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The Railway Journey:
The Spatial Transformation

The railway journey was America’s journey, hoth catalyst and symhbaol
of dramatic ransformation in American life. The technological revo-
lution that made rail travel a reality was part of a broader technolog-
ical revolution that transformed the fare of the country over the
course of the nineteenth century. The stress and shocks that anended
railway and streetcar accidents and near-misses were part of a broader
pattern of stress and shock that had become a daily fact of life. In a
third sense, as well, the railway journey was America’s journey: rail-
roads were catalyst for and symbol of a transformation in the “space”
of the nation and the individual’s place in it.!

The transformation in the structure of the railroad system — both
physical and in terms of corporate organization — what might be
called the er‘rn'.ﬂ space n-flmlblir. h'nnspnrt, |ih::|".”-1”':|; bound state and
region into nation and simultaneously contributed to railroads’
mereasing independence from the physical space through which they
ran. The organization of the internal space of public transport
reflected American democratic ideals of equality, opportunity, and
autonomy (every man a free man}, but also revealed long-standing
contradictions to those ideals and reshaped those contradietons in
modern American life. These two spatial elements — the internal and
external — had dramatic implications for the relationship of the indi-
vidual to corporate power and state authority and for status. The two
came together most explicitly in the American South in the wake of
the Civil War. There, from the end of the Civil War into the 1g50s,
railroad “space” shaped where black and white Americans would ride
in public transit, the quality of the accommodations provided, and

' The work of social geographers Is pardcularly helpful in thinking abowt the
spatial rransformation described here. For an introduction to the concepis of
place, territoriality, and space in the literature of geography, see Nicholas K
Blamley, Lanw, Spake, and the Geographies of Prver (New York, 1904): Henri
Lefebvre, The Production of Space, trans. Donald Nicholson-Smith (Cambridge,
Mass, 1g9g1); Robert D, Sack, Auman Territoriality: lts Theory and History
11686); M. Gottdiener, The Social Production of Urban Space (Austin, 1985).
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the gaps between company regulation or state statute and the daily
realities of public transit. The relationship among space, status, and
race on the railway journey both mirrored and shaped the relation-
ship among space, status, and race in American society more gener-
ally at the turn of the century.

Over the course of the nineteenth century the transportation revolution
would remake the spatial landscape of America. Already by 1840, Alexis
de Tocqueville remarked that Americans had “joined the Hudson to the
Mississippi and made the Atlantic Ocean communicate with th:e Gulf of
Mexico, across a continent of more than five hundred leagues in exient
which separated the two seas. The longest railroads that have been con-
structed up to the present time are in America.™ In contrast to Eumlpe,
where railroads provided a different medium of transport to ponts
already connected, already known, railroads in America crossed vast
tracts of nnsettled territory, connecting the previously unconnected. A
European observer captured the difference benween rail travel in
Eurcpe and America: “Tn Europe, the railroad system facilitates tmfﬁv,:;
in America, it creates it." Railroads knit America’s “island commuri-
ties” into a nation. They recreated space.

Tocqueville was impressed, butin 1840 track mileage for the entire
country was only 3,000 miles, all of which lay east of the Mississippi
River. Nor could one in any sense refer to the early railroads as a “sys-
tem™; American railroads were a jumble of discontinuous scgments,
exclusive track, different ganges, short runs. The local character of
America’s railroads at mideentury meant that interstate travel
required elaborate planning, multiple connections, and transporta-
tion by steamer and stage as links betiveen different rail lines.*

At mideentury, American railroads reflected the divisions between
state and federal space. Early railroad promoters and investors were
local men focused on local lines tying a local product to a local dis-
wribution peint. State governments, cities, and state residents held
almost all of the capital stock of railroads in their state, and men from
the state dominated the hoard rooms and held the presidencies, For

¢ Alexds de Tocoueville, Democracy i Americo, 2 vols. [1840; rpt, New York,
1g8e}, 2157 ey

3 Quoted in Wolfgang Schivelbusch, The Railway fournay: The Industrialization
of Time and Space in the rgth Century (1g77: rpt., Betkeley, 1986), Bg.
Schivelbusch describes the experience of rail travel as the "annihilation of
space and time,"” T agree in terms of the physical experience of rail Fl'ave]. bt
for Americans there was as well the contradictory effect of creating space.
Ibid., §3. Sec also Stephen Kern, The Cultuse of Time arnd Spuace, réfao-rord
(Cambridge, 1g83).

4 John Stover, American Railroads (Chicago, 1), 121, 26.
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example, the merchants of Louisville, Kentucky, secured a state char-
ter for the Louisville and Nashville in 1850, one of Louisville's “first
cirizens,” James Guthrie, pressed forward with the line built with pri-
vate and state dollars; and local Louisville men dominated its board.5

Just as the early corporate structure of America’s railroads reflected
the localism of power, the internal space of the railroad car reflected
America’s geographic and political landscape at the level of the indi-
vidual. It was a large open space that invited mobility. The standard
American railway car at midcentury seated fifty to sixty passengers on
bench seats in an open interior.? A passenger could take a seat next
1o whomever he wanted and change places whenever he wanted dur-
ing the journey.” This physical mobility, so foreign to European trav-
elers, seemed to embody American ideals of restless mobility,
autonomy, and independence.®

Americans eagerly touted milroad travel as a demonstration of the
American commitment o the eguality of all. An 1852 article in
Scientific American proclaimed, “[W]e have no second class cars for the
inferior classcs, because all oar citizens rank as gentlemen and cvery
man has his own coat of arms.™ A year later a trial lawyer in an impor-
tant railway patent case scorned the exclusiveness that European
compartment cars encouraged and extolled the single-compartment
American car as *republican in its character because it allows persons
to mingle freely."'® Foreign travelers, too, commented on the demo-
cratic nature of American rail wavel. In his United States wavels in
18445, Domingo Sarmiento described in detail the fundamental dis-
tinctions between what he saw as the classbound travel in Europe and
the dassless railroad tdvel in the United States:

5 John E Stover, Raifwads of the South, r865-1go0: A Study in Finance and
Control (Chapel Hill, 1055), =0, 1448,

5 John H. White, [r., The American Railroad Fassenger Car (Baltimore, 1978},
3;, Domingo Faustino Sarmiento, Travels in the Uhnited Stater in 1847, trans,
Michael Aaron Rockland (Frinceton, 1950}, 101,

¥ In European rail wavel, passengers entered and rode in a small compar-
ment, isolated throughout their joumey from all except those riding in the
same compartment. Schivelbusch, The Railway Joumey, 101-3.

9 Scemtific American, Oct. 2, 1Bg2, quoted in White, Amevican Raiload
Passeager Car, 203,

" Argument of W, W, Hubbell in William Whitng, Arguneents of William
Whiting, Fsq., {Ross Winans v Orsamus Eaton, Boston, 1853), quoted in White,
American Railrad Passenger Car, 205, White describes the case in detail at pp.
18—z0. Promoters also celebrated the democratizing potential of omnibuses
(precursars of sireetcars). See Glen E. Holt, “The Changing Perception of
Urban Pathology: An Esay on the Development of Mass Transit in the United
States,” in Kenneth T, Jackson and Stanley K. Schultz, eds., Cities in American
History (New York, 1972), 326—-27.
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In France there are three categories of raflroad cars, in England
four. Omne’s nobility is measured by the money he can pay, and
the managers, in order to make the man who pays little as mis-
erable as possible, have lavished comforts and luxuries on the
first-class cars and lefi thin, hard plank henches for those in the
third-class cars. [ do not know why thev haven't placed pins on
the seats to turther mortify the poor.*

In contrast, in the United States, Sarmiento explained, there was
anly ane class of travel. “Since there is only one class in United
States society — man — there is no need for three or four classes of
coaches as is the case in Europe.” "Thus, by the respect accorded
every man, the sentiment of equality is diffused throughout the
society.”'*

Amercans extolling the demaocratic nature of rail ravel in America
might have seen a different picture had they looked more deeply at
the origins of the railroad car or at the distinctions which existed in
rail travel from its beginnings. The long, open American-style coach
was cheap to build and, with two undercarriages placed at the ends of
the car, well suited to the curves in the track that the cars had to
accommodate.*? Its structural model — the niverboat saloon - was the
antithesis of democratic space.'4 It was expressly structured as a sort
of showplace of privilege. An old riverman writing early in the twen-
tieth century captured the connection between space and status in
river travel: “Bearing in mind tha# all men are born free and equal, it
is interesting to see how very unequal they were then on the boats.™"?
As his comment suggests, steamboat travel in America was sharply
demarcated by class. Fhe saloon was the exclusive preserve of the
first-class cabin passengers, the “aristocracy” of steamboat travel. Its
role was to “"dazzle and astonish.” Running the entire length of the
firstclass cahin, it served as dining hall, lonnge. and showplace for
the cahin passengers. Staterooms — private bedrooms — ran along
both sides of the saloon, with doors opening out to the promenade
and into the saloon. At the two ends of the saloon were special quar-
ters, one for ladies, the other for gentlemen. The ladies’ section
included a parlor; the gentlemen’s section included a bar and smok-
ing room. The meals on the finer boats matched the splendor of the
cabin appointments. Moreover, first-class passengers could indulge all
their senses in relative peace of mind, for although deadly boiler
explosions were a frequent occurrence in steamboat travel, the Arst-

11 Sarmiento, Trevels in the Uated States, 160,

*2 Ibid., 194, 161,

'3 White, The Amevican Railmad Pasienger Car, 818,

"4 Schivelbusch, The Aaifnay fourne, g8-103%.

‘5 John Habermehl, Life on the Western Rivers (Piusburgh, 1901), iii
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class cabins were generally located at the D‘J}]}Gsite end of the boat, far
from the heat and danger of the boilers.!

The contrast between the cabins for fistclass passengers and the
quarters and conditions of life for deck passengers could not have been
more marked. On the deck, steambecat owners treated human and
other freight much the same. The quarters of the deck passengers were
rarely separated from the cargo room by even a wall or partiion. There
were bunks for sleeping, but generally there were too few to accom-
modate all the deck passengers. More important, perhaps, since they
were often alive with vermin, they were more to be avoided than fought
over.!” There were no separate quarters for men and women, no
saloon, “no gilt, no plush, no glass, no glitter — only the grimy and splin-
tered planking of the deck and the bare or whitewashed surfaces of
bulkheads, SUppOTLs, and I:Eilinss." As a rule, deck passengers had to
provide their own meals. Where deck pasengers were permitted to
purchase cabin meals, they ate at the second or third table with ser-
vants and members of the cabin crew. For bathing, there was generally
a bucket with which to scoop water from the river.'® As one would
expect under such conditions, disease flourished; so did death. The
greatest sufferers in sicamboat accidents were members of the deck
crew and deck passengers. Boiler explosions spewed scalding steam,
water, and debris, When steamboats sank — which they often did from
cx]Jleiuns, collisions, or I!.il.l.i:ug obstructions = the deck passengers,
barely above the level of the water, often wapped by the cargo, had the
least opportunity to escape.'d

The last quarter of the ninewenth century was the wilight of steam-
boat travel. From roughly 1860 to 1930, the railroad was the most com-
mon means of inland travel im the United States.®™ Although
Americans could rig]tl.i}r claim aig‘niﬁuunt class differences between
American and European rail tavel, it was ignoring the olbwious to fail
to see the relationship between space and status even in early American

' Louis C. Hunter, Steamboats on the Western Rivers: An Economic and Techno-
logical History (Cambridge, 1949), 391, 895-99. Sec also Basil Greenhill and
Ann Clifford, Trawelling by Sea i the Ninsfeenth Century: Intevior Design in
Victorizn Passenger Ships (New York, 1974), passim; John Malcolm Brinnin,
The Sway of the Grand Salbon (NewYork, 1971), 248.

'7T 1.5, House. 1875. The Cholera Epidemic of 1873 in the United States. The
Introduction of Epidemic Cholera Through the Agency of the Mevcantile Marine:
Suggestions of Measures of Preventiom. Report prepared by John M. Woodwarth.
4ﬂ31’d Cong., 2d sess. Ex. Doc. No. g%, p. 52 (Washington, 1875).

'S Hunter, Steamboats on the Western fiivers, g1g=25; Greenhill and Clifford,
Travelling by Sea in the Nineteenth Century, passiim; Brinnin, The Sway of the
Crranid Saloon, 248,

'9 Hunter, Steamboats on the Western Rivers, 431-58.

*0 White, American Railmwad Passenger Car, xi; Stover, Anerican Railroads, re,
17174
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rail travel. One of the earliest spatial divisions was that between the
“ladies’ car” and the “smoking can” In his American Notes of 184z,
Charles Dickens conceded that American milroads did not have first-
and second-class cars as in England. But, he noted, *[t]here is a gen-
tlermnen’s car and a ladies’ car; the main distinction beween which is
that in the first, everyone smokes; and in the second nobody does.™!
As Dickens's comment suggests, as early as the 18408 American rail-
roads had begun the pracice of seting aside for the exclusive use of
ladies traveling alone or with a gentleman escort a car known as “the
ladies" car.™® Based on the assumption that a railroad car for ladies
should march the comfort and safety of a lady's parlor, a Jadies’ car
might be equipped with a comifortable sofa or at the least seats covered
with “plush.” Ladies’ cars often incuded an iceswater dispenser and,
more important, had two water closets, one at each end of the car, so
that women did not have o choose between waiting or suffering the
embarrassment and sexual suggestion of using the samie water closet as
men riding in the car® By allowing only men who were accompanying
women to travel in the ladies’ car, railroad companies made the space
“safe” for women traveling alone,*4 Passengers’ conduct in the car was
also closely monitored to ensure that women were not exposed o
smoking or rough conduct or language.

The positioning of the ladies’ car — generallyat the rear of the train
— spadally reflected men's obligation to protect women's physical
safety. In head-on collisions — an all-toc-commen oeenrrence in nine-
teenth-century rail travel - those most often sacrificed were in the
cars immediately behind the engines, which slid one into another like
a giant telescope slammed shut.*5 The distance of the ladies' car from

#' Charles Dickens, American Nots: For General Cireulation {London, 1848),
14 R=g 6.

#* Major railway stadons, oo, provided ladies’ waiting rooms and ticket win-
dows, as well as pentlemen’s waiting rooms, Jeffrey Richards and John M.
MacKenzie, The Railoay Station: A Socdal Hictory (Osdford, 19g3), 158-50;
Walter G. Berg, Building and Siructures of Americon Raifroads (New York,
1goo), 72, 78, 158, 545, 548; Mary P Ryan, Wonen in Public: Betureen Baners
and Ballots, 1825-18%0 (Baltimore, 1ggo), 7687,

“8 White, American Railroad Passenger Cax, 8, 14, 21, 66, Gg, 205, 208.

4 Ryan. Wemen in Public. 58-04: Bass v. Chicagn & Northwestern Ry., 86 Wis.
450, 460 (1854). Similarly gendered assumptions shaped design and mar-
keting of early automobiles. See Virginia Scharff, Tabing the Wheel: Women and
the Coming of the Moior Age (New York, 19g1), g6-37.

*3 The Silver Creek dizaster of September 14, 1586, offers a geod example. A
Nickle Plate excursion train crashed head-on at full speed into a westhound
freight. The baggage car of the excursion train completely “telescoped” into the
smoking car, killing twenty passengers, all men. Robert C. Reed, Thain Whedks: A
Pigarial Hisiory of Aedidenls on the Main Line (Seattle, 1968), 5558, On the
Increase in accidents in general from the 1870s an, see Chapters 1 and 4.
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the engine also meant that it had the cleanest air The smoke and ash
which poured into the cars immediately behind the engine had gen-
erally risen and dissipated before it reached the ladies’ car

Men bore the risks and suffered the discomforts from which
women were protected. Whether waveling alone or because they
wished to smoke, men rode in the “smoking car.” Both the smoker
and the ladies’ car were in name “first class” cars. A man traveling in
the smoker paid the same fare as a woman waveling in the ladies’ car.
But the smoker was a man’s world. [t created men's space in public
travel equivalent to the tavern or the men's club. Women were not
barred from the car; but just as “respectable” women rarely ventured
into men’s clubs, social norms operated as a bar to their entering the
smaking car The appointments — woorden seats at most covered with
leather, broadcloth, or cane; bare floors; and spittoons - embodied
the assumption of male ruggedness and practically acknowledged
that the rougher habits of men - in particular, smoking, spitting, and
drinking — required different coverings for seats and floors, both to
avoid fire hazards and for ease of cleaning. For all its discomtorts, the
smoking car offered men an escape from the world of women. In the
smoker, men could not only smoke, chew tobacco, or spit, they could
also drink, tlk freely, and enjoy the society of men. Even if a man did
not want to smoke or otherwise engage in any of the rougher hahits
associated with his sex, if he was traveling alone, he represented asex-
ual danger 1o women traveling alone.

A second contradiction to the claim thar rail travel reflected
American democratic principles was the reatment of blacks. In the
years before the Civil War, the idea that blacks should have access to
the ladies’ car in any other capacity than as servants traveling with
white passengers would have shocked most Americans. The limits on
black access to public transit marked spatially the status of blacks in
American society. When the transportation revolution began in
America, the vast majority of blacks did not even have the legal status
of personhood; most blacks lived in the American South; there they
were bought and sold and tallied up in estates, as so much property
belonging to whites. Notall blacks were slaves, but slavery branded all
blacks inferior. The spatial ordering of black wavel reflected and pro-
tected the hierarchy of race. In the North before the Civil War, when
railroads allowed blacks to ride at all, the vast majority of roads forced
them to ride in paritioned baggage cars for half or even full fare, 28
On steamboats in the North, blacks were excluded altogether or
offered only deck passage.?7 In the South before the Civil War, formal

B wWhite, American Railroad FPasenger Car, 203, 462-63; Leon Litwack, North
of Slzvery: The Negmo in the Free States, 1 7go=1860 (Chicago, 1961}, 106-q.
T Day v Owen, 5 Mich. 520 (1858).
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separafion was less important: slavery cast its shadow over all blacks. =8
In rail travel slaves accompanied their masters and mistresses; on
sieamboats, their accommodations were the floor of the saloon or, on
larger boats, the servants’ quarters. For “free™ blacks, in both rail and
steamboat travel, the picture was much the same as in the North:
accommodations in “smoking” or baggage cars or no accommodation
at all and deck passage on steamboats. 29

The lines of status were sufficiently clear in pre-Civil War America
that there was room for a small measure of flexibility. A select few
among free blacks North and South - because of lightness of skin,
lack of “negro features,” wealth, and culture - were allowed to enjoy
some of the privileges of first<class ladies’ and gentlemen's aceommo-
dations. “Since long before the war,” explained a Mississippi steam-
boat captain and owner, they kept two rooms in the cabin for
“colored people, some special people.” As he put it, “[t]here are
some colored pecple who wouldn't associate with other colored peo-
ple.”3* This privileged few incfuded wealthy black Louisiana planters
who gave their freight to steamers and were rewarded with cabin pas-
sage. But even these privileged few did not enjoy the right o mingle
freelyin the saloon with the white cabin passengers; their cabin doors
leading into the saloon were locked from the outside 3!

Of the means of public carriage available on the eve of the Civil War,
streetcars came the closest 1o being “classless.” But in 1860, only 2 hand-
ful of cities — New York, New Orleans, Boston, Philadelphia, Chicago,
Pittsburgh, Baltimore, Cincinnati, and San Francisco - had steetcar
lines.3* Streetcars of this period provide an elegant example of the inter-
locking relationship among technology, econemy, and social norms.
Steamboats, railroads, and streetcars present something of 2 hierarchy
in the extent to which each replicated life. On steamboats all the

*¥ G, Vann Woodward, The Strange Caresr of fim Crow, grd ed. (New York, 1974),
15

*0 Hunter, Steamboats on the Westen Rivers, 391 n. g: Ira Berlin, Slroas Withos
Masters: The Free Negro in the Antebellum South (New Yark, 1g74). g2e—26;
Richard C. Wade, Slavery in the Cities: The South, 1820—1860 [(MNew York,
1964}, 265,

an Tcul.i.r.r:mn}' of Gap’t. Y. B. Baranco (Mississippi steamboat captain and
OWner, witncss for defendant), Recond in Decuir, p. fi4. See also Testimony of A.
Duconge (witness for plaintiff), James E. Moore {ex-cabin boy and steward,
mmess_ﬁ:nr plaintiff), ibid., 55-6o, fo54.

# Testimony of P. G. Deslonde (witnéss for plaintiff), Rerond in Decuir pp.
6667, For a discussion of Deslonde’s life and family history, see Eric Foner,
Freedom’s Lawmabers: A Directory of Black Officeholders Dhurinig Reconstruction {New
York, 1998, Hg.

3 William D. Middleton, The Time af the Troiley [Milwankee, 196+5], 15-21.
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processes of life were replicated. Passengers socialized, ate, bathed, and
slept. Sleep — the most personal of acts, the act that left a person most
vulnerable, the act so intimately connected with sexual intercourse —
was an expected part of steamboat travel. Before the late 1880z life in
this sense was lived less totally on railroads. On early streetcars, however,
life was hardly lived atall. Horses could pull only one small car ata time,
and most lines were short. Streetcars were convevances and nothing
more. Moreover, in contrast to the middle- and upper<lass passengers
who were the most common passengers in long-distance travel by train
and sieamboat. working-class women and men were probably the largest
group of passengers traveling on streetcars.3? [n urban tavel, “ladies”
and “gentlemen” took private hacks and carriages. And so, it is not sur-
prising to find thar on streetears there were no separate classes, no facil-
ities segregated by sex.3 But if streetcars were in some ways classless,
they were not free of status distinctions. As a general rule, streetcar com-
panies in Northemn cities either excluded blacks entirely or allowed
them t# ride only on the platform, not in the interior of the cars® The
Civil War would bring an end to slavery, but it would not end discrimi-
naticn against blacks in public wansit.

During the Civil War itself, railroads were as central to Norther victory
as they were tn Southern defeat. By the war's end Scouthern railroads

# Sec Harold . Cox, “Daily Fxcept Sunday’: Blue Laws and the Operation
of Philadelphia Horsecars,” Business History Review 53 (1965): 22842, noting
that the upper class did not use early Philadelphia streetcars and that rider-
ship was dominated by the white working class. Ihid,, 231. As Holt notes, five-
cent fares, the-norm on streetcars, put streetcar travel beyond the reach of
the poorest elements of urban life. Holt, “The Changing Perception of
Urban Pathology,” az5,.

3-'*. The few lines that experimented with “ladies’ cars™ after the adoption of elec-
tricity as the motive power for streescars quickly dropped them in the face of the
combined force of some women's hostlity to the “privilege” of ladies' cars and
the lack of sufficient ridesship and hence profitability of the special cars. Clifton
Hood, 722 Miles: The Building of the Subweys and Henw They Transformed New York
(New York, 1003). 118-19; Virginia Scharf, Tiking the Whaet Women and the
Caming of the Motor Age (New York, 19g1), 6-7. For a photograph of a streetcar
reserved for the exchusive use of ladies, see Oliver Jensen, Joan Paterson Kerr,
and Murray Balsky, American Alfum (New York, 1968), 2g5,

3% Barbara ¥. Welke, “Rights of Passage: Gendered-Righs Consciousness and
the Quest for Freedom, San Francisco, California, 1850-180," in Quintard
Taylor and Shirley Moore; eds., African-American Women in the American West
(Uuiw-:m-ity of Cklahoma Press, fortheoming); Dorothy Sterling, ed., We Are
Your Sinters: Black Women in the Nindeenth Century (New York, 1984), 20g-a4,
254-55: H. E. Cox, "Jim Crow in the City of Brotherly Love; The Segregation
of Philadelphia Horse Cars,” The Negro History Bulletin 26 (1952): 11 023,
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were in shambles. Well over half of Southern railroads were destroyed
or aippled in the war, culminating with Sherman's calculated devasta-
ton on his “march to the sea” What had not been deliberately
destroyed simply had been worn out, used up.3® In April 1865, the
wreckage of Southern railroads — the mangled tracks, the charred nes,
the tracks abruptdy cut short on cither side of the yawning divide of a
river, the hulk of an exhausted locomotive — stood as so many monu-
ments to Northern power and Southern defeat. White Southerners furi-
ously embraced the task of rebuilding, both to cleanse the stain of
Southern defeat from the landscape and because railroads seemed the
key to regional economic revitalization. What Southerners, and
Americans more generally, had litle sense of in 1865 was that within
two decades railroads — the first large corporate entites in America —
would come to represent an entirely new type of space with powerful
implicatons for status,

In the aftermath of the war, neither steamboats nor railroads felt
much economic incentive to provide truly “first class” accommaoda-
tions to black passengers. Although black travel increased sigmifi-
cantly after the war, whites continued to make up the vast majority of
passengers on public (fansport. They were “the traveling public.” In
steamboat travel, whites generally accounted for roughly three to four
fifths of the passengers.37 Steamboat owners on the lower Mississippi
River and the Chesapeake in the 1870s and 1880s insisted that sepa-
rating white from black passengers was a financial necessity3® One
steamboat captain summed it up: “You cannot get no [white] man to
travel on a boat with [white] ladies where vou would seat them [white
ladies] alongside of colored people. They wouldn't stand it.”3* Other
carriers, steamboats and railroads alike, throughout the South and
over the years echoed these sentiments. 4"

8 Seover, Railroads of the South, 15-22, 54—63; Mark W, Summers, Railroads,
Reconstruction, and the Gospel of Prosperity: Aid Under the Radical Republicans,
r865—rd75 (Princeton. 1984). 4-6.

37 Testimony of John W. Cannot (master and owner K. E L), D. E. Grove
{clerk, Covernor Allen), Thomas P, Leathers (master Nedche, all witnesses for
defendant), Record in Decuir, pp. 19, 24, 2g-50.

%8 festimony of D. E. Grove (first clerk), Capt. John W. Cannot {master and
owner R E. Led, John G. Benson (owner Govemor Allen, all witnesses for
defendant), Record in Decuir, pp. 24, 35-36. 43.

%8 Testimony of Cap't. V. B. Baranco (Missjssippi steambroat cap't. and owner,
witness for defendant), Record in Decuir, pp. 55-36.

# See, e, Testimony of John S. Lawrence (agent and general manager
steamer Cily of Bridgeten, witness for defendant), Recond in Haitie Green, p. 2
Testimony of William Murray (conductor, witness for defendant), Record in
Well: (Sept. 15, 188g, incident), p. 27.
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After the war, carriers simply carved a space for black passengers
from the already defined physical space. The existing structure of
accommodations, coupled with the physical nature of the carriers,
meant that the features of inequality imposed upon blacks would be
different in kind and degree depending on the type of carrier
involved. So it is not surprising that of all the modes of carrage
steamboats were consistently the most segregated in the postwar
South. Steamboats on the Mississippi River, in the Chesapeake Bay,
and all along the Atlantic coastline took space previously used for
second-class passengers or freight, constructed a cabin, and labeled it
variously “the freedmen’s burean,” “the colored burean,” or the *col-
ored cabin.” Carved from the existing space and located below the
cabin for white ladies and gentlemen, the space, by definition, could
not be equal. In an 1872 suit against a steamer on the lower
Mississippi River brought by Josephine Decuir, the cderk admitted
that the rooms in the colored bureau were smaller than those in the
ladies' cabin and that because the colored cahin ran crossways,
whereas the rooms in the ladies’ cabin ran along the side of the ship,
there was pgor air flow and limited natural light below. In conmast o
the ladies’ cahin, which had one or more chambermaids to wait on
the white women, the steward of the boat, a man, managed the col-
ored cabin. Whereas women traveling in the ladies’ cabin had a water
closet of their own, the passengers in the colored cabin, men and
women, shared one. If additional evidence were needed that steam-
ers neither intended or even represented that they were providing
blacks traveling firstclass with equal accommodations to those pro-
vided for whites, the difference in fare supplied it steamners charged
“first class” black passengers only two thirds the fare charged “first
clage” white passengers.4'

Carriers resisted the allegation that they relegated blacks to infe-
rior accommaodations. But if the accommodations they provided were
not inferior, words had lost their meaning. Fven in their protestations
of equality, river and seamen voiced a deeply rooted belief in the infe-
riority of blacks. “l don't suppose there is a boat on the river that fed
the darkies aswell as the Allen” protested John Benson, the master of
the Governor Allen4® In a suit brought by four black sisters — Winnie
and Martha Stewart, Lucy Jones, and Mary Johnson - against a
Chesapeake steamer, The Sus, which ran between Baltimore and

4 Testimony of [, H. Mossoss (clerk, Governor Aflen), John Cedilot, I, E. Grove
{clerk Goverror Allen, all witnesses for defendant), Record in Decuir pp. 10-12,
13, 14, 94, 53, 55. 3

4% Testimony of John Benson (master, steamer Covernor Allen, wimess for
defendant], Record in Decuin, p. 44,
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Virginia in the carly 188os, the agent insisted that the “forward” and
"aft” rabins had the same bed fittings, the same carpets on the floors,
the same matiresses, the same sheets, the @ame blankes. In fact, the
general manager of the line insisted, had conditons really been any-
thing like those the Stewart sisters and their wimesses described,
“Caprain Geoghagan would not have been here to tesify.” But
Captain Geoghagan was there, and he, too, insisted that when he
checked the cabins, “every part was clean and in good order.” When
pressed, he admitted that there were “differences” between the cab-
ins, No blankets were supplied except upon request in the colored
cabin, on account of losing too many to theft. And the colared pas-
sengers did have to pass freight and sometimes cattle on their way
down to their cahin. But they kept the boat as well as they could “with
the travel we carried ™3 Blacks themszelves toled a different story, a
story of a cabin that was so filthy and demoralizing that it was better
to sit up all night rather than attempt sleep. Placed past the cows,
horses, chickens, hogs, and other stock — in fact having to walk along
a passageway through the livestock which was often overflowing with
animal urine — black men and women understood only too dearly
that they were seen as no better than animals #

The picture on railroads was different because the structure of
travel was different. The dominant and immediate response of rail-
roads across the South was to assign all blacks — women as well as men
- to what had been in practice, if not in name, second-class accom-
modations: the smoking car, where they rode alongside white men. As
historians have noted, this was the g:ncm] Pra{:l:i.c(: of railroads in
Georgia, Tennessee, and other Southern states from at least the mid-
1870s.43 In the Carolinas and Virginia, carriers found that they could
protect the sanctity of the ladies’ car by offering the alternative of sec-
ond-class fare. The limited economic means of the vast majority of
blacks led them to choose second-class accommodations where they

# Testimony of Asa Needham (agent), Reuben Foster (general manager),
W. C. Geoghagan (captain, all wimesses for defendant steamer), Reord in
Stewart (The Sue), pp. 48, 44, 4647, 68-69, 8g, go, g6, g8. The black stew-
ardess on the steamer got closest to the truth: “There are three cabins,” she
explained, “[t]hat is the gentlemen’s cabin, and the ladies’ cabin, and then
the forward cabin.” The “forward cabin” was assigned to blacks, men and
women. Steamers on the Chesapeake simply refused to sell a stateroom — the
most expensive and finest accommodation available - to blacks. Testimony of
Elizabeth Franecis (black stewardess, witness Tor defendant), ibid., 17.

# Testimony of Novella Ryan (libellant), Nathan Dorsey (witness for libel-
lants, the Stewart sisters), Record in The Sue, pp. 44, 65-69.

# Howard N, Rabinowitz, Race Relotions in the Urban South, r865-18g0
{Urbana, 1080), 188-84: Charles A Lofgren, The Plessy Caset A Legal
Histovical Interpretation (New York, 1987), 12.
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were offered.4® But in marked contrast to the accepted rule for first-
class white travel, there was no separate place for black women trav-
eling alone or accompanied by a man. Black women, along with their
children, were expected to ride in smoking cars with men of color
and white men. The cars were often filthy and smoke-filled; coarse
jc-lq.e-s. dr.'lﬂl:.iug, and spitling were tolerated and e:-:pec:e:;l.

On some lines carriers provided a separate “compartment,” generally
the front half or third of the smoking car, for black passengers, at full
fare. The very act of Fa.rtiﬁﬂni.ug the car, the car's physical location close
to the engine, and the fact that the other half of the car was a smoker
made "compartment cars” inferior to first-class ladies’ cars. While blacks
had paid first-class fare, no one believed Lh::'}' received fArst-class car
nage. A porter on the Chesapeake, Ohio & Southwestern Railroad from
Shelby 1o Memphis, Tennessee, explained in September 1885, “The
rear coach was for the best passengers, and was the only ouly first class
coach we had, the front car was as our second class car™47 Describing a
compartment car on the Georgia Railroad in 1885, William H. Heard
insisted that the car “was full of dost and dirt, the aLm.Uﬁph:rt was suf-
focaihg, there was just as much smoke in one end as in the other.” On
Heard's joumney from Atlanta, Georgia, to Charleston, South Carolina,
white men, as was s0 often the case, with livde interference from milroad
employees, treated the colored compartment as “their space.” [n con-
trast, Heard noted that the *rear coach” had cushioned seats, a carpeted
floor, and ice water.+®

Railroads never achieved quite the same clear connection among
space, status, and race that had early hecome setiled on steamboats.
Railroad practice of assigning blacks, women and men, to the smoking
car meant that whité men rode together with black men and women.
Even company practice of reserving ladies’ accommodations for whites
was unevenly enforced. In the 1870s or "80s, a conductor on one train
might bar a black woman from nding in firstclass accommeodations,
while a conductor on the next train on the same line would allow her a
seat in the ladies’ car. Conductors excluding black women from the
ladies’ car on one occasion might allow them on the next or vice-versa 49
For example, in December 1882, when the brakeman on the Memphis
& Charleston directed Anna Laura Logwood, a lightskinned black

8 Joel Williamson, Ajter Slavery: The Negro in South Carolina During Reconstruction,
r&61-1877 (Chapel Hill, 1g65), 288-84; Lofgren, The Plessy Cass, 12-14.

47 Testimony of Dick Moody (black porter, wimess for defendant), Record in
Wells (Sepr. 15, 1883, incident), p. 37.

# Petition, July 2, 1887, Testimony of William H. Heard (petitioner), Record
in Heard, pp. 1=5.

# See, o8, Interrogateries of Lewis G, Pymcheon (witness for plaintiff Belle
Smoot), Record in Smoot, np.; Testimony of Lola Houek (plainff), Record in
Houdk, pp. 1-7.
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woman, to the smoking car for her trip from Huntsville to Courtland,
Alabama, she appealed to the conductor, reminding him that she had
always ridden on the ladies’ car and had done so with him, When he,
tu-o,Jinaisted that she ride in the smoker, Logwnod waited for the next
train on which the conductor allowed her into the firstclass (ladies’)
car.® Where black passengers demanded their “right” to ride in “first
dlass” accommodations they might find the demand honored, although
perhaps belatedly, or the conductor might bluntly respond, “Either ride
in that car or walk."** Whether the “ladies’ car” would be reserved exclu-
sively for whites might depend on so apparently arbitrary a factor as
whether a black passenger managed to take a seat in the car before the
conductor or brakeman could block her path. As a brakeman on the
Southern Pacific Railway in Texas conceded in 1887, we “had orders
from the superintendent 1o keep colored people out of the rear coach,
if they got in before the door was closed, they were to stay in, and were
not to be forced out; but if the door was closed first, they would not go
in."5* Although any of these examples could and did apply without
regard to sex, the color line in ladies’ accommodations was always
elearer for black men than for black women.

In case afier case, black men and women enumerated the stark
inequalities between gccommodations provided for whites and those
provided for blacks, while railroad and steamboat employees and
officers trivialized the differences in accommodations, ignored the
sex of the passenger in assessing the equality of conditions, and spoke
of rules made, not rules enforced. Yet starting with a belief in Fl_lﬂ
inherent inferiority of blacks, many whites actually saw no inequality
in inferior accommodations provided to people of cclor. As the
answer filed by the owners of the steamer the City of Bridgeton, in
Hattie Green’s 187g lawsuit put it: the accommodations which would
have been provided her but for her “insisting to ride, where her situ-
ation in life did not authorize her to go; were good. ample, and suffi-
cient for her, and all that she had any right to demand, or expect.”s

% Declaration, April 13, 188g; Deposition of Lewis Pyncheon (white), Record
in Logwood, n.p. See also Testimony of Lola Houck ( plaintiff), Record in FHouck,
. 56,
Epﬂbmrd in Robinson (The Civil Rights Cases), p. 8 Testimony of William H.
Heard (petiioner), Hecord in Heard, pp. 1-5. :
5¢ Tn his testimony, the conductor admitted that the instructions were verbal.
“I don’t think I could show you one scraich of a pen about it,” explained the
conductor. Indeed, he could not give any time or place in which he had I?ecn
given the instructions, “but that was the custom and um:'lnmandmgl.’
Testimony of Charles Oaks (brakeman), F. Farnsworth (conductor, both wit-
nesses for defendant), Record in Houck, pp. 28, 32, 43-44, 45-46.
5% Answer, Oct. 2q, 1878, Recond in Hattie Green, n.p. For a very similar state-
ment directed at Mary Church Terrell, see Mary Church Terrell, A Colored
Woman in @ White World (1940; rpt., New York, 1g80), 2gfi-g8.
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The instability of the interior space of the railroad car related
directly to the successful legal challenges black women brought
against carriers for the denial of firstclass accommodations, but
the instability related as well to dramatic changes in the exterior
space of American railroads.’ At the end of the Civil War, the
American railroad network amounted to 95,000 miles. By 1870,
railroad mileage in America had expanded to 53,000 miles. In
each of the next two decades, the toal railroad mileage came close
to deubling, increasing from 535,000 miles in 1870 to g3,000 miles
in 1880 and then to 164,000 miles in 18go. During the critical
decade of the 1880s, railroad construction in the South matched,
and at umes outpaced, railroad construction in the nation as a
whole. Between 1880 and 18go, rail mileage in the South increased
from less than 15,000 miles of track to over 2g,000 miles5* The
dramatic increase in mileage meant that the railread touched the
lives of many Southerners, white and black, for the first time in the
1880s and connected them to other counties, towns, and cities.
The proliferation of railroads created a new pressure for standard-
ization of race relations.?®

The transformation of America’s railroad network also fed the
]:rrcaaure'.'notju&: for standardization, but more pointedly, for asser-
tion of state control. At the time of the Civil War, Southern railroads
were physically separate from lines in the North, In the generation
following the war, Scuthern railroads became integrated with rail-
roads in the rest of the nation. Within the first decade after the war,
bridges spanned rivers like the Ohio and the Potomac. More impor-
tant, the South jeined the rest of the nation, adopting in 1333 four
standard zones of “railroad tme” and in 1886 standardizing the
gauge of railroad tracks. Before the massive conversion, Southern
railroads had operated on twentyone different gauges of track,
hobbling connections between lines even within the South.
Technological changes were encouraged by consolidation (through
O‘wncnhip and leases) of short, i.ndc]}:ndcnt lines into massive mail-
way systems. By 1883, for example, the Richmond & Danville
stretched some 2,200 miles from tidewater Virginia to central
Alabama, with branches to the state capitals and most of the princi-
pal cities in Virginia, the Carolinas, and Georgia.57

State boundaries became increasingly obscured by the intersiate
character of American railroad corporations, The maze of tracks on

3 The legal challenges of blacks to discriminatory treatment in public tran-
sit are described in Chapters 8 and g.

&R Stover, Raifoads of the Sowth, 144, 190.

55 Ayers, Promise of the New South, 157,

T Btover, Faifmads of the Sowth, 241.
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FIGURE 7.1. The railroad thmetables that passengers used in planning their
travel, like these 1912 timetables for the Southern Railway, did not even men-
tion the states through which they passed. Courtesy of the University of
Chicago Library ( fficial Guide of the Railways, July 1912).

maps showing railroad lines obscured state lines.*® As the maps indi-
cated, state boundaries were irrelevant to the flow of passenger traf-
fic. Passengers traveled from MNorfolk to Greensboro, Richmond to
Raleigh, Louisville to Memphis, Washington to Charlotte, Chicago to
New Orleans.’® [n sharp contrast to the disjointed picrure of rail
travel from the 1840s, there was now a seamlessness to travel.
"Coupon tickets” allowed a passenger to purchase a acket from one
point to another with passage on several different companies’ lines,
the passenger’s baggage checked through from starting point to ulti-
mate destination. Traveling from Vicksburg, Mississippi, to New York
City in 1910 on a coupon ticket, Pearl Morris, a white woman, rode

# Sec, e.g., The Official Guide of the Railways and Steam Navigation Lines of the
United States, Porto Rico, Conads, Mexico, and Cuba (July 1900}, T54. 798
{showing [llinois Central and Southern Railways).

5 See, e.g., ihid., 796—40, 810-14 (showing lines of the lllinois Central and
Southern Railways].
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en several different railroads and passed through cight states. Yeu, just
as many traveling by air today would be unable to say what states they
passed over on their journey from one point to another, Morris was
unclear which states she passed through. She had bought a through
ticket from Vicksburg to New York and did not think of herself as trav
eling anywhere in between. Railroad corporations had created a new
experience of national guugmph}t“"

Long-distance travel severed whatever ties railroads had had with
the vision of rail travel as the great leveler. By the closing decades of
the nineteenth century, rail travel epitomized Thorstein Veblen's por-
trayal of “conspicuous consumption."! For those passengerswho had
the financial means, rallroads offered increasingly stratified modes of
travel in the form of parlor cars, different classes of sleeping car serv-
ice, dining cars, club cars, and elaborate private cars. In 1880, nation-
wide, there were 140 parlor cars; in 18g0, §50; in 1900, 500; and by
1920, 1,570.%% They were marked as exclusive cars, never represent-
ing more than z.5 pereent of the tol American pasienger cay fleet.5s
They enabled the privileged to escape from, at the same time that
they impressed their privilege upon, commoner Americans. The
Pullman Company set the standards for luxury o avel.™ To ride on
the “pullman” was a casual but unequivocal claim to status.

The availability of increasingly ornate accommodations marked
one end of the departure from the egalitarian ideal; accommodations
for blacks and immigrants marked the other. As the number of immi-
grants coming to America's shores multiplied geometrically in the
L.]t.ln-iut; decades of the nineweenth CENLury, railroads ]Jl-:_;.'l::;rjl:lg]:-
sought ways to separate immigrants from “first class” travel
Immigrants found their way across the American continent crammed
inw cheap, dirty “emigrant cars.” Some roads offered second- and
third-class emigrant cars. Western railroads like the Union Pacific
built separate lodging-houses and segregated eating-places at stations

% Schivelbusch, The Railway fourney, 38. It is important to note, though, that
the freedom to be ablivieus e I,'IJ:-Iri:-Ii markers such az state boundaries was
itself racialized. Blacks quite simply did not enjoy the same freedom to be
unaware of where they were; indeed, survival could I:I:Pf:m;f on being atiuned
to the nuances of race from one community or state to the next. See Meil R
McMillen, Dark fourney: Black ;"vﬂi*:l',;s.!;{:j:iawj in the Age of fim Crow (Urbana,
JHRD]' =14 .

- Thomtein Veblen, The Theory af the Leisure Class (New York, 1gob).

"* White, American Roailrod Pasenger Car, 2o2-371, G58. See also Lucius
Beebe, Mangions on Pails (Berkeley, Calif., 1950)

% White, American Reilroad Pasenger Cay 284, 658, and chs. g and 4 generally
B4 The saloon of the steamboat was the model for the Pullman Company's

“palace” cars. Lucius Beebe, Mr Pullman’s Elgpant Palace Car (MNew York, 1961).

Purmal
I’:.!.lz-.-:l:
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FIGURE %.2. In promotional literapure like this lithograph by Rallin and
Liebler (New York) for the Chicago & Alton Railroad's Grea: Palace
Reclining-Chair Route, railroads used white ladyhood as proxy for status, at
the same time subdy highlighting the individual's dependence on American
railroads. Courtesy of the Library of Congress, Collection g1fbgg1, LC-
UsSZz6z2-1376.
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They even tried to keep immigrant and normal trains separate as
much as possible. Large stations across the United States had separate
waiting rooms — often designated *second class” — for immigrants, As
in accommodations for African-Americans, in immigrant cars,
women were huddled together with men. On roads lacking immi-
grant cars, immigrants desiring second-class ratcs were assigned to
the "smoker.” The immigrant accommodations cordoned off in rail-
road stations and on the railway journey gave immigrants an intro-
duction to the deep inequalities in American society.%s

Even as railroad expansion transformed the experience of the
national landscape and the interior space on the railway journey
modified the American cgalitarian ideal, corporations themselves
took on new form, The vast national network of railroads not only
made other large-scale industries possible, their organizational struc-
ture provided the model for the development of American corporare
capitalism,*® Railroads were the first national corporations in the
South and in the nation more generally. Size required new ways of
deing business marked by internal hierarchy and formal rules. For
the vast majority of Americans, railroads were the physical emhbodi-
ment of industrialization.

Crowth and consolidation of America's railroads were accom-
plished at the cost of local ownership. At the end of the war,
Southerners could claim the railroads of the South as their own.
Two decades later they could not By 18go, Northern men and
maoney controlled the majority of Southern railroads of over 100
miles. By 1goo, the transition 10 Northern control of Southern rail-
roads, in terms of men, money, and management, was c;mllplctn:.E’

% Richards and MacKenzie, The Raifway Station, 145-48. For a specific dis-
cussion of the practice, sce Fifteenth Annual Report of the [Massachusetts] Boand
of Railroad Commissioners, fanuary, 1884 (Boston, 1884), 44—46. The hierar
chy betveen immigrants and blacks could be surprising. In Jane Brown's
1880 lawsuit against the Memphis & Charleston Railroad Company, the
Jjudge emphasized that Brown, a black woman who had bought a first-class
tickce, had been cjected from the ladies’ car and forced into the smoking
car, which was “crowded with pasengers, mostly emigrants, traveling on
cheap rates, with many women and children.” “On proof like this," the judgs
noted. 'T donot see how the jury could have found otherwise than a wrong-
ful exclusion.” Brown v. Memphis & Charleston RR. Co., 5 F. 499, 502 (W.D.
Tenn. 1880}, 7 F. 51,61 (1881).

% Alfred D. Chandler, Jr, The Visible Hand: The Managerial Revolution in
American Business (Cambridge, 1977); Chandler, *The Large Industrial
Carporaton and the Making of the Modern American Economy,” in Stephen
E. Ambrose, ed., Institutions in Modern Amevica: Tnnovation in Structur and
Progress (Baltimore, 1967}

% Stover, Railmads of the Sruth, 206-g, 27g-84.
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As corporations dominated by Northerners, railroads were doubly
foreign to Southerners.

Even as railroads occupied more space, they became increasingly
disanced from local norms and state governmental power. The
financial bottom line of the system, not local conditons, dictated pol-
icy, including the kinds of passenger cars that trains would haul and
the stations at which they would stop. Before the Interstate
Commerce Commission in 1887, the general counsel for the Georgia
Railroad, Joseph B. Cumming, warned that if the ICC or a court told
the railroad that it either must supply sleeping coaches to black pas-
sengers or allow black passengers o sleep in the coaches set aside for
white passengers, “we may feel it best for the management of the road
to take off our sleeping cars.” As Cumming explained. “[wle could
not afford to baul an extra slecper for colored people, when there
would not he a berth applied for perhaps once in six months, and
when that case comes up we propose to meet it not by any claim that
we cannot be compelled to furnish it, but that we have the option at
least of not furnishing sleepers to an}rhndy.“ﬁﬁ

Citizen petitions often ran headlong into the demand of staying on
schedule. In 1898, for example, the [llinois Central rebuffed a citizen
petition from Amire City, Louisiana, requesting that the railroad cre-
ate a passenger stop in their town. As the company put it, “while the
delay incident to making the stop at Amite may seem to be a small
matter to you it would be rather a serious one to us in connection to
making the schedule with such a train.” As if it would assnage the
local citizens’ frustration at being turned down, the company added,
“when first-clase service is furnished [to] through passengers they nat-
urally think better of the-counry which they pass than if the service
was indifferent.”®® Railroad companies had become a thing apart
from the physical space through which they passed. Their allegiance
was not to the locale, but to the corporation.”™

The men who personified railroads — conductors, brakeman, ticket
agents — lost a measure of their rf:gi-:mul id:nﬂt}r in the process of
becoming corporate men. They were at the start and remained white
men; borm and raised in the South, they shared Southern white preju-
dices. Yet the systemization that marked corporate expansion left less
room for the exercise of individual judgment. In 1873, a longtime
steamboat captain and owner on the lower Mississippi River could say,

5 Oral Argument of Joseph B. Cumming (general counsel, the Georgia RR.),
Record in Heard, pp. 54=35. :

B9 William G. Thomas, Laurering for the Ratlroad: Business, Law, and Power in
the New South (Baton Rouge, 19g99), 27-28.

7 Edweard L. Ayers, Promase :.IJI" the MNew Soweedy: f.a;,l"t A_ﬂrr Recomstruction {(Oxdord,

1992), 12.
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“l don't propose o give up my steamboat to ... anybody ., white or
black. When 2 passenger comes aboard my boat, he comes to get such
accom'odations as [ cho'se to give him, ... and if it doesn't suit, why, he
doesn’t go."" The steamboat captain, the master, epitomized the
autonomous man. On ship, his word was sovereign. Often owned indi-
vidually or by a small circle of investors, sieamboars in the 18708 and
before conmrasted dramatically with radlroads. Itis hard to imagine even
what role an owner would have occupied on a railroad - engineer? con-
ductor? Railroads exemplified the corporate form in which ownership
and control were separated from daily operations. ™

The expansion of corporate authority created a space in which
individual judgments were subordinated to the will of the corpora-
tion, voiced in company rules and procedures. As a conductor on
the Georgia Railroad explained, when two black passengers
pleaded with him to allow them into the rear, first-class {(white)
coach in 1887, he had to obey company orders requiring him to
assign all black passengers to a separate coach; if he did not, they
would get somebody who would.’® He was no doubt right.
Company rules replaced the diseretion, the individual judgment of
conductors and other carrier employees, and in so doing, allowed
white employees to feel absolved of personal responsibility for
racism. Lawyers representing white passengers injured by conduc-
tors’ and other railroad employees’ enforcement of company rules
described the men as pawns of corporate power. These men no
longer descrved the title *Southern men”; they were mere puppets
moving at the will of their corporate masters.”™ The same was true
for railroad lawyers. While railroad corporations generally had
only a very small aumber of lawyers who were employees, they
attempted to monopolize local mlent with their promise of busi-
ness. Lawyers, only too anxious for the sure source of income the
railroad scemed to promisc in a twbulent economy, exchanged
their independence for retainers, 75

By the late 1880s, Southern railroads were no longer Southern.
The shift was not simply in Southem railroads, but held true for

7 Testimony of Cap't. Thomas P. Leathers (witness for defendant, cross-
examination), Kecord in Decuir, p. 50.

7* For discussion of railroads and the emergence of the modem corporate
form, see Chandler, The Visible Hand; Martin J. Sklar, The Carporate
Rrconstruction of American Capitalism, 18go—rgr&: The Market, the Law, ond
Politics {Cambridge, 1983), ®

72 Testimony of Willlam H. Heard (peduoner), Record in Heard, pp. 5—4.

7¢ Oral Argument of Hon. Pat Henry (lawyer for Pearl Movris, plaintff),
Record in Pearl Morvis, pp. g2=-93, 97.

™ Thomas. Laanyering for the Railmad, ge—=53. 55. 56, 247=40, 254=56, 258=50.

270 Person: Racial Segregation

railroads throughout the nation.™ As corporations, railroads rep-
resented a new type of space — corporate space. Although chartered
in a given state, they seemed to explode, at the same time that they
exploited, state boundaries.”? The Pullman Company exemplified
this phenomenon. When Pearl Mormis purchased her through
ticket from Vicksburg to New York City, she also purchased a berth
on the Pullman sleeping coach that would be attached to the train.
In the course of her journey, the Pullman coach in which she rode
was attached to the traing of 2 series of different railroads, so that
by the end of her journey she had “ridden” on the Alabama &
Vicksburg Railroad, the Alabama, Vicksburg & Scuthern Railroad,
the Southern Railroad, the Morfolk and Western Railroad, and the
Pennsylvania Railroad.”® The coach in which Morris rode, like all
Pullman coaches, was owned by the Pullman Company. To main-
tain itz standards of luxury, the Pullman Company entered into
leasing arrangements with railroad companies for use of its cans,
but retained ownership and control of the cars, hiring and training
all employees (e.g., conductors, porters) and physically maintain-

7 Sireet railway ownership and control underwent a similar transformation in
roughly the same period. The shitt to electnicity as the principal motive power
of streetcars beginning in the kate 1880s required huge capital outlays leading
to consolidadon of lines and loss of local contol of strestcar companies. By
1goo most large American cides had unified streetcar systems controlled amd
financed by investment capitalists in place of the local men ard money which
had eswblished and operated horsecar lines. See Walter E. Camphell, "Frofit,
Prejudice, and Protest: Utility Competiion and the Generation of Jim Crow
Streetcars in Savannah, 1goy-1goy7,” Geogia Historical Quarerdy 70 (1g986):
1g7—281. See also Department of Commerce and Labor, Burean of the Census.
Special Reports: Sirest and Electric Roilways, reoz (Washington, D.C, 1goj), B,
1zo-z5, Holt, "“The Changing Perception of Urban Pathology," 334 Chandler,
The Visible Hand, 1g92—g3; Charles W. Cheape, Moving the Masses: Urban Public
Transit in New York, Boston, and Philodelphia, 18%0-19r2 {Cambridge, 1980)
(New York, Boston, and Philadelphia).

77 On the ransformation in the law of corporations over the course of the
ninetzenth century, see Morton | Horwitz, The Transformation of Americen
Law, 187o-rgfo: The Crisis of Legal Orthodoxy (New York, 19g92), G5—107;
Herbert Hovencamp, Entenprisg and American Law, 1836-1937 (Cambridge,
Mass., 1gg1); Lawrence M. Friedman, A History of American Law, 2nd ed.
(MNewYork, 1985), 511-25; Charles W. McCurdy, *The Enight Sugar Decision
of 18gg and the Modernization of Corporation Law, 186g-1003." Busines
History Revienr 55 (1G79): 304-42: William |. Neovak, The People’s Welfare: Low
and Kegwlation i Nineteenih-Ceniury America {Chapel Ihll, 1996}, 1e5-11;
James Willard Hurst, The Legitimacy of the Business Corporation in the Law of the
Umited Stetes, 1780—1970 (Charlotesville, Va,, 1970),

78 Testmony of E. A Stedman (dcket agent, Queen & Crescent System, wit-
ness for defendant railway), Record in Pearl Mornis, p. 214
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ing its cars.”™ In contrast to railroad companies whose rails gave
them a physical permanence in a state, there was an ephemeral
quality to the corporate presence of the Pullman Company in every
state where its cars were in use.

Railroads marked the modern experience of space. In the twenti-
eth century, privately owned spaces would become centers of public
life: amusement parks, department stores, malls, restaurants. The
individual, the corporation, the state, and the nation no longer had
neat borders, What were the limits of individual rights, corporate
rights, state and federal governmental rights in the modern nation?
For historians searching to answer the question of why Southern
states began adopting separate coach laws in the late 1880s, here, it
seems, are contributing factors. Separate coach laws were a dramatic
reclamation of space, an affirmation of state's rights, as surely as
secession had been almost furl.:.-' years before.

Although there was significant variation among the states’ laws, between
1887 and 1go1 every Southern state mandated that railroads segregate
white and black passengers in accommodations that were equal but sep-
arate, From there, Southern states moved to streetears, steamboats, and
ather I.Jul:r]i'r_' accommodations 3 Railroads could meet the terims of the
statutes by setting aside whole cars for each race or by partiioning cars.
Laws extending state-mandated racial segregation to streetcars required
companies to post signs denoting which seats were for white and which
seats were for black passengers and were required to erect partitions
dividing the white from the “colored” section of the car.® Reflecting the
ebb and flow of streercar waffic, they gave conductors the authority o
move the partiion to-adjust for the demands of the travel.

Looking at the laws alone misleadingly suggests completeness and
finality where it did not in fact exist. Jim Crow did not wansform
Southern transit overnight. There was no stage curtain lowered and
raised moments later on a new scene, now divided between “white™ and
“colored.” The spatial ransformaton was far more gradual, contested,
and unsure. It was over a decade before every Southern state had passed
a separate coach law. Given the interstate character of railroad networks

1 Bee Answer (The Pullman I:Inmpanﬂ, March 15, 154;:E, Racord in Gaines;
Agreed Statement of Facts, June 11, 115, Record in Norton, pp. 26—50.

= Florida adopred the first separate<oach law in 1887, followed by
Mississippi in 1888, Texas in 188g, Louisiana in 1Bgo, Alabama, Arkansas,
Tennessee, and Georgia in 1891, and Kentucky in 18g3. Between 188 and
1go1, North and South Carolina and Virginia, too, passed separate-coach
laws, See Chapter q.

# Sece, c.g., Laws of Misissippi (1888), Gh. 27, pp. 48—4g; Laws of Misissippi
{1904), Ch. gg, p. 140.
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this factor alone suggested a period of ambiguity. After all, waffic did

not stop at state lines; it flowed beoween cities in different states, some
North, some South. The Louisville & Nashville, for example, passed
through eight Southem states, including states — the Carolinas and
Virginia — which did not adopt Jim Crow untl the turn of the century.,
Railroad companies’ resistance also meant that the transiton would not
be immediate or, in fact, ever complete. The legal dimension of resist-
ance 0 Jim Crow is explored in Chapter g, but there was another
dimension to resistance: simple, old-fashioned foot-dragging.® The
piecemeal construction of Jim Crow at the beginning of the twentieth
century very much resembled the piecemeal dismantlement of Jim
Crow half a century later® Moreover, new forms of transportation
meant that construction was an ongoing process that eventually over-
lapped the beginnings of dismantlement.®4

In the initial years of Jim Crow, blacks and whites boarding trains in
the South discovered that physical conditions in the cars assigned w
each race were much the same as they had been before the adoption
of the laws. KEentucky had had 2 separate-coach law for two years when
Robert Lander assisted his wife Fannie, both black residents of
Hopkinsville, Kentucky, to board a train of the Ohio Valley Railway in
their hometown in 18gg. Yet the Landers discovered that littdle had
changed. The “colored” compartment was the front third of a car
immediately behind the baggage car and the engine; the rear portion
of the car was a smoking compartment for white passengers, and the
door between the two compartments stood open, allowing smoke to fill
the colored compartment. The colored compartment was dirty and
dark and during the journcy would be filled with smoke from two
directions: the engine and the smoking compartment. [n contrast to
the single small compartment walled off for blacks, the railway pro-
vided both a smoking compartment for whites and an entire additional
passenger coach, the ladies' car. The Landers’ experience was typical. ™

Separate-coach laws did not change the economic incentives that,
in part, had led carriers in the first instance to shunt hlack passengers
into what were, in practice if not in name, second-class accommaoda-

82 Thomas, Lawyering for the Raibroad, 12g~35.

#3 See Catherine A Barnes, fourney from firm Crow: The Dessgregution of Southem
Transit (New York, 1983).

54 See generally ibid ; Pauli Murray, comp. & ed,, States” Laws on Hace and Color
{New York, 1950). For two cases that highlight the evolving character of Jim
Crow, see Corporation Conmission v, Intervacial Commission, 108 N.C. 317 (10930)
{suit to require state commision to adopt rules extending segregation to
buses); Brumfleld v Consolidated Coach Corforation, 240 By, 1 (19%1) (applying
common law in absence of legislation extending segregation to buses).

5 Petition, Testimony of Robert N. Lander (plaintiff), Record in Landsy, pp. 1-3,
15-16.
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tons. If anything, it increased those incentives by cutting down on
black travel. In suits brought by black and white passengers againsi
railroads, railroad companies inwoduced evidence showing that
African-Americans accounted for less than 20 percent of local travel,
a significantly smaller fraction of interstate travel, and an infinitesi-
mal percentage of nxury travel. For example, in a suit brought by five
bishops of the AME Church on behalf of African-Americans before
the ICC in 1go8, the General Passenger Agent of the Southern
Railway Company, W. H. Tayloe, noted that blacks accounted for
approximately 18 perrent of their local rravel and less than 1o
percent of the company's interstate travel. James Martin, the
Superintendent of the Southeastern Division of the Pullman
Company, noted that blacks accounted for less than one thirtieth of
1 percent of the travel in his division.®® The statistics produced by rail-
road companies must be used with caution. Railroads had an incen-
tive to underestimate black travel whether they were arguing that they
provided blacks space proportionate or even generous for their num-
bers or arguing against segregation as a “taking of property.” They
were as aggressive in arguing the numbers in suits brought by white
passengers as in suits brought by black passengers.®

The numbers, even if accurate, did not reflect actual demand.
The law itself — the imposition of state-mandated segregated transit
- and the legal as well as illegal adjustments thai the law led com-
panies to make undeniably curbed black travel.®® Wealthy and dis-
tinguished black men like Wesley Gaines, a bishop of the AME
Church, told of having to circumvent local ticket agents, who
refused to sell Pullman berths to blacks, and make arrangements in
advance through officials of the road with whom they were person-
ally acquainted. Even then, as Gaines noted, the railroad agent
might require him to pay for an entire drawing room, at twice or as
much as four times the price of a single berth, to ensure that no
white passengers would have o sleep near a black passenger.®® For

# Testimony of James Martin (Superintendent, Southeastern Division,
Pullman Coempany), W. H. Tayloe (General Passenger Agent, Southern
Railway Company), Record in Gaine, pp. 338=40, 500, 507.

*1 See, e.g., Testimony of W. H. Tayloe (General Passenger Agent, Southern
Ry}, Recowd in Gaines, pp. 505-8; Agreed Statement of Facts, June 11, 1015,
Record i Norton, pp. 29-30.

5% See Testimony of Bishop Henry M. Turner {petitionerh, Record in Guines,
pp- 121-22. In the absence of segregated transit, Bishop Turner insisted that
black travel would be three or fgur times higher.

5 Testimony of Wesley |. Gaines (petitioner), ibid., 23-25. See also
Deposition of Mr. Harris {conductor, the Georgia Railroad), Record in Heard,
PP 1o-11 (admitting that “every fair means would be devised to prevent a
colored passenger from taking a berth in the only sleeping car” on a train).
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those without special connections, the more common result was no
seat in the Pullman at all.®®

Beyond the deliberate foot-dragging, the sheer magnitude of the task,
the cost and complications of implementing separate accommodations,
meant that the ransformation would take time even had carriers been
eager to enforce the laws, which they were not. By 1goo, there were
closc o 35,000 miles of wack in the South. Five major lines = the
Southern Railway, the Louisville and Nashville, the Atlantic Coast Line,
the Seaboard Air Line, and the linois Central — accounted for 20,000
miles of Southern road.®* The nemwork of railmad maffic was compli-
cated. For the year ending June g0, 1go1, the Seaboard Air Line Railway
had 2,592 miles of track running through six Southern states (Virginia,
MNorth and South Carolina, Georgia, Alabama, and Florida). During the
year it passenger trains ran some 4.5 million miles, camrying over 1.6
million passengers for a total of 78 million passenger miles, all with only
176 passenger coaches5* By 1goo, the Southern Railway Company had
6,415 miles of track crossing eight Southern stares. On the route from
Washington, D.C., wo Charlotte, North Carolina, there were 86 stops.
On the route from Chattanooga, Tennessee, to Brunswick, Georgia,
there were go stops.%3 Jim Crow imposed an additional level of compli-
cation on this already complicated picture. Genuine compliance with
Jim Crow required railroad companies to measure their travel — white
versus colored - between every stop on the line, factor in how that travel
fitinto longer lines, and make up their trains accordingly. % Even if the
space provided had been adequate for the most part, somewhere along
the line a revival, fair, or court day could throw the balance wildly out of
kilter, as an unanticipated throng of white or black passengers surged

9 See, eg., T. Monigomery Gregory, “The ‘Jim Crow' Can" The Crisis (Feb,
1g16): 195-g8; Testimony of Bishop H. M. Tumer (petitioner), H. E. Perry
(black insurance solicitor, witness for petitoners), Kecond in Gaines, pp. 120,
132, 172—226. See also Crosby v, St Lowis—San Francisco Ry, Co, 112 LC.G. 239
(1926); Harden v. Pullman Co., 120 LC.C. 359 (1926); Williams o. The Chicag,
Rock Island &7 Pacific Ry. Co., go Kan. 458 (1g13).

" Stover, Roifroads of the South, 275,

8% First Annual Report of the Seaboard Air Line Railway for the Year Ending fune
Foth, rgor (Norfolk, Va.), g—4, 20-21, 24-25.

95 The Ufficial Railway Guide of the Ratlways and Steam Novigation Lines of the
United States, 700, 806, 811.

94 Lawsnits exerted at least periodic pressure on railroads w consider the
ratio of black to white travel. See Testimony of W. H. Tayloe (general passen-
ger agent, Southern Railway Company), Record in Gaines, p. 613. On the other
hand, I have not found evidence thar railroads responded to Jim Crow by pur-
chasing new cars designed to meet its requirements. In the years between the
18805 and 1goq, a single passenger coach cost roughly 38,500, Luxury cars,
such as huHe‘[—li'hrary passenger cars and parlor cars, cost more — r[tﬁp-&tl'.‘i.'i."&]'}".
$10.820 and $14.550. John F. Stover, History of the linois Central Railroad
(MNew York, 1975), 214,
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onio a train on which racially divided space snddenly meant inadequate
space for one race or the other®

Even planned events like excursions could generate an absurd jug-
gling of passenger seating, musical chairs in black and white. An
llinois Central Ralroad excursion from Aberdeen, Mississippi, to
New Orleans in the spring of 1911 offers a typical example. Initially,
the train had nine coaches, the first five behind the engine assigned
to blacks and the last four to whites. In Jackson, the train picked up
three new coaches attached to the rear of the train, changing the
coach tally to five black, seven white, By the time the train reached
Hammond, Louisiana, the coaches assigned to blacks were full. To
give blacks another contiguous coach required moving all the white
passengers out of the sixth coach - the first white coach immediately
behind the colored coaches - and back to coaches further on the
train.%® Moving passengers of one race to create space for the other
race rankled people of whichever race were asked to move.

Just as they had before the days of state-mandated segregation, rail-
roads resisted claims that accommedations were unequal or that equal
meint identical. They attempted to make of every example of inequal-
ity an exception, a joke, a lie.97 When Auguss Redmond brought suit
against the [linois Central Railroad in 1917, the company insisted that
contrary to Redmond’s claim that he had notheen given a seat, the con-
ductor had removed the white passengers from the smoking compart-
ment o that the black passengers could have tie entire car The
company made light of his claim that he could not use the only teilet in
the colored compartment because it was marked “Women. "

Yet inequality was inevitable. Railroad stations highlight the archi-
tecture of inequality. Hundreds of small depots dotted the Southern

# Railroad companies went to great lengths in suits brought by African-
Americans to prove that they received far more complainrs regarding inade-
quate space from whites than blacks. See Testimaony of W. H. Tayloe (general
passenger agent, Southern By, Co.), Reord in Gaines, pp. 5o3-8, 533, A fow
states specifically provided in their Jim Crow laws for flexibility in emergen:
cics or unexpected overflow, See, e.g., Laws of Maryland (1go4), ch. 10q, sec,
B, pp. 186-87; Laws of Virginia (1go0), ch. 226, sec. 7, pp. 256—97; Laws of
South Carolina (18g8), no. 483, sec. 5, p. 778. But the definition of “emer-
gency” ar “unexpected” was open to interpretation and contest,

o8 Testimony of B D. Robbins (conductor, witness for defendant railroad),
Record in O Leary, pp. 124-30.

¥ A frequent response of companies to claims by black passengers of inferior
accommodations was that a car had had to be substituted at the last moment
because of some safety issus involving the repular coach. See, e.g., Testimony
of W, C. Cason {conductor, Seaboard Air Line Ry.), W. H. Tayloe (General
Passenger Agent, Southern Ry. Co., both witnesses for defendants), Record in
Crrines, pp. 46070, 518-24.

881 ilinois Central R.E. Co. v Redmond, 119 Miss. 765, 770 (1g19).
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landscape just as they did the rest of the nation, Under Jim Crow, rail-
road stations along thousands of miles of track had to be remodeled
w0 provide racially separate spaces for white and black passengers,
Blueprints for what the Tlinois Central referred to as s “standard
Southern style depot” showed two rooms of exactly the same dimen
sions, one immediately behind the other Studying the blueprint one
notes that the white waiting room fronted on the railroad platform
with a door and window facing the tracks; the only door into or exit-
ing from the colored waiting room was onto the platform at the side
of the station. The structure of space allowed white passengers to
temain in their waiting room and see the train arrive through the
vindow provided. Blacks could not, %

In execution, Jim Crow transit never reached the absolute clarity that
the blueprint for a station or that the laws on the statute books sug-
gested. Describing a uain rip in the 1gzos with a black YWCA coworker,
Katherine DuPre Lumpkin noted that afrer esch woman passed
through the waiting room so painstakingly designated for her race, she
came out onle the pladform on which there were no signs. '™ The signs
— “"White” and “Colored” - at the door of the milroad car that seemed
te mark space with such clarityand permanence masked the ephemeral
nature of raced space, more generally. A simple flip of the sign revealed
that white could become colored and colored white, For railroads,
reversible signs simplified the task of executing Jim Crow. But for pas-
sengers, the reversible signs introduced a level of Unceraingy, a poten-
tial for ambiguity. What of the sign that through some accident or
deliberate malfeasance was reversed along the way?'* On streetcars the

M See, e.r., Letter from Ass’t Gen’] Psgr Agent to Jno. Dwyer, Asst Gen'l
Freight Agent, Aug. 25, 1904, LC. Supporting Papers, Minutes of Meeting of
Board of Directors, Nllinois Central R.R Company Records, Newberry
Library, Chicago, IIL
'™ Katharine T Pre Lumplin, The Making of & Southemer {1946; rpt., New
York, 1991), 133, 215; quoted in Grace Hale, Making Whiteness: The Culture of
Segregation in the South, 18go—iggo (New York, 1008}, 154. The same point is
graphically illustrated in photographs of bus stations in the South taken
under the auspices of the Farm Security Administration and the Office of

ar Information between 1937 and 1945, See, e.g. LOUSWa.grgrq.E, LC

USW3-37974-E, File Location E-5153, F.S.A. Photograph Collection, Library
of Congress, Prints and Ph otographs Division (Washington, D.C.).
' For one incident in which a sign was murned around midjourney, see Payne
© Strvens, 125 Miss. 582 (1gz1), The presence, absence, size, and content of
signs figured prominently in lawsuits curing the [im Crow era, See. eg.. San
Antonio Tracion Co. v. Lambkin, 99 SW 574 (Tex. Civ. App. 1gog) (white passen-
gens maoved sign on streetcar); Weller v. Missowri, Kansay 62 Tiae Ry. Co., 185 SW
374 (1916) (conducior insisted that he had posted signs designating car for
black passengers. but that at Austin somiconc had tom the signs down);
Louisvilie & Interurban RR. Co. v. Gary 209 Ky 841 (1925) (conflicting evidence
regarding whether conch white man was riding in when injured in fight with
black passengers was marked “white” or “colored” when he boarded).
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ambiguity was even more pronounced. Jim Crow streetcar laws gave
conductors the authority to shift the color line as the passenger needs
of the moment ]'L‘l'.]'.li.]'{.'.{. The shit ting color kne created what Katherine
DuPre Lumpkin called “the twilight zone.” Some states and cites
arempted to mitigate the confusion, with little success, by requiring
whites to board from the front and blacks to board from the rear
Noting the confusion, uncertainty, and resuling friction, Ray Stannard
Baker observed in 1go8 that “streetcar relationships are, therefore,
symbolic of the new condifions™ — there was a color line that was not
open to doubt, but “neither race knows just where it is.”'™

Urban growth, national markets, and the railway systems that
served them further undermined the clarity of Jim Crow. The Jim
Crow South was not a closed system. Interurban clectric strectcars
made the six-mile trip between Cincinnatd, Ohio, and Covington,
Eenrucky, and other cities like them on either side of the Jim Crow
divide, dozens of times in a single day, day after day.'®® Along the
Atlantic seaboard and cutting a deep swath through the Midwest, rail
systems like the Seaboard Air Line Railway and the Illinois Central
Railroad bore passengers, white and black, from states where it vie
lated the law to divide passengers by race into states where it violated
the law not to divide passengers by race. After the turn of the century,
every |'I'I;‘:J'1’r|' rail System had exclusive interstate trains that prurui.st*:.l
luxury, limited stops, and speed to long-distance travelers. The
Southern Railway Company’s “Memphis Special” - a solid through
train made up of exchsively Pullman drawing-room sleeping cars and
carrying only interstate passengers — ran from New York City
Memphis, Tennessee, cm's.i.ing the borders of eight states along the
way. '™ Interstate transit created a fault line that in time would pro-
vide the critical opening to bring Jim Crow crashing down. [t was like

' Lumpkin, Making of 2 Southerner, 194; Ray Stannard Baker, Following ihe
Color: Amenican Negro Citzenship in the Progressive Era (1008; mpt., New York,
16643, 30=31. See also Avers, Prowmise of the New South, 452-34, and Hale,
Makingy Whiteness, 1g83—g6. The fact that states continued to 'hriﬂg quits ;13-.{1'”“
carriers into the 1gzos for failure to enforce separate coach laws powerfully
lli:;:E“.l.J;._'.‘“.[ﬁ the fact that "|1'k_';:|l:'g.l.l_i1.l:l WAS Never l:_ul;ll]JIl,':l;'. Scc, .8,
Comneonwealth v Ilineis Central LR GCo., 141 Ky 502 (1011) (failure w0 seg-
regate passengers on Pullman sleeping car); Mashille Ky, & Light Co. v State,
144 Tenn. 446 (1g20) (failure to segregate passengers on streetear).

' See, e.g., South Covington & Cincinnati Street Railway Company v Kentuchy,
gne 115, 309 (1g1g). :

“ The eight states were New York Pepnsvhvania, Delaware, Maryland,
Virginia, Alabama, Missisippl, and Tennessee. Intersiate luxury wavel b idg-
ing the Jim Crow divide came from the West as well. See, eg., Siate.
Calveston, Harrisburg & San Antonio Ry. Co., 184 SW 227 (Tex. Civ. App. 1916)
(Southern Paeific Railway train no. 1o running from San Franciseo, Calif,
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the vine that as it grows along the brick wall cuts small fissures into
the apparently impenetrable surface of the brick so that as one sea-
son follows another with wind and rain, cold and heat, the brick itself
begins to crumble.

Railroads and other carriers resisted Jim Crow not out of any com-
mitment to equality or human dignity, but for its undeniable eco-
nomic inefficiencies and for the challenge it posed to their autonomy
and aunthority. The irony is that railroads themselves — both in their
structuring of the internal space of rail travel and in the transforma-
tion of the external space of rail transit— contributed to the pressures
that generated statutory Jim Crow. But railroads did not act in a vac-
uum. From the outset, railroads and other carriers had responded to
social and cultural nonms in the division of space in Puhli:: ransit. As
the provision of “ladies’ cars” for women and “smoking cars” for men
suggests, public transit bore the imprint of gender from the start.



