















































































































































Highlighted Areas between 1898 and 1919

Between 1898 and 1919, the addition of streetcars was experienced in three primary areas: the
northwest, northeast, and southeast. Fort Wayne (and nearly all American cities during this time) started to grow
out and away from the center city due to the access of streetcars. Families could live farther from downtown and
still have access to shops, governmental buildings, places of worship, and other businesses (Warner, 1978, p.
15). Therefore, it comes as no surprise that these additional streets were located near the city limits rather than
the heart of downtown.

In the northwest, the placement of these new streets was actually located a few blocks from a streetcar
line. Only one section was immediately adjacent to a line; however, the majority of this new development
required pedestrians to walk farther than other places in the city. The high density of the streets (placed close
together), allows the assumption that this area was primarily small lots and most likely residential. While having
immediate access to streetcars wasn’t as important to residential uses as commercial uses, it’s still surprising
that they’re located a noticeable distance from the streetcar lines.

The area to the northeast experienced an increase in streets closer oriented to the streetcar line. The
line running directly east passes through the middle of this new development, providing direct access to those
properties. In addition, the line south of that also provides access to residents living a little farther south. By
having two streetcar line options, the size of the newly developed area and density of streets is expected.

The area of growth in the southeast is the farthest from downtown but has the greatest area of newly
developed land. However, only one streetcar line provides immediate access to this area: Pontiac Street
(corridor studied in Sanborn Map section). This streetcar line only provides access to the northern part of the
development, with the majority of new streets quite a few blocks away from a streetcar line. If the developer
was extremely concerned about allowing streetcar access, there are more logical open spaces with more
potential access. However, when considering the size of the development, this area might have been the most
suitable.

Overall, between the years 1898 and 1919, there was no conclusive evidence that the streetcar influenced
the development of new streets. The majority of new streets were not in direct correlation with the streetcar but
was within walking distance. It seems like the additional streets were placed where land was available rather

than along these corridors.

Streetcar Suburbs | Street Layout 49



A gt

W
W

o
o~

K
o
RS
W

ME

Additional Streets between 1919 and 1939 with 1939 Streetcar Line
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Highlighted Areas between 1919 and 1939

During this time period, the most likely influence for new development was due to the recent invention
of the automobile which started becoming available to the masses. In addition, the streetcar line routes shown
are the combination of streetcars, buses, and electric buses. The effects these lines will have on development are
not exactly the same as the streetcar. The streetcar line is fairly permanent, it’s not easy to move the line down
a block; however, buses are not constrained by a route and has the freedom to drive anywhere. Because of this,
having a customer base through public transportation is not as consistent for buses as it is for streetcars (Parker,
2011). The area these new streets are not as large as it was between 1898 and 1919; instead, the location of new
streets were primarily located on the outskirts of the city, away from the streetcar line, or individual streets that
break up larger lots.

The largest areas with new streets are found in the northwest and southeast. In the northwest, these new
streets are not adjacent to any streetcar or bus lines, but are located a few blocks away, allowing it to be within
walking distance. However, the curved streets could suggest a more scenic, non-traditional residential area. Cars
could be popular in this area but are not absolutely necessary.

For the area in the southeast, this addition of streets are quite a few blocks from the nearest streetcar
line. In fact, the new streets move further south rather than in open areas closer to the streetcar. This could be
an area that intended to be automobile-dependant and perhaps did not consider public transportation during its
development.

The rest of the city has smaller areas that had new streets. These areas only added a few streets but
were located closer to streetcar lines. [t could be suggested that these locations were in-fill development that
provided additional access to already developed areas. For these instances, it seemed as if the streetcar did play

a noticeable role, due to a slight majority of these areas being located along or near the end of the streetcar line.
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Additional Streets between 1898 and 1939 with 1931 Streetcar Line
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All Highlighted Areas with 1931 Streetcar Route

[t comes to no surprise that the vast majority of the areas that experienced an increase in the number
and density of streets were not in the heart of downtown Fort Wayne. Generally, downtown city blocks cannot
further ‘break-up’ to make room for new streets. There are usually large, multi-story structures that take up the
majority, if not an entire, city block. The areas that did experience an increase were located on the outskirts of
the city, especially to the north and southeast.

In the northwest portion of the city, the area with the most addition of streets was located north of the
streetcar line. While this area is still within walking distance to the streetcar line, it is not orientated at the end
of the line and only one section is immediately adjacent to a line. There are some single streets that were added,
suggesting the area experienced an increase in density.

To the northeast, the majority of the additional streets were located along or adjacent to a streetcar line.
In fact, for both lines heading east, they end in an area with new streets. In addition, the area between the two
streetcar lines has an advantage by being placed between two lines—which could increase property values and
decrease the time needed to walk to the nearest streetcar stop.

The southeast experienced perhaps the largest area of new streets. However, only Pontiac Street (one
of the corridors covered in the Sanborn Map Section) and the line south of that was adjacent to new streets.
While there was a noticeable amount of area adjacent to the line south of Pontiac Street, it does not continue
south to include the other new areas. In fact, the area on the southern border of the map, is one of the farthest
developments from a streetcar line. Despite development moving south, the streetcar line did not extend that far.

The southwest area experienced the least amount of large development, especially along and adjacent
to streetcar lines. However, this area had plenty of new single roads. This could suggest that those areas were
experiencing a demand for higher density or more development, requiring it to place new access points.

While there are a handful of streetcar lines that directly lead into an area with new added streets, the
majority of areas did not experience a correlation between new streets and streetcar lines. This is especially
true for streetcar lines close to the heart of the city, which reached areas with few, if any, highlighted areas.
This would suggest that despite not having new streets, these areas were important and logical for this new
transportation mode. The demand in these areas was high enough to justify the placement of the streetcars
but did not experience new, high density growth. Therefore, how, and if, these areas were influenced by the

streetcars cannot be fully determined by only street maps of the city.
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City BOUNDARIES

Cities did not only experience additional streets during this time period but also expanded their
boundaries, serving a larger area and incorporating more land. For the maps collected, only three included
the city limits: 1898, 1919, 1925. However, the growth during these twenty-seven years is still noticeable.

Where the boundaries extended, compared to where the streetcar lines extended, will determine if the streetcars

influenced the directional growth of the city.

The layout of the following section is:

1898 Boundary

1919 Boundary

1925 Boundary

Overall Growth with 1925 Streetcar Lines

1898 Boundary
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Overall Growth with 1931 Streetcar Lines
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OVERALL GROWTH

For the map shown, the darker shaded regions are the changes between 1898 and 1919 while the lighter
shaded grey is the expansion between 1919 and 1925. Because this overall growth only shows the city limits up
until 1925, the streetcar line from 1925 was placed on top of the growth.

Generally, between the years 1898 and 1919, the area south of downtown experienced additional land.
In this area, there are a number of lines that extend to the new area, including Pontiac Street (corridor analyzed
in the Sanborn Fire Insurance Map section). In total, six sections extend to either pass through or touch this
addition. For the area north of the river, there was also noticeable growth between 1898 and 1919. Different
from southern Fort Wayne, the two lines that service this area run directly through this area, which gives it more
potential to reach more potential riders.

The years between 1919 and 1925 experienced more growth in the western and northern portions of
the city, opposite of the growth in the previous years. The largest area, to the west, has two lines that service
the area, including one that runs completely through the area. For the area north of the city, only one line runs
through the added area. The lack of lines servicing the new areas is drastically different than the 1898 and 1919
growth.

However, regardless of whether the lines run through or adjacent to the new area, generally the streetcar
line follows the direction of growth. While the area to the north extends directly north like the streetcar line,
the northeast portion covers a larger area than the northwest—much like the streetcars. For the east, all of the
streetcars (with the exception of one) end in generally the same area, much like the city limits. The southern
portion of the city has the largest city limit growth and is the farthest from the center of downtown, much
like the streetcars. While the area to the west only has two streetcar lines, it was still enough to mimic the
city boundaries. Whether the streetcars were intended to follow the direction of the city’s growth is unknown;

however, the connection between the streetcar lines and city limits are interestingly similar.

Various aspects were analyzed examining how and if streetcars influenced the development of Fort
Wayne. The exploration into if Fort Wayne’s city limits correlated with the streetcar line growth concludes the
analysis of this information. The following section compiles the information gathered and gives a conclusion

determining the streetcars influence on the development of Fort Wayne.
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CONCLUSION

This paper investigated how and if streetcars influenced the development of Fort Wayne, Indiana
through a variety of means. With the various information gathered, including writing documents and maps, were
analyzed to determine how Fort Wayne developed and if it correlated to streetcars. The data analyzed was based
foremost on the location of the streetcar lines between the years 1872 and 1939 and how it compared to three
investigated topics: Sanborn Maps, street layout, and city boundaries.

Foremost, the observations Sam Bass Warner concluded regarding how streetcars influenced the
development in Boston, Massachusetts were compared against the growth Fort Wayne experienced during the
early 20th century. Warner’s findings were placed in three general categories: high density, type of development,
and socioeconomic pattern. These observations were compared to Fort Wayne by investigating Sanborn Fire
Insurance Maps for the three years it was available (1890, 1902, and 1918/1919) in five streetcar corridors.

The information analyzed by the Sanborn Maps in these five corridors gave insight on whether or not Warner’s
conclusions are applicable to Fort Wayne.

The information gathered from the Sanborn Maps was not absolutely conclusive, with some of Warner’s
findings being found in Fort Wayne while others were not. First, it was discovered that the type of use along and
adjacent to the streetcar line in Fort Wayne did follow Warner’s findings overall. Institutions were, for the most
part, located a few blocks from the streetcar line while commercial uses were found along these lines. Another
observation that matches Warner’s findings is the clustering of similar housing styles and more elaborate
housing being located far from downtown, as described in the socioeconomic section.

However, some of Warner’s findings were not observed in Fort Wayne. This includes the absence
of multi-family housing along streetcar lines. In fact, in the corridors investigated, almost no multi-family
(apartment) structures were displayed. In addition, Warner found that the lot sizes increased as the land became
farther from the city; however, for the most part the lot size remained consistent throughout all five corridors.
There was no correlation between distance from downtown and lot size.

In addition to the findings that were and were not apparent in Fort Wayne, there were a few that
displayed a mixture. This is primarily the observation that higher density is expected along streetcar lines. While
this was true in some cosridors, it was not apparent in others. The type of uses and location of the corridor
gave a better indication of whether or not high density formed along the streetcar line. While there were some

exceptions, for the most part the city follows Warner’s observations.
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As mentioned before, the Sanborn Maps were not the only tools utilized to investigate Fort Wayne. The
two other investigations, street layout and city limits, also gave conclusive evidence supporting and opposing
the notion of the streetcars influencing the development of Fort Wayne. The change in the street layout did not
give conclusive evidence which demonstrated a reaction from the streetcar lines. The majority of new streets
were located near the city limits, far from the heart of downtown with ample access to streetcar lines. This lead
to primarily only one area (the northeast) signifying a connection to the streetcar line. The rest of the areas
were located a few blocks away from the line with no indication suggesting the development was influenced by
streetcars. However, the locations far from the city would generally be middle to upper class families who, most
likely, had access to personal automobiles. They would not need immediate access to streetcars. In addition, the
developers could have been more concerned with profit, choosing to develop large areas farther from the city
rather than small, closer areas. The new streets most likely had other factors that were more prevalent than the
streetcars which contributed to the location.

The last investigation concerned the city limits of Fort Wayne and whether the growth of this boundary
was similar to the growth of the streetcar lines. The addition of land more or less followed the direction of
the streetcar. The larger growth in the northeast than the northwest had more streetcar lines in the northeast.
Likewise, as the city extended towards the south, the streetcar lines followed. It seems the locations important
enough to be incorporated into the city were also areas that displayed a demand for streetcar service.

So, after the previous analyzes, investigation, and information, did streetcars influence the development
of Fort Wayne? Well, in some ways yes and in other ways no. There was conclusive evidence supporting some
of Warner’s observations in Fort Wayne, but not all of his findings were found in the city. While it did have a
great impact on the built environment in one corridor, it had an entirely different effect in a different corridor. As
for the street layout and city limits, the addition of streets did not seem to be influenced but streetcars while the
city limits did experience a correlation with the streetcars. It seems the street layout had a multitude of variables
that determined the location of these new streets with streetcars as one of its least concerns. As for the city
limits, this growth was general enough to be influenced by the streetcar line. With the reasoning for extended
streetcar service and city growth being relatively the same, it comes as no surprise that there was correlation

between the two.
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However, this is almost expected due to the nature of development. Fort Wayne’s growth pattern could
not be solely influenced by the streetcar. Other factors such as previous structures, geography such as the rivers,
and the railroad also had a hand in the development of the city. Development is never a perfect model—certain
structures and transportation lines cannot be picked up in one location, placed in another, and expect to develop
in exactly the same manner. In other words, placing a streetcar line in an area will not guarantee a specific
outcome—there are too many variables. This would explain Why Warner’s findings and other observations
were not consistent through all the years analyzed and throughout the city. While the streetcar did not have an
underlying, absolute impact throughout the city of Fort Wayne, it did influence certain areas and corridors to

develop in a particular manner.
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