, ) jn 1905,

developed wjth useable sunfaces in 1971.

-connects towns of Elroy and Spanta through rural
countnyside of native fonests and stneams.

b) illinois Pnairie Path, Illinois.
-35 mj le traj I developed on Chicago, Aunona

Eìgin jntenunban rai lnoad.

c) Bunke Gilmain Tnail, metnopolitain Seattle.
- 1 1 mi le unban necreation tnai I .
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d) Cangi l'l , Long Pank Traj l, Longview Texas.

-2.5 mi le i ì lumjnated walKing, runnìng, biking
tnai I .

3. Scenic Touring

a) Prair je Dog Centnal, üJinnipeg/Gnosse Isle,
Mani toba.

-seasonal rai I tour using vintage locomotive and

nolling stock.

-2.5 hour round trip f nom h/inn jpeg to Gnosse Is le

and netunn on funct'ioning rai I right-of -way.

b) hlal<efield/Banny's Bay, 0ttawa negìon.

-scenic train toun thnough Gatineau anea us'ing

vìntage locomotive and nolling stoct< on

f unct ioni ng n ight-of -way.

4,2.3,3 URBAN REDEVELOPMENT

Genenal unban nedevelopments have been the most comnon

ne-use altennative for unban nailway lands, They encompass

al I types of rai ìway land, fnom the nedevelopment of
conrjdons and rights-of-u/ay, to ìange yand and termjnal

aneas.

- 102



It js djf f icult to descn jbe in specif ic detai'l the fonms

of unban deve'lopment in negands to thjs jssue. For the

punposes of this study, urban nedeveìopment of raj lway yands

will be considened in tenms of built form occupying nailway

lands as opposed to transpontat'ion and necneation

faci I j t ies. Thenefone, they encompass many di ffenent types

of deve'lopments; f nom industrial , to cornmencial ,

nesident'i aì, and mixed-use deve'lopments.

Thene ane sevena I neasons contn'ibut i ng to the f act that
unban nedevelopments ìn thein various fonms have been the

single most common fonm of ne-use of urban rairway rand.

Railway yands and tenminals wene often built finst, ât on

near cj ty centres, and have been the finst to be abandoned.

Rai lway companies usua'l 'ly recognize the val ue of thi s l and

jn economic tenms and often act as neal estate developens,

on in concent with developers, to maximize and optjmize the

economjc redevelopment of thein unused land. Thene is a

cost just i f jcat jon f acton govenn'ing the re-use of these

facj I j ties. In econom'ic tenms, only lange scale urban

nedevelopment altennatives may be able to meet these cost
justjficatjon goaìs, especial ìy whene pnivate intenests ane

concenned.

All canadian citjes have and will continue to expenience

nedevelopment of unban rai lway lands as economic,

techno'logical, and socjal changes take place in our citjes.
Thjs is not to say that this nedevelopment pnocess is a
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planned on contnolìed one. Rather jt is pant of the ovenall
pnocess of unban transformatjon that taKes place as a

function of the urban ecosystem. Thjs transfonmation
pnocess genenal ly di fficul t to trace as i t i s not
necessan'i ly documented, but j s pan t of the cont i nued

dynamism of urban affajrs. The following examples ane an

attempt to describe the end product of the nedevelopment

pnocess that has occunned in Canadjan cjties.

Place Vi I le Manie & Place Bonaventune, Montneal

-26 acnes of cN land in downtown Montneal developed
into a $75 million trade and convention centne over
exi st i ng tenmi na I tnaclrs j n 1967 .

-funded by pnivate developers on air nights leased
fnom CN.

- j ncìudes undengnound shopping, connect ions to
streets and nai lways, of f .ices, hotels, na.i ìway

termìnal, and napid transit facjlities.

Edmonton

-78 acnes of downtown ìand (6000 ft. long, 1z bìoclrs)
including tnackage for napid tnansit, offened fon
development by CN.

-26 stoney office tower and raìrway tenminal built in
1967 fol ìowed by subsequent deveropments including
napid tnansi t system.

¿.
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3. Vancouven

-fonmen ra'i ìway tenm'inaì, now land leased f nom cN

along waterfnont developed into pnivate office
towers.

4, Granvj I le Island, Vancouven

-fonmen industnial and ra'i lway site nedeveloped into
mixed commencia'l , residentiaì , industriaì pnecinct.

5. Moncton

-shopping centre bujlt on CN land.

6. Tononto

-170 acnes of cN and cp land (rai lway yards and

tenminals) along waterfnont offened fon
redeveìopment.

-watenfnont, former ly industnial land senvjced by
raìlway tracks, developed into "Hanbounfnont,,,

commencial, nesjdent.ial, of f ice, and necneation
facilities.
-cN towen , hotel compìex, and convent ion centne bu.i I t
on pontjon of nai lway yands.

-futune deveìopments wi r r include a domed stadium,
office and commencjal space, and housing,
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7. Saskatoon

-cN nai lway yands nemoved from central business

distrjct al lowing vacated land to be used in
neconnect i ng noads , centna I ci ty ma I I , parKi ng, and

office space.

8. Harte Subdivision, [r/innipeg

-in mid 1960's, canadian National Rai lways nemoved

this nedundant I ine in the process of national izing
i ts rai lway system.

-when the line was nemoved, the city of $Jinnipeg

acquined the land and developed a I imi ted access

antenial street (Grant Avenue), nou,s of apantments,

and a shopping centne.

-development occurned as I and u/as sold of f on a

piecemeaì basis and with few controls.

9. East Yands Redevelopment , l¡Ji nnipeg

-plans ane underway fon the nedeveìopment of this
valuable piece of downtown land in hlinnipeg and wi I I

include the development of housing, napid tnans.i t,
conunencial, and open space

1 0 . Fon t Rouge Yands , h/i nn i peg

-since thein abandonment in the early 1g60,s, the

only development to occun here is the constnuction of
the ci ty of trlinnipeg tnansi t terminal and ganage on

the nontheast end of the site.
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11. 0ttawa

-tnackage adjacent to Rideau Canal nenoved and

station used as a confenence centne.

12. ' Renai ssance Regina'

-commencial, nesidential and panK nedevelopment

pnoposed fon 96 acne site ìn downtown Regina.

-sjte fonmerly occupied by CN and CP railways, to be

vacated by 1992.
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Chapter V

THE FORT ROUGE YARD - FORMULATION OF DEVELOPMENT
STRATEGI ES

The intention of this section js to analyze the

nedevelopment optjons discussed jn the previous chapten and

considen their merjt as possible opitons fon the Font Rouge

Yands. The goal of this analysis will be to necognize whene

need and contextual compatibi I i ty of these opt'ions exjsts,
on does not ex jst, so that a basic list of possibi l'i ties can

be cneated.

The method of this section is outlined by the following
pnocess model.

Key po'ints uncovered in the pnevious study wi I I be
outlined as they nelate to the study anea.

A natjonal fon the selectjon of the Fort Rouge Yands
will be discussed.

Need for he nedevelopment examples fnom Chapter 4
will be detenmjned with nespect to the site context.

Fnom the analysis of need, the examples wi I I be
nefined and expanded into a redeve'lopment menu by
eliminating jtems for whjch thene is no detenmined
need, and elaborating i tems for whjch need is
highest.

The nedevelopment menu wj I I be funther analyzed in
tenms of the site interfaces (ie. whene the site
meets sunnounding land uses).

The site wjll be divided jnto manageable zones and
the redevelopment menu analyzed in tenms of these
zones,

1.

2.

3.

4.

5.

þ.
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7. Goals and Objectives nelevant to the site itself will
be nefined.

8, The si te zones wi I 1

above.
be prionjzed acconding to the

9. A Qugic phasìng, zoning, and progranrning of the sjteand i ts development potent'iar i^rr rI be foñmulated f romdiscussion and analysjs of the above pnocess,

it will be necessary at this point, to focus jn specifjc
detai I on the si te and i ts sunnounding neighbonhood to
refine and synthesize the pnel'iminany phasing, zoning, and

pnogramming. This, howeven, will occur and be discussed jn

Chapten 6.
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SUMMARIZE KEY ISSUES AS THEY RELATE TO THE STUDY AREA

DTTERMINE ANTICIPATED NEED FOR REDEVELOPMENT EXAMPLES
FROM BACKGROUND STUDY RESEARCH

REFINE AND EXPAND GENERIC REDEVELOPMENT EXAMPLES INTO
RTDEVELOPMENT MENU

ANALYZE COMPATIBiLITY
OF REDEVELOPMENT MENU

ITEMS TO SITE ZONES

ANALYZE COMPATIBILITY
OF REDEVELOPMENT MENU

ITEMS TO INTERFACES

PRiORIZE REDEVELOPMENT MENU OPTIONS ACCORDING TO

ANTICIPATED TII4E AND NEED

REFINEMENT OF STUDY GOALS AND OBJECTiVES

PRELIMINARY ZONING, PHASING, AND PROGRAMMING

REDEVELOPMENT TYPES

RE FI NEMENT

Figune 8: THE SELECTI0N PR0CESS
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5.1 SUMMARY OF BACKGROUND ISSUES AND INFORMAT]ON

The foun pnevious chaptens have focused on jssues and

infonmation jn specifjc regard to the gnowth of form, and

subsequent decljne of the Font Rouge Yands and adjacent

unban aneas. in onden to place this infonmation within a

useab'le context, i t is necessany to disti l'l major points as

they wi I I relate to the fonmulat'ion of development

stnateg'ies and guidel ines.

5.1.1 GENERLE FACTORS OF RAiLI¡JAY GROh,TH, ABANDONMENT, AND
Fffi AFffiTTTC-E. ¡ÏffiffiR r DilEl O_ P MEÑT-

Rai ìways wene al ìowed to impact urban gnowth vì ntual'ly
unhindened by outside jnfluences. Resultant growth
exhibits the impact of nai'lway influences.

in UJ 
jnnipeg, r'â'i lway growth became a fonm detenminant

that outweighed other major influences, including
natunal condi tions.

Subsequent urban gnowth has ironical ìy led to
constniction of facilit'ies contnibuting to their
obso I escence .

Abandonment occuns fon a variety of neasons, genenally
'inc l udi ng a neact i on to conf l i cts wi th ad jacent unban
aneas.

Rai lway abandonment
si tuations that exist

Intenface si tuations
nai lway act i vi t i es ,

condi tions,

further compounds conf I ict
with adjacent land uses.

which at one time adapted to
must once again adapt to new

If nedevelopment options ane not controlled on p'lanned,
unban gnowth may convenge incnemental'ly into vacated
aneas in a haphazand fashion.
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0ften abandonment/nelocation nesults in the formation
of "scar tissue" along fonmen nailway boundanjes.

Re-use of naì lway land is accompanied by major
obstacles which must be ovencome prìon to the
application of effective ne-use stnateg'ies.

Common ne-use alternatives that have been exploited jn
othen cj ties include tnanspontation corridors, panKs
and necneation, and vanied unban developments.

5,1.2 RATIONALE FOR SELECTTON OF FORT ROUGE YARDS AS STUDY

As majon issues wene djscovened jn the study of railway

abandonment and ne-use, a basis for the selection of the

Font Rouge Yards as a case study anea was sol jdj fied.
Reseanch into gnowth and abandonment of the yards noted is

commonaljty with sjmilar underuse on abandonment situations.

The fol low'ing ane key po'ints noted i n the background

study as they ne'late to the selected study anea:

The Font Rouge Yands and sunnoundi ng unban aneas,
constnucted in 1909 and abandoned in 1962, exhibit the
conmon symptoms of na'i lway gnowth and abandonment as
discussed in Chaptens iIl and iV. Because of this,
they offen an excel ìent oppontunì ty for a
post-abandonment ne-use case study.

FOCUS

ln
of

occunri ng,
the Ci ty of

¡ The Yards have nemained vjntuaì]y vacant for some 25
years on rnone and nedevelopment optìons have not been
fu'l ly exploned and exp'loi ted. Th j s f actor of fers a
f un ther oppon tuni ty to exam j ne ne-use strateg'ies f nom a
cunnent penspective.

The fact that
coupled wj th the

ne-use has been slow
growth chanacteni stics
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bJinnjpeg, suggests that redevelopment optìons wi 1l
nemai n long- term unban goa I s . Thi s offens an
opportunity to set these goals and objects in jn onden
to foster effectjve and compatible 'long tenm gnowth
morphology.

The neighborhoods irnnrediateìy adjacent and
the Font Rouge Yands exhjbit the negative
nai 'lway gnowth abandonment . Thi s f actor
oppontunì ty to pìan for neighbonhood
concurnent with nail yard ne-use in onden
hanmonious and compatjble degnee of fitness
two.

sunnound'ing
effects of

provides an
upgnad'ing,

to cneate a
between the

The yards sjte, adjacent neighbonhood, and neanby on
connect'ing urban pants possess many posi tive attr jbutes
that can be explojted in futune gnowth plans.
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5.1 .2,1 ASSUMED CRITER]A

Specjfic crjteria that will effect re-use, must at thjs
point be listed so that they may be inconponated into re-use

stnategies.

The main line rail right-of-way will nemain jntact and
act i ve.

Futune rapid transi t wj I I shane use of this
r i gh t -of -u/ay .

There is no fonecasted demand fon the netunn of the
si te to i ts fonmer use. Limi ted nai lway use that
nema i ns on s j te can eas'i I y be re I ocated to othen
facilities jn the c'i ty.

5.1,2.2 GENERIC DEVELOPMENT TYPES RATED BY NEED

As d j scussed and ci ted i n Chapten 4 .2.3, severa ì

nedevelopment possibjlities were found common to the ne-use

of nai lway yards and connidors in North America. These

genenic nedevelopment types ane rated as fol lows acconding

to anticipated need on demand in the context of the Fort

Rouge Yards si te in l¡tJinnipeg. Need has been loosely def ined

to jnclude not only cunnent need on demand, but also

ant i ci pated need , and the poss i bì I 'i ty of the cneat i on of a

demand for a specifìc development type (so as not to neject

out of hand, options at this level ).
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REDEVTLOPMENT TYPES VS. NEED

KEY - ANTICIPATED NTED

NOT ANTICIPATED

LONG TERÞ1 NEED

POSSIBLE NEED

NEED EXISTS

o
e
e
o

Ê
t!
L¡J
z.
z
coÉ
=

(./)
ul
J
o-E
X
ul
Fz
l!
=o-OJul
ulÕ
UJú.

URBAN DEVELOPMENT IN DUSTRI AL

COMME RCI AL e
OFFÏ CE o
RESIDENTIAL o

PARKS AND RECREATION CONVTNTIONAL PARKS & OPEN SPACE e
RECREATION CORRIDORS o
SCENIC TOURING

TRANSPORTATI ON CORRI DORS RAPID TRANSIT

ARTERIAL ROADI^IAYS e

F'igune 9: NEED F0R GENERiC REDEVEL0PMENT TYPES

DISCUSSION

The purpose of this matrjx js to determjne whene a

genenal need for generic nedevelopment types exists. This

matrjx is not intended to be sjte specjfic' non are the

nedevelopment types listed considened to be an absolute list

of options. The nedevelopment types ane tested to detenmjne

need or demand for specific nedevelopment types in Winnipeg.
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The fol'lowing conclusions

matnix:

Highest anticipated need

Lowest Anticipated need

have been drawn fnom thi s

Resident i al Development

Recneation Conridons

Rapid Tnansi t

0ffice Deve'lopment

Scen i c Toun 'i ng

At this poìnt, the options of office development and

scenic touning wi ì I be considened unfeasjble. The i tems of

highest ant'icipated need wj I I be expanded into a larger Iist
of possibi I i tjes fon consideration, then tested agaìnst

speci f ic si te condj tions.

5.1.3

5.1.3.1

COMPATTB]LITY OF DEVELOPMENT TYPES hIiÏH SITE
CONDITIONS

EXPANSION AND REFINEMENT OF REDEVELOPMENT MENU

The pnevious list outlined only where need fon a specific

development type may be ant icipated wi thout necogn'izing

spec'ific site consjderations. This list has been expanded

into a 'nedevelopment menu' ìn onden to test the

compatibiIity of specific ìand uses agaìnst generalized site
conditions.

EXPANDED REDEVELOPMENT MENU

The pnevious nedevelopment list has been elaborated into
fjve genenal land use categories fon which a need may be
ant i c'ipated :

1. iNDUSTRIAL
2. COMMERCIAL
3. RESIDENTiAL
4. OPEN SPACE/PARK AND/OR RECREATION
5. TRANSPORTATiON
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2 4 rloseph De Chj ar a , Lee Koppe l man , Manua I of
Housinq/Plannjnq and Desion Cniteria, (Englewood Cl jffs,
ffiHãTT lnc_ 197Ð, p. 20.

These land use categonies ane defined as follows:

1. INDUSTRY

a) HEAVY - active and intensive industnial activities
that most stnongly effect adjacent aneas (eg.
nai lyand)

b) MEDIUM - medium sized and/or intens'i ty industry.

c) LiGHT - smal I on f ight intensi ty industn'ial
actjvities that are mone easily jnsuìated and have
the least impact on adjacent aneas.

2, COMMERCIAL

a) REGiONAL - that whjch serves and dnaws upon a
lange outlyjng region.

b) LOCAL - that whjch senves a small and specifjed
negìon of neighbonhood on local scale.

3. RESiDENTIAL24

a) SUBURBAN - single famil.y dwel'l ings on conventionaì
city lots, 5 - 7 units/acne.

b) LOUJ DENSITY MULTIPLE - l+ f ami ly, attached, 2
stony max., 10 - 20 units/acne.

c) MEDIUM DENSITY - 3 stony, wirlk-ups, smal I
apartments, 25 - 50 units/acne.

d) HIGH DENSITY - Q+ stony apantments, 50+
uni ts/acne.

4, OPEN SPACE, PARK, AND/OR RECREAT]ON

a) ACTIVE RECREATI0N - playing fields, onçfanized
sports, pìaygrounds, etc.

b) LINEAR USE RECREATI0N - bicycìe paths,
walt<jng/hi[<'ing/x-c sltì ing tnaj 1s.

c) PASSIVE OPEN SPACE - landscaped open space for
passive, non-structuned use.
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d) PASSIVE ECOLOGiCAL 0PEN SPACE - natural,
ecolog'ical open space, nevegetation aneas, etc.

e) BUFFERS - landscape buffening to shjeld noise,
vi ews , conf 'l i ct ì ng uses , etc.

5. TRANSPORTATION

a) VEHICULAR(Regional) - negìonal streets and traffjc
antenies.

b) VEHICULAR(Local) - local stneets.

c) PUBLIC(Regionaì) - negional napid trans'i t or bus
routes.

d) CYCLE - functional b'icycle noutes.

e) PEDESTRiAN - functional pedestnian routes.

5.1.3.2 COMPATIBILITY UJITH SITE INTERFACES

As discussed in Chapter 1.3, the study area is contained

by foun specific intenface situatjons which take thein

characten from adjacent I and uses. These j ntenface

sjtuations and issues of adjacency will we'igh heavily on the

formulation of deveìopment strategies in accordance wjth the

issues and objectives. The intenfaces ane surunanìzed as

foì lows:

UIEST - C. N. ma'in I i ne and Pembi na cornmenc ia1/ i ndustn i a I

Cor n 'idon .

EAST - Subunban nesjdent'ial neighbonhood (single fami ly

chanacter ) .

S0UTH - rJubi ìee/Pembina Highway/nai lway intenchange.

N0RTH - Transit Base/Rail line/Osbonne Stneet.
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Figune 10: INTERFACES IN THE STUDY AREA

This matrix js a test of compatib'i lity of nedevelopment

types as they are companed agaì nst the I i sted 'intenf ace

areas and their existing condi tions. This test of

compatibi l'i ty js determined by the degnee of f itness between

exjst'ing ìand uses, and possible or potent'ial land uses.

The method js appl'ied in a singulan fashion to each

intenface area aS each jtem on the nedevelopment menu is



RIDEVELOPMENT TYPES VS. INTTRFACES

KEY - DEGRET OF COI'IPATiBiLiTY
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Figunell:REDEVEL0PMENTTYPESVS'iNTERFACES
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considened. Fon example, it is obvjous that heavy indstny

would be an incompatjble land use adjacent to the subunban

edge found along the east intenface anea. All fonms of open

space, pank and/or nectjons, howeven, would have a high

degree of compatibiljty jf located hene.

Fnom this analysis, potent'iaì redevelopment types can be

ei ther rejected on considened fon future nefenence based on

compatibi 1i ty. The nesul ts of thi s compat'ibi 1i ty test ane

ljsted as follows accordìng to the interfaces:

¡ ltlEST I NTERFACE

Industny and Regional Tnanspontation ane
Residential deveìopment and active
'incompatjble.

compatible.
necneat ion ane

EAST TNTERFACT

Lowen density nesidential development and open space,
panK, and/or necneation ane compatible.
Industry and Regional transportation are incompatible.

NORTH INTERFACE

Lower dens'i ty nesjdential development is 'incompatible.
All othen ljsted development fonms are compatjble.

SOUTH iNTERFACE

Residential deveìopment (espec'ia'l ly
'incompatible.
All othen ljsted development fonms ane

'low dens i ty )

compatible.

is
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5, 1 .3.3 COMPATIBILITY IiJITH ZONE CELLS

In orden to examjne the appnopniateness of deveìopment

menu se I ect i ons to the s i te i nten'ior , the Yard has been

Figune 12: ZONE CELLS IN THE STUDY AREA

djvìded jnto thnee cel ls as can been seen f nom f ìgune 12.

These cells form semi-enclosed zones that ane domjnated by

)Wffi



the characten of sunrounding aneas. They ane chanacter tzed

as fol lows:

ZONE CELL A

Thjs zone, the nonthennmost pant of the sjte, js enclosed by
the Font Rouge Tnansjt Base, the CN mainline, and Osbonne
Street. It is the moost physjcally segregated zone because
of the inpenetnabi lity of surnounding elements.

ZONE CELL B

The'langest middle section of the site js enclosed by the CN
majnljne and the adjacent nesidential neighborhood. Some
nema'ini ng ra'i ìway bu j ld'ings ane f ound i n thi s zone. Thi s
zone i s the I argest of the thnee, and most open and
access i b I e f rom the ad jacent Lond Rober ts Ne'ighbonhood .

ZONE CELL C

This zone is found at the southernmost part of the sjte and
is enclosed by the CN majnline and majon antenja'l roadways,
it is physjcally segnegated by the railway and busy streets,
but is open to the southenn tip of the Lord Robents
Nei ghborhood .

DISCUSSION

Because the

matnix is not

compatibility,
found. These j

and are listed

sj te intenjon is essentjal ly vacant, and this
jntended to nepeat the analysis of jntenface

f ew areas of ovena I I ì ncompat ì bi I 'i ty u/ene

tems of incompatibility ane, howeven, of note

here unden connesponding zones

ZONE CELL A

Low densi ty nesidentjal development,
heavy industry, and local vehiculan
incompat ible development types.

act j ve recneat j on ,

tnanspor tat ion, ane
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REDEVELOPI4ENT TYPES VS. SITE ZONES

KEY - DEGREE OF COMPATIBILITY
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Figure 13: REDEVEL0PMENT TYPES VS. SITE ZONES
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ZONE CELL B

Heavy and medìum
types.

ZONE CELL C

Heavy and medium
cultunal/historical
hene).

'industny are
necreat ion ( as

'incompatible a'long wi th
it is of little value

industny ane i ncompatible deve'lopment

5.1.4 PRIORTZATION OF DEVELOPMEN] TYPES BY T]ME AND NEED

The pnevious matr jces have pnovided a pne'l iminany basis

fon explonation of ne-use al tennatjves according to

compatibi I i ty wi th existing land uses and urban fonms. It
is necessary at this point to begin to priorize these

deve'lopment types in onder to determine those that requine

funthen investigation and exploratjon. The fol lowing matrix

outlines anticipated need on demand for these development

types with an estimated element of time attached to variant

need factons. Need is detenmined by existing and/on

fonecasted demands for the development types based on both

long nange unban gnowth pattenns, and speci fic re-use

altennatives as they impact the sjte region. Specific

pnoposaìs that have been made reganding the sjte itself have

been taKen i nto account and 'inconporated i nto the

nedevelopment menu categon i es . lt/here capaci t i es of these

categories have been suggested in other studìes, they ane

commented on here.
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REDEVILOPMENT TYPES RATED BY ÏIME AND NIID

TIME

25-50+ YEARS

1O-25 YEARS

2-10 YEARS

IMMEDIATE

NEED ( DEMAND)

NOT ANTICIPATED

LONG TERM NEED

POSSIBLE NEED

NEED EXISTS
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OPEN SPACT,
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RECREATI ON

ACTIVE RECREATION

LINEAR USE RECRTATION

PASSIVE OPEN SPACE
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B UFFE RS

TRANS PORTATI ON VTHICULAR ( Regionat )

VEHICULAR (Local)
PUBLIC (Regionat )
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*source: Cjty of l^Jinnìpeg, plan Winnipeg

F'igune 14: REDEVEL0PMENT TypES

- tnvironmental plannìng Component

RATED BY TIME AND NEED
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DISCUSSTON

It is evjdent that antìcipated need or demand js stnongly
connel ated wi th t ime tenms. These two parametens cou ld
thenefone consjdened to to be paral lel and integrated
e I ements .

The fol lowìng ane nedevelopment types of lowest need or
demand and of longest tenm:

Heavy and Medjum Industry
Regional Cornrnencjal Dev.

ïhe fol'lowing ane nedeveìopment types of gneatest need or
demand and which could be expected to be imp'lemented jn the
short tenm.

Linean Use Recneation

Pass'ive Open Space

Passive Ecological Open Space

Cycle and Pedestnian

Low Densi ty Residentjal

- 127



5.1.5 REFTNEMENT OF STUDY GOALS AND OBiJECT I VES

The goals and objectives set out at the onset of this

study wjll nefjned at thjs point to inconponate jnfonmation

gathened in the study and to di nect the pnel iminary

development of ne-use stnateg'ies fon the si te and

neìghbonhood. These goals and objectives wi I I guide the

pnionization of site zones fon nedevelopment, and fonmulate

a basis fon desjgn decision jn that zone.

5. 1 .5. 1 REDEVELOPMENT GOALS

A goal is a general aim, stated in bnoad terms,
sometjmes eveñ nather vagueìy stated, and yet of
the most fundamentaì importance. " 25

In the context of implementation of ne-use stnategies in the

Fort Rouge Yards, the fol lowing goa'ls have been fonmulated

these goals nepresent overall statements of ajms intended to

inf luence the decision mal<ing pnocess across all levels.

These goals have been derived fnom a genenal site and anea

context overvjew, and wi I I be reinfonced by further study.

¡ GOAL - THE INTEGRITY OF THE ADJACENT AND IMMEDIATELY
AFFECTED RESIDENTiAL NETGHBORHOODS SHOULD BE

STRENGTHENED AND ENHANCED,

The integnity of the adjacent neìghbonhood of Lond
Roberts ñas been compnomised by nai lway gnowth and
subsequent abandonment, Futune nedevelopment should
not 'furthen 

compromi se i ssues of neighborhood
integni ty, but nathen, fosten a posj tjve-neìghbonhood
chanãcter. Redeveìopment stnateg'ies wi I I stn jve to
tal<e advantage of any ex'i st i ng pos i t j ve env j ronmenta I

Donald P. Gnant, How to !üe'ight
Chunchman Acl<.of f Method , Des i qn
Vol, 10 No. 4, pg. 220.

Object j ves
Methods and

Usìng the
Theon i es,

25
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qualitjes that exist in, on adjacent to, the site.

GOAL - PROVIDE ALTERNATIVE RESIDENTIAL ENVIRONMENTS

Because of unìque s j te attnibutes, and the ava j lab'i I ì ty
of conventjonal subunban nesidential environments,
nedeveìopment strategies wi I I exp'lone the cneat ion of
vanious alternative nesidential environments. These
neh/ and al tennative envinonments should senve to
stnengthen the city's ovenall unban fname thnough the
juxtapos'i t jon and composi tion of urban elements in
general 1y compatible fonms. Inherent ìn this goal is
expanded time f rame that w'i 1l be encountened by any
neal istic development. Thenefore, development
strategies wj I 1 be nesponsìve to fonecasted gnowth
needs.

5.1,6 REDEVE LOPMENT OBJECT ] VES

In order to meet the above goals, and an'ising f rom thejn

ìntent, the followjng objectives nepnesent specjfic aims jn

the deveìopment of ne-use stnategÍes. These objectjves
contain a "specific measure as to the degnee of success or

fai lune in neaching" z6 the afonementioned goals.

. OBJECT I VE - To def i ne and nespond to genena'l and
specif ic unban needs that wi I I potent'ial ly af fect the
site and neìghbonhood.

Unban needs that impact upon the sj te or si te negion
must be identj fied and nesponded to thnough the
fonmulation of appnopniate re-use strateg'ies. These
needs may nange from tnaffic and transit pnessunes, to
open space and necneation needs.

OBJECTIVE - To define and nespond to specifjc pnoblems
occuning in the site or in the adjacent neighborhood.

26 Ibid. , P. 128,
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Specific problems, especial ly
.si telneighbonhood nelationships wi l1
the intention of detenmining methods
pnoblems.

in
be
of

tenms of the
ident i fied wi th
nesolving these

OBJECTIVE - To define and nespond to opportunities that
can be capìtalized on through ne-use strategies.

Opportunjties, both negional and site specifjc in
nature, wi I I be detenmjned whene they might have an
'impact
capi ta I
i nto s'i

on the sjte. Re-use strategies ane intended to
i ze on these oppor tun'i t i es by i ncorponat i ng them
te nedevelopment.

0BJECTiVE - To detenmjne nedevelopment strateg'ies that
nespect the stabi I i ty and chanacten of the neighbonhood
of Lond Roberts.

in onden to achejve this object'ive, the specific
fonm and character of the neighbonhood wi I I be analyzed
wi th the intention of ìntegnating the futune use and
fonm of the si te jnto the existing residential
nei ghborhood.

0BJECTIVE - To analyze and nespond
neighborhood edge condi tions.

to specj fi c

Pos j tive and negative condi tions exist'ing in the
edge anea whene the neighbonhood meets the site wi l'l be
examined in orden to nesolve existing pnoblems and
bui ld upon posj tive attnibutes.
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5.2 ZONE DEVELOPMENT PRIORITY

The pnev'ious pnocess out I i ned the genena I need f on

genenic deve'lopment types, the compatabi ì i ty nelationship

between these and other deve'lopment types, and then specif ic

site conditions of jnterface situatjons and zones, and a

furthen prionization of development types based on

fonecasted need and time elements. In orden to detenmine

development phasing of the site based on the above crìtenja,

a zone selection pnocess must occun to national ly determjne

a pn'iori ty, or prefenred, development area.

This zone selection will be based on specific concerns

and criteria anising fnom study issues and goals' The

fol lowing are issues and concenns that wj I 1 be used to nanK

prioni ty deveìopment areas.

e Conflict with adjacent use.
The degree of thjs conflict and its inhenent need fon
resolution.

¡ Ex'istìng compatibi I i ty wì th adjacent use'
Anjs'ing-from the above, and based on exist'ing use, this
cr i teria nel ates to the compat i bi ì 'i ty, oF I acK of i t ,

between diffenent land uses.

o Need for pnoblem nesolution,
Based on pnoblems that may exist in areas adjacent
the study anea and nelated direct'ly olindinectly
site use and condition.

¡ Potential fon shont term deveìopment,
The physical and economic potential of a panticulan
si te zone fon development,

r Potential demand for development.
The pnedicted demand potentìal fon deveìopment of a
si te zone.

to
to
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r Accondance wì th goa I s and object i ves .

Prionizatjon for development based on the jssues stated
i n the goa'ls and ob ject'ives .

These cnitenia are related to the site zones as follows:

ZONE DEVELOPMINT PRIORIZATION

KEY

L0lJ

14EDI UM

HIGH

SITE
ZONE

cô (-)

z.Oåv)
t- É.
<O
F..I F
H(Jd<
C) l!

É
ô_

CONFLICT l^lITH ADJACENT USE I I

EXISTING INCOMPATIBILITY l,iITH ADJACENT USE I 3 I

NETD FOR RESOLUTiON OF PROBLEMS I 3 2

POTENTIAL FOR SHORT TERM DEVELOPMTNT 2 J I

ACCORDANCE l^lITH GOALS AND OBJICTIVES I 3 2

PRIORITY RANK (total ) 6 l5 7

Figune 15: ZONE DEVEL0PMENT PRI0RIZAÏI0N

DISCUSSION

Based on this select'ion process, j t is quicKly evident

that si te zone B possess the highest potentj al fon
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development and should be given priorìty over the othen

zones. Thene exists a high degnee of confljct along the
jnterface boundany between thjs zone and the existed with

the prevjous use of this sjte - that of an active raiìway

termjnal , and wi th i ts exist'ing cond j tion - that of vacancy

and neglect adjacent to a suburban comrnunìty. The need fon

interface'impnovement in thjs situation is high as is the

need fon pnobìem nesolution wj th'in the neighborhood

i nfrastnuctune.

Because of the existing use of the nejghborhood, j ts

establ jshed chanacten, and the potential demand fon

resjdential housing in pnoximi ty to the ci ty centne, the

potential fon short term deve'lopment of the adjacent zone

exì sts , as does i ts potent i a I demand fon pnedi cted and

contjnuous gnowth. Based on the stated study goals and

objectives, development of this zone possesses the h'ighest

degnee of accondance with these goals. Thene is opportunity
both for the enhancement of the existing ne'ighbonhood

through the development of alternative housìng in this site
zone. It should be noted that compatibility testing found

the development potentiaì of this zone lay in nesidentjal

development and open space.

Based on the zone selection process, zones A & C appean

to have fai n ly equal potent i aì for development . The

pnionity of development of these aneas shall be considered

long term, to fol low primany development in zone A.
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5,2.1 PRELIMINARY DEVELOPMENT PHASING AND PROGRAM

Befone pnoceeding wi th the planning of speci f ic

development stnategies, a pnel iminany f namewonl< of phasing

and programmjng must at this po'int be bnief 'ly outlined. A

prioni ty anea wi I I be furthen examjned and progranrned in

detaì I .

PR]ORITY DEVELOPMENT RANKING

RANK ZONE TERM

F IRST B SHORT TERM

SECOND A MEDIUM TO LONG ÏERM

THIRD C MEDIUM TO LONG TERM*

xbased on futune growth factors that cannot be forecasted
hene.

PRELIMINARY PROGRAMMING OF ZONES BY DEVELOPMENT TYPES

The fo'l low'ing selection of development options is based

on section 1.2 'Selectjon Cni tenia' and nepnesents

compatjble, prefenned, needed development types,

ZONE B

Residentjal Development - Low & Medìum Dens'i ty
Open Space, PanK & Recreation
Transportation

ZONE A

Light/Medjum Industny
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Residential Development - Medjum and High Density
Open Space, ParK & Recreation
Tnanspontation
Commerci a I

ZONE C

Residential - Med'ium Densi ty
Open Space, ParK & Recneation
Tnanspontation
Commerci a I

This prionization and pnogram is jntended hene as a

sKeletal framewonK on which to bui ld funthen development

strategies. Further jnvestìgation into si te speci fic
factons and the development of mone detai led pnognamming

wi I I lead to mone rational development stnateg'ies. These

zone pnograms suggest only a genenic menu of options that

may possible components of future nedevelopment strategies.
Based on the jntentions of this study, howeven, pnoblem

aneas nequiring attention that have arisen fnom thìs pnocess

must be ljsted in onden to detenmine strategies that wi ll
amel jorate these si tuat ions. These problem .aneas ane I i sted

by zone in onden of priority, as follows:

PROBLEM AREAS/CONSTRAiNTS

ZONE B

-detenjonatjon of neighborhood infnastructed caused by age,
use confljct, and abandonment of employment source.
-negative j.nterf ace cond j tion between subunban neighbonhood
and vacant/abandoned yands.
-possible conf I ict wi th rai I n'ight-of -way and future use.
-decay of nesidentjal textune.
-lacK of ne-use.
-enclosune and separation of ne'ighbonhood by physical means.
-lacK of senvice infrastructure,
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-inaccessibi l'i ty and enclosune of si te zone by surrounding
phys'icaì features (rai I lines, ñêighborhood edge, lacl< of
stneets ) ,

ZONE A

-encìosune and inaccessibi I i ty of si te zone
physical features (ra j I l'ines, transi t base,'l aôk of access roads ) .

-lacK of service infnastnuctune.
-possible conf I ict wi th nai I right-of -way and
- laclt of service inf nastnucture.

by sunnound'ing
0sbonne St. ,

futune use.

ZONE C

-enclosure and inaccessibility of site zone by sunnounding
physical featunes (rai I I ines, ne'ighbonhood edge,
Jub j I ee/ Pembi na j nterchañgê, I ack of access roads ) .

-possible conf I ict wi th nai I n'ight-of -way and futune use.
-lacK of senvice infnastnuctune.

The combinat'ion of zone pn'ionjzation, indjvidual zone

programming by genenjc deveìopment types, and indicatjon of

pnoblem aneas by zone is a general basis fnom whene to begin

the formulatjon and art'iculation of development strategies.

These strategies must address each of these factors in onder

to meet the goals of this study. As an example of this
process, I wjll focus on the pnionity development zone, oF

Zone B, in the invest'igation of redevelopment strategies.
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Chapten Vi

PRIORITY REDEVELOPMENT STRATEGIES FOR THE FORT
ROUGE YARDS

The intention of this section is to give necommendations
fon the redeveropment of the Fort Rouge yands, usìng a
prionized zone as a manageabre exampre anea. In keeping
with the objectjves of this study, these necommendatjons
wi I I be considened as deveìopment strategies as opposed to
development plans. These strategìes wjll offer methods of
di nect'ing and guidi ng f utune growth.

In the previous text, I have focused on the gnowth
nel at ionship between na'i rway yands and urban fonm, âñd
examined the pnocess of abandonment and re-use in onden to
lead into the fonmuration of stnategies that nespect and
bui ld upon these hi ston ic i ntennel at ionships. Examp.les of
ne-use in simi lan si tuations in othen ci ties have been
examined' Final ìy, opti mization and pnionization of
development fonms have been appì.ied to the speci f ic si te.
These neseanch aneas have been di nected towand the
appl ication of national possibi I i ties of ne-use .in the
specifjc context of the Font Rouge yands, ïhe punpose of
development strategies neconynended wi I ì be di nect f utune
planning and development jn the anea, êrìd senve as an
example to the ne-use of similan sjtes.
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The fonmulation of strategies and necornmendations w.i I I

consider the foì ìow.ing aneas:

1. SITE AND NETGHBORHOOD CONTEXT

o anaìys'is of physical charactenistics

' anaìys'is of context, chanacter, and condi tion
o ne'lat i onshi ps between nei ghbonhood and s i te (pas t

and pnesent )

2, EXAMINATION OF PROBLEM, NEEDS, AND OPPORTUNITIES

r identi fication and bnief discussion
o necommendations as to pnoblem solution and

nef inement (eg. buf fens, edge tneatments, repa.ir )

3. EXAMINATiON OF REDEVELOPMENT STRATEGIES

c identification and discussion ne-chapter five
o necommendations of ne-use stnategies (.g. infi I l,

creation of new unban fabnic)
4, CONCLUSTON

r discussion of general findings and future
di nect i ons
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6.1 NEIGHBORHOOD CONTEXT, CHARACTER AND CONDITION

The jnfonmation jn this sectjon has been denjved largely
fnom the fol1ow'ing sources:

Lord Robents Anea Charactenization Study,
Depantment of Envjnonmental Planning,
City of hJinnipeg, Feb. 1982.

Lond Roberts Communi ty and Neighborhood
Impnovement Office

Personal Intenview, Don Gannon, Pnogram Managen
Commun ì ty and Ne'i ghbonhood Impnovement D i vi s i on ,

City of btJjnnipeg.

6.1.1 LORD ROBERTS COMMUNITY - DEFINITION

The neighborhood is defined as the triangulan area west

of Osborne St., east and south of the CNR mainline and Fort

Rouge Yands, and north of rJubi lee Ave.

6 . 1 .2 GENERAL DESCR I PT ION

r Majnìy low density residential development on smalìen
lots.

o Fort Rouge Tnansit base is located in northenn apex.

r CNR raj lway yands a'long westenn boundary.

r Comrnencial/mul ti -f ami'ly connidon along Osbonne St.

r Recent majon publ ic housing component and convensìon of
a large commencjal propenty to a necneation complex has
occurned.
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6,1.3 SITE DESCRIPTION

6. 1 .3. 1 PHYSTCAL CHARACTERISTICS

o 450 FT w]de aìong eastenn side of existìng tracks tones i dences .

' 3:3051'"å'Ëå#ì13 fi?iÅJ,3i ?i, lìffi:)1nd stonase tracl<s

r g spun ljnes onto pembina.

r ! nema'ining stnuctures.
r Land is flat, and poorly dnained, was once swamp.

6. 1 .3.2 CURRENT STATUS

Yands bui lt in 1909, abandoned 1962.

1968 agneement wi th cj ty to ìeave onry main r ine intactand active.

o

I

Since the eanly gnowth of the
events on changes have occuned

ovenal I anea:

Ci ty for use of
and a rapid

f aci l'i ty was

neighbonhood, thnee majon

that have affected the

6,1.4

ç.N has undengone negot i at ions w j th the!h. Yands aõ an open space conn.idon ,tnansi t night-of-hray.

yll Rai.l - passengen can maintenancepnoposed fon the sîte but was aUanoðnãã.

H I STORY

The gneat demand_ fon nesidentia'l space af ten the secondhlon ld htan to. prus a-ðt.àet 
"u.--linñ, caused vacantpontjons of the'anea to be fiIleO in. ""'

The yands wene removed in 1961 tat<ing with them theoniginaì and historic ðausä oI-.".iË;ii"r deveropment.
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The Osborne bridge was buiIt acnoss to st. vjtar jn the
mjd sixtjes linking central bJinnipeg to the subunbs and
causìng a great increase in negional tnaffjc.
A southenn f neeway was pnoposed in 1968 by the hJìnn'ipeg

Anea Transportation study and was to utilize the sjte
as a vehjcular right-of-way.
Recent'ly, use of the yands has gnadual ly incneased for

stonage and marsha'l ì ing punposes, bninging wi th i t,
nenewed confl icts.

6. 1 .5 RELATIONSHI P BETIi/EEN THE SITE AND THE NETGHBORHOOD

6, 1 .5. 1 GROI¡JTH RELATIONSHIP

Gnowth of the yands and surnounding neighbonhoods

occunned simultaneously. Aneas in Font Rouge on eithen side
of the yands wene predominantly nailway settlements, housing

families and wonkens who walked to the yands fnom their
homes daj ly. These homes wene smal I but wer r kept, and the

secune empìoyment base offened stability to the genenal area

fnom the ean'ly 1900's to 1961 when the yands wene nemoved,

and along wi th them, the stable empìoyment base they

offerred.

sìnce 1961, the Lond Roberts ne'ighbonhood has undergone a

gnadual change in characten. The zone of highest pencentage

of rai lway wonkens that occurned neanest the yands did not

immediatlely change. Although their source of empìo5zment

was nelocated, nai lway worlrens wene at f inst s low to leave

the anea. Those that did, did not necessari]y choose to
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neìocate near thein new empìoyment sjte, choosing othen

factors for neighbonhood selectjon that wene al lowed by

soci eta ì changes such as the avai I abi I i ty of pr i vate

tnansportatjon. The exodus of fonmer rai ìway wonKens djd

accelenate, howeven, causing the gneatest decrease in owner

occup'ied homes in the areas of thei r greatest prior
concentration; ie. neanest the Yards.27

The neighbonhood seems to have nestabilized recentìy as

the effects of abandonment have been settled. Thene still
rema'ins a good number of fonmen ra'i lway wonKers, net i ned

raj lway workens, and thei n sons and daughtens ' - but these

nesidents have chose to remain on settle in the anea fon

other neasons.

6. 1.5.2 EX]STING RELAT]ONSHIP

The relationship that exjsts between the neighborhood and

the rai'lway yard could be chanactenized as an uncertajn and

uncomfontable one. Thene ane existing confl ìcts resul ting

fnom pnobìems jnflicted upon the neighbonhood by activities
and conditions in the yards. Thene exists also a great

potentia'l fon senious conf I ict and 'incompatibi 1i ty due to

the present zoning conflict and a necent gnadual incnease jn

yand usage,

27 Bas j ì M. Rotof f , Ef fects of the Re- location of Ra'i lway
installations on Occupational and Residentjal Pattenns jn
Adjacent Areas: Fort Rouge Case Study.
the Semjnan Senjes on Transportation,ns.
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In negands to the Yards, the Lond Robents Residents

Advisony Group outlined thnee Key problems:

1.

2.

3.

LOhI LEVEL MAINTENANCE

NOISE

SITE POLLUTiON

Fnom the adjacent residents' poìnt of view, there ane

numenous comp'laints that f al I wi thin these three categonies.

For example, the site js perceived as denelict and

complajnts ane f i led against CN about lac[< of gnound

ma jntenance, storage of denel'ict equ'ipment, etc. Two common

noise complaints nesul t f rom the use of the storage tnacl<s

for swi tch'ing, and ref rìgeration cans lef t ovennìght in the

surnmer wj th compnessons running. Si te po'l lution nesul ts not

only from lacK of majntenance by CN, but also fnom illegaì

dump'ing of matenial by others, Othen pnoblems include the

lac]< of safety banniens, inviting potentìa1'ly dangerous

si tuat ions , the use of snowmob'i les and di ntbikes on the

site, and lacK of pol'icing bY CN

I t i s obvious that these pnob'lems ane penceived most

readi ly by nesidents on or neanest the intenface boundany.

These prob'lems , howeven , ef f ect the overa I 1 nei ghbonhood

stabi I i ty and chanacter.
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LAND USE

TYPE ACREAGE
Low Dens'i tYx 219 . 48
Apartment 7,05
Commenci al 9.08
Panks and Recreation 38.79
Educat ion 6.50
Public Buildings 5.43
Public Utilities 124.07
Industni al 0. 1 I
Vacant Land 8.44
ToTAL 41 9.92

xlow Density (includes one to foun dwel

neìghbonhood density - 28.28 pensons/nesidential acre
cìty avenage - 25.73 rr rr

ol
lo

52.29
1 .68
2.33
9. 28
1 .54
1.29

29.54
0. 04
2.01

100,00
I ì ng uni ts.

6.1.6 LAND USE/ZONING

1. "The Lond Robents area as defined must be considered
as a nesjdential anea to be distinguished and
pnotected fnom the adjacent raì lway yand and Tnansi t
complex".28

The anea is appnopniately zoned and developed with
one or two famj ly homes,

Ad jacent na'i lway yand i s zoned medi um and heavy
industny (M1, M2) wh jch penmì ts 'incompat jble uses and
potentì al for signi fjcant conf I ict.
The tnansj t complex i s zoned connnenci al and j s
ìange'ly physical ly sepanate f nom the neighborhood,
hav'ing s'ingulan access f nom Osborne St.

0sbonne St. Connidon js zoned and developed as a
commencial and multi-famj ìy mixtune.

2.

.)

4.

5.

28 Lond Robents
Envi nonmenta I
1.

Area Chanactarjzation Study,
P ì anni ng, C j ty of UJi nni peg,

Department of
Feb. 1980, pg.
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6.1.7

1.

6.1.8

1.

2.

3.

4.

6.1.9

The

¿.

MUNICIPAL SERVICES

Muni.cipal senvices ane adequate and general ly in goodcondjtion except for local .stneets, 
õne half-of wñicñ

nequi ne upgrad'ing.

'lAny futune developmen! . on the cNR Font Rouge yands
in residential use wouìd put inappnopn'iate deñanoð óñttthe local stneet systein in thä' Lo¡d Robentð ãreã,and aìternative access should be pnovìded to suðr,nedevelopment. If multìple housing is constnucted inthe Font Rouge . . yani1s r _ ,d 'major popuf áfionconcentnation would be established ai the ênäs of asenies of local . stneets, wi th the potential - tðdi snupt the exi st'ing low densi ty envi noninen t ." zs

The tnansi t complex acts as a nonthenn boundary to
!h" neighbonhood, a tnanspontation conridon ãl iniõlocation would not s'igni f icant ry ef fect the bult< oithe anea.

J.

POPU LAT ] ON

Appnoximat ìy 6000.

hJeì I mixed age gnoups close

higher degnee of
seniors nesidence.

to c'i ty average.

elden ìy nesidents due toSlightly
hìgh rise
Fami ly income sl ìghtìy lower than ci ty avenage.

RESIDENTS CONCERNS

fol lowing ane posi tive and negative concenns

expressed by nesìdents of Lond Roberts thnough ìnput wjth
the cornnnunity and Neighbonhood Impnovement Division of the
C i ty of hli nn'i peg :

2s Ibid,
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REASONS FOR RESIDING IN LORD ROBERTS

POSITIVE
- neasonab I e cos t hous'i ng
-pride of ownersh'ip
- longtime nesidents
-neighbonhood chanacten (olden homes, gnown tnees)
-access to downtown and other langen senvices
-accessjbil jty of nivenbanl<
-commun'i ty emergency services
-neì ghbonhood senvj ces
-low cnime rate
-good bus senvice
- low level trans'iency
-good neighbonhood faciljties fon childnen
-the people
-the Leisune Centne

NEGAT I VE
-nundown housing (especialìy nental units)
-garbage in lanes
-many cornmunity groups but no genera'l concensus
-inadequate daycare
-lacK of gneen space jn nonthenn sector
-Leisune Centne not uti I ized ef f ic'ien1y
-lac[< of organized youth senvjces
-older c'i ty senvi ces (eg . watenmai ns , sewens , etc.
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6. 1, 1O NEIGHBORHOOD PATTERNS

6.1.10.1 CIRCULATION

The neighbonhood is enclosed by majon vehiculan anteries

and the CN ljnes. 0sborne St. and Jubilee Ave. pnovide the

main linl<,ages to othen parts of the city wh'i le access points

into the nejghborhood are pnovided along these noutes with

ma jn access points occuring at s'ignal led intersect jons wj th

majn neighbonhood stneets. The blocK structune is of an

elongated rectilinean fonm nunning jn a northeast southwest

directjon. Monley Ave., which could be considened the majn

neighborhood street, entens the ne'ighbonhood in th j s

dinection, while two other stneets provide access fnom

ulubj lee, and along Churchj I I Dnive into Rivenview. Al I

othen streets could be considened nesìdential in chanacten

and ' pn i vate' 'in natune.

A local bus noute that pnovides linkages between the

ne'ighbonhood and main bus lines, runs down Monley Ave fnom

east of 0sbonne, and passes thnough the neighborhood whene

it connects with Jubilee Ave. and Pembina Highway. The open

space between Chunchill Drive and the Red Riven, and the

pedestrian bridge off rJubiìlee Ave., are s'ignificant
pedestrian and bicycle cinculatjon noutes.
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rr Regionat :
NeighborhooQ_'i:
Local Ð
Pedestrian '6

------ Bus
rrtrr fl¿il
O Entrance

F'igune 16 : CI RCULAT i0N
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6.1,10.2 LAND USE - RESTDENTIAL

The ne'ighborhood consi sts alnucst completely of sing're

famjly dwellings of subunban chanacten, fon whjch it was

onig jnal ly planned and bui I t. The jncidence of mul ti -f amj ly
stnuctures incnease to the north pant of the nejghbonhood

and towands Osbonne st. 0sbonne st. has a numben of small
(2-3 stoney) apantment buildjngs, and a hìgh-nise senjors
nesjdence. simi lan apartments of this type can be found

i ns i de the ne'ighbonhood' s non thenn apex .

A sìgni f icant numben of mul ti -f ami ly dweì'r ings (duplexes

and now houses) can be found between Monley and Kyìemore

stneets, In this anea, the street pattenn has been altened,
and a semi-pnivate zone of subsidizjed housìng insented.

BUILDiNG CONDITION - RESIDENTTAL

GOOD
FAÏ R

POOR
VERY POOR

441
995
313

2

25%
tr tro/JJIO

19%
1Ol
llo

1. One half of homes ane in fair condition nequ'in'ing
'nepains behond those provided duning the cor-inse oF
regulan maintenance'

2. One fifth of homes ane in poon condition and 'unressnenovation is accomplished in the nean future, thesestructunes wj I I detenionate past the pojnt of
neasonable cost of nehabi I i tatio'n,

HOUSTNG CHARACTERISTiCS

1. 40% of homes in
wi th 70% havì ng
wor ld war.

the anea wene constnucted before 1920
been constnucted befone the second
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2. Appnoximately of
companing wel I wj th

homes ane owner occupjedcity avenage of 58%.

smaller than avenage, and theand two f am'i ly homes, and

60%
the

J. General ly, lots ane
anea consi sts of one
apan tments .
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6.1.10.3 LAND USE - NON-RESIDENTIAL

As can be Seen from thjs lnâP, cornmencial, industr jal, and

institutional land uses fnom this map ane mainly limited to

osbonne st. The existence of these cornrnencial land uses are

due langely to the street's change to a regional commencial

anteny as a result of the construction of the st. vital

bridge in the ear'ly 1960's. Many of these commencial

bui ld'ings have combined nesidential use above âs, can be

noted fnom the Previous map. Neighbonhood oriented

comrnencì al interests incìude a gnoceny stone, drugstore,

banks, beauty salon, shoe nepair, and a flonjst'

There nemains few commerci al areas inside the

neighbonhood where at one time sevenal loca'l grocenies

senved local needs. one small gnocery nemains, and the

Bnidge Drjve Inn, whjch caters to a largen region.

Industnial land uses ane found on the northenn apex of the

si te, whene the Font Rouge Tnansj t base ìs located, and

aìong the cN Yands, where some rema'ining naj ìway activi ties

occun. There ane two chunches in the neighbonhood, both

within a blocK of Osborne St.
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6. 1 . 1 0.4 LAND USE - OPEN SPACE

Thene are 6.54 acnes of panl< and necreation land pen each

thousand residents in the neighbonhood. This land is mainly

concentrated in thnee large panK and necneation facj lities
at the Fort Rouge leisune Centre, the Lond Robents Cornrnunity

Centre, and McKittnicK PanK. In addition to this, the banKs

of the Red Riven south of Chunch j I I Dnive i s exclusive'ly

used as a public open space, pnovìding a linKage west of

0sborne St . to an extens i ve I j nean panKway. A'lso servi ng

panK and recreation needs of the neighbonhood ane the Lord

Roberts Schoolyand, and to some degnee the open fields in

the vacant yands (tfie southenn tip of wh jch have been

developed into pìaying f ields) . The Fort Rouge Cunl ing

Club, and the leisure centne pnovide recneational needs

outside of the immedi ate neg'ion.

Thene ane few small on local facilit'ies because of this

concentnation wi th the fol lowing exceptions. A smal I

playgnound on ' tot- lot' has been instal led in vacant

pnopenty in the nonthern part of the neighborhood. As well,

sevenal smal I open spaces have been pnovided to senvice the

stn'ip of subsjdized housing between Morley and Kylemone

Stneets.
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6. 1. 10.5 NEIGHBORHOOD IMAGE

The neighborhood is defined by the edges that contain jt.

The cN yards and the Red R'iver pnovide the most dominant and

inpenetnable edges. Osborne St. and rJubìllee Ave' also act

as edges , although they ane weaKer and discontinuous at

points of penetrab'i 1i ty. These edges give the nejghborhood

its fonm and boundanies.

Activi ty nodes exist at points whene paths meet, or

incneased activity occuns. The majon nodes ane found as

follows: Osbonne St. and Morley Ave. which is where a majon

neìghbonhood access point occurs and bus noutes jntensect'

ì¡JalKen Ave. where several majon cofnmericial jnterests meet

(tne local safeway, a drugstore, a banK, and an conveience

stone). And at the Bridge Drive inn wh'ich attnacts a hìgh

level of activi ty jn the surnmen months and pnov'ides

pedestnian access across the Red Rjver'

Thene ane few significant landmarKs in the neighbonhood.

one is the Bn.idge Dnjve Inn because of its location next to

a well Know histonic bridge and its local popuìarity. The

other is Fred T'ipping Place, a senjor's nes'idence which acts

as a visual landmarl<, because of its height. Thene ma5r þe

other mìnon landmanKs in the neìghbonhood as penceived by

individual nesidents, but they are too ins'ign j f icant to

mention hene'
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6.1.11 NEiGHBORHOOD EDGE ANALYSiS

The manner in which the neighbonhood meets the edge of

the vacant yards wi I I have a stnong influence on the form of

si te nedevelopment. Thj s intenface sj tuatjon has been

bniefly described to hene, but must be funthen analyzed to

detenmine constraints, and opportunit'ies available to

nedevelopment strategì es .

6.1,11.1 SITE ANALYSIS

As.indìcated by the site plan, the anea ìs dominated by a

250 ft. wìde strip of railway tnacKs. 0f these, only the

two east tnacKs ane actively used fon maìn ljne traffic'

Al I othen tracKs, once used fon marshaì t'ing punposes, have

essent'ial ìy become stonage tracKs fon excess nai lway stock"

These tnacKs, and the transfer tnacK dnopping into the site,

ane sounces of noise confìicts with neanby residents' The

exi stjng rai lway structune to the nonth of the si te has

historic value and potential fon public ne-use as ìt lies at

the end of one of the busjen neÍghbonhood stneets, two

blocKs f nom a signal led jntersect jon w'i th Qsbonne St '

Between the edge of the tracKs, and the edge of the

ne jghborhood, 'l 'ies an appnoximately 450 f t. wide stnip

vacant and unmaintained tand. Th'is land is fairly low,

flat, poorly drained, and may nequire the jnstallation of

netent'i on ponds wi th f utune deve l opment '
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The orientation of the sjte, and jts openness allows fon

some unìque sjte condjtjons. This openness and elongated

on'ientat ion of fen un j ntenupted vi stas of the downtown

sKyline. At the same time, wjnten winds can penetrate the

edge of the neighbonhood without barnien.

It wi I I be assumed , at this po'int, that the storage

tnacKs and minon yand fac'i I jtjes will be nemoved due to

thejr ìacK of use, and to allow for futune nedevelopment.

The mainline tnack will nemain and be 'inconponated wjth a

transitway in a 99 ft. wide connjdon, âs pnoposed by the

Southwest Tnansi t Conn'idor Study. so

6.1.11.2 EDGE CHARACTER

The punpose of th'i s map j s to ana lyze the qua I i ty of

access to the si te through the exi st'ing ,ne'ighbonhood edge.

As i nd j cated by the Key, êX'ist i ng stneets and ì ane edges ane

i nd i ca ted , as ane zones and nodes of access i b'i ì 'i ty . Zones

of access'ibi I i ty ane indicated whene a publ'ic open space

meets the si te, v\rh j le nodes of access jbi l'i ty ane indicated

whene public stneets end.

i t j s obv jous that the edge of the ne'ighbonhood i s

essent'ial1y open to the si te, I imi ted menely by the

existence of a low traffjc stneet. This openness allows the

3o Deìeuw - Dillon;
Report: üJjnnipeg
h/j nn'ipeg , 1 978 .

Lomband Nonth Gnoup Ltd, "Summany
Southwest Transi t Connidon Study" ,
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existing pnoblems of use conf I ict, noise, and pol lut jon to
continue. The open condition, howeven, offens opportunities

for integrating the neighbonhood into the site.

6.1.11.3 OPEN SPACE

As can be noted f rom thjs ffiâp, thene are thnee exist'ing

open spaces along the edge of the neighbonhood. McKittrick

Panl<, w'i th jts conventional victonian pank fonm js the

oldest and most matune open space. The Lond Robents

Communi ty Centne, wi th i ts I imi ted necneatjonal faci I j tjes
(hocKey rinKs and tennis counts) js located m'idway along the

site edge. A thind smaì'l panK has been recently bui lt
adjacent to a nesidential infill area along stneets. One

additjonal small open space sunnounded by a stneet and

nowhouses is ìocated on Benwick Place.

The anea of vacant land dnamat'ical ly indicates the

potent'ial open space that the vacant yands of fen with the

limjtation of the naj l/tnansit connidon to a 99' strip. The

remain'ing land has a minimum width of 600' and penetnates

further into the neighbonhood in angled pocKets. Thene is
some additional vacant land on Brandon Stneet whene existing
homes have been dernolished. It is evident that the anxcunt

of vacant land avai lable offers enormous potential for

development and fon integration with existing neighbonhood

open spaces.
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6.1.12 SUMMARY

The fol lowing are ltey points from the analysis of ovenal I

neighborhood patterns and the analys'is of the neighborhood

edge specific to the sjte zone.

6. 1. 12. 1 NEiGHBORHOOD PATTERNS

1. The existing stneet system js not capable of handling

a major population jncrease in the si te wi thout

extensive modi f i cat ions

2. The majn I jne naj I I ine prevents any possible

penetnation acnoss its length.

3. The cormon nesìdential fonm is almost comp'letely

s'ing'le famjly chanacten. The only exception to this
fonm js the incnease in multi-family dwelf ings nonth

and south of Monley Ave.

4. Lot sizes, housing types, and bujld'ing conditjon

varies thnoughout the neighborhood but neighbonhood

textunes is essential ly suburban.

5. Connnenci al land uses are I imi ted to the Osborne

Connidor.

6. Pank and Recneat ion faci I i t ies ane I imi ted to

concentrated faci lities of conventional natune.
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6 ,1 ,12,2 NE IGHBORHOOD EDGE

1. The edge of the nejghbonhood js open and unprotected

f nom noise, pol ìution, and preva j l jng winter winds.

2. The vacant yard landform is essential ly flat and

poorly drain'ing, nequ'ining the installation of
netention ponds to handle sunface dnainage wi th

future development.

3. The naiì corridor can be limited to a 99' combined

rai 1 /transi t connidon,

4. Thene is enormous potential for nedevelopment of the

I arge vacant s j te, i ntegnat'ing i ts fonm and use wi th

the neighbonhood pattenns and existing open spaces,

and encounag'ing the access jbì l'i ty of the si te to the

ne'ighbonhood .
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6.2 NEEDS, OPPORTUNITIES, PROBLEMS, AND DEVELOPMENT
STRAIEGI ES

Uli th the intention of onganìzìng infonmation reganding

the s'i te and neighborhood into a conceptua'l plan of ne-use'

an awaneness of neìevant i ssues has been deve'loped. From

chapter f j ve, the compat'ib j I 'i ty of ne-use types has been

detenmi ned wi th pnel ìmì nany zon j ng ' phas'ing, pnognanrn'ing,

and discussion of pnobìems and constraints. A pniorjzed

sj te zone and neighborhood pattenns, condi tions, and

nelationshìps have been analyed in thjs chapten. This

infonmatjon wi I I be synthesized as fol lows in onden to

deve'lop a conceptuaì plan of ne-use that i s responsive to

speci f ic constraints, oppontun j t jes, and des'ign 'impì icat jons

The synthes'is approach 'is i I lustrated in the fo'l ìow'ing

dìagram:

OPPORTUN ITIES
I MP LI CATI ONS

STRATEGIES

CONSTRAINTS
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CONSTRAINTS

(o
c-t
o
f\)
.Þ

RES I DENTI AL
-Land use conflict at
neìghborhood edge.

-Noise and visual
pol I uti on

-Physi ca1 decaY

ru>
-.1norÞ

\t -{
m¡6)
_rl

o
Ð
=cr-
-{
o
z.

TRANSPORTATi ON

-Heavy and increas'ing
north/south urban
traffi c fl ow

-Limjted capacitY of
ne'ighborhood streets
to accomodate increased
popul at'ion and traf f i c

OPEN SPACI
-Site is vacant, unused
open space

-Need for regional oPen
space corri dors.

-Site is flat and PoorlY
drai ne d

OPPORTUN I TI ES

-Stabiljty and
desì rabj I i ty of
nei ghborhood
offers oppor-
tun'i ty for dev .

of new housing
in vacant areas.

I MPLI CATI ONS

-Proposed rapìd
mass transit
corri dor in
exi sti ng
ri ght-of-way.

-Additional land
use confl i cts
wjth right-of-waY.

or

-Ne'ighborhood edge
conf i gurat'ion
offers opportuni tY
for integrated oPen
s pace.

STRATEGI ES

-increased act'ivitY
in right-of-way.

-Encourage devel opment
of new housìng that
'integrates site and
exi sting nei ghborhood.

-Buffer neiqhborhood
from right-of-way.

-Access'ibility of
site must be improved.

-Potent'ial confl'ict
wjth right-of-way.

-Drajnage problems will
be compounded by
physical develoPment.

-Buffer right-of-way.
-Locate new hous'ing
where traffi c can best
be accomodated or
public trans'it prov'idec

-Devel op actì ve/passi ve
open space network.

-Buffer from right-of-
way.

-Prov'ide internal
dra'inaqe system.
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6.2. 1 SUMMARY OF SÏRATEGTES

(srr c0NcEPT pt-¡trt)

1.

2.

c

4.

5.

Cneation of 0pen Space in the

Integnation and Expansion of
Centne Into New Open Space.

Locate Rapìd Tnansit Cornidor
to Morley Ave.

Reonganize and Restnuctune
Edge.

Yards.

Lord Roberts Communi ty

and Tenminal Connecting

Exi st i ng Stneet System

Residential Development Areas :

a) Revelopment/Infi I I Aneas.

b) Muìti-Family Infill Anea.

c) Tnansitional Anea.

6. Development of Public Use Anea.

7. Pnovìde Buffering to Decnease Conflicting Land Uses'

1, Cneation of Open Space in the Yards.

This stnategy suggests the creation of a lange

passive open space in vacant 'land jn the site. Thjs

open space wj I I be continuous thnoughout the length

of the yards, and connect to other potential aneas

fonmìng a negional open space cornidon. At the nonth

end of the yards, i t wi I I connect acnoss 0sbonne St.

to the strip of land lying between the Red River and

the railway tnacKs. This stnip extends north to the
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Fonlrs Anea, and

The south end of

Pembina Highway

and transmission

signi ficant featunes

the open space would

to the Tay I or / Panlter

conn i don .

located thene.

connect across

Ave. nai lway

As th'is open space is cons jdened to become a pant

of a cont jnuous regìonal urban netwonK, 'i ts usens

would not be limited to neighborhood residents, but

would jnclude cjvic nesidents in genenal. Its use

could range from cycling (for cornÍnut'ing and

necreatjonal punposes), to walking, nunning, cnoss

country slt'i 'ing, and sel f di rected fonms of

necneat ion.

A goal of the development of thjs open space is
its integnatjon into the exjsting and altened

ne'ighbonhood fabnjc. Fnom the analysis of potential

open space, th'is oppontuni ty becomes qui te evident .

Access nodes and zones have been increased and

f ingers of open space extended into the ne'ighbonhood

to meet thjs goaì.

2. integnation and Expansion of the Lond Roberts

Conrnunity Centre into the Open Space Corridon.

Existing communi ty based necneational faci I i ties
have been expanded and opened to the si te to incnease

thej r sjze and accessibi 1 i ty, Sevenal new playing
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fields have been si ted, cneating an actjve

necreatjonal zone within the open space. Thjs zone

dispenses as the faciljties open out into the genenal

open space. The intended usens of this component

wi I I be pn'imani'ly neighbonhood res jdents and

corTrnun i ty based spon t 'i ng gnoups .

3. Rapid Transi t Cornidon and Tenminal .

As pnoposed by the Southwest Transi t Conridor

Study, a transìtway will share use of the existing
nai lway corrjdon at some point jn the futune. This

trans'i tway wi I I connect the Un jvensi ty of Mani toba to
the downtown cone. A pnoposed tenminal locatjon to
senv j ce the ne'ighborhoods eas t and wes t of the

conridon has been jndicated on the pìan. This

tenminal wi I I connect to the neighbonhood via an

extension of Morley Ave. Existing neighbonhood bus

routes will be adjusted to lint< with the tenminal

4. Reonganize and Restnuctune Existing Stneet System

Edge.

The existing neighbonhood stneet edge pattenn has

been altened to encounage the integratjon of the

neighbonhood 'into the s j te. This neorganizat jon

al lows for gneaten and more effective nodes and zones

of access into the open space, and pnovide
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opportuni ty fon the development of aneas of

hous'i ng .

5. Resjdential Development Aneas:

a) Redevelopment/infi I I Aneas.

Thnee nedeveìopment on inf i I I areas have been

noted whene vacant nesidentjal sjtes ex'ist, or

whene the neorgantzation of local stneets has

created potential nesjdential land. The use of

thjs land has been detenmìned by its sunrounding

context. These aneas wi I I be infi I led on

nedeveloped wi th single f am'i 1y dwel I ings of

sjmi lar chanacten to neighboning si tes.

b) Mul ti -Fami ìy inf i I I Area.

Thnee zones of multi-fam'i ly infill have been

noted. These infjll zones ane located at the edge

of the neighborhood whene streets meet the

pnoposed open space. These infi I I zones wi I I be

redeveloped wi th mul ti -f ami'ly dwel I ìngs of low to

moderate densi ty. The fonm of these developments

is intended to taKe advantage of thejn locatjon on

the edge of the ìange passive open space, whi le

aì'lowing access thnough to th j s anea by othen

nei ghbonhood res jdents .
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6.

c) Tnansition Anea.

The extension of Monley Ave. and its incneased use

as a publ'ic access route to the napid trans'i t,
wi I I have an effect on the characten of the

street. This anea has been detenmined to be a

transitional anea to allow fon jts adaptation to

new condjtjons. The zone of new and exist'ing

residential anea is intended to increase in
densi ty and develop fonms appnoprìate to the

natune of the stneet. The aneas adjacent to the

terminal wj I I experience the most increased level

of act'ivi ty. Thj s act ivi ty wi I I di spense away

fnom the tenminal connection and into the open

space. Agaìn, the deveìopment of new hous'ing hene

is intended to take advantage of its locatjon

along the open space.

Public Use Anea.

The existing nai lway structune in the north part

of the site will be inconponated into a public use

area, Thjs stnuctune is a fonmen engine nepain shop

and is of histor jc and anchj tectunal s'ignif icance as

it js the only nemaining ra'i lway structure on sìte.
I t i s located of f Bnandon Ave. (w j th signal

controì led access to Osbonne St. ) next to the Fort

Rouge Tnansi t Base. Its locat'ion places the s j te in
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a non-nesidentjal zone with easy access to a neg'ional

stneet. The building's use in some pubì'ic form would

not place undue traffic demands on the neighbonhood

stneet pattenns.

Poss'ible uses for this site could be a nailway

museum, a site intenpnetìve centne, a publjc marKet,

a daycare faci I i ty, etc.

7 . Buffens.

An extensive landscape buffen has been located

along the rail/transi t n'ight-of -way, This buf fen,

consisting of the encouragement of native

nevegetation between the netention pond and the

night-of -way edge, wi I I have a min'imum width of 50'

to control the intenmi ttent noi se of transi t vehicles

and tnaj ns , and absonb the pol 1 utants emi t ted by

diesel combustion. It is also intended as a visual

screen, obstnucting the view of the nìght-of-way, and

intnoducing the existence of native vegetatjon along

the conridor.
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Chapten VI I

SUMMARY

These nedevelopment strateg'ies and the appnoach to

detenm j ni ng them, 'is j ntended i n thi s study as a guìde to

possibilitjes fon the future nedevelopment of the Font Rouge

Yands. I have attempted to build a general awareness and

undenstanding of general railway connjdor gnowth, form,

abandonment , and re-use i ssues wi th the 'intent i on of us i ng

the Font Rouge Yards site as an example or study anea, where

these ìssues can be applied. The strateg'ies deveìoped ane

nesponsìve to these i ssues and speci fic si te and

neighborhood condi t jons studied. Di f fen'ing si tuations and

condjtions jn othen sjtes wjll of counse nesult jn specifjc

and unìque strateg'ies.

At this tjme, the futune use of this site has yet to be

detenmjned. It js possible that jt may one day nevent to

najlrÂray or othen industnjal use, howeven, this is unliKe'ly.

Penhaps as the c'i ty grows, and demands for land near the

city centne become rlìone acute, the site wi I I be deveìoped in

a mone intensjve fashjon. It is most Iikely that the use of

this si te wi I I nespond pnimarì ìy to the needs of the

ad jacent and jrnmedi ately af fected ne'ighbonhood, ôs has been

dernonstnated in thjs pnoposal.
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4.1

Appendi x A

IdINNIPEG RAILUJAY HISTORY

THE ARRIVAL AND GROLÌ/TH OF THE RATLIIJAY IN IÀII NN I PEG

The emengence of the Canadjan Pacific Railway Company was

accompanjed by financjal and poljtical tunmoil that spanned

intennational bondens. The nai lway or igi nated as a

govennment scheme and a pol i tical desj ne fon a

transcontinental I inK. 0ttawa despenately wanted the

nailway to be built by Canadians on Canadian tenritony while

American entrepneneuns lay wait'ing for what they wene sune

would be certain faj lune on the part of Canadi ans to

physical ly and financial ly complete this enonmous

undentaking. Pol i tical and f ìnancial scandals manJted eanly

pl ann'ing on both sides of the bonden , pnompt i ng the

govennment' s deci sion to proceed on j ts own as j t was

unsatjsfied wjth the pnoposals and the pantjes who pnesented

them.

Unt i l 1878 , when the Consenvat i ves unden Si n rjohn A,

MacDonald returned to powen, the bujìdìng of the railway had

been carnjed out under the auspices of the govennment.

Af ten hìs govennment's vjctory, the nai lì^/ay was turned oven

to pnjvate busjness intenests fonmed fon the sole punpose of
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nunning the company. Unden an agneement wi th the

govennment, the new company was to neceive upon completion,

the I j ne bui 1 t by the govennment fnom Pon t Ar thur to

hljnnipeg, and f nom Kamloops to Pont Moody on Bunnand Inlet
at the Pacjfic Coast. In addjtjon, the company uras to

receive in instal ìments , 25 mi I I ion dol lans and 25 mi I ì ion

acnes of land upon completjon of each 20 miles. The land

was to be jn altennate sectìons, of 640 acnes each, 25 mjles

deep on eithen sjde of the line in the pnovìnces thnough

which the nai'lway cnossed. The company also refused most of

the land along the Bnitish Columbja section and accepted ìn

its place two to three miìlion acnes of land in the Peace

Riven Distnict of Nonthern Albenta. In addi tion to the

physicaì subsidy of trackage and land and the fjnancial
subsidies, al I maten'ial fon constnuct jon was to be 'imponted

duty fnee fnom other countnjes (pnincipal ìy England), the

ra'i ìway was to be fnee of taxation forever, the land gnants

free of taxation fon twenty yeans, and the company was given

assunances of a monopoly for twenty years.31

The nesult of these genenous subsidies given by the

govennment to bujld and support a transcontinental naiìway,

was the completion of an economical ly sol id company capabìe

of oper a t 'i ng the expans j ve neh, sys tem. The I and gr an t s

given the company pnoved to be of much mone value than

expected and senved to buoy the company economical ly and

3r R.A,J, Phill
McGnaw-Hi I I Co.

ips, Canada' s Rai lwavs,
b¡ canaäãE IgoBl-, Þ,2s.
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beg'in an j ntenconnected system of tnanspor tat ion,

immigration and sett lement. Pol'i tical ly, the cost of the

system was a hotly debated jssue, but in the long term, u/as

cons jdened a necessany expense for an emeng'ing countny nich

in natunal nesounces and physical expanse, but spanse in

populatjon.

ìiJi th the constnuct jon of the transcont jnental system were

obvious benefjts to established communjties along jts noute.

[tJi nni peggens became concenned w j th the na'i lway i ssue so

deeply that it colouned al I of City Counci l's activities,
the edi ton i a I pages of the c'i ty' s newspapens , and the

activities of the commercial elite. ïhein concepns nested

majnìy upon the choice of route and how soon connection to

the East could be made. h,innipeg's pol ì t jcal and business

commun'i ty was as anxious to be guaranteed a p'lace on the

main I jne as j t was to acqui ne a nai I connection wi th

Eastenn mankets. This connection was seen as a vi tal I inl<

that wou'ld ensune UJinnipeg's prosperi ty, and the question of

the choice of route became of panamount impontance.

I¡Jinnipeg, urll iKe Montreaì on Tononto, could not f al I bacK on

water to meet jts transportatjon needs.

hJjnnipeggens assumed somewhat pnematuneìy that the main

I ine would pass thnough the ci ty fon sevenal neasons.

First, the Dawson Road ended in ltlinnipeg and it was assumed

that the nai lway would fol low thi s ean ìy noute. UJi nnìpeg

was also the langest communi ty in the Nonthwest and
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considened itself to be the "Gateway City" to the entjne

west, As wel I , êñ 1872 map of an exploratony sunvey fon the

raiìway jndjcated it would pass thnough Manitoba south of

Lake Man j toba and jn the genenal Vicini ty of hJinnipeg.

F ina'l 'ly, when the fedenal govennment passed the "Act to
Inconporate the Canadian Pacjf ic Ra'i lway Company" jn 1872,

it implicit'ly suggested that h/innipeg would be on the majn

line.32 These factons became ljberal'ly 'intenpreted jn

SJinnipeg as a guarantee and in rJanuany, ì884, Ci ty Councì ì

put fonth a publ ic wonl<s pnogram of unpnecedented d jmensions

in eanly anticìpation of railway pnospen'i ty.

However , ltli nni peg' s hopes f or nai lway pnosper ì ty were

bnoken in Decemben of 1874 when the new Ljbenal govennment

of Pnime Ministen McKenzie official ìy announced that the

nai lway would cnoss the Red R jven at SelKì nK and not

h/innipeg. Th'is decision was based on a nepont by Sanfond

Fleming, engineen-in-chief of the pnoject, who had

detenmined that SelKink possessed stablen niverbanks than

üIinnipeg, and was thus safen fnom flooding. This pnoposed

route also avoided the anjd centnal pra'in'ie negion Known as

Palljsen's Tniangìe aften rJohn Palliser's neport of his 1857

expedition to the Nonthwest.33 He had detenmjned that the

anea was too dny fon agricultune, a beljef 'largeìy

32 Alan F. LJ , Artibise, hjinnipeq: A Social Histonv of Urban
Gnowth , 187 4
GT¿ersi ty-Ess, I g75ll pp. 63, 65.

33 lrene M. Spny, êd., The Palljsen Papens,
( Tononto: The- Champ I ái n-SciÐ, i-9681-
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influenced by the concept of the "Gneat American Desert" to
the south, of whjch the southenn prairjes were an extension.

The pnoposed route would fol low a northwestenìy dinection
away from the centnal pnairies, thnough the treed Panlt Belt,
towands Edmonton. It was this nonthern prainìe region that
was considered at the tjme to be of the gneatest value fon

agricultune.

The neaction jn lt/jnnipeg to this pencejved noute change

was swift and volat'i le. A Cjtizen's Railway Committee was

fonmed which jmmedjately sent a delegation to Ottawa in a

fnuj t less attempt to change the Prjme Minister's decjsion.
For the next sjx yeans, h/jnnipeg's future hung in the

balance as delegations, memonjals, and petitions repeatedly

made thein way to Ottawa to plead the case fon the city.

In the meanwhì le, hlinn jpeg concentrated i ts ef forts on

negotiat'ing for a bnanch line to the pnoposed noute, and the

constnuction of a line to the U.S. bonder at Pembina, Nonth

DaKota. Planning for thjs colonizatjon branch I ine (cal ìed

the Mani toba and Southwestern Ra'i lway) i ncluded a 200, 000

dol lan subsidy from the city, and the construction of a

bnìdge oven the Red Rjven at Pojnt Douglas for free use by

the ra'i ìway. U/innipeg was detenmined to f jnd i ts pìace in
the com'ing nai lway age and saw the constnuction of i ts own

rai lway as a method of both ensuring that p'lace, and

possib'ly convjncìng the govennment's Canadian Paci f ic
Raìlway to locate in the city. However, the negotiations
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fon the Mani toba and Southwestenn L i ne (lVlSWn ) became

confused wjth the bantening and pleading for the CPR line
and little development occunned, aside fnom the constnuction

of the bridge oven the Red River at civic expense. This

bnidge was to be of gneat importance to the futune gnowth

and development of the C'i ty of h/innipeg.

Constructjon of the Pembina Bnanch began jn the spning of

1876 with the assistance of a locomotive that was f'loated up

the Red Rjver to Font Ganny fnom the Unjted States. In

1878, the Pembina ìjne was compìeted and direct rajl senvice

coÌnmence between St . Pau 1 , Mi nnesota, and [,tJi nni peg. Thi s was

the f inst pna'irie section of nai'lway.

Changes jn hlinnipeg's raì lway si tuat'ion began to impnove

when the McKenzie govennment ìn Ottawa was defeated by the

Conservatives unden MacDonald. The ner^/ Prime Ministen had

hjnted at the nenout'ing of the pnoposed CPR line thnough

hlinnipeg during his election campaìgn, and not sunpnisingly,

nece j ved enonmous voter suppon t 'in the ci ty. Af ten h j s

govennment' s retunn to power , l,{i nnipeg redoubled thei r

lobbyìng efforts and began to include unsolicited offens of
ìncneasing value in attempt to attnact the CPR. These

included a 200,000 dollan cash bonus (tfre same oniginaìly
of fened the MSRUJ), fnee use of the ra'i lway bn'idge bui lt
acnoss the Red Riven (bui lt by the c'i ty at a cost of 300,000

dollars), and a 30 acne piece of land fon use as a passenger

tenminal (guaranteed fnee of taxes fonever wjth tax fnee

status pnomised for all futune nailway land).
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0n August 9, 1880, the cornenstone for the ci ty buj I t

bridge over the Red River was pìaced amid public pnessune

against i ts construction and scandal surnounding i ts

supporters. It was discovened that the eastenn appnoaches

to the bridge h,ene on located on pnoperty owned by then Lt.

Govennon LJ, E. Cauchon. "The connenstone cenemony tunned

into a niot when people ignoned speeches and mobbed the fnee

l iquor stand. " 34 However, the bridge was bui I t, even befone

the raj lway agneed to enter the c'i ty, and it was to senve

both nai lway and other tnaf f ic unti I 1904 when j t u/as

detenmjned too light fon heavier tnains and was neplaced by

a new bridge at 0rleans St. The oniginal bridge was

replaced in 1909 by a traffic bnidge located nearby, cêl led

the Louise Brìdge. Finally, jn 1881, the CPR announced the

constnuctjon of a terminal and passengen faci I i ty in

ttJinnipeg and the route was la jd through the ci ty. The c'i ty

thus entened the nailway ena, an ena that was to foneven

a ì ten the ci ty' s f utune gnowth and f or tunes . tAJi nni peg

embanl<ed on a chaotic bui ld'ing and real estate boom that saur

the bi nth of several new nai lway companies, phenomenal

physical gnowth, population incnease, and jmmeasurable

social change.

Between .l882 and .l884, the Canadjan Pacific Rai lway

Company bu j I t i ts new yands and terminal in Nonth hJinnipeg.

The new ljne entered the c'i ty over the Red Rjven via the

34 E. Patenson,
Pness, 1973),

ed., hJinnjpeo 100 (hlinnìpeg:
p. 10.
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railway bnidge so genenously pnovìded by the City, and cut

thnough the nesidentjal of Pojnt Doug'las, then one of the

c'i ty' s most desi nable neighborhoods. Fnom then on, Poi nt

Douglas became Known as Nonth and South Point Douglas, two

distinct neighbonhoods sepanated by a line of steel. This

was on'ly the f inst of many impacts that the rai lu/ay was to

have on hJi nni peg.
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A.2 THE YEARS OF THE RA I LhIAY BOOM 1885 - 1914

In the beginning of the nai'lway ena the Canadjan Pacif ic
Rai lway held a monopo'ly in hJinnjpeg and thnoughout the hlest.

This monopoly was cneated by the same parliamentary act

which fonmed the CPR, and was cneated to ensune that the new

company would complete the vi tal Paci f ic ì inK f ree of
outside competitors, especial ly establ jshed American rai lway

intenests who wene anxious to find a p'lace in the gnowing

Canadi an manl<et . The I i ne west was completed i n 1885 when

the Iast spiKe was dniven at Cnaigel lacKìe, B.C. , about 340

mi les fnom the Paci fic Ocean. The new nai lway was so

immediately successful and weì I -used, that increasing

traf f ic and lacK of competi tion led to high f ne'ight nates,

which wene espec'ial ly hanmf ul to t¡Jinnipeg' s wholesalens and

commencial suppl jens competìng w'i th the j n Eastenn

countenparts. W'innipeg again mounted campaigns and lobby'ing

efforts to 0ttawa to pnotect thejn intenests and pnessuned

the govennment, wi th the j r hlestenn al l ies, to revoke the

clause in the 1872 Act which ensuned the CPR its monopoly.

In .l888, "An Act Respecting Rai1ways" was passed whjch
jncluded the el imination of the CPR monopoly clause.

The I acl<, of compet i t i on had I ef t

nai'lway scene that was quicK to be

compan'ies. The boom of inrnignation
'incneas i ng popu I at i on base, and

locatjon as the "gateway to the west"

a void in the westenn

fj I led by eagen new

and sett lement, an

hJinnipeg's strategic
and the most important
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distribution and commencial centne, soon attnacted the

fonmation of sevenal new na'i lway companies and bnanches jn

the ci ty.

In 1889, the Northenn Paci f ic and Man j toba Ra'i 'lway

Company (rupAm ) was f onmed unden the sponsorsh'ip of the

Pnovi nci al Govennment of Mani toba and operated as a

subsidi any of the Northenn Paci f ic Ra'i 'lway Company, uras the

finst of a gnoup of rajlway companies that were laten to
form the pnesent Canadian Natjonal Ra'i lway Company (CNR).

Yands and f neight faci I j t jes wene establ jshed along [tJaten

Stneet, between Main Stneet and the Red Riven, and south to
the junct'ion of the two rivens. A passengen station was

built just off Main St. on bJater, wh'i ìe freight yands and

nepain shops wene located along the banKs of the Red R'iven.

This facilìty was the beginn'ing of the East Yands complex,

cal led such because of i ts location on what was the east

side of the ci ty. Aga'in the ci ty neadi ly gave valuable

pnopenty as subsidy to the new nai lway, this tjme a

substantial portion of valuable waterfnont property,

including the junction of the two njvens, the histonic focus

of the ci ty.

Also jn 1899, the Nonthenn Pacific and Manitoba Railway

Company bujlt a magnifjcent seven stony hotel on Main St. at

hlaten St. on the si te now occupied by the Federal Bui lding.
The ' Hotel Mani toban' u/as bui I t as a symbol of nai ìway

pnosperity and fnontien opuìence to compete wjth the hotels
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of the other rai lway companies. The hotel was to enjoy a

short life, âS jt bunned ten yeans later when it was filled
to capaci ty w'i th cur lens attend'ing a bonsp'iel on a cold

February nìght. s s

A second raì'lway jn Manitoba that was laten to become

pant of the Canadian National Railway system was fonmed also
jn 1889 and called the Manitoba and Southeastern Raìlway

Company (M&SE). This nai lway had been granted the rìght to

bui ld a I jne f nom $Jinnipeg to the Intennat jona'l boundary

nean Lake of the UJoods. At f ì nst j t openated out of the

Canadian Pacjf ic Yands in North h/innìpeg, but Iaten bui lt
i ts own faci I i tjes at Paddington in St, Boni face. The first
section of 45 mi les opened between St. Boni face and

Manchand, Manitoba and cannied majnly cordwood cut fnom the

woodlots along i ts night-of -u/ay. Total equipment consisted

of two engjnes, tur/o used passengen coaches, and f if ty new

f neight cars. The f uel wood i t pnov'ided to heat hli nnipeg

homes provided revenue suffjcient to support a smal ì local

naì lway company.

Befone the close of the centupy, there were at least

thnee independant rai lway yands operating out of h/inn'ipeg:

the'large Canadian Pacific yands'in North üJinnipeg, the

Northern Pacific and Manitoba Raìlway yards along the Red

Riven nonth of the fonKs, and the Manitoba and Southeastenn

3s Canadjan Nat jonal Ra'i lway Co.,
1967)
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Ra'i lway in St. Boniface. Othen nailway companies were

beginning to emenge at this time but openated mainly out of

the two largest yands f ac'i I i ties of the CPR and the NP&M.

The bungeoning population of üIinnipeg and the gneat influx
of inrnignants thnough the city was a causal factor in the

binth and gnowth of these nai lways.

Up to the beginning of the f irst won ld war, U/inn jpeg

pnospened unden a f avounable wor ld economy wì th h'igh gna'in

pnices. Al I imm'igration to the west had to pass thnough

hlinnjpeg and commencial intenests pnospered fnom the needs

of a burgeoning westenn economy. It was not long befone

rai lway faci lit jes bu'i lt before the turn of the centuny wene

unable to handle the gnowing tnaffjc demands. Lange

expansion pnograms and the birth of neur railway companjes

and branches u,ere coñmonplace in the early yeans of the new

centuny leading up to the wan.

In 1903, the CPR began a huge expansìon pnognam in
nesponse to bJinnipeg's gnowth as a commencial and gra'in

tnading centne. The rai lway's original bui ldings

constnucted between 1882 and 1884 wene neplaced by new

f ac j I j ties wh'ich bnought thei r physicaì plant to near i ts
present day size. An opulent new station and hotel, the

Royal Alexanden, urere bujlt in 1905 on H'igg'ins Avenue just

off Main St. This new statjon neplaced two eanlier ones

that had served the na j lu/ay; the f j nst bui I t in 1883 and

bunned only thnee yeans laten, and the second which was
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built shortly theneaften and used untjl it too was

repì aced. 3 6 An ad jacent 'irnmignat ion bui ldì ng was erected to

house and pnocess the tides of innn'ignants into h/'innipeg

which peaKed in 1906. These developments wene considered a

gneat boost to l¡Jjnnipeg's economy and wene welcomed by al I

levels of cjvic ljfe. By 1911, 3,500 [¡Jìnnipeggers wene

employed by the CPR.

Ra'i lway competition af ten the tunn of the centuny was a

manKed contrast to the days of the CPR monopoly and it u,as

as fience as it was uncontnolled. The noles of the canniens

changed wjth battles over fneìght rates and the dynamìc

natune of imm'igration and westenn sett lement. Some nai ìway

companies, especially the smaller ones, pnoved eithen unable

to compete wi th the langer companies, on to be not

economically vjable on thejr oh,n.

In 1901, the Canadian Northern Rai lway Company came into

being as an amalgam of several non-v j able smal len rai lways.

It was the creation of ftji lliam McKenzie and Donald Mann who

had founded on acquined a numben of nailway chanters and

f ledgl'ing I jnes in westenn Canada. This nai lway was to gnow

jn such astounding pnoportions that by 1915 , a I ine fnom

coast to coast was achjeved. Two of these raj lways which

became part of the Canadian Northenn system were the

Mani toba and Southeastenn Rai lway Company and the Northern

36 E. Patterson, od.,
Fnee Press, 1973),

U/innipeq 100,
p. 10.
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Paci f i c and Mani toba Rai 'lway Company. The Mani toba

govennment had become disenchanted with its nole jn the

na'i lway business and i ts leas'ing arnangement wi th Northenn

Pac j f i c , The NP&M hlater Street tenmi na I became the ma jor

tenminal and base of openatjons for the new company and a

new bnidge was constnucted acnoss the Red River, pnov'ided

eastenn 'l inKage to th'is tenminal. (Pnion to this time,

access acnoss the Red R'iven was pnov'ided by transfen traclts

to the city bui lt CPR bnidge. ) !üith jts own bridge access

and establ ished faci I i tjes jn place, Canadjan Northenn began

openating immediately with its finst train nun between

l,tJinnipeg and Pont Arthun jn 1902,

As a nesult of thjs expansion, the needs of the gnow'ing

company could no longer be met by the nestnjcted lt/ater

Street Yards of the fonmen NP&M Rai lu/ay. The yand was

ljmjted fnom expansion on all sjdes by Main Stneet to the

west, üJater Street to the nonth, the Red Riven to the east,

and the Assiniboine River to the south. The company sought

a plan of neonganizatjon and expansion of its facjlities,
and in 1904, the decisjon uras announced to move Canadjan

Northenn's main shops and Yands to the Font Rouge anea.

The new yards in Font Rouge wene a part of a

neorganjzatjon scheme that included plans to enect a new

passengen station at the foot of Bnoadway on Main Stneet

wi th f rei ght sheds and anci l l any servì ces , i nc l ud'ing an

'immigration shed, behjnd the new stnuctune. This bold

- 189



stnoKe put an end to the connect ion of l,tJi nnipeg to St .

Boniface by connecting Bnoadway Ave. to Provenchen Blvd.

acnoss the niven it was a rrìove that panticularly angened and

alienated St. Boniface nesidents and was the cause of heated

debate by cj tizens of both conrnunj ties. (see Figune 26)

Figune 26: UNi0N STATI0N UNDER CONSIRUCTI0N 0N EAST
B R0ADlt/AY source : Man i toba Anch i ves

Constnuction of the new station began inrnediately aften a

desìgn by trlarnen and hletnrone, the archi tects of Gnand

Centnal Station in New YorK. Construction of new industnial

faci l'i ties in the Font Rouge Yands began jnmediately as wel I

and jncluded a massive new nound house, numenous engine
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nepair buildings, and shop faciljties, The Font Rouge shops

wene official ly opened jn 1909 and the neu/ station was

completed jn 191 1.

At the same time as the completion of the new station, a

new railway opened jn the northenn pant of the city south of

the CPR Yards and cal led the Midland Ra'i lway Company of

Manjtoba. This ra'i lway was bujlt to serve the wholesale

tnadens along " Fru j t Ro!il" whose wanehouses wene bu j I t a'long

j ts tnacKs that nan the length of ltJard 4. The Midland

Rai lway opened jn 1911 with a yand and fre'ight houses.

Concurnent wj th the plann'ing of expansion of the Canadjan

Nonthenn fac'i ìities in [,tJinnjpeg, the Canadian government u/as

negotìating to bui ld a second tnanscontinental ra'i ìway

sepanate from the Canadian Pacifjc. Called the National

Tnanscont jnental Ra'i 'lway (NTR) , i t was of f icial ìy fonmed in

1903 wj th the purpose of bui lding a high-standard ra'i lway

f nom Moncton, New Brunsw'icK, to tdi nni peg . Thi s eastern

sec t 'i on was to be bu i 1 t by t he goven nmen t and upon

completion, leased to the Gnand TrunK Pacific Rai lway

Company (a lange eastenn company which had at one time

aspi red to buj ld the fi rst tnanscontinental I ine bui I t by

the Canadian Pacific. ) GTP was in tunn to bui ld the westenn

section of the tnanscont jnental l'inK f nom üJinnipeg to the

Pac'if ic, provide al I no'l ling stocK, and act as operaton of

the ljne. Constnuction began on the NTR, on eastenn pontion

of the I ine, in 1905, and on the GTP, on u,estern side, the
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fol lowing year. Plans wene set fon a maintenance f ac'i 'l i ty

to serve both sjdes of the system and constructjon began on

these facilities in 1909. Tnanscona rrras the s'i te chosen for
these maintenance and nepa'in f aci I i t jes wh jch jncluded

extensjve motìve powen and car shops. The Tnanscona shops

opened in 1913 and jnmediateìy began to handle alI GTP and

Fìgure 27: CNR
sounce: Mani

TRANSCONA YARDS
toba Archives

37 Canadian National Ra'i lway co., CN Bul letin, (l,tlìnn'ipeg:
1967)
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NTR repain and maintenance functjons.3T (see Figure 27)

The westenn Gnand TnunK Pacjf jc I ine uras opened on Apn'i 'l

8, 1914 and a train run f nom h/innipeg to Pnince Rupert. in

November of the fol lowing yean, the eastenn Natjonal

Transcont i nenta I Rai 'lway I i ne was opened and tna j n senvi ce

begun between ltlinnipeg and Quebec Ci tyse

Gnand Trunk Pacific shaned use of the new station on Main

Street wi th Canádi an Nonthenn. The bui lding housed al I

passenger services, the majn offices of both railways, and

the Winnipeg rJoint Rai'lway Tenmjnal Company whjch was formed

in 1912 to handle al I swi tching operations wi thin the anea

encompassed by the fonmen NP&M Tenminal. This al lowed Grand

Tnunk Pacific use of the Northenn Pacific Yand, and access

to industnial distnicts fnom which it had been pnev'iously

excluded, The Grand Tnunl<, Pac j f ic Deveìopment Company also

bui I t a hotel acnoss Main Street from Union Station.

Adjacent to the entrance gates of Upper Font Garry, the

hotel was called the "Font Ganny" and was opened on Dec. 10,

1913 to become one of the countny's leading hotels.

Until the two new tnanscontjnental systems of GTP/NTR and

the Canadian Nonthenn annived to compete wi th the rai l
monopoly that the Canadjan Pacific Rai lway had enjoyed,

UJinnipeg had continued to be a multj-modal transportatjon

hub. ïhe CPR rnonopo'ly on j ts own had fai led to end the

38 Ibid.
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importance of r jven tnanspont as a natunal noute of coÌTmerce

and imm'igration. By 1911, a sen jes of lock,s wene buj lt at

St. Andnews nap'ids which al lowed access thnough to Lalte

l,tJinnipeg, the nean nonth, and via other rivens, to points as

distant as Edrnonton, Howeven, the anrjval of competitive

tnanscontinental naiìway systems wjth an increasing western

netwonk of lines, put and end to the vjability and need for

niven navigation. hJjnnjpeg had a sunplus of transpontation

opportuni ties at this time, and lost al I interest jn i ts

n jvers. The ci ty embraced i ts new found status as a

" nai lway ci tY" . a s

It was only gradually that enthusiasm fon riven
transport waned in Utlinnipeg. In the days of the
C. P. R. and i ts monopoìy there was obvjousjustifjcatjon for the idea of developing an inland
navigation system that would have connected
üJinnipeg wi th Edmonton and the towns, ci ties, and
natural nesounces in between. But with the advent
of two new tnanscontinental railway systems after
1900, the Gnand TnunK Pacific and the Canadian
Nonthenn, riven navjgation simply lost its
vaìjdity. By ltJonld hlan 1 ti{innipeg had been
assuned of competitive nates, and if anything,
hJestenn Canada had an excess of tnanspontatjon
faci I i ties. under these ci ncumstances an inland
navigation system wi th ltlinnipeg as the majon port
had little chance of sunvjval. litlhen 'ignoned, âs
i t was by the ü/i nni peg bus i ness commun'i ty, i t was
doomed. UJinnipeg became and long nemained a
ra'i lway city, and its n'ivers, the sole natural
adonnment of the prainìe city, wene left in
slattern neglect.ao

39 Alan F. J. Artibise and Edward H.
1816 - 1972, (0ttawa: National
ÃnõñiVes oF Canada, 1975), p. 41 .

Ibid., pg 47.40
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The boom of nai lway gnowth u/as centred in hJinnipeg but

affected as well other parts of the pnovince Numenous

small companies often with ljttle mone than a s'ingle line,
u/ene formed whene a need fon transpontation was to be met.

In thìs way the agnicultunal aneas of southenn Manitoba, the

Interlake, and the nesounce nich North soon became connected

jnto a National naiì network that was thneaded through the

c'i ty of hlinnjpeg. At least fonty djffenent nailway

compan'ies and bnanch lines have operated or ane openating in

Mani toba as can be seen fnom Table 3.

Most of these ra'i lways are today simply p'ieces of a n jch

ra'i ìway hi story that saw the expans'ion of set t I ement and

populat jon oven the westenn pna'inies. As we shal I see, a

combination of several signi f icant events ìed to the dem'ise of
most of these small ean'ly Manjtoba ra'i lways. The era of
booming rai lway gnowth and expans jon ended almost as quicltìy as

it began. The influence and s'ignifjcance of nailways, howeven,

cont'inued to be a powenf u1 force jn the establ ishment and

formjng of westenn settlement.
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TABLE 3

RAILUJAY COMPANIES AND BRANCHES IN MANTTOBA

Canadjan National Raì lway
Canadi an Nonthenn
Canadian Pacìf ic Ra'i lway
Eastenn Rai lway Co.
Emenson & Nonth ltlestenn Rai lway
Gnand Tnunk Pacific
Gneat Northenn
Gneat North UJest Central
Greater hli nn j peg lllaten Di str i ct
Hudson Bay Rai lway
Man i toba & Non th üJes tenn Ra i
Manitoba & South hlestenn Rai
Mani toba Centnal Ra'i 'lway Co.
Manitoba Eastenn Raìlway Co.
Mani toba & Mìnnesota & Lal<e
Manj toba & Southenn Rai lway
Manitoba & South Eastenn Ra'i lway
Mani toba Southwestenn Rai lway
Mani toba Southwestern and Colonization Ra'i ìway
Nelson Val ley Rai'lway & Tnanspontation Co.
Nonthenn Paci fic Rai lnoad
Northenn Paci fic and Mani toba Rai lway
Portage, hlestbourne & Nonthwestenn Railway
Red River Val ley Rai lway
RocK LaKe, Sounis Val ley & Brandon Rai lway
St. Paul & Paci f ic Rai lway
St. Paul, Minneapoì is and Mani toba Rai lway
Sasl<atchewan and hJestenn Rai ìway
Souris and RocKy Mountain Raìlway
Southwestern Colon'izat ion Rai lway
Tuntle Mountain & Manitoba Ra'i 'lway
Westenn Rai lway of Manj toba
hJjnnipeg & Duluth Rai lway
liljnnipeg & Hudson's Bay Ra'i lway Co.
hJjnnipeg & Hudson's Bay & Steamship Co.
UJinnipeg & Southeastern Ra'i lway Co.
UJ jnnipeg & Southenn Rai lway Co.
l,{innipeg & Stoney Mountain Rai ìway
UJjnnipeg and hlestern Rai ìway
ItJinnipeg Rjven Rai lway Co.
hli nni peg, St . Boni f ace & Can i I lon Rai lway

source: Mani toba Anchives

lway Co.'lway Co,

Supen'ion Rai lway
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