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Getting Of Track:

Roanoke, Altoona, and the Derail nent of Norfol k Sout hern

Jennifer Mele

ABSTRACT:

Martinsville, Virginia lost its textile industry to
Mexi co. High Point, North Carolina lost its furniture
business to Asia. Pittsburgh lost Steel, Detroit |ost
aut o- maki ng, M ssissippi |ost cotton, and West Virginia
| ost coal. These once boom ng nono-industrial communities,
conpetitive in a gl obal econony, are all claw ng their way
out of a deep, dark unenpl oynent whole. Each has a chapter
in the story of urban decay and renewal with different
endi ngs. But the actions of their elected officials,
before, during, and after their comunity’s single industry
downsi zes or | eaves, nmake all the difference.

The foll om ng conparative policy paper exam nes the
strategies of two | ocal governnents, those of Roanoke,
Virginia, and Al toona, Pennsylvania, who attenpted to
mtigate the | oss of Norfolk Southern Rail Car Repair Shops
intheir cities. | find quantitative and qualitative
research, which suggests that Roanoke faired better after
the I oss of Norfol k Southern with regard to unenpl oynent
rates, nedi an househol d i ncone, high school and coll ege
graduation rates and poverty rates. | attenpt a research
desi gn such that community | eaders whose cities suffer
simlar econom c blows can wal k away with reconmendati ons
concerning their roles in recovery.

Both cities relied greatly on the economc activity
of Car Repair Shops. The staff at the Roanoke Car Shops,
once conprised of nore than a thousand nen and wonen, has
dwi ndled to a skeleton crew of about 15. The Hol |l i daysburg
Car Shops al so enpl oyed cl ose to one thousand peopl e, but
too, has eroded to about a dozen. A history of each city
and the evol ution surroundi ng Norfol k Southern is included,
along with an extensive exam nation into subsequent
econom c activity.
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PREFACE:

The follow ng conparative policy paper, while grounded
in scholarly research, was witten for econom c devel opers,
policy makers and el ected officials, not necessarily for
academcs. Its sinplicity is intentional, its works cited
are mainstream and its personal interviews offer a hands-
on perspective that could be valuable to Arerica s decision
makers.

The tel evision news story inbedded in this thesis is
an exanpl e of applied social science research in nass
communi cation. It’'s a four and a half m nute broadcast
version of the insights gained in this paper. The story,
entitled, “A Tale of Two Cities,” aired on WTAJ 10 News in
February of 2004. |In an unprecedented nove, Channel 10
opted to dedicate nearly five mnutes of a regularly
schedul ed 11: 00 pm newscast to ny findings. The decision
paid off. According to Neilson, a television viewership
tracking firm that newscast drew in nore viewers than any
ot her newscast that nonth.

Vi ewer response was phenonenal. | personally received
at |l east a dozen emails and a hal f-dozen phone calls by
vi ewers appl audi ng the story. One viewer even showed up at
the station to tell ne it was the best story he’d ever seen

on | ocal television.



Since graduating from St. Vincent College in Latrobe,
Pennsylvania with a degree in Public Policy Analysis, |
have had the pleasure of being a television news reporter,
nmore specifically, a business editor. Not nore than a
month after taking nmy first job as a journalist in Roanoke,
Virginia, at WDBJ News 7, Norfol k Southern announced it
woul d cl ose the Roanoke Car Shops. Froma journalistic
perspective, the story was the biggest of its kind as it
rocked the entire economc core of the comunity. The
area’s unenpl oynent rate skyrocketed, its tax base eroded,
and | renenber reporting that the overall quality of life
felt sickly.

My second job as a tel evision news reporter and
busi ness editor cane nuch closer to ny honme of Pittsburgh,
Pennsyl vania, at WIAJ TV in Altoona. Ironically, not nore
than a nonth after | started work in Altoona, Norfolk
Sout hern announced it would close the | ocal Hollidaysburg
Car Shops. Though ny experience with Norfol k Sout hern and
its drastic cutbacks was quite extensive by this tinme, the
enotional turnoil suffered fromthe | oss of the community’s
“heart and soul” was quite overwhelmng. Only three
hundred nmen still worked at the Hollidaysburg Car Shops,
which was little nore than a third of what its size had

been three years ago. But |ayoffs were only part of the



story. The loss of Norfolk Southern in a railroad town was
atest Altoona will take many years to pass, if the city

and its |l eaders can do it at all.



CHAPTER ONE: | NTRODUCTI ON AND RESEARCH DESI GN

A obalization brings to cities a new set of
chal | enges. By opening the doors of worldw de conmerce and
bringing down the walls of culture for the sake of
opportunity, cities must now conpete for conpanies and
tal ented workers who drive the gl obal econony (Russell,
2004). In a keynote address at an international synposium
of gl obalization and urbani zation, Barry Bl uestone, a
menber of Senator John Kerry’s econom c team noted, “how
the di m nishing economc fates of Rust Belt Cities such as
Detroit and M| waukee coincided wwth the dramati c advances
in the transportation, conmunication and technol ogy sectors
that have helped to fuel this era of globalization (Russel,
2004)."

According to Bluestone, conpanies and investors are
searching the world for the best and cheapest places to do
busi ness. In Anerica, they headed South and West where | and
was cheap and quality of life was high. Cities |ike Austin
and Ral ei gh boonmed, while cities like Buffalo sawits
househol d i ncone decline. In such a cutthroat environnent,
Bl uest one says the wi nners of globalization have to have a
m x of cultural anenities, perks to attract corporate

executives, and a pool of talented workers in order to be



conpetitive; advice cities who have |ost their |argest
i ndustry are now taking seriously.

But oftentines, these nultinational corporations whom
cities beg for are really a doubl e-edged sword. Norfolk
Sout hern Corporation, a publicly traded, globally
conpetitive transportation firm was once the | argest
enployer in the cities of Roanoke and Altoona. When
busi ness went bad for the railroad, there was a direct
negati ve inpact on the economes of those two cities. In
addition to the constant threat of a surprise attack from
the markets, cities can also be bullied by the corporation
itself. 1In his book, “At War Wth CQursel ves: Wiy Anerica
| s Squandering Its Chance to Build A Better World,” M chael
Hirsh delves into the econom c joyrides and ni ght mares that
nmono-i ndustrial econom es nmust endure along with their
| argest enpl oyer, and the pressures they face to keep the
corporation happy. “Miltinational Corporations, grown
gigantic froma decade of record nergers and acqui sitions,
have often used their transitional production networks to
evade |l ocal tax authorities — neaning that the biggest
beneficiaries of globalization often pay the | east to nmake
up for its inequities (Hrsh, 2003).” 1In the follow ng

chapters, | will provide science-in-action, so to speak;



speci fic exanples of how Norfol k Southern applied pressure,
and nmanaged to dodge taxation.

When, finally, these cities have reached the end of
the line, tired of bowing to pressure and bending to
econom ¢ | oss, they must survive by turning to their back-
up plan. Though Robert Litan, in his article “lInstitution
and Policies for Maintaining Financial Stability in a
A obal Market,” focuses mainly on national policy, there
are | essons states and localities can |learn when it cones
to the inportance of having a plan. He says cities can
avoid crisis wwth effective financial firefighting
equi pnent. Though he is focusing on international banking
systens, his theory can be applied to econom c policy:
identify sources of systemic risk, assign a safety net
paradi gm for ensuring financial stability, explore the
forces of change, and seek out a nore stable, conpetitive
financial marketplace for the future. You will be able to
see which cities identified with Litan's theories, and
which did not in the com ng pages.

| exam ne the | oss of Norfol k Southern Corporation to
two railway-centered towns, Roanoke, Virginia, and Altoona,
Pennsyl vania. The first three chapters cover the history
of the cities and their relationship wth Norfol k and

Western, which would | ater beconme the Norfol k Sout hern



Railroad. A collection of nanes, dates and histori cal
growh will enlighten the reader, and describe why the |oss
of Norfol k Southern so devastated each of these
communities. Throughout the rest of the paper, | analyze
the actions of conmmunity and econom ¢ devel opnent | eaders
i n Roanoke who responded with policies and the devel opnent
of initiatives with far better skill and foresight than did
their counterparts in Altoona. The follow ng statistica
data provided by the U S. Census Bureau provi des background
conpari ng Roanoke and Altoona’'s rates of recovery:

* Busi ness Devel opnent

 Unenpl oynent Rates

* High School G aduation Rates

e Honme Ownership Rates

* Popul ation Rates

* Househol d | ncomes

* Poverty Rates

In chapter six, | exam ne why Roanoke fared so much
better before, during and after the | oss of Norfolk
Sout hern than did Altoona. Using a qualitative survey

instrunment targeted at Governnental Leaders, Econom c



Devel opers and Menbers of the Media, | will ask the

foll om ng questi ons:

1. Did your city have an econom c devel opnent strategy in
pl ace before Norfol k Southern’s announcenent it would cl ose
the Car Shops?

2. How soon did your city address the announced departure
with a specific action plan?

3. What were the conponents of the plan?

4. Are you satisfied with the way | ocal |eaders handl ed the
dem se of Norfolk Southern in your community?

5. Does the community feel betrayed by Norfol k Southern?

6. In what ways has the community changed since Norfolk

Sout hern’ s departure?

The survey is not designed to produce coded answers
that can be analyzed statistically. It is instead designed
to produce points of conparison from i ndividual
per specti ves.

| will conbine and evaluate the data to anal yze the
aggressi veness of community | eaders and econom c devel opers
i n the Roanoke and Al toona regions.
Roanoke credits the creation of its economc fortitude

plan to its city manager, Darlene Burcham Part of the



pl an included the creation of a Bionedical Institute which
Burcham sees as the basis of the area’s future grow h.
State and nearby local officials worked closely and
agreeably with Burcham foreseeing the potential econom c
benefits of the Institute.

Al toona | eaders, instead of accepting the | oss of
Nor f ol k Sout hern and creating an econom c devel opnent pl an
to junp-start the region’ s econony, took the railroad to
court, arguing the layoffs were a violation of the nerger
agreenent between Norfol k Southern and Conrail. Besides
| osing the court battle to keep the Hollidaysburg Car Shops
open, they also |ost the respect of the business comunity.
They qui ckly devel oped a bad reputation for fighting big
busi ness. Once the court battle was over, the coordinated
efforts between community | eaders and the railroad to sel
the Shops to another potential manufacturer dissolved.
Nor f ol k Sout hern seens content to | eave the Shops idle.

Wi | e Roanoke’ s city manager courted big business and
publicized any anount of job creation, Altoona’ s city
manager continuously refused any nedia i nterviews, nor was
he present when Governor Ed Rendell toured the conmunity
and di scussed the econom c circunstances with other city

| eaders.



10

The situation is simlar with econom c devel opnent
personnel in each city; in Roanoke there was an out pouring
of publicity, in Altoona, virtually none. Furthernore, the
priorities of Altoona s | eaders seem backward and
exclusive, while those of Roanoke’s | eaders seem al nost
futuristic in their incorporation of technol ogy al ongside
new busi ness. The city of Altoona did not even have a web
site up and running until January of 2004, while no phone
nunber is listed on its Chanber of Cormerce Wb Site. A
| engt hy conparison will conme in future chapters.

The paper di scusses several theories as to why the
rates of recovery between Altoona and Roanoke vary. But so
too, the question “how’ nust be addressed. How did these
cities come to find thensel ves choki ng on a nono-industri al
econony?

Wil e each city took a different approach to try to
dig itself out of the nono-industrial hole, Robert Waste
bel i eves they | anded deep down for the same reasons. In his
book he says federal policy changes have forced | ocal
policies changes, as cities now find thenselves in a

changed environnment for the foll ow ng reasons:

* Urban problens are no | onger confined to the inner

city, but are regional in nature. As you will read,



11

t he Roanoke Valley as a region has consolidated its
resources for the greater good, whereas the Geater

Al toona region finds cooperation difficult even anong
menbers of its own board.

The federal governnent has largely withdrawn fromthe
urban policy arena, thereby leaving cities and states
to develop their own solutions to | ocal problens. The
ext ensi ve 10-year conprehensive plan created by
Roanoke’s el ected officials serves as a nodel for
regional foresight in this regard.

The econony of cities is no | onger organized around a
central business district, but is dispersed throughout
a netropolitan region. Again, the regional cooperation
found in Southwest Virginia is exenplary, despite

| ocati on and popul ation densities. But in Altoona, the
centralized business district has essentially departed
fromthe downtown, and instead, established itself
closer to the interstate. The nobve, sone say,

“killed” the dowmntown. There have been little efforts
made to revive it, and none regional in nature.

The national econony has experienced a fundanent al
reorgani zati on and many cities have experienced the
direct effects of deindustrialization and

di si nvest nent .
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* The fiscal crisis within the public sector is
unprecedented and has seriously negative effects of
the provision of services at all |evels of governnment.
So financially stressed is Pennsylvania, that an
educati on budget sinply didn’t pass in 2003. Schools
were forced to borrowin order to stay open, creating
nore debt and even nore financial turnoil for

localities to handle (Waste, 1998).

In these tinmes of financial turmoil, localities |ook
toward business for help. Saskia Sassen’s argunment in
“Cities in a Wrld Econony,” is that the expansion of
producer services and the tax revenue generated by them
can aid an aching econony. These producer services, says
Sassen, continue to grow despite a slowdown in |oca
manuf acturing sectors.

“Producer Services cover financial, |egal, and general
managenent matters; innovation; devel opnent; design;
adm ni stration; personnel; production technol ogy;
mai nt enance; transport; communi cations; whol e-sale
di straction; advertising; cleaning services for firnms;
security; and storage (Sassen, 1994).” All create the
desired high-paying, famly sustaining jobs every city

strives for, and cities are the preferred production cite



13

for such services because of the high concentration of
busi nesses and consunmer who use them

Because those jobs are desirable, business does
i nfluence | ocal governnent. But does it influence as
just another interest group? O, is it an elite interest
in local politics? And how receptive should | ocal
governnents be to it?

Cl arence Stone and Heywood Sanders say a fiscal
crisis in acity changes its current partnerships with
i nterest groups. Businesses, because of their power to
aid and assist a struggling econony, have a district
advant age. Busi ness becones the financier of policy,

t hereby becom ng the controller of it. It is upto the

el ected policy nmakers to take back the reigns.
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CHAPTER TWO THE HI STORY OF ROANOKE, VIRG NIA AS IT

RELATES TO THE N&W

17th Century explorers wote of Roanoke, Virginia as
havi ng “blue nountains and a snug flat valley beside the
upper Roanoke River.” Those were the words that pronpted
pi oneers fromeastern Virginia and Pennsylvania to settle
there. The newconers began farm ng by 1740. |Its
geographi cal situation, according to many, has been the key
t o Roanoke’'s devel opnent. Though it is ringed with
mount ains, it has passabl e gaps on each side.

New counties and new communi ti es were established by
tradesnen and farners who noved into the region. The Gty
of Roanoke traces its roots of formation to the first
decades of the 19th Century. Antwerp, Gainesborough, and
A d Lick were popul ous communities and soon forned the
congl oneration of the Town of Big Lick in 1874. A decade
|ater, the city becane Roanoke. The new town was | ocated
along the old Atlantic, M ssissippi and Chio Railroad |ines
whi ch woul d | ater becone the Norfol k and Western Rail road,
t hen, Norfol k Sout hern.

Roanoke’ s rapid growth began with the conpl etion of
t he Shenandoah Val |l ey Railroad from Hagerstown, Maryl and,
toits junction with Norfol k and Western. Roanoke had | ong

been considered a crossroads since the |Indian days when
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peopl e used buffalo trails through the Roanoke Vall ey as
hunti ng paths. The many salt licks in the valley’ s heart
drew animals in as well as Indians to hunt them

Roads including the G eat Road and W derness Road
foll owed buffalo trails, north and south, east and west.
Those pat hways served as horse-drawn mgration trails to
Kentucky and the m d-west. By 1880, there were 100
famlies in Big Lick, “alnost equally divided between
bl acks and whites, and five churches, plus three hotels,
five tobacco factories, and a cigar factory, a post office,
bank and newspaper, two saloons and ten stores of one kind
or another, along with a shoemaker, harness neker,
undertaker, druggist, four doctors and two | awers.
Altogether it was a bustling little center (Wite, 1982).”

As the railroads began to cross paths in Roanoke,
Phi | adel phi a busi nessnmen were starting to see the future of
coalfields in West Virginia, Anmerica s need for coal, and
the need to transport it fromone market to another. They
built a railroad systemto run south from Pennsyl vani a and
join with the former Virginia and Tennessee Railroad. 1In
1750, Dr. Thomas Wl ker, a colonial explorer, found coal
deposits in southwest Virginia. “A geological survey of
Virginia made by WB. Rodgers from 1836 to 1842 established

the fact that there was a coal bearing area in that
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section. In May 1881 with several well to do couples,
Robert Kinball journeyed to discover the coal. On May 12,
he stuck his cane into an outcrop of bitum nous coal (later
found to be twelve feet thick) which he called the
"Pocahontas Coal Seam " Kinball imediately realized the
riches this coal could bring to the Shenandoah and Norf ol k
and Western Railroads -- the two newWy nerged rail way
systens (Barnes, 1968).”

Kinball is unofficially known as the “Father of
Roanoke.” He was the popul ar president of the Shenandoah
Valley Railroad. “He foresaw the profit that coal would
bring to the region, and he understood how |l ucrative the
transportation of that coal, could be. A vice president of
the Norfolk and Western at the sane tine that he was
presi dent of the SVRR he expanded the NWtracks in the
coal belt and increased the railroad' s volune of business.
President of the NWfrom 1883 to 1895, and again from 1902
until his death in 1903, Kinball saw the NWroads grow from
503 mles to 1,722 m|es (Roanoke & Railroad, 1982).”

New y found, accessible coal would now provide Kinball
with the | ow cost fuel his railroads needed at a tinme when
coal costs had risen to relatively outrageous prices.

Ki nbal I quickly set out to build a |ine about seventy mles

fromthe coal deposits. That would act as a junction
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between the two railroads. Now it was tinme to build a
headquarters.

The residents of Big Lick knew the prom se of a
railroad junction: "a station, a hotel, railroad shops, an
of fice building, housing for officials, and worknen, and a
glittering future (Gwn & Harnon, 2000).” So the citizens
of Big Lick got together a petition and a sufficient anount
of noney to pay for rights of way and ot her damages, in an
effort to offer a termnal site. Soon after, The
Shenandoah Val | ey and Norfol k and Western Rail roads cane to
Bi g Lick.

Phenonenal growh in the space of two years boosted
Roanoke’ s popul ati on from about 600 to 5,000. The city
began to grow “literally overtop salt |licks (Gwn & Harnon,
2000).” Railroads were forced to | ook for the easiest
routes around the licks, and those were located in the
| onest spots where the licks had already been. Many of them
were filled with rock, and one becane Miin Street.

Kimbal | s conpany had big plans for Big Lick, for
i nstance, the addition of houses, new hotel and a hotel
pi ctured on the right. The conpany had intentions to build
rail road shops for engine and car construction

and repair.
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The conpany al ready possessed a sizable anount of | and
at Big Lick: 500 acres which was "secured for the conpany
many nonths since and before it was known Roanoke was to be
t he poi nt of connection between the Shenandoah Val |l ey and
the Norfolk and Western Railroads, and in consequence the
price to be paid is that at which the land is worth nerely
for agricultural purposes. The erection of the conpany
shops and the various industrial establishnments that it is
expected will be built at this point will doubtless induce
a large popul ation and the | and has already greatly
enhanced in val ue (Barnes, 1968)."

Soon cane a period of explosive growh. Hotels began
poppi ng up, five restaurants set up shop, twelve sal oons
are on record, as well as twelve boardi ng houses.
Shoemakers, blacksmths, doctors, and | awers were in
abundance by the 1890’s. Hardware stores, insurance
agencies and real estate agencies nultiplied rapidly.

In 1883, Norfolk and Western noved its offices from
Lynchburg to Big Lick. The popul ation had risen to five
t housand people, and that was | arge enough to grant the
town a city charter. “On January 31, 1884 the Legislature
of Virginia granted a charter to the Gty of Roanoke. The
city seal depicted the goddess of justice and...a railroad

engi ne. Synbolically, the seal represents the true nature
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of Roanoke's boomin size and econony. This was a boomt hat
woul d continue -- doubling, tripling, the city's

popul ati on. The boom |l asted until 1890 when the bubbl e of
gromh finally burst (Howard, 2002).~"

Roanoke' s popul ation swelled to 20,000, thirty tinmes
nmore than a decade before. Sharecroppers cane to the city
in search of jobs, nerchants opened restaurants, boarding
houses, shops, and offices. The University of Virginia
records that the demand for |and increased trenendously and
that prices continued to clinb furiously.

One Roanoke Tines news correspondent observed at the
time: "The city is filled with strangers. The hotels are
crowded to their utnost capacity and hundreds of thousands
of dollars are changi ng hands daily. Property that five
years ago was assessed at $70 per acre is now bringing $50
to $200 per front foot (Howard, 2002).~"

One witer reordered that the city throbbed with
unrestrained vitality; that houses and buil di ngs were
constructed haphazardly; that electric and tel egraph Iines
and their poles literally cluttered the streets. The burst,
he wites, began on Decenber 16,1890 with a severe
snowst orm t hat dunped three feet of snow on the Roanoke

Val | ey.
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“I't caused at | east one death when the roof of the
rail way machi ne shops caved in and did thousands of dollars
in property damage. The significance of this snowstormis
that it gave speculators tinme to reconsi der what they had
previously believed to be the ‘land of mlk and honey’ . The
snowfall may be blamed in part but the over-speculation in
t he Roanoke area and the national depression certainly
added to the econom c woes of the "Magic Cty” (Howard,
2002).”

According to another witer, The Norfol k and Wstern
railroad al so suffered the effects of the burst and
subsequent depression. “The railroad got off to a bad start
in 1893, "[b]y the end of February, the railroad was behind
in both its freight and passenger hauls as conpared with
the 1892 figures for the sanme period. The net gains stood
at $254,000 in 1893 as conpared to $372,000 in 1892. This
was an alarmng figure (Brown, 1983).” Norfol k and Wstern
overextended itself, and that was the root of the problem

Econom c depression continued until just before 1900.
That is when the state Board of Public Wrks reassessed the
val ue of the | oconotives and cars of the Norfol k and
Western Railway in Roanoke. The assessnent val ue junped
from$1l million to $4 million, and so taxes were raised.

Al t hough the railroad strenuously objected, a conprom se
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was reached such that enough tax revenue was provided for
the city. That all owed Roanoke to operate a city
government into the next year.

Fi nanci al probl enms continued to pl ague Roanoke, as
expenditures far exceeded revenues. But “the railroad
t axes, however, gradually lifted the city back into
econom c progress. Thus, Roanoke regained its "economc
| egs" (Brown, 1983).~

What suffered nost during Roanoke’ s econonic
depression was its beauty. City Council and Railroad
executives cared only about the bottomline, and beauty
cane at too high of a price. Consequently, in 1906, the
w ves of Roanoke executives took up the cause of renodeling
Roanoke by form ng the Wonen’s Civic Betternment Club. It
was a nove of "responsible and responsive wonen of the city
which would ultimately lead to the formation of a |ibrary,
a juvenile court, a nursery school for the children of
wor ki ng nothers, and a local unit of the Anerican Cancer
Society (Wiite, 1982).”

The city continued to grow and evolve into a pl easant,
rail road-centered city. Norfolk and Western | ater becane
Norfol k Southern, as it will be discussed in future
chapters, and the city’'s dependence on the railroad

remai ned strong.
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In accordance with the saying history repeats itself,
prosperity woul d once again turn to devastation. In 2000, a
mer ger between Norfolk Southern and its rival Conrail would
have a distressing inpact on Roanoke. |In January of 2001,
Nor f ol k Sout hern Corporation announced it would elimnate
1,000 to 2,000 jobs over the next year and di spose of
12,000 surplus freight cars to hel p reduce costs and
i nprove financial performance amd a sl ow ng econony.

The | ayoffs happened 200 at a tine over a two and a
hal f year period, sonetinmes wthout warning. The staff at
t he Roanoke Car Shops, once conprised of nore than a
t housand nmen and wonen, would dwi ndle to a skeleton crew of
about 15. Since 1998, the shop had been taking part in a
rebody program which gave ol der cars new life. Mich of that
wor k was noved to shops in Altoona, Pennsyl vani a.

Wth the rest of the railroad's local facilities, they
constituted Roanoke's chief industry, enploying about 6,000
wor kers at an annual pay roll of $9, 350, 000. Today, fewer
than 100 people are enployed by Norfol k Southern in

Roanoke.
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CHAPTER THREE: HI STORY OF ALTOONA, PENNSYLVANI A AS

| T RELATES TO NORFOLK SOUTHERN

Altoona traces its roots to a |late 1800’ s farner
nanmed Davi d Robenson. Robenson owned and farned all of the
| and that is now Altoona. About that tinme, the
Pennsyl vani a Railroad was | ooking to expand its routes
bet ween Pittsburgh and Phil adel phia. Altoona sat directly
between the two cities, and becane a target for purchase
and expansion. The railroad’s constructors ran into
t opogr aphi cal trouble, though. Hi gh nountains called for
better engineering techniques. |In one place, the nountain
was so steep, a railway had to be constructed in the shape
of a horseshoe so that trains could nake their way over the
mountai n (Sneltzer, 1972). \When conpleted, the portion of
track was nanmed and i s now fanobusly known as The Horseshoe
Curve.

The rough terrain | oconotives and railcars were forced
to bear when traveling to Altoona required frequent engine
repair. “When the builders canme to where we now |ive, they
found they were just at the foot of a steep nmountain. They
wondered how the tracks could ever be laid there. They
wondered i f heavy | oads could be haul ed up that nountain.

They knew that many engi nes woul d be needed, and that they
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must be kept in good repair. The conpany deci ded they nust
build a shop to nake and repair engines (Sneltzer, 1972).”

According to Altoona history, the railroad hired a man
named Archi bald Wight to purchase a portion of |and from
Robenson. The conpany requested by letter he buy it as
cheaply as possible, and that the cost not exceed $10, 000.
Wight visited the Robenson home and offered a few t housand
dollars for a portion of the land. Wiile contenplating his
answer, Robenson took Wight on a tour of the land, |eaving
M's. Robenson at home. Before the nen left, Wight took a
handkerchi ef fromhis pocket and out canme the letter with
t he $10, 000 anount transcribed upon it. Ms. Robenson
found the letter while her husband and Wi ght were out, and
confronted themw th it when they returned. The deal was
settled for $10, 000.

The Robenson’s had two sets of neighbors, the Loudon’s
and the Geen’s. Wen the neighbors discovered the
railroad woul d be constructing a car shop on the Robenson’s
property, they pronptly decided to divide the land into
small lots and sell themto workers who canme to repair
cars. As the demand for workers increased, the city itself
began to grow. “At first the nmen lived in a | arge board
bui | di ng near the Robenson farm house. Soon the nen felt

that if they were going to stay and work, they wanted to
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bring their famlies to Altoona to live. That neant | og
cabins had to be build for the famlies of the workers
(Smel tzer, 1972).” Soon there was a small village of
cabi ns.

Were there are people, there will eventually be a
store. The Lounden famly opened one to sell shoes,
shirts, dresses and coats. Up popped a drug store, a
carpenter, plunber, butcher, baker and a post-office. Four
or five denom nations of churches were organi zed, and so
too was a bank. By 1860, there were three newspapers, two
banks, thirteen churches, and a nunber of hotels. The
railroad shops, too, continued to grow.

Street cars were constructed. The early ones were
drawn by horse and buggy, and | ater reconstructed to
utilize electric power.

Al toona saw the need for a large hotel to care for the
rail road passengers. The Logan House was pronptly built
with 106 roons to its credit. It was one of the |argest of
its time, dubbed, “The Mansion in the Wl derness.” By the
1870’ s, the hotel was doing so nmuch business that an
expansi on was necessary. But not long after 70 new roons
were added a fire broke out and destroyed the additions.
The hotel’s owners rebuilt, and the hotel survived for many

years. The hotel eventually served as office space for the
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Pennsyl vania Railroad. Later, the railroad sold off the
hotel to the federal governnent, which in turn, used it as
a post office.
Crowded, overused streets forced Altoona residents to
i nhal e dust or wade knee-deep in nmud when crossing. So the
settlers of “Loudonsville” and “G eensburg” conbined their
resources to establish a governnent for Altoona. Each
chose nmen to govern the new village. The council nen chose a
tax collector to pay for street lighting and water
supplies. Between 1868 and 1884, the city swelled from
8,000 to 19,000, and third class city status was
establi shed. Seven nen governed the city then; a mayor,
four councilnmen, a city controller and a city treasurer
According to Pennsylvania historians, “Altoona s nane
was derived fromthe beautiful, liquid and expressive
Cher okee word, "Allatoona", neaning "the high | ands of
great worth." The nane was bestowed after the picturesque
"All atoona Pass" in Georgia by Archibald Wight, who was
Il ong a resident of the Cherokee country in Georgia and an
admrer of the nusical nanes of the Indian | anguage

(Smel tzer, 1972).”
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By the md 1950's, nore nen in Altoona worked in the
rail road shops than in any other single industry. They
built | oconotives, repaired track and freight cars,
and nmade all kinds of equipnment needed to keep a railroad
system working well. Each had a trade; wel ders,
el ectricians, blacksmths, painters. “They were forty-
niners as truly as were the gold seekers who went to
California. But these Pennsylvania forty-niners sought nore
than nmere gold. They had their adventure, w th hardships
and its privation, but while they were adventuring they
were carving out honmes for thenselves in a crude nountain

country (Sneltzer, 1972).”

The 1950’ s brought about a new era of technology. The
shops in Hollidaysburg had to be inproved so that the cars
repaired there could al so be weat herproofed. According to
Train Historians, “In June 1952, the PRRdirectors
aut hori zed construction of the new car shop, naned the
Sanuel Rea Car Shop in honor of fornmer PRR President and
Hol | i daysburg native Samuel Rea. Construction began in
Cct ober 1952, when renoval of the hunp was start ed.
Production in the newy conpl eted Sanuel Rea Shop began on

alimted basis in 1955, full scale operations beginning in
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1956. Since August 1955, 52,481 cars have been built and

281,854 repaired there (G ande, 1998).~”

The car shops changed hands, first being sold to
Conrail, then to Norfol k Southern. The facility remai ned
the area’s | argest enployer until Norfolk Southern’s nerger
with Conrail. Integration problens between the two
conpani es’ conputer tracking systens and overall nanagenent
techniques lead to the closure of the shops several tines
in efforts to avoid train wecks or mshaps. The shops
becane | ess and | ess profitable and nore and nore of a
probl em for Norfolk Southern to manage. Only a handful of
car repair shops existed in the United States by the
1990’ s, because car durability and technol ogy had

el imnated much of the need for nunerous repair stations.

Local and state officials waged a |l engthy court battle
in an effort to keep the shops open. Even so, Norfolk
Sout hern closed themin July of 2002. Though they only
enpl oyed about a third of the nen that once worked there,

nmore than 300 | ost their jobs.
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CHAPTER FOUR: THE HI STORY OF NORFOLK SOUTHERN

Norfol k Southern is the product of nore than 200
railroad nergers. |Its tracks date back to the pre-Cvi
War Era and a Virginia Mlitary Institute graduate naned
WIlIliam Mahone. He built and presided over the Norfol k and
Petersburg Railroad. The conpany’s web site reads,
“Mahone' s i nnovative roadbed through the Geat D smal Swanp
near Norfolk, Va., enploys a |log foundation laid at right

angl es beneath the surface of the swanp. Still in use

today, it wthstands i mense tonnages
of coal traffic - today's freight on a
brilliantly engi neered 19th century

track (Norfol k Southern, 2004).”

Mahone, pictured left, is credited
for the |inkage of N&P, Southside Railroad, and the
Virginia & Tennessee Railroad, all of which fornmed the
Atlantic M ssissippi & Ohio Railroad, which extended from
Norfolk to Bristol. In 1881, the railroad was purchased by
a private banking firmin Philadel phia and remai ned Norfol k

and West ern.

Frederick J. Kinball, the man that many refer to as

“The Fat her of Roanoke” was a partner in that Philadel phia
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firm According to conmpany records, Kinball “headed the
new | ine and consolidated it with the Shenandoah Vall ey
Rai |l road. He and his board of directors selected a snall
Virginia village called Big Lick, later renaned Roanoke, as
the junction for the Shenandoah and NW The Roanoke Shops,
where decades later the faned classes A J and Y6

| oconotives woul d be designed, built and maintai ned, made
NW known i ndustry wide for its excellence in steam power

(Nor fol k Southern, 2004).”

As Norfolk & Western continued to grow, so too did the
Sout hern Rail road Corporation, thanks in part to its nost

not abl e president, Sanuel Spencer, pictured below. During

a 12 year term his primary goal was to draw
nmore lines into the core into the system
“He noved the conpany's service away from an

agricultural dependence on tobacco and

cotton and centered its efforts on diversifying traffic and
i ndustrial devel opnent (Norfol k Sout hern, 2004).~ Decades

later, in 1974, the two systens nerged.

On June 23, 1997, Norfol k Southern and CSX Corp. filed
a joint application with the Surface Transportati on Board
(STB) for authority to operate the routes and assets of

Conrai | . The STB approved the Norfol k Sout hern- CSX



31

application in July and set August 22, 1998, as the
effective date of its decision. The conpany reports the
results of the transaction increased its operations to
include 7,200 mles of Conrail track (mainly formner
Pennsyl vania Railroad track, including the facilities in

Al t oona/ Hol | i daysburg, Pa).

It is inportant to note that as part of its nerger
agreenent with the STB, Norfol k Southern was required to
pay a severance salary to those workers laid off as a
result of the nmerger. Therefore, the conpany continuously
reinforced the notion that its troubles stemmed from a
decrease in coal exports and a deflating stock market. The
agreenent would be key in Altoona’ s fight to keep the

Hol | i daysburg Car Shops ali ve.

Just weeks after Conrail dissolved though, conplaints
began rolling in. Customers voiced disapproval that their
products were not being delivered on tinme. Soon after, the
stock price began to fall, unions becane restless and the
railroad itself becanme downri ght dangerous.

The United Transportation Union's April 2000
Speci al Report reads,
“Wile talking with the folks in Harrisburg | ast

year, state Sen. Gerald Lavalle heard an odd story about
Norfol k Southern trains, the Beaver Valley Tinmes Reported.
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He heard about people seeing trains with their engines

running sitting on tracks with no conductor — indeed, no
person at all in sight. LaValle, D 47, Rochester, knew
that all had not gone snoothly since Norfol k Southern took
ownership of local Conrail lines in 1999. Still the

phantomrail car story seenmed fishy.

Then, late |ast year, LaValle took his granddaughter

to the playground on Rochester’s Riverbank. “I’m| ooking
at atrain sitting there running, with no one init,”
LavValle said. “A vehicle drove up shortly afterward and

dropped off a couple of guys who got the train noving. How
often that happens | don’'t know.” But he wonders what could
have happened if sonme ranbunctious teen-agers had cone
across an enpty train wth a runni ng engi ne.”

Nor f ol k Sout hern bl amed nmany of its problens on a
conputer programthat did not respond as expected. The UTU
reports train cars began arriving at destinations when and
where they were not expected. Engineers and conductors
coul d not get assistance, and therefore, the entire network
sl owed.

Cut backs began system wi de. Norfol k Sout hern devi sed
an early, volunteer retirenment plan as one of its first
cost-cutting steps. It allowed for non-union enpl oyees
over the age of 55 with at |east 10 years of service to

retire early.

Shortly after, Norfol k Southern devised a plan called
NS 21. The plan elimnated 1,000 to 2,000 jobs over a one

year period and disposed of 12,000 surplus freight cars to
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hel p reduce costs and inprove financial performance amd a
sl ow ng econony. The conpany redesigned its service network
with help fromthe railroad consulting firm Ml tinoda
Applied Systens; and sold or abandoned 3,000 to 4, 000
underutilized or duplicate track mles, or about 10 percent
of its total track mles, over a two year period,
consol i dated or disposed of up to 10 underutilized or
redundant support facilities, such as yards, shops or
production facilities, including those the Hollidaysburg

and Roanoke Car Shops.
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CHAPTER FI VE: A COMPARI SON OF ROANOKE AND ALTOONA

Nor f ol k Sout hern announced in the sumrer of 2000 it
woul d abandon the Car Repair Shops in Roanoke. At that
point, |ayoffs began, 200 at a time, until only a skel eton
crew remained. Prior to the closing, econom c devel opnent
officials fromacross the state braced for the inpact of
massi ve | ayoffs. Locally, the city’s nmanager, Darl ene
Burcham courted the nmakers of a Bionedical Institute. It
was Burchamis vision that the institute would spur econom c
devel opnent and create hi gh-paying jobs that woul d sustain

the city for decades to cone.

In January of 2000, before the shops were officially
cl osed, the announcenent canme that Carillon Health Systens,
Virginia Tech and the University of Virginia were
officially teammates in the establishnment of the Carilion
Bi onedi cal Institute of Roanoke, Virginia. The institute is
based on the enmerging field of bioinformatics, or the

mer ger of biotechnol ogy and i nformation technol ogy.

Carilion agreed to put up $20 million, with an
additional $10 million over the next five years. “Usi ng
$9.7 million in state appropriations fromthe national
tobacco settlement, Virginia Tech plans to establish center

operations and hire faculty. An additional $1.9 mllion
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will be appropriated to build three research greenhouses.
The university will issue bonds for $21.9 mllion for Phase
| and seek $5.8 from federal and private sources for

equi pnent. Total investnent after six years could approach

$100 nillion (Sobral, 2000).”

The goal of the not-for-profit Carilion Bionedica
Institute is to “maxi mze the potential of bionedical
research at the University of Virginia and Virginia Tech
two of the nation’s |leading research universities, and to
address energing issues in patient care identified by
Carilion Health System 1In the process, we expect to
devel op intellectual property that can benefit university
researchers and bi onedi cal conpanies, stinulate advances in
healthcare that will inprove the quality of life for people
everywhere and pronote econom ¢ growt h throughout Virginia
(Sobral, 2000)."

By 2001, and before the shops were officially closed,
Roanoke city | eaders devel oped a conprehensive plan called
“VMi sion 2001-2020.” It depicts a grow ng, dynam c and
sustai nabl e city of Roanoke in 2020, “that is focused on
the future with a strong, diverse econony and a bal anced
and grow ng popul ation that val ues and enjoys a high

quality of life in a safe and attractive environnent.
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Wor ki ng together, the Gty and regi on boast steady growth
in jobs and residents, higher school scores, inproved
government services, and a broader range of recreationa
and entertainnent activities (GCty of Roanoke, 2002).”

The plan includes policy and action concerning the
follow ng: 1. Housi ng and Nei ghborhoods; 2. Environnental,
Hi storical and Cultural Resources; 3. Econom c Devel opnent;
4. Infrastructure: Transportation, Technol ogy and
Uilities; 5. Public Services; 6. People: Education, Life-

| ong Learning, Health and Human Services, and Libraries.

Roanoke commtted itself to pronoting diversity and
conveni ence in its nei ghborhoods by revising zoning
ordi nances to encourage the devel opnent of higher-density,
m xed-use village centers. “The G eenway Project,”
establ i shed fundi ng mechani snms to inplenment park
revitalization as part of the city’'s initiative to maintain
and better the city’'s environment. In order to strengthen
the city’s downtown business climte, |eaders hope to
devel op a technol ogy zone that permts m xed-use
devel opnents containing offices, residential, and
comercial/retail support services, as well as an
entertai nment strategy. Several condemmed buil di ngs are

al ready renodel ed and serve as m xed-use devel opnents.
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The Gty continues in its efforts to pronote
transportation in the region by participating in the
Roanoke Regi onal Airport Conmssion’s initiative to inprove
air service and passenger and freight facilities in order
to maintain its position as the region’s major airport. In
May of 2002, the Airport and the City announced it
officially began shipping international freight, and hoped
that international passenger service would not be far
behi nd. Roanoke is currently exploring the devel opnent of
a regional truck-to-rail internodal transfer facility and

i nl and port.

Recogni zi ng the val ue of outstanding public services,
Roanoke i s devel opi ng strategies to strengthen community-
policing efforts between the police departnent, residents,
busi nesses, and community groups. Leaders are hoping to
i ncrease the use of conputers and information technology to
reduce reliance on paper in city offices and provide

greater access and sharing of information.

Roanoke took a significant step toward pronoting life-
| ong education when it announced plans for the Roanoke
Hi gher Education Center, which, interestingly enough, is
| ocated in the old Norfolk and Western headquarters. The

Center has a nunber of organizations coll aborating



to expand educati on access,
including Virginia Western
Community Col | ege, Radford

University, O d Dom nion

The University of Virginia, and

Averett College. |Its creators wote, “The people of the
Roanoke Val |l ey, from hi gh school age through retirenent
age, will be able to find prograns that will give thema
career start, a career boost, or a change in career
direction. Wether through short-termtraining or the nore
| engt hy pursuit of an advanced degree, individuals wll
have an opportunity to broaden their know edge, skills, and
interests in ways that will enrich their lives and the
overall quality of life in the region (H gher Education

Center, 2003).~

In 2001, when Norfol k Sout hern President David Goode
announced the Car Repair Shops in Altoona would al so be
closing, a nedia frenzy began, because only two years
prior, during nerger negotiations, Goode hinself had
prom sed Altoonans the Shops would remain as they were.

As part of Norfolk Southern’s nmerger agreenment with
Conrail and as approved by the Surface Transportation

Board, workers furloughed as a result of the nerger would
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have to be fairly conpensated. Therefore, anyone laid off
because his or her position was duplicated or elimnated as
a result of the nmerger would receive a generous severance

package.

The S-T-B ordered the rail conpany explain why it
woul d cl ose the shops. Consequently, Norfol k Southern
claimed the Hollidaysburg Car Shop shutdown was not a
result of the nmerger. The conpany bl aned the closure on a
| ack of efficiency there, and the greater inportance of
| arger facilities such as the one in Harrisburg, Pa, which
can nove enornous volunes with better equipnent. Altoona s
| eaders did not accept that answer.

They quickly went to work, by taking Norfol k Southern
to court in February of 2002. U.S. Republican Senator
Arlen Specter lead the suit by claimng the conpany
violated commtnents it nade to himtwo years prior during
its merger with Conrail. Specter and Railroad Union
Attorneys asked the Third Crcuit Court of Appeals in
Phi | adel phia to overturn a Surface Transportation Board
deci sion that said Norfol k Southern could close the
facility. The court did not.

In the sumrer of 2002, the shops, with the exception

of a skeleton crew, closed. For nearly six nonths, they
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remai ned idle with an undi scl osed nunber of perspective
buyers paying visits. Econom c devel opnent officials
repeatedly refused to comment on the nmarket status of the
shops, and nmai ntai ned secrecy about any potential buyers.

For decades the shops had run state and county tax-
free. Because of the conpany’s unw |llingness to co-operate
with [ocal officials, Blair County Comm ssioners (Blair is
the county in which Altoona is |ocated) opted to place the
Shops back on the tax roster.

The comm ssioners hoped their action, in Decenber of

2002, would pronpt Norfolk Southern to find a new use for
the Shops. But the conpany apparently cried foul, saying
legally, they still deserved a tax break. So conpany
attorneys, Blair County Conmm ssioners and econom c
devel opers net to talk things out. Legally, the county was
advised it could stick with its decision to tax the
conpany. But ultimately, Norfol k Sout hern pressure
prevail ed, and the Shops were taken back off the tax
rosters.

Al t oona began devel opi ng a conprehensive city plan in
August of 2000. City Council directed the Planning
Comm ssion to devel op new ordi nances for zoning, |and
devel opnent, and subdivision. Its creators wote, “The

purpose of this Ordinance is to maintain stability in what
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we have, while |ooking forward to the Al toona of tonorrow.
It sets basic community standards for devel opnment, and

del egates the responsibilities for adm nistering those
standards. It includes the traditional tools of zoning,
subdi vi sion control, and blight renoval, but also

i ntroduces several new concepts to encourage flexible

desi gns, separate and protect inconpatible |and uses,
beauti fy the nei ghborhoods, and streamnline the approval
process (City of Altoona, 2002).~

The plan was designed to, “neet the needs of the City
at the time. The Gty recogni zes the Conprehensive Plan as
a commtnent to the public relating to the goals and
activities of the Cty over the (10 year) life of the plan
(Cty of Altoona, 2002).” The plan focuses on zoning,
pl anned devel opnent, and financing capital inprovenents,
but can be discussed in |limted pages because it has yet to
be adopt ed.

Article | of the Zoning General Provisions centers
around the regul ation of both existing and proposed | and
uses. They city hopes to encourage the nost appropriate
use of the land, prevent overcrowdi ng, spur reinvestnent of
exi sting building stock, |essen congestion on roads, and

gi ve responsi bl e consi deration, anong other things, to the
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character of zones and their peculiar suitability for
particul ar use.

The General Provisions were drafted in 2000. By the
first quarter of 2003, the entire plan of action had stil
not been adopted. It is, however, in the process of being
devel oped. The provisions take shape in the rezoning
efforts of the city s planning comm ssion. Al nost every
nei ghbor hood and business district in Altoona is sonehow
affected by the board’ s plans to re-zone. A mgjority of
nei ghbor hoods that lie behind the city’s main drag call ed
Pl ank Road, were nearly re-zoned “m xed use”, neaning the
permtted use of the land there could furnish a business
next to a honme next to a business next to a hone. A
proposal to rezone the downtown business district from
light industrial to residential was al so introduced.

Ctizens of the nei ghborhoods surroundi ng Pl ank Road
turned out in great nunbers to oppose the planning
comm ssion’s re-zoning ideas, and to criticize themfor, as
one nei ghbor put it, “dragging their feet” in making their
contributions to a conprehensive plan that city council was
waiting to adopt. Downtown busi nesses whose | and use woul d
be directly inpacted by the light industrial to residential
rezoni ng ordi nance al so appeared in front of the planning

comm ssion nearly a half dozen tinmes to express their
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concerns. Eventually, the re-zoning plan was sent back to
the draw ng board for further consideration. By the final
quarter of 2003, no official plan had been presented to
council; therefore the Conprehensive Plan itself still has
yet to be adopted.

At this time, there are no terns that apply to Title
Si x, Planned Devel opnment of the Conprehensive Pl an, or
Title Nine, Financing Capital Inprovenents. The
difficulties elected officials face with regard to zoning
are primarily a result of the original zoning ordinances,
whi ch produced an overcrowded, congested town, with poor

dr ai nage and sewer capabilities.
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CHAPTER SI X: STATI STI CAL ANALYSI S

The foll owm ng pages provide a conparative anal ysis of
the data collected. After the dem se of Norfol k Southern in
each of the two cities, it is clear that Roanoke faired
better. But the foundations of a solid econony were laid
| ong before the Car Shops were gone. Beginning with
enpl oynment statistics, nore specifically unenpl oynent
rates, notice the spike in Roanoke. The Car Shop C osure
announcenent there came at the end of 2000 when the
unenpl oynent rate hovered around 1.5% The | ayoffs hel ped
spi ke the unenpl oynment rate, yet it still only rose of
2. 7% well below the national average of 4% in 2000,
despite a severe econom c blow. Conversely, in Altoona, the
2001 unenploynent rate was 5.9% After the layoffs and by
the first quarter of 2002, the unenploynment rate junped to

7.1% above the 6.0% nati onal average.

(See table and graph on foll ow ng pages.)
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EMPLOYMENT STATI STI CS:

*Note spike in unemployment for Roanoke in 2000 after Shop Closure.

ROANOKE:
Year Labor Force Employment | Unemployment | Unemp. Rate
1995 130,000 127,109 3,691 2.8%
1996 127, 792 124, 099 3,693 2.9%
1997 125, 980 121,851 4,129 3.3%
1998 128, 486 125,511 2,975 2.3%
1999 126,332 123,915 2,417 1.9%
2000 128, 533 126,558 1,975 1.5%
2001 129,367 125,869 3,498 2.7%*
2002 Q1 132,387 128,048 4,339 3.3%
Q2 133,006 128,306 4,700 3.5%
Q3 131,560 127,155 4,405 3.3%
Q4 128,713 124,598 4,115 3.2%
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ALTOONA:

** Note spike in unemployment for Altoona in 2001 after Closure announcement.

Year Labor Force Employment | Unemployment | Unemp. Rate
1995 61,508 57,588 3,920 6.4%
1996 62,082 58,549 3,533 5.7%
1997 63,068 59,528 3,540 5.6%
1998 62,357 59,214 3,143 5%
1999 63,271 60,387 2,884 4.6%
2000 62,703 59,658 3,045 4.9%
2001 63,742 60,387 3,737 5.9%
2002 Q1 62,567 58,125 4,442 7.1%**
Q2 64,441 60,546 3,865 6.0%
Q3 64,254 61,032 3,222 5.0%
Q4 63,196 69,661 3,535 5.6%
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Next we conpare hone ownershi p, nedi an househol d
i ncone, high school graduation rates, bachelor’s degree
hol ders, and poverty rates, all commonly known to be
functions of an unenpl oynent rate.

The percentage of people who own hones in the city of
Al toona is actually higher than those who own hones in
Roanoke. That likely has to do wth the | ower cost of
living in the Altoona community. This is the only
conparative statistic in which Al toona stacks up better
than that of its Roanoke counterpart. The nedi an household
i ncome in Roanoke is just about $2,500 dollars nore than
Al toona. Econom c devel opnent officials site higher
quality jobs in the healthcare and banking i ndustry as an
expl anation of the difference. Still, both cities average
annual househol d i nconmes conpared poorly to the national
average of $42,000 in 2000.

A dramatically revealing statistic takes shape in High
School graduation rates. Roanoke has nearly 20% nore Hi gh
School grads than does Altoona. It can be said that Hi gh
School degrees often give a job applicant a greater
advant age, thereby advancing the quality of job in the
region, raising the household incone, and perhaps, |owering
t he unenpl oynent rate. The sane can be said for bachelor’s

degree holders; 4% nore residents hold themin Roanoke than
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do in Altoona. A greater enphasis on the value of education
is clearly present in Roanoke. The H gher Education Center
is just one exanple of that enphasis.

The national poverty rate in 2000 was 11.3% Both
cities post significantly higher percentages, but Roanoke

puts up 15.9% Ilower than Altoona’'s 17. 7%

2000 Roanoke Altoona

Home Ownership 56.3% 65.9%
Median
Household $30,719 $28,248
Income

High School

69.6% 49.9%
Graduation Rates
Bachelor Degree
12.1% 8.1%
Holders
Poverty Rates 15.9% 17.7%

*US Census Bureau, 2000 Census
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There are undeni able differences in the ways these two
communities and their | eaders handled the | oss of Norfolk
Sout hern Car Shops, and their efforts or |ack thereof
translate into hard nunbers, nmanifesting in unenpl oynent
and hi gh school graduation rates. But what nust al so be
factored into this study are interviews conducted with
peopl e who watched the railroad’ s dem se unfold, and
perhaps, had a hand in the rebuilding process. Their
interviews show the other side of the nunbers, and in sone
fashion, reveal no real aninosity toward the failing
Altoona’ s | eaders, but instead, toward the conmpany itself.

Despite the results of this study, Journalists in the
Roanoke region are careful not to |label the efforts of
| ocal officials as “proactive.” Ted Stone, who covered
railroad issues for WDBJ News 7 wites, “If one considers
the efforts to attract the Carilion Bionedical Center to be
a response to NS cutbacks, then the |ocal response could be
call ed proactive. However, it certainly was not proactive
by the standards of cities that have successfully attracted
Mer cedes and BMW pl ants.”

He continues, “VWile | amnot confident in nmaking a
bl anket statement regarding the entire comunity, | am
quite certain many people within the community feel a deep

sense of betrayal toward Norfol k Southern. Their anger has
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remai ned focused on the corporation, and there it has
remai ned, steering clear of any elected official.”

Despite the consequences of a failing plan, popular
opi ni ons about Altoona's elected officials did not suffer.
In fact, Kevin Flanigan, a senior reporter at WTAJ TV-10 in
Al toona who has covered the railroad for nore than a
decade, wites, “lI don’t have any problemw th the way the
| ocal |eaders handl ed the shutdown of the car shop. They
fought a good fight in trying to get the conpany to reverse
a decision which was wildly unpopular in this region.”

Community | eaders, responding to public demand, took
Norfol k Southern to court, thereby appeasing the
el ectorate, but desecrating their relationship with the
rail way conpany, and ruining their reputation with big
busi ness. Conversely, Roanoke |eaders, who did not wage a
| egal battle to keep the Car Shops in tact, |ost sone
luster in the court of public opinion. Many criticized
el ected officials for not following in Altoona’s footsteps,
SO0 to speak.

For the nost part, though, residents of Altoona, |ike
their counterparts in Roanoke, placed blane on the conpany
itself. Flanigan wites, “Many in the comunity are
convi nced that Norfol k Southern was | ess than honest with

the community when it took control of the Pennsyl vania
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portion of Conrail. At the tinme of the Conrail split-up,
N.S. leaders were in the region to publicly state how
inmportant the Blair County facilities were to the future of
the Railroad. But just a few years later, and after
significant changes in the national econony, the car shop
was bei ng cl osed and the workface reduced. There is a real
sense that the Virgini a-based Corporation is not
particul arly concerned about the well being of this part of
Pennsyl vani a.”

According to Joe Hurd, Executive Director of the
Al t oona-Bl air County Chanber of Comrerce, the snal
busi ness community shared the public’s disdain for Norfolk
Sout hern, and not for elected officials. “The general
consensus anong business | eaders regarding this situation
continues to be one of covert disdain for Norfol k Southern.
They hate what Norfol k Sout hern has done to the econony by
closing the car shops but they continue to tread lightly so
t hat Norfol k Sout hern doesn’t becone irritated and
cl osedown ot her area shops as well. It’s not a good
situation.”

Econom c devel opers who dealt directly with those
Norfol k Southern officials including Marty Marasco,
President of the Altoona-Blair County Devel opnent

Corporation wites, “Norfolk Southern appeared to make
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commtnents when it cane to town — a perception was put
forth by them of confidence and growh. They did not
deliver on their growh plans — for whatever reason — but
delivered on |ayoffs and cl osings instead.”

Marasco believes there is a lesson to be | earned by
what sone call deceptive business practices by large
corporations |ike Norfol k Southern: plan ahead. Wile
Altoona City Council couldn’t seemto agree on a recovery
pl an or even a conprehensive plan, and Pennsyl vani a Senat or
Arlen Spector was busy waging a | egal war agai nst Norfolk
Sout hern, appointed officials, |ike Marasco and his team
wer e handed the task of rebuilding a blue-collar econony.
Wdely considered to be one of the best Economc
Devel opnent teans in the state, the Altoona-Blair County
Devel opment Corporation has made its mssion to find a new
tenant for the Car Shops.

Mar asco, though not outwardly critical of elected
officials, has a |l ackluster opinion of their efforts to
counteract the dem se of Norfolk Southern. “Gving the
facts in place at the tinme of the closing, our I|ocal
| eaders handl ed the tough situation as well as possible,”
Marasco wites. He elaborates on his role, “Qur response
to the I ong expected closing of the Hollidaysburg Car Shops

was both proactive and reactive. W had been quietly
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spreading the potential availability of that site to
interested parties around the country for sone tine. At
the closing, of course, we ranped up our narketing efforts
in an area that we call “opportunity marketing”. W now
have a buil ding, we have a |l and, and nost of all we have
hi ghly skilled workers, and thus we have an opportunity to
interest a local active conmpany in this facility.”

The Roanoke Regi onal Alliance continues to market
the enpty Norfol k Sout hern Car Shops in Roanoke, but,
unl i ke ABCD, has not poured all of its resources into
selling the vacant building. |Instead, Beth Doughty,
Executive Director of the Roanoke Chanber of Conmerce
wites, “Qur regional economc strategy is a road map to
the transition to the new econony. It was a nine-nonth
process that involved public, private and education sector
representatives fromthe All eghany Hi ghl ands, Roanoke
val l ey, Franklin County and the New R ver Valley. The
strategy has key thenmes and tactics that will spur economc
transformation and help the region be nore conpetitive in
the quest to create jobs, investnent, and wealth.”

The following are specific tactics as |isted by the
Regi onal Alli ance:

W have a full-tinme | obbyist who represents us in
Ri chnond. Qur | obbyist issues legislative alerts and
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newsl etters throughout the year and generates letters and
testinony as the voice of business.

* The Legi sl ative Advocacy G oup represents the | obbying
arm of the Chanber. Each nonth it neets to exam ne

busi ness-rel ated i ssues, fornulate positions and sponsor
events. The conmmttee is involved in a nunber of activities
i ncl udi ng: candi dates forunms, Legislative Wap-Up, Coffee
wi th your Legislators, Lobbying Day in Ri chnond, Lobbying
Day in Washi ngton, DC, and issues conferences.

e Qur Chanber has been instrunmental in establishing the
Virginia West Business and Legislative Coalition (VAWSt),
a coalition of 13 chanbers in Western Virginia. VAWSt is a
forumfor | eadership and advocacy for issues that affect
t he broader region.
e The Transportation Advocacy G oup devel ops and pronotes
an agenda of nulti-nodal regional transportation projects
and issues wth the USDOI, VDOT and elect officials. The
Chanber has been an active advocate for 1-73, 1-81
w deni ng, passenger rail, and other projects.
* Atrained and avail abl e workforce is one of the nost
critical issues facing business. The Chanber's Wbrkforce
Educati on Advocacy G oup brings together educators and
busi ness | eaders to devel op and i npl enent prograns such as
Busi ness Di nners, job shadow ng, and internships.

Doughty wites about the strategies, “The strategy was
endorsed by | ocal governnents, econom c devel opnent
organi zations, institution of higher education, and private
busi nesses. More than half of the tactics in the strategy
are underway wth existing entities taking the |ead rather
than fromnewy created organi zati ons which just add to the
clutter and confusion. The strategy allows the 30+

econom ¢ devel opnent organi zati ons, |ocal governnents, and

col |l eges and universities to work fromthe sane gane pl an,



56

rather than to continue to do ‘good work’ but w thout

coordi nation and focus that creates synergy results.”
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Concl usi on:

In conclusion, fromquantitative research provided in
this conparative policy paper, it is clear that the city of
Roanoke, Virginia faired far better after the | oss of
Norfol k Southern than did Altoona. After extensive
exam nation of the strategies of the two | ocal governnents,
| find that those in Roanoke were better able to mtigate
the loss of the Norfol k Southern Car Shops.

As | showed in the beginning Chapters, the histories
of Roanoke and Altoona are intertwined with the history of
the railroad. The greatness of Norfol k Sout hern woul d not
have been possible w thout these two cities and the people
in them At one tinme, their entire econom es revol ved
al nost entirely around the railroad. So the devastation of
one, went hand in hand with the other.

As Robert Litan wote in his article about maintaining
financial stability in a gl obal econony, a nation, or in
this case a city, nust identify sources of systemc risk,
assign a safety net paradigmfor ensuring financial
stability, explore the forces of change, and seek out a
nore stable, conpetitive financial marketplace for the
future. As | discussed in Chapter 5 s statistical
anal ysi s, both Roanoke and Altoona identified the |oss of

Norfol k Southern as a risk, but as Roanoke assigned a
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safety net paradi gm which included a conprehensive plan for
the city and its future devel opnent, Altoona sinply did
not. Wiile Roanoke explored the new and energing field
cal l ed Bi ot echnol ogy, Altoona fought to hold onto a dying

i ndustry. Whil e Roanoke nmade great strides in education to
make itself nore conpetitive in the gl obal econony, Altoona
must wait for its transportation systemto cone up to par

wi th neighboring cities.

The proof is the tangible evidence found in Chapter 5:
Unenpl oynment rates, hone ownership rates, nedian household
i ncone, high school graduation rates, college graduation
rates and poverty rates, Roanoke posted better nunbers in
all categories except for hone ownership rates. 1In
conjunction with that quantitative data, | executed a
research design that exam ned why Roanoke may have
mtigated the loss nore efficiently by asking comunity
| eaders questions about econom c recovery plans.

Their advice: diversify a city s econony, be prepared
for rising unenpl oynent by designing a plan that | ooks
beyond a decade in the city’'s future, and finally, that
acting in conjunction with public opinion is not always in
the best interest of the public itself. M goal for this

study is that community | eaders whose cities suffer simlar
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econom ¢ blows can wal k away with recomrendati ons
concerning their roles in recovery.

It is evident that the dom nant sector of any globally
conpetitive city is producer services, driven by insurance,
banki ng, financial services, real-estate, |egal services,
accounting and professional associations. The key dynam c
of these cities is a concentration on infrastructure and
services. These producer services help nmake the urban
econony a gl obal player (Sassen, 1994).

Though they help fund policy, those businesses and the
corporations and consunmers whomthey serve cannot be elite
i nterest groups such that they control it. Elected
officials nust be able to create policies that diverge from
the preferences of economc interests. Policies can be
categorized as: “those which nerely reflect business
preferences for policies that mnimze their costs,
maxi m ze their projects and restrict political voice; those
whi ch resi st these pressures; and those which resi st
busi ness pressures and alter the econom c and political
ternms of private investnent in a conmmunity (Stone &
Sanders, 1987).” Striking a bal ance between progressiveness

and protectiveness is critical to a city’s success.
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