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ABSTRACT 

This thesis will focus on the potential for rail oriented development in the greater St 

Louis area, and methods to communicate that potential. 

From many means of analysis, there is a serious problem with the "modern suburb" form 

of development. Whether in regards to the suburbs' long-term infrastructure costs, their 

social and psychological dysfunctions, the diminished resources they depend upon or the 

new, different tastes for housing, our region needs to find a new model. 

The current type of growth has been in effect for over sixty years; only in the last fifteen 

has it drawn much criticism. Many have claimed that this type of growth is simply the 

result of market demand. Others recognize that our suburban transportation/housing mix 

is the result of collusion between government and industry. 

The purpose of this present study is to address the opposition that arises when rail 

oriented growth is proposed. Auto-centric policies that have dominated America for 

decades won't be released easily. Some have even come to equate the isolation of 

suburban lives as the liberty intended by our nation's forefathers. 

Perspective was gained for this study by an analysis of St Louis' historical growth, and 

by an analysis of peer cities with rail oriented growth. Social commentators have had a 

lot to say about our nation's choices for growth. Now, also, so do a rising demographic 

in today' s society. There are many facets of bringing rail oriented development to 

the region which were considered. With feedback from officials, the plan was refined. 

Responses to the plan also reflected on the effectiveness of its communication. 
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The result of the project (Chapter Four) shows that there is an excellent opportunity for St 

Charles County to use existing rails for rail oriented growth. An informative brochure 

proposing such a retrofit of this walkable lifestyle was prepared as a basis for further 

discussion. It would be a long, hard process, but one that is worth it - and for many 

reasons, imperative. 
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DEDICATION 

This study is dedicated to everyone who needs a "place" where they can find 

peace with their past, in order to restore communities today. It's a place where 

there's a love greater than any we can imagine, with a judgment that reaches all. 

That place is not a train, but it does involve a journey back in time. So, this is 

dedicated to fellow travelers. 
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From the song "I Come With Joy" 
by Brian Wren, set to an American folk tune: 

As Christ breaks bread and bids us share, 

Each proud division ends -

The love that made us, makes us one -

And strangers now are friends , 

And strangers now are friends." 

From the poem "The Dry Salvages" 
by T .S. Elliot: 

When the train starts, and the passengers are settled . .. 

Their faces relax from grief into relief, 

To the sleeping rhythm of a hundred hours ... 

You are not the same people who left that station 

Or who will arrive at any terminus, 

While the narrowing rails slide together behind you. 

X 



CHAPTER I 

INTRODUCTION 

TO HEAR A SONG OF COMMUNITY 

During World War Two, Americans were encouraged by the song "America, 

the Beautiful", and today's suburbanites need that song again. The physical 

disconnectedness among middle class residents is a real peril, too, as it brings 

a decline of community involvement. That loss of social interaction in the 

suburbs (where most Americans live) lowers satisfaction in life. Suburbs had 

been chosen as isolation from social problems. They were, however, not the 

panacea they were promised to be (Putnam). Americans today may still 
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regard our country as "beautiful", but social harmony as described in that song 

is missing. The line "God ... crowned thy good, with brotherhood ... " likely 

seems more curious than familiar. Is there a way to retrofit our suburbs to 

better enable that quality of "brotherhood" by elements of community design? 

The past has more with which to answer today's problems than just a song. 

Specific design elements of communities built around commuter train stations 

(or, around an extensive streetcar system) brought positive results, even here 

in St Louis (Stilgoe). Elsewhere in America, such commuter rail services 

continue, or have been reinstated. Perhaps those cities chose this 

transportation option for the economic vitality of developments around them. 

Perhaps the trains are popular also because they enable the "social capital" of 

shared experiences (Putnam). Such musings li d to this Master's project. 
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Ours is a "family friendly town", but the days of simply providing parents of 

young children their low-density, single family homes are over. The needs 

must also be met of the suburb' s young adults and retirees - who want a place 

there where they can walk more than drive. Their preference should remind 

us all that "good old social interaction" is hard to find in the suburbs. The 

quickest way to fill that gap is this: plan walkable developments around rail 

service on a suitable existing track. Fortunately, both the track and a suburb 

perfectly matched for this design exist in our region; a proposal for such is in 

Chapter Four of this Master's project. What will happen with the proposal 

remains to be seen - the song is still waiting to be sung. 

An outline of Chapter One ... 

This introduction to the possibility of a suburban rail service in our area has 

the following sections: Growth Seen In History, A Tough Audience, A 

Tough Policy, New Plans Needed, Getting From Here To There, Leaders 

Needed, Summary and Statement of Purpose. First, however, a further 

description of commuter rail is needed. 

Commuter rail in many cities . .. 

Many cities know the value of commuter rail transit. They have had a 

positive experience with commuter rail, or its variant with more frequency, 

suburban rail. For some, these trains have been operating over freight tracks 

for a century. This includes Boston, the New York City area, and Chicago. 
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Many other cities revived their commuter trains decades ago, such as 

Baltimore and Washington D.C., Miami, Dallas, Los Angeles, San Francisco 

and Seattle. New versions of such service have started recently in Trenton, 

Nashville, Minneapolis, Albuquerque, Salt Lake City, San Diego and 

3 

Portland. Additional lines have also subsequently been added in Boston, 

Chicago, and San Francisco/Oakland. Still other commuter rail operations are 

under construction in Orlando, and proposed in Atlanta and Charlotte. 

Why rail works ... 

The dynamics of rail transit are impressive: it works because it is efficient and 

appealing. Steel-wheels-on-steel-rail is a lot smoother, safer and less stressful 

than automobiles. Trains thus can attract more riders than cars when in honest 

competition (train and auto going from/to the same points in comparable 

times). Rail service attracts developers because it is recognizable and 

permanent. A "transit oriented development" at a station not only makes 

popular destinations easily accessible, but also give residents a neighborhood 

that is pleasing through which to walk (Weyrich). 

Initial project proposal. .. 

This Master's study originally considered rail oriented growth on three routes 

in the St Louis region as part of linking downtown St Louis to the western 

suburbs and to South City. When further research clarified the level of costs, 

limits of funding, and location of potential, the study became narrowed to a 
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local initiative within St Charles County. The proposal at first had addressed 

six stakeholder groups: the public, the developers, the planners, the 

politicians, the railroads, and the transit agency. This became narrowed to the 

public, because this while all the stakeholder groups must eventually "sing 

along to the same tune", the public must be the first to take up the song. 

GROWTH SEEN IN HISTORY 

Our "Gateway City" revealed in three eras ... 

4 

The St Louis region started as river ports from which to launch commerce and 

westward expansion. Then, in the last third of the 1800s, railroads blossomed 

across the landscape. Our storied 1904 World's Fair came in the middle of a 

thirty year era when the St Louis region thrived around hundreds of miles of 

streetcar lines and eight different commuter train routes (Young, A.D.). That 

second era, which had started in urban social disarray, became an environment 

of positive social involvement. There was a rise of social organizations and of 

positive urban design (Putnam, Kunstler). By the 1920s, however, favor for 

rail oriented development began to fade, for reasons to be discussed later. 

The nation's Road Act of 1916 and its commitment of federal funds to roads 

foreshadowed the region's third era of growth. The automobile-based era hit 

full speed after WW2 and has been tearing across the landscape since. The 

first mile of our nation's interstate highway was in fact built in St Charles 

County, near the 1-70 interchange with First Capitol Drive. The post WW2 
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"urban flight" spread St Louis' metropolitan population across the land along 

these highways. We now occupy an area three times the amount of space 

formerly used, with the region's population constant (Archibald). 

Consequences of modern suburban growth . .. 
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The peril of these suburbs is seen in the statistics. Nationwide, attendance in 

public meetings today is less than half of what it was in 1970; younger 

peoples' involvement in groups is less than half what it was then, and peoples' 

membership in clubs lasts less than half as many years as it was in 1970. The 

"gathering experiences" at which people can share their concerns are 

disappearing - Americans have friends over about half as often as in 1970, 

and families eat meals together about a third less often (Putnam). With St 

Louis' loss of neighborhoods, the only way to identify another is by asking 

"What high school did you attend?" With our loss of civic pride, many 

corporate headquarters departed. Young adults ( our grown children, and 

university students) move away: this is our "brain drain". 

The difference between old and new suburbs ... 

Many boast that modern suburbanites enjoy the most mobility, but those 

suburbs built in a walkable design actually offer residents more mobility. 

Their design meant everything that one needed was closer (Putnam). 

Kirkwood, where I now live, is the oldest (1854) planned suburb west of the 

Mississippi River. It retains high property values, economic activity, and 
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school life. This community was built around the Pacific Railroad's 

commuter rail service; another rail line's commuter service and two streetcar 

lines were added later. Its streets are on a grid; its houses are closer than 

those in new subdivisions. It has sidewalks, and businesses to which one can 

walk or bike. It has a mix of incomes and races. Around the country in the 

early 1900s, similarly designed "streetcar suburbs" were built such as our 

Skinker-Debaliviere neighborhood and University City. They were walk-able, 

diverse in use, and compact (Stilgoe). 

Though some cringe at the term, modern suburban-type subdivisions are of a 

design often called "sprawl". This is "a land use pattern . . . strung together by 

arterials and highways." Its single-use zoning requires that all housing (with 

uniform house- and lot-sizes) be in one area, and all selling and office 

activities in another area. Much of America thus has "relentless parking lots 

and oversized roads, uniform tracks of houses, isolated office parks, strip 

commercial areas, and above all, ... near total dependence on the car" 

(Calthorpe). In these new suburbs, every ten minutes more spent in an 

automobile commute means 10% less time for socializing (Putmam). Regions 

of these subdivisions are called "technoburbs", becoming cities unto 

themselves - without any need for the downtown, the region's former core 

(Fishman). St Charles County is an example of such a new type of city. 
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St Louis' inadequate commuter trains . . .. 

Why did St Louis establish so few areas around commuter trains, compared to 

other cities? Why was it that in all these towns, like Ferguson, Webster and 

Kirkwood, their commuter rail link later needed augmentation by streetcar? 

The reason: our commuter trains were slow and subject to delay. That was 

because, unlike other cities, St Louis' railroads never built passenger train 

routes into downtown. Why not? 

This was a function of economics and timing: other cities grew beyond their 

borders earlier than did St Louis. As they expanded, the commute technology 

of the day was the train. Railroads built rail corridors to enable their big 

downtown companies' employees to commute past industrial congestion 

(Young, D.M.). By the time St Louis expanded beyond the limits of its 

extensive streetcar system (over 400 miles), automobiles had become the 

popular commute-mode. (Young, AD.) Developers also found then that land 

along the railroads had been purchased, whereas land along dirt roads was 

cheap (Gordon). So subdivisions began to fill every farm field, and roads 

were built in every direction to serve them. 

/ 
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A TOUGH AUDIENCE 

Public anger became official policy . .. 

One rarely recognized reason for the shift in commuter preference toward the 

automobile was the public's simmering anger toward railroads. Trains were 

often associated with unsympathetic, unaccountable railroad Robber Barons 

(one of whom said "The public be damned"). Passengers often experienced 

threadbare service. Streetcar companies were also seen as monopolistic and 

overbearing through their declining service levels. That decline resulted from 

fewer funds for maintenance due to the public assistance given to the roadway 

competition (thereby eroding farebox-recovery). With fewer funds, their 

underpaid employees were compelled to strike, losing loyal commuters. The 

lack of inter-line and inter-modal cooperation and connections made it 

difficult to use rails as one system (not so with a network of roads) (Stilgoe, 

Young, A.D.). Politicians acted upon the public's anti-rail sentiment with big 

initiatives after the initial Road Act. After WW2, there were new home loans 

for returning veterans stipulating that they build in areas accessible only by 

car. 1956's Interstate Highway Act was the world's largest public works 

project (Goddard). Today, a lingering distrust of railroads may account for 

making Amtrak beg for funding every year. Meanwhile, the subsidies given 

to airports and highways eclipse the support for rail infrastructure. 
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Following exclusionism into alienation ... 

Another often-unacknowledged reason for automobile-dependence was that it 

took homeowners away from lower income peoples. Such exclusionism is 

inevitable - but not as public policy. It appeared in area real estate 

developers' housing covenants fifty years earlier, specifying that blacks and 

Asians could not be owners. Municipalities ( created around these 

subdivisions) also imposed restrictions as a condition of ownership (Gordon). 

Single-use zoning (which geographically separates housing from the retail and 

service functions) ensured homogeneity of residents. Neighborhoods could 

not have shops where staffers of different backgrounds might live. The 

Federal Reserve's directive was that post-World War Two housing loans were 

only for those whose homes matched the definition of sprawl. Single family, 

low density, new homes were considered worthy investments - but other 

designs were not. That was the status quo for over fifty years (Kunstler). 

This long-established suburban/urban divide has spawned alienations upon 

both sides. For those in the far suburbs, this codified their fears of people of 

different backgrounds (Suarez, 83-97). In the City, residents' resentments 

grew as they were forced to help carry the excessive costs of sprawl ( due to its 

redundant infrastructures). Many new roads, sewers, and power lines had to 

be built which City residents would not likely use. Funding this outward 

growth also meant fewer funds for the Downtown core, which then decayed 

(Gordon). 
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When the City was "disinvested" along with urban flight starting in the late 

1940s, the remaining urban residents had only the Federal Government for 

help. The ensuing Federal mismanagement of family-life damaged its 

dependents. Pride of family was lost as women found that infants without a 

father gains one a federal (WIC) subsidy. The pride of ownership was lost as 

residents were paid to rent, rather than own, their residences, according to 

HUD policy. Pride of country was lost there, as in the suburbs, by schools 

which removed America's forefathers from its teachings. A conservative 

black commentator, Jesse Lee Peterson, protests that the modern welfare state 

simply moved blacks off the white man's plantation and onto the 

government's plantation (Peterson). The view from the suburbs, however, is 

that City residents are solely to blame for a dependence upon the government. 

A TOUGH POLICY 

The rise of Utilitarianism ... 

Many intelligent suburbanites offer objections to transit funding which 

reveals, not an ethnic bias on their part, but rather a particular philosophy. 

Suburbanites' disapproval of federal entitlement programs (in which transit 

funding is included) is seen simply as a way to reduce spending. To envision 

a more productive life for others instead of such frugality never occurs within 

"utilitarianism." This philosophy originated in the early 1800s. It is 

innocuously defined as "the greatest happiness to the greatest number of 
/ 
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people." With the greatest number of people now in the suburbs, the problem 

for City residents becomes evident. Guided by utilitarianism, the abuses were 

disastrous during the Industrial Revolution. Today, its suspension of 

conscience in the name of pragmatism results in other non-compassionate uses 

of wealth (Schaeffer, p. 116). The unhealthy "us vs. them" gulf today 

between suburban and urban communities is one result. It is contrary to the 

unique nature intended by our forefathers for our American community. The 

misunderstanding is perpetuated by blaming social problems upon the living 

conditions of closer, more connected lives, as found in urban designs. 

In the Commonwealth of Virginia, Republicans lawmakers were trying (in the 

spring of 2012) to kill a law permitting development of a greater density. It 

was Republican legislators who had originally passed the bill allowing density 

as a boost to developers. Lawmakers later felt compelled to prevent a "feudal 

transit village" from being created in their district. A blog writer noted that 

they seem selective in invoking "property rights". Restricting some owners' 

rights to develop thus was not to preserve social qualities in the community, 

but simply to ensure that dense development be made illegal (Woods). 

Utilitarianism's boast is that it is "so practical that it works", but its problem is 

that it doesn' t work. This can be seen in that it refuses to spend a dime today 

to make a dollar in ten years (as in the common slogan, ''No new taxes!"). 

Recently, several new governors supported by local Tea Parties vetoed new 

/ 
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passenger train initiatives. These governors' concern was that spending they 

considered non-critical would increase the unacceptably high national debt. 

That concern didn' t stop the $4 billion plan for widening the highway from 

Milwaukee to Illinois. In Florida, proponents of higher speed rail linking 

Orlando and Tampa had counted on federal funding. Though the private 

companies involved guaranteed there'd be no expense or risk to the state, the 

governor still refused the plan. While the State failed to pursue other ways to 

realize this train's potential, fortunately the Florida East Coast (FEC) Railroad 

did. FEC recently announced it will fund and operate trains linking Orlando 

and Miami, to start in a few years (under the name All Aboard Florida). No 

public money will be used. This is possible only because the railroad not only 

has the operation, but also significant land holdings which will increase in 

value, a rare combination. It is shortsighted when local governments do not 

use strategies such as public-private partnerships and value-capture taxes to 

facilitate similar projects ' completion. 

Objections to transit . .. 

Arguments against new rail transit often lack substance in fact. One is "If 

this project is worth doing, then let the private sector do it!" This works only 

when the private sector interest has significant land holdings (such as the 

Florida East Coast Railroad with its new project, or the Bechtel Corporation 

with its building oflight rail to Portland's airport). That situation is rare, 

however. Without land holding to develop, all regional transit agencies need 
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government support to operate. From Long Island to L.A., no residents 

question the worth of well-established commuter rail transit. 

13 

Objections have been made to new rail transit on the grounds that some recent 

passenger rail projects have been disappointing. It is true that some rail line 

promoters have employed the "silver bullet" analogy, suggesting that just 

having a train guarantees development (Weyrich). Some transit agencies lost 

sight of the potential for rail-oriented development as part of their contract 

with the public. In cases like our own Cross County MetroLink and Boston' s 

Greenbush commuter rail line, pleasing immediate neighbors instead took 

priority. These lines went way over budget and took years longer to build 

than expected, in part because of expensive tunnels and reroutes. On the 

Greenbush line, stations were placed far from the small town centers. Over a 

period of decades, however, growth will catch up and the complex 

coordination of rail oriented development will take shape (Anderson). As 

with the Albuquerque RailRunner, the Minneapolis North Star, the Nashville 

Star and the Austin MetroRail commuter lines, all were built in growing areas. 

Their potential will materialize, given zoning help and the financial provision. 

America's losses from utilitarianism ... 

Results of the utilitarian mindset are described in the book Why The Rest 

Hates The West. It notes that the West, in contrast to much of the rest of the 

world, turns its back on its ancestors. "That Westerners ... have successfully 
/ 
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liberated themselves from their own past is no small part of their own sense of 

rootlessness" (the typical American family moves five times in its lifetime). 

"Attachment to place and extended family began to ebb away", the author 

wrote. As a result, "the anonymity of (American, western) life (has) reduced 

the accountability of individual behavior." Our modern times have elevated 

"self', hoping to free it from the shackles of social bonds (since such bonds 

are construed to be an imposed identity). We then develop a shallow 

substitute identity. "By ... expecting each person to make his or her own way 

in the world" ... "the adolescent identity-crisis has been created. And this 

identity crisis (in the West) is a marketing bonanza. (These) Adolescents are 

told that. .. the latest consumer artifacts are the paths to self-actualization." 

"We .. . use (that) wealth to cocoon ourselves from ... unpleasant realities" 

(such as death and suffering). "In so doing, we fail to empathize with the 

poor. .. setting ourselves up for conflict with them" (Pearse). This is a 

destructive policy, excluding that world described in song wherein "good" is 

crowned with (the social bonds of) brotherhood. 

NEW PLANS NEEDED 

This study started as a proposal for several transit links to downtown. Further 

research indicated that the area with the best overall potential is along a rail 

line in St Charles County. There is no near-term hope for this train to 

connect to MetroLink, as Metro lacks funding for a Westport extension. 

/ 
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Metro's current plans are for new Bus Rapid Transit (BRT) services, 

including one to St Charles County. Most likely, these will be premium 

express bus services using 1-64 rather than 1-70. At the end of the Rail 

Shuttle would be the regular Earth City bus and perhaps a rush hour express 

bus. While that offers a useful backup plan for commuters, it is not likely the 

commuter's first choice. The proposal therefore focused on development 

improvements at Mid Rivers Mall and New Town, once linked by the train. 

Consideration of this premium rail service within St Charles County need not 

raise the issue of race, for two reasons. First, the Rail Shuttle proposal would 

not change the demographics - except for keeping family members from 

leaving in search of a walkable lifestyle. Families increasingly need to stay 

near each other due to economic and other pressures. Also, social biases on 

race and income - inevitable on both sides - will not be changed by new 

transportation policy. That instead is the domain of the church. St Charles 

County's transportation planning can and should address family dysfunctions 

(also inevitable), by helping family members wanting "walkable". St Charles 

County residents would be the primary users of Rail Shuttle, getting a special 

discount on its premium fare. Those connecting from outside of St Charles 

County would pay a fare of perhaps $5 - twice that of Metro Link. 

Second, it should be understood that St Charles County 's 1990's misgivings 

about MetroLink (when a tax initiative was voted down three times) were not 

/ 
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about race. They were mostly due to the initiative's vagueness and system­

incompatibility. St Charles County Executive Steve Ehlman pointed out in a 

radio interview (KWMU, "St Louis On The Air" on 5/29/2012) that at first the 

proposed MetroLink extension to St Charles County received a 48.5% 

favorable vote, and was supported by most local leaders. A big sticking point 

became who would pay to extend MetroLink from Lambert Airport to the 

bridge (St Louis County refused, and St Charles County obviously did not feel 

obligated). Also, the route proposed within St Charles County made little 

sense, crowding light rail in along on an already congested highway. The 

pedestrian access problems there would have been monumental. 

This new Rail Shuttle proposal avoids the use of federal funds, allows it to be 

designed much more according to local needs. It also engages St Charles 

County citizens to be involved in their own future. It would be locally 

administered and funded. The only role for Metro would be in the MetroBus 

connection at Earth City. 

The Rail Shuttle plan requires that St Charles County develops a new growth 

focus in an unprecedented departure from building everything around 

automobiles. This new growth plan would likely require that the County give 

the new station areas priority for office and retail developments. Streamlined 

approval processes and other incentives there would also contribute to the 

goal of attracting developers (Rybczynski). Objections that this is a new 

/ 



17 

form of"government coercion", "the taking of private property rights", don't 

square with history. St Charles County residents have had their rights to 

farmland, nature and some walkability paved-over for decades. What is 

being proposed now is to revise St Charles County's definition of "good" to 

be the qualities its graduates and retirees want. Such a change will benefit the 

surrounding subdivisions as well: real estate prices will stabilize due to the 

added local vitality and variety (Lukez). 

The current growth pattern in St Charles County is to "leapfrog" one 

development after another further west and north, and putting the vanguard of 

growth into Warren and Lincoln Counties. Two areas left behind, Mid Rivers 

Mall (along with nearby parts of St Peters which lost population in the past 

decade), and New Town (along with nearby Frenchtown) need new market 

attraction. To retrofit the enduring quality of a walkable connectedness 

around rail transit is a great opportunity to achieve this attraction. 

Citizens look for more ... 

Americans are increasingly aware of the importance of better transportation. 

In 2010, 77% ( 44 of 57) of transportation measures (mostly transit) around the 

country passed. This is even higher than the average for the decade (71 %), 

significant in light of a rising anti-tax sentiment (Citizens for Modern Transit, 

2/9/11). St Louis County's Proposition A, which went by the slogans "St 

Louis goes to work on Transit" and "Our Economy Is Riding On Transit", got 

/ 



63% of the vote. This measure had the support of corporations, universities 

and regional planning groups. It passed despite strong opposition from the 

local Tea Party, led by member Jonathon Bums (Leisure, 3/28/2010, p.Bl). 
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Objections to transit also derive from the public's weariness, due to previous 

failed solutions for our diminishing local economy. The St Louis region has 

had "an edifice complex" in which large public venues (the Dome, the Arena, 

the new baseball stadium, the Wl W airport runway) were hyped in order to 

gain public money. None of these delivered the new growth promised. At the 

same time, many municipalities have lured developments from their neighbors 

using taxpayer subsidies, or TIFs (Nicklaus). No new value was created then, 

either; we need a more sophisticated type of planning. 

Youth find more ... 

Perhaps the most interesting and successful new growth in our region has been 

in the Washington Loft District. For residents there, having a car and a yard 

is not as important as having time to socially connect on-line. They represent 

the tip of the iceberg of the new demographic, young adults who are 

connected technologically and want a face-to-face connection in their life as 

well (Tachieva). Could a new rail-oriented development in St Charles County 

provide that? Attracting them to stay rather than to move to another town 

would win for Rail Shuttle the favor of its likely toughest critics - the parents 

of these grown children. 
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GETTING FROM HERE TO THERE 

The Rail Shuttle proposal is a dramatic departure from decades of business 

practice. As such, its presentation will require strategic persuasion. One 

technique is finding a common interest in order to initiate a conversational 

tone. Another is to know how to get the stakeholders "excited" . (Boothman) 

Perhaps toughest, the persuader must know and like himself, so that he is able 

to interact with those receiving the presentation both spontaneously and 

gracefully. Only then can he see himself navigating the varied, complex 

interactions his idea elicits. Confidence in such situations comes from 

anticipating typical communication or perception "barriers" (Shell). These 

principles were considered in producing the study Results (Chapter Four). 

The most surprising challenge of this Rail Shuttle effort was that, in order to 

influence others, one must be a leader. Great insight on this topic is available 

from John Maxwell in his book The 21 Irrefutable Laws of Leadership. 

Maxwell makes the compelling point that no matter how technically skillful a 

person is, his effectiveness in life can be no more than the level of his 

leadership abilities. He then poses the challenge in this way: 

Although it's true that some people are born with greater natural gifts 

than others, the ability to lead is really a collection of skills, nearly all 

of which can be learned and improved. But that process doesn't 

happen overnight. Leadership is complicated. It has many facets: 
/ 



respect, experience, emotional strength, people skills, discipline, 

vision, momentum, timing - the list goes on. As you can see, many 

factors that come into play in leadership are intangible. That's why 

leaders require so much seasoning to be effective. That's why I felt 

that only after reaching age fifty was I truly beginning to understand 

the many aspects of leadership with clarity. 
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Maxwell describes a discipline called "reflective thinking" wherein one learns 

from one's failures. Such consideration is the only way to put in clear view 

the challenges still ahead. This Rail Shuttle proposal faced obstacles and had 

failures in its early communication; these influenced its final form. 

TOUGH LEADERS 

One of the disciplines that Maxwell used to cultivate his own leadership 

ability was to learn from great leaders. To this end, my reading for this 

project has included books on the unique leadership of Abraham Lincoln and 

George Washington. I hoped to learn how they never seemed to lose their 

composure or their sense of direction, though they encountered stiff 

opposition (from both foes and allies). They never seemed to dwell on their 

opposition - but what were they looking at instead? My sources were The 

Eloquent President and Washington's God. 
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Lincoln's respect for people and their needs ... 

Lincoln masterfully drew thoughts from the Constitution and the Declaration 

oflndependence. Lincoln countered the Confederacy's arguments by 

steadfastly holding to the Constitution's vision and charter of the Union. He 

ultimately appealed to the Declaration of Independence and its description of 

liberties and human value as a sacred contract among men. His applying that 

contract unto "a new birth of freedom" clashed with established finances of 

that day (perhaps as Rail Shuttle does, in a small way). Despite the vagaries 

of the men he dealt with, Lincoln maintained a moral consistency and caring 

for all without preference. This composure was a key to his bringing a better 

vision for America's people with such success. 

Lincoln's reverential joy ... 

In The Eloquent President we see that Lincoln rose above political infighting 

because his spoken words were both informed and inspired. A "vanished ego" 

and his thoughtful observations enabled him to eventually move from fatalism 

to providence. He was able to "connect human purposes, with their tendency 

toward pretentiousness, to ... the purposes of God." Lincoln was careful while 

considering the purposes of God to follow disciplines of logic and 

composition. His selflessness manifested itself in his taking pleasure in 

working with an idea over time, i.e., meditating. This selflessness (and 

perhaps a sense of the Creator's love for mankind) also enabled him to "feel 

the public pulse" (as Horace Greely, a prominent writer of the day, described 
/ 
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APPENDIX 

From A Place To Remember - Using History to Build Community 
By Robert R. Archibald, 1999 

Now residents of the area can travel nearly thirty miles in the same thirty 
minutes, but they are enclosed in a wheeled box insulated from people and 
places and with diminished opportunity for casual acquaintance and informal 
familiarity. The result is the Ishpeming version of the national post-World 
War II exodus to the good life: houses separated from non-residential 
functions by zoning laws, a new "downtown" stretching for twenty miles 
along the highway, modem commercial buildings in the middle of acres of 
parking. My own city of St Louis is a big-city example: the population has 
increased 34% since 1950 but the land area that population occupies has 
soared 355%. People in such places live isolated and segregated lives, and 
those relationships upon which community and civic life depend wilt and 
wither. And the community disintegrates . 

.. . But these new arrangements of (concrete infrastructure) space are also the 
catalyst for a community memory lapse that is not so obvious but even more 
threatening. Familiar places are the repositories of memory both personal and 
communal. . .I am appalled at the unrelenting decimation of the once-vibrant 
downtown ( of Ishpeming). 

More than 150 years ago, Alexis de Tocqueville, the insightful French 
observer of American life, was struck by the necessity of informal association 
to democratic life. "Among the laws that rule human societies," he observed, 
"there is one which seems to be more precise and clear than all the others. If 
men are to remain civilized or to become so, the art of associating together 
must grow and improve in the same ratio in which the equality of conditions is 
increased." But where now are the places where we will practice the art of 
"associating together?" 

We know that objects ... are symbolic memory devices; that is, they stimulate 
remembering .... The community we create is founded in shared remembrance 
... especially those places that are conducive to the casual associations 
necessary for emergence of shared memory, common ground, and 
commitment to the common good. 



Voiland, Adam. "The Search for GOP Partners on Transit: Streetsblog 
Q&A With Glen Bottoms." Streetsbog.org. Oct.28, 2010. 
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The opposition of some Republicans to any transportation policy that doesn' t 
follow the highway-oriented status quo seems to be reaching a fever pitch this 
election season .... The people behind a new transit-friendly think tank - The 
American Conservative Center for Public Transportation - think they can 
clear some space for a less polarized discussion of transportation policy. The 
center is the brainchild of conservative rail transit proponent William Lind 
and former Federal Transit Administration division chief Glen Bottoms, who 
aim to convince skeptical conservatives about the value of transit. 

The center just rolled out its website on Friday, so we caught up with Bottoms 
to find out about the effort. (The transcript has been edited for clarity.) 

Streetsblog: Why should conservatives support public transportation? 

Glen Bottoms: We have three main reasons that we pitch to other 
conservatives. One is that we must reduce our dependence on foreign oil. 
Right now 90 percent of recoverable oil is controlled by foreign governments, 
most of which don't wish us very well. Second is economic development. 
We've found that using streetcars in cities downtown spawns development. 
And third is that conservatives are traditional. Streetcars are a way to preserve 
neighborhoods by effectively promoting neighborhood cohesion and vitality. 

SB: What is it about transit that seems to irk conservatives so much? 

GB: At this point, any increase in taxes seems to bring people out of the 
woodwork. Take the gas tax, which hasn' t been raised since 1993. Even a 
one cent increase in taxes has become a real anathema. Conservatives tend to 
look at cars and highways as freedom, as if they are a basic American good. 
And they think roads pay for themselves. Of course, if you read Bill Lind's 
article "Rail Against the Machine" you'll see that the huge amount of money 
put into highways over the last 60 or 70 years has been one of the main 
reasons that public transportation has fallen on such hard times. 

SB: What percent of highway funding is subsidized by the government? 

GB: Fifty-eight percent of highway funding comes from user fees, including 
the gas tax, with the rest coming from general revenues. People like to say 
that mass transit is subsidized. That's true, but so are highways. Before our 
massive public highway program, public transit was privately operated and 
maintained. When you subsidize one mode of transport against the other, it's 
no mystery who wins. Free-market conservative adherence to highways 
rather puzzles us because it's certainly not a free market outcome. 

/ 
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SB: How do conservatives respond when reminded how much highways are 
subsidized? 

GB: It's one of those things that doesn't correspond with their beliefs, so they 
just ignore or disparage it. If you read the material by Randal O'Toole and 
Wendell Cox, you'll see that they specialize in half-truths. There was a 
statement by Daniel Patrick Moynihan that said: "You're entitled to your own 
opinions, but you're not entitled to your own facts." 

SB: What sort of "half-truths"? 

GB: One example: they keep saying that only two percent of total trips in the 
metropolitan area are by mass transit. That means absolutely nothing. Transit 
doesn't serve everywhere, we know that. 

What you have to look at are the corridors where transit is competitive. If you 
look, for instance, at the District of Columbia, 40 percent of people entering 
the downtown area in the morning rush hour are carried by transit. And that's 
been stable for the last twenty or thirty years. Forty percent, that's a huge 
number. 

So to get that two percent, they include truck trips, trips to the laundry, trips to 
the grocery, etc. You can make the overall percentage of transit trips look 
smaller depending on how you count. For example, if you take your car and 
go to the laundry, then the grocery store, then the drug store, then home, each 
of those are counted as one trip. Right there, that gives you four trips during 
one outing. But, if you take transit downtown, do the same errands, and come 
back that counts as just two trips. Some conservatives have fastened onto the 
"small" percentage of transit trips overall as a reason for not supporting 
transit, but it' s partly an anomaly in the way things are counted. 

SB: Do you get labeled as a turncoat or a Republican in Name Only (RINO) 
for supporting transit as a conservative? 

GB: Based on what I've read so far, not yet. Of course, the usual suspects are 
going to say we're wrong, and give their nostrums and tired old reasons for 
opposing transit - it 's a waste of money, we need to build more roads, and 
we're suffering from congestion because we don't invest enough in highways. 
Still, we haven't seen anybody get really nasty yet. 

SB: Do you support buses as well as rail? 

GB: Well, buses are part of public transportation, but our emphasis is on rail. 
We feel that rail gives you the biggest bang for the buck over the long term. 
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Comments to this Blog: 

-J:Lai: . ... Due to necessary economies of scale, transportation will not be 
adequately supplied by a non-monopoly provider. . . (I) nvestment in 
transportation benefits everyone, as it is required for many types of economic 
activity. (G)overnment (is) the desired supplier as the costs should be 
distributed across society as a whole .... 

We have invested an enormous amount of resources in our current 
transportation infrastructure ..... The "pure economic analysis" ignores the 
fact. .. (that) the historical investment in auto-based transport has created an 
entrenched class of people who benefit from maintaining the current system at 
the expense of investment in an alternative system. This is purely ( a case of) 
those who have wealth trying to protect it. I would not call that a conservative 
issue, although I guess it depends on how you define conservative. 
10/28/2010 

Alon Levy: . .. For once, I wish conservatives actually read what the Europeans 
themselves say about how to build transit. They do not mention privatization 
and PPPs positively; this is because (the Europeans) control costs by having 
the design done by people who work for the transit agency, rather than by 
outsiders whose main incentive is to steer public money to their employers. 
They also keep a watchful eye over the contractors, to prevent them from 
abusing the system and doing shoddy or incompetent work. They prefer to 
have a well-run government, rather than to say government doesn't work and 
then wash their hands when the private sector loots the taxpayers. 

None of this means privately provided public transit can't work. It can. But 
companies like East Japan Railways and Hong Kong's MTR act like a 
leviathan public operator sometimes ..... 10/29/2010 
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Community Input at PDA Meeting, O'Fallon MO -April, 2012 -Andrew 
Sisk 

"Planning Design Area" meetings have been held in a dozen selected areas in 
the St Louis Metropolitan region. These were hosted by the East West 
Gateway Council of Governments (EWG), to gauge (as well as focus) public 
concerns. Organizers were very gratified by the turnout at the Lake St Louis 
meeting, representing also the areas of O'Fallon (including Winghaven) and 
Wentzville. Attendance at this meeting was double the 40 they've had 
elsewhere, with 80 people present. The organizers suggested a June or July 
follow-up meeting. 

Attendees that evening gathered at ten round tables of about eight persons 
each. The assignment to each table was to record statements regarding the 
area's strengths, and the area's challenges or needs for improvement. A 
comment was taken from each around the table, often with discussions 
arising. This process was repeated twice, before the 25 minutes allotted had 
passed. A representative from EWG or from the group FOCUS-St Louis was 
present at each table to record the statements on a large paper, noting how 
many voted for each, and highlighted the top three. 

Comments at my table started on a prescient note, given my hopes for St 
Charles County. The first words spoken to describe St Charles County's 
strengths were that, "There is no mass transit!" The person offering this 
comment also asserted later, "We are not St Louis!" which was to say that 
they do not have a bureaucratic, entitlement-oriented government. It was 
interesting to note his conclusion that transit only serves as an entitlement 
program. He apparently is unfamiliar with the premium fare commuter rail 
services to many high income suburbs in Chicago and in many other cities. 

This initial comment was followed by five other compliments for St Charles 
County. It has strong families and strong teachers. People there work 
together on issues. Their municipalities are aggressive in addressing 
problems. Neighborhood governments are effective representation. There is 
low crime. 

Next to be stated and written on the tablet were the perceived challenges of 
the area. Several people at my table said that they like the area as it is ("We 
like it and don' t want it to change"). A couple spoke of the need to improve 
the schools. They hope more businesses ( employment) will come, so that 
people can afford to stay. One noted that there are too many vacant homes. 
Many at the table said that the transportation infrastructure and service is 
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lacking. Some noted that the private vehicle is insufficient to get around, and 
wondered why shuttles couldn't be used more. One person said that people 
could use golf carts to connect to a shuttle. Many are afraid to walk to school 
or other locations. One person said that public transportation would be good 
if it were locally run. Another noted the closed businesses along Winghaven 
Boulevard. One further comment was that it is hard to get people in the area 

to "open up." 

After this "round table" discussion, the evening's facilitators asked the 
representative at each table to report their table' s top three comments. These 
were tabulated on a large paper for all in the room to see. In the area of 
strengths, the four most often raised were the schools, the safety, the parks, 
and the housing. As for improvements that are needed, the most recurring 
comments (a surprise, and gratifying!) were the need to increase walking and 
transit options. Also, more needs to be done to attract businesses to St Charles 
County, address poor storm water control, and unsafe roads. 

All who came seemed to be satisfied with the meeting and the hope that it 
held out that better planning might yet take place in the area. Attendees (and 
facilitators) mentioned privately afterwards that, "No planning is done by the 
municipalities within St Charles County!" They also noted that "planning" is 
a dirty word among many St Charles County residents. 
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The Wall Street Journal, June 11, 2007. 

The Little Engine 
That Could 
In many cities, the -hottest development 
is taking place along the train lines 
By Kemba J. Dunham 

I 
NCITTESACROSSthecoun· 
try, mass-transit lines 
are the new frontier in ur­
ban development. 

In dozens of cities­
from Charlotte, N.C., to Denver 
to Portland, Ore.-the hottest 
redevelopment project is hap· 
pening next to the local train sta· 
tion. Aging trnnsit hubs and 
stops along new and expanded 
train lines are being trans· 
formed into multi-use develop· 

six million today. 
Demographic and lifestyle 

shifts are among the primary 
reasons many cities and devel· 
ope rs are willing to bet on tran· 
sit -oriented development. A 
growing number of households 
include singles and retiring 
baby boomers who are opting 
to live in smaller homes in ur· 
ban areas. 

"I think we have a collision of 
things going on-a desire to revi· 
talize our cities connecting with 
the growth of smaller house· 

REVIVAL PLAN Artist's rendering of Naugatuck project. 

ments that offer housing, retail· 
Ing, restaurants and offices. 

This transit-oriented devel· 
opment, as it's known. is being 
promoted by local officinls and 
developers as a way to counter 
sprawl, reduce traffic on the 
roads and revitalize struggling 
urban neighborhoods. By soml' 
estimntes. there are about 100 
such developments in the U.S .. 
with 100 more in the pipeline. 
Reconnecting America . :i n:i · 
tlonnl nonprofit i:roup that 
works to spur development 
around rran~it· ~ops. forN'a~ts 
that by 2030 the number of 
housrholds near trnnsl t stn· 
tlons wUI r1st• tn 16 milli,,n. fl'{lm ------- ·----- -
Ms. P11nh11111 i~ 11 sr11ff 
n•por1rr ,n 711,· l\'111/ sr,...-r 
Joum,1/'3 N,·w ro,l 1'1,r,·,111. 
Sh, rein i,., ,,·,1<h<tl ,ir 
ltm~t d u n>:,;1•1 .~ u < .' ,·, ,,u 

holds that are desiring denser 
and more-convenient livini: 
choices," says William Millar, 
president of the American Pub· 
lie Transportation Association. 
a nonprofit advocacy group in 
Washington, D.C. "This isn't to 
say thnt the traditional suburb 
is goini: away." he says. but 
there will be more housing built 
"for this demol(raphic who de· 
sire walkable communities with 
easy ncn•ss to transportation." 

Most successful t ransit ·ori· 
ented developments ;i re public· 
pn 'vatef,'1°ttt'lt'rsnlps. !.obi J(OV· 

r rnmcnt , build or rl'furblsh rail 
linl's and surn>und inR Infra • 
~tructure Ilk<' ro;1ds nnd pnrkini,: 
faclllt i<'s. l'rlvatt• dcv1·l<lp,•r, 
th1•nt,u,ld in 1h1· , uc ro'1hd1n1: ar· 
r n, . "Tlwrr·, ;1 Int of r,.,.,·nrr h 
th;it >how~ thnt 1f th<' public ><'C· 
t M put, m'1nt') into J trAmlt •)·• 
trm. lh l'I r ~n nr,·,t th=· l o 

five times that amount in prl 
vate money" for adjacent devel 
opment, says Marilee Utter 
president of Cltiventure Asso 
dates LLC, a Denver firm tha 
has worked with a number of cit 
ies on development aroun< 
light-rail systems. 

These developments can pai 
off for cities in several ways. Re 
search shows that the value o 
commercial and residential prop 
erties close to transit stations of 
ten rises-and that translate: 
into higher real-estate tax reve 
nues in that area. Economist: 
from the University of Nortl 
Texas, for instance, found that be 
tween 1997 and 2001, office prop 
erties near suburban Dallas Are, 
Rapid Transit stations increase, 
in value 53% more than com para 
ble properties not served by rail 
Values of residential propertie: 
rose 39% more than a contro 
group not served by rail. 

In addition, cities can extrac 
fees from these developments 
including levies on the develop 
ers, sales taxes from retailer: 
and fees for business license: 
and parking. Those funds can b1 
reinvested in the transit systen 
or in the development. or any 
where else in the city. 

Plans for Naugatuck 
One developer is bettin1 

that transit-oriented develop 
ment can help revive Naug 
nruck, Conn. Naugatuck. a tow1 
of 30,000 people located 7( 
miles northeast of New Yori 
City, was once a thriving Indus 
trial center, home to rubber 
chemical and candy manufactur 
ers. Bui over the past 30 years 
the town has languished as it: 
bii;tgest industries have move, 
to other states or offshore. On• 
of the final nails In t he cofflr 
was Hershey Co.'s April an 
nouncement that It would clos1 
It, Pett!r Poul plant. where I• 
churn!'d out Almond Joy anc 
Mounds c1andy bus. 

Now. d<'vtlo(X'r All'l Conro~ 
1, pl;u,1u ni a $700 million tran 
, u ·orl!'ntc.-d dr\'t'lopm,nt thal 

Pfrn,t rum to pc1~ R.I:: 



The Wall Street Journal. June 11 , 2007. 

·Transit 
Contfnued from page R.1 
will include housing, offices, re­
tailing, hotels and entertain­
ment on 60 acres in downtown 
Naugatuck. The Conroy Devel• 
opment Co. plans call for rubber· 
tire trolleys.jitneys and buses to 
provide coMections to the Naug­
atuck stop on the commuter rail 
line that runs into New York, so 
that cars won't be necessary for 
those working, living «nd shop· 
ping in the development. 

Towns like Naugatuck can 
take some encouragement from 
the Washington, D.C., suburb of 
Arlington County, Va., which 
has transformed its economic 
base through transit-oriented 
development. During the 1970s, 
Arlington was in decline, like 
many of the suburbs nearest lo 
major cities. In response, the 
county planned five closely 
spaced metro stations along its 
aging commercial corridor, 
stretching from Rosslyn to Ball­
ston. The plan was for these sta ­
tions to anchor medium-to high­
density, mixed-use develop· 
ment, generally within a quar­
ter mile of each stop. 

The project has spurred ap­
proximately 40 million square 
feet of development so far, and 
the area around each stat ion 
has an urban feel. From 2002 to 
2006, landVa1ues in the Rosslyn­
Ballston Corridor grew 84%, to 
S4 billion from $2.18 billion. 
says Dennis Leach, Arlington 
County's director of transporta ­
tion. Although the corridor is 
only two square miles in area­
less than 8'll,ofthe county 's land 
area-it is the sourre of morl' 
than 30% of Arlington's real-es­
tate taxes, he says. 

"Arlington's approad1 to fo­
cusing transit -oriented dl•velop­
ment around its Ml'trorail sta· 
tions has been centrnl to thl• 
rnunty's economic hl•alth," says 
Mr. Lcn<.'h. "This appronch has 
allowed Arlin~ton to continue 
to expand its tnx b11sl•, exp;rnd lo· 
cal services and invl•st in t hl' 
consrrvation of l'Xistin): rll'hth· 
borhoods," 

Challenges Loom 
For nil their pn11111~t•. tr:i11 ~1t­

orlentr<I rll'Vt'lopm<'nt ~ r,111 b,• 
tou,th t o J:<'t off tht• ~round F,,r 
one' thini. public fund1n.:. f,1 1 

trianslt S)'S"''-"~ Jtitl r lw 5 \1r 
n,undl~ lnlr~~1ruct11n· oft rn ,, 
st'Ytl't'I)' ltmrt(',.1. l-1r"1 ,, ,,.._.,., 
rs-PfllJ.h'1' for rr••i1•,t• ,r. c)1.1b ­
tl1hr.J n•mmunH t,•1 :lun , t » ,n 

low-density areas. The involve­
ment of city governments and 
transit agendes and sometimes 
state and even federal officials, 
as well as representatives oft he 
communities where develop· 
ments are planned, can make 
reaching agreements on· details 
difficult and time-consuming. 

"It's not that these chal­
lenges are insurmountable, but 
for some places, this is new and 
takes a more focused effort to re· 
ally see this idea come to be," 
says Shelley Poticha, president 
of Reconnecting America. 

Others suggest that some cit­
ies clamoring to build extensive 
development around transit 
may be misinformed about the 
potential economic rewards. Ms. 
Utter of Citiventure says that a 
lot of cities that are mainly 
funded by sales taxes are desper­
ate for transit-oriented develop­
ment because th~y are betting 
on a windfall resulting from the 
retail companent. "But there is a 
great misunderstanding that 
transit attracts a lot more retail 
than it actually does," she says. 
"On the other hand, things like 
cinema, museums and ballparks 
really attract riders and gener­
ate economic activity." 

And in some cities, propo­
nents may have to confront op­
ponents who worry that transit­
oriented projects are a recipe 
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for deterioration rather than de­
velopment. "In many parts of 
the country, it's the poor, people 
of color and the young and old" 
that take public transportation, 
says Robert Cervero, an urban­
planning professor at the Uni­
versity of California at Berke· 
ley. In some places, he says, 
mass transit carries a stigma 
that "reflects a deeper racial 
and class divide that continues 
to plague American citit?s." 

A few years ago, Mr. Cervero 
heard an owner of a mixed-use 
project say that he didn't want 
tenants who specifically 
wanted to be located near tran­
sit because those tenants tend 
to attract an undesirable ele· 
·ment. This owner not only be­
lieved that these patrons would 
drag down rents, but he also ex­
pressed concerns about having 
to absorb higher costs for secu· 
rity and cleaning the buildings, 
recalls Mr. Cervero. 

"In his mind, transit-ori­
ented development was a deter­
rent to economic develop­
ment ," he says. "This obviously 
doesn't hold in global cities like 
New York where people of all 
walks of life-from the Wall 
Street exec to the cleaning lady­
patronize transit." But it does 
hold, he says, in some smaller 
cities "where most well-off 
folks drive." Ill 
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"Letters To The Editor", The St. Louis Post-Dispatch. 

February 17, 1998. 

Suburban dwellers 
should bear the costs 
D.J. Massey's Feb. 10 letter con­

cerning urban sprawl and the Orwell­
ian leanings of those who might be 
opposed to it misses a fundamental 
point. People should live where they 
choose but they should also bear the 
cost. Sprawl is not the result of roman­
tic frontierism so much as subsidies 
for suburbanites. 

For many years, our government 
has pursued, albeit unintentionally, a 
policy of de-urbanization. Some of the 
key players have been interstate high­
ways, artificially low oil prices, cheap 
land and the willingness of legislators 
to cater to the every whim of housing 
developers. 

The contemporary scenario is this: 
The developer builds houses in a re­
mote area, infrastructure needs are 
then met, not by him, but th.rough tax·­
es - in essence, an indirect subsidy. 
Small towns eager to increase their 
tax base demand that all taxpayers 
bear this cost, not just the people of 
their locality. 

This is my bone of contention: I am 
forced to subsidize something that I 
oppose. The destruction of wildlife 
habitat and usable fannland. The de­
forestation of America. Perfectly us­
able property in urban areas neglect­
ed and allowed to decay. 

If the goal of suburbanites is to turn 
our country into a wasteland of tract 
housing and strip malls, they should 
do so at their own expense, not mine. 
For a government to aid and abet such 
practices speaks of irresponsibility, 
greed and a general lack of foresight. 

If the objection to the misuse of tax­
es is Orwellian, I shall be happy to 
accept my copy of "Animal Farm" at 
the door. 

Charles Selbert 
Kirkwood 



White, Jerry. The Christian Student's How To Study Guide. Colorado 
Springs: Navpress (1980). 

Mr White offers lessons on discipline that reflect my Master' s experience: 
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Always settle in your mind the question of your eternal future before 
addressing your immediate future. Without this perspective, the need 
for discipline will not make sense. (p 11) 

We are placed in (assigned!) situations by God's will, in which we 
manifest our highest goal of serving God by excellence and 
achievement in that situation. (p 12) 

A goal provides one with motivation. (p 13) 

Diligence in one's habits makes for an easier life. (p 14) 

- Most success is not by natural brilliance, but by working hard 

- The pattern of hard work which you set now will carry over into the 
rest of your life; the habits, beliefs and skills you develop in school 
will largely determine your lifetime direction and attitudes. (15,56) 

Studying well now will increase your choices later- you'll discover 
more opportunities. (p 1 7) 

- Balance is necessary in one's life, as if one were a "teeter-totter." 
One's studies and one's Christian activities must not overshadow each 
other, but be complementary parts of one identity. (p 52) 

Working hard and long for one worthwhile goal means you will work 
hard on another. (p 64) 

The best time for the difficult task of achieving the balanced life is 
while you are a student. (p 66) 

In the struggle to succeed, in the discipline to study, you will develop 
character, and develop a deeper dependence on God. (70) 

Learn to know where you stand (i.e. avoid optimistic thinking!) so that 
you can adjust your study time. Though the facts may be harsh, be a 
student of yourself. (p 75) 

- Be thankful for every success. (p 80). 



Mr. White offered an equal number of tips that would serve as a basic 
introduction to college life. 

-Don't skip class; attending will help you with the exams. 
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-Don't go to class unprepared (preparation is a key to understanding.) 

-Take good notes; recopying them afterwards will increase your 
knowledge. 

-Allot time to work on each course, not just on the "squeaky wheel." 

-Do all the homework assigned. 

-Start a project assigned to you early (the day after it's assigned would 
be good), and plan for an early finish. You'll be surprised how much 
easier it goes, whereas doing it at the last minute is a habit that will 
follow you for years. 

-Don' t tum a project in late, as that will simply mean reduced credit. 

-Do as much optional homework as possible. 

-Ask for help from the professor or other students if needed, writing 
down your questions in advance. 

-Learning how to take a test (like learning to communicate) requires: 

1. Listen to hints in class regarding the questions to be on the 
test. 

2. Review in short periods for 3-4 days before the test; your 
mind will continue thinking. 

3. Pray for God's help in the recall process. 

4. Memorize key information (practice writing it from 
memory); as the exam begins, write this down, so you don't 
have to keep it. 

5. Read the entire exam, or hear all the questions, first - and 
answer the easy ones first. 

6. Consider the questions a second time before answering. 

7. Leave no question totally unanswered. 

8. Recheck your written work. 

- Don't plagiarize, or you will cheat yourself of developing your own 
perspective. 
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- Write a plan for your week, keeping it simple (as a framework for adding 
more). 

Lin lab courses, budget time to study 1-1/2 hours per hour in the lab. 

2. Prioritize your Christian life (quiet time, prayer, scripture 
memorization, Bible study). 

3. Do the majority of your work Monday-Friday, with daily rest. 

4. Write a daily schedule on a 3x5 card each evening before. 

- Use these extra tips: 

1. Study extra on Friday afternoon. 

2. Study each afternoon between 3pm-6pm. 

3. Study during prime time. 

4. Find a special place (or music) to study with. 


