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ifteen years ago we started wondering

aloud, during walks around Lake Harriet

in Minneapolis, whether future genera-
tions would remember, or even care about, the
streetcars and electric interurbans that fasci-
nated the two of us when we were growing up
in the late 1940s and early 1950s. Those were
times of great change, and our generation was
the last to have any personal memory of these
wonderful conveyances—now long vanished.

Our grandparents, parents, and other rela-
tives made sure that we sampled them. For one
of us that meant weekend rides on every street-
car line in Minneapolis and St. Paul before the
streetcars vanished in 1954. For the other it
meant trips on the great Illinois Terminal elec-
tric railway, plus streetcar rides in other cities
before those systems disappeared. Much later
we helped restore the Como-Harriet Streetcar
line now operated by the Minnesota Streetcar
Museum, and we were among its early vol-
unteers at Lake Harriet. We share a lifelong
enthusiasm for history and electric railways
along with two overlapping careers in public
transit, which, taken together, total more than
sixty years—most of them at the Twin Cities

Preiace

Metropolitan Transit Commission, now Metro
Transit.

This combination of friendship, interests,
and careers brought some truly wonderful ex-
periences, including the opportunity to work
with and learn from Twin City Rapid Transit
employees who witnessed the transition from
streetcar to bus and from private to public own-
ership. This book is for them, but it is also for
the generations that have come along since the
streetcar departed the streets of Minneapolis
and St. Paul.

Recognition must be given to the streetcar
fans, many now gone, who preserved and do-
nated to the Minnesota Streetcar Museum the
photographs and documents used and cited in
this book. Prominent among them are Eugene
Corbey, James Foster, Joe Hutchinson, Edwin
Nelson, William J. Olsen, Russell Olson, Arthur
Rusterholz, and Robert Schumacher. George
Isaacs, father of one of the authors and a found-
er of the Minnesota Streetcar Museum, gath-
ered the work of numerous photographers from
across the country who had visited the Twin
Cities during the 1940s and 1950s. The book
would have never been possible were it not for

—

Built at the Twin City Rapid
Transit’s Snelling Shops in
1908, streetcar 1300 was one
of the last to carry passengers
before the 1954 conversion of
the transit system to buses. It
was one of only two standard
wood streetcars to survive com-
pletely intact and now operates
between Lake Harriet and Lake
Calhoun on a one-mile rem-
nant of the Como-Harriet line,

the last to operate in the Twin

Cities. The Minnesota Streetcar
Museum preserves and oper-
ates 1300 and other historic
Minnesota streetcars, keeping
alive the memory of Twin City
Rapid Transit. Photograph by
Michael Buck.
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their efforts. Their photographs are now a part
of the museum’s archive, which is a principal
resource for this book.

We thank the Minnesota Historical So-
ciety, the Ramsey County Historical Society,
and the Minneapolis Public Library for letting
us tap into their photograph collections.

We especially want to thank Russell Olson,
the premier Twin Cities streetcar historian
and author of Electric Railways of Minnesota,
for reviewing our manuscript and correcting
the errors that crept into it. His research dur-
ing the past half century provides the founda-
tion of our book, and he was very generous in
allowing us to use illustrations and maps from
his earlier work.

A special thank-you goes to Jason Podany,
who spent many hours of his own time creat-
ing the system and individual line maps for the
book, and to Brian Lamb, general manager of

Metro Transit, who gave permission for the crea-
tion of the maps (now part of the Metropolitan
Council’s regional map database) and for Jason
to use Metro’s mapping software.

Todd Orjala, Daniel Leary, and Katie Houli-
han at the University of Minnesota Press are
owed much for their patience, assistance, and
advice.

We also want to thank Mary Byers for her
good work in editing the final manuscript and
Wendy Holdman of Prism Publishing Center for
her help in putting all the pieces together.

Larry Millett and Don Hofsommer offered
many helpful suggestions.

Finally, we thank our wives, Marcia Diers
and Mona Isaacs. They encouraged and sup-
ported our work, provided counsel and direc-
tion, and listened patiently during our moments
of frustration.



Glossary of Streetcar Terms

backup control: with a handful of exceptions, all TCRT
cars were single ended, with full controls only at the front
end. Nonetheless, short backup moves were required to
negotiate wyes at the ends of the lines and for switching at
the carhouses. To make these moves safely, simple back-
up controls were installed on the rear platform, consisting
only of on and off switches and an air brake lever.

bell Signals: Gong-type bells mounted on the front and
rear platform ceilings were connected by a leather pull
cord. The motorman and conductor communicated with
one another by way of bell signals, such as two to go for-
ward and three to back up.

block Signal: An automatic electric signal used to prevent
collisions on sections of line having only a single track.

brake application, apply the aiI: The streetcars had
air brakes, which were applied by opening a valve that
released compressed air into the brake pipe, forcing the
brake shoes to press against the steel wheel treads, thus
slowing the car.

button cars, one man-two man cars: Terms for a
standard streetcar rebuilt for one-man operation with air-
operated folding doors. Dashboard-mounted switches, or
“buttons,” controlled the doors.

conductor, conductorette: on a two-man car, the con-
ductor was responsible for collecting fares and signaling
the car to start up again. The term conductorette was the
rather awkward attempt to feminize the job title when
women were hired during World War II.

controller: The motorman used the controller to regulate
the amount and polarity of electricity to the car’s motors,
thereby determining the car’s speed and direction.

deadman: A spring-loaded air brake valve that served
as a safety device to stop the car if the motorman was
incapacitated. When released, the springs automatically
applied the brakes.

eXIra: An unscheduled streetcar trip. Extras ran for ball
games, parades, and other events.

extra board: Motormen and conductors not assigned
to a regular run. The extra board was assigned to fill
in for regular crew members who were absent. Origi-
nally the extra board was unpaid unless receiving an
assignment.

fare box, fare box readings: Passengers dropped their
fare in the fare box. A crank on the side caused the coins

and tokens to trip mechanical counters. The crew mem-
ber would copy the numbers, or “take the farebox read-

ing,” and enter them on his trip sheet.

fare register: on long suburban routes with multiple fare
zones, a mechanical fare register was used to record the
different fares. It was located in the rear of the car, on a
pole above the rear fare box.

fender: A steel mesh basket on the car front designed to
scoop up a pedestrian who would otherwise have been
run over by the car and killed or seriously injured; often
mistakenly called a “cowcatcher.”

Glossary xi



Glossary

field shunt: A connection across the field coil(s) of a
streetcar’s electric motor(s) that is switched in or out
(on-off) by the motorman’s speed controller. When the
shunt is connected, the motor is capable of a much higher
speed. TCRT motormen referred to the field shunt as
“automatic ninth.” It acted much like overdrive on an auto-
mobile and boosted the streetcar’s top speed by about ten
miles per hour.

flangeways: Streetcar wheels stay on the track because
of flanges, the wider part of the wheel that grips the inside
of the rail. Because the rails were surrounded by pave-
ment, special grooves, or flangeways, provided a place for
the flange to travel.

frog, trolley irog: The frog guides the wheel flanges
through track switches where the rails divide, which
requires creating a flangeway across another rail. Trolley
frogs perform the similar function of guiding the double-
flanged trolley wheel through switches where the trolley
wire divides.

gate Cal: Al TCRT standard cars were originally built as
gate cars. All passengers boarded and alighted through
wire gates at the rear of the car. During the 1930s, many
were rebuilt as one man-two man, or “button,” cars, with
air-operated folding doors.

gate side, pole Side: The gate side is the right side of
the car, where the gates are. The pole side is the left side
or street side. Trolley wire support poles were once in the
center of the street.

gallllllel track: An unusual track arrangement in which
two parallel tracks are superimposed on one another to
squeeze across a single track bridge. The gauntlet was
cheaper to maintain than two switches with their moving
parts.

headway: The time interval between streetcars. A
five-minute headway means that a car arrives every five
minutes.

layover, layover POint: Layover is the time between
trips at the end of the line. It is taken at the layover
point.

liglllweiglll: A lighter-weight streetcar built in the 1920s
to reduce electric power consumption.

line breaker: A safety device in a power feed that opens
or breaks the circuit when it detects excessive current
draw—as would be the case if there were an electrical
short circuit.

lineups: The infrequent late-night “owl” cars all met in
downtown to ensure that passengers made their connec-
tions. The lineups lasted about five minutes.

100D CAr: A car destined only for downtown, then re-
ferred to as “the Loop.” This term came into common
use in the 1890s, when most streetcar lines terminated
(turned around) in the downtowns.

money changers: Multi-barreled coin changers worn by
the conductor or mounted on the dash by the motorman.
Exact change was not required in those days.

motorman, motorette: The crew member responsible
for running the streetcar, either alone or with a conductor.
As with conductorette, “motorette” was the title applied to
women hired for this job during World War II.

notch 8, the “company Notch”: The controller position
that provides the maximum speed with the least amount
of power.

OWI €Qr: Streetcars that ran all night long, usually once
an hour.

P(C: Short for Presidents Conference Committee, the
PCC was the streetcar industry’s joint effort to design a
fast, modern, comfortable car that could compete with the
automobile. PCC cars were first developed in 1935, but
TCRT did not buy its 141 until after the war.

lllllg in: Motormen and conductors reported to work by
placing a wood plug next to their name on the plug board.

POWEr 108S: In some spots on the system, electric voltage
was reduced and cars ran slower because of the distance
to the nearest substation or because of the number of cars
on the line simultaneously.

pull out, pull In: Leaving or entering the streetcar sta-
tion, or running not in service between the station and the
route.

regular run: work assigned to the same crew every day.



resistance heating: Electric heat, like a toaster or space
heater, installed in some of the cars to replace coal-fired
heaters.

Tetriever: The spring-loaded reel that gathered in the trol-

ley pole rope and pulled down, or “retrieved,” the trolley

pole if it de-wired, to prevent it from tearing down the wire.

safety zone, safety island: Boarding areas in the
middle of the street where passengers could wait for
the streetcar.

shortline, turn back: An intermediate point on the line
where some streetcars ended their trips.

SKip-Stopping: When two cars ran together, they would
each stop at alternate stops, thereby expediting the trip
for both.

special Work: Complex track arrangements where lines
crossed or diverged.

standing 10ad: A passenger load exceeding the car’s
seated capacity.

Starter: A supervisor located at certain important inter-
sections to keep cars on time and reschedule as neces-
sary to meet demand or operating conditions.

station, station clerk: s:ation was the TCRT term for
carbarn or garage. The station clerk handled a wide va-
riety of clerical chores, including assigning crews and
streetcars.

switch rod, switch rod hole: A steel pole with a flat-
tened tip used to pry track switches into position. A long
rod could be lowered through the switch rod hole next
to the motorman’s left foot to do the job from inside
the car.

terminal: The end of the line.

time PoIiNIs: Major intersections along the line with a
scheduled departure time.

transier table: A rolling platform on rails used to move
streetcars undergoing repairs between the Snelling Shop
buildings.

tripper: A short rush hour streetcar run.

trolley pole, trolley wheel: The trolley pole reached
from the car roof to the overhead wire to access elec-
tricity. The trolley wheel at the end of the pole rolled
along the wire.

turn on the air, pump up the air: Activate the air com-
pressor, which powered the brakes, doors, whistle, foot
gong, and windshield wiper.

WOIK car: Any of various nonrevenue trolleys that plowed
snow, hauled materials, or performed other maintenance
tasks.

WYVe€: A triangle of track used to turn cars at the end of
the line. Wying a car required one backward and two for-
ward moves to complete the maneuver.

Glossary xiii
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win Cities by Trolley is the story of the

streetcar and the Twin City Rapid Transit

Company (TCRT) and how they shaped
the Twin Cities and touched the lives of three
generations of Twin Citians. It is a detailed ac-
count of a 523-mile transportation system that
was built and operated without public subsidy,
a system that stretched from Lake Minnetonka
to the St. Croix River and carried more than
200 million passengers a year. It is about nos-
talgia, but it is also about the electric motor and
the internal combustion engine, two compet-
ing nineteenth-century inventions that went on
to battle for the urban travel market in Minne-
apolis and St. Paul and in every city in twentieth-
century America.

That competition began with Frank
Sprague, an engineering graduate of West Point
and an associate of Thomas Edison. In 1888,
Sprague successfully used an electric motor to
propel a horsecar in Richmond, Virginia, at the
same time that other inventors were perfecting
the internal combustion engine and using it to
propel buggies and wagons.

By 1909, just a little more than twenty
years after Sprague’s demonstration, electricity

Introduction

seemed to have gained the upper hand. There
were thousands of streetcars in service in towns
and cities across America. In Minnesota, there
were streetcars in East Grand Forks, Moorhead,
Mankato, Duluth, Winona, and St. Cloud. In a
few years, more lines would appear in Wahpeton-
Breckenridge and Hibbing.

The electric motor had completely tri-
umphed over animal or cable power as a means
of urban locomotion. In cities the streetcar
reigned supreme, while out in the country the
streetcar’s twin brother, the electric interurban,
ended the social and economic isolation of rural
communities and farms by linking them with
larger urban centers.

Elsewhere, electricity replaced steam en-
gines on elevated railways and allowed New
York City to build its first subway. Railroads
began using electric locomotives to eliminate
the smoke and soot produced by steam engines.
Trains could access urban areas through tun-
nels under major thoroughfares and rivers, en-
abling the construction of transportation monu-
ments such as Grand Central Terminal and Penn
Station in New York City.

For centuries, the distance one could cover

A railroad laid in the middle
of the street, an idea sure to
horrify the modern traffic
engineer. Now imagine five
hundred miles of it, such as this
intersection of Central Avenue
and 7th Street in northeast
Minneapolis. Anchored in
granite, the Twin City street-
car tracks were built to last.
Photograph by Norton & Peel;
courtesy of the Minnesota
Historical Society.

Introduction 3



Under the watchful eye of the
school patrol, children cross

Chicago Avenue at 22nd Street.

Photograph courtesy of the
Minnesota Historical Society.

on foot or on horseback limited a city’s reach,
but the urban electric railway shrank both time
and distance. More than anything else, it was
responsible for the growth and development of
the modern city.

The streetcar and the interurban were the
“dot-coms” of the Gilded Age. Power companies
saw streetcar and interurban railways as ready
markets for electric power and either acquired
or constructed them. Entrepreneurs formed
street railway companies and sought out inves-
tors. Traction came into common use as a Syno-
nym for electric railways. Traction moguls like

Charles Tyson Yerkes, who built and controlled
the Chicago streetcar system, and Henry Villard,
builder of the Northern Pacific Railway and the
Milwaukee Electric Railway and Light Company,
now Wisconsin Energy Corporation, Samuel In-
sull, and others made enormous fortunes as the
trolley craze swept America.

By 1891, the trolley had nearly replaced
all of the horsecars in both Minneapolis and
St. Paul, and in that same year the separate
Minneapolis and St. Paul systems merged, cre-
ating the Twin City Rapid Transit Company.
From then until 1970, if you rode a streetcar or,
later, a bus anywhere in Minneapolis or St. Paul,
you probably did so as a passenger of TCRT.

At its peak in the 1920s, the company op-
erated more than 900 streetcars, owned 523
miles of track, and was carrying in excess of
200 million passengers each year. Its assets
over the years included an amusement park at
White Bear Lake and a fleet of boats, a grand
hotel, and yet another amusement park on Lake
Minnetonka. The output of its steam and hydro-




electric power plant near St. Anthony Falls in
Minneapolis, and the network of electrical sub-
stations and high-tension lines that powered
its streetcars, provided enough energy to meet
the needs of an entire city. Its shop facilities
at Snelling and University Avenues were one
of the largest in the United States. Except for
its first electric cars and 141 “PCC” cars pur-
chased after World War II, TCRT built all of
the streetcars that ran in Minneapolis and St.
Paul in its own shops, as well as hundreds more
for Chicago, Duluth, and other smaller cities.
It was one of the largest employers in the Twin
Cities, with some 3,500 people operating and
maintaining its cars.

Twin City Rapid Transit was an extraordi-
nary company. Its board of directors and man-
agement were scions of the community and
included names like Pillsbury, Washburn, and
Goodrich. Its first president, Thomas Lowry,
a real estate promoter, developed many of the
neighborhoods in Minneapolis, St. Paul, and
the surrounding communities and then served

them with his streetcars—profiting handsomely
from both enterprises.

TCRT’s monopoly over local transporta-
tion assured its prosperity through the 1910s
and into the 1920s. Track extensions and ser-
vice expansions into developing neighborhoods
occurred throughout the 1920s and early 1930s,
even though overall ridership was in slow de-
cline. (The last four blocks of new track in the
system were laid in 1947.) That downturn began
with the peak year of 1920, when the company
carried 238 million passengers. The prosperity
of the 1920s brought more automobiles, more
paved roads, and more competition for street-
cars and interurban railways. Smaller city sys-
tems and the interurbans were the first to see
their business dwindle as people bought auto-
mobiles and then demanded that municipal and
state governments construct paved highways
to accommodate them.

Street railways were granted franchises by
municipal governments that gave them the right
to lay their tracks in city streets, but with those

During the streetcar era
everyone went downtown,
where more than half the jobs
and most of the shopping
were located. This is 7th and
Minnesota Streets in downtown
St. Paul in 1946. Photograph
courtesy of the Minnesota
Historical Society.

Introduction 5



rights came various responsibilities, among

them snow removal and paving. Large transit
systems, like TCRT, could shoulder these bur-
dens and continue to make money, but smaller,

less prosperous systems faced the ironic pre-

dicament of paying to pave streets for the auto-

, ) \ ; - mobiles that would eventually put them out
i I - (] - .

of business. They either converted to buses
or abandoned operations altogether. In 1914,
streetcars provided 100 percent of all public
transportation in U.S. cities with transit sys-
tems. By 1937, only 4 percent were streetcar
only, as most systems converted exclusively to
buses or a combination of streetcars and buses.
In Minnesota and neighboring Wisconsin, vir-
tually all of the smaller streetcar systems had
either gone out of business or switched to buses
by 1939.

Passengers boarded in the
middle of the street, regardless
of snow, cold, or traffic. To
protect their safety, it was
illegal to pass a streetcar on
the right. Photograph from the
Minneapolis Star and Tribune
News Negative Collection;
courtesy of the Minnesota
Historical Society.

A motorman in 1938. The traditional
pillbox hat was replaced by a flat bus
driver-style hat around 1940. Long ties
also partially replaced bow ties. He is
wearing a coin changer, which means
he is working without a conductor. By
his left elbow, from top to bottom, are
the whistle cord, transfer boxes, and
air brake handle. Photograph from the
Minneapolis Star and Tribune News
Negative Collection; courtesy of the
Minnesota Historical Society.
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Even a well-managed system like TCRT
could not stand up to the Great Depression.
People who did not have jobs did not take the
streetcar to work, nor did they have any money
for shopping trips downtown, an evening movie,
or a weekend streetcar ride to picnic at Lake
Minnetonka. Those with jobs and cars contin-
ued to drive. By 1932, annual ridership was
down to 113 million passengers, a 48 percent
drop from 1920. TCRT responded by cutting
back or abandoning unprofitable services,
such as the colorful suburban lines to Lake
Minnetonka and Stillwater, which disappeared
in 1932.

World War II brought tire and gas ration-
ing, forcing drivers to reacquaint themselves
with streetcars and returning prosperity to
the system. It also brought matériel and per-

The open rear platform is fondly

remembered by many as a mostly
male retreat for smokers and small
boys. Roberts Shoes, seen here in the
background, is still in business at Lake
Street and Chicago Avenue in south
Minneapolis.

sonnel shortages that stretched the company’s
resources. Every available streetcar was put in
service, and TCRT hired women as conductors
and motormen (calling them “conductorettes”
and “motorettes”). Women also took over jobs in
the shops, repairing and cleaning the cars and
tending the coal stoves that kept them warm in
the winter.

During and immediately following World
War II, the streetcar was often the easiest way
to get around the Twin Cities. Whether you
were going to work, shopping, school, or even
to Grandma’s house, you could always walk to
the corner streetcar stop and wait for the next
car to come along. Chances were it would not be
a long wait. Most lines ran every ten minutes,
except late at night or in the wee hours of the
morning. Still others had cars every three min-
utes. On University Avenue at peak hours, there
were more than sixty cars in service on the St.
Paul-Minneapolis line between the two cities.
Stand anywhere along University Avenue and
there was a steady parade of streetcars just a

Introduction 7
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A St. Paul Winter Carnival parade
passes in front of the State
Capitol in 1939. The streetcars
are unscheduled extras, waiting
to transport the crowd home.
Photograph from the Minneapolis
Star and Tribune News Negative
Collection; courtesy of the
Minnesota Historical Society.

8 Introduction

block or two apart, and most of them were stand-
ing room only. No one ever bothered to look at a
schedule because waiting for the streetcar was
like waiting for an elevator.

Riding the streetcars was fun. They were
spacious and had huge windows that opened
in summer to admit breezes. A single street-
car could comfortably accommodate a seated
load of fifty people and another sixty standees.

They had a unique mechanical personality and
repertoire of sounds, from the roar of the gears
and the electric motors as they accelerated
away from a stop, to the steady ka plunk ka
plunk of the compressor as it recharged the air
brakes. Downtown, at rush hour, the groan of
hundreds of traction motors echoed off build-
ings as long lines of cars hammered their way
through track switches. You could smell them,



too: a pleasant blend of hot brake shoes, gear
oil, and ozone.

Then riders started to slip away. Although
streetcars were very well maintained and ran
on time, they could not match the convenience
and flexibility of the automobile.

By the early 1950s, streetcars did not
go where people wanted to go. The first-ring
suburbs were booming with new development,
but most streetcar lines, with a couple of ex-
ceptions, ended abruptly at the city limits of
Minneapolis—St. Paul. To go farther you had to
transfer to a shuttle bus or ride one of the new
suburban bus lines that offered an express trip
from downtown to the suburbs. Or you could
simply jump in the family car.

Suburbanization also meant that fewer
people were going downtown as more of the
economic base shifted away from the core cit-
ies. Line extensions considered by company of-
ficials immediately after World War II were out
of the question by the early 1950s. A few heavy
lines continued to prosper, but their track and
power infrastructures were wearing out. The
cars were getting tired, too. One hundred and
forty-one new streamlined cars were put into
use after the war, but the rest were thirty to
forty years old. They were in good repair but
increasingly expensive to maintain.

More automobiles meant more congestion,
especially downtown. Major downtown streets
became one way, which would require expen-
sive track relocations if rail operations were to
continue. State highway engineers were busy
planning a huge metro freeway system that
would make it even more difficult for any form
of mass transit to compete with the automobile.
Declining ridership meant declining revenues,
and with expenses rising, because of the post-

war inflation, there was no way that TCRT as
a private company could finance improvements
out of revenues or borrow money through capi-
tal bonding.

Public support withered, too. An investor
group led by New York financier and specula-
tor Charles Green emerged in 1949 demanding
a stronger bottom line, improved earnings, and
dividends. The conservative incumbent man-
agement resisted, wanting instead to retain
earnings, pay off debt, and reinvest in the sys-
tem. President D. J. Strouse had been with the
company since 1903, starting as a bookkeeper.
Other directors and department heads had simi-
lar tenure and experience. They had worked
hard to weather the Depression and the war
years and maintained a strong personal com-
mitment to the company, its employees, and
streetcar technology. But this intransigence,
sincere as it was, ignored the powerful, inevi-
table changes overtaking the transit business.

An ugly proxy battle in November 1949
routed the Strouse management, and Charles
Green became president of TCRT. Five years
of rancor followed. The new group sought to

A cold and windy February day
at 6th Street and Marquette
Avenue in downtown

Minneapolis, where the
Glenwood-4th Ave. S. line
crossed the Nicollet-2nd St.
N.E. line. Photograph from the
Minneapolis Star and Tribune
News Negative Collection;
courtesy of the Minnesota
Historical Society.

Introduction 9



10 Introduction

restructure operations by reducing personnel
costs and disposing of obsolete plant and roll-
ing stock. It further sought to bring service into
line with declining demand and increase reve-
nues by raising fares. It also wanted to convert
the system to buses.

These changes came to a head before
the Minnesota Railroad and Warehouse Com-
mission, which undertook an investigation. The
press, ever sensitive to controversy, picked up
on the issues and spread them across the pages
of the Minneapolis and St. Paul newspapers.
Unfriendly politicians took out rhetorical clubs
to beat on the company. The public complained
about poor service. How, it was asked, could
there be support or sympathy for a monopolis-
tic business that made its employees work long
hours, paid them low wages, and was rumored
to have underworld connections?

Brash threats from company officials to
shut down and sell off the St. Paul operation
because it was not making money did not help
matters. Economies were needed, but the ac-
tions taken proved so ill timed and ham-handed
that they drove away whatever public support re-
mained for the beleaguered system. People were
fond of streetcars but not of the streetcar com-
pany. With fewer and fewer riders the company
had no one to turn to. It had no friends and was
running out of money. It had to do something.

Another management coup in March 1951
ousted Charles Green and installed Fred Os-
sanna, then corporate counsel, as chairman and
later president. Ossanna was a prominent local
attorney and a former candidate for mayor of Min-
neapolis. He was a much smoother figure than
Green and extinguished many of the PR fires
that Green started. Ossanna had many friends
and former clients in the business community.

A few of them were rather unsavory and eventu-
ally joined him in the federal penitentiary, but in
1951 Ossanna remained the respected transit ex-
ecutive as he and other company officials opened
talks with General Motors for the purchase of
new buses. GM responded with favorable terms,
and three years later, on June 19, 1954, the re-
maining streetcars pulled into the car barns for
the last time. There were fond reminiscences and
editorials in the press and a local railfan group
chartered two cars for one last ride over the sys-
tem, but the era of the trolley was at an end.

There are two popular theories about the
disappearance of streetcars and rail transit. One
holds that the automobile, oil, and tire trusts
conspired to put the streetcar out of business.
But there was no conspiracy, just millions of con-
sumers who bought all the cars the auto compa-
nies could make and sell. Unscrupulous people
did conspire to plunder the assets of the Twin
City Rapid Transit Company, profiting person-
ally from real estate and scrap metal sales, but
they were convicted and served prison terms.
Those responsible were opportunists grabbing
dishonestly at easy money.

The other theory asserts that the auto-
mobile is inherently a superior technology and
that its triumph over the streetcar, as well as
the demise of the privately owned transit com-
panies, are free market outcomes. This view is
only partially accurate. The automobile and the
culture around it may be the ultimate expres-
sion of a democratic, mobile society, but its as-
cendancy had enormous assistance from public
policy decisions that put billions of tax dollars
into road and highway improvements. All of this
took place at the expense of private companies
such as TCRT that paid taxes and had to sur-
vive on revenues earned from passenger fares.



As early as 1921, all governments spent
$1.4 billion on roads while private systems
struggled to make money and were often
thwarted by regulatory bodies that would not
let them raise fares to offset increasing costs.
By the early 1920s, a third of the streetcar
and interurban companies were bankrupt. This
situation worsened between the world wars as
low fares and declining ridership, along with
the Great Depression, made it impossible for
systems to attract capital to modernize equip-
ment and improve service to compete with the
automobile. In 1940, public spending on high-
ways reached $2.7 billion. In 1950, while TCRT
struggled to stay afloat, public spending for
roads was at $4.6 billion, with virtually nothing
allotted for transit. By 1960, with the coming
of the interstate highway system, allocations
for roads reached $11.5 billion. The thinking
of transportation experts held that rail could
never hope to compete with the automobile, and
buses could more efficiently serve what little
business remained. Planners and policy mak-

An everyday streetcar scene: a
blind man with guide dog sits
behind the motorman, who has,
against the rules, lowered the shade
behind him. The shade was meant
to eliminate windshield glare at
night, but some motormen used

it to discourage interaction with
passengers. Photograph courtesy of
the Minnesota Historical Society.

ers gave the nod to sprawling development that
ate up land, requiring more highway capacity
and creating even more congestion, which in
turn caused a clamor for even more highway
construction. It was widely believed that more
capacity was the answer and that metropolitan
areas could build their way out of the problem.
All the while, highways constructed in the
1950s and 1960s started wearing out, putting
further pressure on government transporta-
tion budgets. Other bills were coming due. The
energy crisis of the early 1970s was a hint of
future shortages and higher prices. Air quality
became a serious problem.

Fifty years after the streetcar disappeared
from Minneapolis and St. Paul, the internal com-
bustion engine and the automobile continue to
shape the future of the Twin Cities and most
metropolitan areas. But the exclusive reliance
on them and the long-term sustainability of that
reliance are being questioned even as the Twin
Cities welcome their first light-rail line and the
streetcar returns in a new form.







From Horsepower to Electric Power

An Evolving Technology

n Christmas Eve, 1889, groups of people

huddled at street corners and in door-

ways all along 3rd Street in Minneapolis.
It was 4:00 p.m. and the long shadows of winter
had banished the sun far to the south. At 3rd
Street and 2nd Avenue South, flakes of wind-
blown snow dusted the Lake Superior sand-
stone and New Hampshire granite of Louis
Menage’s Guaranty Loan Building, Minneapo-
lis’s first skyscraper and the tallest building
west of Chicago. But this group was not there
to pay homage to Menage’s pile of stone, which
they had watched rise for almost a year. They
shivered and waited for something less monu-
mental but no less important for the future of
the Twin Cities.

Looking north up 3rd Street someone in the
crowd remarked at a spark of light. A distant hum
came closer. There were more sparks and the
roar of metal meeting metal. Harnesses rustled
in the cold as a drayman cursed and pulled up
his team, stopping short as the first electric
streetcar in Minneapolis crossed his path and

The Ear/y Years

rumbled through the intersection. Farther down
3rd Street another crowd cheered as the car
turned the corner at 4th Avenue and headed
south for its appointment with open country
and the end of the line at 34th Street.

The streetcar’s Twin Cities debut came
fourteen years after the first horsecar rolled
down Washington Avenue and some forty years
after the area around Minneapolis—originally
part of the Ft. Snelling Military Reservation—
was opened to settlement. A year later, the 1890
census declared the western frontier closed.
That same census found 298,000 people liv-
ing in Minneapolis and St. Paul, and with more
people arriving and the area growing, there
was a need for public transportation. But what
form would it take? Just a few years before, there
had been only one answer to that question, the
horse, but now there were other options.

Early cities existed for protection or for
commerce, often both. Ancient and medieval cit-
ies occupied defensible sites on high ground or
were otherwise guarded by natural barriers.
Large bodies of water offered both protection
and the opportunity for commerce. Walls kept
out enemies even as they pressed people close

Concerts at Lake Harriet, a
Minneapolis tradition, began
when Minneapolis Street
Railway built the first pavilion
there in 1888. This is the second
pavilion, opened in 1891.
Photograph by F. E. Haynes;

courtesy of the Minnesota

Historical Society.
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together. Draft animals and feet furnished all
the transportation needed to move goods or
people about. It was the emergence of manu-
facturing and industrial activity, particularly its
concentration near sources of waterpower, that
drew more people into cities, pushing settle-
ments well beyond their ancient walls. Cities
became more economically self-sustaining even
as they grew larger and more spread out and
took on expanded roles as centers of govern-
ment, education, and the arts.

By the late eighteenth century, European
cities had grown so large that some form of
urban transportation was needed. Paris re-
sponded first, in 1819, with a system of horse-
drawn stagecoaches operating on its major
streets. London followed. In the United States,
a line opened in New York City along Broadway
in 1827.

These coaches were small, cramped, and
uncomfortable. John Stephenson, an American
carriage builder, introduced a newer, larger de-
sign in New York City in the late 1820s. Termed
omnibuses, they proved popular. More of them
appeared in Philadelphia and Boston.

A few years later the idea of putting a rail-
way in the streets was tried in New York City.
John Mason, a banker, incorporated the New
York and Harlem Street Railway in 1831, the
first street railway in America. Its cars came
from the same shops of John Stephenson, whose
company later switched completely from omni-
buses to horsecars, becoming one of the larg-
est car builders of the nineteenth century. New
Orleans followed New York, opening its first
street railway in 1835.

Horsecars offered no amenities, but they
did give a smoother ride than the omnibuses
that lumbered and bounced along the mostly
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unpaved, rutted streets. Built entirely of wood,
the car body sat on a set of cast iron flanged
wheels. The wheels rolled on iron straps fas-
tened atop wooden timbers called stringers,
which were then supported by wooden ties
embedded in the dirt. The small, enclosed cab-
ins, typically ten to fifteen feet long, had win-
dows that could be opened for ventilation in
hot weather, but in the winter, there was very
little heat. Some had a small coal or wood stove.
For the most part people just bundled up and
huddled together to keep out the chill. Straw on
the floors offered scant warmth for cold feet. At
night a kerosene lamp provided a feeble flick-
ering light. The driver had the worst of it. He
stood out on an open platform at the front of the
car and was expected to collect fares and handle
the horse that pulled the car down the street.
These “bobtails,” as they were called, typified
the horsecar era, although many companies
bought larger cars to handle increased busi-
ness. The bigger cars required a second em-
ployee, a conductor, to collect fares and assist
passengers. Even so, companies tried to get by
with a single employee to hold down expenses.

The U.S. population reached 3.5 million in
1850. Several cities were well over 100,000, and,
as they grew, street railways followed. Boston’s
first street railway opened in 1856; Philadel-
phia’s began operation in 1858. Ridership kept
increasing despite the primitive accommoda-
tions and the cars’ reputations as hangouts
for drunks and cutpurses. Proper Victorian la-
dies tried to avoid using the cars. Regardless,
by 1881 there were 415 street railways in the
United States and a total of 18,000 cars and
3,000 miles of track.

The only problem was the horse. By the
1880s, there were more than 100,000 in street



railway service. They were the only means of

propulsion and an enormous, ongoing expense
requiring food, shelter, and innumerable farri-
ers, blacksmiths, harness makers, and veteri-
narians. Their manure was an endless disposal
problem not to mention a safety and health
hazard, especially if it was left to ripen in the
streets. A horse-drawn streetcar had a top speed
of five to six miles per hour. At that speed the
horse had to be replaced every four to five hours
lest it exhaust itself and drop dead—and some
of them did.

Diseases were ever present. An outbreak
of equine influenza in 1872, the Great Epizootic,
infected and killed or severely disabled almost

every horse in the eastern half of the United
States. Those that survived were terribly weak-
ened and unfit for work. So awful was the epi-
demic that gangs of men were hired or released
from jail to drag wagons and street railway cars
through the streets.

Another form of propulsion had to be
found. A proven technology, the steam engine,
already existed. It had energized the Industrial
Revolution and was already moving people and
freight across the continent on the transconti-
nental railway, but adapting steam to an urban
setting presented a serious challenge. The
steam engine was noisy and dirty, and it terri-
fied horses, but there were some marginally

The Monroe Street and 8th
(now Chicago) Avenue horsecar
line stretched about six miles
from end to end, so each one-
way trip took more than an
hour. The physical endurance
of the horses had its limits, so
teams were replaced during
the day, as is happening in this
photograph. Judging from the
shadows, this is the 8th Avenue
barn, just north of Franklin
Avenue. Photograph courtesy
of the Minnesota Historical
Society.
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Cable cars were installed on St. Paul’s
Selby Avenue because of this hill, which
was too steep for either horses or electric
cars relying on adhesion. The 16 percent
grade (one foot of rise for every sixteen feet
traveled) was reduced to 7 percent by the
completion of the Selby Tunnel. The Amherst
Wilder mansion on the left is long gone,
but the retaining wall next to it remains

in place today. Photographs courtesy of
the Minnesota Historical Society.

successful efforts at taming it for street railway
service by shrouding the entire locomotive in a
cab, or box, making it look much like a horsecar.
The engine pulled a train of cars behind it. The
first application was in San Francisco in 1860,
and other cities followed, although San Fran-
cisco returned to horsepower after using steam
for just a few years. Presumably the noise, soot,
and a few runaway teams put it to rest.

The steam engine eventually went to work
on the elevated railways (Els) in New York City
and Chicago only to be replaced by electricity
once it became practicalin the 1890s. In the Twin
Cities the Minneapolis, Lyndale & Minnetonka
Railway and the North St. Paul Railroad, fore-
runners of TCRT, used steam, but here, too, it
succumbed to electric traction.

Other alternatives were attempted. Inven-
tors tried mixing various chemicals, creating
compressible gases that could be stored under
pressure in cylinders. When released the gases
drove a piston, which transferred its power to
driving wheels much like a steam locomotive.
One such contraption, the soda motor, was tried
in the Twin Cities and failed like all the rest.

The cable car emerged in 1873 as the



first really practical alternative to the horse.
Its inventor, a San Franciscan named Andrew
Hallidie, owned a company that manufactured
wire rope (a cable made up of many strands of
individual wires). California mining companies
bought Hallidie’s rope for use in aerial tram-
ways that carried gold ore to smelters from
mines high in the Sierras. Hallidie reasoned
that the same principle could be used to move
people by laying a continuous cable in a slot, or
trough, between the two running rails in the
street. The cable could then be connected to a
large drum, or spindle, turned by a steam engine
located at a central power plant. As the drum
turned, it pulled the cable. Passengers rode in
cars attached to the cable by a device called a
grip, which extended down from the car, grasp-
ing the cable as it moved along through the
slot. By applying or releasing the grip on the
cable, a grip man could start or stop the car. A
hand brake was also available to halt the car or
secure it on steep grades.

Hallidie’s invention succeeded, and the
cable car quickly attracted national attention.
Soon other cities were building systems, in-
cluding one in St. Paul. The largest system,
next to San Francisco’s, was Chicago’s, with
eighty-two miles of line, 710 cars, and an invest-
ment of nearly $25 million. In 1894, there were
662 miles of cable railway and some 5,000 cable
cars representing approximately twenty-eight
cities with cable railway systems. Roughly 400
million passengers a year rode the cars.

Cable car systems were costly to build,
and ongoing maintenance expenses were equally
burdensome. Cables had to be inspected and
replaced regularly. There were also serious op-
erational problems. A cable break or a failure at
the power plant could bring a single line or even

the entire system to a halt. Chicago’s system
suffered wintertime buildups of compacted ice
and snow in the cable slots. The only remedy
was to use a portable steam boiler to thaw the
ice. The cable railway was an important step,
but electricity would replace it, just as rapidly
as the cable was replacing the horse.

A long line of nineteenth-century scientists
and inventors grappled with electrical energy
and tried to make it do useful work. In 1821, the
British scientist Michael Faraday demonstrated
that electricity could create mechanical motion.
An American, Thomas Davenport, invented a
small rotary engine powered by a primitive stor-
age battery in 1835. Davenport’s motor was taken
several steps further by a succession of inventors
who used it to power a variety of experimental
devices, none of them commercially practical.

It was not until 1838 that a Scotsman
named Robert Davidson built an electric lo-
comotive powered by storage batteries. A few
years later an American, Moses Farmer, con-
structed an electric locomotive that was power-
ful enough to pull a car carrying two people on
a small circular track. However, battery power
continued to limit the usefulness and practi-
cality of these efforts until the 1860s and 1870s,
when the first mechanical dynamos, or genera-
tors, were perfected. Then, in 1879, the German
engineer Ernst Werner von Siemens appeared
at the Berlin Industrial Exhibition with an elec-
trically powered locomotive and train that drew
power from a third rail fed by a dynamo. Two
years later he built a small electric street rail-
way in Lichterfelde near Berlin, the first com-
mercially practical electric railway in the world.

Siemens’s success inspired others, includ-
ing Thomas Edison and another American,
Stephen Field, both of whom experimented

From Horsepower to Electric Power 17



These maps span the period

from 1872 to 1891 and show the
Minneapolis and St. Paul horsecar
lines, the Minneapolis, Lyndale &
Minnetonka steam-powered Motor
Line, the Selby Avenue and East

7th Street cable lines, and attendant
facilities. The year of construction
appears next to each track segment
and facility. If a segment or facility
was abandoned during this period,
that year appears in parentheses.
Segments and facilities with no
abandonment year were converted to
electric streetcars during 1890-91.
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with electrically powered railways. The three
subsequently applied for patents at about the
same time. Edison later joined Field in the
Electric Railway Company of the United States,
building a small electric locomotive that was
demonstrated at the 1883 Exposition of Rail-
way Appliances at Chicago.

Three other men contributed to the prog-
ress of the electric railway during the 1880s:
Leo Daft, John King, and Charles Van Depoele.
Each attempted electrification of horsecar sys-
tems in various cities. Van Depoele installed
his version in Minneapolis for the Minneapo-
lis, Lyndale & Minnetonka Railway, replacing
steam power on 1st Avenue South (Marquette
Avenue) between Washington Avenue and 6th
Street. None of their efforts were completely
successful.

Two problems dogged electric propulsion,
one being current collection. The Edison and
Siemens designs picked up power from an ex-
posed third rail, still used today in subways and
elevated railways but ill suited, if not deadly, in
urban streets.

Daft and Van Depoele used overhead wires,
but their current collector, a wheeled contrap-
tion called a troller that rolled along two over-
head wires and was connected to the car by
flexible cable, proved extremely unreliable. All
too often it fell off the overhead wire, sometimes
tearing down the entire overhead installation.

A far more serious problem was the mount-
ing of the electric motor on the car and the
method used to transmit power to its wheels.
Earlier systems used belts or chains that were
driven directly by the electric motor, which was
mounted inside the car or on the front platform.
Chains and belts broke or slipped, making it
difficult to reliably control the car. The problem

20 From Horsepower to Electric Power

of current collection was solved by adoption of
the single trolley pole and underrunning trolley
wheel. Van Depoele experimented with this ar-
rangement on some of his later installations. It
was left to Frank Sprague, however, to solve the
motor mounting problem and eventually build
and operate the first successful streetcar sys-
tem in the United States.

Sprague was born in 1857 and entered the
U.S. Naval Academy in 1874. Trained as an en-
gineer, he served in the navy until 1883, resign-
ing to work as an assistant to Thomas Edison.
While in the navy, Sprague pursued his inter-
ests in electricity. On a visit to London he ob-
served that city’s steam-powered subway, and
his thoughts turned to applying electric power
to public transportation. At the time he sketched
out some preliminary ideas for the trolley pole
and an underrunning wheel to collect power
from a single overhead wire, an approach that
resulted in a patent dispute with Charles Van
Depoele.

Sprague spent only a year with Edison
and then left to establish his own company. In
1885, he designed a way to mount an electric
motor on the truck (or wheel assembly) of a
railcar such that the motor could drive the
axle directly through gears and bearings, thus
eliminating belts and chains. This invention
proved the last step in perfecting the electric
streetcar. In 1887, Sprague was given a contract
to electrify the horsecar system in Richmond,
Virginia. It was so successful that by 1889, the
Sprague motor system and overhead trolley
were in use in 154 street railway systems in the
United States, including the Minneapolis Street
Railway Company.

Sprague’s innovations made him a wealthy
man. He went on to develop the high-speed



electric elevator and a system that allowed a
single operator to control all the electric mo-
tors in a multiple-car train, thereby making
both the skyscraper and the subway a reality.

How Streetcars Work

i

ore than a century separates Sprague’s

electric streetcar of 1888 and the

high-speed, electrically powered trains
and lightrail cars of the twenty-first century.
Nineteenth-century engineers and inventors
might have been surprised by the sophistica-
tion of today’s technology, but they would easily
grasp its principles, because the fundamentals
of electric traction are the same.

In early streetcar power plants, steam
from a coal-fired boiler spun electric dynamos
that fed direct current power directly to the
overhead trolley wire. As systems expanded
geographically, and the number of streetcars
in service increased, more and/or larger power
plants were needed. Electric power also had to
be transmitted over greater distances. Because
direct current power can only travel short dis-
tances before the resistance of the conducting
wire or cable dissipates its energy, alternating
current power came into use. Hydropower,
where it was available, augmented coal, as
did natural gas. Street railway systems often
turned to commercial power. Many were even
owned by power companies.

Larger generating plants and a geographi-
cally dispersed streetcar system demanded
a network of transmission lines to transmit
high-voltage alternating current to substations.
Transformers at the substations dropped the
voltage to a lower value. The power output of

these transformers was connected to a motor
generator (called a rotary converter), which then
generated direct current at 600 volts. This direct
current went to the overhead trolley wires over
a network of feeder lines, which were carried
along in underground conduits or attached to
the same poles that supported the overhead trol-
ley suspension system. Every 500 to 1,000 feet
the feeders were connected to the trolley wire.

A wheel or a graphite shoe, mounted at the
tip of the trolley pole and attached to the roof
of the car, contacted the trolley wire as the car
moved along. It picked up the 600-volt current,
which then flowed to a controller operated by
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In the early 1890s, a crew

poses with its Kenwood car at
the terminal at 21st Street and
Penn Avenue. This is typical of
the first generation of electric
cars: they were little more
than overgrown horsecars with
motors. The four-wheel truck
gave a bouncy, lurching ride
that limited top speed. Narrow
with lengthwise seating inside,
they were neither comfortable
nor capacious, and would be
replaced within a decade by
much more substantial double-
truck home-designed cars.
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the motorman. The controller was a vertically
mounted drum with electrical contactors and
a handle on top that could be rotated through
various settings, or “notches.” A notch on the
controller switched in, or out, a combination of
resistors connected in series, or parallel, that
regulated the amount of electric power fed to
the motors and, therefore, the speed of the car.

The circuit that began at the power plant
continued on through the distribution system—
rotary converter, trolley wire, controller, car
motors—and was completed by the car wheels
contacting the running rails, which were bond-
ed together and connected to a common ground
at the power plant.

The first streetcars used hand brakes. As
they grew larger and heavier, air brakes came
into use. An electric compressor furnished com-
pressed air for the braking system and acces-
sory controls that opened and closed doors, and
operated warning devices such as gongs, bells,
and whistles. Cars were lighted by electricity
and, in later years, heated electrically, although
coal stoves and hot air, or hot water, heat were
common.

The earliest electric cars were often just
horsecar bodies modified to accommodate one
motor mounted on a double-axle, single truck.
As time passed cars became larger and heavier,
requiring two trucks and four motors, one on
each axle and two axles per truck.

Horsecar tracks were built as cheaply as
possible. The gauge (distance between the rails)
usually was 3 or 3% feet. Horsecars were much
lighter than the electric cars and did not need
heavy rails or a reinforced roadbed. Iron rails,
fastened to rough-cut, untreated ties were com-
mon. There was no rock or gravel ballast to sup-
port the ties, just dirt, a construction method
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conducive to rapid deterioration. Ties rotted in
the muddy streets; eventually the entire track
structure disintegrated.

As cable and electric cars came into use
and cities began paving streets, heavier, more
durable track construction became common.
By the turn of the century, following electrifi-
cation, track was generally constructed to the
standard railway gauge of 4 feet 8% inches.
Heavy steel rails were used, spiked or other-
wise securely fastened to hardwood ties that
rested on several inches of rock or stone bal-
last. Cement or asphalt was poured between
the rails, or the space was filled with sand and
cobblestone or granite pavers were set in place
atop the sand and then grouted with cement.

With heavier track construction came more
expense, more so when cities demanded that
the streetcar companies take responsibility for
paving that portion of the street occupied by
their tracks plus two feet on either side of the
outermost rails. As an example, TCRT estimated
that its cost for double track ran to $60,000 per
mile (in 1900 dollars).

The most complicated and expensive track
work was at intersections where lines crossed
or diverged. Here again, early construction was
cheap and simple but not very durable. Later in-
stallations (termed special work) used prefabri-
cated switches and crossing frogs made of spe-
cial alloy steels. Switches set in the street had
a movable point in the rail flangeway that, de-
pending upon its position, forced the streetcar
wheels (mounted in a swiveled truck assembly)
to go straight, turn left, or turn right.

Most track switches were thrown by hand.
The motorman dropped a switch rod through a
slot in the floor of the car, engaging the movable
point in the street. At busy intersections there
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were electric switches that could be activated
remotely by the motorman.

Electric Streetcars
Reach the Twin Cities

(== mm—=
homas Lowry was just twenty-four years
old when he arrived in Minneapolis in

1867. The electric streetcar had not been
invented, and Lowry, recently admitted to the

bar, was intent on establishing a law practice
and seeking his fortune in what was then a
frontier town of some eight thousand people.
He could scarcely have imagined that he would
bring the electric streetcar to the Twin Cities
and forty years later preside over one of the
finest street railway properties in America.
Lowry was born in Logan County, Illinois,
in 1843. His mother and father farmed near the
village of Pleasant View about fifty miles west of
Springfield. Growing up, Lowry was a regular
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Besides presenting the recently built
(and now long gone) Metropolitan
Building, this is the only known photo-
graph that shows the Minneapolis
conversion from narrow gauge (3 feet
6 inches between the rails) to standard
gauge (4 feet 8%z inches) that took
place during 1890-91. Note that each
track temporarily has three rails, permit-
ting both horsecars and electric cars
to share the track during the transition
period. Photograph by Norton & Peel;
courtesy of the Minnesota Historical
Society.



attendee at the Methodist church and the near-
by school, which were both held in log cabins.
He went on to enroll at Lombard College but
became ill, possibly from tuberculosis, and was
forced to withdraw after two years. To recover
his strength he traveled through the western
states, briefly visiting Minneapolis. Returning
to Illinois and his father’s farm, he decided that
he wanted to become a lawyer and moved on
to Rushville, where he read law under Judge
John C. Bagby.

It is not known what caused Lowry to de-
cide on the legal profession except for one re-
markable coincidence. His father, Sam, needed
a lawyer and turned to an up-and-coming young
man from Springfield named Abraham Lincoln.
Young Tom accompanied his father on trips to
Lincoln’s Springfield office and became a great
admirer, attending the Lincoln-Douglas sena-
torial debates at Galesburg in 1858.

Lowry in many ways resembled Lincoln.
He was a lean and angular six feet two inches
tall, affected an easy manner, and possessed
a great sense of humor. People were drawn
to Lowry by his personality and his gifts as a
storyteller. It is not surprising that he made
friends in Minneapolis. Like him, many would
become influential in the future direction of
the city. One of them was Dorilus Morrison,
the first mayor of Minneapolis. Another was
Dr. Calvin Gibson Goodrich, a prominent physi-
cian and local property owner. Prior to moving
to Minneapolis, Goodrich purchased a 148-acre
farm for $5,180 on what would later become
Lowry Hill. Lowry went on to marry Goodrich’s
daughter, Beatrice, as well as become lifelong
friends with Goodrich’s son, Calvin. Calvin sub-
sequently joined Lowry in the management of
the Minneapolis Street Railway Company and
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Thomas Lowry, founder of
the Twin City Rapid Transit
Company and its president until

1909. Photograph courtesy of
the Minnesota Historical Society.

succeeded him as president of the Twin City
Rapid Transit Company on Lowry’s death.

But in 1867, Lowry had no intention of
going into the street railway business. He would
spend the next eight years buying and selling
real estate and adding influential clients to his
law practice. His first real estate transaction oc-
curred shortly after his arrival in Minneapolis,
when he purchased a lot in the vicinity of what
is today Seven Corners. Then, a few months
later he bought 168 acres near Medicine Lake.
Between 1868 and 1875, Lowry, in partnership
with other investors, acquired, subdivided, and
sold large tracts of prime property. These par-
cels, among others, included the Lowry Addi-
tion, some 6% acres south of Franklin between
Park and Portland Avenues, and the Groveland
Addition, encompassing 220 acres bounded by



today’s Interstate 394, Franklin, Lyndale, and
Fremont Avenues. In 1873, he formed a busi-
ness partnership with Dorilus Morrison, who
owned the Minneapolis Harvester Works, locat-
ed near Hiawatha Avenue and Lake Street. That
partnership became the South Side Addition,
a subdivision that took in 150 acres between
Lake and 26th Streets and Minnehaha and 31st
Avenues.

One of Lowry’s many law clients dur-
ing those years was Colonel William S. King,
whose Lyndale Farms encompassed approxi-
mately 1,400 acres adjoining Lakes Calhoun
and Harriet. King arrived in Minneapolis from
upstate New York in 1858. He was a fervent sup-
porter of abolitionist causes and founded a news-
paper, the State Atlas, which became a lead-
ing voice for the then new Republican Party. In
later years, Colonel King helped establish the
Minneapolis park system, donating his farm-
stead at 38th Street and Dupont Avenue South,
along with other choice properties, to the city
of Minneapolis. But in the early 1870s, the colo-
nel was in deep financial trouble. His properties
were all heavily mortgaged, including the farm,
which was then outside the city limits.

The colonel’s fortune hinged on developing
his holdings; hence his interest in and involve-
ment with the Minneapolis Street Railway Com-
pany, organized on July 1, 1873. Besides Colo-
nel King, its officers were all familiar names in
Minneapolis’s early history: Morrison, W. D.
Washburn, R. J. Mendenhall, W. P. Westfall, J. C.
Oswald, Paris Gibson, W. W. Eastman, R. B.
Langdon, and W. W. McNair. One objective of
the railway was to provide access to Colonel
King’s property and the farm. This effort was at
least the second attempt at establishing pub-
lic transportation in Minneapolis. The first,

in 1867, was the Minneapolis Horse Rail Road
Company, which, as far as can be determined,
never came into operation.

Unfortunately, the Minneapolis Street Rail-
way fell victim to the financial panic of 1873
and was unable to raise cash for construction.
By 1875, things were much worse. Creditors
had filed liens against most of Colonel King’s
property, and he was forced to turn to Philo
Remington for financial assistance. Remington
was an old friend from upstate New York and
owner of the Remington Arms Company. As
King’s attorney, Thomas Lowry met with
Remington’s representatives to negotiate a fi-
nancing agreement. During these negotiations
Lowry was either invited, or chose, to involve
himself in the Minneapolis Street Railway.

The Minneapolis City Council gave the
company an exclusive charter in 1875 calling
for the construction of two lines. The first was
to be from Washington and 4th Avenue North
along Washington to Hennepin, then via Henne-
pin and Central Avenues to 4th Street Southeast
and along 4th to 14th Avenue Southeast. This
line was to be completed within four months of
the granting of the charter. The second line was
to run from Plymouth Avenue and Washington
via Washington to 12th Avenue South, then on
to Franklin Avenue. This line was to be in op-
eration within one year.

Both lines were built to the standards of
that era and were not unlike early lines else-
where. The running rails were five-by-six-inch
wooden stringers (beams) about sixteen feet
long, on top of which bent iron plates were
spiked. The two rails were then fastened (spiked
or bolted) to wooden ties resting on the ground.
Dirt filled the space between the running rails,
which were brought even with the surface of
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A Minneapolis horsecar plods
down a dirt street on the
Monroe-6th Street-8th Ave.
line. Photograph courtesy of the

Minnesota Historical Society.

the street. The track gauge was narrow, 3% feet
between the rails.

The company met both deadlines. The first
line went in service on September 2, 1875. Two
cars were used, and the receipts for the first
day of operation totaled $21.50, a good sum of
money in 1875.

The rolling stock consisted of six horse-
cars acquired from the John Stephenson Com-
pany of New York. Each car weighed about
1,000 pounds, was ten to fifteen feet long, and
could seat up to fourteen passengers. Boarding
passengers dropped their nickel fare in a box at
the front of the car next to the driver, who stood
out on an open platform completely exposed to
all kinds of weather. Drivers worked twelve to
sixteen hours a day, except for a dinner break.
They washed their cars every day and tended
to the needs of the horses. Wages were thirty-
five dollars per month.
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Service was provided every fifteen min-
utes between 5 a.m. and 11 p.m. The average
speed was around five miles per hour, not sur-
prising given the limits of the rolling stock,
horsepower, and primitive track. Passengers
all too often had to alight in the muddy streets
and help the driver put the car back on the track
or get off and assist the horse by pushing the
car up an abrupt grade. Complaints must have
been frequent but were just as likely ignored.
There were no refunds or apologies, just basic
transportation.

Expenses routinely exceeded revenues,
and the directors of the company regularly had
to dig into their own pockets or borrow money
to keep the system afloat.

Minneapolis was still on the frontier. Only
a few years had gone by since ox carts were
rolling through St. Anthony on their way to the
Red River Valley. The early St. Paul, Minneapolis
& Manitoba (the future Great Northern) and
the Northern Pacific railways built westward,
but neither penetrated beyond the Dakotas. In
1876, Bismarck was as far as General Custer
could travel by rail to keep his appointment at
the Little Bighorn.

People and settlement followed the rail-
roads, and, as more people moved west, Min-
neapolis and St. Paul became important gate-
way cities. It came as no surprise to the owners
and directors of the Minneapolis Street Rail-
way, particularly Tom Lowry, that the company
would have an important effect on real estate
development and property values. Build a horse-
car line, sell lots and homes, and people and
money would follow.

The years between 1875 and 1889 brought
incredible growth. From the initial 2.1 miles
of line in 1875, the system expanded to 66



miles by 1889, just prior to the conversion to
electric power. Much of this development and
growth can be attributed to Lowry’s shrewd
diligence. He continued to devote time to his
growing real estate business but became more
and more involved in the affairs of the street
railway, acquiring a controlling interest and
becoming its president in 1877. His friend
and brother-in-law, Calvin Goodrich, became
vice president and general manager the follow-
ing year. By 1889 Lowry was the major stock-
holder in MSR, besides serving as president
of the Minneapolis, St. Paul & Sault Ste. Marie
Railway, the Soo Line.

St. Paul Street Railway

i

owry’s influence eventually reached across

the Mississippi River to St. Paul, where a

small network of horsecar lines had been
built a few years before those in Minneapolis.
St. Paul was several years older and had de-
veloped earlier because of its location at the
head of navigation on the Mississippi River
and its proximity to Ft. Snelling and nearby
Mendota.

The legislature chartered the St. Paul
& St. Anthony Railroad in 1853. It remained
dormant until 1872, when it took on a new
name, the St. Paul City Railway. The city of
St. Paul granted a franchise in January 1872,
and the first line commenced service in July
1872, three years before the first line opened
in Minneapolis.

The incorporators of the St. Paul City
Railway were J. W. Bass, J. C. Burbank, H. L.
Carver, William Dawson, Warren H. Dean,
Girard Hewitt, W. R. Marshall, Lafayette Shaw,

and Horace Thompson. Soon after the first
line began service, Dean and Marshall bought
out the other shareholders and took sole con-
trol of the property. Marshall in turn acquired
all of Dean’s stock. Lafayette Shaw and W. R.
McComb leased the property in 1874, but Mc-
Comb backed out the following year and turned
his shares over to Shaw. These changes were
symptomatic of the company’s shaky finances.

By 1877, the railway had completed 3.75
miles of track, owned two horsecar barns, fif-
teen horsecars, thirty-four horses, six mules,
two snowplows, and three sleighs. That same
year it defaulted on interest charges on the
mortgage bonds and was sold at a sheriff’s sale
to Thomas Cochran Jr., trustee for the mort-
gage holders, a group of eastern investors. The
company was then reincorporated by the bond-
holders and placed under the management of
J. R. Walsh of St. Paul, who served as treasurer
and general manager until the eastern interests
sold out to a local group in 1882.

The company at this juncture was in bet-
ter shape both physically and financially, and
its new owners, responding to the same growth
and prosperity then affecting Minneapolis,
proceeded to reinvigorate the property. New
lines were constructed, and there were exten-
sions to the existing system. However, these
improvements came at such great expense
and were supported by such low revenues that
the investors became alarmed and sought out
Thomas Lowry to buy them out and take over
operations. In 1883, Lowry, Calvin Goodrich,
Lowry’s brother-in-law, and Dorilus Morrison
became the major stockholders. By 1886, they
had secured operational control of the com-
pany through a financing arrangement with Lee
Higginson and Company of Boston.

Calvin Goodrich, Thomas
Lowry’s brother-in-law and
business partner, and president
of Twin City Rapid Transit
Company from 1909 to 1915.
Photograph courtesy of the
Minnesota Historical Society.
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The Nicollet Avenue and Como-Harriet
lines began as the narrow gauge,
steam-powered Minneapolis, Lyndale
& Minnetonka, better known as the
Motor Line. Its lines to Lake Harriet and
Minnehaha Park met at this junction at
31st Street and Nicollet Avenue, next
to the company’s roundhouse. The
steam “motor,” shown here pulling

a single coach, was a conventional
locomotive disguised inside the facade
of a passenger car; the theory behind
this deception was that it would be less
likely to frighten horses. Since 1886,
this site has hosted a streetcar factory,
two different carhouses, and a Metro
Transit bus garage.

The “Motor Line”

el

ne year later another property came

under Lowry’s control. This was the Min-

neapolis, Lyndale & Minnetonka Railway,
more popularly known as the “Motor Line,” a
name derived from the small, enclosed steam
engines (termed motors) that pulled its trains.
Incorporated as the Lyndale Railway Company
in 1878, the Motor Line opened for business in
May 1879 as the Minnespolis, Lyndale & Lake
Calhoun Railway. Starting at Bridge Square,
now the intersection of 1st Street and Hen-
nepin Avenue, the line continued south along
Marquette Avenue to 13th Street, to Nicollet
Avenue, to 31st Street. Near the intersection of
31st and Hennepin, it entered private right of
way on a long, gentle curve to the southwest
that extended to 34th Street adjoining Lake Cal-
houn. The company had earlier negotiated an
agreement with the Minneapolis Street Railway
to operate trains within the city limits (then
26th Street).
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The Motor Line was built to promote de-
velopment by providing reliable transportation
from the fringes of the city to the downtown. In-
vestors saw it as a way to open the area around
Lakes Calhoun and Harriet for recreation and
housing. In 1880, the Motor Line was extended
from Lake Calhoun to Lake Harriet. The follow-
ing year, the company acquired a double-deck
paddle wheel steamboat and began offering ex-
cursions on Lake Calhoun.

The Motor Line was built to a narrow,
three-foot gauge. Power was originally pro-
vided by two small steam engines that were en-
closed and resembled the passenger cars they
pulled behind them. Both engines were built
by the Baldwin Locomotive Works of Philadel-
phia and were delivered in 1879. They were
painted black with gold trim, and the passenger
cars were painted yellow. Several were open
cars that allowed passengers to enjoy summer
breezes.

In 1881, the railway was renamed the Min-
neapolis, Lyndale & Minnetonka Railway and
resolved to tap the resort and tourist business



on Lake Minnetonka. Additional equipment was
acquired for the extension to Lake Minnetonka,
including two steam motors and a conventional
(2-6-0) steam locomotive, which could only be
used between Lake Calhoun and Excelsior.
The city of Minneapolis would not allow it on
downtown streets.

Lake Minnetonka by this time was a na-
tional tourist destination. As it became acces-
sible by rail, large hotels catering to wealthy
guests were erected and advertised throughout
the country. The most famous was James J.
Hill’'s Hotel Lafayette at Minnetonka Beach.
It opened in 1882 and was served by Hill’s St.
Paul, Minneapolis & Manitoba Railway. Other
posh hotels on Tonka Bay and at Deephaven
opened at about the same time. The Motor
Line began service to Excelsior in 1882. It
was the fourth and last railroad to reach Lake
Minnetonka, and after a short time it would
prove to be one railroad too many.

In 1884, the railway acquired land at 31st
Street and Nicollet Avenue South. A round-
house, shops, and offices were constructed on
the site, which was later used for streetcars.
(Today, the site remains in use as a Metro
Transit bus garage.) That same year, the com-
pany built another line south along Nicollet to
37th Street then east to just beyond Hiawatha
Avenue. From there it ran south parallel to
the Chicago, Milwaukee & St. Paul Railway
(the Milwaukee Road) tracks to Minnehaha
Park, ending at the Milwaukee Road’s depot
(the “Princess” depot stands today). Two more
steam motors and several passenger cars were
purchased for this new service.

Regrettably, revenues, which came pri-
marily from summer traffic, could not sustain
the railway’s expansion to Lake Minnetonka and

Minnehaha Park. Colonel William McCrory and
the other original backers sold out to a new
group of investors in 1885, among whom were
Charles Pillsbury and James J. Hill. Hill’s in-
terest was primarily in using the Minneapolis,
Lyndale & Minnetonka as part of an extension
of his St. Paul, Minneapolis & Manitoba to
Hutchinson by way of Hopkins and Excelsior.
All service beyond Lake Calhoun was discon-
tinued in 1886.

Complicating matters, residents began
objecting to the use of steam motors on city
streets. The company responded by experi-
menting with one of Charles Van Depoele’s elec-
tric motor cars to tow the trains through down-
town. Overhead trolley wire was strung and
connected to a small steam-powered generator.
There were three tests: one in December 1885
and others in January and February 1886. All
of them were unsatisfactory. Van Depoele then
personally invested $25,000 in an ill-advised
effort to begin full operation, which had only
limited success. There were mechanical prob-
lems and such extreme vibration that the car
body was nearly shaken apart.

The company then turned to an experi-
mental steam motor, which used steam gener-
ated by the addition of caustic soda to water at
a very high temperature. These were the so-
called soda motors and similarly proved trouble-
some and unreliable.

In 1887, Minneapolis passed an ordinance
requiring the use of cable or some other source
of power for the railway’s operation within the
city limits, but the railway did not have the fi-
nancial resources to do so. Van Depoele’s ef-
forts were successful. The railway had just de-
faulted on its mortgage bonds and was almost
out of money.
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Charles Van Depoele’s

experimental electric
locomotive of 1885-86 was

an unsuccessful attempt to
eliminate pollution from the
Motor Line’s coal-burning
locomotives along Marquette
Avenue (then 1st Avenue South)
in downtown Minneapolis.
Electrically powered streetcars
would become practical with
the introduction of Frank
Sprague’s designs in 1887

and would quickly sweep the
nation, including the 1890-91
electrification of the Twin Cities
system. Photograph courtesy of
the Minneapolis Public Library,
Special Collections.

James J. Hill, Charles Pillsbury, and
Thomas Lowry were the principal debt hold-
ers. In a move to reorganize, the railway pro-
posed a refinancing plan that called for the is-
suing of $1 million in thirty-year, first mortgage
bonds with the interest payments guaranteed
by the Minneapolis Street Railway. Under the
terms of a lease agreement, the Minneapolis
Street Railway took over operation, effectively
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ending the Motor Line’s separate identity. Cal-
vin Goodrich was named general manager.
Thereafter, the Minneapolis Street Rail-
way continued to make improvements. In 1887,
it extended track south along Nicollet Avenue
to the Washburn Home at 50th Street, resumed
service to Lake Harriet, and built the first in
what would be a series of large picnic and en-
tertainment pavilions on the lake.




Elecirification and the Great Merger

i

n 1888, on the eve of electrification, the then

separate Minneapolis and St. Paul street

railway systems were operating 110 miles of
horsecar track and 17 miles of steam-powered
motor line. Six miles of cable car track would be
placed in service in St. Paul that year. The two
systems owned some 360 horsecars and stabled
1,900 horses. By 1890, they would be transport-
ing 27,677,000 passengers out of a population of
297,000—a yearly average of ninety-three rides
per capita. At the time, the boundaries of the
Minneapolis settled area were, roughly, Lowry
Avenue on the north, Lake Street on the south,
University Avenue-17th Avenue Southeast to
the east, and Penn Avenue to the west. St. Paul
had filled in from the Mississippi River to Lex-
ington Avenue on the west, Maryland Avenue
on the north, and Duluth Avenue on the east
side. There was a small pocket of development
near Robert Street and Concord Avenue across
the river.

The Pillsbury and Washburn interests made
Minneapolis a major grain market and flour-
milling center. The completion of the Northern
Pacific Railway to Tacoma and the growth of
James J. Hill’s St. Paul, Minneapolis & Mani-
toba gave St. Paul its standing as a gateway
city and transportation hub. Major streets were
paved, and municipal sewer and water systems
were in place. Great stone mansions arose along
Summit Avenue in St. Paul and along Park Ave-
nue and in the Kenwood neighborhood in Min-
neapolis. New people arrived every day, and
new businesses sprang up to provide them with
jobs and services.

Regrettably, this urban progress was not Attaining the crest of Selby

reflected in the street railways, which contin- Hill at Summit Avenue, the
cable cars passed the Norman

Kittson mansion, future location

ued to rely on the horse for motive power, de-

spite other efforts to improve service and ex- of the Cathedral of St. Paul.
pand the system. New lines and track mileage Photograph by Truman Ward
were added in both cities. Larger horsecars Ingersoll; courtesy of the

Minnesota Historical Society.
and expanded carhouses and other support fa- ¥

cilities came along as the system built into new
neighborhoods.

Both Minneapolis and St. Paul operations
represented large investments for their owners.
Unfortunately, the returns on those investments
were negligible due to the constant demands
on resources to finance expansion. The low av-
erage speed and comparatively low passenger
capacity of the cars, along with other inefficien-
cies associated with the use of horses, drove up
operating expenses. Change was needed, but
the technology was not there. The steam mo-
tors of the Minneapolis, Lyndale & Minnetonka
Railway were unpopular nuisances. The Van
Depoele demonstrations failed in 1886. The
only alternative was the cable, which by then
had come into extensive use in other cities.

From Horsepower to Electric Power 31



The East 7th Street cable line
climbed this long 5 percent
grade, viewed after electrification
around 1905 from the top of

the hill at Hope Street.

The Minneapolis Street Railway and
the St. Paul City Railway sponsored a tour of
cable installations in 1887. Members of the
Minneapolis and St. Paul city councils vis-
ited systems in Baltimore, Boston, New York,
Cleveland, and Philadelphia to learn more about
cable operations and how they might work in
the Twin Cities. St. Paul officials were espe-
cially impressed.

The steep grades out of downtown St. Paul
made the cable attractive to St. Paul city offi-
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cials, and they applied considerable political
pressure to the St. Paul City Railway to proceed
immediately with a cable system. Construction
on the first line started in 1887. Beginning at
4th Street and Broadway downtown, it went out
4th Street, through Seven Corners and then
up Selby Hill on a 16 percent grade between
Pleasant and Summit Avenues. The line con-
tinued on Selby Avenue to St. Albans Street. A
powerhouse and a carhouse were built at Selby
and Dale. The line opened on January 21, 1888.
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That same year the company started work
on a second cable line that would tackle the
stiff, 5 percent grade leading out of downtown
on East 7th Street. Starting at Wabasha Street,
it followed East 7th Street to Duluth Avenue,
where another carhouse and cable powerhouse
was constructed. This line began operation in
June 1889 and replaced a horsecar line on the
same street.

Construction costs for both lines were as-
tounding: $1,564,809 in 1888 dollars. As a mea-
sure of the size of that investment, the bonding
issued in 1887 to finance the lines was not fully
paid off until 1947, even though the East 7th
Street line and the Selby line were converted
to electricity in 1893 and 1898, respectively.

Minneapolis city fathers watched the St.
Paul construction and demanded improvements.
Then in 1888, an outside group with consider-
able support from city residents petitioned the
city council for an electric railway franchise.
The Minneapolis Street Railway fought back,
taking the position that electric technology
was unproved. Eventually, given public pres-
sure and threatened with a possible loss of its
franchise, the company agreed to a council
resolution passed in July 1889 requiring it to
build three cable lines, as follows:

e Washington Avenue from 20th Avenue
North to Cedar Avenue South;

¢ Bloomington Avenue from 32nd Street to
Franklin Avenue, to 8th Avenue South, to 4th
Street, to 1st Avenue (Marquette), to High
Street; and

e Hennepin Avenue from Lyndale Avenue, to
Central Avenue, to 6th Street Southeast to
3rd Avenue Southeast to Harrison Street,

to 29th Avenue Northeast.

Further council action in August and Sep-
tember called for three more lines:

e A“loop” line on 1st Avenue South, High
Street, Hennepin Avenue, and Washington

Avenue;

e An extension on Cedar Avenue, to Riverside,

to 27th Avenue South to 26th Street; and

e Aline on 1st Avenue (Marquette), to Grant,

to Nicollet, to 31st.

The ordinance stipulated that all lines were to
be standard gauge (4 feet 8'2 inches), double-
tracked, and constructed to “high standards.”

Meanwhile, city leaders in St. Paul, aware
of the potential benefits of electric operation,
began talks with St. Paul City Railway officials
about converting to electric power, even though
the two cable lines had been in service for little
more than a year. Archbishop John Ireland met
personally with Thomas Lowry in early 1889
and urged him to build several electric lines.
Lowry was not enthusiastic, offering concerns
that electric operation had not been perfected.
He was further troubled by the large invest-
ment already made in the cable system and
the prospect of similar large investments in
the proposed Minneapolis cable lines. Lowry
agreed because competing interests had made
offers to the city council, and, as in Minneapolis,
he did not want to lose his franchise or face
competition. In any event, he must have made
a good bargain because the city agreed to a
bonus payment up front to protect the railway
from financial loss once construction began.

Two lines were to be built:

e Aline from 7th and Wabasha Streets on
7th, to Oakland Avenue, to Grand Avenue

as far west as Cleveland Avenue; and
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On February 22, 1890, the first
electric streetcars in St. Paul

began service on Grand Avenue.

Thomas Lowry and Archbishop
John Ireland occupied the
front seat of the first car in this
ceremonial procession. Photo-
graph by Eclipse View Co.;
courtesy of the Minnesota
Historical Society.
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e Aline from 4th and Wabasha Streets on 4th,
to 7th Street and Randolph Avenue, continu-

ing on Randolph to Cleveland Avenue.

Minneapolis officials were similarly inter-
ested in electricity because, as part of the order
to construct the cable lines, they reserved the
right to designate one of the existing horsecar
lines for experimental conversion to electricity.
As a measure of their seriousness, they de-
manded the company post a performance bond
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of $225,000 for the cable lines and $25,000 for
the electric line, forfeitable to the city if for any
reason the lines were not built as scheduled.

Both cities wanted to be rid of the horse.
Word of Sprague’s successes with electrifica-
tion in Richmond no doubt spread, especially
after Boston’s West End Street Railway Com-
pany, then the largest horsecar operation in
the country, committed to electrification in
mid-1888.



In September 1889, barely two months
after passing the cable ordinance, the Minne-
apolis City Council passed a resolution direct-
ing the Minneapolis Street Railway to construct
an “experimental” electric line on 4th Avenue
South. Thomson-Houston Electric Company
subsequently offered a proposal to build a
demonstration line at its expense, providing
the Minneapolis Street Railway purchase the
line if the demonstration proved successful.
The railway accepted the proposal and work
began at once.

The line opened on December 24, 1889. En-
thusiasm for it was so high that the city substi-
tuted electricity for cable power in a new reso-
lution dated January 17, 1890. A month later, on

February 22, 1890, St. Paul’s first electric line
opened on Grand Avenue. Then in September
1890 the Minneapolis City Council passed an
ordinance requiring the conversion of all horse-
car lines to electric power, the St. Paul City
Railway already having such authority.

In December 1890, the cities were joined
when the “interurban” electric line began opera-
tion between the two cities via University Ave-
nue. Two years later the horsecars were gone.

Neither Minneapolis nor St. Paul had the
first electric operation in Minnesota. That
honor goes to the tiny Stillwater Street Rail-
way, which opened an electric line in June 1889.
Never a success, the company was in receiver-
ship by 1893. It ended operations altogether
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One of the early single-truck
streetcars, yet to receive a state-
mandated enclosed vestibule to
protect the motorman from the
elements, passes the original
Minneapolis Public Library

on Hennepin Avenue at 10th
Street in the early 1890s. The
library was demolished in the
1960s, and the site remains

vacant to this day. Photograph

courtesy of the Minnesota
Historical Society.

sometime during 1897 and was subsequently
dismantled for scrap.

Few events in Twin Cities history in the
nineteenth century can compete in significance
with the electrification of the street railway
system and its subsequent effects on growth
and development. From 1890 to 1920, where
people lived and where they worked were de-
termined by proximity to a streetcar line. It
also should not be overlooked that the system
was built and sustained with private capital,
nor should the amount of the investment be
thought insignificant.

36 From Horsepower to Electric Power

Electrification required a complete write-
off of the investment in the horsecar and cable
railway systems long before that investment
was depreciated or (in the case of the cable
lines) the bonds paid off. The cars, the track,
virtually the entire infrastructure were obso-
lete. Between 1889 and the completion of elec-
trification in 1892, the two companies would
spend $6 million (in 1890 dollars) on electrifi-
cation and a complete rebuilding of the two sys-
tems, resulting in a doubling of track mileage.

Raising such a large amount of capital
was no small challenge. At that time street



railway companies were deemed speculative
investments. The quality and surety of the in-
vestment depended largely on the credibility
of management, the overall economic health of
the community, and timing.

That was the difficult task before Thomas
Lowry in early 1891 when he approached con-
servative New York bankers for funds to com-
plete a rebuilding of the Minneapolis and St.
Paul systems. Initially, they were unreceptive,
concerned that the assets of the two separate
companies were insufficient, but Lowry pushed

the issue, persuading them to consider financ-
ing a merged system serving the populations of
both cities. Out of this the Twin City Rapid Tran-
sit Company was incorporated in New Jersey in
June of 1891. It would acquire all of the capital
stock of the Minneapolis Street Railway Com-
pany and the St. Paul City Railway Company.
Lowry got his funds, but he was a very lucky
man. Two years later, the Panic of 1893 would
have made financing impossible and swept
away everything that he had struggled so hard
to build.

From Horsepower to Electric Power
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More Tracks to More Places

he Aberdeen Hotel sat at the corner of Vir-

ginia Street and Dayton Avenue in St. Paul.

The finest hotel in the city, it catered lav-
ishly to the comings and goings of St. Paul’s
wealthiest citizens and visitors. On the evening
of June 9, 1893, it hosted a banquet honoring
James J. Hill, who had just completed his Great
Northern Railway all the way to Puget Sound.
Among the invited guests alighting from their
carriages were Marshall Field, George Pull-
man, and Minnesota’s first governor, Alexan-
der Ramsey. It is not known whether Thomas
Lowry was invited. Hill did not like speculators,
and he once described Lowry as a “flamboy-
ant plunger,” undoubtedly because of Lowry’s
leveraged real estate adventures, not to men-
tion that he was also president of the Minne-
apolis, St. Paul & Sault Ste. Marie Railway (the
Soo Line), a Great Northern competitor. But if
Lowry was not there, other notables were miss-
ing as well—namely, the New York financiers
who provided funds to build Hill’s railroad. They,
like Lowry, were distracted by one of the great

Growing the System
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financial disasters of the nineteenth century,
the Panic of 1893.

Wall Street brokers and bankers usually
get blamed for nineteenth-century panics. The
country’s economy was simpler then, with very
little regulation of the financial markets or the
banking industry: it was laissez-faire capital-
ism at its worst and best. In the blink of an eye,
speculators could make, and then lose, great
fortunes. In 1893, western states wanted cheap
money and espoused the free coinage of silver.
Eastern industrialists and bankers wanted a
high, protectionist tariff and a gold standard.
Both factions got what they wanted, but not
what they expected.

The Sherman Silver Purchase Act of 1890
mandated that the U.S. Treasury buy 4.5 mil-
lion ounces of silver per month, a move that
pleased the western interests and increased
the amount of money in circulation. At the
same time, eastern industrialists backed the
McKinley Tariff Act, also passed in 1890, to
protect onshore industries. Politicians thought
they had hit upon a splendid compromise. On
the one hand, the tariff pumped money into
the treasury, reducing government debt. But
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The turn of the century saw

a transition from the first
generation of small electric cars
to the much larger and more
substantial home-built cars. This
is Hennepin and Washington

Avenues. Photograph courtesy

of Forrest Johnson.

on the other, it also reduced the amount of
money in circulation.

Meanwhile, the treasury was busily buy-
ing silver with treasury notes (paper I0Us)
redeemable in silver or gold. When foreign fi-
nance ministers and other “cynical” holders of
government debt caught on and demanded pay-
ment in gold, there was a raid on the treasury’s
gold reserve. By statute that reserve had to be
maintained at a minimum of $100 million to
protect the value of the nation’s currency and
credit. When it was breached in April 1893, the
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bubble burst and the banking system collapsed.
There was no money and no credit. Some 8,000
businesses went broke and shuttered their
doors, 156 railroads fell into receivership, and
400 banks folded. A million people were out
of work, roughly 10 percent of the workforce.
Worse, there was no Federal Reserve Bank to
manage the crisis, and as more businesses and
banks failed, the money supply contracted even
further. The economy was in shambles. There
would be nothing like it until the crash of 1929.

Lowry faced ruin. Although he was a



wealthy man, with investments in banking and
substantial land and property holdings, his per-
sonal assets were heavily encumbered and tied
to the fortunes of TCRT. He had also invested in
the schemes of Louis Menage, a local promoter
and developer, and served as a vice president
in several of Menage’s companies. Menage went

bankrupt and fled to Guatemala, deserting Lowry
and other investors.

There were other embarrassments. Lowry
was a partner in the Minneapolis Stockyards
and Packing Company, which went under. An-
other investment, the new West Hotel, was in
trouble. Worse, Lowry owed large sums to the

The new electric competition
passes now-obsolete horses at
the trough in Bridge Square,
where Nicollet and Hennepin
Avenues converged near the
Mississippi River in downtown
Minneapolis. Photograph
courtesy of the Minneapolis
Public Library, Special
Collections.

This Lake Minnetonka car is
deadheading back to East Side
Station. It is just gaining the
east bank of the Mississippi
River after crossing Nicollet
Island.




Northwestern National Bank, where he served
on the board of directors. Most at risk was
TCRT. Before the panic Lowry concluded a $2
million loan with Kuhn, Loeb & Company. The
loan was repayable in installments of $250,000
in 1895, 1896, and 1897, with a balloon pay-
ment of $1,200,000 in 1898. With all of TCRT
as security, default of a single payment meant
loss of the company and with it Lowry’s entire
fortune.

There were other complications. The bi-
cycle became popular and people turned to it
in large numbers, further driving down TCRT
revenues. Net earnings in 1893 were $116,000,
down from $241,000 the year before, not enough
to meet the loan payments.

Lowry struggled. There was no chance
for a fare increase to cover expenses because
franchise agreements fixed the fare at a nickel.
The only alternative was to cut costs. Calvin
Goodrich, TCRT’s general manager, ordered
employee wages reduced 10 percent. Service
was trimmed, despite public complaints, with
overall car mileage cut by 12 percent. When
these measures were not enough, layoffs were
ordered in all departments. The result in 1894
was a $367,000 reduction in operating ex-
penses and a $105,000 improvement in earn-
ings; 1895 brought $103,000 in savings and
a further $28,000 increase in earnings. That
year, in another effort to strengthen his finan-
cial position and TCRT, Lowry successfully
wooed British capitalists seeking control of the
Pillsbury and Washburn flour mills to build a
dam below St. Anthony Falls to generate elec-
tricity for the streetcar system. Lowry reasoned
the dam would have the capacity to power the
cars with enough left over to sell to local indus-
tries. He had proposed to pay $91,000 a year to
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lease the waterpower rights and recover that
expense by selling the excess capacity for ad-
ditional income. He would get cheap power, and
someone else would pay for it. While the con-
cept was sound and Lowry signed the lease on
December 5, 1896, the desired outcome proved
elusive, because TCRT’s own power needs
jumped dramatically in the next few years.

Lowry’s next great coup was persuading
these same investors to put up $1,130,000 in ex-
change for equal shares of 7 percent TCRT pre-
ferred stock. To make his case, Lowry used two
reports from Frank Trumbull, a highly respected
consulting engineer. Kuhn, Loeb commissioned
Trumbull to evaluate the TCRT system and
its operations. They were heavily invested in
TCRT and wanted comfort with their invest-
ment. Trumbull’s 1893 report was favorable, as
was a second report published in 1894. Wisely,
Lowry used both reports to convince them.

TCRT’s recovery assured its reputation for
sound management. In 1895, it made a 7 per-
cent dividend payment on its preferred stock
and would continue making payments. More-
over, its common stock began paying annual
dividends in 1899, establishing a record of un-
broken dividends that would continue until the
Great Depression.

Growth and Prosperity

i

he next twenty-five years were the heyday
of the streetcar in the Twin Cities, and
they produced some altogether incred-
ible statistics. By 1910, 510,000 people lived in
Minneapolis and St. Paul, 212,000 more than
in 1890, nearly doubling the developed areas
in both cities. Many were recent immigrants.



Others came from eastern states and cities,
attracted by jobs and business opportunities.
Economic activity exploded. St. Paul banks
cleared $56 million in financial transactions
in 1880 and $560 million in 1910. Minneapolis
banks reported $10 million cleared in 1880 and
a staggering $1 billion in 1910. This era saw
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the rise of the department store, and downtown
retailing prospered. Dayton’s opened in 1901
at 7th Street and Nicollet Avenue. Donaldson’s
Glass Block added 350,000 square feet, taking
in half a square block. Power’s Dry Goods re-
built its store at 5th Street and Nicollet Avenue
in 1905-6. The same happened in St. Paul as

Hennepin Avenue was deserted
in 1905 as a car stops to unload
a couple of passengers at

the Plaza Hotel, across from
Loring Park. Lyndale Avenue
approaches at left. The hotel
has been replaced by Interstate
94 and the portal of the Lowry
Hill Tunnel. Photograph by
Charles J. Hibbard; courtesy

of the Minnesota Historical
Society.



Monumental warehouses and
industrial buildings, dominated
by the Butler Building, lined 1st
Avenue North in Minneapolis.
The warehouse district received
goods and materials from adja-
cent railroad yards and freight
houses, and housed the factories
and warehouses that supplied
the city. Its workers arrived by
streetcar.

Schuneman’s, the Emporium, and the Golden
Rule built new stores.

At a time when 76 percent of all ton-miles
moved by rail, Minneapolis and St. Paul were
one of the top ten rail centers in the nation.
Minneapolis hosted corporate headquarters for
the Soo Line and the Minneapolis & St. Louis.
St. Paul was home to the Great Northern, the
Northern Pacific, and the Chicago, St. Paul,
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Minneapolis & Omaha. The Great Northern
and the Northern Pacific dominated passenger
and freight traffic from the Twin Cities across
North Dakota and Montana and on to the ports
of Seattle and Portland. The Milwaukee Road
(the Chicago, Milwaukee & St. Paul Railroad)
and the Soo Line only feebly challenged them for
western business. The former, in what proved
to be a very unwise move, built to the Pacific in



the first decade of the twentieth century only
to find itself overbuilt and bankrupt by 1925.
The Soo Line wisely forged connections with
the Canadian Pacific at Portal, North Dakota,
sending its Pacific-bound traffic via Canadian

Pacific rails to the port of Vancouver. Other mid-
western roads—the Chicago & NorthWestern,
the Chicago, Burlington & Quincy, the Rock
Island, the Chicago Great Western, and the

The Twin City Rapid Transit Company ran
scheduled sightseeing streetcars that toured
both cities. One passes the Minneapolis
Union Depot, which hosted trains of

the Great Northern, Northern Pacific,
Chicago Great Western, Chicago & North
Western, Minneapolis & St. Louis, and
Wisconsin Central. Located at the foot of
Hennepin Avenue by the Mississippi River,

it was replaced in 1914 by the larger Great
Northern Depot across the street. The
High Street loop, terminus for certain cars
ending downtown, diverges at the right.
Today'’s vestige of High Street is the traffic
signal leading to the loading docks behind
the main U.S. Post Office on 1st Street.
Photograph by Charles |. Hibbard; courtesy
of the Minnesota Historical Society.
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Streetcars in 1910 had little
traffic to fight crossing the
Robert Street bridge in St. Paul.
Photograph from Saint Paul
Board and Assembly Records;
courtesy of the Minnesota
Historical Society.
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Minneapolis & St. Louis—served markets to
the east and south, connecting the Twin Cities
with Chicago, Omaha, St. Louis, and Kansas
City. Before there were paved roads, this rail
network moved most of the freight and passen-

ger traffic from farms and rural communities to
larger urban centers.

The Twin Cities hosted two-thirds of all
manufacturing jobs in the Upper Midwest and
dominated roughly 55 percent of all the busi-
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ness activity in the region. As the economy
grew so did the boundaries of the developed
area. Office buildings, hotels, banks, retail es-
tablishments, theaters, and factories gradually
displaced residences near the downtown areas.
Schools, hospitals, and libraries sprouted to
serve the growing population. The University of
Minnesota attracted students from across the
state and the region. Park systems took form
along the Mississippi River and around Lakes
Phalen, Como, Cedar, Isles, Calhoun, Harriet,
and Nokomis.

By the end of the 1920s, residential growth
in Minneapolis had filled in all the way to 50th
Street on the south, the Camden—Northeast-
St. Anthony neighborhoods on the north, the
France Avenue-Morningside-Bryn Mawr ar-
eas on the west, and the Mississippi River Park-
way on the east. In St. Paul, the Midway area
was largely filled in, as were the neighborhoods
in and around Como Park, St. Anthony Park,
and Macalester College. Residential neighbor-
hoods extended along Summit, Grand, St. Clair,
and Randolph Avenues all the way to the Mis-
sissippi River. The east side and the area up to
the West St. Paul city limits at Annapolis Street
were built up.

Suburban development was well under
way. Hundreds of worker residences went up
in South St. Paul, which had become the larg-
est meat processor and livestock market west
of Chicago. Robbinsdale and Columbia Heights
attracted families and smaller middle-income
residences, as did St. Louis Park and Hopkins.
Streetcars served all of these neighborhoods
and communities.

This growth, along with the relative scarcity
of automobiles and the absence of paved roads,
provided a strong traffic base for TCRT well

into the 1920s. A major expansion of the system
got under way once the Panic of 1893 receded
and business conditions improved. Track mile-
age jumped from 224 in 1894, the year after the
Panic of 1893, to 523 in 1931, early in the Great
Depression. Three new intercity lines joined
the Interurban. They were the Como-Harriet,
opening in 1898; the Selby-Lake, opening in
1906; and the Snelling—-Minnehaha line, which
linked downtown Minneapolis and St. Paul via
Minnehaha Park and Ft. Snelling. It opened in
1909. There were also new lines to Lake Min-
netonka and Stillwater.

To speed up service on the new Selby-Lake
intercity line, TCRT determined it should re-
place the last vestige of its cable railways with
a tunnel through Selby Hill. Until 1891, Selby
Avenue had been entirely a cable car operation
from downtown St. Paul all the way to Fairview
Avenue. The segment between Chatsworth and
Fairview was electrified that year as part of an
extension to Merriam Park. In 1898, the remain-
der of the line was electrified except for a por-
tion that was retained and rebuilt with a counter-
weight system that used cable cars to assist
streetcars up the 16 percent grade of Selby Hill
between Pleasant and Summit Avenues. This
system proved slow and expensive, and it was
decided to proceed with a tunnel. Work began
in 1906. By the time it was finished and opened
for service, TCRT had exchanged $366,000
(1906 dollars) for the removal of 43,200 cubic
yards of dirt and 2,100 yards of rock, as well as
the purchase of 164 tons of steel rods and 12,000
barrels of cement. The result was a bore 1,500
feet long and fifty feet deep at its lowest point.
The grade on Selby Hill was cut to 7 percent

These improvements allowed TCRT to bet-
ter accommodate the thousands of new riders
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Lake Street was still unpaved
in 1906 as a car on the newly
opened Selby-Lake line heads
east toward St. Paul, crossing
the Bryant line at Lyndale
Avenue. Several buildings

in this photograph are still
standing. At this time, most
power and telephone lines
were above ground, creating
a visual blight. Photograph
courtesy of the Minnesota
Historical Society.
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lines as a convenient way to
enjoy the many attractions the
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that crowded its cars every day. Fifty-three mil-
lion people rode the streetcars in 1900. By 1920,
there were 238 million, a fourfold increase.
Fares stayed relatively constant: a nickel in
1900 and six cents in 1921. The main traffic
generators were in or near downtown Minne-
apolis and St. Paul, where most people worked
and the major retail establishments, theaters,
hotels, railroad stations, and hospitals were
located. There was another strong traffic base
near the city limits of Minneapolis on University
Avenue extending along University through the
Midway district of St. Paul. This strip hosted
many manufacturing establishments whose
workers rode the St. Paul-Minneapolis inter-
urban streetcar. The Interurban also served
the Minneapolis campus of the University of
Minnesota. It was the busiest line in the system
and, even today, is the busiest local bus line for
Metro Transit and the likeliest route of the next
light-rail line. The Interurban was so successful
that the railroads, which were operating steam-
powered commuter trains between Minneapolis
and St. Paul, discontinued them shortly after it
opened in December 1890.

Recreation also brought riders. There were
baseball games at Nicollet Park in Minneapolis

and Lexington Park in St. Paul. The rivalry be-
tween the two cities carried over into a heady
competition between the Minneapolis Millers
and the St. Paul Saints. TCRT really cleaned up
when the teams played doubleheaders in both

The double-ended Ft. Snelling shuttle
car waits for its Minneapolis and St. Paul

connections at the Ft. Snelling wye. The
Mendota Bridge is visible in the background.

Cars passed close by the
Round Tower, one of the few
surviving original structures
of Ft. Snelling.

This site now lies within the replicated walls
of the historic fort. Photograph by John
W. G. Dunn; courtesy of the Minnesota
Historical Society.
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In 1900, this small wood depot
was constructed at 42nd Street
and Queen Avenue next to Lake
Harriet to serve the residential
Linden Hills neighborhood. It was
replaced in 1914 by a much larger
chalet-style building by architect
Harry Wild Jones. The 1900 depot
was sold to the Park Board and
moved to the lakeshore south of
42nd Street, where it served as a
boat rental office. It was moved
again next to the refectory and
finally demolished in the 1950s.
The Minnesota Streetcar Museum
replicated it on its original site,
where passengers may now board
historic streetcars operating on

a remnant of the Como—-Harriet
line. Photograph courtesy of the
Minnesota Historical Society.

The Detroit Publishing Company took
this view of the Como Park Station
and published it as a postcard. Seen
from Lexington Avenue, most of

the infrastructure remains in place
today, more than fifty years after the
last streetcar departed. Photograph
courtesy of the Library of Congress.

parks on the same day. On summer weekends
thousands of people took the streetcars to Lake
Minnetonka or to Wildwood Amusement Park
on White Bear Lake, while others picnicked at
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Como and Phalen Parks in St. Paul. The street-
car company sponsored evening band concerts
at Lake Harriet. Visitors to the Twin Cities
could tour the cities on a sightseeing car. Late
in the summer the Minnesota State Fair attract-
ed thousands upon thousands of riders to the
streetcars. So many were pressed into service to
handle the crowds that TCRT constructed spe-
cial passenger facilities at the fairgrounds and
a large yard to store streetcars between runs.

More ElﬂCl_l‘iC Power
for a Growing System
===
CRT’s expanding system needed more

electric power. Two small plants were origi-
nally put in service at the start of electric




operations in 1889. In Minneapolis a simple

250-horsepower steam plant drove three 80-
horsepower generators located in a building at
5th Avenue South and 1st Street. A similar in-
stallation in St. Paul at the St. Paul Gas Light
Company powered the St. Paul lines. By the
1920s, with more than nine hundred cars in op-
eration during peak hours, the power and distri-
bution system had grown to include a large main
steam plant, two hydro stations at St. Anthony
Falls, multiple substations, and hundreds of
miles of overhead and underground cables.

In 1890, the first large power station in
Minneapolis was installed at 3rd Avenue North
and 2nd Street North in a building that housed
the company’s general offices and a carhouse, a
structure that stands today. The plant was steam
powered and generated 2,955 kilowatts of di-
rect current electricity that was fed directly to
the trolley lines. A short section of underground
conduit and feeder cable was laid from the plant
along 3rd Avenue North, Washington Avenue
South, and 1st Avenue South. A tunnel carried
water for the boilers from the Mississippi River
to the plant

A second power station opened in 1892 at
31st Street and Nicollet Avenue in Minneapo-
lis. This was the site of the former roundhouse
and shops of the Minneapolis, Lyndale & Min-
netonka Railway, which TCRT had acquired a
few years before. With electrification the facility
became a carhouse and maintenance shop. The
station generated 2,500 kilowatts of direct cur-

rent fed directly to the trolley wires, supply-
ing the needs of all lines south of Washington
Avenue and east of Nicollet. A powerhouse at
West 3rd Street (now Kellogg Boulevard) and
Hill Street fed the St. Paul system. It opened in
1891, replacing the first installation at the St.
Paul Gas Light Company.

Lowry’s 1896 contract with the St. Anthony
Falls Water Power Company resulted in a dam
and hydroelectric plant that produced alternat-
ing current at 3,450 volts, which was stepped up
to 12,000 volts for long-distance transmission.
Two smaller direct current generators were
installed in the same building to directly feed

some of the close-in car lines.

In 1917, Robbinsdale was still
separated from the city by open
country, and West Broadway
was subject to drifting snow.

This 1885 building on 3rd
Avenue North at 2nd Street
was originally a horsecar barn
and shop. It was intended to
be the powerhouse for the
never-built cable car system
but instead became an electric
carhouse and the first streetcar
powerhouse in 1890, as well
as the main offices of the
Minneapolis Street Railway.

By 1904, its powerhouse had
been displaced by the Main
Steam Station, and the general
offices of TCRT had moved to
the new office building at 11th
Street and Hennepin Avenue.
The building was sold soon
thereafter, but survives today.
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The Minnesota State Fair

TCRT loved special events. They brought in additional
revenues and used equipment that might otherwise
sit idle. Those coinciding with rush hours presented
more of a challenge because cars and crews had to be
stretched to meet the extra demand, but TCRT never
turned away the business. Motormen and conduc-
tors never complained because the extra hours meant
fatter paychecks. Besides the baseball extras for the
Millers and Saints, there were Gopher football at the
University of Minnesota, band concerts at Lake Harriet,
the Shrine Circus, the Minneapolis Aquatennial, the
St. Paul Winter Carnival, and Fourth of July fireworks
at Powderhorn Park. There were church extras on ;

. N T I e £
Sundays and on Christmas Eve, as well as extras for L T e

cemetery observances on Decoration Day (known
officially as Memorial Day after 1967). New Year's
Eve brought out extra cars at midnight to take revel-
ers home from the downtown bars and restaurants.

None of these events was as big as the Minnesota
State Fair, however, or required as many extra cars and

crews. For ten straight days through Labor Day, more Streetcar service to the State to the fair by streetcar. It was almost as tradi-

tharl a Inbidlise) e Elione]| cls might bz sl Fair ended in 1953. Photograph tional as the fair itself and easily as enjoyable.
durlr.lg Off'pe?k hours. Anc! that‘ Rl o.n the Como- by John Runk; courtesy of the Service to the fairgrounds opened in 1898
Ak R s e Sl Minves et ellaedly se e Minnesota Historical Society. with completion of the Como-Harriet line be-

the fairgrounds. More cars were added to other lines
to handle additional riders, especially on weekends and
on the Labor Day holiday. Even after World War Il, as
automobile ownership grew, people continued to go

tween downtown Minneapolis and St. Paul. Two
storage yards and turning loops were built dur-
ing 1904 on the fairgrounds in an area east of
what is now the Coliseum. Separate loops and
boarding areas were set up for cars going to
and from Minneapolis and St. Paul. The storage
yards, each with five tracks, were located within
each loop. As an example, an extra car coming
from Minneapolis would go into the Minneapolis
loop, unload its passengers, continue around
the loop to the yard lead, then back into one of
the five yard storage tracks and wait there until
it was called on for another trip. Como-Harriet
cars running between Minneapolis and St. Paul
would swing into the fairgrounds to drop off and
pick up passengers and continue on to either city.
In downtown St. Paul, fairgrounds cars would fol-
low the Wabasha—5th—-Robert St. route to turn
around and return to the fair. Some Minneapolis
extras would carry “Loop” signs and return via
Hennepin, 1st Street North, 1st Avenue North to gl °
Hawthorne, then via 11th Street back to Hennepin
Avenue and another trip to the fairgrounds. Still : t} :
others might carry Oak-Harriet or Como-Harriet I ,/
A\

In the late 1940s, fairgoers pour off
the cars. Photograph courtesy of the
Minnesota Historical Society.
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Three substations were constructed at
other locations to take the high-voltage alter-
nating current and convert it to 600-volt direct
current for the overhead trolley wires. Two of
these substations were in Minneapolis: one in
the original steam plant at 3rd Avenue North
and 2nd Street; the other at 31st and Nicollet.
A third was located at the Hill Street power
plant in St. Paul.

The company wanted to make the three
original steam plants backup units when these
improvements were finished in 1897, but the
demand for electric power was so high that
it could not do so immediately, and all three

—

signs and run through downtown and out to
southwest Minneapolis.

District supervisors were assigned to the fair-
grounds to keep things moving. They were in
regular contact by company telephone with sta-
tion foremen at the Snelling, East Side, and Duluth
Avenue carhouses to call out extra cars if they
were needed. On very heavy days, North Side,
Nicollet, and Lake Street cars would be called on
to accommodate the crowds. Besides the super-
visors, switchmen were stationed in the storage
yards to line up switches so that cars could be di-
rected to the proper tracks. Fare collectors were
on the platforms to assist conductors in making
change, collecting fares, and issuing transfers.
The mechanical and overhead departments had
crews and equipment at the fairgrounds in case
they were needed. A breakdown or delay of any
kind could be a disaster. TCRT even brought out
a car, usually 1136, an original gate car that had
never been modified with a front exit, for use as
a supervisor—cashier’s office.

Business slipped somewhat in the early 1950s,
following the systemwide trend of declining rider-
ship. The 1952 fair was the last one for streetcar
service from both Minneapolis and St. Paul. The
Como-Harriet intercity line was cut back to the

city limits at Eustis Street in July 1953. Passengers
were then required to transfer to a Como-Stryker
bus for the remainder of their trip into St. Paul.
Track, however, was kept in place from Eustis
Street to the fairgrounds, and Minneapolis cars
were run through for the 1953 fair. All St. Paul
service was provided by bus. Rail operations
ended in Minneapolis in June 1954 and, with it,
streetcar service to the Minnesota State Fair.

Streetcars served the Minnesota State
Fair from 1898 to 1953 and carried
the great majority of fairgoers. They
were staged for the return trip in
two large holding yards, one for
Minneapolis and the other for St.
Paul. Each city had its own boarding
area and return loop to Como Avenue.
The Grandstand, advertising “War
of Nations To-night,” has changed
little since this photograph was taken
around 1910.
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The Main Steam Station below
St. Anthony Falls, viewed from
the long-gone 10th Avenue
wagon bridge. Sold to Northern
States Power Company after
the abandonment of streetcars,
it was resold to the University
of Minnesota, rebuilt, and
continues to supply power
today.

were Kkept in service until the new Main Steam
Station opened near St. Anthony Falls on the
Mississippi River in 1904. This increase in elec-
trical demand, despite the Panic of 1893 and
the resulting economic depression, shows the
strong connection between the expansion of
the street railway system and the overall popu-
lation and economic growth of the Twin Cities.
By 1906, TCRT was generating 14,000 Kkilo-
watts of electricity at the Main Steam Station

compared to the 3,500 kilowatts produced in
1889. In 1903 and 1904, the company spent al-
most $3 million on improvements to its power
generation and distribution systems.
Construction on the new plant began in
1902. It would be TCRT’s largest capital invest-
ment to date and represent a nearly tenfold ex-
pansion in generating capacity over the small
plants that electrified the system fifteen years
before. The building sat next to the St. Anthony




Water Power Station at 6th Avenue Southeast
and the Mississippi River adjoining the Stone
Arch Bridge. It was designed by Sargent and
Lundy of Chicago and F. S. Pearson and built
of brick on a limestone foundation. General
Electric, Allis-Chalmers, and Babcock & Wil-
cox supplied generation equipment. The plant
burned coal, which was brought in by rail and
stored outside the plant. A conveyor system
moved the coal inside, where it was crushed
and fed to the boilers by automatic stokers.
Improvements continued with the installation
of steam turbines and turbo generators be-
tween 1907 and 1917. By 1917, the plant reached
a capacity of 74,000 kilowatts of electricity,
supplying power for the streetcar system as
well as all of the company’s shop and office
buildings. Much modified, it remains in opera-
tion today as a steam plant for the University of
Minnesota campus.

By 1910, all of the smaller inefficient plants
were gone, and the power system looked much
as it would at the end of streetcar operations in
1954. The two plants in Minneapolis (on 3rd
Avenue North and at 31st and Nicollet) were
closed, as was the Hill Street plant in St. Paul.
Another plant in North St. Paul—acquired with
the 1899 purchase of the St. Paul & Suburban
Railway—was taken out of service along with
a small facility at Wildwood, which had been
built to handle the Stillwater extension. In addi-
tion, a small plant at Aurora and Dale in St. Paul
was also closed. It had originally powered the
Selby Avenue cable line but was temporarily
converted to generate electricity when the com-
pany needed more capacity. The Main Steam
Station, the St. Anthony waterpower plant, and
a new waterpower plant on Hennepin Island re-
mained (the last facility opened in 1908).

As part of the expansion, TCRT con-

structed a series of substations to convert the
high-voltage alternating current to 600-volt direct
current for the overhead trolley wires. These
were cement brick buildings approximately
fifty feet square, each containing several rotary
converters.

The substations were as follows:

Minneapolis

e 11th Street and Hennepin Avenue (in the

main office building)
e Lower Dam (in the waterpower station)
e Chicago Avenue and Lake Street

e Lowry Avenue and 3rd Street North (this
building stands today)

e 4th Street and 2nd Avenue Southeast
e 27th Avenue South and 29th Street

e Girard Avenue and Lake Street

St. Paul

e College Avenue and Wabasha Street (in the
St. Paul office building)

e East 7th and Hope Streets

These are rotary converters in
the substation at 11th Street
and Hennepin Avenue in Min-
neapolis. Alternating current
from the Main Steam Station
powered these units, which in
turn supplied the 600-volt direct
current to the overhead trolley
wires. Photograph courtesy of
Charles Camitsch.
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The Minneapolis office building
of Twin City Rapid Transit
Company at 11th Street and

e Snelling and University Avenues (in the

Snelling carhouse)

Hennepin Avenue. Photograph e Concord and Isabel Streets (opened in 1917)
by Sweet; courtesy of the
Minnesota Historical Society. Suburban
e Wildwood (adjoining Wildwood Every electric substation in the

system had a control panel like the
one shown here at 11th Street and
o Stillwater (Owen Street; this building was Hennepin Avenue in Minneapolis.

Amusement Park on White Bear Lake)

still standing in 2005) From here substation operators

. . controlled the rotary converters
e Hopkins (Washington Avenue and

and routed power to the circuits

3rd Street) that fed the overhead trolley wires.
e Excelsior (Division Street) Photograph courtesy of Charles
Camitsch.

Terminal Houses
These buildings contained equipment for
:witchin hi hé:folta e power (io pand from TRANSMISSION LINES

£ EhoTase b AND TROLLEY WIRES
overhead transmission lines and to and from
underground cables.) By the close of the 1920s, some two hundred

miles of underground cables and three hun-

* Como Terminal House (21st Avenue dred miles of overhead feeders carried electric

Southeast and Talmadge Avenue) power around the system. The underground

* Wildwood Terminal House (adjoining cables were large-diameter wires bundled to-
Wildwood Park) gether and wrapped in thick insulation, which
e Harriet Terminal House (private right of were then routed through a concrete conduit
way and Upton Avenue South) buried several feet below the street. Multiple
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cables usually occupied a single conduit. Man-
holes at regular intervals gave access for main-
tenance. Underground cables transmitted the
high-voltage alternating currents from the gen-
erators to the substations. Because underground
construction was expensive and difficult to
maintain, high-voltage lines, outside the down-
town areas, were usually strung aboveground
on cross arms fastened to the same poles that
anchored the trolley support (span) and con-
tact wires. These poles also carried the direct
current feeder cables from the substations. At
500- to 1,000-foot intervals, the direct current
feeders were hooked to the trolley contact wires
through circuit breakers that could be opened
to interrupt the flow of electric current.

TCRT at first suspended its overhead wires

from ornamental poles placed in the middle of

the street. These became traffic hazards, and
they were replaced by capped iron poles set at
the curb on both sides of the street. The span
wires were strung across the street between
them. The trolley contact wire was suspended
from the span wires on insulated fittings called
hangers. At intersections where tracks curved
or where two lines crossed, special fittings and
an elaborate web of wires called pull-offs kept
the trolley wire in line above the tracks.

Along private right of way, TCRT com-
monly used cedar poles. It also experimented
with concrete poles and installed a number of
them along West Lake Street on the St. Louis
Park line. In the downtown areas, span wires
were usually anchored to adjoining buildings to

Typical conditions inside one of
the early carhouses in St. Paul

in the 1890s. They were wood
structures, prone to fires, and
TCRT replaced most of them by
1915 with much larger, fireproof
buildings.
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This south Minneapolis view, minimize the visual clutter. Section insulators
looking north on Minnehaha
Avenue at 37th Street around
1905, illustrates the strengths
of the street railway: it served
growing new neighborhoods

in the overhead wire isolated one trolley circuit
from another. Special protective devices such
as lightning arrestors and surge protectors
were installed in the overhead lines.

and was immune to the mud
that mired all competitors.
Photograph courtesy of the
Minnesota Historical Society.

At busy track intersections, where routes
diverged, a contactor on the trolley wire con-
trolled the position of an electric track switch in
the street. Motormen approaching these inter-
sections had to take special care. If the con-
troller was open and the car under power, the

: contactor would activate the track switch and
The switch rod, demonstrated here,

was used to pry over the single-point
switch, permitting a streetcar to
change tracks. Photograph from the
Minneapolis Journal; courtesy of the
Minnesota Historical Society.

send the car through the switch on a diverging
route. If the controller was closed and the power
turned off, the car would coast straight through
the intersection. Signs were suspended from
the span wires alerting motormen to the loca-
tions of these switches.

A special, electrified trolley guard (resem-
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bling a fishnet) was hung above the trolley
wire at railroad grade crossings. This was an
important safety feature. Motormen had to stop
and make sure the tracks were clear and no
train was approaching before proceeding. The
guard kept the trolley wheel in place as the car
crossed over the tracks.

A load dispatcher managed the power
distribution system from the Main Steam Sta-
tion, and all the substations had an operator
who was responsible for maintaining the ro-
tary converters and other equipment. A private
telephone system tied everything together: the
substations with the Main Steam Station and
the carhouses with the general offices in Min-
neapolis and the St. Paul division offices on
College Avenue and Wabasha Street in St. Paul.
Call boxes were placed strategically through-
out the system for motormen to call in and re-

port problems.

Making Tracks

he larger streetcars that were put in ser-

vice after electrification required a com-

plete rebuilding of every mile of track in
the system. Horsecar track, built to a gauge
of 3 feet 6 inches, was ripped out, replaced by
heavier rail set to the standard 4 foot 8%-inch
standard gauge. Later, when the cities began
paving streets, this track had to be taken up and
relaid in the newly paved surface, all at TCRT’s
expense. The company’s franchise agreement

When streetcars crossed railroad
tracks, they often did soon a
single track. This minimized the
cost of maintaining and replac-
ing the crossing diamonds,
which was TCRT’s responsibility
because the railroad had arrived
first. To prevent a de-wirement
that could stall a streetcar on
the crossing, an electrically
charged wire trough was hung
around the overhead wire. Even
if the pole came off the wire,

the car would still draw power

and clear the crossing. This is
the Camden neighborhood

in north Minneapolis, where
the Soo Line Railroad crossed
Lyndale Avenue. Photograph
by the Minneapolis Star-Journal;
courtesy of the Minnesota
Historical Society.

Early track was constructed to low
standards—basically, laid in the dirt—
and would be replaced by something
much more solid and permanent.

The St. Louis Park line was eventually
double-tracked near the north shore of
Lake Calhoun, which in 1902 was lined
with icehouses. Photograph courtesy of
the Minnesota Historical Society.
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Workers filling potholes in the
middle of Wabasha Street at
Fillmore Avenue on St. Paul’s
West Side in 1912 were un-
troubled by traffic. The land-
mark bluff stair tower, still
standing, is visible in the
distance at right behind

a street pole.

with the city made it responsible for maintain-
ing the portion of the street on which its tracks
were laid plus two feet on either side of the outer-
most rails.

Before 1896, paving meant nothing more
than wooden blocks set on pine boards or gran-
ite blocks on a sand base. When this proved un-
successful, Minneapolis decided to try asphalt
in the downtown business district. TCRT engi-

neers objected, pointing out that asphalt would
eventually break up unless it had a firm foun-
dation. The city ignored the advice and went
ahead with the project. Once again the track
was taken up and replaced. This time the rails
were set on wooden ties spaced ten feet apart.
The ties rested on a solid foundation of Portland
cement with yet another layer of cement poured
between the rails. Granite pavers were set
alongside the rails and a layer of asphalt poured
over the cement foundation. Forty-some miles
of track were renewed at a cost of $34,000 per
mile. Unfortunately, this method of construc-
tion turned out to be a costly failure. As pre-
dicted, the asphalt broke up after just a few
years because it had no foundation. Moisture
seeped in, and the freeze-thaw cycle did the
rest. The streetcar tracks fared better because
they had a cement foundation, but the rest of

the streets became honeycombed with cracks,

Track construction in downtown Minneapolis on
2nd Avenue South at 5th Street. Girder rails with
built-in flangeways were spiked to wood ties on
a gravel base, and then covered with concrete
and granite Belgian blocks. Drawing is reprinted
from The Electric Railways of Minnesota; courtesy
of Russell L. Olson.



which turned into huge potholes. The city may
have learned an expensive lesson, but TCRT
ended up with a large chunk of the tab because,
once again, it had to pull up its tracks and com-
pletely rebuild them.

Between 1896 and 1909, TCRT adopted
new construction standards and improved meth-
ods to accommodate its larger, heavier, home-
built streetcars. The result was a track struc-
ture that was not only the most expensive of
any street railway system in the country but
also the most durable. Most of TCRT’s track
lasted until the end of the streetcar era in 1954.
Even today, hundreds of miles of track in Min-
neapolis and St. Paul lie buried under asphalt
paving.

The track structure was put down in lay-
ers. First came the subgrade, which had to be
solid and perfectly level. Then came six inches
of crushed rock ballast compacted by steam-
rollers. The ballast supported the ties and pro-
vided drainage. White oak ties, six inches by
eight inches by eight feet were set upon the
ballast on two-foot centers. Sections of ninety-
pound T rail rested on the ties and were spiked
into place. (Note: Rail weight by the yard is a
measure of the ability of the rail to withstand
loads. The heavier the rail, the heavier the load
it can carry. Much of TCRT’s early track was
forty to sixty pounds per yard. Some rail in-
stalled in later years, in downtown Minneapolis
and St. Paul, weighed as much as 120 pounds
per yard.)

Rail sections were welded together in a
thermite process involving the mixing of alumi-
num and iron oxide in a mold or casting placed
between the ends of each section. The resulting
high temperatures fused the ends of the rails
together. Rail welding provided for two things:

o

e B

a smoother ride and a continuous ground, or
return circuit, for the electric current.

The space between the ties was filled
with six inches of cement (up to the level of the
ties). Cut granite blocks (resting on an inch of
sand) were put in place between the rails of
each track and between double tracks and then
grouted with cement. Paving brick was laid two
feet on either side of the outermost rails and
similarly grouted in place. In some locations,
particularly new construction in later years,
the granite blocks were not used and cement
was simply poured all the way to the top of the
rail. This method was probably cheaper and
proved equally durable, especially when street
improvements were made to accommodate auto-
mobile traffic.

The company priced the cost of its im-
proved construction at $12.00 per running foot
of double track or $60,000 per mile (in 1910

When the Selby Avenue cable
line was electrified in 1898, a
counterweight cable system
was installed on Selby Hill,
which was still too steep for
streetcars to climb. Cable-
powered counterweight cars,
converted from former cable
grip cars, assisted the electrics
up and down the hill until the
Selby Tunnel was completed
in 1907.
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The Selby Tunnel reduced the
Selby Hill grade from 16 percent
to 7 percent. The Cathedral

of St. Paul looms in the back-
ground. The abandoned lower
tunnel portal survives intact
today.

dollars). Street intersections where car lines
crossed or diverged were even more expen-
sive. This “special work” included such things
as crossing frogs (where pairs of rails met and

crossed at right angles in the middle of an inter-
section), turnouts (track switches embedded in
the street that allowed cars to take a different
route), and grooved girder rail (used on curves
and in switches wherever cars made sharp
turns). Most special work was prefabricated in
castings of hardened alloy steel. Curved girder
rail was usually bent to the required angle be-
fore installation.

Shops and an Expanding System
SHOPS IN TRANSITION

For more than fifty years the Twin Cities street
railway system distinguished itself among its
peers. Not even larger systems, like Chicago
or New York, could compete with its levels of
service or the superb condition of its track,
power system, and fixed facilities. But it was
the streetcars that attracted the most attention
and drew the greatest praise because they were
so visible, so many people rode them, and they
were so superbly maintained. All of them were
built in the company shops to a standard design
that was replicated more than a thousand times.
The quality of work in these shops was such
that streetcars built in 1906 were still running
on the last day of service in 1954.

At the end of the horsecar era, TCRT
owned seventeen buildings and stables, eleven
in Minneapolis and six in St. Paul. There were
also two cable carhouses in St. Paul and the
former shops of the Motor Line at 31st Street
and Nicollet Avenue (the latter were acquired
with the purchase of the Motor Line in 1887).
Four of the horsecar barns in Minneapolis were
retained and converted to electric cars, includ-
ing the building at 3rd Avenue North, which
housed the main office and shops. Two St. Paul



horsecar barns were retained and converted,
as were the East 7th Street and Selby Avenue
cable shops.

Major improvements to accommodate elec-

tric cars were made at the site of the Motor Line

Leaving the original Motor
Line roundhouse along the
Blaisdell Avenue side of the
property, TCRT built the 31st
Street Station and Shops along
Nicollet Avenue. From 1898 to
1907, this facility manufactured
the first 535 home-designed
streetcars, twenty-two work
cars, and six Lake Minnetonka
express boats. Photograph

by Edmund A. Brush; courtesy
of the Minnesota Historical
Society.

r

When the Minneapolis

Street Railway purchased the
Motor Line, it inherited this
roundhouse at 31st Street and
Blaisdell Avenue. Pressed into
service for electric car storage
and servicing, the facility was
awkward at best. A separate
carhouse, 31st Street Station,
was built on the property

in 1892, enlarged in 1898,
and replaced with the new
Nicollet Station in 1912. In

1916, much of the roundhouse
was demolished. Photograph
courtesy of the Minnesota
Historical Society.
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shops. In 1890, TCRT added an office-store-
house building on the northwest corner at 31st
and Blaisdell. In 1891, a fifty-car carhouse was
constructed on the southeast corner, and the
former roundhouse, left over from the Motor
Line, was remodeled into a large general repair
shop. Finally, in 1898, the company added an
erecting shop on the southwest corner. That
shop could build an entire streetcar or repair
any of the rolling stock in the system. From
1898 to 1907, it built 535 streetcars, twenty-
two work cars, and six Lake Minnetonka ex-
press boats. The new facilities were renamed
31st Street Station and Shops.

Three new carhouses built specifically for
electric cars opened in 1891: East Minneapolis
Station (East Side Station) on 1st Avenue North-
east between University Avenue and 4th Street
Northeast, Bloomington Station on Blooming-
ton Avenue and 32nd Street, and Midway Sta-
tion on University Avenue, just east of Raymond
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Avenue in St. Paul. The latter served the new
interurban line on University that linked down-
town Minneapolis and St. Paul.

East Side Station was the largest of the
three and the largest in the system (at that
time), with thirty tracks, all of them under
roof, and a capacity of 150 cars. Its location,
close to downtown Minneapolis, and its size
combined to make for an efficient operation.
Cars pulling out or in from East Side could ac-
cess all of the major lines in Minneapolis with
a minimum of “deadhead” time and mileage. In
later years, however, its layout and stub-ended
track arrangement caused serious problems.
Cars pulling in from 1st Avenue had to back
into the building. In 1891, this was not much of
an issue, but by 1950, automobile traffic made
this a challenging, if not hazardous, maneuver.
Although smaller, Midway Station was laid out
much like East Side, while Bloomington was
set up for through movements. It had a transfer



table inside the building, which allowed cars to
be shuffled from one track to another. Because
of their size, neither Midway nor Bloomington
lasted long. Both were replaced by larger, more
centrally located facilities: Midway in 1907, and
Bloomington in 1911.

In 1904, TCRT had car storage and re-
pair operations at seven locations. Three were
in Minneapolis: 31st Street Station and Shops,
Bloomington Station, and East Minneapolis
Station. Four were in St. Paul: Midway Station,
East 7th Street Station, Smith Avenue Station,
and Selby Station. In Stillwater, a wood frame
structure, built in 1899 on Owen Street, stored
cars and several pieces of work equipment for
that city’s local lines.

All of the other shops and carhouses, in-
cluding those TCRT retained during the con-
version from horse-drawn to electric cars, were
either closed down and sold or were being used
to temporarily store out-of-service equipment.
This included the offices, shops, and steam-
generating plant at 3rd Avenue and 1st Street

North. It was replaced by the new office build-
ing at 11th and Hennepin, which opened in 1904,
and the new power plant on the Mississippi.

SNELLING SHOPS

It was apparent to TCRT officials by 1904 that
the growth of the system was outrunning its
maintenance capabilities. The company needed
more shop capacity, and it needed more street-
cars. A farsighted management had earlier ac-
quired sixty acres of suitable land on Snelling
Avenue between University and St. Anthony
Avenues in St. Paul, midway between the two
cities on the St. Paul-Minneapolis car line.
Work on a new shop complex started in Sep-
tember 1904 with the construction of a lead
track off University Avenue onto the property to
bring in construction materials. The Chicago,
Milwaukee & St. Paul also extended a spur from
its main line near Marshall Avenue. This too
was originally built for construction materials
and shop machinery, but it would later provide
rail access for delivery of supplies to the shops.

East Side Station, located on 1st
Avenue Northeast at University
Avenue. It survives today (but
probably not for long) as the
Superior Plating Company.




The Snelling complex in the
Midway district of St. Paul.
University Avenue runs from
upper left to lower right.
Snelling Station, in the center
of the photograph, hosted day-
to-day streetcar operations.
Snelling Shops is the complex
of buildings to the right of the
streetcar storage yard. The
landmark Montgomery Ward
Midway store and distribution
center is at upper left.

Forty of the original sixty acres purchased

were used for the shop complex. The remaining
twenty acres were sold to Montgomery Ward
sometime around 1920 for construction of its
retail store and mail order warehouse. Portions
of this land had earlier been used as an auto-
mobile racetrack, the Motordrome.

All of the buildings were constructed of
brick built on a reinforced concrete foundation.
Floors and roofs were also built of concrete. All
brick and block was manufactured on the site.
The Main Steam Station in Minneapolis sup-
plied electricity to run the shop machinery. The
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carhouse opened in 1907, as did the erecting
shop and several other buildings. With comple-
tion of the Snelling carhouse, streetcars based
at Selby Station, Smith, and Midway moved to
Snelling. Selby, Smith, and Midway closed, and
those properties were sold. A few additions and
alterations came later, but by 1916, except for
the wheel shop added in 1925, the complex
was complete.

The carhouse building had six run-through
tracks accommodating up to forty-two cars
undergoing inspections or light repairs. On
the ground floor there was a conductor and
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trainmen’s room with lockers, showers, and
bathroom facilities. Offices for the operating
foreman and his supervisors and clerks ad-
joined the trainmen’s quarters. The company’s
employment bureau and its training depart-
ment were in the building. There was also a
locker room for car repairmen, a mechanical
foreman’s office, and a parts room. A second-
floor lounge and rest area provided comfort-
able furniture and sleeping facilities for crews
resting between work assignments. An electri-
cal substation was located on the ground floor
on the west side of the building. With a few

minor differences, the same layout and overall
design and building materials would be used in
the three new carhouses built in Minneapolis in
the next several years.
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Across North America, wooden
streetcars equipped with coal
stoves were notorious for
burning. TCRT countered by
installing this fire suppression

system in the yard at Snelling

Station.

Between the carhouse and the next row of
shop buildings was a huge, eighteen-track yard
that could hold up to 224 streetcars. Cars stored
here were assigned to Snelling Station and the
St. Paul lines. Several tracks were also used
to store cars awaiting heavy repairs that were
brought to Snelling from the other carhouses.

Across the storage yard and to the south
there was a string of buildings arrayed on an
east—west axis facing a transfer table that was
used to move cars and shop supplies between
buildings. The first large structure on the west
(adjoining Snelling Avenue) was the machine
shop. It was two stories high with a large open
repair bay. Four traveling cranes rolled along
below the ceiling. Each crane could lift a street-
car so that the trucks could be rolled away
for repairs to the motors, framing, springs, or
wheels. Because they were interchangeable, a
repaired truck was usually put in place and the
car set down so that it could be quickly returned
to service. There was also a gallery area on the
second floor where repairs were made to elec-
trical equipment.

The general repair shop came next. It took
on most of the heavy repairs to the cars and
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car bodies. Farther east was the powerhouse
and pipe shop (a portion of which was later con-
verted into a dining room). The powerhouse
generated steam heat for all of the buildings in
the shop complex.

Next door, the foundry made all of the com-
pany’s castings, including the cast iron overhead
wire poles. An adjoining forge and structural
shop fabricated other metal parts. Between the
forge and the eastern property line was another
large open area, used by the track department
for storage of rail, ties, and other construction
materials. There was also a car storage shed,
which until 1925, when it burned, stored out-of-
service cars or seriously damaged cars await-
ing repairs.

Returning west, the next building in line
was the cement and oil house, which, as its name
implies, was used to store cement and oil prod-
ucts, greases, and the like. Next to the cement
and oil house and facing the transfer table was
the main storehouse building, which served
Snelling Shops and the entire system. Supply
cars moved on a regular schedule between the
storehouse and all company facilities. Next in
line came a dry kiln, a lumber storage shed, and



the carpenter shop where all of the company’s
wood parts were fabricated.

The last building on the west side, parallel-
ing Snelling Avenue, was the erecting shop. It
had six tracks under roof and a system of over-
head cranes for moving parts and entire car
bodies around the building. The shop could fab-
ricate an entire streetcar body or rehabilitate
an existing car.

During rehabilitation the car was flipped
on its side, permitting workers easy access to
all of the car’s surfaces. Painting and finishing
work were done in this shop. The second floor
accommodated office space for the drafting and
engineering departments.

All of the buildings and their position with
respect to each other were carefully designed
to optimize shop efficiency, just as all of the
work going through the shop followed careful
production plans. A full fire protection system
was installed in 1925-26, following the cata-
strophic fire and loss of the car storage build-
ing. At its peak, more than five hundred people
were employed at the Snelling Shops.

NEW CARHOUSES

The company turned to expanding and mod-
ernizing its carhouses once the Snelling Shops
opened. The capacity problem in St. Paul had
eased, and it was further improved during a
1905-7 reconstruction of the East 7th Street
Station, which was originally a horsecar barn,
then a cable car shop. In a 1913-14 rebuild-
ing, all of the original structures came down,
replaced by a carhouse with a two-story office
wing. East 7th Street Station, renamed Duluth
Avenue Station in 1919, could store and main-
tain 134 streetcars. Both Snelling and East 7th
Street were extremely well sited with respect

to all of the lines in the St. Paul system. Their
locations made for great efficiency and a mini-
mum of deadhead mileage, saving the company
many thousands of dollars in unnecessary op-
erating expense.

The superb south Minneapolis location
of 31st Street Station was not used efficiently,
because much of the property was given over
to shop buildings, many of them dating back to
the Motor Line era. Bloomington Station was
too small, and East Minneapolis was so hard
pressed for space that an adjoining lot between
University Avenue and 2nd Street Northeast

had to be purchased in 1916 for use as a car
storage yard. Neighborhoods east of Chicago
Avenue were growing rapidly, and additional
cars for the new intercity Selby—Lake line were
overloading 31st Street, Snelling, and the small
Bloomington Station.

To relieve them, a new car station on Lake

.......
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Duluth Avenue Station in St. Paul,
located on East 7th Street at Duluth,
was rebuilt about 1910-12 from the

East 7th Street Station, which had
been constructed as a cable car barn
and powerhouse in 1892.

Street between 21st and 22nd Avenue South
opened in 1910, replacing Bloomington Station.

Lake Street Station was second only to Snelling
in size and overall capacity. The carhouse was
a single-story building with six run-through
tracks, three with inspection pits. A two-story
section of the same building faced Lake Street
and housed offices for the operating depart-
ment, crew quarters, maintenance offices, a
parts room, and a locker room for car mainte-
nance workers. The yard had twenty-five tracks
running an entire city block and, with the car-
house, had a combined capacity of 180 cars.
Streetcar lines that worked principally out of
Lake Street over the years included Selby-Lake,
Minnehaha-Plymouth, Kenwood-E. 25th St.,
34th Ave. S.—-N. Bryant, 28th Ave. S.-Robbins-
dale, and Bloomington—Columbia Heights.
Next came 31st Street. Demolition of the
former carhouse and repair shop on the south
half of the site began in the spring of 1911, fol-
lowed immediately by construction of the new
building, which opened in November 1912. Re-
named Nicollet Station, the new carbarn’s of-
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fice wing was two stories tall with a full base-
ment. It faced eastward, stretching 305 feet
along Nicollet Avenue. Large windows ran the
length of the building on both floors, admit-
ting ample natural light. Constructed of steel
and reinforced concrete, the exterior was faced
in light brown brick set in mortar colored to
match. Window trim, belt courses, and coping
were white unglazed terra-cotta.

Inside, on the north half of the first floor
there was a large trainmen’s room where con-
ductors and motormen waited for assignments
or copied schedules and read bulletins as they
reported for work. Adjoining the trainmen’s
room were offices for the call clerks, cashiers,
supervisors, and the operating foreman. The
mechanical department worked out of the south
half of the ground floor. There was a parts room,
a small work area for the mechanical foreman, a
lunchroom, and toilet and wash area for the car
repairmen. The second floor provided addition-
al space for parts storage as well as a rest area
and clubrooms for crews. The basement became
the headquarters for the underground-electrical






department and was used to store electrical
conduit and cabling. A sloping track on the
south side of the building led directly into the
basement. Work cars could be backed inside
for easy loading and unloading of cables and
large electrical parts.

The car repair area was attached to the of-
fice wing. It had six run-through tracks, all of
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them with full-length inspection pits. A series
of skylights provided natural illumination aug-
menting the artificial lights. There were also
transom windows above the carhouse doors.
The doors were usually left open during clem-
ent weather to provide ventilation. An attrac-
tively landscaped garden fronted the main en-
trance to the building on 31st Street.

There were eleven storage tracks in the
yard, oriented north and south, which could
be accessed from both 31st and 32nd Streets.
Several pieces of work equipment and 158
streetcars were based at Nicollet. A portion of
the old roundhouse and stores building was
kept on the northwest side of the property for
use by the track department. Otherwise, all of
the original buildings were taken down.

Nicollet furnished streetcars for the
Nicollet-2nd St. N.E., Glenwood-4th Ave. S.,
Grand-Monroe, and Bryant-Johnson lines as
well as extra, rush hour cars for the Selby—
Lake line.

The system’s last new carhouse, North



Side, opened in 1914. Located in the city block
bordered by Washington Avenue and 2nd
Street North and 25th and 26th Avenues, North
Side was built mainly to relieve overcrowding
at Lake Street. Its layout was much like Lake
Street’s, with a two-story office wing that faced
Washington Avenue and a single-story, six-track
car repair shop. There were thirteen outside
storage tracks, enough for 148 cars assigned
to the Chicago—Penn and Chicago-Fremont,
Broadway, 28th Ave. S.—-Robbinsdale, and the
34th Ave. S.-N. Bryant lines.

There was also a pair of small satellite car-
houses. The Owen Street Station in Stillwater
housed the handful of local streetcars that
served Stillwater and Bayport, plus a pair of
the high-speed suburban cars that ran to St.
Paul. The 1920 South St. Paul carhouse housed

tripper cars that transported stockyard work-
ers to and from work.

Of all the shop facilities that TCRT built
during its great expansion between 1904 and
1914, only North Side remains, and it is no longer
used to maintain transit vehicles. Converted to
a bus garage in 1953, it was replaced by Metro
Transit’s Fred T. Heywood Office and Garage
near downtown Minneapolis. The property was
subsequently sold and redeveloped for other
uses. Lake Street Station was closed and razed
in 1954. Portions of the Snelling Shop complex,
the erecting shop building, and the carpenter
shop, were made part of a new bus garage in
1954; that garage was torn down in 2002. Nicollet
Station, like North Side, became a bus garage
in 1953, but was demolished to make way for a
new bus maintenance facility in the late 1980s.
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North Side Station, the last of
four stations built to a standard
design, was located at 26th and

Washington Avenues in north

Minneapolis. It survives today.






Trolleys to the Country

Lake Minnetonka and Stillwater

ineteenth-century streetcar moguls could

feel secure in their monopolies and were

content to let the nickels simply roll into
the fare box and on to their bottom lines. But
they also knew that the streetcar was more than
mass transportation and that with enormous in-
vestments in track, power systems, and rolling
stock, it was good business to encourage traffic
on weekends and holidays when equipment and
operating personnel were idle. Selling the trol-
ley ride as a recreational experience brought in
extra revenues with little additional expense.
What came to be called “streetcarring” was
promoted and became popular, whether it in-
volved a ride around town, a trip to the park, a
band concert, or a picnic at the lake.

This was the era of the streetcar amuse-
ment park, and building them was a common
way for companies across the country to en-
courage traffic on their suburban lines. Some
well-known examples included the Philadel-
phia Transportation Company’s Willow Grove,
Capital Transit’s Glen Echo Park in Washing-
ton, D.C., and the Monongahela Street Railway
Company’s Kennywood near Pittsburgh.

To attract riders, the Minneapolis Street

Railway in 1887 built the first in a succession
of large pavilions at Lake Harriet for summer
picnics and concerts. TCRT made other public
improvements at Como and Phalen Parks in St.
Paul and at Minnehaha Park in Minneapolis. It
also promoted Wonderland Park, a short-lived
(1906-12) amusement venue at 34th Avenue
and Lake Street served by the Selby-Lake line.
But its attentions were mostly lavished on two
large amusement parks that it built on its sub-
urban lines to Lake Minnetonka and Stillwater.

Lake Minnetonka

ake Minnetonka became a popular tourist

attraction in the late 1870s and early 1880s,

and three large railroad hotels were built
on the lake between 1879 and 1882 to accommo-
date visitors. The first, the Minnetonka Lake
Park Hotel, later the Tonka Bay Hotel, went up
in 1879. The Hotel St. Louis in Deephaven fol-
lowed in 1880, and the most lavish of them all,
James ]. Hill’s Lafayette Hotel, opened in 1883.
However, only the affluent and influential sum-
mered and partied at these elegant hostelries,

SO

At Excelsior Dock Station, pas-
sengers transferred from the
streetcars to waiting boats for
all points on Lake Minnetonka,
including Big Island Park. Photo-
graph by Sweet; courtesy of the
Minnesota Historical Society.
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TCRT's expansion to Lake Minnetonka
was made possible by purchasing

and upgrading three steam railroads.
The Great Northern’s former Motor
Line from Hopkins to Excelsior was
straightened and double-tracked. The
Milwaukee Road’s Hopkins—Deephaven
branch line received overhead wire and
little else. From downtown Excelsior
new streetcar tracks were built along-
side the existing Minneapolis & St. Louis
Railway to Manitou Junction. From
there, TCRT leased and electrified the
existing M&StL branch to Tonka Bay
and built a short spur from it to the new
Wildhurst Upper Lake steamboat dock.
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and they arrived in Pullman cars from faraway
places. As these wealthy vacationers traveled
farther west seeking the wonders of Yellow-
stone Park and the Rocky Mountains, the ho-
tels withered, and Lake Minnetonka became a
desirable weekend destination for the growing
population of the Twin Cities.

The Motor Line ended service to the lake

in 1886 for lack of business, but TCRT saw
fresh opportunities in 1904 and made plans to
extend its line from Lake Harriet to Excelsior
and Lake Minnetonka. To ensure that its exten-
sion had plenty of traffic, the plans included a
large amusement park on Big Island and a fleet
of express boats that would reach all points on
the lake.



1892(1938)

With approvals in hand from the commu-
nities of Hopkins and Excelsior, TCRT began
work in the spring of 1905. Tracks followed
the line of the former Minneapolis, Lyndale &
Minnetonka Railway. Its right of way was ex-
tensively resurveyed and reengineered, curves
eased, and the profile smoothed to permit high-
speed operation.

The Great Northern Railway had earlier ac-
quired the segment from Hopkins to Excelsior
and used it as part of the branch line it built to
Hutchinson, Minnesota. When it built a new
line through Mound in 1900, this segment be-
came redundant and was abandoned.

TCRT spared no expense. The line was
laid with heavy, eighty-pound T rail. Span wires
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“Weland and me cooling stretched between cedar poles on both sides
the wheels off, 1913.” The

handwritten note tells the

of the right of way carried the overhead trolley

. . wires above the tracks. High-tension electrical
story of the sixty-mile-an-hour

suburban cars built for the feeders and private telephone lines were strung
Stillwater and Lake Minnetonka

lines. Equipped with larger

on cross arms attached to the poles. Electric

substations at Hopkins and Excelsior were con-

motors for higher speeds, the .

STIRIEs L T structed to power the streetcar line and the
were distinctive with their steel . .
pilots, front marker lamps, and attractions at Big Island Park. Two large steel

viaducts spanned the Chicago, Milwaukee &
St. Paul and the Minneapolis & St. Louis tracks
in Hopkins.

seats all facing forward.

Nelson’s Corner, Hopkins, Minn.
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A single track between Lake Harriet and
Excelsior opened for service in September
1905. Construction resumed in the spring of
1906 on a second main track from Lake Harriet
to Excelsior. A short, single-track branch was
built into downtown Hopkins along 9th Ave-
nue, terminating at a wye at Excelsior Boule-
vard. Both main tracks between Lake Harriet
and Excelsior were put in service that October.
At night electric arc lights, suspended from the
span wires, lighted the right of way from 34th
Street, just east of Lake Calhoun, in Minneapo-
lis, all the way to Excelsior.

Final construction took place in 1907 with
the completion of a single-track extension from
downtown Excelsior westward parallel to the
Minneapolis & St. Louis to a point called Mani-
tou Junction. In 1880, the railroad had laid a
short branch from there to Tonka Bay and the
Tonka Bay Hotel. The branch came under TCRT
lease in October 1907; it was electrified and
opened in 1908. TCRT also built a loop track off
the branch to Wildhurst, where it constructed a
dock for passengers connecting with its excur-
sion boats operating on the upper lake.




As work progressed on its Excelsior line,
TCRT took control of the Chicago, Milwaukee
& St. Paul’s track from Hopkins to Deephaven,
which it had built in 1887 to serve the Hotel
St. Louis. Business at the hotel had fallen off.
It closed in 1903 and would be razed in 1907.
TCRT management saw the branch as another
outlet for its Lake Minnetonka business and
leased it from the Milwaukee Road in October
1905. Wires went up the following spring, and

The Excelsior Dock Station, opened
in 1905, with the streetcar sta-
tion in the right background.

The steamboat Dispatcher and

the Commodore of the Fleet
were housed in its central tower.
The dock station survived the end
of steamboat service in 1926 and
became part of the Excelsior Amuse-
ment Park, housing the bumper car
ride. Photograph by Sweet.

In 1905, TCRT purchased the Milwaukee
Road’s branch line from Hopkins to
Deephaven. The deal included the station
and dock at the Deephaven end of the
line, just down the hill from the Hotel St.
Louis. TCRT electrified the line and provid-
ed hourly train service that made a timed
connection with the Excelsior-Wayzata
express boat. The station, moved and
much modified, survives as a private resi-
dence up the hill from its original site.
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the tracks connected to the Excelsior line just
west of what is now the intersection of Shady
Oak Road and Excelsior Boulevard at a point
called Deephaven Junction. Service to Deep-
haven commenced in June 1906.

For reference, the main line to Excelsior
began at Lake Harriet where the Lake Harriet
Trolley operates today. It followed what is now
an alleyway on the north side of 44th Street
to France Avenue. It crossed France Avenue
at an angle, then swung to the south side of
44th Street, running parallel to 44th all the
way to Brookside, where it struck out across a
marsh fed by the waters of Minnehaha Creek.
It ran south along the boundary of the current
Morningside Golf Course, crossed Blake Road
south of Blake School, crossed Washington
Avenue (now Highway 169), then jumped over
the former Milwaukee Road and Minneapolis
& St. Louis tracks on a high viaduct. From
there it continued west. Between Hopkins and
Interstate 494, Excelsior Boulevard occupies the

right of way. Beyond 494, the right of way dips
south of Excelsior Boulevard through an area
that is now filled with housing. West of High-
way 101, Highway 7 runs on the streetcar right
of way all the way to Excelsior.

Today, some features of the line remain
and can be followed, although most of it has
been obliterated by roads or housing. The Lake
Harriet trolley line occupies the original right
of way between 36th Street and the Linden Hills
bridge, continuing west as an alley and pedes-
trian path to the vicinity of Zenith Avenue and
44th Street. Beyond Zenith Avenue to Blake
Road, the right of way has been taken over by
residences. Between Blake Road and Washing-
ton Avenue, it is a paved bike trail. The right of
way is also visible south of Excelsior Boulevard
and east of Highway 101, where it crossed Pur-
gatory Creek on a high fill. The fill can still be
seen, as can the remains of a concrete abutment
that once supported the bridge over Purgatory
Creek.

Little of the Deephaven Line remains today;
it, too, has largely been covered over by devel-
opment. However, the remnants of Deephaven
Junction can be seen at the intersection of Junc-
tion Road and Excelsior Boulevard just west of
Baker Road. The line is also visible in a cut just
north of Northome in Deephaven.

Today, the former Minneapolis & St. Louis
line from Hopkins through Minnetonka and Ex-
celsior is a bike path. Public streets have replaced
portions of the branch line from Manitou Junc-
tion to the site of the Tonka Bay Hotel, which
today is occupied by a privately owned marina.

CARS

In 1905, work orders went out to the 31st Street
Shops to build twelve in what would eventually



be a series of forty-two high-speed cars for sub-
urban service. They looked like any other TCRT

car and were constructed with a steel frame and
wood body. However, they were much heavier,
weighing in at approximately 60,000 pounds
compared to 45,000 pounds for a typical stan-
dard car. The additional weight allowed that at
least a few them would eventually be rebuilt as
double-deckers. Two were double-decked as an
experiment and used briefly in 1906 and again
in 1907, but were converted back to its origi-
nal configuration because of concerns about
top-heaviness. (It joined another car from an
earlier series, number 1092, that had been
double-decked as an experiment.) The rest of
the weight was in the heavier trucks and larger,
higher-horsepower traction motors. They were
designed for high-speed operation—sixty miles
per hour on private right of way—and regularly
attained such speeds in scheduled service.

BIG ISLAND PARK

TCRT bought sixty-five heavily wooded acres
on Big Island in Lake Minnetonka in 1905. The
island was just a short distance offshore from
Excelsior and was largely uninhabited and un-
developed except for a few fishing cabins.
Work started on Big Island Park in 1906, and
it opened for its first full season in 1907. The
park featured multiple picnic pavilions, picnic
kitchens and dining halls, an amusement build-
ing, carousel, a music hall and bandstand, and
a roller coaster. John Philip Sousa’s and other
nationally known bands and orchestras were
brought to the park for memorable concerts.
Buildings were solidly constructed of steel and
concrete in a Spanish mission theme. A two-
hundred-foot tower, a replica of a similar tower
in Seville, Spain, dominated the park and was
illuminated at night by hundreds of decorative

Magnificent but short lived, Big
Island Park at Lake Minnetonka,
as viewed from the upper deck
of an approaching ferry, lasted
only from 1906 to 1911. It fea-
tured rides, picnic grounds, and
concerts. Photograph courtesy of
the Minnesota Historical Society.
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Lake Zumbra

TCRT invested heavily in printed
brochures promoting its service
to Lake Minnetonka and Big
Island Park. Passengers could
reach many other destinations
on the lake by boarding one of

TCRT's express boats.
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electric lights. Hundreds more lights covered
the grounds, turning night into day.

The company promoted Big Island Park as
the place for city families seeking a day at the
lake and advertised it heavily in all of the local
newspapers. Church and fraternal groups were
especially encouraged to hold summer events on
the island and, of course, travel there by street-
car. Special round-trip excursion rates were of-
fered that included the streetcar ride, admission
to the park, and transportation from the Excelsior
Dock Station to Big Island on one of TCRT’s
large steamboats. Passengers could reach other
destinations by boarding one of TCRT’s express
boats for a complete tour of the lake or a trip to

a favorite cabin or fishing spot. Before cars and
paved roads, an express boat was the only conve-
nient way to travel around the lake.

BOATS

Large steamboats appeared on the lake in the
1860s and 1870s, mainly to connect with the
railroads and transport wealthy guests to and
from the various resorts and hotels. Steamboats
gradually disappeared as the passengers who
used them went elsewhere for their summer
holidays and the large hotels declined in popu-
larity. By 1900, what was left was primarily a
summer excursion business not unlike today’s
dinner cruises.




TCRT turned things in a fresh direction
when it opened Big Island Park and moved into
the summer recreation trade. It bought several
of the larger independently owned boats and
built three large double-ended paddle-wheeled
ferryboats of its own—the Minneapolis, St.
Paul, and Minnetonka—to transport visitors
from the Excelsior docks to Big Island. At the
same time, during the winter of 1905-6, TCRT
built six, seventy-foot express boats at the 31st
Street Shops and moved them to the lake on the
streetcar line the following spring. They were
sleek, steam-powered craft that looked like
streetcars on water—which they were. TCRT
designers took streetcar bodies and modified
them to conform to the contour of a ship’s hull.
The car body became the ship’s cabin. These
streetcar boats, as they were called, connected
with the streetcars at Excelsior and Wildhurst
and operated a scheduled service to points on
the lake. The boats were named for various
locations in TCRT’s system and each carried
a crew of three: a pilot, purser, and an engi-
neer. They were the Como, Minnehaha, White
Bear, Hopkins, Harriet, and Stillwater. A sev-
enth boat, the Excelsior, was constructed in
1914-15.

From May 15 to September 30 the express
boats covered four routes with hourly service:

Excelsior-Deephaven-Wayzata, serving
public docks in Excelsior, Wayzata, and
Deephaven and private docks at Meadbville,
Fairview, Linwood, Summerville, and

Cottagewood.

Excelsior-Minnetonka Beach, serving
public docks in Excelsior, Tonka Bay, and
Minnetonka Beach and private docks at
Wheeler and Arcola.

Wildhurst-Spring Park, serving public
docks at Wildhurst and Spring Park and
private docks at Casco, Isle View, and

Woodnough.

TCRT's six Lake Minnetonka
express boats were built at
31st Street Shops in 1905. They
were placed on streetcar trucks
and towed over the company’s
own tracks to Excelsior, where
the engines were installed, the
roofs completed, and the boats
launched.
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The express boat Hopkins, bound for
Zumbra Heights in 1915, charges
through the Narrows separating the
upper and lower lake. Photograph
by Charles J. Hibbard; courtesy of
the Minnesota Historical Society.

In addition to the seven express boats
and the three Big Island ferries, TCRT
purchased five previously existing Lake
Minnetonka steamboats and used
them for excursions. The Excelsior, at
right, is leaving its namesake port for
a forty-mile tour of the lake, perhaps
in the company of the Puritan, at left.
Photograph courtesy of the
Minnesota Historical Society.

e Wildhurst-Zumbra Heights—-Mound

(two-hour service), serving public docks at
Wildhurst and Mound and private docks at
Edgewood, Shady Isle, Woodside, Zumbra

Heights, and Crane Island.
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The routes and service would change over
the years until the end of boat operation in 1926.
In addition to the scheduled express and ferry
boats, the company offered excursion tours of
the lake using the large steamers it had pur-
chased from previous Lake Minnetonka opera-
tors: the 1898, 70-foot Mayflower; the 1901, 85-
foot Puritan; the 1901, 125-foot Excelsior; and
the 1903, 75-foot Plymouth.

TONKA BAY HOTEL

The Tonka Bay Hotel came under TCRT con-
trol and management in 1907 and reopened in
1908 after extensive remodeling and refurbish-
ment. It was the last addition to the company’s
Lake Minnetonka portfolio. A distinctive wood-
framed building designed by L. S. Buffington,




the Tonka Bay was four stories tall with two
hundred guest rooms and a large dining room
that could seat five hundred. A classic Victorian
resort hotel, it also featured verandas and en-
closed porches offering cooling breezes and
excellent views of the lake, as well as a combi-
nation roller-skating rink and dance hall. The
Tonka Bay Branch of the Lake Minnetonka
Line brought guests directly to the door. Built
in 1879, the hotel was the first of the large re-
sort hotels on Lake Minnetonka. By 1908 it was
among the last. The others had either closed or
had been demolished or burned down.

OPERATIONS

By 1908, Lake Minnetonka operations were in
full swing. The summer season started in mid-
May and lasted through the end of October.
Seven classes of service operated, each with its
own destination and stopping points:

e Lake Minnetonka: from downtown
Minneapolis to 2nd Street in Excelsior;
made all local stops.

e Excelsior Limited: limited service from
Minneapolis to 2nd Street in Excelsior; no
stops beyond Lake Harriet except at 9th
Avenue in Hopkins.

e Excelsior Excursion: limited service from
Minneapolis to Dock Station in Excelsior;
no stops beyond Lake Harriet except at
9th Avenue in Hopkins.

e Tonka Bay: limited service from Min-
neapolis to Tonka Bay; cars operated
through the Wildhurst Loop for boat
connections.

e Deephaven: local service from Minneapolis

to Deephaven.

e Hopkins: local service from Minneapolis

to Hopkins.

e Como-Hopkins: local service from
St. Paul via the Como—-Harriet interurban
to 9th Avenue and Excelsior Boulevard

in Hopkins.

On weekdays, cars operated every half
hour to Excelsior during rush hours and every
hour to Tonka Bay and Deephaven. Como-
Hopkins cars ran every half hour from down-
town St. Paul via the Como-Harriet line. On sum-
mer weekends, the service expanded to handle
the huge crowds. Scheduled cars left downtown
Minneapolis every ten minutes with extra cars
added as needed. Each car was referred to as a
train because it often had several cars following
close behind, which were part of the same move-
ment. In such cases, all cars in the series carried

The Tonka Bay Hotel, built as
the Lake Park Hotel in 1879,
was reached by a branch of the
Minneapolis & St. Louis Railway
the following year. TCRT leased
the hotel and the branch line
from the M&StL in 1907. The
company’s steamboats also
served the hotel, but it was

financially unsuccessful and

closed in 1911 on the same day
as Big Island Park. Photograph
by Sweet; courtesy of the
Minnesota Historical Society.

Trolleys to the Country 85



Water Street, the main street of
Excelsior, was traversed by the streetcar
on its way to Tonka Bay. Photograph
courtesy of the Excelsior-Lake

Minnetonka Historical Society.

Lake

Minnetonka

Electric Lines

Minneapolis
Hopkins
Excelsior

Tonka Bay

Deephaven

Patrons are invited to telephone, call on, or write
to the General Passenger Agent for any information
concerning the service of the Twin City Lines, or to
make Jaints or offer Prompt i

and thoughtful consideration are assured.

J. J. CAUFIELD, General Superintendent
‘W. O. CLURE, General Passenger Agent
Room 308, No. 1 Eleventh St. S., Minneapolis
Telephone—N. W, Main 4580

a green marker indicating that more cars were
following until the last car in the series passed
displaying no marker. Up to sixty cars could be
on the line at any one time.

Storage tracks were built at Excelsior to
accommodate as many as forty cars awaiting
their next runs. A train dispatcher was sta-
tioned in the dock station building at Excelsior
along with the “commodore of the fleet,” who
was in charge of all boat operations. This dis-

SR TR MY TS M H T

patcher kept in communication with all cars on
the line by telephone. Call boxes were located at
strategic points, and conductors and motormen
were required to call in and obtain necessary
clearances before proceeding. To guard against
the possibility of collisions, special electric
block signals located at the entrances and exits
to single-track lines indicated when a streetcar
was on the track ahead.

The downtown depot and ticket office was
located at 17 North 6th Street in Minneapolis.
Inbound cars from Lake Minnetonka turned off
Hennepin Avenue at 7th Street, then right to 1st
Avenue North and another right to 6th Street.
They unloaded their inbound passengers and
awaited a return trip in front of the ticket of-

AND TON KA BAY

E e, 4 1 2 3 1 3 1 3
are
WESTBOUND TRAINS  [7er yiies Ex. | Bx | Ex. | Daily [Daily |Daily | Daily [Daily [Daily [Daily [Daily
- AM. | AM. | AM. | AM. | AM. |AM. | AM. | AM. | PM.
Leaye Minneapolis—Sixth Street Station ............ .00 | 5:30 | 6:00| 6:30 | 7:00 | 8:00 | 9:00 {10:00 {11:00 {12:00
" . —Seventh Street 14 | 5:31 | 6:01| 6:31 | 7:01 | 8:01 | 9:01 [10:01 |11:01 {12:01
~Eleventh Street .89 | 5:32 | 6:02] 6:32 | 7:02 | 8:02 | 9:02 |10:02 111:02 |12:02 | }
- » —Twelfth Street. .. o..o] .47 15:33 | 6:03 8 03 [12:03
- - —Groveland Avenue........\ . ... 114 | 5:35 | 6:05 :
! —Douglas Avenue. .| 1.23 | 5:36 6:06
- " —Lagoon Avenue 2.53 | 5:42 | 6:12
N “ —Lake Street.. .. .59 | 5:43 | 6:13]
. - —Lake Harriet— J 5:50 | 6:20
. . —Upton Avenue 4.63 | 5:51 6:21]
» —Xerxes Avenu 4.83 | 5:51 6:211
¢ —City Limits .. 5 B:54 | 6:24
Arrive Hopkins—9th Avenue 5 6:01 6:3
. eephaven Junctio: d 6:03 6:33
Mayview ........... d 6:05 6:35
‘*  Glen Lake..... .64 | 6:06 | 6:36
Clearspring .... 5 6:09 6:39;
Vine Hill... ......... s 6:11 6:41:
Chrietmas Lake .... ...... d 6:13 6:43:
~ __ Excelsior—Steamboat Dock. 17.91 | 6:15 ; 6:45
—1st Street........ 18.05 | 6:16 6:46
. . —2nd Street 18.13 | 6:16 | 6:46
“ —S8rd Street..... ...l 1824 | 6:17 | 6:47
X ___—George Street.. |18.56 | 6:17 | _6:47
Manitou .............. oo 19.48 2
Crescent Beach ...... 2000600a050e00]|ca000a 20.19
* Wildhurst—Steamboat Dock............{...... 20.46
Arrive TonkaBay................... 21.26

MINNEAPOLIS TO EXCELSIOR,
1

3 3 4 1 1 3 3 . 3
Sun ‘ Ex Sun. | Ex. | Ex. | Sun. | Ex. . Treh (]
Only ' Sun. | Only | Sun. | Sun. ; Only | Sun. |DPaily | Daily. Daily
PM.|PM. | PM. | PM. | PM. | PM. | PM
5:00 | 5:15 | 5:40 | 6:00 | 6:15 | 7:30 | 9:30 | 11:30
5:01 | 5:16 | 5:41 | 6:0L | 6:16 | 7:31 | 9:31 [ 11:31
_5:02 | 5:17 | 5:42 | 6:02 | 6:17 | 7:32 | 9:32 |11:32
5:03 | 5:18 | 5:43'| 6:03 | 6:18 | 7:33 | 9:337| 11:83
5:05 | 5:20 | 5:45 | 6:05 | 6:20 | 7:35 | 9:35 | 11:35
5:06 | 5:21 | 5:46 | 6:06 | 6:21 | 7:36 | 9:36 |11:36
5:12 | 5:27 | 5:52 | 6:12 | 6:27 | 7:42 | 9:42 | 11:42
5:13 | 5:28 | 5:53 | 6:18 | 6:28 | 7:43 | 9:43 | 11:43
5:20 | 5:35 | 6:00 | 6:20 | 6:35 | 7:50 | 9:50 | 11:50
5:21 | 5:36 | 6:01 | 6:21 | 6:36 | 7:51 | 9:51 | 11:51
5:21 | 5:36 | 6:01 [ 6:21 | 6:36 | 7:61 | 9:51 | 11:51
5:24 | 5:39 | 6:04 | 6:24 | 6:39 | 7:54 [ 9:54 |11:54
5:31 \ 5:46 | 6:11 | 6:31 | 6:46 | 8:01 {10:01 | 12:01
5:83 | 5:48 | 6:13 | 6:33 | 6:48 | 8:03 |10:03 | 12:03
§:35 | 5:60 | 6:15 | 6:35 | 6:50 | 8:05 |10:05 |12:05
| 5:36 | 5:51 | 6:16 | 6:36 | 6:51 | 8:06 |10:06 | 12:06
5:39 | 5:51 | 6:19 ' 6:39 | 6:54 | 8:09 [10:09 | 12:09
5:41 | 5:56 | 6:21 | 6:41 | 6:56 | 8:11 |10:11 | 12:11
5:43 | 5:58 | 6:23 | 6:43 | 6:58 | 8:13 [10:13 | 12:13
5:45 | 6:00 | 6:25 | 6:45 | 7:00 | 8:15 [10:15 | 12:15
5:46 | 6:01 | 6:26 ' 6:46 | 7:01 | 8:16 |10:16 | 12:16
5:46 | 6:01 | 6:26  6:46 | 7:01 | 8:16 110:16 | 12:16
5:47 | 6:02 | 6:27 | 6:47 | 7:02 | 8:17 [10:17 | 12:17
. 5:47 § 6:02 | 6:27 © 6:47 | 7:02 | 8:17 |10:17 | 12:17
4:50 | 5:00 | 5:50 | 6:05 | 6:30 | 6:50 | 7:05 | 8:20 [10:20 | 12:20
.| 4:52 | 5:02 | 5:52 | 6:07 | 6:32 | 6:52 | 7:07 | 8:22 |10:22 [ 12:22
4:55 1 5:05 | 6:55 | 6:10 1613571 6:65 | 7:1071'8:95 |10:25 | 12:25"
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fice, which was across the street from the for-
mer Masonic Temple Building. Waiting shelters
were provided at other points on the line, but
none of them had an agent. Two drugstores, one
in Excelsior and one in Hopkins, sold passes
and commutation tickets. Agents were also on
duty at Excelsior to expedite fare collection and
assist in the boarding of passengers.

Besides its passenger service, TCRT oper-
ated a baggage-express car on a regular sched-
ule, leaving the ticket office in Minneapolis at
8:48 a.m. and again at 2:33 p.m. (except Sun-
days). The car worked its way to and from St.
Paul in between the Lake Minnetonka trips. No
passengers were carried, just luggage, handbags,
and trunks destined for the Tonka Bay Hotel or
private residences on the lake, as well as items
intended for retail stores in Excelsior and sup-
plies for Big Island Park. TCRT also had a con-
tract with the postal service to carry pouch mail
on its regular cars and on the baggage car.

DECLINE

In 1907, Big Island Park took in $44,000 against
expenses of $48,000. Revenues declined for
each of the next five years. The Tonka Bay
Hotel covered its operating expenses the first
year, but every year thereafter it lost money.
TCRT closed the hotel and the park in 1911.
Both turned out to be terrible disappointments.
Salvagers took down most of the park during
World War I, and the final remnants were cart-
ed away in 1924. The property was allowed to
return to nature after that, and the land was
finally sold in 1941 to the board of governors
of the Big Island Veterans Camp. The veterans
camp erected a few structures for its own use,
but only a few isolated foundations, amid the
weeds, or an eroded walking path remain as a

P
reminder of the thousands of people who once
rode the streetcars to Big Island Park.

The Tonka Bay Hotel sat empty for two
years but was finally pulled down in 1913. The
adjoining dance hall and roller rink was moved
to Excelsior and became part of the Excelsior
Amusement Park. All of the property was even-
tually sold, and the last parcels were disposed
of in 1944-45.

The streetcar service did better. Some 2
million passengers rode the Lake Minnetonka
lines in 1907, the year the park opened. That
number was at 3.7 million in 1911, the year it
closed, and it kept growing until the all-time
peak year of 1921, when 5.2 million passengers
took the cars to Lake Minnetonka. By then
paved roads ringed the lake, and automobile
competition started taking its toll. The last
year of profitable operation was 1924. That year
TCRT sold its Excelsior lakefront property and
the dock station to another company, which in

mhh\ m\l'ﬁ'n'iﬁi- '\\

TCRT built three double-
ended ferries in the winter

of 1905-6 to carry the large
crowds between the Excelsior
Dock Station and Big Island
Park. The boats’ decks were
built too low and took on
water in windy conditions,
and the paddlewheel housings
prevented easy maintenance.
They were completely rebuilt
the following year and looked
like the Saint Paul, here gliding
up to Big Island.
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turn built Excelsior Amusement Park, open-
ing for business in 1925. In 1928, TCRT closed
the downtown ticket office and opened a new
ticket office in the bus depot at 7th Street and
1st Avenue North. Excelsior Amusement Park
was served by streetcar until 1932, when Lake
Minnetonka service to Excelsior, Tonka Bay,
and Deephaven was discontinued. Buses con-
tinued to serve Excelsior.

The express boat service was reduced
during the 1925 season and discontinued at the
end of the season in 1926. Three of the boats
were stripped of all usable material then scuttled
that year. One was sold in 1927; the remaining
three were dismantled and scrapped in 1928.

Several factors were responsible for the
demise of Big Island Park, the boats, and even-
tually the entire Lake Minnetonka operation.
Local competition was one. The Twin Cities

population could support a single large amuse-
ment park, but TCRT owned two, the other
being Wildwood Park on White Bear Lake. The
public park systems in both cities were acces-
sible by local streetcar lines and offered similar
amenities for picnickers. Competing railroads,
the Great Northern and the Minneapolis &
St. Louis, offered their own outings to Lake
Minnetonka. For those who wished to visit the
St. Croix River Valley, the Northern Pacific
had excursion packages to Taylors Falls and
Stillwater.

General economic conditions were another
factor. The country suffered a financial panic in
1907, not as grave as 1893, but enough to slow
the economy and put people out of work. Then
there was the forty-eight-hour workweek. Some
businesses closed at noon on Saturdays, but
that still left Sunday as the only free day of the
week. Paid vacations or days off were rare, and,
except for summer holidays like Memorial Day,
the Fourth of July, or Labor Day, people did not
have that much leisure time. Minnesota’s short
summer season and occasional outbreaks of
bad weather during that short season created
other problems. An operation like Big Island
needed weeks of sustained high attendance and
good weather. A three or, at best, three-and-a-
half-month season simply was not enough.

Millwater

tillwater’s location provided easy access to
the vast timber resources of the St. Croix
River Valley, and from its founding in 1848
until the mid-1880s, the town was at the center of
one of the largest lumber-producing regions in
the United States. Unfortunately, the railroads



The St. Paul & White Bear Railroad was an
independent predecessor company that
electrified the line from the east side of
St. Paul to Mahtomedi. It was purchased

by TCRT as part of the 1899 expansion to
Stillwater. The branch around the south and
west side of White Bear Lake followed in

1904, and the Bayport extension in 1905.

built their main lines through Minneapolis and
St. Paul, and Stillwater was left somewhat iso-
lated. The Northern Pacific arrived in Stillwater
in 1870 via its branch line from White Bear
Lake. The Milwaukee Road and the Omaha
(the Chicago, St. Paul, Minneapolis & Omaha)
built north from their main lines at Hastings,
Minnesota, and Hudson, Wisconsin, respective-
ly. By the turn of the century, Stillwater hosted
three railroads. All of them were branch lines,
however, and only the Northern Pacific offered
direct passenger service to St. Paul.

Locally, Stillwater achieved distinction as
having the first electric railway in the state of
Minnesota. The Stillwater Street Railway built
two lines in 1889 and ran its first electric car

on June 25, but the operation was undercapital-
ized and starved for lack of business. It was sold
for scrap in 1897.

Stillwater’s isolation, and the prospect of
additional business, were undoubtedly on the
minds of TCRT officials when they acquired
the St. Paul & White Bear Railroad in 1899.
The St. Paul & White Bear was a successor to

In 1925, officials turn out in
Bayport to welcome the newly
delivered lightweight cars built
for the Stillwater local lines.
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After purchasing the St. Paul & White Bear Railroad’s line
to Mahtomedi in 1898, TCRT built its Stillwater extension
in 1899. This included three local lines within Stillwater.
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The local line from Stillwater to Bayport
served the front door of the Minnesota
State Prison. Special cars were chartered
to transport prisoners, chained to the
brass seat handles. Photograph by
John Runk; courtesy of the Minnesota

- Historical Society.
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In the wide-open country
beyond North St. Paul, near
Long Lake, streetcars could
attain speeds up to sixty miles
per hour.

the North St. Paul Railroad Company, which
earlier, in 1889-90, had constructed a narrow
gauge steam-powered railroad from East 7th
and Newcombe Streets in the city of St. Paul
to North St. Paul. Following its reorganization
as the St. Paul & White Bear Railroad in 1892,
the line was standard-gauged and converted
to electricity, and extended to Mahtomedi.
At the same time the company built a small
amusement park adjoining its line on the south
shore of White Bear Lake. It named the park
Wildwood.

In the summer of 1899, TCRT complet-
ed track from a point at Willernie just east of
Wildwood Park and a junction with the line to
Mahtomedi through open country to Stillwater.
The local streetcar lines in Stillwater were built
at the same time. Power transmission lines and
trolley wire went up, and a substation and small
(wooden) carhouse were erected where the
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right of way trackage entered Owen Street. The
three local lines were Owen St., Wilkin St., and
South 3rd St. The line from St. Paul and all of
the local lines met at the Stillwater Union Depot
on Water Street.

Full service began in August 1899, and
two branches were added in 1904 and 1905.
The first began at Wildwood and ran along the
south shore of the lake into White Bear Lake,
terminating at 6th Street and Banning Avenue.
The second began at Oak and Orleans Streets
in Stillwater and continued to South Stillwater,
now named Bayport, a distance of approxi-
mately three and a half miles. Along the way
it stopped at the front door of Minnesota State
Prison, which chartered streetcars from time
to time to transport prisoners from St. Paul.

OPERATION

Unlike the Lake Minnetonka Division, the
White Bear-Mahtomedi-Stillwater lines were
all single-tracked north of Ivy Avenue and the
right of way in Hazel Park. Multiple sidings
were provided at various locations to permit
opposing cars to pass.

All movements were governed by time-
table and train orders. Each car (train) had a
schedule requiring it to meet and either take
the siding or proceed at specific locations. A
car approaching a train order semaphore with
a stop indication would be expected to stop, and
the motorman would then call the dispatcher
for further orders. Similarly, a northbound car
expecting to find a southbound car on a siding
where a meet was scheduled, but not finding
the southbound car, would not proceed further;
instead, its motorman would call the dispatcher
for orders.

As on the Lake Minnetonka line, a series
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TCRT promoted Twin City Trolley Trips

in brochures. Readers were encouraged

.' . . "
“¥"North St. Payl l’x to take this trip “over the country-land

to Stillwater.”
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of perhaps five or six separate cars would oper- as sections of the Stillwater “train.” A wye at
ate together as sections of a single “train” run- Wildwood allowed extra cars from St. Paul to
ning on the same schedule. Each car carried a be turned and stored. A separate shuttle car
green marker or signal at the front indicating operated between Mahtomedi and White Bear
that another car was following close behind it. Lake for passengers wishing to transfer from
Base service on the Stillwater line was the Stillwater line.
every thirty minutes from downtown St. Paul The local lines in Stillwater ran every
to Stillwater. During rush hours or at times of thirty minutes, making connections with each
heavy traffic, separate cars were operated to other at the Union Depot and with St. Paul cars,

North St. Paul, White Bear, and Mahtomedi as well as passenger trains of the Chicago &




All Stillwater cars ended at the im-
posing Stillwater Union Depot on
the St. Croix riverfront. Despite its
impressive architecture, the depot
served only branch line trains to
nearby destinations: the Northern
Pacific to White Bear Lake; the
Chicago & NorthWestern to
Hudson, Wisconsin; and the
Milwaukee Road to Hastings.
Photograph courtesy of the
Minnesota Historical Society.

NorthWestern, Milwaukee Road, and Northern
Pacific.

Streetcar revenue on the Stillwater Division
sagged steadily after 1923. Losses mounted
in each consecutive year, worsening abruptly
after 1929 and the onset of the Depression. The
company filed for abandonment of the Stillwater
local lines, the Stillwater line beyond Wildwood,
and the White Bear branch, proposing to sub-
stitute buses. The Railroad and Warehouse Com-

mission gave permission, and rail service ended
in August 1932.

WILDWOOD

TCRT inherited Wildwood Park from the St.
Paul & White Bear Railroad and spent large
sums upgrading its facilities. In 1910, after ten
years of ongoing improvements, it boasted a
beautiful wooded picnic grove along the shore
of White Bear Lake with tables, benches, and
pavilions. There was a refreshment center in
the main pavilion that sold sandwiches, ice
cream, coffee, and soft drinks, or even fully
catered lunches for large groups. Playground
equipment was provided for children. There
was an indoor baseball facility as well as a
regulation baseball diamond with bleachers for
competitive events. Rowboats were available
along with fishing tackle and bait. Steamboats
and motorized launches gave rides on the lake.
There was a miniature steam-powered train. A
sandy swimming beach with a large bathhouse
offered private changing rooms, swimwear for
rent, and equipment for water sports. There was
a water chute and diving tower and on rainy
days a fully equipped bowling alley.

The Fourth of July, 1912, on Chestnut
Street in downtown Stillwater.
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with transfer from any St. Paul Local Line.

Terminal. Fare—Each
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HOW TO GO TO WILDWOOD PARK FROM THE TWIN CITIES

FROM ST.PAUL—Take an Electric Train at Seven Corners Terminal for Wildwood Park. Fare—Each Way, 15 Gents, or 10 Cents

FROM MINNEAPOLIS—Take any Intérurban Car for St. Paul and Transfer to Train for Wildwood Park. From St. Paul & Minne-
apolis or Como-Harriet Lines transfer at Seventh Street. From Selby-Lake or Snelling-Minnehaha Lines transfer at Seven Corners
ay, 20 Cents, or 15 Cents with transfer from any Minneapolis Local Line.
Returning from Wildwood Park, passengers for Snelling-Minnehaha Cars must transfer at Duluth Avenue. To Minneapolis & |=
St. Paul or Como-Harriet Cars, transfer is best made at Robert Street and to Selby-Lake Cars at Seven Corners Terminal.
A.W. Warnock, General Passenger Agent, Twin City Lines. Telephones—St. Paul, Cedar 2616—Minneapolis, Main 4580.
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Amusements included a large roller coaster,
a carousel, and a penny arcade. The dance hall
had a promenade over the lake and brought in
name bands and orchestras. The main pavilion
offered an excellent restaurant with a la carte
service.

Unlike Minnetonka’s short-lived Big Island
Park, Wildwood had a long history. The park re-
mained under TCRT management through the
1920s, and the company continued to invest in it

even as attendance and revenues softened and
rail ridership and revenues declined. Follow-
ing abandonment of the Stillwater and White
Bear lines, it leased the property to a series of
amusement companies that struggled to keep it
going for several more years. By the mid-1930s,
revenues from the lease could not cover real
estate taxes and insurance, much less pay for
minimal maintenance. Wildwood’s last sum-
mer was 1938. It closed for good that fall, and

Brochures such as this one
promoted excursions to TCRT's
popular Wildwood Park on
White Bear Lake.
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In the interest of safety, at
Wildwood Park station and
other major boarding loca-
tions like Excelsior, Como Park,
and Lake Harriet, fences were
placed between the tracks, and
pedestrians crossed by means of
underpasses or bridges. Photo-
graph by Sweet; courtesy of
the Ramsey County Historical

Society, St. Paul, Minnesota.
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the scrappers moved in; TCRT subsequently
sold the property. Today the area is all private
homes, and not a trace of the park remains.

Rail service to Mahtomedi and Wildwood
Park continued. The Mahtomedi line was
through-routed with the local Randolph Street
line in St. Paul, becoming the Randolph—-Hazel
Park-Mahtomedi. Service to Mahtomedi ended
in 1951, followed shortly thereafter by the aban-
donment of most local streetcar service in St.
Paul in 1952.

There are vestiges of the Stillwater, White
Bear, and Mahtomedi lines, although more of
them disappear every year as development in-
trudes on the landscape. Parts of the Stillwater
right of way are visible east of Willernie along

County Road 12 and Manning Avenue. The for-
mer Stillwater substation on Owen Street sur-
vives as a private residence. The Mahtomedi
line is visible in places east of Highway 244 on
the east side of White Bear Lake. Other stretches
can be seen through North St. Paul. The bridge
over the former Chicago & NorthWestern (now
Union Pacific) tracks at Duluth Avenue and
East 7th Street is now a pedestrian walkway and
bicycle path. West of Wildwood, what is now
Birchwood Road is built on top of the streetcar
right of way. Other bits and pieces are visible
in the backyards of private residences.

Statistical information on the performance
of the Lake Minnetonka and Stillwater opera-
tions is presented in Appendixes B and C.
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The System Matures

homas Lowry died on February 4, 1909,

just twenty-three days short of his sixty-

sixth birthday. In poor health for a num-
ber of years, he eventually succumbed to the
tuberculosis he had once fought off as a young
man. Lowry was entombed in the family mau-
soleum at Lakewood Cemetery in south Minne-
apolis. His passing was noted in the New York
Evening Post of February 13, 1909:

In a day when mere connection with a public
utilities company is so often viewed as an

a priori ground for suspicion, and when the man-
agement of street railways, in particular, has
been the object of so much attack, the position
that Mr. Lowry held was unique. It was through
him that St. Paul and Minneapolis were welded
together by a railroad system which its patrons
did not look upon with angry derision, but were

wont to boast of as the best in the country.

Longtime friend, brother-in-law, and business
partner, Calvin Goodrich, Twin Cities Rapid Tran-
sit’s general manager at the time of Lowry’s
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death, succeeded him as president of the com-
pany. When Goodrich died in 1915, Lowry’s son
Horace took over as head. Horace Lowry inher-
ited a well-managed, profitable street railway
company that was highly regarded by its peers.

Unfortunately, the street railway industry
was confronted by changes that would chal-
lenge its survival, and TCRT was caught up in
them as well. Two forces were at work: the in-
ability of companies to earn enough revenue to
cover operating expenses, pay off debt, and fi-
nance improvements; and the public’s growing
attachment to the automobile.

TCRT suffered from a prosperity it could
not afford. There were more riders, but the
company could not recover enough of its operat-
ing expenses to accommodate them. The cities
of Minneapolis and St. Paul set fares, and there
was absolutely no support for a fare increase,
even though the nickel fare had been in force
since horsecar days. The public and local poli-
ticians reasoned that TCRT held a transporta-
tion monopoly, and the nickel fare symbolized
that monopoly even though people were buying
more automobiles and those automobiles, after
1920, would start making inroads on ridership.

In a way not anticipated by the
photographer, this photograph
contrasts the postwar allure of
the automobile with the then-
dowdy image of the streetcar.
The location is a Lincoln
showroom at 13th Street and
Hennepin Avenue, then the
center for automobile sales in

Minneapolis. Photograph by

Norton & Peel; courtesy of the
Minnesota Historical Society.
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SERVICE

Your transportation company must
bereadyatall timestomeetanyemer-
gency for the great majority depend
upon street cars.

During April, the Street Car Com-
pany cleaned snow from 4,705 miles
of track, more than ten times the dis-
tance from Minneapolis to Chicago.

Withsummerjustaround the cor-
ner, street sweeping and sprinkling
machines take up the work of the
public service. Our share of this ex-

rospent
.and the Car Lmes

ROSPERITY follows car line  ing the rate of fare at minimum.

extensions if roures are chosen Extensions over proper routes
wisely and with the visionthat make busy streets out of open
comes of experience. fields.

Providing of circuitous routes WNew businesses spring into life,
or the hampering of established 1o serve the varied needs of the
lines to reach new sections brings  community.
prosperity to neither the com- Civie growth and progress are

e e e e e e

penseis $75,000.00a year.
These services are included in our

munity or Company.

Necessary additions and exten.
sions should be made soundly and
cheaply to keep down capital out-

possible only through the sound
expansion of the existing trans-
portation systent.

Use the street cars and tell us

whole-hearted effort to make Twin
City transportation complete. Only
" by service, fully accomplished, can | u il e :
there be mutual pride and good will. _ il ol e

TOTAL « «omta™ees § 13.785.088.00

laysand oper- —
ating expenses, This is the Annal Coﬂ'—lf)?ﬁ |
thereby keep-

how to make
them more at-
tractive to you.

R ., oL e

In these advertisements

from the 1920s, TCRT tried to
educate the public about the
financial vise it was in, unable
to raise fares despite declining
ridership, yet compelled to
fund ever more expensive
street improvements and
maintenance.
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In September 1917, a committee of work-
ers confronted Horace Lowry and TCRT, de-
manding increased wages and improved work-
ing conditions. Motormen and conductors
were compelled to work up to twelve hours a
day. There was no paid time off, and they were
compensated only for time actually worked.
When the company denied the request, cit-
ing increasing costs and inadequate revenues,
the workers sought help from the Minneapolis
Trades and Labor Assembly. Learning of this
appeal, company officials retaliated and fired
those involved. Those employees then engaged
the International Amalgamated Association of

o

Street and Electric Railway Employees and
organized under its banner. A strike began on
October 6 that lasted four days. Service in Min-
neapolis continued uninterrupted except for
some sporadic demonstrations at North Side
Station. Striking employees attracted less sup-
port from fellow workers in Minneapolis, but in
St. Paul, the Pioneer Press reported rioting and
vandalism. Mobs roamed the streets attacking
any streetcar that moved, and the entire St.
Paul system was forced to shut down. Governor
Joseph Burnquist was persuaded to call out fed-
eral troops from Ft. Snelling, allowing service
to resume the next day. Following intervention



by the Minnesota Commission of Public Safety,
the strike ended on October 10 with a com-
mitment from the company to rehire the fired
employees, improve working conditions, and in-
crease wages by 10 percent, but it was an empty
promise because the issues remained and con-
tinued to fester. The company took an increas-
ingly confrontational stand, organizing its own
union and forbidding, on penalty of discharge,
the wearing or displaying of any union buttons
other than those authorized by the company.
Amalgamated members defied the company
and refused to comply. Eight hundred employ-
ees were locked out as a result of the company’s
actions and were eventually fired.

Over the next several months there was
more violence, the worst on December 2 caus-
ing Governor Burnquist to call up units of the
National Guard to restore order in what the
press termed “The War of St. Paul.” Although
the company eventually triumphed over the
strikers and suppressed the organizing drive,
its standing in the public mind was destroyed,
especially among working people. TCRT’s re-
action is understandable given World War I, the
“Red Scare,” and the activities of the Industrial
Workers of the World IWW). Not all of the em-
ployees joined the strikers, many of whom were
notorious radicals with IWW ties. TCRT also
could not afford what the employees demanded
without relief through the fare box. Its 1918 an-
nual report, citing wartime inflationary pres-
sures, noted increased expenses of 20 to 40
percent for materials and 60 percent for wages.
Nonetheless, the fare adjustments needed to
cover these increases were bitterly opposed by
the cities. Voters turned down a service-at-cost
franchise, negotiated with the city of Minne-
apolis in 1919, at the same time demands were

Horace Lowry, son of Thomas
and TCRT president from

1916 to 1931. Photograph by
Lee Brothers; courtesy of the
Minnesota Historical Society.

being made for improved service in both Minne-
apolis and St. Paul.

In 1920, TCRT won an emergency fare in-
crease from five to six cents, but it prevailed in
1921 when it persuaded the legislature to pass
the Brooks Coleman Law, which transferred
the authority to regulate fares from the cities
of Minneapolis and St. Paul to the Minnesota
Railroad and Warehouse Commission. The law
established a formula for setting fares that would
allow a prescribed return on the value of the
company’s assets. That same year it engaged
A. L. Drum and Company to conduct a valua-
tion study, which was submitted to the commis-
sion in June of 1923. After contentious hearings
and considerable negotiations, in 1925 TCRT
accepted a finding that set a 7.5 percent return
on the value of the property and a cash fare of
eight cents or six tokens for forty cents. This
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Increasing automobile traffic in
the 1920s led to more collisions,
and TCRT responded with this
car, covered with exhortations
to drive safely.
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marked the first time that tokens were used as
a discount fare.

The company won “The War of St. Paul”
and its fare increases, but its obstinacy did noth-
ing to improve its fortunes, as more and more
streetcar riders became automobile owners.

The Evolution of the Bus

he automobile came into its own as
TCRT’s rail system reached its zenith. At
first an expensive and unreliable novelty
for those who could afford it, the automobile be-
came plentiful and popular as mass production
reduced its cost and technical improvements
turned it from a summer toy into an all-season
vehicle that anyone could buy on credit. The
first automobile dealerships appeared around
1910, one being the Pence Auto Company at 8th
Street and Hennepin Avenue, just three blocks
from TCRT’s corporate headquarters.
Thirteen years later, in 1923, the auto-
mobile was more than a frivolous nuisance. Not
only was it taking away riders, the congestion
it created on downtown streets slowed the
streetcars and increased the company’s oper-
ating expenses. More autos also meant many
more collisions, an additional source of red

ink. Automobiles needed good roads, and as
Minneapolis and St. Paul made improvements
to accommodate them, TCRT was compelled
to remove and reinstall its tracks as part of city
repaving projects. Ironically, it received no com-
pensation for this work even though improved
streets encouraged automobile competition at
the same time that Minneapolis and St. Paul
were demanding that TCRT extend its lines
and expand service.

There were thirteen million cars on the
road in 1920, and that year another 3.7 million
would emerge from U.S. auto plants. Half would
be Henry Ford’s Model T, available on credit
for only $290. By then, it had occurred to street
railway companies that motor vehicles, without
the expensive track and power infrastructure,
just might be a less expensive way to provide
service and perhaps make money. The auto-
mobile was not going away, and its cousin, the
bus, was getting bigger and more reliable. After
years of disdaining motorized competition and
snubbing buses as inferior vehicles, the street
railways stopped complaining and started buy-
ing. The stately streetcar was in very serious
trouble.

Early buses were nothing more than a box
mounted on an auto or truck chassis. The first
bus in revenue service is credited to the German
engineer Karl Benz, who put a five-horsepower
single-cylinder gas engine on a carriage body
in 1895. That vehicle accommodated eight pas-
sengers and made scheduled trips between
the German town of Siegen and the villages of
Netphen and Deuz. In 1902, the Mack brothers
of Brooklyn, New York, turned out this coun-
try’s first bus. It resembled an oversized tour-
ing car and could carry up to fifteen passengers
at a brisk twenty miles per hour. It was never
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intended for point-to-point transportation but
did find work as a sightseeing vehicle. Transit
buses appeared in 1905, when the Fifth Avenue
Coach Company imported fifteen De Dion

Bouton double-decker buses from France and
placed them in service in New York City.

The first challenge to the streetcar came
with the jitney craze of 1914-16. Jitneys were

In the 1920s, many women had not

yet learned to drive, so TCRT marketed
to them. Note the encouragement to
“Shop Between 9 and 4,” avoiding the

crowded rush hours.

From Profit to Penury

103



Development along the outer
blocks of the 4th Ave. S. line in
south Minneapolis is sparse and
scattered in this aerial view from
1929. The southbound streetcar
has just passed 47th Street
and Field Elementary School.
Photograph courtesy of the
Minnesota Historical Society.
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WP
automobiles owned by unregulated entrepre-
neurs who made a business of skimming pas-
sengers off streetcar routes. At the peak of the
craze in 1915, there were 60,000 jitney operators
in direct competition with the streetcar compa-
nies, enough to popularize a trade journal, Jit-
ney Bus. Enraged at losing business, the street-
car companies retaliated, demanding that cities
suppress jitney competition. Compliant city gov-
ernments, beholden to the streetcar companies
for franchise revenues and street maintenance,
fell into line, passing ordinances that compelled
jitney operators to buy liability bonds, follow

designated routes, and charge prescribed fares.
By 1916, jitneys were mostly banished from the
streets, although their memory was enough to
convince the street railway industry that motor
vehicles had enormous potential for local tran-
sit service. Motor Bus magazine editorialized,
prophetically, in September 1915:

Most of the buses at this time are ordinary
touring cars. The touring car, however, is
being superceded by the regular motorbus.
While the streetcar companies are showing

hostility, not unnatural to the competitor who




For a brief time in the mid-1920s,
TCRT owned Yellow Cab and had a
near monopoly on public transporta-
tion in the Twin Cities. Appropriately,
these taxis are parked in front of the
Hotel Lowry at 4th and Wabasha
Streets in downtown St. Paul.

is materially reducing their profits, we ven-
ture to predict that inside of a few years the
present-day streetcar interests will have huge
investments in the more economic means

of transportation. It should be remembered
that (the streetcar) interests’ business is the
carrying of passengers. If a more economic
method of transporting passengers were
discovered, they would be foolish to persist in
their obsolete system. Never again, however,
can the traction interests have a monopoly
of public transportation. They must learn to

compete as other businesses compete.

Bus technology still had a long way to go
before it could take on the streetcar. But, un-
like the streetcar, which made only slight tech-
nical progress between 1915 and 1935, buses
improved considerably. The Fageol brothers
marketed the first true bus, the Fageol Safety
Coach, in 1922. It used a four-cylinder Hall-Scott

pAl pENBUSH & SONS i

engine and could accommodate twenty passen-

gers. As in an automobile, passengers boarded
the bus through a series of doors along the side.
Later models featured a single entrance door
and aisle seating. The Fageol proved popular,
particularly among the pioneering intercity op-
erators, one of them being E. Roy Fitzgerald of

In 1923, new bus 51, with a
White chassis and Minneapolis-
built Eckland Brothers body,
poses on St. Peter Street in
front of the Hamm Building

in downtown St. Paul. Photo-
graph by Brown'’s Studio;
courtesy of the Minnesota
Historical Society.

AND GO
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Automobiles created traffic conges-
tion, reducing streetcar speed and reli-
ability and increasing operating costs.
This is Marquette Avenue between
6th and 7th Streets in downtown
Minneapolis. Photograph courtesy of
the Minnesota Historical Society.
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Eveleth, Minnesota, who would go on to found
National City Lines, a company that owned and
managed dozens of transit systems around
the country, some in major cities such as Los
Angeles, Baltimore, and Philadelphia. Time
passed and other manufacturers appeared: Twin
Coach, White, Flxible, Reo, Pierce-Arrow,
Studebaker, Dodge, and Yellow Coach began
turning out hundreds of buses every year.
Eckland Brothers of Minneapolis became a
major supplier of bus bodies for Greyhound,
partnering with C. H. Will Motor Corporation,
which itself was partially owned by Greyhound.
Twin Coach introduced its Model 40in 1927, the
first true transit bus with entrance doors ahead
of the front wheels. Yellow Coach pioneered the
monocoque (single unit) body in 1931. Diesel

—

-

P
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engines came into use following the pioneer-
ing work of General Motors’ Charles Kettering,
who perfected the two-cycle engine. By the late
1920s, there were more than one hundred com-
panies involved in the production of buses, en-
gines, and bus chassis. Only five major streetcar
builders remained.

Meanwhile, the automobile onslaught
continued. Electric starters became available
in 1911. Pneumatic tires replaced solid rubber
wheels. Cadillac Motor Company introduced
the V-8 engine in 1914, the same year that
Henry Ford gave his employees a five-dollar,
eight-hour day, doubling the average wage
and making the Model T affordable for Ford’s
assembly line workers. In 1916, President
Woodrow Wilson signed the Federal Aid Road




Act, which committed the federal government
to pay half the cost of new highway construc-
tion. Four-wheel hydraulic brakes were intro-
duced in 1920. In 1923, John D. Hertz, presi-
dent of Yellow Cab, founded Hertz Rent-A-Car.
Safety glass appeared in 1926. By 1927 sales of
replacement vehicles were exceeding sales to
first-time buyers, and used car lots were pop-
ping up everywhere.

First Encounters

one of this was good news for the traction

companies. The electric interurbans that

ran between cities were early casualties,
losing riders to improved roads and the autos
and the bus companies that used them. The
year 1915 saw the last addition of any significant
mileage to the national interurban network. In
1917, abandonments exceeded new construc-
tion and revenues fell off drastically. The years
between 1925 and 1929 were especially bad.
Even with the national prosperity of the Roar-
ing Twenties, 45 percent of all companies still
in business were in deep deficit by 1929. People
were buying automobiles; they were not riding
the interurban. The Great Depression brought
about a complete collapse.

YEARS MILES ABANDONED
1914-19 412
1920-24 915
1925-29 3,285
1930-34 5,116
1935-39 2,612
1940-44 1,031
1945-49 925
1950-54 964

BILL. the MOTORMAN Writcs
to Square Himseclf

—vou might drop a line to that party that gets on at 10th Street
every morning. He was pretty well “het” up because he was late
on the job this A. M.—
might explain that
when a Lincoln Junior
tries to crowd us off
the track we're not
hurt much but traffic
isapt to be tied in a ' Wy
knot meantime.
“Yours,

By 1960, only five of the early interurbans Bill the Motorman was a fic-
remained in operation, and they were shadows
of themselves. In California, the Metropolitan
Transit Authority operated Pacific Electric’s
last line to Long Beach. It was converted to free-
way buses in 1961. In the Midwest, the Chicago
North Shore & Milwaukee, between Chicago
and Milwaukee and the Chicago South Shore,
and South Bend, between Chicago and South
Bend, Indiana, continued to operate commuter
services. The North Shore was abandoned in
1963. Only the South Shore and two subur-
ban lines in the Philadelphia area, the former
Philadelphia and Western and two lines of the
former Philadelphia Suburban Transportation
Company, known as the Red Arrow, remain
today, and they are all part of public transit

tionalized spokesman for TCRT
from the 1920s through the
1940s. His friendly face and
commonsense, often humor-
ous, advice on matters of
importance to the company
appeared in newspapers and in
advertisements aboard the cars.
In the 1920s, automobiles were
competing with streetcars for
passengers as well as space on
the street. Collisions were com-
mon, as were delays, and TCRT
often was blamed, even when
it wasn't at fault. Reproduced
courtesy of Forrest Johnson.

authorities.

Minnesota followed a similar course. The
Minneapolis, Northfield and Southern, which
used gas-electric cars rather than overhead
trolleys, discontinued passenger service on
its Richfield-Bloomington branch line from
54th Street and Nicollet Avenue via Auto Club
Junction and Savage to Northfield, Minnesota,
in 1922. Remaining Northfield service from
Auto Club Junction via Edina and St. Louis
Park to Glenwood Junction and the downtown
Minneapolis depot at 7th Street North and
3rd Avenue North ended in 1942. The Mesaba
Railway, serving Iron Range communities,
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“Ride, Read, Relax”: The “why
drive and fuss with traffic
when you can ride and read?”
message rings true today.

ceased operations in 1927. The St. Paul South-
ern Electric Railway, between St. Paul and
Hastings, quit in 1928.

Some systems survived by substituting
buses or making them part of their operations.
The Minneapolis, Anoka & Cuyuna Range
abandoned its electric passenger service be-
tween downtown Minneapolis and Anoka in
1939, replacing it with buses; freight service
continued.

City transit systems held out much longer.
In 1914, they were all rail. Streetcar ridership
peaked, nationwide, in 1920 with 13.8 billion
passengers, but as the 1920s moved along,
buses grabbed a larger share of the business.
In 1924, the Electric Railway Journal published
the results of a survey of street railway proper-
ties. The survey asked how many buses they
were using, and how they were being used. It
found 1,200 in service on U.S. and Canadian
systems, representing a threefold increase over
1922 and 30 percent more than 1923. They were
divided among 121 street railway companies. In
addition, thirty systems not using buses stated
they were planning bus operations for 1925.
The survey compared these findings with fig-
ures from 1923, when only fifty street railway
systems reported bus operations of any kind.
Interestingly, at the time of the survey only
six properties, all of them in smaller towns,
had completely replaced their streetcars with
buses. The majority used them to start up new
service or as extensions or feeders to streetcar
lines. The consensus of streetcar management
at the time held that “the bus cannot replace
streetcars in ordinary service,” and “most rail-
ways find it unsuitable for regular service.”

Events soon demonstrated the fragility of
that consensus as more properties turned to



buses to replace their streetcar lines. In 1929,
20 percent of systems were all bus operations.
By 1937, 50 percent exclusively used buses. In
Minnesota, Mankato switched to buses in 1930,
St. Cloud in 1936, and Winona in 1938. Duluth
Superior Traction ended all streetcar service
in September 1939, substituting electric trolley
buses on its heavier lines and using gas buses
on the rest.

This trend had nothing to do with the street-
car itself but everything to do with the econom-
ics of streetcar operations. A well-maintained
streetcar on good track gave far superior ser-
vice to a motorbus of that era. Streetcars were
much larger vehicles. As an example, TCRT’s
standard cars were forty-six feet long and nine
feet wide. Typical bus bodies were twenty-five
feet long and seven feet wide. A streetcar could
comfortably seat fifty passengers with another
sixty standing. Buses could squeeze in twenty
to twenty-five seated passengers and perhaps
a dozen standing. A fully loaded streetcar, es-
pecially one of the new PCCs introduced in
1936, accelerated faster than a fully loaded bus
and, on private right of way, had a higher op-
erating speed. Streetcar passengers enjoyed
a smooth ride on good track. Bus riders were
at the whim of every crack and pothole in the
street. Streetcars could move large numbers
of people at a much lower labor cost because
of their high unit capacity—if the people were
there. Unfortunately, in later years they were
not, and the streetcar became a victim of its
own efficiency.

Streetcars came with a large fixed invest-
ment in track and in electric power systems.
The cost of that investment had to be spread
over a large number of passengers. The more
passengers they carried, the lower the cost per

rider and the more cost effective the operation.
Buses did not have these fixed costs, but their
limited capacity and lower overall speed made
them less efficient people movers on heav-
ily used lines in large urban transit systems.
Streetcars held sway as long as the passengers
were there, but they became vulnerable as rid-
ership declined and track and power infrastruc-
ture came due for replacement.

The Bus and TCRT

el

CRT took notice of the jitney operators

swarming over its streetcar lines and, like

any worthy monopoly, resolved that the
best way to deal with competitors was to buy
them out. In 1918, its subsidiary, the Minne-
tonka and White Bear Navigation Company, paid
$150,000 to acquire thirty-nine jitney buses and
related tools and facilities in an agreement with
the Associated Commercial Clubs of Minneapo-
lis and the Minneapolis Jitney Bus Association,
thereby wiping out all jitney competition in the
city of Minneapolis. It also began using buses
as feeders to its streetcar lines. One example
was a shuttle that opened in 1921 on Marshall
Avenue from 30th Street and Grand Avenue
Northeast (the end of the 2nd St. N.E. line) to
the end of the Washington Ave. N. line at Cam-
den. Others were crosstown routes such as the
Lowry Avenue Crosstown, which traveled on
Lowry Avenue between Xerxes Avenue North
and Stinson Boulevard. By 1926, TCRT had ac-
quired all the urban bus operators in Minne-
apolis and St. Paul and merged them into the
Twin City Motor Bus Company, which, prior to
1924, had operated as an independent company
under separate ownership.
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The Interurban line on
University Avenue found itself
with competition in 1918:
buses that made limited stops
every mile or so between the
downtowns. TCRT eventually
bought them out and ran them
as part of its system. Here
the westbound competitors
approach Fairview Avenue.
Photograph courtesy of the
Minnesota Historical Society.
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By the end of World War II, buses and bus
operations had grown in importance in TCRT’s

overall business. Some twenty-four million pas-
sengers rode TCRT buses in 1946, bringing in
revenues of $2.3 million. From 4 percent of all
passengers carried in 1929, buses carried 12
percent of TCRT riders in 1946. The company
owned 221 buses plus four garages, two large fa-
cilities, in downtown Minneapolis and St. Paul,
and two smaller suburban garages in Excelsior
and White Bear Lake. Portions of the Nicollet
carhouse in Minneapolis were modified to store
and service buses, and a bus overhaul shop had
been added to the Snelling complex in St. Paul.

Detailed records of other early bus opera-
tors in the Twin Cities are few and scattered,
but it is known that at least six companies were
doing business by 1923. They included Como
Transportation Company, Minneapolis—-St. Paul

Bus Line Inc., Kenney Bus Company, American
Auto Transit of St. Paul, Gopher Coach Line,
and the Twin City Motor Bus Company.

Como Transportation Company provided
bus service along Como Avenue between Min-
neapolis and St. Paul. It wasincorporated in 1923
and subsequently acquired by Minneapolis—
St. Paul Bus Line Inc., which took over its
operations. Como Transportation owned two
White buses (eighteen-passenger and sixteen-
passenger), two Locomobile Model 648 auto-
mobiles, and a White Town Auto. All of them
went to Minneapolis—St. Paul Bus Line, which
subsequently purchased five Macks, three in
1924 and two in 1925. Como Transportation
and Minneapolis—St. Paul Bus Line were ac-
quired by TCRT in 1925 and merged into the
Twin City Motor Bus Company in 1926.

Kenney Bus Company was incorporated



in South Dakota in 1923. Its president, W.T.
Kenney, had earlier begun a bus service from
Minneapolis to the Glen Lake Sanitarium. That
service was extended to Waconia briefly in
1923 but was promptly cut back because of fi-
nancial losses. Kenney was also an owner of
the American Auto Transit Company, which was
incorporated in South Dakota in 1919. It began
service to South St. Paul from downtown St.
Paul in 1919, followed by service to Minneapolis
via Dayton and Marshall Avenues in 1923 and
lines to White Bear Lake, Bald Eagle, White
Bear Beach, and Ft. Snelling in 1924. In 1925,
its intercity route was changed to one by way of
Central and University in St. Paul and Franklin
Avenue in Minneapolis. American Auto Transit
acquired Kenney Bus Company in 1923, and it
in turn was bought out by TCRT in 1925 and
merged into the Twin City Motor Bus Company
in 1926. Prior to its acquisition by TCRT,
American Auto Transit of St. Paul owned forty-
seven buses, a mixture of Macks and Whites,
twenty- to twenty-five-passenger units with Eck-
land bodies. Gopher Coach Line operated two
routes: one ran from Minneapolis—St. Paul to
Taylors Falls, the other to Duluth. The route to
Taylors Falls was sold to Twin City Motor Bus
in 1923; the Duluth route went to Mesaba Motor
Company the same year.

The Twin City Motor Bus Company, once
it was acquired by TCRT and became a subsidi-
ary, operated all the services of its predeces-
sors plus a number of new routes that were es-
tablished under TCRT control. These included
the short shuttles that preceded some streetcar
extensions. Streetcar lines subsequently con-
verted to buses came under the Minneapolis
Street Railway or the St. Paul City Railway, not
Twin City Motor Bus.

The Great Depression

he market crash of 1929 and the Great

Depression that followed thoroughly sav-

aged the street railway industry. Streetcar
commuters disappeared along with their jobs
as factories closed down and unemployment
soared. People without incomes stopped taking
the streetcar to shop or go see a movie. Those
who could afford an automobile kept right on
driving. Dozens of streetcar systems became
insolvent and filed for bankruptcy protection.
United Railways, operator of the Baltimore,
Maryland, system, lost $2 million in 1932 and
fell into receivership. St. Louis Public Service,
already weakened, saw its revenues plummet by
20 percent in 1932 and was forced into reorgani-
zation in 1933. Chicago’s street railways and its
elevated railway system, torn asunder by years
of political infighting and financial shenanigans,
failed. Other systems, among them Cleveland,
Indianapolis, and Detroit, accepted New Deal

With the creation in 1946

of the new Lyndale Avenue
North bus line from downtown
Minneapolis to the Camden
neighborhood, buses were
reintroduced to North Side
Station. Photograph courtesy
of Forrest Johnson.
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T. Julian McGill, TCRT president
from 1931 to 1936. Photograph
by Harris & Ewing; courtesy of
the Minnesota Historical Society.
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reconstruction funds to pay for car and track
maintenance. Service reductions, wage cuts,
layoffs, deferred maintenance, and the substitu-
tion of buses became commonplace.

Amid the chaos, TCRT staged an orderly
retreat. Horace Lowry, the last member of the
Lowry family to lead the company, passed away
in 1931 and was succeeded by T. Julian McGill.
Lowry’s legacy of efficient management, along
with a civic-minded board of directors, had pre-
pared it for lean times. TCRT carried a debt load
of roughly $22 million in 1927, mostly borrow-
ings to fund system expansion around the turn
of the century. During the prosperous 1910s
and 1920s, it had managed to reduce operating
expenses, keep up maintenance, and pay divi-

dends, while positioning itself to pay down this

debt. It also enjoyed respect in the community,
even though as the streetcar company and a
public monopoly it had a lot of leftover baggage
from the 1917 encounter with organized labor.
Local politicians loved to beat up on TCRT, but
it was mostly empty rhetoric. The streetcars
were superbly maintained and ran on time. Presi-
dent McGill stated, “We are commended as one
of the best street railway systems in America,
and are noted for our fine property and the cour-
teous and efficient handling of our patrons.”

TCRT brought $1.2 million to its bottom
line in 1929. That fell to a mere $41,000 in 1932,
and in 1933 it lost $23,000. Ridership had been
in a steady slide throughout the 1920s, from a
high of 238 million in 1920 to approximately 168
million in 1929, all because of automobile com-
petition and despite the expansion of streetcar
lines into new neighborhoods. Between 1929
and 1933, the Depression took away another 68
million, reducing total ridership to 100 million,
its lowest point since 1906 and, after the World
War II surge, its lowest point until 1953.

A fare increase from eight to ten cents in
January 1929 preceded the October market
crash, softening the effects of the subsequent
loss of riders and income and giving TCRT time
to make adjustments to its operations. The most
significant and controversial was the abolition
of conductors on all but the heaviest streetcar
lines. The cities of Minneapolis and St. Paul
protested, citing safety concerns. Union mem-
bers at Lake Street Station staged a brief strike
in 1938, but the one-man cars stayed.

There was more: August 1932 brought an
end to the suburban rail lines to Lake Minne-
tonka, Deephaven, White Bear Lake, and Still-
water. Several bus routes disappeared as well.
Service was trimmed across the system to



bring car miles into line with ridership by cut-
ting the number of “extra” cars used at rush
hours. Annual revenue car miles fell from

twenty-nine million in 1929 to twenty-two mil-
lion in 1933 and bus miles from 4.4 million in
1929 to 3.9 million in 1933. Employees were
hit, too. Motormen’s wages were reduced from
fifty-five cents an hour to fifty cents an hour in
1932, followed by another 10 percent across-
the-board cut for all employees in 1933. Shop
employees were given two unpaid days off per
month for seven months in 1933. The “allowed
time” paid in runs to bring them to an eight-
hour minimum was also eliminated. No em-
ployees were furloughed, but the conversion

Edina’s Country Club neighborhood was a planned streetcar suburb, with entrances
at the Grimes, Wooddale, and Browndale stops, which featured waiting shelters. It
would be the last such suburb; subsequent developments would be built around
the automobile, ignoring public transit. Here, the camera is looking southwest. The
streetcar line and 44th Street run next to each other from the bottom center of the
photograph to the right edge. The original Motor Line right of way is also visible as
the rear boundary of the mostly vacant lots along the north side of Sunnyside Road
in the lower center. Photograph courtesy of the Edina Historical Society.

to one-man cars along with service reductions
forced hundreds of conductors and motormen
off regular paid runs and on to the extra board,
where work was scarce. Many went from a full
week’s work to only two or three days of work
per week, often less.
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As Christmas 1944 approached,
this streetcar at Snelling Shops
urged citizens to divert their
holiday dollars to war bonds.
Photograph from the Minne-
apolis Star and Tribune News
Negative Collection; courtesy
of the Minnesota Historical
Society.
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President McGill tried to smooth things
over, expressing to employees that this was
“difficult” and “regrettable,” then adding, “It
is therefore obvious that we are giving our em-
ployees preference in the division of our earn-
ings. We must pay our bond interest and when
conditions justify we must pay a fair return to
our preferred and common stockholders, who
have invested $25,000,000 in this property, but
in the meantime during this Depression we
are first taking care of our employees.” Such
soothing words did not go down well with
workers who had to provide for themselves
and their families. In 1934, they voted to join
the Amalgamated Association of Street, Elec-
tric Railway and Motor Coach Employees of

America. Nor did they mollify dissident share-
holders. A group led by J. F. Fitzpatrick, his son
P. W. Fitzpatrick, and J. A. Solmes took “alarm
at the present situation of the Company” and
warned of “destruction and bankruptcy” unless
a new deal was secured. Their proxy circular
announced that “in this company the stock-
holder is truly the FORGOTTEN MAN, there
being no dividends paid since 1929.” It went on,
charging management with paying employees
“prosperity wages,” keeping 570 excess em-
ployees on the payroll, maintaining streetcars
on an “extravagant scale,” wasting hundreds of
thousands of dollars in repair shops that “be-
long to a by-gone era,” and setting aside funds
for employee benefits and pensions without




board approval. They proposed installing P. W.
Fitzpatrick as vice president of operations and
making him a director. Wisely, most sharehold-
ers disagreed and turned away the dissident
group’s charges in favor of the incumbent man-
agement, which had retained Stone & Webster,
a respected transportation engineering firm,
to study the company’s operations. Its report
refuted all of their allegations. Fifteen years
later another dissident shareholder, Charles
Green, would revive the charges. His efforts to
address them would bring about an altogether
different outcome.

World War II Brings
Temporary Prosperity

i

y the mid-1930s, operating expenses had
come down from $8.4 million in 1931 to
$6 million in 1935, turning a $23,000 op-
erating loss in 1933 to a profit of $472,000 in
1935 and a $649,000 profit in 1936. None of this
increase was sustainable, however, because it
all came from operating economies, not more
riders. Passenger revenues and ridership kept
right on tumbling. From $10.6 million in 1931,
revenues dropped to $8.6 million in 1935. From
130.8 million riders in 1931, the number de-
clined to 107.3 million in 1935. There would
be a temporary flood of business during World
War II, until the surrender of Japan in August
1945 brought peace, more automobiles, and,
with them, the end of TCRT’s prosperity.
TCRT ridership and automobile owner-
ship closely paralleled national trends until
the middle of the 1920s. Thereafter, automobile
registrations sprinted ahead. In Minneapolis
and St. Paul, there were already 4.5 persons per

automobile in 1928 compared to 5.3 nationally
in 1929. A study in 1940 found only eight out
of thirty cities surveyed with populations over
300,000 had more automobiles per capita. The
Twin Cities trend was as follows:

AUTOMOBILES PERSONS/

YEAR LICENSED AUTO
1920 75,053 8.2
1924 115,382 5.7
1928 159,480 4.5
1932 170,945 4.2
1936 203,606 3.8
1940 220,266 3.5
1944 * *

TCRT
RIDERS

238,388,782
209,252,949
179,493,116
113,032,559
115,195,524
104,313,619
185,222,547

* Data for these categories are not available.

This relentless growth in the number of auto-
mobiles, even during the Depression years,
underscores TCRT’s shrinking market and
its poor long-term prospects. Riders who had
flooded the streetcars and buses during World
War II flocked to automobile dealerships once
the war ended.

The entry of the United States into World
War II following the Japanese attack on Pearl
Harbor on December 7, 1941, found TCRT’s
rolling stock and fixed facilities in good shape.
The company never reduced maintenance dur-
ing the Depression, and, even though most of
its streetcars were over thirty years old, its five-
year rebuilding program kept them all in superb
condition. A typical streetcar averaged three
and half years since it had last gone through
the Snelling Shops. All of this was reflected in
the reliability of both the system’s streetcars
and its buses, the latter receiving similar care.
In 1941, streetcars averaged 17,680 miles per
maintenance breakdown, buses 15,100 miles.
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As automobiles proliferated,
they set in motion a trend with-
out end, the widening of streets
to serve their ever-increasing
numbers. This diagram shows
how to widen the radius of an
intersection so that turning autos
need not wait for a streetcar to
clear the corner. Courtesy of the
Ramsey County Historical Society,
St. Paul, Minnesota.
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Both numbers far exceeded industry norms.
Similar attention was given to track and power
infrastructure. Twenty-seven miles of track
were completely renewed between 1936 and
1940. Trolley overhead wire replacement aver-
aged 21,000 feet per year. A new high-pressure
boiler capable of burning either coal or natural
gas was installed at the Main Steam Station.
TCRT reduced its bonded debt during
the 1930s despite the Depression, mainly by
omitting stock dividends, a strategy that would
subsequently prove very troublesome. In 1942,
its operating cost, at 24.91 cents per mile, was
the lowest of eighteen systems in an American
Transit Association survey. That survey in-
cluded major cities such as Philadelphia, St.
Louis, Chicago, Cincinnati, Los Angeles, New
Orleans, Detroit, and San Francisco. By the
start of the war, TCRT had taken its first steps
toward bus substitution, replacing streetcars
on the Kenwood, Bryn Mawr, St. Louis Park,
Franklin, and 6th Ave. N. lines in Minneapolis

the curve

and the Jackson-South Robert, Western, Mer-
riam Park, and Hope lines in St. Paul. All of
them had low ridership compared to the rest
of the system or required track work that could
not be justified economically. The 6th Ave. N.
line, in Minneapolis, for example, would have
needed a complete reconstruction as part of 6th
Avenue’s transformation into Olson Memorial
Highway. In 1940, no highway money was avail-
able to assist with such work.

TCRT had plenty of capacity for new rid-
ers immediately after Pearl Harbor. There were
704 streetcars and 160 buses on the roster at the
start of the war. One year later, even with stag-
gered work hours, it could barely handle the
passenger volume. Additional buses had been
authorized by the War Production Board and
were subsequently acquired to transport war
workers to the New Brighton Army Ammunition
Plant. Bus garage space was created at Nicollet
Station in 1942. TCRT also discontinued the two
intercity bus lines on University and Marshall



Avenues to free equipment. But there were no
more streetcars. Regrettably, more than three
hundred of its oldest wood-framed cars stored
during the Depression were scrapped between
1934 and 1939. The cars it owned just had to
work harder. By 1943, they were averaging 50
percent more miles per car than in 1934 and 27
percent more miles per car than in 1941. Total
annual car miles went from twenty million in
1941 to twenty-five million in 1943. Electric
power consumption jumped from an average
wintertime load of 40,310 kilowatts in 1941 to
45,510 in 1943.

Finding new employees to operate and
maintain the streetcars and buses became an
equally serious problem as hundreds of its con-
ductors, motormen, and car repairmen were
drafted into military service. The company
reduced its minimum hiring age to eighteen.
For the first time it hired women as motormen
and conductors (dubbing them “motorettes”
and “conductorettes”), as well as car cleaners.
Even high school students were recruited as
conductors. The average number of hours actu-
ally worked by operating employees went from
Depression lows of twenty-five to thirty hours to
a scheduled minimum of forty-eight hours per
week, creating a dispute with the union about
overtime pay. Local 1005 won wage increases in
1941 that cost the company $250,000. Addition-
al demands were made in late 1942, including
a requirement for overtime pay after forty-four
hours of work, all of which led to an extended
tug-of-war involving the company, the union, and
the Regional War Labor Board, the latter creat-
ed by the federal government to referee issues
involving wartime wages and hours. Finally, to
drive home its point, the union barred all of its
employees from working any overtime for three

Motorman’s Tales: Adventures oi a Teenage Trainman

In the spring of 1943, | heard they were hiring
over at Snelling Station. | was only fifteen years
old, but I got up enough courage to apply. On
July 28 | found myself in training at East Side
Station as a conductor. After a few months | re-
turned to high school at De La Salle on Nicollet
Island and found | could still take both a morning
and evening rush hour run from nearby East Side.

There was always a hassle around the cage
where we all “plugged in” on the assignment
board. If someone missed, there was a quick
scramble to cover the one-man runs. We high
school student conductors would sneak a motor-
man’s spot if we could. | waited for a year to try
it, and got my Como-Harriet car out to the 44th
Street loop at France Avenue before the inspec-
tor caught up.

The worst run, always left to new men, was
#66, which hit all the theater closings on Satur-
day night and caught the last ride for sailors
avoiding AWOL/curfew at the University. We often
had head counts exceeding two hundred. Then

totaling up the cash forced me to miss the owl

car home, which meant sleeping overnight at the
station. Sleeping upstairs at East Side was noth-
ing short of traumatic. There were no sheets, just
gray blankets on army cots thoroughly stained by
the snoose chewers. The old wooden barn would
shudder as each car rumbled in or out, and the
thought of all those trolley poles still on the wire,
with the fire warnings, made sleep impossible.
Our pay was sixty-six cents per hour with all

the free rides we wanted.
—William4=Olsen

During the war, TCRT changed its hiring
policies to handle skyrocketing ridership
and the loss of male employees to
military service. Five hundred women
were hired, plus high school boys who
worked as conductors. Photograph from
the Minneapolis Star and Tribune News
Negative Collection; courtesy of the
Minnesota Historical Society.
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D. J. Strouse, TCRT president
from 1936 to 1949. The last
of the traditional company
heads, he was ousted during
the Charles Green takeover.
Photograph courtesy of the
Minnesota Historical Society.
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weeks during the 1943 November—December
holidays, resulting in a 22 percent reduction in
peak hour service. In January the company re-
lented and restructured its schedules to provide
for a forty-four-hour week.

Following settlement of the 1941 labor con-
tract, the company applied for and was granted
a fare increase of six tokens for fifty cents by
the Minnesota Railroad and Warehouse Com-
mission. From 1929 through 1941, the base
fare had been ten cents cash or six tokens for
forty-five cents. This higher rate of fare was
in effect until April of 1943, when (amazingly)
the commission determined that the increased
wartime ridership and revenues no longer justi-
fied the higher fare and directed a reduction to
the Depression era fares in effect prior to 1941.
This arbitrary decision completely ignored es-
calating wartime prices and material shortages
and was driven by politics, not economic facts.
However, it was typical of transit regulatory
bodies that still felt the public needed protec-
tion from the streetcar monopoly even though
that monopoly had ended with the advent of the
Model T some thirty-five years before. It was a
bad move and would lead to bad things after the
war. Twenty-five million additional passengers
came aboard the cars in 1942, joined by another
forty-five million in 1943, thirty-five million in
1944, and eight million each in 1945 and 1946.
In four years TCRT regained all the riders it had
lost to twenty years of auto competition and the
Depression and, at 201.5 million passengers,
was back to the same number of riders it car-
ried in 1925. But four years later, two-thirds of
them would be gone, and by 1954, its final year
of streetcar operations, TCRT was down to 86.5
million passengers, roughly the same number it
carried in 1904.

None of this came as a surprise to D.].
Strouse, who succeeded T. Julian McGill as
TCRT’s president following McGill’s death in
1936. An extremely competent and knowledge-
able transit executive, Strouse had been with
the company since 1903. He knew that people
would return to their automobiles once the war
was over and wrote in the 1942 annual report:

The management of the company is not un-
mindful that the present sharp upturn in pas-
senger revenue is the result of the decreased
use of private automobiles caused by gasoline
and tire restrictions and an accelerated busi-
ness activity generated by the war. When
tire and gasoline rationing is discontinued
the company will again be confronted with
intense automobile competition. The manage-
ment is apprehensive that the share-your-ride
campaigns and other group transportation
practices will continue after this emergency.
Your company is furnishing the best possible
service and hopes to retain a large number of
these new patrons. The degree of success in
that respect cannot be foreseen, and will not

be known until after the present emergency.

What Strouse did not know, nor did anyone in
the company know, nor could the transit in-
dustry foresee at that time, was the speed at
which people would abandon streetcars and
buses. Much depended on the direction of the
national economy. Some economists were con-
cerned that the wartime boom would turn to a
postwar depression. Others rightly predicted
that the Depression and the war years would
loose a flood of pent-up demand and inflation.
Strouse recognized that large expenditures
would be needed for renewals and improve-
ments if the company were to keep providing



good service and attract riders. He also knew
the board would ask tough questions before it
committed company resources to capital im-
provements, especially after it had deferred
shareholder dividends for fifteen years. To be
sure, Strouse had good answers to what would
be tough questions. He hired W. C. Gilman and
Company, a New York transit engineering firm,
to make a comprehensive evaluation of TCRT
and its operations.

Gilman was directed to make a com-
plete assessment of the property to include
fixed facilities—carhouses and garages, track,
power generation and distribution equipment
and systems—along with all revenue and non-
revenue rolling stock. It was to evaluate the or-
ganization, its structure and personnel, and all
policies, procedures, shop methods, and main-
tenance programs, together with operating
practices, schedules, staffing levels, and acci-
dents. Gilman was to thoroughly examine the fi-
nancial condition of the company, including its
most recent income statements, consolidated
balance sheets, profit and loss, funded debt,
and additions and retirements. The evaluation
was to project postwar operations, taking into
account ridership levels, revenues, and operat-
ing expenses and recommending capital im-
provements that would be needed after the war.

The Gilman report went to Strouse in
August 1944. It found a property in above-
average condition, its overall operating prac-
tices and procedures sound, and its finances in
good order. In making its projection for postwar
business, Gilman recommended “the carry-
ing out of a reasonable program of conversion
of streetcars to motor buses or to some other
type of equally efficient and flexible vehicle.” It
went on to project that the postwar ratio of reve-

nues to expenses would approximate those of
1940, resulting in an operating ratio of 87.5 per-
cent, and that rides per capita would increase
slightly.

The report acknowledged “the Company
contemplates that new passenger equipment
will be purchased in the future from avail-
able funds, and the management has indicated
that because of possible future developments
in motor bus design the type of equipment to
be purchased will be motor buses rather than
streetcars or trolley coach units.”

It estimated a ten-year capital expenditure
of $6,650,000 that would allot:

* $650,000 for a replacement 15,000-kilowatt

generator at the main power plant;

® 35,000,000 for 525 motor buses for conver-

sion and/or replacements;
e $750,000 for garage facilities; and

e $250,000 for miscellaneous equipment.

There was no mention of new streetcars.

The Gilman report’s assessment of TCRT’s
situation at the end of the war was on the mark,
but its postwar projection of ridership, reve-
nues, and expenses was much too optimistic
and may have persuaded TCRT’s management
to invest in new streetcars rather than convert-
ing to buses. It is unclear what the Strouse man-
agement actually recommended to the board
or whether there was any internal debate or
discussion. It is known that the 1944 annual
report stated that management “contemplates
purchasing annually a number of modern, light
weight, noiseless, streamlined cars to replace
present equipment. This program will be con-
tinued upon a reasonable basis throughout the
coming years.”
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Ignoring all the signs that it
was a bad investment, TCRT
extended the Nicollet Avenue
line in 1947 from 58th Street to
62nd Street, the Richfield city
limits. The area had recently
built up with postwar housing,
and the streetcar loop became
a park-and-ride lot, perhaps the
first in the Twin Cities.
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Five years later there were 141 brand-
new streamlined PCC cars in service, but not a
single dollar in shareholder dividends had been
paid and TCRT was losing riders and money
fast. For one shareholder the consequences of
the board’s decision presented an opportunity.

Turmeil

el

harles Green liked to make money. He had
no special interest in, or fondness for, the

street railway industry. In fact, as his be-
havior would demonstrate, he knew absolutely
nothing about the business. Today his talents
and tactics might be legitimized and even ad-
mired, but Green, ever street smart, character-
ized himself best when said that he was just
“always ready to make a fast buck.”

During the war he prospered by wholesal-
ing appliances to army post exchanges through
his Green Sales Company. All of his wartime
cash needed a new home, so he started shop-
ping around for undervalued stocks and came
upon TCRT. On paper the company looked ripe:
assets of $60 million, positive earnings, money
in the bank, not a lot of debt, low stock price.
Never mind that it had not paid dividends since
1929—so0 much the better. Green did not really
care; dividends were for widows and orphans.
Green saw his chance to make another “fast
buck,” so he bought six thousand shares and
slipped into the weeds.

Time passed. When the TCRT board bought
new streetcars and did not pay dividends, Green
decided to stir things up and began making
noise about shareholders’ rights. Green knew
that TCRT was worth more dead than alive and
told D. J. Strouse so to his face. When Strouse
would not back down, Green, along with Big-
ham D. Eblen, a Detroit attorney and a large
TCRT shareholder, made his next move. At the
March 1949 board of directors meeting, Green
and Eblen attempted to unseat Strouse, but they
did not have the votes and failed. Strouse hung
on but had to concede two seats on the board
to Green’s candidates. One seat went to Eblen,
the other to James A. Gibb, an Eblen client and
former general manager of the Lansing, Michi-
gan, transit system.

Gibb, a former National City Lines execu-
tive, knew something about the transit busi-
ness and did not like what he saw at TCRT.
The company was hemorrhaging cash. Two
fare increases were not covering operating ex-
penses, and thirteen million riders had departed
since the end of the war. Once again Green de-
manded that Strouse resign, and, again, he re-



fused. By then Green and Eblen decided they
needed some local help. Green’s stockbroker

suggested they meet another shareholder
with similar concerns: he introduced them to
Isadore Blumenfeld, more popularly know as
Kid Cann, a former bootlegger and racketeer
turned club owner and legitimate transit in-
vestor. They met at a Minneapolis nightclub
to talk things over. Blumenfeld offered the
name of Fred Ossanna, a local attorney who
he believed would help their cause. Green sub-
sequently met with Ossanna and Blumenfeld,
and the three of them concocted a takeover
strategy. It would not be difficult. TCRT lost
almost a half million dollars in 1949, and the
majority of its shareholders wanted change.
At a November 1949 shareholders meeting,
Strouse and his directors were forced out.
Green became company president, Ossanna

its legal counsel, and James Gibb its operating
vice president.

Green and his associates had their hands
full. Another twenty million passengers went
away in 1949, bringing the total ridership loss
to forty-five million in just three years. The new
PCC streetcars, all 141 of them, were not lur-
ing returning GIs, who were buying cars and
moving into new homes in places like Richfield,
Falcon Heights, and St. Louis Park, addresses
well beyond the end of the nearest streetcar
line. A third fare increase in October 1949 did
not offset expenses, and riders continued to
leave the system. The Strouse management
had made attempts to trim expenses by cutting
the annual miles of streetcar operation from
twenty-six million in 1946 to twenty-four million
in 1949. However, it increased the miles of bus
operation from 6.3 million in 1946 to 9.9 million

As late as June 1950, TCRT
was investing in more physical
plant, replacing the single
track on Snelling Avenue at
University Avenue with double
track. It would be abandoned
in two years.
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Going somewhere by streetcar? Need
information? In the 1940s you could
look at these maps in the Minneapolis
and St. Paul telephone directories or
call MAIN 1214 or CEpar 7381 and talk
to one of TCRT’s information clerks.

in 1949, offsetting any reductions in streetcar
mileage. Some of this additional mileage is at-
tributable to conversion of the Rondo-Maria
line in St. Paul and the Robbinsdale line in
Minneapolis from streetcar to bus operation.
The Northwest Terminal streetcar line on East
Hennepin Avenue and Stinson Boulevard in

Minneapolis also switched to buses, and more
suburban feeder routes were added. However,
the company also expanded its streetcar track-
age, building an extension on Nicollet Avenue
in Minneapolis from 58th Street to 62nd Street
and adding a second track on France Avenue
from 50th Street to 51st Street. By 1949, it
was clear that too many miles of operation
and expense were chasing too few passengers.
Something had to be done.

The choices were simple but intensely po-
litical: either increase fares to bring revenues in
line with expenses, or reduce service to bring
expenses in line with riders and revenues. The
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alternative was insolvency. Green had it right
when he told shareholders in the 1949 annual
report: “It is recognized that the rendering of
courteous, rapid & convenient service to the
public, which provides the company’s reve-
nues, is the first essential of a local mass trans-
portation company. However, it is self-evident
that this important public service cannot be
provided by a private industry on a basis, which
results in a financial loss to the owners.”

The Minnesota Railroad and Warehouse
Commission would not allow TCRT an adequate
fare, and public ownership in 1949 Minnesota
was inconceivable. Therefore, expenses had
to be reduced if the operation was to survive,
and that is exactly what the Green management
set out to do. The Railroad and Warehouse
Commission did not oversee or have any control
over maintenance, nor did the Minneapolis and
St. Paul city councils, so Green shut down the
Snelling Shops and fired most of the employ-
ees. Green was not concerned about the aging
streetcars, since he planned to convert the en-
tire system to buses. He hired Booz, Allen &
Hamilton to do an organizational study. TCRT’s
organizational chart (see Appendix L) was a
warren of streetcar-era departments and man-
agement employees, and Green intended to thin
them out.

Next he went after schedules and ser-
vice, abruptly lopping off three million miles
of streetcar and bus operation. Public protests
and hostile editorials did not worry Green.
They just made him mad. When pressed by
the city councils and the Minnesota Railroad
and Warehouse Commission, he announced
that he would wring a profit out of the system
even if he had to “auction off all the streetcars
and buses and sell the rails for scrap iron.”

When St. Paul officials countered that TCRT, as
a public utility, had no right to ignore its public
responsibilities, Green said he would shut down
and liquidate the St. Paul City Railway unless it
starting making money.

Green, the market player, instinctively knew
what was wrong and what had to be done, but he
did not understand transit finance or transit op-
erations and would not listen to those who did.
A careful, thoughtful, planned approach would
have won public support and cooperation. His
robber baron tactics just made more enemies
for the company when it desperately needed
friends. His approach worried his associates
who had different agendas. Green was a specu-
lator. Their plans were far more ambitious, and
Green was not a part of them.

Ossanna had been working behind the
scenes and warring with Green on policy mat-
ters for some time, and he wanted Green out.
On May 12, 1950, Ossanna persuaded the
board to silence Green and make him the com-
pany spokesman. This led to even more acri-
mony, most of it public. That June, Eblen, with
Ossanna’s encouragement, approached Green
about buying out his stock. Eblen claimed that
some of his Detroit friends would purchase
Green’s stock, giving Green a profit, if he would
agree to step aside. Green consented and sold
the stock, only to learn that the buyers were
not from Detroit but instead were associates of
Ossanna and Blumenfeld.

Things became even more tangled when
Leonard E. Lindquist, the new chairman of
the Minnesota Railroad and Warehouse Com-
mission, vetoed the company’s request for yet
another fare increase. Lindquist strongly dis-
approved of the service cuts and was deeply
troubled by rumored irregularities. He was



also angered by Ossanna’s threats to shut
down the entire system within forty-eight
hours if Lindquist did not approve the in-
crease. Lindquist had talked with Green,
who, still feuding with Ossanna, had given
up enough information to convince Lindquist
and other commission members to make a full
investigation into Ossanna and his associates.
Ossanna, in rather unusual and ill-tempered re-
marks, called Lindquist a “cheap politician who
would do or say anything to gain a vote.” He
went on to declare Lindquist a “liar” for alleg-
ing that “gangster elements” were taking over
the company.

This contretemps so alarmed TCRT’s ex-
ecutive committee that they and three other
local board members, who were not part of the
Ossanna clique, voted to dismiss Ossanna as
legal counsel and revoke his status as company
spokesman. Undaunted, Ossanna, Blumenfeld,
and others kept buying stock until they had
enough to assure control. Chairman Lindquist
reported to Governor Luther Youngdahl and
the Kefauver Crime Committee that not only
had Ossanna and Blumenfeld sharply increased
their holdings, but the “others” now included
Tommy Banks, a convicted bootlegger, and six
of his associates, all with reputed underworld
connections. Lindquist observed that “over
twenty-five per cent of the Twin City Rapid
Transit stock is held by persons of question-
able character. It is obvious that this is a strong
enough faction to control management votes.”

Meanwhile, Green, in testimony before
Lindquist’s panel, alleged that Ossanna want-
ed to set up a secret slush fund to pay off city
council members by arranging kickbacks
from companies that did business with TCRT.
Under his scheme, TCRT would buy materials

and supplies at inflated prices from “friendly”
vendors. They in turn would return the differ-
ence, which would then be set aside for payoffs.
This arrangement caught the attention of the
Hennepin County grand jury, which subse-
quently indicted Ossanna on perjury charges
in conjunction with the alleged slush fund.

By mid-1950, the courts and several regu-
latory bodies were investigating Ossanna and
the activities of his associates. They included
the Minnesota Railroad and Warehouse Com-
mission, the Ramsey County and Hennepin
County grand juries, the Federal Securities
and Exchange Commission, the New York Stock
Exchange, and the ethics committee of the

The automobile suburbs had
not yet appeared in 1951, yet
the battle for the streetcar’s

stronghold had begun, in this

case at the intersection of

4th and Minnesota Streets in

downtown St. Paul. Besides

easier mobility, the automobile

offered continuously updated

styling, whereas the streetcar

had remained unchanged

since World War I. Photograph

courtesy of the Minnesota

Historical Society.
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Hennepin County Bar Association. Governor
Youngdahl had assigned officers from the State
Bureau of Criminal Apprehension to protect
Green, who had purportedly received death
threats. Chairman Lindquist and his wife were
also under guard after receiving threatening
phone calls.

At a December 1950 stockholders meeting,
Ossanna and his faction attempted to take over
but were blocked by Green, who had obtained a
court order temporarily halting the election of
new officers. Green alleged that Ossanna’s com-
mittee of stockholders had made “false and mis-
leading statements” in its proxy circular. Green,
however, was so fearful for his personal safety
that he came armed with a pistol. Minneapolis
police frisked Green and relieved him of it.
Green’s maneuvers did not stop Ossanna,

who kept buying stock and waited for the next
opportunity. In January 1951, a judge dismissed
the perjury indictment for insufficient evidence.
Lindquist’s investigation raised questions but
did not find anything substantive, and the com-
mission closed its hearings. Green and Ossanna
made peace (the terms were not disclosed), and
at the March 1951 annual meeting Green will-
ingly stepped aside. Emil Aslesen became presi-
dent, and Ossanna was appointed chairman of
the board. This arrangement lasted but a short
time, and within a few months Ossanna took
full control as president.

Prophetically, Lindquist warned in his final
report to the governor that “the activities of
this group both before and after taking control,
give good reasons to fear that it may exploit the
transit company for improper purposes.” Nine
years later he was proved right. Ossanna was
convicted of fraud in federal court in August
1960 and sentenced to four years in prison.

Conversion

etween the March 1951 stockholders

meeting and June 1954, Ossanna and

his associates presided over the disman-
tling of all rail operations. It was inevitable and
necessary given the loss of riders, TCRT’s de-
teriorating financial situation, and the public’s
preference for the automobile. But the disman-
tling was not done as a matter of public good
or in the interests of the community or even,
as it would turn out, in the best interests of the
stockholders. Instead, it became an exercise in
greed for those who ultimately would profit per-
sonally from the changeover, and at first that
changeover did not seem possible.



TCRT did not have the cash in 1951 to
buy buses, nor could it borrow local capital to
finance conversion. It appeared that at least a
few streetcars might be around for the next sev-
eral years. That changed when General Motors
stepped forward with an offer to finance 525
buses. GM had a very marketable product. Its
new buses were diesel powered and equipped
with automatic transmissions. Both the engine
and transmission had been proved worthy in
military vehicles in World War I1. The bus could
carry fifty passengers in comfort, as many as
a PCC streetcar. It was extremely rugged and
could withstand the rigors of stop-and-go tran-
sit service. It was also cheaper to operate than
a streetcar. Transit systems were snapping
buses up as fast as GM could turn them out.
GM realized that the reduced operating costs
and savings would allow the buses to pay for
themselves in short order. GM may have had
its suspicions about TCRT’s management, but it
was not worried about the company’s financing
arrangements.

With buses on the way, TCRT needed an
expert, and Ossanna hired Benson (Barney)
Larrick, a former employee of National City
Lines and a veteran of bus conversions in Los
Angeles. Larrick took charge and mapped out
a plan. He would make streetcars disappear as
rapidly as the buses were delivered, starting
with St. Paul. The St. Paul lines had lower rider-
ship than Minneapolis. St. Paul’s downtown
streets were narrower and more congested,
and traffic engineers wanted to convert them
to one way as soon as possible. The removal
of streetcars would speed that along, but there
were some obstacles. TCRT had to negotiate
agreements with both St. Paul and Minneapolis
to cover costs of street repaving. It also had to

negotiate job protection agreements with the
union and retrain several hundred motormen
as bus drivers, as well as modify shop and main-
tenance facilities.

The first new buses, 125 GM 5103s, were
delivered in the spring of 1952. TCRT also pur-
chased 53 used buses, 1947 and 1948 vintage
Mack C-41 models from Los Angeles; Spring-
field, Massachusetts; McKeesport, Pennsylvania;

The men of TCRT responsible
for converting the streetcar
system to buses. Left to right:
Benson (Barney) Larrick, vice
president and general manager;
James Towey, secretary and

treasurer; Fred Ossanna,
president; and Dr. David
Ellison, vice president
and medical director.
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The University Avenue
Interurban line was severed
in 1953. Buses took over the
St. Paul portion and met the
streetcars from Minneapolis
at the city limits, the Emerald
Street wye. Photograph
courtesy of Star-Tribune/
Minneapolis-St. Paul.

On June 18, 1954, the last
day of streetcar service, TCRT
replaced the seats in several
streetcars with tables and
served lunch to dignitaries
and reporters while parading
from downtown Minneapolis
to Snelling Shops.

From Profit to Penury

Schenectady, New York; and Sioux Falls, South
Dakota. Another 25 new buses, C-50s, were pur-
chased from Mack. By May 1952 it had sufficient
buses on hand to begin converting St. Paul car
lines. It finished the job in November. GM began
delivering its newest Model 5105 air-suspension
buses in early 1953 and continued through June
of 1954. The changeover in Minneapolis began

in February 1953, and sixteen months later it
was done.

Charles Green shut down the Snelling
Shops in 1950, making most of the buildings
and car repair facilities surplus, although por-
tions would be needed and useful until conver-
sion was completed. Surplus streetcars began
filling the Snelling yards in 1952, either for
scrapping or to be stripped of their trucks and
electrical equipment, and their bodies sold.
The Transportation Sales Company was set
up to dispose of the bodies, and 239 of them
eventually became chicken coops, fishing and
hunting cabins, and storage sheds. As this work
progressed, the shop buildings were cleared
of all streetcar repair equipment and tooling.
Anything marketable was sold. The rest of it
went for scrap. There was no need to do any
repairs on the old cars. Enough of them were
surplus that any that broke down were taken to

/

I

GREAT
NORTHERN




Snelling and burned. The former erecting shop
building was modified to service buses in the
spring of 1952. The other shop buildings would
be used to store buses during the winter of 1952.
The Snelling carhouse remained in use for the
St. Paul-Minneapolis line until November 1953.
Then, once streetcar operations ended in June
of 1954, the carhouse and yards were used to
store and scrap all of the remaining streetcars.
Dozens of buses were stored outside or in the
empty shop buildings for several months, but
by the summer of 1955, a large bus storage fa-
cility had been constructed adjoining the erect-
ing shop on the site of the former transfer table,
extending around and enclosing the former car-
penter shop. All of the buses were then moved
inside the new storage building, and the other
buildings on the site were left empty and aban-
doned. They would be torn down within the year
and replaced by the Midway Shopping Center.

The conversion to buses is under
way in 1953. The buses are
parked all around the Snelling
Shops, and the transfer table
pit has been partially filled.

More than two hundred car
bodies were sold for use as
cabins or outbuildings. Car
1268 went to Sacred Heart
Catholic School in Robbinsdale,
where it served as a playhouse
for children for many years.
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Other facilities were either adapted for
bus service or closed and sold. The Nicollet
and North Side carhouses in Minneapolis
were rebuilt for buses during the summer of
1953. The rail shop equipment was removed
from the buildings, the yard tracks ripped up,
and the overhead wire taken down, and a large
bus storage building was built over the former
streetcar storage yard. The Duluth Avenue
carhouse in St. Paul closed in May 1952 and
subsequently was torn down and the property
sold. Lake Street Station in Minneapolis closed
in December 1953 after its lines had been con-

verted to buses that were assigned to Nicollet
and North Side in Minneapolis or, in the case of
the Selby-Lake, to Snelling Garage in St. Paul.
For a short time, surplus streetcars were stored
at Lake Street prior to scrapping. The building

was then demolished and the site cleared for a
shopping center. East Side Station closed out all
rail service in the Twin Cities, and the building
was sold to Superior Plating.

Northern States Power bought the Main
Steam Station in July of 1954. The substation
buildings were sold and subsequently torn
down. All of their equipment went for scrap



together with the entire power distribution
system, including underground and overhead
cables, trolley wire, and support poles. The St.
Paul office building at College and Wabasha
was sold. The headquarters building at 11th
Street and Hennepin Avenue stood until 1960. It
came down after TCRT moved all of its offices to
the second floor of the Nicollet Garage. Tracks on
private right of way were immediately pulled up
for scrap. Those in the streets were removed or
paved over by the cities.

The 141 PCC streetcars found new homes
at other transit systems. Twenty were sold in
January 1953 to Shaker Heights Rapid Transit in
Cleveland, Ohio. Newark, New Jersey’s Public
Service Coordinated Transport took thirty of
them in March 1953. The remainder went to
Mexico City.

Management Goes 1o Jail

el

red Ossanna left TCRT in December 1957.

He and several associates came under

scrutiny by federal authorities for fraudu-
lent activities in conjunction with the conver-
sion from rail to bus. There had been strong
suspicions about Ossanna and his earlier deal-
ings, but never enough solid proof to discredit
him or cause state or federal authorities to in-
tervene. There would undoubtedly have been a
different outcome if the governor had stepped
in or if Chairman Lindquist’s investigation had
stirred more activity, but there was very little
enthusiasm for such things, particularly when
transit had such a low public priority.

Ossanna was convicted on August 6, 1960,
on thirteen counts of mail fraud and interstate

transportation of property taken by mail fraud.
He was sentenced to four years in prison and
given an $11,000 fine. Barney Larrick, TCRT’s
vice president, was given a two-year sentence
and a $3,000 fine. Others convicted included
Harry and Fred Isaacs (father and son) of
American Iron and Supply Company and Mid-
Continent Construction and Development Co.,
and Earl Jeffords, of ] & C Holding Co., a Min-
neapolis real estate firm. The Isaacses and
Jeffords were involved in various kickback
schemes. Isadore Blumenfeld was indicted and
tried but found not guilty on all charges.

TCRT filed a civil suit against Ossanna and
the others, seeking restitution for losses from
assets that were sold at below-market prices
in exchange for kickbacks and payoffs. Those
losses involved the sale of cable and scrap
metal at below-market prices to American Iron
and Supply Company and the sale of eleven par-
cels of real estate to Mid-Continent Construc-
tion and Development below their market value,
the difference paid back to the defendants.
Charges against Jeffords included payment
of unearned real estate commissions for sale
of the Snelling property and a $250,000 kick-
back and discounting scheme on the ninety-
one PCCs that were sold to Mexico City. Those
convicted pocketed over $1 million in TCRT’s
assets in 1950 dollars.

Remnants

el

fter fifty years there are few physical
remnants of the streetcar and the Twin
City Rapid Transit Company. The Lowry
Avenue substation in Minneapolis and the
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Concord Street substation in St. Paul stand, as
does the Main Steam Station, now owned by
the University of Minnesota. The Metropolitan
Transit Commission used the former North
Side Station as a bus garage until 1984. It is now
privately owned and leased to several small
businesses. Superior Plating owns East Side
Station. Midway Station is still in use as an
office building, and the former Stillwater sub-
station is a private home. The South St. Paul
carhouse is a trucking company garage. The old

carhouse/general office building on 3rd Avenue
North and 2nd Street still stands.

Three of TCRT’s homebuilt streetcars
have been preserved and restored by the Min-
nesota Streetcar Museum. Two operate dur-
ing the summer on a portion of the former
Como-Harriet right of way between Lake
Harriet and Lake Calhoun in south Minneapo-
lis. The third is kept at Excelsior and runs in
conjunction with the streetcar steamboat Min-
nehaha, another TCRT relic rescued from the

The system’s only rolling stock with
resale value was the 141 PCC cars, only
five to eight years old in 1953. They
were sold to New Jersey Public Service
in Newark, Shaker Heights Rapid
Transit in Cleveland, and Mexico City.
Car 414, repainted in its new owner’s
cream and green, is prepared for the
trip to Mexico City.



bottom of Lake Minnetonka and operated by
the Museum of Lake Minnetonka. Recently,
one of the former PCC cars was brought back
from Cleveland. It has now been restored and
operates at Lake Harriet. Other former TCRT
PCCs survive in San Francisco and are being
restored for service on Market Street. Another
TCRT car is owned by the Seashore Trolley
Museum in Kennebunkport, Maine. It has been
completely restored to its original appearance
and is in operating condition. More than two
hundred streetcar bodies were sold and scat-
tered around Minnesota and Wisconsin. Most
of them are slowly disappearing.

Vestiges of TCRT’s extensive private rights
of way can still be located and followed. The
Como-Harriet line between Lake Harriet and
Calhoun is used by the Minnesota Streetcar
Museum. Another portion along the bluff above
Lake Calhoun between 34th and 36th Streets is
a walking path, as is a segment near Blake Road
in Hopkins. Excelsior Boulevard uses the old
Lake Minnetonka right of way between Shady

Oak Road and Baker Road. Highway 7 does the
same between Vine Hill Road and the Excel-
sior exit. In St. Paul the right of way through
Como Park has, as an added attraction, the for-
mer streetcar waiting station, which was only
recently restored by the St. Paul Parks Depart-
ment. The east portal of the Selby Tunnel just
below the Cathedral near the Minnesota History
Center can still be seen. The Mahtomedi line’s
bridge over the Omaha Railroad near Maryland
and Hazel survives for pedestrians. Elsewhere
there are bits of the Lake Minnetonka and Still-
water lines that can still be discerned among all
the new streets and housing projects.

The Metropolitan Transit Commission
kept most of TCRT’s corporate records. For-
mer TCRT employees and private collectors
saved others. Russell Olson, a TCRT historian
and longtime member of the Minnesota Trans-
portation Museum and the Minnesota Streetcar
Museum, worked extensively to catalog them
for the Minnesota Historical Society, where
they now reside.
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Made in Minnesota

f the rapid growth and decline of the elec-

tric railway industry exemplify the pace of

technological change in the twentieth cen-
tury, then the rise and fall of the number of sup-
pliers to the industry are indicative of the pace
of change in the industry itself. In 1900, there
were at least fifteen major companies building
streetcars and interurbans. Names like J. G. Brill
Company, American Car Company, McGuire-
Cummings Manufacturing Company, St. Louis
Car Company, Niles Car Company, Jewett Car
Company, and Pullman competed for orders
from hundreds of street railway properties.
Those manufacturers in turn sustained doz-
ens of independent companies making motors,
wheels and trucks, control equipment, seats,
trolley wheels, valves, and a long list of other
components that went into the building of a
streetcar. Other companies supplied construc-
tion materials such as rails ties and wire and in-
sulators, while consulting and engineering firms
sold their technical expertise.

Just thirty years later all but four or five of
the major streetcar builders had succumbed to
merger, diversification, or outright insolvency.
Most of the small suppliers were gone, too. The

The “Tom Lowrys”
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market for street railway equipment began dry-
ing up in the 1920s. Small systems, flirting with
bankruptcy, stopped buying new cars, keeping
their old equipment until the bitter end. Others
shopped for used equipment from systems that
had already converted to buses or gone out of
business altogether. Only the larger street rail-
way companies pursued modernization and
bought the PCC (Presidents Conference Com-
mittee) cars that became available around 1936.
The last streetcars built by an American manu-
facturer came from the plant of the St. Louis
Car Company in 1952; they were delivered to
the San Francisco Municipal Railway.

The industry was slow to accept standardi-
zation. There was no such thing as an “off the
shelf” car. Each property had its own design
and its specifications and demanded that build-
ers follow them. Builders, similarly, had widely
differing designs in their catalogs. Major com-
ponents such as motors and controllers, sup-
plied by firms like Westinghouse or General
Electric, were interchangeable, but body design
and other appointments were highly custom-
ized. Every system had a slightly different car,
even if it came from the same manufacturer.
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The corner of Washington and
Hennepin (in the distance) sees
the passage of a pair of single
truckers, their front platforms
recently enclosed as required

by the vestibule law of 1893. It No doubt this individuality persisted in part be- durable. Many of the early cars are still operat-
recognized the reality that wind

o : cause of local pride, but there was something ing in museums a century after they were built.
chill increased along with the . X
el Sgase @ e clagine e else, something much more fundamental. Most It would take several years before economics
and that motormen should not streetcar bodies were constructed entirely of forced companies to accept a standard design,
be required to work out in the wood. Steel frames appeared around 1900, but and even more years would pass until a truly
open. INOIEERE Feal SIEamIGIER wood exteriors and wood interior trim persisted. modern streetcar evolved and came into mass
in the foreground. Photograph . . . X

Car building was an art, the craftsmanship production. Unfortunately, by then the industry

courtesy of the Minnesota

Historical Society. amazing, and the product beautiful and highly was in full decline, and bus technology had im-
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proved to the point that it was competitive with
the streetcar.

TCRT took this individuality much further
and added its own twist when it developed a dis-
tinctive car specifically for service in the Twin
Cities and built all of them in its own shops. Ex-
cept for its very first electric cars and the 141
PCC cars delivered from 1945 to 1949, TCRT
never placed an order with any of the major
builders. Between the years 1898 and 1927,
a total of 1,362 passenger cars and sixty-nine
pieces of nonrevenue work equipment came
from the 31st Street and Snelling shops, in-
cluding 190 passenger cars built for other
electric railway systems. The company adopted
standardization and mass production, but it did
so on its own terms. In some cities, streetcars
were known as “rattlers”; in Minneapolis and
St. Paul, they were “Tom Lowrys.”

The cars made a commanding presence on
the streets of Minneapolis and St. Paul. Nine feet
wide and forty-six feet long, they were among
the largest in the industry. Ample windows
added to the feeling of spaciousness. On hot
days they were breezy; in winter they were tight
and warm. Passengers could board, pay their
fare, and take a seat inside, or stand and gos-
sip with the conductor on the rear platform as
he made change, punched transfers, called out
streets, and chased away the occasional errant
youngsters who tried to pull the trolley pole off
the wire. The rear platform was a popular hang-
out where smokers (and there were lots of them
in that era) could light up a cigar or a pipe. An
obliging company made it convenient by fixing
brass match strikers to the window posts.

The earliest electric cars in the Twin Cities
were single trucked and of all-wood construc-
tion, about twenty-five feet long with a capacity
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of about thirty seated passengers. Typical of the
era, they resembled horsecars. In fact, when
it needed more passenger-carrying capacity,
TCRT converted a few of its original horse-
cars to trailers and coupled them to a motor-
ized car to handle the increased business.

In 1893, the city of Minneapolis ordered
that open cars be used during the summer
months. TCRT obliged, despite its financial
troubles, and purchased 105 from American Car
Company and sixty from LaClede Car Company.
Deliveries in the 1890s from the Northern Car
Company of Robbinsdale, Minnesota, Thomson-
Houston, and American Car Company were
larger and accommodated more passengers.
Still, company officials became increasingly
unhappy with the performance of cars supplied
by outside builders. They were small, which
meant that two cars were often required to do
the work of one, driving up operating expenses.
They were underpowered and could get bogged
down with a large number of passengers, mak-
ing it difficult to keep schedules. They were not
rugged enough to withstand the rigors of day
in, day out operation in Minnesota’s extremely
cold winters and hot summers. Something bet-
ter was needed.

American Car Company built
the first production double-
truck closed cars in 1892,
introducing what would
become the look of the TCRT
standard cars: a rounded

front, deck roof, and large rear

entrance/exit with wire gates.
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TCRT president Thomas Lowry
toured his domain in this private
streetcar, the first product in
1898 of the company’s new car-
building program. Furnished
with wicker armchairs and
heavy curtains, and staffed by
an attendant, the car burned in
a fire at Snelling Shops in 1925.

Made in Minnesota

Early Homebuilts

he first three Twin City Rapid Transit cars

emerged from the 31st Street Shops in

1898. The original design is credited to
TCRT’s master mechanic, W. M. Brown. One
of the three was Thomas Lowry’s specially
outfitted private car. Designed for touring the
system, it featured an observation room and
was furnished with wicker chairs, an uphol-
stered davenport, and a large mahogany table
for holding business meetings. Brussels carpet
was used throughout. There was a bathroom,

and a full kitchen provided meal service. The
liquor cabinet and the cigar humidor were well
stocked when President William McKinley
joined Lowry aboard the car on a visit to the
Twin Cities in 1901.

The other two cars went into regular pas-
senger service and were joined by twenty more
that same year and another 358 by 1905. Cars
in this group, numbers 739 through 1111 (ex-
cept 789-96, which were not built by TCRT but
acquired in 1898 from the St. Paul & Suburban
Railway), were similar in overall appearance
and interior features. There were differences,
but they were all built to the same design. The
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first major improvement came in 1902, when
TCRT introduced air brakes. Earlier cars with
hand brakes were then given air brakes when
they went through the shops for rebuilding.
With the exception of some minor variations
in the various building programs, these early
cars were forty-three feet long, eight feet nine
inches wide, double trucked, and could accom-
modate forty-eight seated passengers, on seven
pairs of forward-facing transverse seats and
two longitudinal bench seats at the rear. The
seats were covered with rattan in a natural fin-
ish. Car interiors were wood with a cherry fin-
ish. Passengers boarded and exited at the rear
through a double set of gates. A small exterior
door on the right side at the front provided en-
trance to the motorman’s compartment. With
few exceptions, all of TCRT’s streetcars were
single ended, meaning the motorman’s con-
trols were always at the front of the car. Upon
reaching the end of the line, the motorman
pulled the car forward across the intersection
and then, with assistance from the conductor,
backed around the corner and onto a short sec-
tion of track on the intersecting street. When it
was time to go, the car pulled forward around

WAL

the corner and headed back on its route in the
opposite direction. There were more than eighty
“wyes” of this kind in Minneapolis and St. Paul,
with about a dozen more on the suburban lines.
Where cars were not turned on wyes, they
circled a city block or made a semicircle through
an off-street turning loop.

A stove in the motorman’s compartment
provided hot-water heat. As cars were rebuilt in
later years, a hot-air system supplied by a coal
stove under the car floor came into general use.
Some cars were converted to electric heat.

Car exteriors were painted chrome yel-
low, with brown and olive trim, and a red oxide
roof. Everything below the floor line, including
trucks and underbody equipment, was a moss
green. Numbering and striping were in alumi-
num with bronze highlighting around the num-
bers. With some variation this exterior scheme
persisted for the next fifty years.

TCRT had a disposal problem as more
of its homebuilt cars went in service and dis-
placed its original equipment. Some of the older
cars were sold to other street railway systems
or converted to work equipment. Most of them,
though, were retired and scrapped between 1902
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An early homebuilt car lays
over at the Lake Harriet loop,
just east of the Linden Hills
business district. Beginning

in 1894, all TCRT streetcars
featured a U.S. Mail box
attached to the rearmost post
by the entrance gate. Mail was
probably off-loaded in the
downtowns near the main post
offices. The practice ended in
the early 1900s. Photograph
courtesy of the Minnesota
Historical Society.
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and about 1912. A 1902 Minneapolis newspaper
article noted that many were being dumped in
a lot at 31st Street and Bryant Avenue South.
People were encouraged to chop them up for
free firewood. The company planned to return
and burn the remainder to recover the scrap
metal. Other cars had a different fate and sur-
vive today in a totally unique form. It seems
that a resident of Mahtomedi was going to build
a house and asked the company for three car
bodies. TCRT obliged, but instead of three it
took twenty-two of the old cars out to Mahto-
medi, built a short spur track to the property,
and pushed all of them off the tracks. The resi-
dent complained, but TCRT refused to take the
cars back. So, fifteen bodies were incorporated
into the house and the rest were sold. The house
stands today, and although you cannot see the
streetcars from the outside, their various wood
features are visible inside the home.

TCRT’s original horsecar and Thomas
Lowry’s private car were preserved but were
sadly destroyed in 1925 when a car storage
shed at Snelling Shops burned to the ground.

The Next Step

i

ar 1112 came out of the 31st Street Shops

in August 1905. It resembled its predeces-

sors, but there was a steel frame beneath
the wood exterior and the car was wider, at
approximately nine feet, and longer, roughly
forty-six feet. TCRT organized all of its cars
into various classes, depending on individual
specifications. They looked the same, but there
were subtle differences among the various clas-
sifications even as they were being built. Those
differences would become more numerous and

complex as the cars aged and went through a
series of rebuilding programs.

Forty-two suburban cars, numbers 1112-23,
1145-63, and 1255-65, were the heaviest and
most powerful cars built by TCRT. They weighed
60,000 pounds, were equipped with four seventy-
five horsepower motors, and were geared for
high-speed operation on the Lake Minnetonka
and Stillwater suburban lines. They could make
a mile a minute. Motormen were given a special
clamp to put on the controller to prevent it from
being placed in a high-speed position. That
clamp could not be removed until the car had
left city streets and was on private right of way.
Two new suburban cars and one of the earlier
homebuilt cars were experimentally outfitted
with a second deck. This increased passenger-
carrying capacity, but there were concerns
about stability as well as vertical clearance.
The decks were removed, and the experiment
was never repeated.

Electric motors, air compressors, control-
lers, and trucks varied between and among the
various classes of cars, depending on when they
were built. Generally, the older cars (those pre-
ceding 1112) came with lower-horsepower mo-
tors. Some of the very earliest models had only
one motorized axle per truck, making them
slow and eventually relegating them to lighter
service. For the most part, all of the motors and
truck assemblies were interchangeable and were
often shifted between and among the various
cars. For example, the high-speed suburban
cars lost their motors and controllers to the
snowplows each winter and were then given
smaller motors and operated in local service
during the winter months. Fast city cars with
fifty-horsepower motors typically filled in on
the suburban lines. As a rule, a “fast” car was



any car with four fifty-horsepower motors. De-
pending on the gear ratio, a fast car was good
for a top speed in the range of forty miles per
hour. A “slow” car with lower-horsepower mo-
tors could do at best twenty-five miles per hour.
By the late 1920s, most of the cars built after
1905 with steel frames were given the higher-
horsepower motors.

Form Follows Function

he last steel-framed standard car, number
1855, came out of the Snelling Shops in
June 1917. Eleven hundred and thirty-nine
cars preceded it on the roster, including the
wood-framed standards built between 1898 and
1905. In 1917, TCRT rostered 1,134 homebuilt
streetcars, all of them were “muzzleloaders,” a
term coined in the industry to describe a street-
car with only one common entrance and exit,
usually at the rear.
This arrangement proved inefficient. With
cars stopping at every block, passengers at the
front of the car had to work their way to the rear,

often past standees, and then exit through the
rear gates at the same time people were board-
ing. Congestion on the rear platform was always
troublesome. Some people needed change from
the conductor or had to ask for, or turn in, a
transfer. Inevitably there were questions or fare
disputes. The car could not move until everyone
was aboard and the motorman got the proper
bell signal from the conductor. If all of this was
happening downtown at the height of the rush
hour there might be seven or eight cars behind
waiting to move up to the loading zone or car
stop. One car with a heavy load ended up delay-
ing others and disrupting their schedules.

The solution was to add a front exit allow-
ing passengers to board at the rear, pay their
fare, and exit at the front of the car. From 1920
through 1924, Snelling Shops rebuilt 526 cars,
numbers 1329-1854 with front exits. Another
sixty-four cars were rebuilt in 1928. These
cars came to be known as “gate cars” because
they kept their semienclosed rear platform and
rear gates but had a narrow folding exit door at
the front.

o

ASK FATHER HE LL REMEMBER. 1

FIRST HORSE CAR
OPERATED IN TWIN CITIES
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SEATING CAPACITY-14.

This photograph captures 50 years of
streetcar development. St. Paul City
Railway horsecar 1 was preserved by
TCRT as a historic artifact. It appeared
in parades and other special functions.
Here it sits at Snelling Shops with a
standard car that has recently received
a folding front exit door. The horsecar
was lost in a fire in 1925.
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The view from the rear platform
of a gate car.
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Even then, many of the original cars re-
mained “muzzleloaders.” Mainly they were
wood-framed cars approaching thirty years of
age. Most of them remained in service through
the 1920s and into the early 1930s. A few lost
their motors and control equipment and were
paired with another powered car as a trailer,
forming a two-car train. The suburban cars
would never receive front exits, and still other
steel-framed cars would be rebuilt directly to
one-man operation. Two cars, 1129 and 1230,
were rebuilt for double-ended operation on the
Merriam Park, Deephaven, and Ft. Snelling
shuttles. They joined several wood-framed
cars in the 800-900 series that had been con-
verted to double-ended operation for use as
shuttle cars on new line extensions that were
still single tracked. (A double-ended car has
motorman’s controls at both ends; it does not
require turning at the end of the line.) By the
end of the 1930s, all of the wood-framed cars
from the low-numbered 1100s were surplus
and had been scrapped, including the double-
ended cars.

The automobile and the Great Depression
brought other changes. Fewer people were rid-
ing, and TCRT determined that it could signifi-
cantly lower operating costs by discontinuing
the use of conductors on all but its busiest lines.
The measure was opposed by the employees
and by the two city governments, citing safety
concerns and the ability of a single employee
to perform the duties of conductor and motor-
man. That argument had merit in 1920, when
238,000,000 passengers dropped their coins in
the fare box, but not in 1930, when ridership
had fallen by a third and was still slipping.

TCRT compromised and redesigned its
cars for either one-man or two-man operation.
Large folding double-stream doors replaced the
rear gates, completely enclosing the rear plat-
form. The single front door became a double-
stream door. All doors were equipped with
a safety device, a “sensitive edge,” that both
sounded an alarm and automatically caused the
door to open if anything became wedged be-
tween the two halves. The motorman’s controls
were given “dead man” safety features, and a
backup control box was installed on the rear
platform that allowed a motorman to turn the
car around at a wye without assistance from a
conductor.

Other modifications were made to the
heating systems and interior appointments. Be-
cause the rear platform was now enclosed, the
bulkhead and sliding doors that separated the
rear platform from the interior were removed
and a concrete-like mastic floor was applied
to the front and rear platforms. A conductor’s
station was retained at the rear of the car for
use on lines where passenger loading justified a
conductor, in which case passengers boarded at
the rear and exited at the front. With one-man



operation, all boarding and fare collection took
place at the front of the car.
The conversion to one-man operation

began in 1931 and continued at a steady pace

as gate cars came due for scheduled over-
haul. A total of 527 cars were converted be-
tween 1931 and 1942. When the program
ended, the 144 gate cars that remained saw
service only on Selby-Lake, Como-Harriet,
St. Paul-Minneapolis, Nicollet-2nd St. N.E.,
Chicago-Penn-Fremont, and the Inter-Campus,
the last lines in the system that still used con-
ductors. One gate car was subsequently con-
verted to a supply car and another donated to
the Seashore Trolley Museum. The remaining
cars were scrapped between the end of World

During the period from 1931 to
1942, 527 cars were rebuilt for
one-man/two-man operation,
with air-operated doors
controlled by the motorman.
During subsequent shoppings,
287 cars had rotting exterior
wood wainscot covered with
sheet steel.

Despite rebuildings and the reconfigur-

ing of the seats, the basic look of the
TCRT standard streetcars remained

unchanged for fifty-six years. Spacious
front and rear platforms swallowed
crowds of boarding passengers, permit-
ting the car to start moving while they
fished out their fares. The seats were
rattan, originally varnished but later

painted a creamy yellow. The large
windows, including those in the roof
clerestory, let in plenty of light. In the
summer, the lower sashes could be low-
ered into wall pockets, admitting fresh
air and summer breezes. Exterior storm
windows were hung for winter.
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War II and the completion of the conversion to
buses in 1954.

Lighiweight Cars
and Other Experiments

hortly before World War I, the street rail-

way industry became interested in lighter-

weight cars. They were cheaper to buy
because they were mostly built to a standard
design, something the industry was learning
to accept. They were also cheaper to operate,
because they required less electric power, were
easier on track, and were set up for one-man
operation. One popular design was the Birney
Safety Car, named after its inventor, engineer
Charles O. Birney. The Birney came in a small
single-trucked version, ideal for lightly trav-
eled lines, and a larger double-trucked model
with greater passenger capacity. Unfortunately,

these cars helped market automobiles as effec-
tively as paved roads and being able to buy on
credit. They were horrible—worse, in fact, than
some of the primitive buses of that era. Noisy
and rough riding, their light construction of-
fered little passenger comfort, especially on
poorly maintained track, which by then was all
too common. The best that can be said is that
they provided convenient transportation to the
nearest Ford dealership.

TCRT never bought a Birney. Instead, in
1916 its master mechanic, Walter Smith, came
up with a design that had all the features of a
TCRT standard car but weighed 28,000 pounds,
half as much. Most of the weight savings came
out of the trucks, allowing a lighter, smaller
motor. The first example rolled out of the Snel-
ling Shops as a fully motorized two-car train.
All of the axles on the second car were powered
and were controlled by the motorman in the
lead unit.



Around the same time, TCRT experimented
with removing the motors on one of its older
cars, turning it into an unpowered trailer that
could be towed behind a powered car. Ridership
was increasing, and TCRT needed the addi-
tional capacity of two-car trains on some of its
lines. This became a test to determine which
of the two versions worked best. The trailer
arrangement won out, and, in 1921, twenty-
five additional old cars were demotorized and
paired with powered units. The two-car trains
were used until 1932, when falling ridership
eliminated the need for their extra capacity. The
trailers were taken out of service and stored.
They were scrapped in 1936.

TCRT also continued work on fully pow-
ered two-car trains. A second set with multiple-
unit controls emerged in 1921 in a more modern-
looking car body. A third and final set followed
in 1926. All three sets were eventually rebuilt so
that each car in the paired train could operate
singly or in multiple units. TCRT constructed
twenty-five more in 1927 and 1928. None of them,
however, were equipped for multiple-unit op-
eration. Regrettably, the lightweight design was
not completely successful, and the cars quickly
gained a bad reputation among motormen more
accustomed to the rapid acceleration and hard-
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braking characteristics of the heavier standard
cars. Motormen complained that they lacked
power and were unresponsive. They disliked
the band brakes, which were slippery, especially
on wet track. This slipperiness caused skids,
which flattened wheels, creating more work for
shop forces. Because their traction motors were
only two to three inches above the pavement,
the cars could not move through standing water
or deep snow without moisture getting into the
motors, shorting them out.

All of these problems quickly relegated
the lightweight cars to less demanding sched-
ules or rush hour service. They were usually
found on the Snelling Avenue, Rondo-Maria,
St. Clair-Payne, and Grand-Mississippi lines in
St. Paul and the Broadway, Grand—Monroe, and
34th Ave. S.-N. Bryant lines in Minneapolis.
Not surprisingly, they were the first cars side-
lined during the conversion to buses, and they
were among the first cars scrapped. All of them
were gone by 1952.

Despite its shortcomings, Smith’s design
drew the interest of several investors who pro-
posed to build it for other systems and compete
with the Birney, then at the height of its popu-
larity. TCRT’s managers did not have the same
enthusiasm. They were aware of the design’s

Increasing ridership prompted the
creation of twenty-five trailer trains

in 1921. The unpowered trailers were
created from old wood cars. The trains
were withdrawn when the Depression
of the 1930s cut ridership in half. This
train is leaving the Nicollet Station yard
along the 31st Street wall of Nicollet
Park, home of the Minneapolis Millers
baseball team.
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One of the twenty-five pro-
duction lightweight cars on
Snelling Avenue passes the
Old Main of Hamline University.

A car built for Chattanooga,
Tennessee, at Snelling Shops by
tenant Light Weight Noiseless Electric
Street Car Company was posed on
Como Avenue by the Minnesota
State Fair grounds in 1926.
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early problems and believed it unwise to in-
vest corporate funds in production when much
development work remained. It was just too
risky. Undiscouraged, its backers incorporated
the Light Weight Noiseless Electric Street Car
Company with offices in Chicago. Its president
was A. L. Drum, a consulting engineer whose
firm, A. L. Drum and Company, did consider-
able work for TCRT. Lacking its own facilities,
the company negotiated a contract with TCRT’s
subsidiary, the Transit Supply Company, for pro-
duction of the cars at the Snelling Shops. Transit

Supply would build the cars at cost plus a 10 per-
cent profit for itself. Between 1924 and 1927, the

company won orders and built a total of ninety-
three cars for Chicago; Grand Rapids, Michi-
gan; Duluth, Minnesota; Chattanooga and
Nashville, Tennessee; and Evansville, Indiana.
Among these were four cars for TCRT. After
1927, there was no further business and the
company quietly disappeared. TCRT continued
to supply spare parts.

Another innovation taking root in the in-
dustry was the trolley bus, a streetcar on rub-
ber tires. For the most part, these vehicles came
into use at street railway properties that wanted
to rid themselves of the expense of maintaining
track but were heavily invested in a newer power
system that could not be written off the books.
Management at other systems that adopted the
trolley bus did so out of skepticism that the mo-
torbus lacked the durability to sustain itself in
heavy service. At the time, they were probably
right. TCRT never pursued the technology ex-
cept as a brief experiment on the Bloomington
Avenue streetcar line in south Minneapolis,
which in 1922 ended at 38th Street. Residential
development south of there justified service but




apparently not enough for a track extension. In-
stead, TCRT extended a double trolley contact
wire from 38th Street to 48th Street. One wire
was “positive,” the other “negative.” TCRT then
purchased one trolley bus from the J. G. Brill
Company of Philadelphia and built another at
the Snelling Shops. Both used rubber tires and
drove like a regular bus. South of 38th Street
the single trolley pole, which carried two sepa-
rate contact wheels, was positioned such that
one wheel made contact with the live wire, the
other with the neutral or ground return. When
the buses operated north of 38th Street, to and
from the Lake Street carhouse, only one trol-
ley wheel was used for current pickup. Ground
return was provided by a shoe, which was low-
ered to make contact with the streetcar rail.
This experiment lasted for about a year until
tracks were extended to 48th Street. After-
ward, both vehicles were stored until 1934,
when they were sold for scrap. The experi-
ment was never repeated.

Presidents Conierence Commitiee Cars

i

ames H. McGraw sold books. He never ran a

street railway system, but he had published

the Electric Railway Journal since buying it
in 1886, two years after he graduated from high
school. In the 1920s, he and his editor, Charles
Gordon, set out to save the electric railway in-
dustry from itself. Their issue was standardiza-
tion, and their cause was to convince reluctant
managers to develop and buy a modern street-
car that could beat the automobile and the bus.
It would not be easy given the attitude of most
properties, best expressed by Frank R. Phillips
of Pittsburgh Railways in remarks at the 1921

convention of the American Electric Railway

Engineering Association. Phillips said that he
“could see no valid reason for spending so much
time in standardizing things that require chang-
ing so frequently. Even if a standard car was ul-
timately adopted, most railway men would still
adhere to the types which they already had in
service.”

Opinions change, and by 1928 some in the
industry were coming around. The prevalence
of bankruptcy and abandonment provided so-
bering incentives. Speaking before a similar
audience that year, Charles Gordon leveled
sharp criticism at managements who made
cosmetic improvements to older cars that “are
still awkward in appearance, noisy, slow, and
excessively costly to operate.” He was simi-
larly very critical of car builders for being con-
tractors rather than marketing standardized
designs, “which could be sold as other manu-
factured products are sold.” The sharpest com-
ments were aimed at properties that kept huge
shops busy by building and rebuilding their own
cars. That, he said, was an “expensive luxury”
that drove up costs and took away the incentives
for builders to pursue new technology. “Electric
railways,” Gordon admonished, “must compete

TCRT experimented briefly in
1922 with electric trolley buses.
They ran on Bloomington
Avenue from 38th Street to
48th Street. One bus, pictured
here at 38th, was purchased
from commercial builder

J. G. Brill. The other was built
at Snelling Shops. Some cities,
such as Duluth, converted

to trolley buses. Photograph
courtesy of the Minnesota
Historical Society.

Made in Minnesota 147



Eager to test a PCC car, in

late 1944, TCRT received one
car diverted from an order
destined for Pittsburgh and
already painted in that city’s
red and cream. This is one of
its first runs, captured at 5th
Street and Hennepin Avenue in
Minneapolis, now the site of
the light rail Warehouse District
Station. It was repainted, re-
numbered 299, and lasted
until 1953, when it was sold

to Mexico City. Photograph

from the Minneapolis Star

and Tribune News Negative
Collection; courtesy of the
Minnesota Historical Society.
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with individual automobile transportation” and
“create the desire to ride them (streetcars) ...
for the public has become automobile-minded
(and) ... the very existence of the industry is
dependent on developing equipment to meet
the demands of the times.”

The following year Gordon and Dr. Thomas
Conway, an industry general manager, presided
over the creation of the Electric Railway Presi-
dents Conference Committee, a group of rail-
way executives and suppliers charged with de-
veloping a modern streetcar that would compete
with the automobile and banish the bus. What
evolved from their work was the hugely suc-
cessful Presidents Conference Committee car,
generally known as the PCC, a streetcar that
would be built in the thousands for transit sys-
tems around the world.

Initially, TCRT shunned the PCC. It chose
not to participate in the work of the design com-
mittee, nor did it buy any of the cars until 1945,
even though the first production models were
available in 1936. This decision may have been
a function of industry “politics,” since TCRT

was a widely respected operation and would
have been a natural leader in the development
of a new design. Or, it may have reflected a
firm conviction on the part of a conservative
management that, contrary to Charles Gordon,
TCRT’s homebuilt standards, along with a
thorough maintenance and rebuilding pro-
gram, were better for the company’s bottom
line and its customers. Sixty years’ hindsight
would question the wisdom of that view, but
when TCRT did buy PCCs it bought the best
and most modern examples of the design, even
though that investment came after thousands
were in service in systems such as Los Angeles,
Philadelphia, Chicago, and New York.

PCCs were lightweight, incredibly fast,
modern appearing, quiet, and comfortable.
Passengers loved them, as did operating and
maintenance personnel. At 38,000 pounds,
they were 20 percent lighter than some of the
older, TCRT standard cars. The carbody was
of a modular or “unibody” design constructed
of corrosion-resistant “Corten” steel. Not only
were the trucks lighter, the use of rubber com-
posite materials wherever there would have
been metal-to-metal contact dampened shock
and vibration. Wheels were “resilient,” a sand-
wich of steel and rubber that sharply reduced
the metal-to-metal noise of steel wheel on rail.
The PCCs came with four fifty-five horse-
power motors, which, along with the lightweight
trucks and an improved motor control system,
produced remarkable acceleration and overall
performance. A PCC could run away from any-
thing on the street, especially the lumbering
gas and diesel buses of the 1940s. Inside, pas-
sengers had such amenities as hand-cranked
windows, soft indirect lighting, electric heat,
and fully upholstered seats. Speed and braking



were pedal controlled, freeing the motorman’s
hands to make change or punch transfers. The
cars were all electric: everything from door
controls to the braking system was electrically
controlled. They appeared in TCRT’s traditional
livery of chrome yellow with moss green trim
and a moss green roof.

After testing and purchasing a single car
diverted from a Pittsburgh order, TCRT bought
140 all-electric PCCs from the St. Louis Car Com-
pany between 1946 and 1949 and would probably
have bought more. However, financial problems
followed by an abrupt change in management
that chose to convert the entire system to buses
precluded any future purchases.

PCCs were initially assigned to the Snel-
ling, Duluth Avenue, Nicollet, and East Side
stations and worked TCRT’s best and most
popular lines. In Minneapolis, the cars were put
on the Glenwood-4th Ave. S., Bryant—Johnson,
Nicollet-2nd St. N.E., and Grand-Monroe lines.

\NOT IN SERVICE |

In St. Paul, they appeared on the Grand-Missis-
sippi, St. Clair-Payne, and Hamline—Cherokee
Hts. lines. The St. Paul-Minneapolis interur-
ban was the first line to get PCCs and ran as a
100 percent PCC operation until it went to buses
in November 1953. After the entire St. Paul sys-
tem converted to bus operation, surplus PCCs
served for a short time in Minneapolis on the
Como-Harriet and the Bloomington—Columbia
Hts. lines. As buses took over, TCRT put the
PCCs up for sale, and Cleveland, Ohio (Shaker
Heights), Newark, New Jersey, and Mexico City
snatched them up. So durable were these cars
that the last twenty-five of them were retired
from the Newark subway in 2002. Eleven have
been purchased by San Francisco for continued
use. One has been preserved and restored and
operates on the Minnesota Streetcar Muse-
um’s Como-Harriet line in south Minneapo-
lis. Still others await restoration at different
museums.

Running “Not in Service” for testing
or for operator training, a new PCC car
sits on the wye at Hamline and Hoyt
Avenues in St. Paul, the north end

of the Snelling Avenue line. Note the
recently built postwar houses.
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Work Equipment

s of January 1944, TCRT rostered seventy-
eight work cars, all built at 31st Street and
Snelling shops specifically for the compa-
ny’s needs. Multiple cars of the same type, such
as snowplows, work flats, and wire cars, were
assigned to carhouses around the system. Still
others were unique and assigned to specific
departments for specific jobs. The latter were
stored at Snelling or Nicollet stations when they
were not needed. (See Appendix H for list.)

Maintenance

aintenance performed at the carhouses

involved mechanical inspections and the

routine repair of minor defects detected
on inspections or reported by motormen. Cars
in heavy service one day were given rush hour
(tripper) assignments the next day. They were
then scheduled for wheel and brake inspections
between their morning and evening runs. Still
other inspections and lubrication were com-
pleted at night. All cars were swept and dusted
daily and their exteriors washed, usually dur-
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ing the evening hours. Floors were scrubbed
every nine days, and every seventy days a car
was brought in for an intensive hand-washing
of all interior surfaces. During the winter
months, cars with underfloor stoves had their
fires tended in the yards at night.

All heavy electrical, mechanical, or body
repairs were done at the Snelling Shops, which
also completely rebuilt cars every five years, or
sooner if their condition warranted. It was dur-
ing this rebuilding that they were given improve-
ments or, as happened in the 1920s and 1930s,
rebuilt with front exits or converted to one-man
operation. Cars brought to Snelling Shops for
rebuilding were parked on a receiving track
where they were stripped of all interior parts
and fittings. Seats, window sashes, window
shades, and light fixtures were removed and
sent to the appropriate shop for renewal and/or
replacement.

The car was then placed on the trans-
fer table and shunted into the erecting shop.

The municipal operating franchises
required TCRT to sprinkle dirt streets,
using a special homebuilt car.



Its wing extended, a streetcar
plow was capable of clearing
an entire street in two passes,
if parked cars were absent. This
is Nicollet Avenue south of
26th Street. Photograph

from the Minneapolis Star

and Tribune News Negative
Collection; courtesy of the
Minnesota Historical Society.

TCRT needed gravel for track ballast and
sand for winter traction. It built spurs
to online quarries on Concord Street in
South St. Paul (shown here), on Como
Avenue across from the fairgrounds,
and on Johnson Street Northeast in
Minneapolis. Photograph courtesy of
the Minnesota Historical Society.
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The three shop shifters moved cars
around the Snelling Shops complex.
Their short length allowed them to

fit on the transfer table at right, while

pushing or pulling a dead car. The
oldest equipment on the roster, they
were rebuilt from 1890 vintage cable

cars, later employed on the Selby Hill
counterweight from 1898 until 1907.
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There it was lifted off its trucks, which were
then moved to the truck shop, where the traction
motors were removed and rebuilt along with the
frame, wheels, axles, springs, and journals. In
the erecting shop the car body was tipped on
its side and positioned so that workers could ac-
cess all interior and exterior surfaces. Anything
that showed excessive wear, decay, or corrosion
was removed and replaced. This included all
electrical cabling and wiring, which was in-
spected and replaced if found defective. Once
this work was completed the car’s interior and
exterior were refinished and repainted, it was
reunited with its trucks and motors, and the
parts removed during stripping were restored
after rebuilding in the various shops. When
returned to service the car was virtually new.
Between heavy overhauls, car exteriors were re-
painted every two to three years. A TCRT car
never looked dirty, faded, or worn.

Besides repairing and rebuilding cars,
Snelling Shops manufactured or remanufac-
tured most of the parts used in the cars. This
included everything from trolley wheels and

brass fittings to stoves, seats and seat frames,
and destination signs. There was not much that
went into a Twin City Rapid Transit car that Snel-
ling Shops could not, or did not, build. TCRT
persisted in this self-sufficiency for fifty years,
throwing off criticisms that such practices were
not cost effective. Repeated studies, its own and
those conducted by outside engineering firms,
showed that the Snelling Shops were competi-
tive with and often cheaper than outside suppli-
ers. Doing its own work gave TCRT firmer and
much more predictable control over the cost
and quality of parts used in the maintenance of
its cars. It also preserved the knowledge base
and skill sets of its employees and assured conti-
nuity in its shop practices.

Today, when the economic life of a transit
bus is determined to be twelve years and a rail-
car twenty-five to thirty, it is a tribute to TCRT
and its employees that the company’s homebuilt
streetcars were doing the same, dependable
work on the last day of service in 1954 as they
were when they rolled out of the Snelling Shops
almost fifty years before.



A streetcar body was turned
on its side as part of the
regular five-year rebuilding.
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he Twin City Rapid Transit Company in

the 1920s was typical of street railway

companies in the early twentieth century.
It was a hierarchical, vertically integrated, and
functionally directed organization with well-
defined authority and responsibility for each de-
partment and every employee. What we would
today describe as “corporate culture” did not
really exist in those days. One simply worked
for the company, and those who did not work up
to expectations, or who made the same mistake
twice, got fired.

This structure was patterned after the
military and was adopted after the Civil War by
the hundreds of Union and Confederate officers
who went on to build and operate railroads and
other large industrial organizations. It was an
efficient and familiar form for them to apply in
managing the activities of large groups of em-
ployees. The system had worked during the war
and was easily adapted for business purposes
after the war. The emerging street railway indus-
try modeled its operating rules and personnel
practices after those of the railroad companies.

There was little ambiguity about who was
in charge at TCRT. The board of directors made

service, Courtesy, Salety

Working for the Company

company policy, which was then carried out by
the president. The general superintendent, di-
vision superintendents, superintendents, engi-
neers, the master mechanic, and the foremen
were in charge. Employees addressed company
officials by their first initials and last name;
preceded by the salutation “Mr.” There was
no “team approach” to running the company
that one often sees in modern management.
Suggestions and ideas were appropriately con-
sidered and rewarded, but they had to work their
way through the chain of command. Company
officials knew the employees and consulted with
many of them on a first-name basis, but it was a
one-way familiarity.

In the early 1900s, jobs with the streetcar
company were sought after with the same fervor
as well-paid technical jobs are today. A job with
TCRT gave one special standing, even status,
in the community. This was especially true
for the young men recruited as motormen and
conductors, often from farms and small towns,
some of them recent immigrants. Management
felt that men from rural areas, or newcomers to
the country, had better work habits and were
more disciplined than their city cousins. For

Track repairs meant disassem-
bling and reassembling the
bricks and granite blocks
around the rails. This crew,
working next to the original
Ford plant at 5th Street and

5th Avenue North, probably
includes some new immigrants.

Photograph courtesy of the
Minnesota Historical Society.
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There was some prestige to

being a motorman or conductor.
Commercial photographers regu-
larly visited the carhouses and took
portraits such as this one.

Musical groups were organized
at all five stations in 1914.

A few years later, they were
consolidated into the Twin
City Lines Trainmens Band.
The band appeared in parades
and at company functions until
1929, when TCRT withdrew its
financial support.
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many of these men, it was their first and best job
in the big city. They were proud of their brass-
buttoned uniforms and their responsibilities
aboard the cars. TCRT embodied this image in
a fictionalized spokesman, “Bill the Motorman,”

whose kindly face promoted the company’s
motto of service, courtesy, and safety in its ad-
vertisements for more than forty years.

Those applying for work went to the em-
ployment bureau; the human resources depart-
ment as we know it today did not exist. Formal
job descriptions, postings, competitive exami-

nations, and protocols for hiring, evaluating, or
promoting employees did not exist. A record
of loyalty, deference to company rules, and
seniority were more likely to result in promo-
tion. Rulebooks provided direction on operat-
ing policies and procedures, but there were no
employee guidebooks or manuals that defined a
worker’s rights or outlined a procedure for fil-
ing a grievance.

TCRT issued a book of general rules in
1916 that described in considerable detail the
organization and workings of each of the eleven
departments in the company and the duties of
their employees. It began with a simple two
sentence declaration: “The object of these rules
is the betterment of the service rendered by
the Twin City Lines, and the guidance of all
concerned in the performance of their duties.
The safe and prompt operation of cars and the

Especially in its early years, TCRT hired
numerous immigrants. This photograph was
taken at the Americanization Day graduation

exercises held at Snelling Station in 1919
for St. Paul employees. Company president
Horace Lowry and the mayor of St. Paul

spoke. Photograph by Charles |. Hibbard.
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comfort and convenience of patrons are of the

first importance.” Success meant following the
rules. Thus, department heads were enjoined
to “maintain strict discipline” and permit “no
short circuiting of authority.” Discipline meant
discharge. In the operating department, which
was the province of the general superintendent,
it was stipulated that “trainmen shall not be
suspended for any cause whatsoever. For con-
tinued infraction of the rules and after suffi-
cient warning, the penalty is discharge.”

TCRT’s Organization and Structure

ore than 3,500 people worked for TCRT
in the early 1920s, making it one of the
largest employers in the Twin Cities. Half
were employed in the operating department,

-

No.___;l_g.‘_ii_
OPERATING RULES

FOR THE GOVERNMENT OF TRAINMEN

MINNEAPOLIS STREET RAILWAY COMPANY

THE SAINT PAUL CITY RAILWAY COMPANY

THE MINNEAPOLIS AND ST. PAUL SUBURBAN
RAILROAD COMPANY

Revised and Reissued November 1, 1921

MINNEAPOLIS TELEPHONE
N. W. Main 4580

ST. PAUL TELEPHONE
Cedar 7380

THIS BOOK 1S THE PROPERTY OF

The trainmen’s rule book was
the bible of company policy,
covering everything from how
to change a broken trolley
pole to ejecting an intoxicated
passenger. Trainmen, motor-
men, and conductors were
expected to know it verbatim
and carry a copy whenever on
duty. Company officials strictly
enforced all rules; employees
who did not observe the rules

did not keep their jobs. From

the collection of John W. Diers.




which was responsible for running the cars.
Hundreds more worked in the mechanical de-
partments at the carhouses and at the Snelling
Shops repairing and maintaining streetcars,
while others were employed in the power and
track departments, and in administrative jobs
in the nonoperating areas of the company.

All of the TCRT constituent companies
came under the president, who was the chief ex-
ecutive of the company. Three vice presidents
assisted and reported to the president, as did
the secretary. These officers were appointed
by and served at the discretion of the president
and acted for the president on legal, fiduciary,
and contractual matters. One vice president,
usually the third vice president, presided spe-
cifically over the legal and claims departments,
investigating and dealing with injury or prop-
erty damage claims against the company. The
general attorney administered the legal and
claims departments and represented the com-
pany in court.

Officers and departments reporting directly
to the president included the auditor, treasurer,
the engineer of power, the storekeeper, the en-
gineer of maintenance of way, the master me-
chanic, and the general superintendent, who
was responsible for the operating department,
the largest department in the company.

THE OPERATING DEPARTMENT

The operating department, overseen by the
general superintendent of transportation, was,
according to the Operating Rules, “responsible
for the operation of all train and boat service,
the employment and training of men for the
train service, the preparation of schedules,
and the supervision of main office buildings,
club rooms, and stables.”

The general superintendent reported di-
rectly to the president and, after the president,
was the single most important official in the
company. Two division superintendents re-
ported to the general superintendent, one for
Minneapolis and the other for St. Paul. They
had complete responsibility for operations in
their respective cities. Also reporting to the
general superintendent was the superintendent

Each snowplow employed a
crew of three: the motorman
ran the car, the wingman
deployed the wing plow and
tended the salt bin, and a
third man helped as needed.
Photographs by St. Paul Pioneer
Press-Dispatch; courtesy of the

Minnesota Historical Society.
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As TCRT grew, the appearance of its
employees became more uniform
and professional. This well-turned-out
group stands on the steps of the new

North Side Station in 1915. The dapper
gentleman in the straw hat is Luther
Bakken, who became superintendent
of the general system.
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of employment, who presided over the hiring
and training of operating department employ-
ees; the superintendent of schedules, whose
department prepared all of the operating time
cards and public schedules for the system; and
the general passenger agent, who, in modern
terms, would have headed up the marketing de-
partment. Each of these officials had their own
departments and staffs reporting to them.

The Minneapolis and St. Paul superinten-
dents oversaw operations at the carhouses in
both cities. The station foremen (carhouses were
referred to as stations) reported to the super-
intendents and were accountable for the con-
ductors and motormen assigned to each station
as well as for the station clerks. The day station
foreman supervised and had responsibility for
the entire operation, twenty-four hours a day,
seven days a week. The night station foreman
took direction from the day foreman.

The clerks made certain that motormen
and conductors reported for their scheduled
runs and were assigned a car for the line they




were scheduled to work. Some of the clerks

worked as cashiers. Conductors (as well as
motormen and bus operators in later years)
made change and sold tokens. Passenger fares
went through the fare box and were counted,
then returned to the conductor to renew the
change supply. At the end of the day these re-
ceipts, along with any transfers collected, were
given to the cashiers, who confirmed that the
money turned in matched the fare box readings
recorded by conductors on their trip sheets.
These clerks also collected and secured any
lost articles found by the trainmen.

Trainmen (TCRT referred to its motormen
and conductors as trainmen) were trained for
and assigned to a specific station and to lines
that worked out of that station. Those with
enough seniority could choose particular lines
and specific runs on those lines. Obviously, se-
nior trainmen picked better work in terms of
pay hours and day versus night work. The typi-

cal workday for a regular (or scheduled) run
was ten hours. A few runs were one piece, that
is, continuous or straight runs. They were very
desirable and could be held only by the most
senior employees. Most runs consisted of two
or three segments or pieces distributed over a
spread of fourteen hours. A motorman, as an
example, might pull out a car at 5:00 a.m., work
through the morning rush hour until relieved
at 9:00 a.m., be off until 11:00 a.m., then relieve
another motorman and work until 3:00 p.m.,
be off from 3:00 to 5:00 p.m., and finish the day
with a two-hour assignment from 5:00 to 7:00
p.m. Time between assignments was unpaid.

The hours of operation shaped the picked
runs. “Day runs” went to work before the morn-
ing rush hour, generally from about 4:00 to
7:00 a.m., and were usually held by trainmen
with the highest seniority. They were relieved
on the line by the “sunshine” runs during the
early afternoon. “Night runs” pulled out of the

In every streetcar station trainmen'’s
room, a card game was in progress—
here, at Lake Street Station in 1938.
Photograph by Minneapolis Star
Tribune; courtesy of the Minnesota
Historical Society.
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Long benches, counters, and dis-
play cases ran the length of the
trainmen’s room. Inside the cases
was a copy of every trainman’s
current assignment, showing
the scheduled departure times
for every time point in a day’s
work. The trainmen copied them
by hand. Photograph from the
Minneapolis Star and Tribune News
Negative Collection; courtesy of
the Minnesota Historical Society.
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stations in the late afternoons, before the eve-

ning rush hour, and worked until midnight or
so. The much smaller number of “owl” runs
relieved the night runs and remained on duty
through the morning rush hour. With few ex-
ceptions, there was no such thing as conven-
tional 8:00 a.m. to 5:00 p.m. hours.

Employees without sufficient seniority to
hold a regular run were assigned to the extra
board. The extra board was an employee pool
used to cover absences and provide crews for

rush hour trippers and other extra service that
might be needed for major civic events such as
the state fair. Pay was allowed only for the hours
actually worked, termed platform time. In the
early years, until the mid-1930s, there was no
overtime pay and no paid days off. However,
employees on the extra board were allowed a
minimum of two dollars per day providing they
made themselves available for all work assign-
ments that might come up on that day. During
the Depression, the union negotiated a provi-
sion that rotated the extra board each day to
give everyone an equal chance at all work. This
had the unintended consequence of making
extra board employees work around the clock
in the course of a couple of months.

Motormen and conductors came under the
supervision of district supervisors, reporting
to the division superintendent, who were re-
sponsible for all of the lines in their respective
districts. In the Minneapolis Division in 1916,
there were four districts encompassing the fol-
lowing lines:

® Fast Side Station

Como-Harriet-Hopkins

Oak & Xerxes

Hennepin Local

Kenwood & Johnson
Western & 2nd Street

Bryn Mawr
Minnetonka-Deephaven
Robbinsdale & St. Louis Park
Calhoun Beach

® Nicollet Station

54th St. and Col. Heights
Marquette and Grand
Monroe and Bryant

4th Ave. S. and 6th Ave. N.






The company stationed
supervisors or “starters” at
several crucial intersections.
They monitored on-time
performance, and intervened
as needed to keep the service
on schedule and respond

to service interruptions. Ed
Johnson, pictured here, was
stationed at 5th Street and
Hennepin Avenue in down-
town Minneapolis.
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e [.ake Street Station

Plymouth and Bloomington
Minnehaha Falls

Lake Street to 36th Ave. S.
Franklin Ave.-11th St.

East 25th Street

® North Side Station

In the St. Paul Division in 1916, the dis-

tricts and lines were as follows:

° Interurlmn

Chicago and Fremont

Chicago and Penn

Lake Nokomis—Camden
Broadway and 20th Ave. N.

Cedar Ave. Extension

Minneapolis and St. Paul
Selby-Lake
Snelling-Minnehaha
Fort Snelling Stub

® Snelling Station

Selby Avenue

Merriam Park
Payne—Phalen
Hamline-Union Depot
Como Local

Dale & Forest

Western & South Robert

e 7th Street Station

Jackson and Stryker

Rondo and Maria

Burns Ave. Extension

Rice St.—So. St. Paul-Inver Grove
Miss. & Cherokee Hts.

St. Clair-Hope St.

Snelling Ave.—E. 7th St.

e Stillwater

St. Paul and Stillwater
Wildwood

White Bear
Mahtomedi

Hazel Park

Owen Street

So. Stillwater

A corps of line inspectors reported to each
district supervisor. They monitored daily opera-
tions, checked schedule adherence, and dealt
with problems and special situations. Besides
the district supervisors and line inspectors,



the operating department stationed fixed post
supervisors, called “starters,” at critical loca-
tions in downtown Minneapolis and St. Paul.
They were expected to observe all lines pass-
ing through the central business district and
correct any problems affecting the service. A
starter was always on duty at Hennepin and
Washington Avenues in Minneapolis (later 5th
Street and Hennepin) and 7th and Wabasha
Streets in St. Paul. Working out of a small shel-
ter, starters had direct telephone connections
with the carhouses and the general offices. As
supervisors, they were authorized to deal with
service irregularities or emergencies on the
spot. For example, an outbound car running
ten minutes late on a line with three-minute
service during the afternoon rush hour might
be directed to turn around at a wye short of the
end of the line, then fall in place and leave on
time on its inbound trip.

There was a small cadre of special inspec-
tors, not well known and deliberately so, who re-
ported directly to the general superintendent.

Their job was to observe the work of employees
suspected of discrepancies, especially involv-
ing the handling of money. A special inspector

would board a car as if he were a regular pas-
senger and make a point of watching the work
of the conductor, making sure that fares and
transfers were properly handled and recorded.

A Streetcar 0dyssey

)

fELTHH

On a winter rush hour evening of 1947-48, | was
stationed as a street fare collector on the corner
of 7th and Wabasha Streets in downtown St. Paul.
For some reason there had been an interruption in
eastbound service on the St. Clair-Phalen line for
more than half an hour. The waiting riders were
becoming restless, for they were used to service
of less than ten minutes headway during the rush
hour. As the delay lengthened, they sent their dele-
gates across the street with increasing frequency
to complain to the starter (inspector) and demand
that he do something about it.

At first, the starter confined his efforts to look-
ing for pull-in cars of the St. Paul-Minneapolis
Interurban line, and he asked the trainmen of
several such cars if they would run a fill-in. Each
time the crew refused when asked. (Prewar crews
were told and would have complied.) As the com-
plaints became more frequent and more vocal,
the starter began making the same request of
regular Interurban crews, and again he received
refusals. That was real desperation—to even think
of pulling an Interurban from a scheduled run!

Finally a Como-Harriet gate car came along
with its pull-in “East Mpls. Station” sign, and the
same request was made. Both conductor and
motorman responded that they wouldn’t mind

at all except they didn’t know anything about St.
Paul routes. | was asked if | would ride along to
show the motorman the route, and | said OK.

The front destination sign was rolled to blank.
As soon as | called out “Payne Avenue,” the cold
passengers swarmed across the street to the car,
so we had standees even before we swung east-
ward onto 7th from Wabasha. At each downtown
corner, | stepped down from the front steps and
announced the destination. We probably set some
record for a passenger count since | was squeezing
them in through the front door while the conduc-
tor was doing the same through the rear gates.

| pointed out the route to the motorman and
called out the street names to the passengers.
The riders seemed more jovial than annoyed,
and the crew seemed to be enjoying themselves,
too. When we arrived at Maryland Avenue and
Duluth Street, the motorman wanted to con-
tinue up the single track to Kennard just for the
sightseeing, but | talked him out of it. We backed
around the wye and rolled the destination sign
to “East Mpls. Station.”

The trip back to downtown was uneventful.
| directed them onto the Cedar Loop track and
left the car at 9th Street and Wabasha.

—Earl Anderson
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Load dispatcher Charles
Camitsch at his desk in the
control room at the Main
Steam Station in 1939. From
here, 74,000 kilowatts of
electricity were directed
around the system to power
TCRT's cars. Photograph
courtesy of Charles Camitsch.
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They became less affectionately known as
“snoops.”

THE AUDITOR’S OFFICE
AND THE TREASURY

The auditor’s office and the treasury were head-
quartered at the main offices at 11th Street and
Hennepin Avenue in downtown Minneapolis.
They were responsible for overseeing income,
primarily from passenger fares, and authoriz-
ing disbursements for company expenses, the
largest being payroll. The departments also
prepared financial statements and reports,
administered contracts and leases, monitored
budgetary expenses, and were involved in any
major capital projects or purchases concern-
ing the company. More than a hundred people,

the majority of them clerical workers, were em-
ployed in both departments. In an era before
machine data processing, this clerical army
went through the hundreds of trip sheets and
time cards that were turned in every day, mak-
ing certain that all of the miles, hours, and reve-
nues were properly posted and accounted for.

THE POWER AND
EQUIPMENT DEPARTMENT

The power and equipment department was re-
sponsible for the generation and distribution of
electric power for streetcar operations. That
included the Main Steam Station, the Lower
Dam Water Power Station, substations, and a
network of underground and overhead trans-
mission lines and the trolley overhead. It also
maintained the company’s private telephone
system in the shops and offices and the dozens
of call boxes scattered throughout the system
that were used by motormen and conductors
to call in problems on the line. The power and
equipment department maintained a testing
laboratory. It was formally divided into the fol-
lowing subdepartments:

e Office of engineer (headquartered in the
General Office Building)

e Steam station—construction and operation
(headquartered in the Main Steam Station)

e Electrical operation (headquartered in the
Lower Dam Power Station)

e Overhead construction and maintenance
(headquartered in the General Office
Building)

e Underground construction and mainte-
nance (headquartered in Nicollet Station)

¢ Electrical construction (headquartered in

the General Office Building)



The equipment room of the Main Steam
Station as it appeared shortly after
World War Il. The unit in the foreground
is a 15,000-kilowatt turbine generator.
The control room at the back of the
photograph looks out over the floor.

Power and equipment department
crews were responsible for keeping
this equipment online. A problem
here could bring every streetcar in the
system to a halt. Photograph courtesy
of Charles Camitsch.

e Laboratories and testing (headquartered in

the Snelling Shops)

Employees in these various subdepartments
were scattered around the system at the Main
Steam Station, substations, and, in the case of
maintenance crews, at each of the carhouses.
Two hundred employees worked in the power
and equipment department.

The majority of the jobs in the power and
equipment department required special skills
and included electrical and mechanical engi-
neers, chemists and laboratory technicians,
equipment operators and riggers, plant main-
tainers, electricians, linemen, and draftsmen.
Employees reported to the engineer of power
and equipment.

TCRT power engineers developed an on-
going plan and program for upgrading and re-
newing its equipment. Turbines and boilers
at the Main Steam Station were taken off line
for inspection and maintenance at times of low
power demand. The power distribution system,
including the transmission lines and the trol-
ley contact wires, were inspected on a regular
schedule. Engineers were ever vigilant for faults
in the ground return circuit and took special
measurements whenever or wherever trouble
was suspected. Separate crews performed under-

ground and overhead maintenance. It was haz-
ardous duty, and employees were thoroughly
trained for their jobs. Underground maintain-
ers had to be watchful for stray currents, as
well as deadly sewer gas and explosive natural
gas leaks.

Work on the overhead lines was usually
done from a wire car—a work car with a long,
flat bed and a small cabin up front for the motor-
man and the repair crew. At the rear of the car
there was a tower with an insulated platform that
could be raised to the level of the trolley wire.
Linemen working from this platform could make

More than a dozen electrical
substations were spread around
the system. Their function

was to convert 13,000-volt
alternating current from the
Main Steam Station and the
St. Anthony Falls hydro plants
into 600-volt direct current
that could be used by the
streetcars. The substations
were also the base for work
cars specifically equipped to
repair the overhead wires.

This is University Substation,
on 4th Street Southeast at
2nd Avenue Southeast in
Minneapolis. Pulling out of the
substation spur track onto 4th
is wire car 3, built at 31st Street
Shops in 1905.




In later years the power
department discovered the
advantages of line trucks that
could repair the overhead with
fewer delays to scheduled
service. This is Como Avenue
just west of Eustis Street.
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repairs on “live” wires, thereby permitting un-
interrupted streetcar service. The wire car also
carried spools of cable and wire for emergency
repairs. Every carhouse was assigned a wire car
and a maintenance crew. In later years the wire
cars were supplanted by wire trucks, which car-
ried similar equipment but had the advantage
of greater mobility. Besides routine work such
as replacing stretches of worn trolley contact
wire, linemen were called out for any number
of mishaps: broken wires, accidents involv-

ing damage to the overhead, fires in adjoining
buildings, and severe weather involving wind
damage, lightning strikes, and perhaps their
least favorite, ice and sleet storms.

THE PURCHASING AND
STORES DEPARTMENT

The purchasing and stores department pro-
cured and distributed all of the equipment,
spare parts, supplies, and consumables used in
the operation of the system. The department re-
ported to the general storekeeper, whose offices
were in the main stores building at the Snelling
Shops. Besides purchasing and inventory man-
agement and control, the department performed
cost accounting and related functions for all of
the departments in the company, particularly
the mechanical departments and the Snelling
Shops, which manufactured many of the spare
parts for the streetcars as well as the streetcars
themselves.



The department was organized under the

Transit Supply Company and acted as a fiscal
agent and clearinghouse for all purchasing and
inventory functions. Its workforce was made up
of purchasing agents, clerks, cost accountants,
and material handlers. Each carhouse and shop
facility had a stores department under the di-
rection of a storekeeper. A central inventory
was maintained of all shipments received at the
stores building at the Snelling Shops. Every day
a special car left the stores building and made
the rounds of all the shops and carhouses, drop-
ping off supplies and picking up parts for return
and rebuilding at the Snelling Shops.

THE TRACK DEPARTMENT

The engineer of maintenance of way headed
up the track department, which was respon-
sible for the construction and maintenance of
all track, bridges, roadbed, and fixed facilities
in the system. It also was responsible for snow
removal from the streets, private right of way,
and yards.

Some 350 people worked in the track de-

partment. Additional laborers were hired for
special construction or renewal projects or in
the event of emergencies such as heavy winter
storms. Track crews were based at the various
shops and carhouses around the system.

A central inventory of track materials—
rail, ties, ballast, paving stones—was kept in
the yards at Snelling along with most of the
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Prefabricated temporary track was
used to detour streetcars around
construction. This extreme example
also required a temporary bridge

to skirt the elevated intersection of
Broadway Street and Central Avenue
in northeast Minneapolis.

A track crew replaces a crossing
with a Minnesota Transfer
Railway siding at Prior and
Charles Avenues in St. Paul.
The railroad was there before
the streetcar, so TCRT was
responsible for repairs.



All across the Twin Cities, when
dirt streets were paved, TCRT
had to replace and upgrade

its track structure. This is

Penn Avenue North at Lowry
Avenue. Note the prefabricated
temporary track at far right,
which carried the cars around
the construction.
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heavy work equipment used for major track
construction.

Work cars and equipment assigned to the
track department included trolley work flats for
transporting rail, ties, and ballast, and crane
cars for lifting rail and special work (switches
and crossovers) into place. A sprinkler car was
used to water down unpaved streets. During
winter storms, snowplows came out along with
cars that spread salt to keep ice from building
up in flangeways. Curves and special work were
inspected regularly. Tight curves were greased
on a regular schedule to reduce wheel and track
wear. A rail-grinding car (a former passenger

car modified for this work) made the rounds of
the system. This car had special abrasive blocks
that smoothed out irregularities (flat spots or

corrugations) on the surface of the rails.

Besides these routine jobs, emergency
crews could be called out whenever there was
a major fire adjoining one of the car lines. Un-
like buses, which can be detoured, streetcars
had to either proceed through such scenes or
be cut back and turned at the nearest wye. To
maintain service, hose jumpers were secured
to the tracks and the fire hoses routed through
them. Streetcars could then cross over the
hoses and proceed on their route.



Rail grinding restores the rail’s
profile, producing a smoother
ride. This very early grinder is
being deployed on University
Avenue at Syndicate Street in

front of Brown and Bigelow’s

office and printing plant in

St. Paul.

THE MECHANICAL DEPARTMENT

The mechanical department, under the direction
of the master mechanic, was the second-largest
department in the company. Over three hundred
people worked at the Snelling Shops, which built
all of the company’s rolling stock and performed
heavy repairs and reconditioned all of its equip-
ment. Additional shopmen worked at the car-
houses, inspecting and cleaning cars and doing
routine, preventive maintenance. TCRT’s shops
and its maintenance programs were considered
the best in the industry.

Wages, Hours, and Working Conditions

e

efore 1934, the company set wages and

benefits. After 1934, wages and benefits

for nonsupervisory employees were bar-
gained with the Amalgamated Association of
Street, Electric Railway and Motor Coach Em-
ployees Local 1005 (since 1964 the Amalgam-
ated Transit Union). ATU advocated arbitration
in lieu of strikes, and many of the improvements
it won for employees came about through arbi-
tration. TCRT generally agreed to arbitration,
even though it was rarely in its best economic

TCRT upholstered its seats in woven rattan,
very common in streetcars and steam railroad
commuter coaches. Originally sealed with clear
varnish, the rattan snagged women’s stockings
when hemlines rose in the 1920s. The solution
was to apply a thicker cream-colored paint
that smoothed the rough edges. Seats were
reupholstered as needed during the regular five-
year overhaul received by all streetcars.

Maintenance work at Snelling
Shops. The shop man is adjust-
ing brakes in the pit.
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The day-to-day washing of
streetcar exteriors was per-
formed manually overnight by
a small army of car cleaners.

TCRT officials hated this sort
of collision the most—there
was no one to file a claim
against. This misunderstanding
occurred at Rice Street and
University Avenue in St. Paul.
Photograph by St. Paul Pioneer
Press-Dispatch; courtesy of the

Minnesota Historical Society.

By far the biggest and heaviest vehicle on the
street, this Bryant Avenue car has tangled with
a fire truck at 44th Street. This is on Bryant at
44th Street in south Minneapolis. Although
the front platform was demolished,

none of the other windows was broken.
Photograph courtesy of the Minneapolis
Public Library, Special Collections.
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interests to do so, because its fares and most as-
pects of its operations were subject to regulation
by elected governmental bodies that it could ill
afford to antagonize by frequent, lengthy work
stoppages.

TCRT’s ten-hour workday, within a spread
of fourteen hours, was not unusual in the street
railway industry of 1915. Railroad operating
employees worked up to sixteen hours. For
locomotive firemen that meant shoveling coal
sixteen hours at a stretch. Paid time off was a
rarity and overtime pay nonexistent. TCRT’s
office employees fared somewhat better. In 1915,
their day ran from 8:00 a.m. to 5:00 p.m. with
an hour off for lunch. On Saturdays it was 8:00
a.m. until noon. There were six paid holidays:
New Year’s, Washington’s Birthday, Memo-
rial Day, the Fourth of July, Thanksgiving Day,
and Christmas. Office employees received two

weeks of paid vacation after one year’s service.
Department heads were authorized to allow up
to one month paid leave to “employees whose
services are of such a nature that their value to
the company is not entirely determined by the
actual hours of service.” These benefits were
extended to salaried management employees

Other than sheer mass,

there was little to protect the
motorman in a severe crash.
The window glass and wood
became flying knifelike shards
and splinters. The motorman’s
best option was to set the

air brake and retreat to the
passenger compartment.

As part of its five-year overhaul, the
streetcar was jacked up and the trucks
removed for repairs to the wheels,
motors, gears, and brakes.
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A Dissenting View irom Labor

In 1951, distrust ran high and old wounds con-
tinued to fester. The Amalgamated Association
of Street, Electric Railway and Motor Coach Em-
ployees (now the Amalgamated Transit Union)
eventually won the right to represent and bar-
gain for TCRT employees, but the company did
everything it could to frustrate their efforts,
resisting any attempts by employees and their
union to secure improvements in wages, hours,
and working conditions. Old-timers who worked
for TCRT before and after World War Il would
often say that working for TCRT was like “working
for Hitler.” It must be kept in mind, however, that
TCRT, like every privately owned transit company
in the country, was in a life-or-death battle with
the automobile, and with over 90 percent of its
operating expense going to labor, and its sol-
vency at stake, it had to do whatever it could to
drive down costs.

John Seidel was the president and business
agent of Local 1005 in 1951. On May 15 of that
year he sent union members a strongly worded
response to an earlier letter from company presi-
dent E. B. Aslesen, who, on behalf of a manage-
ment group led by Chairman Fred Ossanna, was
trying to rekindle goodwill among TCRT employ-
ees. Charles Green had just departed as president
of TCRT after eliminating the jobs of some eight
hundred employees. Ossanna and his associates
wanted no trouble from labor as they moved
ahead with bus conversion and the elimination
of still more jobs.

Excerpts from John Seidel’s reply reveal a deep
cynicism and mistrust of management’s motives:
“They speak of the home folks who again own
and manage this transit company, and they add
and | quote, ‘It may be our mutual pleasure to
witness the rekindling of that fine, friendly spirit
of cooperation among the employees which for
years was of such great importance in securing
for the company a place of outstanding rank in
the transit industry of America. . . ./

“That fine, friendly spirit of cooperation,
which they make reference to, was the kind of
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spirit that prevailed during the days of slavery,
before there was an organization on this prop-
erty, when the boss was able to hold the whip
over the workers. He does not mention that dur-
ing the years he speaks of that we worked seven
days a week, thirteen hours or more a day, spread
time from 5:00AM until 1:00AM the following
day, with no such thing as overtime or penalty
time. . . . If the foreman even suspected that you
were not happy with the then prevailing condi-
tions he would send you to the Superintendent’s
office and he would inform you: ‘We don’t need
you anymore.” And if you asked why he would
tell you it was for the good of the service. . . .

“It was also a fine, friendly spirit of coopera-
tion when they arbitrarily reduced the pension
payment to those already on a pension from
$50.00 to $30.00 a month and that’s what some
of the old timers are getting today after having
worked for these fine, friendly people for thirty to
forty years. But they, the company officials, took
care of themselves with a pension of at least five
to six hundred dollars a month. . . . | refer specifi-
cally to the former president D. ]. Strouse. When
the union tried to negotiate a pension, Mr. D. .
Strouse told Brother Wigstrom the employees
would get a pension over his dead body. . . .

“In the same paragraph reference is made
to the company having secured a place of out-
standing rank in the transit industry . . . It is true
they were outstanding, especially so in their ef-
forts to defeat attempts to organize time after
time with the aid of the old labor-hating Citizens
Alliance. . . .

“I am sure many of you will recall the 1917
strike, when they were able to get the governor
to call out the National Guard and place soldiers
with bayonets on the cars to prevent the workers
from being organized. Yes, they were outstand-
ing in the transit industry to the extent that other
transit companies could point to the Twin City
Lines as an example of low wages and long hours
and profit thereby to keep conditions bad and
wages low on their properties.”

Each car was equipped with front and side

illuminated canvas destination signs mounted on
a pair of horizontal rollers and turned by a geared
crank inside the car. The signs were customized
for the car’s assigned station and were spliced as
needed when new streetcar routes were added.

and hourly office employees in all departments.
Arguably, some of these benefits, particularly
paid leave, were discretionary rather than con-
tractual; even so, they were rather progressive
for supervisors and office workers in 1915.
Operating employees in the mechanical,
operating, power, and maintenance of way de-
partments did not enjoy the same paid leave as
those in office positions. They did receive bene-
fits, however, through the Employees Mutual
Benefit Association, a company insurance pro-
gram that provided medical coverage, life in-
surance, and pensions to all employees who

were contributing members—with a portion of

the plan funded by the company. Conductors
and motormen with twelve years of service who
for health or other reasons could no longer work
a full day were eligible, and could apply, for the
“Bonus List.” These employees were guaran-
teed minimum pay but were only expected to
work morning and afternoon rush hour trip-



pers. Assignment to the “Bonus List” was at
the discretion of the general superintendent
and required a medical certificate and recom-
mendation from the division superintendent and
station foreman.

Improvements to employee wages and bene-
fits came slowly, made difficult by the company’s
financial situation. Two-thirds of its operating ex-
penses went to labor. Thirty years of expansion
and improvements to rolling stock and fixed fa-
cilities were purchased with borrowed money,
and after 1922 its only source of revenue—
passengers—was increasingly lured away by
automobiles. Finding the revenues to offset the
additional expense became more and more of a
challenge. Anger erupted in 1917 when operat-
ing employees struck for union recognition and
improved wages and working conditions. The
strike failed. The Depression brought wage
cuts and shortened work hours. TCRT did not
lay off employees, but the amount of work avail-
able to them declined. In 1934, employees voted
to join the Amalgamated Association of Street,
Electric Railway and Motor Coach Employees,
which over several years fought for and won
wage increases, shortened work hours, and im-
proved benefits. The Fair Labor Standards Act
of 1938 brought further improvements.

The abolition of conductors on most lines
and the conversion to one-man operation in-
creased tensions, even though no employees
were furloughed as a result of the change. A
work stoppage occurred in 1938 over the elimi-
nation of conductors. Negotiations in 1936 re-
sulted in a three-year contract, which provided
for a six-day workweek with overtime after
forty-eight hours. Runs were capped at nine and
a half hours and the spread of hours reduced
from fourteen to thirteen and a half. Motormen
and conductors were guaranteed six hours off
between night and day work. The base wage
for motormen on one-man cars was set at sixty-
seven cents an hour and sixty-two cents an hour
with a conductor.

Employees won better wages and working
conditions during and after World War II, but it
would never be (and still is not) a nine-to-five job.
For motormen, conductors, and bus drivers—
even mechanical employees—the rate of pay,
the hours and lines worked or the job held, days
off, and vacations were all determined by and
picked according to seniority. You were not an
“old-timer” or a member of the club until you
had twenty-five years. Then maybe you could
pick a summer vacation or get a Saturday and
Sunday off.

Streetcar traction motors and
deep water do not mix. A
good rainstorm and a clogged
catch basin could put an entire
line out of business, as it has
here at the Milwaukee Road
36th Avenue South railroad
underpass. A TCRT mainte-
nance crew is trying to unplug
things. Photograph from the
Minneapolis Star and Tribune
News Negative Collection;
courtesy of the Minnesota
Historical Society.

Service, Courtesy, Safety 175






Trolleys In Your Neighborhood

Getting around by Streetcar

homas Lowry understood the connection

between transportation and development.

His vision and the street railway system it
created meant that Minneapolis and St. Paul did
not have to be a hodgepodge of factories piled
on top of shops and homes. Land use could be
planned and zoned, with residential neighbor-
hoods organized near open spaces such as
parks and lakes, and industry and manufactur-
ing near transportation (the river or railroad
lines). The Twin Cities and Lowry’s streetcar
system grew up together. Wherever the street-
cars ran, people, neighborhoods, and busi-
nesses followed.

A streetcar line took the name of the street
it traversed, a particular local feature or land-
mark, or its end destination. The name was a
bond with the neighborhoods it served, an iden-
tity that was as much a part of the urban geog-
raphy as the neighborhoods themselves. And
unlike the freeways, constructed fifty years
later, which either destroyed or isolated neigh-
borhoods, the streetcar brought neighborhoods

Everywlzere lJy Streetcar

together in a greater community by gathering
people with different ethnic backgrounds, edu-
cation, wealth, and social standing, for a com-
mon journey on all their separate errands.

Board a streetcar and there could be ac-
countants and lawyers, shop owners, bankers
and stockbrokers, women in fancy hats headed
for the office, or laborers smelling of whiskey
and tobacco. A salesman, making calls, might
swing on the back platform, put down his bulky
sample cases, greet the conductor, light up
a cigar and pass a flask, exchanging lies with
other salesmen. Inside, gentlemen in fine suits
would sit alongside workers with lunch buck-
ets. Friends and neighbors would discuss the
events of the day. A newsboy might slip past
the conductor without paying, and then try to
sell a few papers before the conductor caught
up with him. Wives would be on shopping trips,
perhaps to the produce market, the bakery, or
the butcher shop, or all the way to downtown
Minneapolis to Witt’s grocery store or the
Great Northern Market, or to Schunemans or
the Golden Rule in downtown St. Paul.

A streetcar trip began with a short walk to
the nearest stop. Knowledgeable riders kept an
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To save a minute in the crowded hour

ﬂ?
Bill the Motorman Says: = 4800

L r #
“Some folks remind me of a 1 ’} I\
man with a stiff neck —they o are
can see only one car at a = -

time.”

Bill the Motorman spoke to

the riding public, gently and
humorously urging them to

be considerate of others and
understanding of the company’s
operating challenges. Human
behavior baffled Bill—why does
everyone try to pile on the first
streetcar in line? Reproduced
courtesy of Forrest Johnson.

eye on the overhead trolley wires. Any move-
ment signaled that a car was approaching,
even though it might be on the other side of a
hill or around the corner. The wait was never
long. Unless it was very late at night or in the
wee hours of the morning, a car would appear
in a few minutes, its approach announced by a
distant hum and then a roar as it came closer.
That roar would be replaced by the hiss of com-
pressed air and squealing brakes as the motor-
man brought it to a stop.

If this were a “one-man” car, you would
board through the front door, drop your fare in
the box, and ask the motorman for a transfer
if you planned to change to another line. Hav-
ing the exact fare was never a problem because
the motorman made change and sold tokens.
On a “two-man” car, you would board through
the rear doors (or gates, if it were a gate car)
and do business with the conductor on the rear
platform. By the late 1940s, finding a conduc-
tor was rare because only the busiest lines,
among them Selby-Lake, Como-Harriet, Chi-
cago, St. Paul-Minneapolis, Nicollet, and the
Inter-Campus Special still used them.

Once you were aboard, the ride could be
an adventure, if you watched the work of the
motorman and the conductor, or mundane, if,
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like so many riders, you opened a newspaper
or a book or simply stared out the window. A
motorman on a one-man car on a busy line al-
ways wished for an extra arm. The left hand
was usually on the controller, which regulated
the speed of the car, and the right hand on
the brake valve. As a safety feature, the brake
valve was spring-loaded: letting go applied the
brakes. An experienced motorman learned how
to rest his right knee against the valve, freeing
his hand for punching transfers and cranking
fares through the fare box, which counted the
money and returned it to the motorman.

Streetcars ran everywhere. On hot sum-
mer nights they could take you to a band con-
cert at Lake Harriet or for a ride to the country
and back just to cool down. Before television,
streetcars took people to evening movies, plays,
concerts, and lectures. They were there for a
picnic at Minnehaha Park or a tour of the cit-
ies. They ran to baseball games for the Minne-
apolis Millers at Nicollet Park in Minneapolis
or the Saint Paul Saints at Lexington Park in St.
Paul. They took thousands of Gopher football
fans to Memorial Stadium on the University of
Minnesota campus in southeast Minneapolis.
Fairgoers rode them every year to the Minne-
sota State Fair.

Most destinations in Minneapolis or St.
Paul were accessible by streetcar, either directly
or by transferring to another line downtown, or
to one of the crosstown lines on Lake Street
or Broadway Avenue in north Minneapolis or
Snelling Avenue in St. Paul. As important street-
car corridors, these crosstown lines attracted
intense commercial and retail activity. Lake
Street in south Minneapolis became one con-
tinuous shopping strip from Hennepin Avenue
all the way to 36th Avenue South. At Chicago



Avenue and Lake Street, the Sears department
store and warehouse stood at one of the busiest
streetcar intersections in Minneapolis. In north
Minneapolis, Broadway and Central Avenues
filled in with small shops and businesses. In St.
Paul, the crossing of the Snelling Avenue and
St. Paul-Minneapolis car lines at Snelling and
University Avenues turned that intersection into
the heart of the Midway business district, domi-
nated by the huge Montgomery Ward depart-
ment store just east of TCRT’s Snelling Shops.
Every neighborhood had a drug store, market,
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bakery, or five-and-dime at busy streetcar stops
or at the end of a streetcar line. Neighborhood
streetcar riders shopped at these local businesses
much as we use convenience stores today.

Serving the Neighborhoods

i

y the time the system matured in the

1920s, there were forty-one streetcar

lines in the TCRT system. They included
the four intercity lines that ran between Min-
neapolis and St. Paul, seventeen local lines in
Minneapolis, and another twelve local lines in
St. Paul, the Inter-Campus, plus the long sub-
urban lines to Tonka Bay, Deephaven, White
Bear, Mahtomedi, Stillwater, and the three
local lines in Stillwater itself. At its peak there
were 523 miles of track, and it was possible to
travel by streetcar from Tonka Bay on Lake
Minnetonka all the way to Stillwater and Bay-
port on the St. Croix River.

In Minneapolis and St. Paul, the lines
were about a quarter mile to a half mile apart,
and, with the exception of the crosstown lines,
all of them ran to and through the downtown
business districts. Earlier, just after electrifica-
tion, most cars entered the downtowns, looped
around on major streets, and then ran back to
the end of the line. By 1910, most were running
through downtown, then out to another side of
the city. This made for speedier scheduling and
a more fluid operation, with fewer streetcars
standing on congested downtown streets. It also
reduced both revenue and nonrevenue miles on
pullout and pull-in (not in service) trips from
the carhouses, as well as unproductive layover
time at the end of the line.

For these reasons, pairing lines became
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a common practice, not just in the Twin Cities,
but in other cities as well. When pairing lines
from opposite sides of the city, TCRT’s schedul-
ers considered the round-trip cycle time of each
line, the number of riders, and the frequency of
service that would be required to accommo-
date them. The objective was to balance each
side of the line, thereby assuring uniform ser-
vice and an equal spacing of cars while trim-
ming unproductive time in the schedule.

Over time, route pairs might be rearranged
as travel patterns changed. For example, in
1891, the Bryant line in south Minneapolis was
paired with Monroe in northeast Minneapolis.
Thirty years later, Bryant was joined with
Johnson, becoming the Bryant-Johnson, and
Monroe was paired with the Grand line in south
Minneapolis, becoming the Grand—Monroe. In
the line-by-line descriptions that follow, line
pairings are listed, beginning with the conver-
sion to electricity in 1890-92.

Although done for economic and opera-
tional reasons, this pairing of lines must have
created an interesting exchange of cultures.
Slavic and Italian, Catholic northeast Minne-
apolis (“Nordeast”) neighborhoods served by
the 2nd St. N.E., Monroe, and Central lines
were paired with predominantly Scandinavian,
Lutheran neighborhoods in south Minneapo-
lis. In St. Paul in the 1940s, the primarily Af-
rican American neighborhoods along Rondo
Avenue were paired with Italian and Mexican
neighborhoods along South Wabasha Street,
forming the Rondo-Stryker line. Near both
downtowns from either direction, there was
an inevitable overlap of people and cultures as
passengers got on and off. Motormen and con-
ductors no doubt found some diverse reading
material among the discarded neighborhood



newspapers as they took their layover at the
end of the line.

Service frequencies (headways) were de-
termined by passenger demand. A line with
five-minute service at rush hours might have
fifteen-minute service in the middle of the day
or hourly service in the wee hours of the morn-
ing. Headways were similarly adjusted, depend-
ing on passenger demand, between points on
the same line. At the outskirts of the city, where
there was less development, there might be
fifteen-minute service, while a more developed
area three miles closer to downtown had seven-
minute service. Some cars traveled all the way to
the end of the line. Others turned back closer to
downtown. Time and mileage were money, and
TCRT, conscious of its bottom line, always at-
tempted to maximize revenue passengers car-
ried per car mile, while at the same time pro-
viding good service. Streetcars did not earn
revenues when they were standing still. Nor did
they cover expenses when there were empty
seats, although empty seats were rare until
automobiles became more common.

Between 1954, the year the system was fi-
nally abandoned, and the present day, all or sig-
nificant portions of several streets once used by
streetcars, along with the neighborhoods the
streetcars served, either disappeared or were
significantly altered by development and/or
highway construction. Examples are 4th Ave-
nue South, north of 28th Street in Minneapolis,
displaced by Interstate 35, and Rondo Avenue in
St. Paul, displaced by Interstate 94.

This was a large system nuanced by de-
cades of changes that mirrored, and in some
cases contributed to, the changing patterns
of growth and development in the Twin Cities
themselves. It is impossible, therefore, to con-

vey the flavor of the system and the neighbor-
hoods by map alone. The text sections that fol-
low are an accompaniment to the system maps
in this chapter, the individual line maps, and the
track maps in Appendix J. They provide more
detail and include a description and summary
of each line’s history and the characteristics of
the neighborhoods they served, together with
a list of the lines they were paired with over the
years. Each text section has its own map.

Some lines were more significant than oth-
ers because of the places they served and the
number of people that used them, and, while
the objective is to present as complete a picture
as possible of the entire system from the horse-
car era until conversion to buses in 1954, the
relative importance of a line and its standing
in the system may be reflected in the text and
the length of the description. For the same rea-
son, some lines were rarely photographed, and,
therefore, only one or two photographs were
available to accompany the text.

Readers are directed to the Minneapolis
and St. Paul track maps appearing in Appen-
dix J. These maps show important track inter-
sections, wyes, loops, and sections of single
track in the system as well as the location of
TCRT facilities.

The next section of this chapter takes up the
intercity streetcar lines that operated between
Minneapolis and St. Paul. This is followed by a
description of routings and operations in both
downtowns. The streetcar lines in Minneapolis
are considered next, followed by the lines in St.
Paul. In both cities, the line descriptions begin
at the western city limits and proceed clockwise
around the map. The service frequencies noted
in the line descriptions are generally typical
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of the late 1930s through the immediate post—
World War II years. The start dates shown are
for electric or cable operation. For earlier line
routings, see the horsecar maps in chapter 1.

While TCRT was strongly committed to
the streetcar, it began substituting buses on
some of its lines in 1932. First to go were the
lines to Lake Minnetonka and Stillwater. By
the mid-1930s, TCRT had implemented several
new bus routes to serve neighborhoods beyond
the ends of its streetcar lines. A common de-
vice was to connect the ends of two adjacent
lines by shuttle bus. There also were several
special or experimental bus routes that were
short lived because the need for them disap-
peared, as in the case of the wartime service
to the New Brighton Arsenal, or because they
failed to attract sufficient riders and were dis-
continued. Buses were a small part of TCRT’s
overall business before the systemwide conver-
sion, but they were nonetheless a part of its
operations. Maps of the TCRT bus routes are
shown in Appendix K.

Intercity Lines

el

n the 1940s and 1950s, three lines—the

Como-Harriet-Hopkins, the Selby-Lake,

and the St. Paul-Minneapolis—provided a
one-seat ride between Minneapolis and St. Paul.
Two, the E. 25th St. line in Minneapolis and the
Randolph line in St. Paul, met at the Ford plant
just across the Mississippi River in St. Paul. Con-
necting passengers changed cars. From 1909
until 1936, a fourth line provided intercity ser-
vice. Ft. Snelling cars ran from Minneapolis to
St. Paul as the Snelling—Minnehaha (1909-21),
7th St.-Minnehaha-Plymouth (1921-32), and
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Minnehaha-7th St.—Hope St. (1932-36) lines.
After 1936, passengers changed cars at Ft.
Snelling. The two halves of the former intercity
line are described separately.

Como—Harriet—Hopkins

Years of operation: 1891-1954

Como paired with: Bryn Mawr (1894-1902),
Kenwood (1902-5), Lake Harriet
(1898-1954)

Lake Harriet paired with: Downtown only
(1891-92), Central Avenue (1892),
Downtown only (1892-1902), Como
(1898-1954)

There was some overlapping of lines and ser-
vice during 1898-1905 on both the Como
and Lake Harriet ends of the line. Before
1932, Lake Minnetonka cars also provided
service to Hopkins. See chapter 3 for more
information.

Service frequency: Ten minutes off-peak;
three minutes peak

Oak—Harriet

Years of operation: 1891-1954

Paired with: Downtown only (1891-95),
Bryn Mawr (1895-1902), Kenwood—part
of service combined with Lake Harriet
(1902-10), Lake Harriet (1910-54)

Service frequency: Ten minutes off-peak; five
minutes peak

The Como-Harriet-Hopkins and Oak-Harriet
lines were separate but shared many miles of
track. Both lines served southwest Minneapo-
lis, using Hennepin Avenue to 31st Street, then
via private right of way past Lake Calhoun and
Lake Harriet. Como—Harriet cars ran south on
France Avenue from the private right of way at
44th Street to 54th Street. Como-Hopkins cars
continued west on the private right of way to
Hopkins. Oak—Harriet cars diverged at Xerxes
Avenue South and ran south on Xerxes to 50th
Street, then east on 50th to Penn Avenue.
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From downtown Minneapolis, eastbound
Como-Harriet and Como-Hopkins cars used
4th Street Southeast through Dinkytown near
the University of Minnesota, then turned on
15th Avenue Southeast to Como Avenue and on
to St. Paul. Eastbound Oak-Harriet cars used
4th Street Southeast but, rather than turning
on 15th, continued out 4th to Oak Street, then
on to the end of the line at 27th Avenue and Yale
Street Southeast.

Como-Harriet-Hopkins was the longest
line in the TCRT system and the most scenic,
traversing some of the most beautiful neighbor-
hoods in the Twin Cities. While many people
rode the Como-Harriet just for the experience,
many more people took it to work downtown or
to classes at the University of Minnesota. At
rush hour there would be more than fifty cars
on the line, enough to move more than six thou-
sand people at any one time.

Electric streetcars began running out Hen-
nepin Avenue to Lake Harriet in 1891, replac-

ing steam-powered trains of the old Motor Line,
which had used Nicollet Avenue and 31st Street
to reach private right of way at 31st and Irving
Avenue. The new route on Hennepin was faster
and more direct. Before 1898, Lake Harriet cars
turned around in downtown Minneapolis—
except for a few months in 1892 when they were
through-routed with Central Ave. In 1898, they
were extended out 4th Street Southeast to 15th
Avenue Southeast and Como Avenue, to the
city limits at Eustis Street, then all the way to
downtown St. Paul. TCRT started work on its
line to Lake Minnetonka in 1905, laying track
westward from Lake Harriet beyond France
Avenue and the western city limits. In 1906,
Como-Hopkins cars began running from Ex-
celsior Boulevard and 9th Avenue in Hopkins
through Minneapolis all the way to St. Paul.
Branches were added on Xerxes Avenue (1913)
and France Avenue (1925). The Xerxes branch
became the Oak—Harriet line.

The Como-Harriet connected with the
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Como-Harriet-Hopkins line
Oak-Harriet line
Inter-Campus line



Viewed from the pedestrian
overpass, a St. Paul-bound
car emerges from under
Lexington Avenue and
approaches the Como

Park station.

Selby-Lake crosstown and all of the major lines
in downtown Minneapolis and in downtown St.
Paul. The line operated around the clock seven
days a week, with reduced service at night.
Along the way, the Como-Harriet also
served Como Park, Luther Theological Semi-
nary in the St. Anthony Park neighborhood of
St. Paul, the temporary postwar student Quon-
set housing at 29th Street and Como, Marshall-
University High School, the Walker Art Center,
West High School, the Uptown area of south
Minneapolis, Southwest High School, and down-
town Edina at 50th Street and France Avenue.
The line was truncated on the right of way
at 44th Street and Brookside in 1951, ending
service to Hopkins. Edina initiated a repav-
ing project along France Avenue in 1952, forc-
ing removal of the tracks and the substitution
of shuttle buses. In July 1953, buses took over

186 Trolleys in Your Neighborhood

Shortly before service ended
in 1954, an eastbound car turns
from 15th Avenue Southeast
onto Como Avenue, with the
remains of an unused wye in
the foreground.

in St. Paul from the city limits at Eustis Street
to downtown, forcing through passengers to
transfer at Eustis. The Como-Harriet-Hopkins
and Oak-Harriet switched to buses on June 19,
1954. They were the last streetcar lines to oper-
ate in Minneapolis and St. Paul.

An Oak-Harriet car southbound on

Oak Street passes the University of
Minnesota’s Memorial Stadium and
the Beacon Avenue wye. In the distance
is Williams Arena.




One of the first two horsecar lines in Minneapolis
terminated here, 14th Avenue and 4th Street
Southeast, the heart of Dinkytown near the
University of Minnesota. A pair of Como-Harriet
cars pass the Varsity Theater and Gray’s Campus
Drugs. Photograph by Minneapolis Star Journal;
courtesy of the Minnesota Historical Society.

Today the west side of Hennepin
along Loring Park is a noisy
freeway. Long gone are the Plaza
Hotel and Downtown Chevrolet,
watched over by the Basilica of
St. Mary. Photograph by Norton
& Peel; courtesy of the Minnesota
Historical Society.

The Oak-Harriet line ended
at this wye at Yale and

27th Avenues in southeast
Minneapolis near the east end
of the Franklin Avenue bridge

in Prospect Park. Red & White
neighborhood food stores were

common.
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At 31st Street and Irving
Avenue, Como-Harriet cars left
the city streets and entered the
private right of way that once
extended to Lake Minnetonka.
Photograph by Minneapolis Star
Journal Tribune; courtesy of the
Minnesota Historical Society.

188

A Como-Harriet car crosses Lake
Street in Uptown, passing the Granada
Theater, now the Suburban World.
Photograph courtesy of the Minnesota
Historical Society.
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This is the “bottleneck,” where Lyndale and
Hennepin Avenues crossed next to the Hennepin
Avenue Methodist Church in the background (the
large church in the left foreground is St. Mark’s
Episcopal Cathedral). Como-Harriet, Oak-Harriet,
St. Louis Park, and Kenwood cars continued up
the hill on Hennepin; Bryant cars angled left onto
Lyndale. Photograph courtesy of the Minnesota
Historical Society.

Hennepin Avenue at Dupont
Avenue, near the summit of
Lowry Hill.



Until the end of streetcar
service, Lakewood Cemetery

had a second public entrance,
this turreted stone streetcar
stop on the southeast side of
Lake Calhoun. It survived until
the end of service in 1954.
Photograph courtesy of the
Minneapolis Public Library,
Special Collections.

The Minnesota Streetcar Museum’s
restored Como-Harriet line still passes
under the William Berry Parkway bridge
between Lakes Calhoun and Harriet. At
the bridge is the Cottage City streetcar
stop, named for a neighborhood on the
south side of Lake Calhoun platted with
twenty-five-foot lots for summer cabins.
The stop was restored by the museum in
2005. Photograph from the Minneapolis
Star and Tribune News Negative Collec-
tion; courtesy of the Minnesota Historical
Society.

There is little evidence of it today, but
the streetcars crossed over West 36th
Street on a bridge that featured steps
to the street and a boarding platform.

Lake Calhoun is in the distance.




The Como-Harriet line crossed 42nd
Street near Lake Harriet, where
museum streetcars operate today. The
1914 chalet-style station, designed

by local architect Harry Wild Jones,
housed a confectionery and a
holding cell for the Minneapolis Park
Police, and was the boarding point
for returning concertgoers.

An Oak-Harriet car rolls south
on Xerxes Avenue at 48th Street.

The right of way west from
Lake Harriet, now a public alley,
split the Linden Hills business
district. The Upton Building now
houses a children’s toy store.
Streetcars connected here with
the West 39th Street bus line.
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This car is on the wye at 50th
Street and Xerxes Avenue, facing
south. Most cars continued on
to 50th and Penn Avenue. With
the track centered in the street,
there was little room for autos to
both park and pass.

The streetcars reached downtown
Edina at 50th Street and France
Avenue in 1925. Note the Edina

Theater at left. Photograph by Lee

Brothers; courtesy of the Minnesota
Historical Society.

The great S-curving Hopkins viaduct
vaulted over three different rail lines
where Highway 169 crosses today.
Photograph courtesy of Forrest Johnson.
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Inter-Campus Line

The Inter-Campus Line between the Minneapolis
campus of the University of Minnesota and what
was then the “Farm School,” the St. Paul campus,
opened in 1914 and, until its last day of service in
1954, carried thousands of students between the two
campuses. Oddly, that wasn’t the original intent. The
university needed a better way to move coal and other
bulky materials to the St. Paul campus from a nearby
railroad yard. It had been hauling by horse and wagon,
which meant unloading a car at the yard, transferring
the contents to a wagon, and unloading again. A rail-
road spur was the best alternative because it would
allow direct shipments. It then occurred to university
officials, undoubtedly after discussions with TCRT,
that if the spur were connected to the Como-Harriet
streetcar line and electrified, its students could travel
by streetcar between the Minneapolis and St. Paul
campuses, thereby eliminating the need for duplicate
classes on the same subjects on both campuses and
resulting in a considerable savings to the university.

The legislature appropriated funds for the line in
1913, and university engineering students surveyed the
right of way that spring. Grading was completed in
the fall, and TCRT crews moved in to lay track and put
up wire in 1914. The work was finished in November,
and the line opened for service.

On the Minneapolis campus, cars originally turned
on a wye behind the Mechanic Arts building, later on
a turning loop inside a traffic circle on 15th Avenue
Southeast in front of Eddy and Nicholson Halls. (That
traffic circle is there to this day, as are the streetcar
rails, which periodically emerge from the asphalt over-
lay covering them.) The line then proceeded north
on a landscaped median passing Folwell Hall, cross-
ing University Avenue and joining the Como-Harriet
line at the intersection of 15th Avenue and 4th Street
Southeast. Continuing along 15th Avenue Southeast
to Como Avenue, it followed Como to Eustis Street. At
Eustis, it turned north for a short distance, then swung
east on a private right of way that brought it all the
way to the St. Paul campus

The private right of way was entirely single tracked.
The university owned it along with several sidings.

One siding adjoined the storehouse building on 15th
Avenue Southeast, and others served various buildings
on the St. Paul Campus. There was also a short freight
interchange track with the Minnesota Transfer Railway
near Larpenteur Avenue.

T
15

i B

Base service operated every fifteen minutes on
weekdays and every thirty minutes on Saturday after-
noons. No service was provided in the evening or on

Sunday. This schedule was adjusted from time to time,
depending on the needs of the university.

Students wait in front of Folwell

Hall on the Minneapolis campus as

an Inter-Campus car negotiates the
turnaround loop. The two-block
extension into the campus was built by
the university. Photograph courtesy of
the University of Minnesota Archives

Inter-Campus cars traveled the grassy median of
15th Avenue, entering the street at University Ave-
nue. At left is the University of Minnesota YMCA.




The Inter-Campus was completely separate from
the Twin Cities system. The cars were leased by the
university and assigned from a separate pool out of
the East Side Station. TCRT supplied crews at a fixed
hourly rate and performed all maintenance on the
cars as well as on the track and electrical overhead.

The university set fares, and cash, tokens, or com-
mutation tickets were all accepted. The last were
good for multiple rides and were sold by the uni-
versity at the bursar’s office. No transfers from other
car lines were honored. If a student didn’t have funds,
the conductor would issue an IOU, which the student
would sign and return to the conductor. The fare
would then be deducted from the student’s deposit.

Some freight was moved on the line. The univer-
sity owned a switch car, built at Snelling Shops, with
a large, enclosed cab on the front end, for handling
express shipments, and an open flatbed on the rear
for coal or similar bulk commodities. The car had stan-
dard railroad couplers and could shift boxcars or other
railroad freight cars as needed. Appropriately, it was
painted maroon and gold.

One of the last two lines in service, the Inter-
Campus was converted to bus on June 18, 1954. Parts
of the Inter-Campus line are still visible. Cleveland Ave-
nue passes over a segment just north of the campus.
Driving southbound and looking off to the right it can
be seen in a deep cut. Several of the intermediate sta-
tions between the St. Paul campus and Eustis Street
remain, but they are covered by brush and weeds.

Approaching the St. Paul Campus, Inter-Campus
Specials made a broad arc along the southwest edge of
the test fields, passed the livestock barns, and ended in
a loop at Buford Street. Photograph by Don Mac Bean;
courtesy of the Minnesota Historical Society.

After passing the agricultural

test plots along the north
edge of the St. Paul campus,
westbound Inter-Campus
cars stopped at this modern
shelter before passing under
Cleveland Avenue. Photograph
courtesy of the University of
Minnesota Archives.
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The Inter-Campus line was unique for
hauling railroad freight cars of coal and
other supplies to the St. Paul campus
from this interchange with the Minnesota
Transfer Railway near Highway 280 and
Larpenteur Avenue. The locomotive,
painted in the University of Minnesota’s
maroon and gold, was built at Snelling
Shops in 1914.
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Selby-Lake line Se/l)y—Lalee

Years of operation: 1888-1906 as Merriam
Park; 1906-53 as Selby-Lake

Service frequency: Seven minutes off-peak;
three minutes (or less) peak

In 1887, after considerable arm-twisting by the
city council, the St. Paul City Railway agreed
The camera is looking east at to build a cable car line up Selby Hill. The
a Selby-Lake car approaching
Snelling Avenue. The bank

building at far left still stands,
although with a different vice to the prosperous neighborhoods between

YTl L LU AL

council was taken by the success of cable lines
elsewhere and wanted better, more direct ser-

facade. This was a major transfer Summit and Marshall Avenues. The line opened

point with the Snelling Avenue in January 1888 from 4th and Broadway Streets

crosstown line. Photograph the rails served to keep autos
courtesy of the Minnesota downtown, to Selby Avenue and St. Albans from entering the Selby Tunnel’s
Historical Society. Street. In 1890, it was extended out Selby to west portal at Nina Street.

Signs and open pits between

Fairview Avenue. Electric cars replaced the
cable a year later between Chatsworth Street
and Fairview, and the line was extended to the
newly developed Merriam Park neighborhood.
Following electrification of the entire line
in 1898, the cable installation over Selby Hill
was converted to a counterweight system, and
the cable cars were used to assist streetcars
up and down the 16 percent grade. In 1906, a
new bridge opened carrying Lake Street/
Marshall Avenue over the Mississippi River,
and the Lake Street and Selby Avenue lines
were joined, forming the Selby-Lake. A final
improvement came in 1907 with the opening
of the Selby tunnel, permitting abandonment
of the counterweight system. From June 1906
until October 1907, Selby-Lake cars ran all the




way to downtown Minneapolis via Hennepin
Avenue, terminating at Hennepin and 1st Street
North. This downtown-to-downtown service was
withdrawn as additional cars were added to the
Como-Harriet-Hopkins and Oak-Harriet lines,
increasing frequencies along Hennepin south
of Lake Street.

The Merriam Park service continued as
a separate line with cars operating from down-
town St. Paul via Selby Avenue to Prior and Uni-
versity Avenues. From 1920 until 1932, Merriam
Park was paired with Mississippi and through-
routed as the Merriam-Mississippi line. After
1932, a shuttle car was substituted along Prior,
connecting with the Selby-Lake at Marshall, al-
though some trips continued to run directly to
downtown St. Paul during rush hours. In 1938,
all rail service along Prior was abandoned, and

Selby-Lake cars meet on the Lake

Street bridge over the Mississippi

River as a steam-powered towboat
passes beneath. Photograph from the
Minneapolis Star and Tribune News

Negative Collection; courtesy of the
Minnesota Historical Society.

The Merriam Park cars ended
at a wye on the south side
of University Avenue at Prior
Avenue. The Merriam Park
Pharamacy was located at St.
Anthony Avenue, where 1-94 is
today. Photograph courtesy of
the Minnesota Historical Society.

The Selby-Lake line, the third interurban connecting Minneapolis
and St. Paul, was completed in 1906 with the opening of the Lake
Street bridge over the Mississippi River. It traveled from Lowertown in
downtown St. Paul to Uptown in southwest Minneapolis, providing
crosstown connections with every car line in south Minneapolis. It
made Lake Street a commercial strip that remains vigorous to this
day, still served by the Selby-Lake bus. Photograph by Sweet.
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Lake Street at Blaisdell Avenue,
looking east toward the major
transfer point at Nicollet Avenue.
Only one building in this photo
survives, but the relocated Yukon

Club is still open a couple of
blocks to the west. Photograph
by Norton & Peel; courtesy of
the Minnesota Historical Society.

An eastbound Selby-Lake

car approaches 27th Avenue
South, the junction of the
Minnehaha-Ft. Snelling line. The
building sporting the large “M”
in the distance is the Minneapolis-
Moline tractor plant.

Looking west at 36th Avenue
South and East Lake Street,
where the E. 25th St. line
crossed.
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the line became part of the Highland Park bus
route.

Selby-Lake was a huge people mover and
the mostimportant crosstown line in the system,
intersecting every north—south line in the city
of Minneapolis. Along Lake Street, which had
turned into a busy commercial strip because
of the streetcar, the line carried more passen-
gers per mile than any in the system. East of the
river, along Marshall and Selby Avenues in St.
Paul, it traversed mainly residential neighbor-
hoods, crossing the Snelling and Dale car lines.
Traffic generators lined the route. Among them
were St. Paul Central High School, Concordia
College, Minneapolis West High School, the
Minneapolis—Moline tractor plant at Hiawatha

Avenue and Lake Street, and the huge Sears
store at Chicago Avenue and Lake Street. With
sixty or more cars on the line at rush hours,
there were often two, or even three, streetcars
moving together from one block to the next as
the traffic signals changed along Lake Street.

St. Pau/—Minneapolis ( Interurban )

Years of operation: 1890-1953

Paired with: 6th Ave. N. (1918-39)

Service frequency: Seven minutes off-peak;
three minutes (or less) peak

A horsecar line was built on University Avenue
as far as Dale Street in 1881. Then in Decem-
ber 1890, the Minneapolis Street Railway and
St. Paul City Railway companies completed an

Uptown in the 1920s. Selby-Lake cars
terminated on the wye at Lake Street
and Girard Avenue at right. The final
block of tracks to Hennepin Avenue
were used to deadhead cars to and from
the Como-Harriet line. The Calhoun
Theater was a dental academy for many

years and is now a restaurant.

St. Paul-Minneapolis line
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The University Avenue

retail strip began at Rice
Street, just west of the State
Capitol, viewed here in 1932.
Photograph by John W. G.
Dunn Jr.; courtesy of the
Minnesota Historical Society.

In 1948, in what became an ill-timed expenditure, TCRT
renewed long stretches of track and paving as part of a
Minnesota Highway Department rebuilding of University
Avenue, then U.S Highway 12. University Avenue hosted
the Interurban, whose trademark PCC cars, bull-nosed
safety islands, and fast frequent service made it the pre-
mier streetcar line in the Twin Cities. Here, a westbound
car approaches waiting passengers in front of the Prom
Ballroom just west of Lexington Avenue. After 1953,
these passengers would be boarding buses at the curb.

The great retail rivals, Montgomery
Ward and Sears Roebuck, broke
with normal department store
practice and constructed enormous
stores and distribution centers far
from downtown. These locations
combined first-class streetcar service
in front of the building with direct
freight railroad delivery to the
back of the building. This is Ward's
Midway store on University Avenue
in St. Paul. Photograph courtesy of
the Minnesota Historical Society.




Interurban cars on University
Avenue passed from St. Paul
into Minneapolis at Emerald
Street. City franchise regulations
required that all passengers
crossing the city limits pay

a second fare. Photograph
courtesy of the Ramsey County
Historical Society, St. Paul,
Minnesota.

Viewed from the Prospect Park water
tower, a University Avenue car rolls
toward the St. Paul city limits, with
the grain elevators of southeast Min-
neapolis in the distance. Photograph
by Charles P. Gibson; courtesy of the
Minnesota Historical Society.

As auto traffic increased, it became more dangerous for
passengers to walk out from the curb and board in the
middle of the street. The solution, fully implemented
only on University Avenue in St. Paul, was the safety
island, bull-nosed to withstand a direct collision. This

is University and Cromwell (near what is now Highway
280), looking toward Minneapolis. Photograph by

St. Paul Dispatch & Pioneer Press; courtesy of the
Minnesota Historical Society.
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To accommodate the large number

of servicemen returning from the war
and entering college on the Gl Bill, the
University of Minnesota erected a series
of temporary classroom buildings,

such as this one at Washington Avenue
and Church Street. Interestingly, the
passing streetcar is not in service

but is towing a disabled car to
Snelling Shops. Photograph from the
Minneapolis Star and Tribune News
Negative Collection; courtesy of the

Minnesota Historical Society. L e | s - > i

The St. Paul-Minneapolis Interurban
line gracefully curves through
Seven Corners in Minneapolis.

The tracks diverging to the right
carry the Ft. Snelling, E. 25th St.,
and 28th Ave. S. lines onto Cedar
Avenue. Photograph from the
Minneapolis Star and Tribune News
Negative Collection; courtesy of the
Minnesota Historical Society.

On several rickety old bridges
over the Mississippi River,
streetcar speed was limited to
twenty miles per hour. One
of them was the Washington
Avenue bridge, seen here with
the University of Minnesota in
the background.

200 Trolleys in Your Neighborhood




electric line between downtown Minneapolis
and St. Paul on University Avenue. The electric
streetcars were so successful that by April 1891
the Great Northern and the Chicago, Milwaukee
& St. Paul announced reductions in their com-
muter train services between Minneapolis and
St. Paul. The Milwaukee Road, in particular,
indicated that it might have to drop all local
trains then providing hourly service via its
“short line” route through the Midway district
because the streetcars had taken over half the
business. The streetcar line was so successful
that its name, “the Interurban,” was adopted by
the electric railway industry to describe all in-
tercity electric lines.

From 1890 until November 1953, when it
converted to buses, the St. Paul-Minneapolis
was among the busiest streetcar lines in the
entire TCRT system. It carried large numbers
of passengers, had excellent earnings per mile,
and offered frequent service. The Midway dis-
trict along University Avenue became a thriv-
ing commercial and industrial corridor mainly
because of the St. Paul-Minneapolis car line.
From 5th and Wabasha Streets in downtown
St. Paul to 5th Street and Hennepin Avenue in
downtown Minneapolis, there was never an
empty seat, even with three-minute service.
Extra cars had to be added regularly from Min-
neapolis to the city limits to accommodate the
heavy traffic to and from the University of Min-
nesota campus. At 5th and Hennepin, it was
not uncommon to see five cars in a row move
eastbound on 5th Street, all signed for St. Paul-
Minneapolis (or “University to City Limits”).
By the time they cleared Marquette Avenue all
of them would be full.

There were very few route changes over
the years. Before 1914, cars looped around in

downtown Minneapolis via a number of differ-
ent street combinations involving Washing-
ton Avenue, Hennepin, 1st Avenue North, 5th
Street, 6th Street, Marquette Avenue, and 2nd
Avenue. From 1914 to 1918, a wye was used at
5th Street and 5th Avenue North. Then, the St.
Paul-Minneapolis was combined with the 6th
Ave. N. line and some cars began running out
6th Avenue to Russell Avenue. In 1940, 6th was
rebuilt into Olson Memorial Highway. Buses
appeared, and all St. Paul-Minneapolis cars
returned to the wye at 5th and 5th. In down-
town St. Paul, cars made a continuous loop on
Wabasha Street, 5th Street, Robert Street, and
9th, then back to Wabasha. There was a wye at
the city limits, University Avenue and Emerald
Street, for turning back extra cars running from
downtown Minneapolis to the University of Min-
nesota campus. From 1946 until bus conversion
in 1953, PCC cars operated all services.

Intercity Bus Services
Marslla”—Lalee Express Bus

Originally operated by an independent company,
the Marshall-Lake route was absorbed by TCRT
in 1926. From downtown Minneapolis, buses ran
out Bloomington Avenue to Lake Street, then
across the Lake Street bridge to Marshall Ave-
nue and into downtown St. Paul. The service was
discontinued during World War II. After buses
took over from streetcars, rush hour express
trips from Lake and Hennepin to St. Paul con-
tinued as part of the Selby—Lake bus route.

University Avenue
Express Bus

This was a limited-stop service operated by an
independent company in direct competition with
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Reprinted from The Electric Railways
of Minnesota, this map shows the de-
tails of streetcar tracks in downtown

Minneapolis during the mid-twentieth
century. Each line on the map rep-
resents a track. When two lines are

present, the street had a track in each

direction. lllustration by Kent Dorholt;
courtesy of Russell L. Olson.

TCRT’s St. Paul-Minneapolis streetcar line. It
was purchased by TCRT in 1924. Discontinued
during World War II, the service resumed after
the war. The service became rush hour only fol-
lowing conversion of the St. Paul-Minneapolis
line to bus operation.

University Avenue
Supplemental Bus Service

Service commenced in February 1943 from
the University of Minnesota campus to down-
town Minneapolis to relieve extreme crowding
on streetcars. Service ended in June 1943. Sup-
plemental, rush hour local bus service began
on University Avenue from Snelling Avenue
to downtown St. Paul in March 1943. It ended
after the war.

DOWNTOWN

MINNEAPOLIS
ENLARGEMENT

~

\ 6TH AVE. N.

%
VS
\¢

-

b ALDRICH
AVE. N.
L,
<

&
) 3

- N 5 =
GLENWOOD AVE.N.

Y A‘VQ/ S
S \
& 2
& (
V4

202 Trolleys in Your Neighborhood

The Downtowns
======a]
t the end of World War II, the two down-
towns were the centers of urban life, the
suburbs a developer’s daydream. Bloom-
ington was a village. France Avenue south of
66th Street was a gravel road. A farmer raised
hogs on what is now the Best Buy office complex
at Interstate 494 and Penn Avenue. Elsewhere,
Falcon Heights was all truck farms and gravel
pits. Corn grew in Highland Park on the site of
the Highland Park High School. There were no
freeways as such, just a short stretch of High-
way 100, the “Belt Line” (or Lilac Drive, if you
prefer), which had been upgraded to four lanes
and given a few cloverleaf interchanges through




St. Louis Park and Golden Valley. People used to
drive out and picnic at the interchanges thanks
to an obliging highway department that put up
tables and grills. Department stores, theaters,
hotels, good restaurants, and jobs were mostly
downtown, and to get downtown you took the
streetcar.

Fourteen car lines and five bus routes con-
verged on downtown Minneapolis; eleven car
lines and three bus routes converged on down-
town St. Paul. In Minneapolis, all of them, with
the exception of the St. Paul-Minneapolis, ran
through downtown to the other side of the city.
In St. Paul, Selby-Lake cars turned around at
4th and Broadway Streets near St. Paul Union
Depot. Everything else ran through. The
Como-Harriet and the St. Paul-Minneapolis
looped through downtown on Wabasha Street
to 5th, Robert, and 9th Streets to return to
Minneapolis. Rush hour trippers usually started
or ended their runs downtown, but in the morn-
ing rush hour, as an example, inbound cars
would unload passengers downtown and im-
mediately return to the carhouse. In the after-
noons, a car would pull out, go directly down-
town, fall in place on its line, and start its run.
As a matter of scheduling policy, layovers were
always built into the schedule at the outer end of
the line, never downtown. The only exceptions
to this were late-night “owl” runs, which came
into Minneapolis every hour and queued up
at 8th Street and Hennepin Avenue, 5th Street
and Hennepin, and Washington and Hennepin
Avenues, where they waited five minutes to ex-
change passengers and then left. The same hap-
pened at 7th and Wabasha Streets and at 4th and
Wabasha Streets in St. Paul. These “lineups,”
as they were called, are a practice that Metro
Transit continues today.
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Listed below are the principal downtown
streets in Minneapolis and St. Paul and the
names of the streetcar lines that used them
in 1946.

Downtown Minneapolis Lines

e Hennepin Avenue: Como-Harriet-
Hopkins, Oak-Harriet, Bryant-Johnson,
Kenwood-St. Louis Park-Russell N.
(bus), Excelsior-Glen Lake (bus)

¢ Nicollet Avenue: Nicollet-Hennepin (bus)

e Marquette Avenue: Nicollet-2nd St. N.E.,
Grand-Monroe, St. Paul-Minneapolis
Express (bus)

e 2nd Avenue: Chicago-Penn, Chicago—
Fremont (between 8th and 6th Streets),
Bloomington—Columbia Hts. (from 1st
Street North to 4th Street), Minneapolis—
St. Paul Express (bus)

e Washington Avenue: 34th Ave. S.—

N. Bryant, Minnehaha-Ft. Snelling
(northbound on 3rd Street)

e 5th Street: St. Paul-Minneapolis,
Plymouth-E. 25th St., 28th Ave. S.—-
Robbinsdale

e 6th Street: Glenwood-4th Ave. S.

e 7th Street: Franklin—-N. Lyndale Ave.
(bus)

e 8th Street: Chicago—Penn, Chicago-
Fremont

n
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Looking north on Marquette
Avenue across Washington
Avenue in the mid-1930s,
with the recently constructed
Minneapolis Main Post Office
in the distance. The streetcar
has a long run ahead of it,

to downtown St. Paul via Ft.
Snelling, then out the Hope
Street line to East 4th and
Atlantic Streets on St. Paul’s
east side. Photograph courtesy
of the Minnesota Historical
Society.
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The block of 1st Avenue North
between 4th and 5th Streets
has changed little in the
century since this photo was

ment stores bracketed Sth taken about 1910. Photograph
Street at Nicollet Avenue,

where light rail has returned.
Photograph by Norton & Peel;
courtesy of the Minnesota
Historical Society.

Powers and Penney’s depart-

by Sweet; courtesy of the
Minnesota Historical Society.

On a bitter day, a 4th Avenue car on 6th Street
passes the landmark Farmers and Mechanics

Bank at Marquette Avenue. Photograph cour-
tesy of the Minnesota Historical Society.

Several car lines crossed the
Mississippi River and Nicollet
Island on the Hennepin Avenue
bridge. The Great Northern
depot is in the background.
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The landmark 620 Club presides over what
is now called Block E, on the north side of
Hennepin between 6th and 7th Streets.

The west end of the Warehouse
District was the five-legged
intersection of 7th Street, 1st
Avenue North, and Glenwood
Avenue (in foreground). The
Jewelers Exchange Building on
the right has been replaced
by Block E. The Produce State
Bank, named for the nearby
City Market, is now the Target
Center. Photograph from the
Minneapolis Star and Tribune
News Negative Collection;
courtesy of the Minnesota
Historical Society.

Looking east on 8th Street from Hennepin

Avenue. The back of Dayton’s department

store looms at left. Photograph by Minneapolis

o Star Tribune; courtesy of the Minnesota
o8 Historical Society.
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Trains departing south from

the Milwaukee Road depot =
crossed over the streetcars
on the notorious Washington c
Avenue viaduct, shown here in ﬁ
1941. Its low clearances were

forever wedging trucks, and

it flooded regularly, cutting

off the streetcars. Photograph

by Minneapolis Star-Journal; SR
courtesy of the Minnesota S
Historical Society.
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The Glenwood-4th Ave. S. line passed
the 6th Street side of Donaldson’s
department store at Nicollet Avenue.
The Nicollet Mall was still a decade
in the future. Photograph courtesy of
Forrest Johnson.
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Interurban PCC cars passed through

the Warehouse District on 5th Street,
crossed the viaduct over the railroad
corridor, and ended just beyond the
downtown Honeywell plant, originally
Ford Motor Company’s first Twin Cities
assembly plant.

When Nicollet Avenue street-
cars reached the south edge
of downtown, they shifted

a block east onto Marquette
Avenue, shown here at 10th
Street. Although it was the
retail heart of downtown,
Nicollet never saw streetcars.
Visible surviving buildings
include (left to right) the
Young-Quinlan, Medical Arts,
Northwestern National Bank,
Rand Tower, Roanoke, and, of
course, the Foshay Tower.

Trolleys in Your Neighborhood 207



Over the years numerous
minor changes occurred to
the streetcar routings in the
two downtowns. They were
sufficiently complex that they
are difficult to show on a map.
Instead, this map reprinted
from The Electric Railways of
Minnesota shows the individual
tracks in downtown St. Paul
as they were during the 1930s
and 1940s. lllustration by Kent
Dorholt; courtesy of Russell L.
Olson.

Documenting a World War | Liberty
Bonds billboard, the photographer
has also captured streetcars on 4th
Street passing Rice Park, the St. Paul

Hotel, and the St. Paul Public Library.
Photograph courtesy of the

Minnesota Historical Society.
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Downtown St. Pau/
Car Lines

Wabasha Street: Como-Harriet-Hopkins,
St. Paul-Minneapolis, Hamline-Cherokee
Hts., Rondo-Stryker, Rice-South St. Paul
7th Street: Ft. Snelling-Maria, Randolph-
Hazel Park, St. Clair-Payne, Stillwater
(bus), Dale-Phalen

St. Peter Street: St. Paul-Minneapolis
Express (bus)

4th Street: Grand—Mississippi, Selby-Lake
Robert Street: Jackson-South Robert
(bus), St. Paul-Minneapolis, Como—
Hopkins-Harriet, Rice-South St. Paul




Both cities sported an intersection
called Seven Corners, where multiple
streets met in a perfect storm of traffic,
since pruned by traffic engineers. In St.
Paul, Kellogg Boulevard, 4th Street, 7th
Street, and Main Street all converged.
This view today would face the Xcel

Energy Center. Photograph courtesy of
the Minnesota Historical Society.
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The length of Robert Street, from 8th
Street in the foreground to the Mississippi
River bridge in the distance, is compressed
by a telephoto lens. The Minneapolis-St.
Paul Interurban, passing the Emporium
department store in the company of an
inbound South St. Paul bus, will travel
beyond downtown Minneapolis to the end
of the 6th Ave. N. line at Russell Avenue.
Photograph from Northern Pacific Railroad
Company Records; courtesy of the Minnesota
Historical Society.
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When the Mississippi River
flooded in 1952, the south
approach to the Robert Street
bridge was underwater, forcing
all traffic to Wabasha Street.
Streetcars were stuck in traffic
on the Wabasha Street bridge.
Photograph by St. Paul Pioneer
Press-Dispatch; courtesy of the
Minnesota Historical Society.




A Grand-Mississippi car, on tracks
shared with the Selby-Lake line,
passes the St. Paul downtown
library on 4th Street.

Lined with department stores such as the
Golden Rule and numerous five-and-dimes,
7th Street was the retail center of downtown
St. Paul. Photograph by St. Paul Pioneer Press-

Dispatch; courtesy of the Minnesota Historical
Society.

Until the 1940s, a residential
neighborhood lay just beyond the base
of the State Capitol steps. This entire
scene was converted to expansive
lawns and landscaping, and eventually
Wabasha Street itself was removed.
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The fact that seven lines shared
7th Street leading toward the
East Side could result in long
strings of streetcars working
their way through downtown.
Photograph courtesy of the
Minnesota Historical Society.

Loading passengers on 4th and
Wabasha Streets in the snow in 1952.
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The Robert Street bridge, from high
in the First National Bank Building.
Photograph by Charles P. Gibson;
courtesy of the Minnesota Historical

Society.
Minneapolis Lines
Bryn Mawr
Years of operation: 1892-1939
Paired with: Como (1894-95), Oak
(1895-1906), 8th St. S.E. (1902-12), part
of service via downtown loop (1906-12),
Downtown only (1912-39)
Service frequency: Thirty minutes off-peak;
twenty minutes peak
Bryn Mawr began in 1880 as a horsecar line
from 12th Street and Hennepin Avenue via
Hawthorne Avenue to Lyndale Avenue North.
The line entered the Bryn Mawr neighborhood
on a long viaduct, crossing over the Lyndale Bryn Mawr line
{97
%
The Selby-Lake and Grand— §THAVEN 2
Mississippi lines served the o D
>
front door of the St. Paul = —
z
Union Depot on 4th Street. £ &
The track on Sibley Street is ;
the Union Depot loop, unused CLENWOOD AVE s
in later years. Photograph by -
Hibbard Studio; courtesy of the
Minnesota Historical Society. ol w
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Few photographs show the
group of lines abandoned by
TCRT in the 1930s. Bryn Mawr
crossed the Great Northern and
Minneapolis & St. Louis railroads
on the spindly Laurel Avenue
bridge. These photographs look
both ways from the west end of
the bridge. Originally this was
double track, reduced to a single
track in 1901. Eastbound cars
ran against the flow of autos, a
particularly exciting prospect
when topping the bridge.

Yards of the Great Northern Railway. Bryn

Mawr was strikingly rural in appearance as late
as the 1920s, but it gradually filled in and be-
came a small residential enclave. Never a great
traffic generator, the line was roughly half sin-
gle track. Only one car could go through at a
time, which limited the frequency of service to
every fifteen minutes at most.

The Bryn Mawr Bus Extension shuttle bus
debuted in 1927. It ran from the end of the car
line at Laurel and Upton Avenues to 22nd and
Ewing Avenues. The shuttle service became
part of a new through bus route when the street-
cars were discontinued in 1939 because of de-
teriorating track and the poor condition of the
Laurel Avenue viaduct.
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G/enwoool

Years of operation: 1891-1954 (before 1927
as Western Avenue)

Paired with: 2nd St. N.E. (1891-1919), 4th
Ave. S. (1919-54)

Service frequency: Ten minutes off-peak; five
minutes peak

The Glenwood line passed through an indus-
trial zone on the western edge of downtown. The
Northwestern Knitting Works, later Munsing-
wear, at Glenwood and Lyndale Avenues became
a major employer and traffic generator along
with any number of small factories and lumber-
yards. Of note was the Ripley Memorial Hospi-
tal at Penn Avenue. Passenger traffic, through
the 1920s, was so heavy that TCRT operated
two-car trains during rush hours. One car was
powered, the second car being an unmotorized
trailer. Glenwood Park also drew recreational
riders and picnickers on weekends. The wood
waiting shelter at the end of the line in Wirth
Park survives to this day.

An eastbound Glenwood Avenue
car at Penn Avenue passes the
former Ripley Memorial Hospital,
which has been converted to
condo housing.
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Taken four months after
abandonment in 1954, this is
Glenwood Avenue at Lyndale
Avenue, with the landmark
Munsingwear plant (now
International Market Square)
at right. Photograph by
Norton & Peel; courtesy of the
Minnesota Historical Society.
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Oth Ave. N.

Years of operation: 1891-1940

Paired with: 4th Ave. S. (1892-1918),
St. Paul-Minneapolis (1918-39),
E. 25th St. (1939-40)

Service frequency: Fifteen minutes off-peak;
five minutes peak

The largely working-class neighborhood along
6th Avenue North, with its small shops and

Trolleys in Your Neiglll)orlloot]_ 215



A few years after this 1936
view looking east at Emerson

Avenue, 6th Avenue North
was bulldozed and replaced

by Olson Memorial Highway,
one of the state’s first four-lane
divided roads. The commercial
buildings were all removed and
replaced by the Sumner Field
low-income housing projects,
which in turn were demolished
shortly after 2000.
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businesses, was wiped out by the construc-
tion of Olson Memorial Highway and the
Sumner Field housing projects, taking with it
the 6th Ave. car line, which then became the
Kenwood-Russell Ave N. bus route. TCRT had
no money to reconstruct its rail line, and, given
neighborhood changes and the loss of its traf-
fic base, a rail line would have been economi-

cally unjustifiable.

P/ymoutlz

Years of operation: 1891-1953

Paired with: Downtown only (1891-94),
Bloomington (1894-1919), Minnehaha
Falls (1919-21), Ft. Snelling (1921-27),
Ft. Snelling-Hazel Park through
service to Hazel Park (1927-32),
Ft. Snelling-Hope St. (1932-36), Ft.
Snelling—through service to St. Paul
permanently discontinued (1936-46),
E. 25th St. (1946-53)

Service frequency: Fifteen minutes off-peak;
ten minutes peak as Plymouth-E. 25th St.

Plymouth Avenue was the center of the Jewish
community on the near north side, and during
most of the streetcar era it was a neighborhood
of small shops and businesses. In 1921, it was
joined with Ft. Snelling, and in 1927 service ex-
panded beyond Ft. Snelling via West 7th Street
through downtown St. Paul, out East 7th Street
to Duluth Avenue, then on private right of way
all the way to Hazel Park. This twenty-two-
mile 7th-Minnehaha-Plymouth routing made
for one of the longest streetcar trips in the en-
tire system. In 1932, cars were switched from
Hazel Park to Hope Street as the Minnehaha—
7th-Hope St. line. Through service to St. Paul
ended in 1936.
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Homewood Drugs marked the
end of the Plymouth Avenue
line at Sheridan Avenue.

Broaclway

Years of operation: 1914-50
Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

Broadway was a crosstown line serving north
and northeast Minneapolis, and, like the
Selby-Lake in south Minneapolis, a prosper-
ous commercial and shopping strip filled in
along its length from Penn Avenue on the west
to Washington Avenue on the east. It never
developed the traffic volumes of Selby-Lake,
however, mainly because it was short (only
3.45 miles long) and much of its trackage was
shared with other lines (Robbinsdale, Chicago—
Penn-Fremont, Monroe) that ran downtown.
It traveled along 13th Avenue Northeast be-
cause the Broadway bridge through the middle

of the Grain Belt Brewery complex over the
Mississippi emptied into 13th rather than
Broadway Street. The streetcar is the reason
for the commercial development along 13th at
2nd Street and University Avenue Northeast.
Despite its function as a crosstown route, the
Broadway line ended at Jackson Street, the base
of the ramp leading up to the intersection with
the Central line and a major potential transfer
point. The intersection was constructed en-
tirely on a bridge over the railroad tracks, and
presumably that was the reason for stopping the
line short. However, a streetcar junction of the
Como, Oak, and Inter-Campus lines was built at
the intersection of 4th Street and 15th Avenue
Southeast, the only other intersection in the
city located on a bridge. On its west end, the
Broadway line was extended through a devel-
oping residential neighborhood along 19th Ave-
nue North, later named Golden Valley Road.

Looking west on Plymouth
Avenue at Dupont Avenue.
Minneapolis Star Journal

photograph; courtesy of the
Minnesota Historical Society.
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The Robbinsdale and Broadway
lines both served this stretch of
Broadway Avenue at Dupont
Avenue in north Minneapolis.
Minneapolis Star Journal photo-
graph; courtesy of the Minnesota
Historical Society.

In the 1940s, the east end of the Broadway bridge over
the Mississippi River emptied not onto Broadway Street
but onto 13th Avenue Northeast. The first experimental
lightweight, car 2000, descends the ramp and will soon
bisect the Grain Belt Brewery complex.
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The Broadway line, running on 13th
Avenue Northeast, crosses the 2nd
St. N.E. line. Never well patronized,
it was a perfect home for one of the
short ex-Stillwater lightweights.
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Robbinsdale

Years of operation: 1891-1948

Paired with: Downtown only (1906-10),
shuttle car from Penn and 32nd Avenue
North (1910-14), St. Louis Park (1914-20),
Downtown only (1920-35), Franklin
(1935-40), 28th Ave. S. (1940-48)

Service frequency: Thirty minutes; extra
service provided during rush hours

An independent company, the North Side Street
Railway, built the portion of the Robbinsdale
line outside the city of Minneapolis in 1891. Its
streetcars shuttled passengers to a connection
with the Minneapolis Street Railway at the city
limits. TCRT acquired the company in 1906 and
established through service. The portion north
of Oakdale and France Avenues was rebuilt in
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1914 and relocated from the private right of

way and Hubbard Avenue to parallel Broadway,
the main street of Robbinsdale. Along its route,
the Robbinsdale line served the warehouse-
industrial area and scrap yard district along
Washington Avenue, ran the length of the
Broadway commercial strip, and ended in the
small downtown of Robbinsdale. The portion of
the route outside Minneapolis was technically
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The Robbinsdale line ended at 42nd Avenue,
behind the photographer. The one off-center
track required southbound streetcars to run
in the northbound lane, against the flow of
traffic. Photograph from the Minneapolis
Star and Tribune News Negative Collection;
courtesy of the Minnesota Historical Society.

part of the TCRT subsidiary Minneapolis &
St. Paul Suburban Railroad Company.
Beginning in 1942, a feeder bus met the
Penn Avenue streetcars at a terminal at 42nd and
Thomas Avenues and traveled to Robbinsdale
via 42nd, Abbott, 41st, Shoreline, 40th, Noble,
39th, and Vera Cruz Avenues. Later in 1942, the
route was extended to 42nd and Broadway Ave-
nues, where it met the Robbinsdale streetcar.
At the 42nd and Hubbard terminus of the
North Side Street Railway was the factory of
streetcar manufacturer Northern Car Com-
pany. Previously known as Robinson & Moen,
it was located in Waterloo, Iowa, and built more
than one hundred horsecars and steam motor
trailers between 1880 and 1890, when it became
Northern Car and moved to Robbinsdale. The



company built at least several dozen electric
cars for Minneapolis and St. Paul. A fire put the
company out of business in 1892.

Penn

Years of operation: 1891-1953

Paired with: Downtown only (1891-1902),
Nicollet Avenue (1902-10), 8th Ave.
(Chicago) (1910-53). (During 1920,

part of the service was paired with Lake
Nokomis.)

Service frequency: Ten minutes off-peak; five
minutes peak

Emerson—Fremont

Years of operation: 1891-1953

Paired with: Downtown only (1891-94),
Cedar (1894-1910 and 1921-26), Chicago
(1910-53), E. 25th St. (1920-21), 28th
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In 1949-50, the city of Minneapo-
lis replaced the wood-and-steel
North 7th Street viaduct that car-
ried the Chicago—Penn-Fremont
line over the railroad throat on
the north edge of ‘"downtown.

To the right of 7th Street is the
Great Northern’s refrigerator car
yard where perishable shipments
were unloaded. Next to it is the
Northland Greyhound bus garage.
Both were replaced by the Hen-
nepin County garbage incinerator.
Minneapolis Star Journal photo-
graphs; courtesy of the Minnesota
Historical Society Society.
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Ave. S. (1921-50). (Part of the Emerson
and Fremont service was paired briefly
with East 25th St., then with Cedar as
the Cedar-Emerson and later as the 28th
Ave. S.-N. Emerson line operating to
and from downtown via Broadway and
Washington Avenues.)

Service frequency: Ten minutes off-peak; five
minutes peak

Penn, Emerson, and Fremont were the north-
ern legs of the Chicago—Penn—Fremont line and
served a primarily working-class neighborhood
and the West Broadway Avenue commercial
strip, as well as North and Patrick Henry high
schools. Passenger volumes were so heavy that
as many as seventy-five streetcars were in ser-
vice on the Chicago-Penn-Fremont line. In a
major construction project in 1920, TCRT built
a new line into downtown Minneapolis from
Broadway and Emerson Avenues via Emerson
and along 7th Street to 3rd Avenue North to
8th Street. This speeded travel time to down-
town compared to the old route via Broadway
and Washington Avenues, eliminated duplicative
service, and brought service closer to the neigh-




borhoods south of Broadway. As more homes
were built and the neighborhood north of 44th
Avenue filled in, a shuttle bus service was es-
tablished that met the Fremont cars at 44th and
Oliver Avenues and continued on to 52nd and

Oliver Avenues.

A Chicago—-Penn car traverses
the curving section of West
Broadway Avenue at Morgan
Avenue. Broadway tracks
diverge at the bottom of the
photo. Photograph courtesy
of Forrest Johnson.

The commercial corner of Broadway and
Emerson Avenues in north Minneapolis
featured a good example of complex
overhead wire that many felt to be
unsightly and another reason to replace
streetcars with buses. Photograph

by Norton & Peel; courtesy of the
Minnesota Historical Society.




Turning from northbound
Fremont Avenue onto
westbound 44th Avenue.

Washington Ave. N.

Years of operation: 1890-1953

Paired with: Downtown only (1890-94),
Nicollet (1894-1910), Cedar (1910-26),
34th Ave. S. (1926-50), Ft. Snelling
(1950-53)

Service frequency: Fifteen minutes off-peak; eted Washington Avenue north from down-
ten minutes peak

town Minneapolis all the way to the Camden
Always an industrial area, warehouses, light neighborhood. To the east a warren of railroad
manufacturing, and scrap metal yards brack- yards and freight houses filled in between

Washington Avenue and the Mississippi River.
Industrial workers provided most of the traf-
fic. TCRT’s North Side Station was located at

The point of this newspaper photograph was
to contrast new and old automobiles, but it
unintentionally shows us the Franklin Creamery
on Washington Avenue North at 21st Avenue—
subsequently razed to make room for |-94
Photograph from the Minneapolis Star and

Tribune News Negative Collection; courtesy

of the Minnesota Historical Society.
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26th and Washington Avenues, and, following
the morning and preceding the afternoon rush
hour, a parade of streetcars either leaving or
going in service could be seen moving along
Washington between North Side and downtown
Minneapolis.

North of the Camden business district,
the line originally continued north on Lyndale
to 52nd Avenue to serve the old Minneapolis
Workhouse. In 1925, it was diverted to Bryant

TCRT ran a series of short shuttle
bus routes that acted as extensions
of the streetcar lines. Some were
later replaced by streetcars.

This particular bus began at

49th and Humboldt Avenues

North, and fed passengers to the
North Washington Avenue cars
at Camden. Bus 1 was built by
Eckland Brothers at 28th Street
and Lyndale Avenue South

in Minneapolis.

Avenue north of 45th Avenue to serve a resi-
dential neighborhood that did not develop com-
pletely until after World War II.

A feeder bus route was established in 1921
connecting the end of the 2nd St. N.E. car line
with the Washington Ave. N. line at 42nd and
Washington Avenues. The Humboldt bus, as it
was called, operated via the Camden bridge. In
1922, it was extended west on Webber Parkway
to a connection with the Fremont line and north

Washington Avenue North

at Lowry Avenue, where
passengers could transfer to
the Lowry Avenue crosstown
bus. All the houses on the west
side of the street have been
replaced by Interstate 94.
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The Camden business district grew
up around the six-legged intersection
of Washington Avenue, 42nd Avenue,

Lyndale Avenue, Webber Parkway,
and the Camden bridge, the most
northerly Mississippi River crossing in
the city. Note the Camden Theater
at left. Photograph courtesy of the
Minnesota Historical Society.
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on Humboldt Avenue to 52nd Avenue in 1924.
The line across the Camden bridge was aban-
doned in 1926; in 1948, it was extended to 51st
and Upton Avenues.

During World War II, the huge Northern
Ordnance munitions plant in Fridley operated
a shuttle bus across the Camden bridge to the
Washington streetcar line. This service was
notable for employing unusual-looking buses
that had been custom built for the 1939 New
York World’s Fair.

2nd St. N.E.

0 0.25 0.5 1 Miles
!

Years of operation: 1891-1954

Paired with: Western (Glenwood)
(1891-1919), Nicollet (1919-54)

Service frequency: Ten minutes off-peak;
five minutes peak

As the northern leg of the Nicollet line, 2nd
St. N.E. was among the busier lines in the sys-
tem. Its traffic came from the primarily Polish
and Italian neighborhoods of “Nordeast” Min-
neapolis; its riders headed for errands or jobs

2nd St. NL.E. line

il L

downtown or the industrial area along the Mis-
sissippi River. The line served residential neigh-
borhoods broken up with railroad corridors and
industries, including the Grain Belt and Gluek
breweries and the Northern States Power Riv-
erside Power Plant. It had more railroad grade
crossings (four) than any other line.

From 1915 until 1939, when it ended rail
operations, cars of the Minneapolis, Anoka &
Cuyuna Range Railway used the 2nd St. N.E.
line on their run from Anoka to downtown
Minneapolis. A short segment of the Anoka line
was revived between 1943 and 1948 to shuttle
employees from 30th and Marshall Avenues,
the end of the 2nd St. N.E. line, to the Northern
Ordnance defense plant on East River Road in
Fridley. Hundreds of war workers used the 2nd
St. N.E. line and the shuttle every day.

The 2nd St. N.E. line made a jog
at Broadway, passing the Little
Sisters of the Poor Convent.



Grand Street, shown here at
28th Avenue Northeast, is the
center of a slender neighborhood
sandwiched between railroad
tracks on the east and the
Mississippi River on the west.

TCRT inaugurated a feeder bus extension
in 1940. Operating from a connection at 30th
Avenue and Grand Street Northeast, the bus
route followed California Street, St. Anthony
Boulevard, Main Street, 36th Avenue, and 3rd
Street, to 37th Avenue Northeast. It was ex-
tended in 1947 to 44th and Madison Avenues
in Columbia Heights. The route became part of
the Nicollet Avenue bus line when streetcar ser-
vice ended in March 1954.

Monroe

Dates of operation: 1891-1954

Paired with: Bryant (1891-1920), Grand
(1920-52), Nicollet (1952-54)

Service frequency: Fifteen minutes off-peak;
ten minutes peak

Monroe, like 2nd St. N.E. and Central, was an
important line serving the northeast Minne-
apolis neighborhoods—a mixture of working-
class housing and light industry. Traffic was
very heavy all along Monroe Street to and from
downtown Minneapolis, but also to and from
industries in the area. The Shoreham Shops of
the Soo Line Railroad were located at the end of
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Monroe line

A Minnesota Railfans
Association excursion passes
the large mill and crosses the
Northern Pacific’s “Mulberry
Line” at 18th Avenue Northeast.
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Minneapolis, Anoka & Cuyuna Range Railway

From the fur trade to lumber and flour milling, Anoka’s
history reflected the changing face of Minnesota’s
nineteenth-century economy. Founded in 1843 as a fur
trading settlement at the confluence of the Mississippi
and Rum rivers, the town’s proximity to waterpower
attracted lumbermen, who put a dam across the Rum
River and built a sawmill there in 1853. Then the St.
Paul & Pacific Railroad arrived in 1864, and Anoka was
linked to Minneapolis and the developing farm regions
to the north and west. Access to eastern markets and
North Dakota wheat prompted the Washburn inter-
ests to build a flour mill in 1880, rebuilding it in 1885
after a disastrous fire the year before. By the turn of
the century, Anoka industries were busy processing po-
tatoes, turning wheat into flour, and making shoes—
eight hundred pairs a day—at a local factory.

This prosperity stimulated discussions about the
need for improved transportation between Anoka
and Minneapolis, and several proposals were put for-
ward to construct a new railroad between the two
cities. One of them took hold. The Minneapolis &
Northern Railway was incorporated in Maine in 1912.
It subsequently acquired the franchises of a prede-
cessor company, the Anoka—Minneapolis Suburban
Railway, which lay moribund since its incorporation
in 1909, unable to secure financing for construction.
By July 1913, the company had completed its own
line to 34th Avenue Northeast and Marshall Street in
Minneapolis and obtained trackage rights over the
Soo Line’s Mississippi River bridge to 42nd Avenue
North and Washington (Camden Place), where it met
TCRT's streetcars.

The Minneapolis & Northern opened passen-
ger service with two gas motorcars supplied by the
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The Northern Pump shuttle car waits
at the corner of Marshall Street and
30th Avenue Northeast, opposite the
Northern States Power Company’s
Riverside Station power plant.
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McKeen Motor Car Company of Omaha, Nebraska.
These cars were fifty-five feet long and resembled
electric interurban cars; unlike interurban cars, which
drew power from an overhead trolley, these were self-
contained, powered by a gasoline engine and a direct
mechanical drive. The McKeens proved unsuccessful
on the Minneapolis & Northern, and their enumerable
mechanical problems undoubtedly contributed to the
company’s financial woes and its eventual receiver-
ship in January 1915.

Its successor, the Minneapolis, Anoka & Cuyuna
Range Railway, took over operations in March 1915.
With new financing and renewed ambitions, it pro-
posed building north to the Cuyuna Iron Range and
electrifying the line. It never reached the Iron Range,
nor did it go beyond Anoka, but it did electrify the line
and acquire several cars from TCRT and a used street-
car dealer in Cleveland, Ohio. It also built a track con-
nection to TCRT’s 2nd St. N.E. line at 30th and Grand
Street Northeast, which gave it an entrance to down-
town Minneapolis via trackage rights. A ticket office
was located in rented space in a building at 517 2nd
Avenue South. Later it shared a depot on North 7th
Street with the Dan Patch line and the Luce line.

A 1916 timetable showed seven weekday round
trips between Minneapolis and Anoka with extra
service provided on Saturdays and Sundays. Sched-
ule speed was only seventeen miles per hour, owing
largely to the amount of street running in Minne-
apolis. The running time would increase over time
as track deteriorated. Derailments became more fre-
quent. Near the end of service, the line was known as
“Old Rock and Roll.”

The Minneapolis, Anoka & Cuyuna Range Railway

worked hard to attract freight business and had some
moderate success. It took over switching chores at the
Lincoln Mill of the Pillsbury-Washburn Flour Compa-
ny and brought in carload freight for other local in-
dustries, handling some 3,278 carloads in 1926.

Unfortunately, the freight business was not enough
to stave off troubles, and the heavier freight car load-
ings increased the wear and tear on track and road-
bed. The company entered a second receivership in
July 1926. Although its freight business improved
slightly, passenger losses offset any gains, and the
company suffered a 40 percent drop in total revenues.
On August 29, 1929, it was sold at public auction,
becoming the Minneapolis, Anoka & Cuyuna Range
Railroad Company.

The name change did not help given that auto-
mobile and truck competition kept right on eating
away at the line’s remaining business. The Lincoln
Mill closed in 1932. That and the economic effects
of the Depression foreclosed any hope for the fu-
ture. All maintenance on track and equipment was




The optimistically named
Minneapolis, Anoka & Cuyuna
Range Railway made it from
Minneapolis to Anoka and

no farther. It paralleled Coon
Rapids Boulevard and East River
Road, entering Minneapolis
over the 2nd St. N.E. line.
Known in its later years for
deplorable track, the railway
last ran passengers to Anoka
in 1939.

discontinued, and conditions grew so bad that cars
literally fell apart. One car had its air compressor fall
off while it was standing on an Anoka street.

A tornado ripped through Anoka in 1939, de-
stroying most of the trolley wire in the downtown.

Lacking funds to make repairs, the company sub-
stituted buses and ended all rail passenger service
on August 23, 1939. Freight service continued until
1943, when the line was sold to Northern Ordnance,
Inc. It rebuilt the line from 30th Avenue Northeast
and Marshall Street to its defense plant adjoining the
East River Road in Fridley and began a shuttle service
from the end of the 2nd St. N.E. streetcar line to the
plant. TCRT rebuilt three former Anoka cars for the
shuttle service. The service was only for Northern
Ordnance employees and was discontinued in 1948.
All track between the Northern Ordnance plant and
Anoka was dismantled for scrap in 1943.

Although the wire came down and the cars
were scrapped in the early 1950s, this remnant of
the Minneapolis, Anoka & Cuyuna Range lasted
until 1967, serving Northern Ordnance. The Great
Northern Railway purchased the line and in 1971
removed all the track except for two spurs serving
the Minneapolis Waterworks that remain in service
today.

The Minneapolis, Anoka & Cuyuna Range Railway
was part of the electric interurban craze that swept
the country in the early twentieth century. The dot-
com bubble of that day, the interurbans tended to be
cheaply built and financially leveraged. Cleaner and
more convenient than the steam railroads, they were
quickly eclipsed by the automobile. The line termi-
nated at the Anoka depot, located on the north side of
Main Street next to the Rum River. If car 1 looks famil-
iar, it was built at TCRT’s Snelling Shops in 1915. Photo-
graph courtesy of the Minnesota Historical Society.

the line at 27th Avenue and Washington Street
Northeast and were a dependable source of

passenger traffic.

In 1935, TCRT experimented with a short
crosstown bus from Broadway and Monroe
Streets via Monroe, 18th Avenue, Central Ave-
nue, and 19th Avenue to Stinson Boulevard. It
was discontinued in 1936.

The Monroe Street line

ended on Washington Street
Northeast at 27th Avenue, the
southern edge of the Soo Line’s
Shoreham rail yards and shops.
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The mighty 3rd Avenue bridge, Central

S-curving over St. Anthony Falls, Years of operation: 1891-1953

Paired with: Lake Harriet (1891-1892),
8th Ave. (Chicago) (1892-1910), Nicollet
(1910-19), Bloomington (1919-53)
Service frequency: Ten minutes off-peak; five

was opened in 1920, bringing
streetcars past the Exposition
Building for the first time. Ex-
position Building subsequently
gave way to a Coca-Cola bottling

) o minutes peak
plant. La Rive Condominiums

currently occupy the site. Central Avenue became a busy commercial-
Central line industrial strip, the retail spine of northeast Min-
neapolis, thanks to the streetcar service. Colum-
bia Heights became an early residential suburb
for the same reason. Columbia Heights was
developed and heavily promoted by Thomas
Lowry and is an example often cited to show the
relationship between residential development
and the expanding street railway system. Stu-
dents from Edison and Columbia Heights high
- : schools, the Northrup King seed plant and the
- — : ol d A ~T - Shoreham Shops of the Soo Line Railroad bol-

< TELLL i | l stered ridership.
1) T

Eastbound on 40th Avenue Northeast
at Quincy Street in Columbia Heights.
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A Columbia Heights car has just
crossed the Mississippi on the
3rd Avenue bridge and is now

on Central Avenue at University

Avenue, viewed from the Ex-
position Building. Photograph
by Joseph Zalusky; courtesy of
the Minnesota Historical Society.
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Minneapolis Filtration
Plant Railway

In 1913, Minneapolis needed a dependable
source of clean water for its new industries and
growing population, and it began work on a new
water treatment plant in Columbia Heights. The
location it selected was close to the Mississippi
River and one of the highest points in the area,
an important feature for a gravity-fed system.
Chemicals and sand were needed to filter and
treat the river water, and it was determined that
a rail connection was the best way to bring car-
load shipments to the plant.

The city chose to involve TCRT in the project
and entered into an agreement with the com-
pany. Under its terms the city would operate the
line; TCRT would supply electric power and main-
tain any electric locomotives or cars that would
be used in the operation.

F. W. Cappelen, the Minneapolis city engi-
neer, designed the line, and city crews graded the
right of way. TCRT furnished labor and materials
to lay the track and put up the overhead. The line
ran from a connection with the Soo Line Railway
at a point where it crossed Central Avenue south
of 37th Avenue Northeast. There it followed
Central Avenue for few hundred feet on its own
tracks, parallel to TCRT’s. At Reservoir Boulevard
it turned northeast and ran alongside the west
side of the boulevard to the filtration plant at
49th Avenue Northeast. The line was 1.5 miles
long, making it one of the shortest electric rail-
ways in the entire country.

The city purchased a car from McGuire-
Cummings Mfg. Co., a major builder of electric
railway rolling stock. It had a passenger-carrying
car body that could accommodate a seated load
of thirty-six passengers and was fitted with stan-
dard railroad couplers that allowed it to move
a single loaded freight car up the grade to the
plant. When the line opened in 1917, the area
along Reservoir Boulevard in Columbia Heights
had few residences, but in anticipation of future
growth it was determined that several additional
passenger trips should be provided for online
passengers, even though the majority of riders
were workers going to and from the plant.

Periodically the car had to go to Snelling Shops
for repairs. Because there was no direct track con-
nection, the car was run down the hill to Central
Avenue to a point where it crossed TCRT's tracks.
There, first one truck, then the other, was derailed
and than rerailed on TCRT's tracks for the trip to
Snelling. This totally bizarre operation was just
one more oddity.
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Why the line was built and operated by the city
of Minneapolis is an even more interesting ques-

The Filtration Plant Railway followed the
western edge of Reservoir Boulevard,

tion. The city could have simply contracted with
TCRT, as the university did for the Inter-Campus,
or it could have arranged with the Soo Line to
build a branch line to the plant and switch the
cars. It is possible the city and the company were
not on the best of terms. The city regulated the
Minneapolis system, and there was an ongoing

which climbed a steep grade from
Central Avenue to the plant. Car 1 was
unusual because it was designed to
haul freight cars and carry passengers.

dispute at the time over a proposed fare increase. ]olmson
Years of operation: 1911-53
Paired with: Shuttle to Central Avenue
(1911-12), Kenwood (1912-18), Grand
(1918-20), Bryant (1920-53)
Service frequency: Ten minutes off-peak;

Things may have been just too tense politically for
the parties to make an operating agreement.
Another possibility has to do with TCRT’s cor-
porate structure. The Minneapolis Street Railway
operated solely within the city limits of Minne-
apolis. Because the filtration plant was in Colum-
bia Heights, the operation would have been under five minutes peak
the Minneapolis & St. Paul Suburban Railroad
Company, a subcorporation of TCRT over which
the city had no jurisdiction. As for the Soo Line,
it no doubt would have used steam locomotives,

There was no service on Johnson Street before
1911. TCRT originally built a line on 8th Street
Southeast from Central Avenue to 14th Ave-
nue Southeast in 1899. In 1902, it was paired

which would have been very unpopular in a de-
veloping residential area, especially on washdays. . . )
As it was, the Minneapolis Filtration Plant with the Kenwood line, then with Bryn Mawr

in 1906. In 1911, a new line was built from Cen-
tral and 18th Avenue Northeast via 18th Ave-
nue to Johnson, then north on Johnson to 28th

Railway offered a charming form of incidental
transportation for residents along Reservoir Boule-
vard through May 1948, when passenger service
ended. It also provided lifetime employment for
its only motorman until he retired shortly before Avenue Northeast. A shuttle car provided ser-
the line quit in 1953 and the city started trucking

supplies to the plant.

vice from Central Avenue. The following year

The Minneapolis Filtration Plant

Railway was built to carry freight and
employees to the plant, which is located
in Columbia Heights. It also ran an
infrequent scheduled service for the
public, meeting Columbia Heights cars
at 37th and Central Avenues Northeast.
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Newspaper photographs of

service disruptions provide

a glimpse of locations that

would otherwise have eluded
Johnson line attention, such as Johnson
Street north of Broadway, a
place of quarries rather than
residential development.
The halted streetcars and the
onlooking crowd suggest
a traffic mishap of some
Johnson Street turned into 10th sort. Photograph from the
i — Avenue Southeast at this Great Minneapolis Star and Tribune
Wd\}ﬁ Northern Railway underpass. This News Negative Collection;
~ was the route of State Highway 36. courtesy of the Minnesota

Photograph courtesy of Forrest Historical Society.

the shuttle was abandoned, and a new line Johnson.

opened from Hennepin and 8th Street South-
east via 8th Street to 10th Avenue Southeast, to
Johnson Street and north on Johnson to 29th
Avenue Northeast.

Johnson Street did not begin filling in until
1910-25. There were a few industries in the
adjoining neighborhoods, but unlike Central
Avenue, which was lined with businesses and re-

STINSON BLVD NE

JOHINSONSENE:

TH AVE SE

&

0 0.25 0.5 1 Miles
L |

tail shops, Johnson was mostly residential with a
few neighborhood businesses at scattered inter-
sections, most notably at 29th Avenue. Between
Broadway and 18th Avenue Northeast, there
was a sand and gravel mine. TCRT built a spur
into it to load sand. Today’s Quarry shopping
center is a reminder of that former land use.

There is a geographic divide within north-
east Minneapolis. The flat neighborhoods west
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of Central Avenue, closer to the river, were set-
tled first and tended more toward worker hous-
ing. East from Central there is a high glacial
ridge centered on Johnson Street. It attracted
more expensive housing, but that housing filled
in at a much slower pace, and the new construc-
tion often came with garages for automobiles.
The higher incomes, lower densities, and auto-
mobiles, along with the lack of commercial traf-
fic generators, resulted in lower ridership on
Johnson than on Central.

Northwest Terminal

Years of operation: 1920-48

Paired with: Nicollet (1920-48)

The Northwest Terminal line was originally
routed via East Hennepin to 8th Street
Southeast, then via 8th to Johnson Street
Northeast to East Hennepin. In 1921, new
track was built on East Hennepin between
8th Street and Johnson (see map for
details).

Service frequency: Thirty-minute off-peak

service with some extra trips during rush
hours; rush hours only after World War II

While the zoning of industrial districts was
nothing new, the concept of an “industrial park”
first appeared in Minneapolis along Stinson
Boulevard between East Hennepin Avenue and
Broadway Street. Constructed just after World
War I, the Northwest Terminal was a large in-
dustrial warehouse and manufacturing com-
plex that housed multiple businesses. It was
the first such facility designed for both rail and
truck access. The buildings fronted on broad
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lawns. Stinson Boulevard was landscaped, and
the streetcar tracks were put down in an attrac-
tive, tree-lined median strip. Streetcars turned
around at Stinson Boulevard and Broadway
Street on a wye in front of the landmark Cream
of Wheat building, now converted to residen-
tial use.

Unfortunately, the complex attracted more
automobile drivers than streetcar riders. In
1946, TCRT introduced a shuttle bus operating
from a connection with the end of the North-
west Terminal streetcar line and from there
along Stinson Boulevard to Lowry Avenue and
McKinley Street, where it met the Lowry Ave-
nue crosstown bus. Frustrated with poor rider-
ship, TCRT ended rail service on January 10,
1948, replacing it with an extension of the Bryn
Mawr bus line from downtown Minneapolis via
East Hennepin to Stinson Boulevard to Lowry
and McKinley. The shuttle was discontinued.

Franklin—11th

Years of operation: 1914-40

Paired with: Ft. Snelling (1914-21),
Robbinsdale (1935-40)

Service frequency: Twenty minutes off-peak;
extra service provided during rush hours

Much of this lightly patronized line duplicated
or crossed other lines, and its 11th Street
route along the edge of downtown Minneapolis

placed it several blocks from the heart of the
central business district. The new Franklin
Avenue bridge opened in 1924, and an exten-
sion was built across the bridge to 27th Avenue
Southeast and a connection with the Oak line
at 27th and Yale Avenue Southeast. The line
became a bus operation in November 1940. At
that time it was rerouted to a new terminal at

The Northwest Terminal Line was
extended up Stinson Boulevard to
Broadway in 1920 to serve this large
industrial development. Off-peak
ridership was limited, and it was
reduced to peak-period service, the
only such streetcar line in the system.
Photograph by Norton & Peel; courtesy
of the Minnesota Historical Society.

The Northwest Terminal line on
East Hennepin Avenue crosses
under the Great Northern
Railway, which had grade-
separated its railroad through

northeast and southeast
Minneapolis.
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The Franklin—11th line, seen

here at 24th Avenue, largely

duplicated other routes, so it

 SYLVESTE was replaced by a bus in 1940.
THE RELIAB Photograph courtesy of the

Minnesota Historical Society.

Franklin Avenue and Bedford Street Southeast,
which better served the hilltop Prospect Park
neighborhood. In 1951, the Franklin bus added
a branch down East River Road to St. Anthony
Avenue, the St. Paul city limits.

E. 25th St.

Years of operation: 1912-53
Paired with: Shuttle from Cedar and

o Minnehaha (1912-14), Downtown only
o ;\ (1914-18), Kenwood (1918-20), Emerson
. and Camden (1920-21), Kenwood
(1921-38), Downtown only (1938-46;
cars operated via Washington to 5th

Avenue South, to 5th Street, to the wye
at 5th Street and 5th Avenue North; some
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< g = 2 Service frequency: Fifteen minutes off-peak;

extra service provided during rush hours

The Franklin-11th line was extended
across the Mississippi in 1924 but

lasted only until 1940. It was a weak
route because it bypassed the center of
downtown on 11th Street and crossed
six other competing streetcar lines. The
landmark Prospect Park water tower rises
in the distance. Photograph courtesy of
the Minnesota Historical Society.
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E. 25th St. line

Looking south in 1951 on
Minnehaha Avenue from the
19th Avenue intersection. While
the basic street alignments are
unchanged, the street angling
to the right is now Cedar
Avenue, relocated a block to
the east and grade-separated
to avoid the difficult at-grade
crossing of Franklin Avenue and
the Milwaukee Road tracks. Old
Cedar now dead-ends at the
Franklin Avenue LRT station.
Photograph by Norton & Peel;
courtesy of the Minnesota

Historical Society.



On its way to the Ford bridge, the

E. 25th St. line zigzagged, its turns
designed to center the line in the
Longfellow neighborhood and minimize
walking distance for passengers. To
maintain this optimal spacing, it used
34th and 41st Streets, which were
otherwise not arterial streets. This is East
41st Street, looking toward 46th Avenue.

This E. 25th St. car is exiting the east end of the

Ford Parkway bridge across the Mississippi River.
Shortly, it will enter the double-track loop in front
of the Ford plant, where passengers can transfer
to the Randolph car to downtown St. Paul.

The E. 25th St. line served the residential
Seward and Longfellow neighborhoods be-
tween Minnehaha Avenue and the Mississippi
River. Its southeasterly course required it to
zigzag toward the river in such a way as to
minimize the walking distance to it. To achieve
this, it turned five times. In 1927, cars were
routed over the new Ford Parkway bridge to a
connection with the Randolph line at the new
Ford plant in Highland Park. The E. 25th St.
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line was built very late. Automobiles were ap-
pearing in considerable numbers, and many of
the small bungalows that went up in the 1920s
along 42nd and 46th Avenues came with de-
tached garages. Business to the Ford plant
surged during World War II, but only a hand-
ful of passengers typically made the trip there-
after. By the time an E. 25th St. car crossed
the Ford Parkway bridge in the early 1950s, it
was usually empty.
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The Randolph car from St. Paul _.f s
meets the E. 25th St. car at the S :L
Ford plant loop. The two motor- ‘
men from different stations chat
during their layover.
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Minnehaha Falls— : »
Ft. Snelling s f

Years of operation: 1890-1953

Originally served by the Motor Line
(1884-1891)

Paired with: Downtown only (1891-1919), Ft.
Snelling cars routed via Franklin-11th St.
1914-21), Plymouth Ave., Minnehaha Falls
cars only (1919-21), all cars paired with
Plymouth Ave. (1921-46), Downtown only
(1946-50), Washington Ave. N. (1950-53),
Downtown only (April-December 1953)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours.
(Between 1909 and 1936, through inter-
urban service was provided to downtown
St. Paul and the city’s east side, first
to East 7th Street and Duluth Avenue

[1909-27], then Hazel Park [1927-32] and, /{
finally, the Hope Street line [1932-36].) 2 V4

1 Miles

Minnehaha Falls—
Ft. Snelling line
Ft. Snelling Shuttle

Since it has been severed by the freeway, it is
easy to forget that Riverside Avenue, shown
here near Cedar Avenue, is the extension of
4th Street, but the Minneapolis city hall in
the distance makes that clear.

07

Fort Snelling did not receive direct streetcar
service from Minneapolis until 1905. Before
then it relied on the steam trains of the Chicago,
Milwaukee & St. Paul Railroad, which had built
its Mendota—Minneapolis line along the bluff
below the fort in the 1860s and extended a spur
to the fort to bring in supplies and an occasional
troop train. Presumably, the absence of devel-
opment south of Minnehaha Park made TCRT
reluctant to extend its Minnehaha line to the
fort until that comparatively late date. Service
from St. Paul would have to wait until 1909, the
year a new bridge opened across the Mississippi
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Looking north toward the Princess
Depot, this track is a remnant of
the original line from Minneapolis
to Ft. Snelling. It was abandoned
south of the Soldiers Home bridge
in 1930 in favor of a new route
via 42nd Avenue and 54th Street
to serve a developing residential
neighborhood and the Veterans
Administration Hospital. This
segment was retained to serve
the home and to handle special
movements to Minnehaha

Falls Park, such as the annual
Svenskarnasdag and Syttende
Mai celebrations. These were
some of the last center overhead
wire poles, once common through-

out the system, to survive.

The more direct route alignment
to Ft. Snelling was replaced by
this 1930 diversion on 42nd
Avenue shown at 52nd Street.
This is a good example of an
oil-and-dirt unpaved street.

AT

d
2

.

A southbound car on
Minnehaha Avenue at 43rd
Street. Photograph courtesy of
the Minnesota Historical Society.

The Twin Cities Speedway opened in 1915 just southwest
of the site of the VA Hospital, on land that is now part

of the airport. TCRT built a one-mile spur line to serve

it, including a large staging yard, similar to the one

at the State Fair. The speedway was a financial failure,
closing in 1917 after only a handful of races. The photo
shows streetcars waiting in the yard. Note the trainmen
standing on the car roofs to the right watching the race.
Photograph courtesy of the Peter Bonesteel Collection.



from West 7th Street, replacing an earlier wagon
bridge that was too narrow and lightly construct-
ed to accommodate streetcar traffic.
Minnehaha Falls was first served by an
1884 branch of the Motor Line that ran from
Nicollet Avenue across 37th Street to a private
right of way west of Minnehaha Avenue, then
south to Minnehaha Falls, stopping at the Min-
nehaha Falls depot of the Milwaukee Road. This
service ended in 1891 when the horsecar line on
27th Avenue was electrified and extended out

Minnehaha Avenue first to 37th Street in 1890,
then all the way to Minnehaha Falls in 1891.
Another extension via a long stretch of private
right of way brought the line to Ft. Snelling in
1905. In 1915, track was laid from 51st Street
and the right of way to a motor speedway (auto
racetrack) at 46th Avenue and 60th Street. The
speedway closed in 1917, and the track was aban-
doned. In 1930, new track was laid through a new
residential neighborhood on 42nd Avenue from
Minnehaha Park to 54th Street and east on 54th

Between the world wars, Ft.
Snelling was the sleepy, green
“country club of the Army.”

The highways from Minneapolis
and St. Paul passed directly
through the site of the historic

fort, passing the Round Tower.
Streetcars from both cities
met the shuttle to Officers
Row on the wye track at left.
Photograph courtesy of the
Minnesota Historical Society.
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The Ft. Snelling Shuttle

The Spanish-American War brought a surge of activity
to Ft. Snelling. The Chicago, Milwaukee & St. Paul
Railway provided freight and some passenger service
to the fort, but the closest streetcar line to downtown
St. Paul on West 7th Street ended abruptly just short of
the Ft. Snelling bridge. The closest line to downtown
Minneapolis ended at Minnehaha Park. This situation
seriously inconvenienced troops stationed at the fort
and made it difficult for civilians to get to jobs on
the military reservation. It was particularly burden-
some for officers and their wives and families living at
the fort, who wanted access to civilian amenities. Fort
Snelling became a very desirable post immediately
after the turn of the century and was considered “the
country club of the Army,” even though it was only
twenty years removed from the frontier and forty
years from the Dakota Conflict of 1862.

There were many happy soldiers when the Min-
nehaha Falls line was extended to the fort in 1905,
and even more so when a new bridge was constructed
across the Mississippi in 1909 and the West 7th Street
line came across, joining with the Minnehaha Falls
line. As an accommodation, TCRT built a mile of track
from the new bridge into the military reservation. Fort
Snelling was a large post, and many of its facilities, in-
cluding the hospital, barracks, and officers’ residences,
were a considerable distance from the streetcar line.
The army provided the right of way behind the Taylor
Avenue row of barracks and officer quarters. In ex-
change for the rights of way used by the lines from
Minneapolis and St. Paul, TCRT had to construct and
operate the shuttle free of charge. Schedules called for
the shuttle to meet the Minneapolis and St. Paul cars
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FORT SNELLING
MINNESOTA
NEAR THE TWIN CITIES

Y ST S

simultaneously at the wye by the Round Tower. Sev-
eral times an hour, the three cars lined up nose to tail,
exchanged passengers, and went their separate ways.

The Ft. Snelling Shuttle ran until 1952. It was as-
signed a special double-ended car because there was
no wye on the south end of the line. Along with it
came the most senior motorman in the system, be-
cause it was easy duty with no fares to collect. During

\

4 aACK.
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This World War I-vintage TCRT map clearly
shows the Minnehaha Falls—Ft. Snelling
and West 7th Street lines and the short
Ft. Snelling shuttle that served Officers Row.

World Wars | and 1, Ft. Snelling was an induction
center, and the shuttle performed its patriotic duty,
moving hundreds of recruits. After World War I, the
fort declined and the car became an amusement ride
for Nokomis and Highland Park kids who would bike
or ride the streetcar to the junction at the 7th Street
bridge and then ride the shuttle until the motorman
put them off.

The restoration of old Ft. Snelling and the freeway
interchange obliterated evidence of the streetcar sta-
tion and the right of way near the Round Tower. Across
Highway 5 to the south, however, the grade can still
be seen running parallel to and behind the remain-
ing barracks and administration buildings.

The Ft. Snelling Extension, also referred to
as the shuttle or dummy, was one of the few
places TCRT used a double-ended streetcar.
Regularly assigned car 1230 travels alongside
Highway 5. This area is now freeway.



Street to the Minnehaha right of way, bringing
streetcar service to the Veterans Administra-
tion Hospital at 54th Street and 47th Avenue.

Besides the fort and Minnehaha Park, the

line served businesses in the Seven Corners and
Cedar-Riverside neighborhoods, Fairview and
St. Mary’s Hospitals, Augsburg College, and vari-
ous shops and businesses at 27th Avenue South
and Lake Street. Workers from the Minneapolis-
Moline farm implement plant just west of 27th
and Lake crowded the cars at shift changes.
South of Lake Street the line passed through
the residential neighborhoods along Minne-
haha Avenue, serving them as well as employees
of the grain elevators, lumberyards, and light
industry that lined Hiawatha Avenue a short
distance to the west.

In April 1953, Ft. Snelling cars began
turning around at a wye at 54th Street and
47th Avenue South, directly opposite the VA
Hospital. Buses had replaced streetcars on the
West 7th St. line in St. Paul in 1952. They were
extended into Minneapolis, connecting with
the Ft. Snelling cars at 47th and 54th. By that
date, there was very little passenger traffic to
the fort, but the hospital remained an impor-
tant destination, making it more sensible and
convenient to connect the Minneapolis and St.

Paul service there.

Cedar—28th Ave. S.—
34th Ave. S.

Years of operation: Cedar—28th Ave. S.
(1891-1950), 34th Ave. S. (1926-53)

Cedar-28th Ave. S. paired with:
Downtown only (1891-94), Emerson
(1894-1910), Washington Ave. N.
(1910-26), Robbinsdale (1940-438),
Downtown only (1948-50)

34th Ave. S. paired with: Washington Ave. N.
(1926-50), Downtown only (1950-53)
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Cedar-28th Ave. S.—
34th Ave. S. line

(At various times between 1914 and until
1933, when the line on Cedar was aban-
doned south of 42nd, a shuttle car was
used on Cedar Avenue. It ran from Lake
Street, then 35th Street, then 42nd Street
to the south end of the line.)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

A 28th Ave. S. car, westbound
on 35th Street at 19th Ave-
nue. Photograph from the
Minneapolis Star and Tribune
News Negative Collection;
courtesy of the Minnesota
Historical Society.
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The junction of Franklin and Cedar Avenues was a

contender for the title of “worst intersection in

Twin Cities.” The Milwaukee Road’s line to downtown
passed diagonally through the intersection, tying up
traffic and three streetcar lines (one a bus route after

1940). The Minnesota Highway Department diverted
Cedar Avenue to the east and grade-separated both

streets in 1950. Eventually the railroad was abandoned,
to be replaced in 2004 by the Hiawatha Light Rail line.
Photograph from Minnesota Highway Department
Records; courtesy of the Minnesota Historical Society.

The Cedar Ave. shuttle waits at
42nd and Cedar. Its short (1.5
mile) trip to 52nd Street and
Bloomington Avenue was one of
the system’s first abandonments
in 1933. Photograph courtesy of
the Minnesota Historical Society.

CEDAR AVE. | Neu

the

The neighborhoods south of 42nd Street and
east of Bloomington Avenue to West River Road
did not begin filling in until well after World
War I. There were still vacant lots as late as
1960. They were served by streetcars that trav-
eled down Cedar Avenue, then split into three
branches that straddled Lake Nokomis along
Cedar, 28th Avenue, and 34th Avenue. These
were operated in different configurations over
the years, but to limit confusion, they are treat-
ed as a single streetcar line. When develop-
ment began in the 1920s, the demand was not
for streetcar service but for improved streets,
off-street parking, and homes with garages. By
the time the last rail was laid on 28th Avenue
in 1929, the automobile culture was well estab-

lished. TCRT made multiple reroutings and
other service changes to improve operational
efficiencies—use of a shuttle car along Cedar
Avenue is just one example—but nothing could
overcome the low-density, residential character
of these neighborhoods and the absence of a
strong traffic base. Retrenchment came early.

The intersection of 42nd Street
and 28th Avenue South was
unusual because two lines
met but did not cross. Instead,
each turned. That changed in
1950, when the 28th Ave. line
was abandoned south of 42nd
Street, and the 34th Ave. line
was abandoned north of 42nd.
The solution was to connect the
rails on 42nd east and west of

28th Avenue, in progress in this
photograph.




The Cedar line south of 42nd Street was aban-
doned in 1933, just twelve years after it opened
in 1921. A major railroad grade separation proj-
ect in 1950 at the junction of Cedar, Franklin,
and Minnehaha Avenues forced abandonment
of rail operation on Cedar between Franklin
Avenue and Lake Street. The 28th Ave. S. line
was converted to buses.

From 1942 until 1950, a shuttle bus was
provided from the end of the 34th Ave. S. street-
car line at 54th Street to Wold-Chamberlain
Field. Airport service was revived in 1952 as an
extension of the 28th Avenue bus line.

On the last day of service,
April 17, 1953, a 34th Ave. car
crosses Minnehaha Parkway.

Streetcar line extensions gener-
ally preceded development.

Years of operation: 1891-1953

In this photograph from 1950, Paired with: Downtown only (1891-94),

new postwar houses are still Plymouth (1894-1919), Central (1919-53)
being built along the 28th Service frequency: Ten minutes off-peak; five

Ave. S. line at 54th Street, even minutes peak

though the track was opened in

1929. Photograph by Norton & . .
Peel; courtesy of the Minnesota filled in much later than neighborhoods west

Bloomington Avenue south of 38th Street

Historical Society. of Chicago Avenue. As late as 1920, there was

Trolleys in Your Neighborhood 245



11TH AVE S

CEDAR AVE §

w
>
<
T
|5}
E

24TH ST

PARK AVE

26THSTE

PORTLAND AVE

28THSTE

M BLOOMINGTON AVE

LAKE ST

1892

31STSTE

32ND ST
34TH ST
35THSTE

36TH STE

38THSTE

42ND ST E

46THSTE

BLOOMINGTON AVE S

48TH ST E|

CHICAGO AVE

54TH STE

1905I

.
1911

1922
CEDAR AVE S

1928

52N

1933

STE

Lake
Nokomis

0 0.25 05
L L | L

1 Miles
|

Bloomington line

The last track expansion was 1933, in
the depths of the Great Depression,
on Bloomington Avenue from 52nd
to 54th Streets, serving a newly built,
treeless neighborhood just west of
Lake Nokomis. Photograph from the
Minneapolis Star and Tribune News
Negative Collection; courtesy of the
Minnesota Historical Society.

considerable vacant land all the way south to
Lake Nokomis. The intersection of Bloomington
Avenue and Lake Street became a busy transfer
point connecting with the Selby-Lake cross-

Bloomington Avenue looking
south toward the crossing of
Minnehaha Creek.
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town line. Multiple businesses grew up, in-

cluding a bank and a large movie theater. In
1922, an experimental electric trolley bus began
operating as a shuttle from 38th Street to 48th
Street. It ran for a year but was replaced when
rails were laid all the way to 48th. The final
1933 extension from 52nd to 54th Street marked
the end of streetcar expansion, except for a half
mile on Nicollet Avenue in 1948.

Chicago

Years of operation: 1890-1953

Paired with: Downtown only (1890-92),
Central (1892-1910), Penn-Emerson
(1910-53)

Service frequency: Five minutes off-peak;
three minutes (or less) peak

Traffic on Chicago Avenue came mainly from
residential neighborhoods adjoining the line,
with most passenger trips beginning or ending in
the downtown business district. Large numbers
of passengers transferred at Lake Street to
and from the Selby-Lake line. The huge Sears
store and warehouse at Chicago and Lake was a
major source of business as was Northwestern
Hospital at 26th Street and the Minneapolis
General, Swedish, and St. Barnabas Hospitals
near Chicago Avenue and 6th Street. Neighbor-



hood stores and shops at Franklin Avenue and
Chicago as well as 38th and 48th Streets grew
up around the Chicago line. Five-minute ser-
vice was the norm with bumper-to-bumper cars
during rush hour. A schedule was not required
to determine when the next car was due as one
was always in sight.

A feeder bus connected with the end of the

Chicago Avenue at 41st Street was typical of the
great south Minneapolis street grid of single-
family homes, interspersed with duplexes,
fourplexes, walk-up apartments, and small busi-
nesses. Photograph by Norton & Peel.

The Sears Roebuck store
on Lake Street dominates
the background as a south-
bound Chicago Avenue car
crosses Lake.

Chicago Avenue, looking north
at 36th Street.
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Passing the Nokomis Theater
on Chicago Avenue near 38th
Street. The building still stands.
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Chicago car line at 54th Street and Chicago.
It operated south on Chicago, to 58th Street,
to 10th Avenue, to 57th Street to Longfellow
Avenue and Edgewater Boulevard.

Ath Ave. S.

Years of operation: 1889-1954
Paired with: Downtown only (1889-92),

6th Ave. N. (1892-1918), Downtown
only (1918-1919), Glenwood (Western)
(1919-53)

Service frequency: Ten minutes off-peak; five

minutes peak

One of the earliest horsecar lines, 4th Ave. S.
was the first line in Minneapolis to convert to
electric operation, debuting on December 24,
1889. The area was primarily residential south
of Lake Street, with occasional shops and small

Incongruously located in the middle
of a residential neighborhood at
28th Street, the old Minneapolis
Heat Regulator Company became
the world headquarters of Honeywell
and filled many a 4th Ave. S. street-

car with commuters. With the
departure of Honeywell, it is now
the campus of Wells Fargo Home
Mortgage. Severed by Interstate
35W, 4th Avenue has been vacated
and reduced to a private driveway.




A 4th Ave. car passes the Hosmer
branch library at 36th Street.

businesses near streetcar stops. Over time the
neighborhood became the heart of the south-
side African American community. Minneapo-
lis Vocational High School at 12th Street and
Central High School at 35th Street and 4th
Avenue generated considerable traffic. North
of Lake Street the Minneapolis Heat Regulator
plant (later Minneapolis Honeywell headquar-
ters and now occupied by Wells Fargo Home
Mortgage) at 28th Street was a large employer
that further contributed to the line’s prosperity.
Two-car trains were used for several years dur-
ing rush hours, but after 1935 business declined
to the point that they were withdrawn. Today,
Interstate 35W has obliterated much of 4th Ave-
nue north of 28th Street.

Nicollet

Years of operation: 1879-1954 (Motor Line
1879-90)

Paired with: Downtown only (1890-94),
Washington Ave. N. (1894-1910), Nicollet
from 31st and Hennepin via 31st as
“Ist Ave. So. & 20th Ave. No.” to 32nd
& Penn Ave. No. (1900-1905), Central
(1910-19), 2nd St. N.E. (1919-54), part
of service paired with Northwest Termi-
nal (1920-48), part of service paired with
Monroe (1952-54)

Service frequency: Five minutes off-peak;
three minutes (or less) peak

Nicollet was so heavily trafficked that it was
rarely necessary to consult a schedule. Stand-
ing loads were not unknown even during off-
peak hours. The neighborhoods and businesses
paralleling Nicollet Avenue provided a steady
stream of riders. Small shopping districts grew
up along the line at 54th Street and 38th Street
with a nearly continuous strip of businesses
from Lake Street all the way to downtown Min-
neapolis. Thirty-eighth Street was a busy trans-
fer point for the 38th Street crosstown bus. The
intersection of Lake Street and Nicollet Avenue
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Nicollet Avenue and 26th Street,

now the heart of the “Eat Street”
restaurant district in south Minneapolis.
Photograph courtesy of the Minneapolis
Public Library, Special Collections.

Nicollet Avenue, looking
north from 17th Street, where
Interstate 94 now crosses,

and before Oak Grove Street
was truncated east of Blaisdell

Avenue. Photograph by
Norton & Peel; courtesy of the
Minnesota Historical Society.

Nicollet Avenue, with a car in
the Diamond Lake Road wye.
Minneapolis Journal photograph;
courtesy of the Minnesota

Historical Society.




Streetcars directly served the
two ballparks in the Twin Cities,
Nicollet Park at 31st Street

and Nicollet Avenue in south
Minneapolis and Lexington Park
at University and Lexington Ave-
nues in St. Paul. The Minneapolis
Millers and St. Paul Saints were
known for their “streetcar”
doubleheaders. After the first
game in one city, the crowd
would pile onto streetcars and

travel to the rival ballpark for a
second game a couple of hours
later. Nicollet Park is letting
out as the streetcars from the
adjacent Nicollet Station wait.
Photograph courtesy of the
Minnesota Historical Society.

was one of the busiest transfer points in the
system. Nicollet cars passed by Ramsey Junior
High and Washburn High School and were well
used by students. TCRT’s Nicollet Station was
located at 31st Street and Nicollet, across the
street from the Nicollet Ball Park, itself a big
draw for passenger traffic on game days.

(:;1121161

Years of operation: 1907-52

Paired with: Downtown only (via Nicollet
1907-9), via Lyndale (1909-10), returned to
Nicollet Avenue in 1910 then paired with
Johnson (1918-20), Monroe (1920-52)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

The Grand Avenue leg of the Grand—Monroe
was a latecomer compared to the rest of the
system. Its 1907 construction was an accom-
modation for residents in the neighborhoods
between Nicollet and Lyndale Avenues. They
faced a long walk to either the Nicollet or the
Bryant lines. The Grand line always competed
for riders with the nearby Nicollet line and to
some extent Bryant as well. Along Nicollet Ave-
nue, north of Lake Street, Grand cars shared
tracks with Nicollet cars and divided the busi-
ness with them.

There were operational problems. Grand
Avenue is narrow, and during the winter street-
cars had a difficult time getting by parked
automobiles. Company snowplows had it much
worse. On encountering a parked car, frustrated
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The Minneapolis, St. Paul,
Rochester & Dubuque
Eleciric Traction Company

Colonel Marion Savage was a promoter extraordinaire,
and he loved horses. In 1902, he bought the famous
pacer Dan Patch for $60,000, the highest price ever
paid for a horse at that time, and transformed him
into a national icon. The colonel owned a 750-acre
farm near Hamilton, Minnesota (renamed Savage in
1904). The farm was a showpiece for his International
Stock Food Company, which manufactured animal
feeds and medicines and sold them by mail order. It
boasted a huge heated stable with an onion dome, a
one-mile track, and a half-mile covered track. It was
nicknamed the Taj Mahal. Savage installed Dan Patch
in this palace and used the horse’s image and his name
to promote his livestock feed. When Dan Patch was
not at the farm, he was touring the country in a pri-
vate railroad car, drawing large crowds at state and
county fairs. He set an all-time record, covering a mile
in one minute and fifty-five seconds, at the Minnesota
State Fair on September 8, 1906. The colonel made
a fortune from his feed business and built a large es-
tate, now the site of the Minnesota Masonic Home,
on the bluffs of the Minnesota River in Bloomington
overlooking the farm.

Sometime during 1905, the colonel conceived the
idea that a railroad from his farm to Minneapolis would
not only bring visitors to the farm but could be a self-
sustaining common carrier if it were built into south-
eastern Minnesota and northern lowa. He and other
investors incorporated the Minneapolis, St. Paul, Roch-
ester & Dubuque Electric Traction Company in 1907
with the objective of building an interurban electric
railway from Minneapolis to Rochester via Northfield,
Faribault, and Owatonna. At Rochester it was to con-
nect with a proposed line from Rochester to Dubuque
via Decorah, lowa. Another leg was to be built from St.
Paul to a connection with the main line near Lakeville,
Minnesota.

Construction on the first phase began in 1908
from 50th Street and Nicollet Avenue, where the
line would connect with the TCRT’s Nicollet street-
car line and use TCRT’s tracks to reach downtown
Minneapolis. From 50th and Nicollet, the line would
run south through Richfield and Bloomington, cross
the Minnesota River at Savage, and continue on
through Lakeville to Northfield. Work was completed
to Northfield in 1910.

The railroad marketed itself as the Dan Patch Elec-
tric Line and adopted as its logo a lightning bolt super-
imposed on a horseshoe. Unfortunately, the name and
the logo were not as effective in attracting investors as
they had been at selling livestock feed, and the com-
pany was unable to raise enough money to put up
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wires and electrify its operations. Instead, it purchased
three gas-electric passenger cars from the Strang Gas-
Electric Car Company. Although it continued to plan
for electrification, the railroad was never able to do so
and went on in subsequent years to acquire additional
gas-electric equipment from the General Electric-
Wason Manufacturing Company. It also purchased a
gas-electric freight locomotive from General Electric.
It was the first gas-electric freight locomotive used
by an American railroad and, today, is in the collec-
tion of the Minnesota Transportation Museum.

To promote traffic the company developed a re-
sort and picnic grounds on forty acres adjoining Lake
Marion near Lakeville. The elaborate facilities at what
was called Antlers Park included picnic kitchens, a
baseball park and grandstand, a dancing and orches-
tra pavilion, a miniature railway, and cabins and cot-
tages that could be rented for longer stays. Boats and
canoes were available for rent, and the company oper-
ated a steam-powered launch on the lake.

A repair shop was constructed at 60th Street and
Nicollet Avenue. In 1912, the company built a passen-

From 1912 until 1928, Nicollet Avenue
streetcars terminated at this depot at 54th
Street (now Diamond Lake Road). Passengers
transferred here to the gasoline-electric
powered railcars of the Dan Patch Line for
Bloomington, Savage, and Northfield.

ger terminal at 54th Street (now Diamond Lake Road)
and Nicollet Avenue, where it exchanged passengers
with TCRT's streetcars. TCRT had earlier extended its
own line south on Nicollet from 50th to 54th.

To gain a direct entry to Minneapolis for both
freight and passenger traffic, the company in 1913
built a new line from what came to be called Auto
Club Junction (near the site of the clubhouse of the
Minneapolis Automobile Club on the Minnesota River
bluffs) through Edina and St. Louis Park to a connec-
tion with the Electric Short Line Terminal Company
near what is now Glenwood Avenue and Highways
55 and 100. It also obtained trackage rights over
the Electric Short Line to its passenger station at 3rd




Avenue North and 7th Street. That same year it
began running through passenger trains to Mankato
and Randolph on trackage rights over the Chicago
Great Western Railway.

This aggressive expansion put severe financial
strains on the railroad, and it was nearly insolvent
when Colonel Savage passed away unexpectedly on
July 13, 1916. His famous horse Dan Patch had died
on July 11, and it is thought that the shock of the loss
was too much for him. Three days later on July 16,
1916, the Dan Patch Line entered receivership. The re-
ceiver ordered curtailment of the through passenger
services to Mankato and Randolph and sold most of
the passenger equipment. Antlers Park also was sold.

The Minneapolis, Northfield & Southern Rail-
way was incorporated in South Dakota in 1918
and subsequently purchased the Dan Patch Line at
a foreclosure action. The new owners resolved to
reinvigorate the property and moved to develop
its potential as a bypass for freight traffic moving
through the Twin Cities. In 1927, an extension was
built north through Crystal to a connection with the
Soo Line Railway. A trackage rights agreement was
negotiated with the Soo Line giving it access to the
Soo’s Shoreham Yards and the Northtown yards of
the Northern Pacific. The Minneapolis, Northfield
& Southern now had connections and could inter-
change traffic with the Rock Island and the Milwau-
kee Road at Northfield, the Chicago Great Western
at Randolph, and the Soo Line, the Northern Pacific,
and the Great Northern in Minneapolis, the latter at
its Cedar Lake Yards. It also pursued an aggressive
plan for industrial development and succeeded in
locating several high-volume shippers along its line
in Richfield, Bloomington, and Edina. One of its big-
gest online customers was the Cargill complex in
Savage. In later years it developed the Air Lake In-
dustrial Park in Lakeville.

While it turned to freight for most of its reve-
nues, it also attempted to revive the passenger busi-
ness, reinstating service to Mankato in 1921, a move
that proved unsuccessful. There was simply too much
automobile competition, and the trains came off in
1931. All passenger service to Northfield ended in
1942. The railroad acquired a number of steam loco-
motives and used them in freight service until 1948,
when it began switching to diesel power.

The Minneapolis, Northfield & Southern was
purchased by and merged into the Soo Line in 1982.
Its role as a freight belt had declined, and much of
its interchange traffic had dried up as a result of rail-
road mergers and deregulation. However, several
important shippers remain in 2006. They are served
by Progressive Rail, which operates portions of the
line under an agreement with Canadian Pacific Rail,
which purchased the Soo Line in the late 1980s.

motormen could only pull on the whistle cord

until someone came out to move the offend-
ing vehicle or a police officer arrived to tag it
and call for a tow truck. Another method was
to manually bounce and shove the auto until it
was clear. Just as often, the streetcar simply
kept going, leaving the creased automobile be-
hind it.

Most lines ended in a wye,
rather than a turning loop. Most
wyes were located in the middle
of intersections, but the Grand
Avenue line in south Minneapolis
ended just short of 48th Street,
at this midblock wye.
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Years of operation: 1890-1953

Paired with: Downtown only (1890-91),
Monroe (1891-1920), Johnson (1920-53)

Service frequency: Ten minutes off-peak; five
minutes peak

It took a few years for the Bryant Avenue align-
ment to sort itself out. From 1884 to 1887, horse-
cars used Lyndale Avenue as far as 27th Street,
then followed 27th to Dupont Avenue South,
then along Dupont to 45th Street. The Dupont
to 45th segment was abandoned in 1887. The
area had not developed, and there was in-
sufficient business. The line was electrified in
1890 and new track put down from Lyndale
and 28th Street along 28th to Hennepin Avenue.
The track on 28th was short lived and taken
up the following year. Electric cars then began
running out Lyndale Avenue to 31st Street, to
Bryant and then along Bryant to 38th Street.
Extensions came along in subsequent years, as
the neighborhoods in southwest Minneapolis
filled in. A concrete streetcar-only bridge was
built across Minnehaha Creek at Bryant and
the line extended to 56th Street and Bryant
in 1931. Bryant evolved into one of TCRT’s
more productive lines, serving the prosperous,
mainly Scandinavian, middle-class neighbor-
hoods of southwest Minneapolis. There were
few businesses along the line except for small
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Like many streets, Grand Avenue, shown
here at 36th Street, was unpaved. The rolled
oil-and-dirt surface did not stand up well to
the spring thaw. The street was also narrow,
creating numerous conflicts with parked cars
during the snowy winters. Minneapolis Star-
Journal Tribune photograph; courtesy of the
Minnesota Historical Society.

grocery, drug, and hardware stores at major
cross streets. Small commercial districts grew
up at 36th Street, 46th Street, 50th Street and
Bryant Avenue, and at 50th Street and Penn
Avenue. Lyndale Avenue and Lake Street be-
came a strong commercial corner because of
its proximity to the Bryant and Selby lines.
TCRT built a wye at 54th Street and Penn
Avenue, but it selected a rather puzzling location
for one of the legs. The intersection of Penn and
54th is on a level grade except for the east side
of 54th, which has an abrupt downhill slope. For
whatever reason, TCRT chose to place the “tail”
of the wye on the east side of 54th rather than on
the level grade to the west. That determination
had some embarrassing consequences. Periodi-
cally, a motorman would have trouble stopping
or holding a car on the steep grade, and it would
roll off the end of the tracks and keep going

-~

A PCC bangs over the 50th Street

and Bryant Avenue wye on its
way to 56th Street.




In 1931, the Bryant line

was extended from 50th to
56th Street. Bryant Avenue
does not cross the valley of
Minnehaha Creek, so TCRT
built this substantial multi-
arched concrete bridge for
its streetcars. The pedestrian
bridge to the right is still in
use today.

This photograph, taken at
38th Street and Bryant Avenue
with such regularity that it became a neighbor- South, was posed by the com-
hood joke, TCRT never moved its tracks to the pany to illustrate an unsafe
situation. The automobile at
right has just broken the law
by passing a stopped streetcar,

the overhead wire. Even though this happened

other side of the intersection.
Over the years TCRT operated several

all the way to the bottom of the hill. Then the feeder bus routes in conjunction with the Bry- thereby endangering the chil-
wrecker would have to be summoned and the ant line. The first, in 1927, met the streetcars at dren in the crosswalk and the
errant car winched up the grade until its wheels the end of the line at 50th and Bryant. Transfer- left-turning auto, which has

slammed on its brakes, causing
the other streetcar to rear-end
it. Note the 38th Street cross-

were on the rails and its trolley pole could reach ring passengers could ride the bus to 58th and

town bus taking its layover.

Flooded intersections, such as 22nd
Street and Lyndale Avenue South,
could immobilize streetcars by shorting
out their truck-mounted motors. This
motorman is gambling it won’t happen
to him. Photograph by Minneapolis
Star-Journal Tribune; courtesy of the
Minnesota Historical Society.
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The single-track extension on

Penn Avenue South from 50th
Street to 54th Street crossed
the scenic valley of Minnehaha
Creek on a couple of short,
steep grades. Single track was
employed as a cost-saving
measure on the outer ends of
some lines, where a car could
make the round trip on the
single-track segment before
its follower came along.

Lyndale. This shuttle ended in 1931 when the
Bryant line was extended to 56th Street. The
Penn Avenue shuttle bus began in 1947, operat-

ing from 54th and Penn to the Minneapolis city
limits at 62nd Street and Penn. It was incorpo-
rated into the Bryant-Penn bus route that re-
placed the streetcars in 1953. The Penn-Bryant
shuttle ran between 54th and Penn and 56th
and Bryant, connecting the two branches of the
streetcar line. It operated from 1949 to 1953 and
was replaced by the Nicollet-Lyndale branch of
the Nicollet Avenue bus.
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The Bryant and Oak-Harriet
lines met at 50th Street and
Penn Avenue South. Photo-
graph by Norton & Peel;
courtesy of the Minnesota
Historical Society.

St. Louis Park

Years of operation: 1892-1938

Paired with: Connection at Hennepin Avenue
(1892-1907), Downtown only (1907-14),
Robbinsdale (1914-20), Downtown only
(1920-38)

Service frequency: Twenty minutes off-peak;
extra service provided during rush hours

An independent company, the Minneapolis Land
& Investment Company, originally operated the
St. Louis Park line until 1906, when it was pur-
chased by TCRT. Before May 1907, cars ran
only as far as Lagoon and Hennepin Avenues,
and passengers transferred to one of the Lake
Harriet lines. After May 1907, with the line
under TCRT ownership, cars began running all
the way downtown on Hennepin Avenue.

The bathhouse at Calhoun Beach was a
major summertime attraction. That, together
with the neighborhoods along Hennepin and
the Uptown neighborhood, also served by the
Como-Harriet, provided most of the line’s busi-
ness. Settlement was sparse along West Lake
Street between Lake Calhoun and the end of
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the line at Brownlow Avenue. Thus, in 1938,

4

when plans were announced to widen and im-
prove the highway on the north side of Lake
Calhoun, the company decided to switch to buses
rather than relocate its tracks. The line became
part of the Kenwood-St. Louis Park bus, which
was routed via Cedar Lake Avenue and France
Avenue to West Lake Street. A separate West
Lake Street bus ran between France Avenue
and West Lake Street and Hennepin Avenue
and Lake Street, providing a connection with
Uptown and the Selby-Lake streetcar. In 1947,
as St. Louis Park developed after World War 11,
limited service was extended beyond Brown-
low Avenue to Highway 7 and Texas Avenue,
future site of the Knollwood Shopping Center.

East- and westbound streetcars on the

St. Louis Park line frame the huge Lake
Calhoun bathhouse on the lake’s north
shore. Photograph courtesy of the Library
of Congress.
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The Minneapolis Land & Investment Company

The Minneapolis Land & Investment Company
was the creation of Thomas B. Walker, Calvin
Goodrich, Thomas Lowry, Charles Pillsbury, and
Louis Menage, among others. It was formed in
1890 to sell land for industrial development in
St. Louis Park and proved remarkably successful,
attracting the Monitor Manufacturing Com-
pany, Jarless Spring Carriage Company, Thomp-
son Wagon Company, and the Minneapolis
Esterly Harvester Company.

Incidental to its land business, the company
acquired a franchise from St. Louis Park to build
a streetcar line from Minneapolis into St. Louis
Park to transport workers to the plants. Service
opened in December 1892 on a line from 29th
Street (Lagoon Avenue) and Hennepin Avenue
around the north shore of Lake Calhoun, then
out Lake Street in St. Louis Park all the way to
Brownlow Avenue.

If the line prospered at all, its prosperity was
short lived. The Panic of 1893 shuttered Monitor
Manufacturing and Minneapolis Esterly Harvest-
er. Thompson Wagon burned to the ground. In
1897, however, the economy picked up, and the
company planned an extension into Hopkins that
would proceed south along Monk Avenue in St.
Louis Park to Excelsior Boulevard, then turn west
on Excelsior Boulevard into Hopkins. Work on the
extension was completed in 1899, and the line
opened for service.

Three or four cars were rented from the
Minneapolis Street Railway Company to open
service in 1892. They were used until 1893 when
three cars were delivered by the St. Louis Car
Company. These cars were double-ended, ap-
proximately forty-five feet long, and rode on
two trucks. (A double-ended car has two sets
of motorman’s controls and trolley poles, one at
each end of the car. This feature eliminates the
need for a turning wye, or loop, at each end of
the line. To reverse direction the motorman pulls
down one trolley pole, puts up the other, and
goes to the other end of the car to resume op-
eration in the opposite direction.) The Hopkins
extension required more cars, which were leased
from TCRT.

Troubles returned in 1902 and again in 1904.
In 1902, the company’s carhouse was struck by
lightning and burned to the ground, taking with
it one of the cars. In 1904, the rebuilt carhouse
was badly damaged by a tornado. The same
storm blew over a car at the end of the line in
St. Louis Park.

TCRT, realizing potential for growth and de-
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velopment in St. Louis Park and Hopkins, deter-
mined to make the operation part of its system
and purchased the property in November 1906,
merging it into the Minneapolis & St. Paul &
Suburban Railway. The Hopkins extension was
abandoned the following year in favor of TCRT's

own line on private right of way from 31st Street Kenwooa[

Years of operation: 1890-1938

Paired with: Downtown only (1890-1902),
Oak and Como, some trips routed
with 8th St. S.E. (1902-11), Johnson
Street (1912-18), E. 25th St. (1918-20),
Downtown only (1920-21), E. 25th St.
(1921-38)

Service frequency: Twenty minutes off-peak;

and Irving through southwest Minneapolis and
Morningside to Hopkins and Lake Minnetonka.
Service to St. Louis Park via Lagoon and West
Lake Street continued.

The Minneapolis Land &
Investment Company opened
the St. Louis Park line with these
two ornate Pullman Company
products. This is the line’s
carhouse in St. Louis Park.

extra service provided during rush hours

Kenwood was home to Minneapolis’s wealthiest
and most prominent citizens, including TCRT
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In 1937, a year before abandon-
ment, a Kenwood car lays over
on Penn Avenue at 21st Street,
next to Kenwood School.

Kenwood line

One of the earlier streetcar-to-bus
conversions replaced the Kenwood and

St. Louis Park lines with a single bus route,
shown on its first day of service in 1938.
Photograph from the Minneapolis Star and
Tribune News Negative Collection; courtesy
of the Minnesota Historical Society.

president Thomas Lowry. Few of its nobles rode
streetcars, but the maids, cooks, and house-
keepers did. Buses took over in 1938, and the
line became part of the St. Louis Park route.
In 1940, it was extended and routed through
downtown Minneapolis as the Kenwood-St.
Louis Park-Russell N., taking over the 6th
Ave N. streetcar service, which was abandoned
because of the construction of Olson Memorial
Highway.
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7
o 02 05 1 hies West 7th Street, also called Fort Road, made
an almost straight line from downtown to Ft.
St. Paul Lines Snelling, paralleling the Mississippi. Along
West 7th St. the way, it served Anker Hospital, Schmidt
Years of operation: 1890-1952 Brewery, and the Randolph Street shops of
Paired with: Downtown only (1890-93), East the Chicago, St. Paul, Minneapolis & Omaha
7th St. (1893-1952), Snelling-Minnehaha Railroad. Several other lines operated over por-

(1909-36), Hazel Park (1927-32), Hope . . .
Street (1932-39), Maria (1939-52), tions of West 7th Street, including Randolph-

through service to Minneapolis via Hazel Park, St. Clair-Payne, Dale-Phalen, and
Ft. Snelling (1909-36). Grand-Mississippi.

At St. Clair Avenue, St. Clair cars diverged
while those of the Randolph and West 7th
St. lines continued on West 7th Street. The
Kessler and Maguire Funeral Home remains
in business today at the same location.
Photograph by Charles P. Gibson; courtesy

of the Minnesota Historical Society.
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Years of operation: 1891-1900, 1906-52

Paired with: From 1891 to 1900, on Randolph
from West 7th Street to Mississippi River
Road, abandoned, no service (1900-1906),
Downtown only (1906-9), Hope Street
(1909-15), East 7th St. (1915-21), Hazel
Park (1921-27), Hope Street (1927-32),
Mahtomedi (1932-51), Hazel Park
(1932-52)

Service frequency: Ten minutes off-peak; five
minutes peak

TCRT opened this line in 1891 as the Randolph
Extension on Randolph Avenue from West 7th
Street to the Mississippi River Road only to
abandon it and remove the tracks in 1900. The
area did not develop as rapidly as expected,
presumably, in part, because of the lingering
effects of the financial panic of 1893. Service
returned in 1906 as far as Randolph and Pascal
Street, but it was extended again, in 1909, to
Snelling Avenue. Six years later, in 1915, cars

began running north on Snelling Avenue to
Como Avenue. Then, in 1916, track was built
on Randolph beyond Snelling to Cleveland Ave-
nue with a shuttle car running between Snel-
ling and Cleveland and a connection with the
main line to downtown St. Paul. The shuttle was
dropped in 1921, and Randolph cars began run-
ning from Cleveland and Randolph all the way
to downtown St. Paul. The Ford plant was com-
pleted in 1924, and another shuttle line opened
from Randolph and Cleveland along Cleveland
to Ford Parkway and the Ford plant. Through
service to the Ford plant began in 1925, and in
1927 the E. 25th St. line was extended across
the new Ford Parkway bridge to provide a con-
nection to Minneapolis. Besides the Ford plant,
Randolph served a trio of Catholic schools, Cre-
tin High School, Derham Hall High School, and
the College of St. Catherine, as well as an im-
portant shopping area that grew up at the inter-
section of Cleveland Avenue and Ford Parkway.

The second West 7th Street
bridge over the Mississippi,
shown here in 1912, brought
streetcars into the middle of
historic Ft. Snelling. Photograph

courtesy of the Minnesota
Historical Society.
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The Highland Park neighbor-
hood filled in after World War I,
introducing the strip mall form
of retail at Cleveland Avenue
and Ford Parkway. Photograph
by Norton & Peel; courtesy

of the Minnesota Historical
Society.

The curving tracks that allowed streetcars
to turn from Randolph Avenue to Snelling
Avenue were used by cars running Not In
Service to and from Snelling Station. This

was also a relief point, where the afternoon
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crew would relieve the morning crew,
while the streetcar remained in service.
It was not uncommon for a car to see
three crews a day. Photograph courtesy
of the Minnesota Historical Society.
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St. Clair

Years of operation: 1915-52

Paired with: Hope Street (1915-27), Payne
(1927-48), Phalen Park (1948-52)

Service frequency: Ten minutes off-peak;
Extra service provided during rush hours

Streetcars came very late to St. Clair Avenue,
the first segment opening on St. Clair from
West 7th Street to Oxford Street in 1915, with
an extension to Cleveland Avenue in 1922. The
St. Clair line traversed an area that was en-
tirely residential, notably the southern edge of
the Macalester Park Addition, better known as
Tangletown. The neighborhoods west of Snel-
ling Avenue to the Mississippi River and south

PHARMAL

of St. Clair, including all of Highland Park, did
not fill in until after World War I. In fact, some
undeveloped areas persisted until the late 1940s
and early 1950s. The residential character of
the area and the absence of schools, businesses,
and other sources of traffic made St. Clair one
of St. Paul’s less heavily traveled lines.
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Passing Groveland School, on St. Clair
Avenue at Kenneth Street.

263



Grand line

| : :
\;J MARSHALL AVE <
1 SELBY AVE [ é
SUMMIT AVE g s ;
GRANDAVE = 3
©
o w z % o A
s % Z g 2 D7 "
E 2 g 0 SAINT CLAIRAVE | J
5 % < g R / ‘o 025 05 1 Miles
= % | JEFFERSONAVE L L L L |
Grand the St. Anthony Hill line. Four years later, track
Years of operation: 18901952 was laid out of downtown on Ramsey and Oak-
Paired with: Downtown only (1890-1902), land Avenues (both now renamed Grand Ave-
Payne (1902-10), Downtown only nue), creating a separate Grand Avenue line.
(1910-20), Payne (1920-27), Downtown
only (1927-39), Mississippi (1939-52)
Grand Avenue at Dale Street Service frequency: Ten minutes off-peak; five
in the 1930s, looking much minutes peak

the same as it does today. This Grand Avenue car has just
The Dale Street line turned Horsecars appeared on Grand Avenue from left the end of the line at Cretin

at this point. Dale Street to Victoria Street in 1883 as part of Avenue.

i

Grand Avenue at Oxford Street
typifies the tree-lined streets
of the Twin Cities before

Dutch elm disease took its toll.
Photograph courtesy of Forrest
Johnson.



The earlier route on Dale Street was discontin-
ued. In 1887 and 1888, the St. Anthony Hill line
was abandoned, and Grand Avenue combined
with service to the West Side on Winifred and
Ohio Streets (via downtown St. Paul) as the
Oakland Avenue and West St. Paul.

Grand Avenue was St. Paul’s first electric

line, commencing operation on February 22,
1890. The neighborhoods on and along Grand
subsequently grew into one of St. Paul’s finest
residential areas, with St. Thomas College, St.
Paul Academy, Macalester College, and a con-
centration of businesses west of Dale Street
providing additional traffic.

ROWICIO

Years of operation: 1891-1948

Paired with: Payne (1891-1902), Maria
(1902-39), Stryker (1939-48)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

The Rondo line had a long and historic asso-
ciation with St. Paul’s African American com-
munity. Unfortunately, because of its largely
residential character and the absence of a good
traffic base, it was always a weak line in terms
of overall business. It had no western outlet. The

The Cathedral of St. Paul

and the James J. Hill house
look down from the ridge at

a westbound Grand Avenue
car on Ramsey Street (now
Grand Avenue) at Smith Ave-
nue. Photograph by Charles P.
Gibson; courtesy of the Minne-
sota Historical Society.

line passed the Catholic Orphan Home on Mil-
ton Street and ended abruptly at Griggs Street
just short of Concordia College. Moreover,
unlike parallel lines on University and Selby
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Everything in this photograph
of Rondo Avenue at Arundel
Street is gone, replaced by
Interstate 94. Photograph
courtesy of the Minnesota
Historical Society.

The Rondo Avenue line ended at
Griggs Street, within sight of the
Snelling Shops, yet there was no track
connection. Montgomery Ward is in
the distance. Photograph courtesy of
the Minnesota Historical Society.
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Avenues, it had no crosstown connection with
Snelling Avenue. Although it did cross the Dale
line, the absence of a western outlet and a Snel-
ling Avenue connection discouraged ridership
because westbound passengers had to travel
all the way downtown to make connections with
other lines rather than transferring at Snelling
Avenue. TCRT had plans to convert the line to
buses in the late 1930s and would have done so
had World War II not intervened. It eventually
became a bus route in 1948 and was extended
west along St. Anthony Avenue to Pelham Bou-
levard and Doane Avenue and the Town and
Country Golf Club. In the late 1950s, the Min-
nesota Highway Department made plans for
Interstate 94 from downtown St. Paul to Minne-
apolis. Rondo Avenue and the neighborhoods
around it were obliterated once construction got
under way in the 1960s.
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Hamline

Years of operation: 1891-1952

Paired with: Downtown only (1891-1900),
Jackson (1900-1908), Downtown only
(1908-20), S. Robert (1920-38), Stryker
(1938-39), Cherokee Hts. (1939-52)

Service frequency: Ten minutes off-peak;
five minutes peak

The “Hamline” name seems misplaced because

streetcars never used Hamline Avenue for more

Hamline line

than a few blocks. When the line opened in
1891, Hamline Avenue was not used at all, al-
though the line always passed near Hamline
University. The route, instead, followed Univer-
sity Avenue west to Lexington Avenue, north
to Minnehaha Avenue, west to Snelling Ave-
nue, then north along Snelling to Como Avenue.

The Hamline, Como-Harriet,
Western, and Rice lines shared
Rice Street between Como and
University Avenues, where this
photo was taken. Photograph
courtesy of the Minnesota
Historical Society.
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An eastbound PCC car on
Minnehaha Avenue crosses
Snelling Avenue.

Seen from the window of
Snelling Station, a Snelling
car crosses University Avenue.

268 Trolleys in Your Neigh})orllootl

In 1906, it was reoriented to serve residential
neighborhoods along Thomas and Minnehaha
Avenues as well as the Northern Pacific Hospi-
tal and the manufacturing and industrial plants
served by the Minnesota Transfer Railway near
Prior and University Avenues. Most of its traf-
fic was eastbound, directed toward downtown
St. Paul. However, its connection with the St.
Paul-Minneapolis line at University and Prior

Avenues attracted westbound riders headed for
destinations along University Avenue, the Min-
neapolis campus of the University of Minne-
sota, or downtown Minneapolis. During World
War II, the Sperry plant at Prior and Minne-
haha Avenues manufactured the Norden bomb-
sight, employing hundreds of workers, many
of whom used the Hamline—Cherokee line to
reach the plant.

Snelling

Years of operation: 1905-52

Paired with: Randolph (1909-21)

Service frequency: Fifteen minutes off-peak;
ten minutes peak

By the end of the streetcar era, Snelling Avenue
had evolved into an important crosstown line
through St. Paul’s Midway district connect-
ing the three intercity lines and the Hamline—
Cherokee, Grand-Mississippi, St. Clair—Payne,
and Randolph-Hazel Park lines. Snelling Ave-
nue cars served Como Park, Bethel College, the
Minnesota State Fair, Hamline University, and
Macalester College. It was also a regular route
for pull-in and pullout cars from the Snelling

carhouse and shop complex at Snelling and
University Avenues.
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Snelling line

A shuttle bus began service in 1947. From
Snelling and Como Avenues, and a connection
with the Como—Harriet and Snelling Avenue car
lines, the buses operated north on Snelling to
Larpenteur Avenue. The route was extended be-
yond Larpenteur to Roselawn Avenue in 1947.
It was made a part of the Snelling Avenue bus
service in 1952.




The Snelling line ended in a wye at
Highland Parkway, just down the
hill from the landmark Highland
water tower. Photograph by

C. ). Amos; courtesy of the
Minnesota Historical Society.

This view is looking east on
Maryland Avenue, with the
turning wye in the foreground.
Most of the system was double
track, but single track was
employed as an economy
measure at the outer ends of
some lines, where service was
infrequent and two cars would
never have to meet.

Dale

Years of operation: 1914-52

Paired with: Forest (1914-48), Downtown
only (1948-52)

Service frequency: Fifteen minutes off-peak;
ten minutes peak

Although it ran all the way to downtown St. Paul
on tracks it shared with the Grand Avenue line,
Dale was primarily a crosstown link connecting
the Grand Avenue line with Selby-Lake, Rondo,
St. Paul-Minneapolis, Hamline-Cherokee, and

Como-Harriet cars. It also served Como Park
from the end of the line at Maryland Avenue
and Wheelock Parkway, as well as the Great
Northern Railway’s large Dale Street shop
complex.

The Dale-Hoyt was a bus feeder that con-
nected the end of Dale car line at Dale Street
and Maryland with the end of the Snelling line
at Hamline and Hoyt Avenues via Hoyt and
Maryland.

The Dale Street line ended on
Maryland Avenue, across the
parkway from the east shore of
Lake Como.




~
()
<
['4
O
5
Lake = (
Como MARYLAND AVE W MARTTA
1923
GATEWAY DR
a
Y% 3 5
SN 2 2
O
(2]
N4
g
FRONT AVE E
P4
=
(%]
w
Y CAYUGA ST
[a]
PHA
PIERCE BUTLER RTE
MINNEHAHA AVE W
IN\Y
o \JP\NW
pENN
Q/Q*
THOMAS AVE &
N ?:{0
\C. UNIVERSITYJAVE E N
'f& N
O
Z
UNIVERSITY AVE W UNIVERSITY AVE W e
- \
[2]
L
z [$) )
14
5 K>
F=d
[d
<]
=
o
> z
MARSHALL AVE i & w A
4 < 0,
P
< S
z 5 &)
SELBY AVE i & <
& 3
w 7
2 0,
A
X
N W
\J
o?‘
SUMMIT AVE GRARND AVE ?%) \ o
d ) \" \.
0 GRAND AVE 1890 = o w<{}>g 5 %()0
= >, Q o, .
5 % ° o &d\ Dale line
5 0 0.25 05 1 Wes AT0BWOE
> 1 1

Looking north on Dale Street at
University Avenue. Photograph
by Norton & Peel; courtesy of the
Minnesota Historical Society.
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Western

Years of operation: 1914-41

Paired with: S. Robert (1914-20), Jackson
(1920-32), shuttle car (1932-41)

Service frequency: Fifteen minutes all day
(shuttle car)

TCRT had a few star-crossed lines that never
did enough business to fully justify their opera-
tion but nonetheless survived for many years
because they served isolated neighborhoods
or were too politically troublesome to abandon.

From 1932 until abandonment
in 1941, cars on the Western
line no longer went downtown.
Instead, a single streetcar
shuttled back and forth on

less than a mile of track

to a connection with the
Como-Harriet line at Western
and Como Avenues. Surplus
following the elimination

of the Stillwater local lines

in 1932, small, lightweight
car 3 was converted to double-

end operation and assigned
to Western. Here the motor-
man waits at Como for the
connection.

Through service was uneconomic, because
there were too few passengers to justify run-
ning a car all the way downtown. Western is
one example; Merriam Park and the Ft. Snelling
Shuttle are others.

Western was paired with other lines from
1914 until 1932 but was orphaned thereafter.
From 1932 and until 1941, it operated as a shuttle

Because of its early abandonment,
photos of the Western line are rare. Here
it shares the Como—Harriet and Hamline
tracks on Como Avenue at Rice Street.



Rice line

on Western Avenue from Cook Avenue to Como
Avenue where it met the Como-Harriet.

Western was unique because it used a
double-ended car that did not require a wye or
loop to turn around at either end of the line (a
double-ended car had controls at both ends).
The Western run was so short that it would
have taken more time to turn the car around
than make a complete trip from one end of the
line to the other. It became a bus route in 1941.

Western was made part of the Como-
Stryker bus route when the Como-Harriet line
was abandoned in 1953.

Rice

Years of operation: 1891-1952

Paired with: S. Robert and South St.
Paul (1891-1914), South St. Paul
(1914-20), Stryker (1920-32), South
St. Paul (1932-52)

Service frequency: Ten minutes off peak;
extra service provided during rush hours

Rice, along with the Como-Harriet-Hopkins,
St. Paul-Minneapolis, and Hamline-Cherokee
lines, passed the State Capitol and all of the
state government buildings on Wabasha Street.
The North End neighborhood along Rice Street
was lined with small business establishments,
which, along with the nearby Dale Street and
Jackson Street shops of the Great Northern Rail-
way, provided traffic for the line.

Between 1891 and 1914, Rice was paired
with both the South St. Paul and the S. Robert
lines. Cars alternated between them.

Beginning in 1948, a bus route connected
the outer ends of the Rice and Mississippi lines.
That service was discontinued in 1950. During
the summers of 1936-38, a bus connected the
end of the Rice car line with McCarrons Beach
north of Larpenteur Avenue.
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This car is leaving the wye at

the north end of the Rice Street

line at Ivy Avenue, just south of
the bridge over the Northern
Pacific Railway.
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Jackson line

The alignment of Jackson Street is

interrupted by this short, one-block
jog at Acker Street. Photograph by
Kenneth Melvin Wright; courtesy of
the Minnesota Historical Society.

Jackson

Years of operation: 1892-1938

Paired with: Downtown only (1892-1900),
Hamline (1900-1908), Stryker (1908-20),
Western (1920-32), Stryker (1932-38)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

Bracketed by railroad yards on the east and
Oakland Cemetery on the west, the Jackson
Street neighborhood took in a relatively small,
lightly populated area. The Great Northern
Railway’s Jackson Street Shops, partially pre-
served today by the Minnesota Transportation
Museum, provided some ridership, but the Jack-
son line was never heavily trafficked.

Jackson Street was an early horsecar line
that was converted to electric power in 1892. It
was a double-tracked, but clearances were un-
usually tight, and ten streetcars assigned to the
line had to have their bodies moved an inch off

Trolleys in Your Neighborhood

center to prevent them from rubbing when they
passed. These being older cars, the need to re-
place them combined with the line’s low rider-
ship made it an ideal candidate for bus conver-
sion. It was combined with the S. Robert line
in 1938, and buses took over. Bus service was
extended from Maryland Avenue to Arlington
Avenue in 1951.

Mississippi

Years of operation: 1890-1952

Paired with: Cherokee Hts. (1890-1920),
Merriam Park (1920-32), Cherokee Hts.
(1932-39), Grand Avenue (1939-52)

Service frequency: Ten minutes off-peak;
five minutes peak

The Mississippi line passed through an industri-
al and railroad area north of downtown, separat-
ed by the isolated Williams Hill neighborhood
that overlooked the Westminster railroad junc-
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tion, where the main line from St. Paul Union The track on Mississippi
Depot divided into three routes—the Omaha St [Ptz i g ) e
area dominated by industry
and railroads. To the right
is Williams Hill, a long-gone
toward Minneapolis. It then entered an older, residential neighborhood

working-class residential area. In 1923, the atop a hill that has since been
leveled. The railroad cars are

Road going east to Wisconsin and the Northern
Pacific and Great Northern lines going west

o 0.05 05 1 Miles s line was extended into a developing, middle-

| : | . | constructing a spur line to the

class neighborhood along Payne Avenue north

new 8th Street freight terminal.
of Maryland Avenue. Most of the line’s traffic Photograph courtesy of the

came from these residential neighborhoods Minnesota Historical Society.

and local industries.

A southbound Mississippi Street car on
Payne Avenue at Wheelock Parkway.
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Payne

Years of operation: 1891-1952

Paired with: Rondo (1891-1902), Grand
Avenue (1902-10), Downtown only
(1910-20), Grand Avenue (1920-27),
St. Clair (1927-52)

Service frequency: Fifteen minutes off-peak;
ten minutes peak

The Payne line traversed a rail terminal and
industrial area along Lafayette Road. It served
the working-class Railroad Island neighbor-
hood, so named because it was surrounded on
all sides by tracks, including the roundhouses
of the Northern Pacific and Omaha Road. It
passed the Hamm Brewery but traveled only a
short distance up the Payne Avenue commer-
cial strip, using parallel Greenbrier Street to
avoid the steep hill approaching Maryland Ave-

. nue. It also served Johnson High School.
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In 1927, TCRT extended the line on Mary-
land Avenue to Kennard Street in response to
new housing on Maryland east of Lake Phalen.
A reorientation and retrenchment occurred in
1948, and track on Maryland Avenue east of
Forest Street was abandoned and the line routed
on Maryland and Forest to Phalen Park, dis-
placing the former Dale-Phalen through route.
Dale cars began turning around in downtown
St. Paul.

Forest—Plzalen Park

Years of operation: 1913-52

Paired with: Downtown only (1913-14), Dale
(1914-48)

Service frequency: Fifteen minutes off-peak;
ten minutes peak

Forest—Phalen Park served the Northern Mal-
leable Iron plant (later Whirlpool and 3M)
and the Arcade Street commercial strip. Just
south of Phalen Park, it served the Minnesota
Home for Children, later the Gillette Children’s
Hospital.

Service to Phalen Park began in 1905 as
part of the Payne line from Greenbrier Street
and Maryland Avenue via Maryland and Forest

At York Avenue, the tracks
swung off Payne Avenue a
block east to Greenbrier Street.
Photograph courtesy of the
Minnesota Historical Society.
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At East 7th and Arcade Streets,
Phalen Park cars turned

left, while Hazel Park and
Mahtomedi cars continued
straight on 7th. Photograph
courtesy of the Minnesota
Historical Society.
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Leaving Phalen Park, this

downtown-bound car is

about to enter Forest Street

at Wheelock Parkway.
St. Paul is hillier than Min-
neapolis: witness Arcade Street
looking south from York Avenue.

Photograph courtesy of the

Ramsey County Historical
Society, St. Paul, Minnesota.



The Phalen Park station was located near the

western shore of the lake. To reach it, cars
traveled on a private right of way through
what is now the golf course.

Street to Phalen Park. Within Phalen Park, the
lane operated on a half mile of private right of
way to a double track loop adjoining a large
brick waiting station near the western shore of
Lake Phalen. This was a busy line on summer
weekends with extra cars added to accommo-
date bathers and picnickers.

Hazel Park—Mahtomedi

Years of operation: 1890-1952

Paired with: Downtown only (1899-1917),
Randolph-Snelling (1917-21), Randolph
(1921-27), Ft. Snelling with through ser-
vice to Minneapolis (1927-32), Randolph
(1932-52).

Service frequency: Ten minutes off-peak;
seven minutes peak (to city limits at
Hyacinth Avenue)

The line was built and operated by the St. Paul
& White Bear Railroad, an independent com-
pany, before it was acquired by TCRT in 1899.

Hazel Park-Mahtomedi cars, along with
Maria, Hope Street, and Forest-Phalen Park
cars, followed East 7th Street out of downtown
St. Paul, climbing a long 5 percent grade once
surmounted by cable cars of the East 7th
Street line. The other lines diverged at Maria,
Hope, and Arcade Streets. The Hazel Park line

continued on, passing the TCRT’s Duluth Ave-
nue Station and entering private right of way
at White Bear Avenue, before turning north to
cross the Omaha Railroad tracks on a single-
track bridge that remains in use today as a bike
trail. Local Hazel Park cars turned on a wye
at Hyacinth Avenue, the St. Paul city limits.
Mahtomedi cars stayed on the right of way, pro-
ceeding through North St. Paul, passing Wild-
wood Park, and then swinging around the east
side of White Bear Lake before terminating at
a wye in Mahtomedi. TCRT’s branch to White
Bear Lake diverged from the Mahtomedi line
at Wildwood Park. Its line to Stillwater broke off
at Willernie just east of Wildwood.

The lines to White Bear Lake and Stillwater
were abandoned in 1932. Wildwood Park closed
in 1938. Thereafter, Randolph—-Hazel Park cars

The Phalen, Hazel Park, and
Hope Street lines shared East
7th Street, which passed over
the railroad throat leading
north from the St. Paul Union
Depot. The bridge was rebuilt

under traffic in 1929. St. John's
Hospital is at right. Photograph
courtesy of the Minnesota
Historical Society.
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A northbound Mahtomedi car
crosses Larpenteur Avenue and
enters Maplewood on the way
to North St. Paul.
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This is the Hyacinth Avenue wye
on Furness Parkway in the Hazel
Park neighborhood, where local
cars terminated and double track
ended. Service beyond this point
was handled by Mahtomedi cars.




The Hazel Park-Mahtomedi line crossed
the Omaha Railroad on this single-track

bridge. Its private right of way aligned
with Hazel Street. The bridge survives
today and the right of way is a bike and
pedestrian trail. Photograph courtesy of
the Minnesota Historical Society.

maintained frequent local service at far as the
city limits at Hyacinth Avenue. Mahtomedi cars
operated hourly from downtown St. Paul with
a few cars added to the schedule during morn-
ing and evening rush hours. North St. Paul,
Mahtomedi, and the area around White Bear
Lake were largely undeveloped and rural, so the
hourly service was more than adequate. TCRT
ended all rail operation beyond Hyacinth Ave-
nue in November 1951. The Arcade-Maryland
bus line was extended to North St. Paul with
a shuttle bus between there and Mahtomedi.
Service to Hyacinth ended in May 1952, when the
Randolph—Hazel Park line became a bus route.

Pennsylvania Siding, on the
Mahtomedi line in North St.
Paul. At this point the track
was running behind the
commercial buildings fronting
the commercial district on
7th Avenue.

This picture captures the
country trolley feel of the
single-track Mahtomedi line.
Motorman Kirt Blewett took the
photograph as his car waited for
a meet at Colby Siding in North
St. Paul.
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A Minnesota Railfans Association
fan trip turns on the Willernie
wye. The track in the fore-
ground went to Mahtomedi,

on the left to Stillwater, and on
the right to St. Paul. Photograph
courtesy of the Minnesota
Historical Society.

A block south of the Mahtomedi
wye, a southbound car skirts
Hamline Lake.

282 Trolleys in Your Neig’hl}orhood

North of the Soo Line railroad
crossing in North St. Paul, the
tracks ran along the east edge
of Henry Street. At each passing
siding was a company phone
booth, where the motorman
would check in with the dis-
patcher and receiver clearance
to proceed.
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A Hope Street car waiting in

wye at Atlantic Street.

Hope

Years of operation: 1909-39

Paired with: Randolph (1909-15), St. Clair
(1915-27), Randolph (1927-32), Ft.
Snelling-Minnehaha (1932-36), Ft.
Snelling (1936-39), through service to
Minneapolis via Ft. Snelling (1932-36).

Service frequency: Ten minutes off-peak;
extra service provided during rush hours

Hope Street served a neighborhood with no
major source of traffic other than local resi-
dents and a few small businesses. This fac-
tor, plus competing bus service on nearby 6th
Street, made the line ripe for early abandon-
ment. TCRT discontinued all rail service in
1939, and there was no bus substitution. This
was the only line in the system where street-
car service was discontinued without replace-
ment bus service. Presumably, riders switched

to the nearby East 6th Street-Stillwater bus.

Maria

Years of operation: 1887-1952

Paired with: Shuttle car (1891-93), Downtown
only (1893-1902), Rondo (1902-39), West
7th St.—Ft. Snelling (1939-52)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

Following electrification in 1891, a shuttle car
operated on Maria Avenue to a connection with
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the cable line on East 7th Street. When the
cable line was converted to electricity in 1893, Maria line
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The east end of the Maria line

cars began running from downtown St. Paul
on Burns Avenue was single via East 7th Street to Maria Avenue, then on to
Indian Mounds Park.

TCRT abandoned its track on Earl Street

between Burns Avenue and Indian Mounds Park

track. This was formerly the
free Burns Avenue shuttle.

Looking south on Earl Street at Hudson
Road, before the 1949 construction

of Highway 12 removed the building
on the left. Note how the tracks are
spaced farther apart on the curve so
that two opposing streetcars could
pass without scraping. Photograph by
St. Paul Pioneer Press-Dispatch; courtesy
of the Minnesota Historical Society.
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in 1909. It then became involved in a dispute
with the city of St. Paul. The city, prompted by
residents, demanded that TCRT extend the line
farther east along Burns Avenue. TCRT balked,
claiming there was insufficient business, but
the city persisted and eventually ordered the
company to build the line. TCRT complied,
constructing a single track along Burns Ave-
nue between Earl and Clarence Streets. How-
ever, rather than providing direct service to
downtown St. Paul, it chose to run a shuttle car,
forcing people to transfer. Even though it was
a free shuttle, most riders thought it a spiteful
gesture. TCRT defended its actions by pointing
out that there was not enough business to jus-
tify through service and that a free shuttle was

much cheaper to operate. The combined wages




In 1949, Highway 12 was
opened through the east

side of St. Paul, including this
grade separation at Earl Street.
Photograph by St. Paul Pioneer
Press-Dispatch; courtesy of the
Minnesota Historical Society.

of a conductor and motorman were ten dollars a
day, and the shuttle only took in three dollars.
By eliminating the conductor and running a
free car, the company figured it would only lose
two dollars a day, not seven. The shuttle lasted
until 1931, becoming something of a legend. On
summer days neighborhood kids would swarm
aboard the car and ride it back and forth all day.
TCRT complained about the nuisance but resi-
dents thought it was a fair arrangement given
the company’s obstinacy in not providing better
service. Finally, TCRT relented: the shuttle was
discontinued, and residents got their one-seat
ride downtown.

The Maria line served the Dayton’s Bluff
neighborhood on St. Paul’s East Side along Maria
Avenue, Hudson Road, and Earl Street. It was
mostly residential, with modest commercial de-
velopment. The Mounds Park Sanitarium (later
Mounds Park Hospital) was located near Burns
and Earl and was served by the Maria line. The
construction of four-lane Highway 12 through
the east side of St. Paul in 1948 replaced the jog
via Maria to Plum Street to Hudson Road with
a more direct route directly from Maria to Hud-
son. Buses took over in 1952.

So. St. Paul

Years of operation: 1891-1952

Paired with: Rice (1891-1920), Downtown
only (1920-32), Rice (1932-52)

Service frequency: Ten minutes off-peak;
extra service provided during rush hours

South St. Paul grew up around a large livestock
market and meat-processing center. Its Union
Stockyards Company and the Swift and Armour
packing plants employed hundreds of workers.
Those who did not live in South St. Paul took
the streetcar to get to jobs there, and those who
lived in South St. Paul took the streetcar to St.
Paul to do business in the capital city. Besides
the city of South St. Paul, the South St. Paul line
was well patronized by St. Paul neighborhoods
and local businesses along Concord and Robert
Streets. It had good traffic in both directions
and was a solid contributor to TCRT’s bottom
line. From 1915 until its abandonment in 1928,
cars of the St. Paul Southern Electric Railway,

The So. St. Paul line followed
Concord Avenue as it wound
along the base of the Mississippi
River bluffs.



The Concord Avenue line served the South
St. Paul stockyards. From 1914 to 1928, it
also hosted the St. Paul-Hastings interurbans

of the St. Paul Southern. This rare photo
captures northbound TCRT and St. Paul
Southern cars meeting a southbound St. Paul
Southern car and a TCRT car parked in the
Marie Avenue wye. Photograph courtesy of
the Library of Congress.
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So. St. Paul line

an ill-fated interurban that ran between St. Paul
and Hastings, used TCRT’s Concord Street
tracks to reach downtown St. Paul. When the
Southern quit, TCRT briefly extended its South
St. Paul service a short distance over the for-
mer Southern line from Concord and Linden
to Faulkner Avenue and Francis Street in Inver
Grove. The extension did not attract enough
business and was discontinued five years later
in 1933. In 1920, the company constructed a
small carhouse and yard on Concord Street be-
tween Richmond and Malden Streets to store
extra cars for the shift changes at the meat-
packing plants. The facility only lasted seven
years. Depression layoffs at the packing plants
and declining traffic resulted in the closure of
the carhouse in 1927.




There are no known photo-
graphs of the South St. Paul
carhouse on Concord Street,
but it survives as a truck parts
warehouse. From 1920 to 1927,
the building and an adjoining
yard were used to store and
maintain cars between shift
changes at the packing plants.

S. Robert

Years of operation: 1891-1938

Paired with: Rice (1891-1914), Western
(1914-20), Hamline (1920-38)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

S. Robert was originally a horsecar line that
began operation in 1887 after completion of
the first Robert Street bridge. It was convert-
ed to electric power in 1891. The line shared
track with cars for South St. Paul as far as State
Street. There it diverged, following State Street
up the bluff and rejoining Robert Street at the
top of the grade. It continued on Robert Street
to Annapolis Street and the city limits with
West St. Paul.

The neighborhood along State Street and
on South Robert Street to the city limits was
mainly residential except for a few small busi-
nesses catering to local needs. South Robert
Street from the bridge to State had a number
of small manufacturers, warehouses, and tav-

(/]
=
2]
=
©
w
Q
o)
14
w
Z | GEORGE sTW
o
w
X
>
©
=
w
O
00Qk
o
Q
-
(/2]
=
o
@
STW O M ANNAPOLIS ST E
el |
N
W+E
S
0 0.25 0.5 1 Miles
L 1 | 1 |

erns. American Hoist and Derrick built a large
plant on South Robert just across the river from
downtown St. Paul. For much of the past cen-
tury, South Robert was home to St. Paul’s Mexi-
can American community.

Competition appeared after World War I in
the form of an independent company, the South
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Promoters boasted that the St. Paul Southern Electric
Railway would connect Rochester with St. Paul by way
of Hastings, Cannon Falls, Red Wing, and other inter-
mediate points, but it never laid a rail beyond Hastings.
Instead ,the Southern, as it came to be known, achieved
distinction as one of the least successful interurban
electric railways ever built.

The company was incorporated in Delaware in
1913 and immediately issued construction specifica-
tions for the building and equipping of an electric
railway that would “extend from a point in the City of
South St. Paul (where connection will be made with
the end of the Inver Grove line of the Twin City Rapid
Transit Company) to respective points in the busi-
ness center of Rochester, Minnesota and of Red Wing,
Minnesota, passing through a number of interven-
ing communities, and to such other points as shall be
mutually agreed on by the Railway Company and the
Construction Company within the one hundred and
twenty-five miles (125) miles specified in contract at-
tached hereto.”

The line would have a maximum grade of 2.5 per-
cent, use seventy-pound rail set on white oak ties in
gravel ballast. Six electric substations along the route
would take high-voltage alternating current from the
River Falls Power Company and convert it to 600-volt
direct current for delivery to the trolley contact wires.
There would be a private telephone system for dis-
patching. Eighteen passenger cars, four express cars,
and two electric locomotives were to be acquired.
Passenger cars would have a top speed of sixty miles
per hour. There were to be three carbarns. Two, one
at each end of the ling, in Inver Grove and Rochester,
were described as terminal carbarns. The third, to be
built at an unspecified location, would be a general
shop and office building for heavy repairs and use as a
crew base. The company would make its headquarters
in the Pioneer Building in St. Paul.

This ambitious prospectus was never completely
fulfilled. When it opened on November 17, 1914, the St.
Paul Southern had completed only 17.54 miles of track
from a connection with the Twin City Rapid Transit
Company’s South St. Paul-Inver Grove line at Concord
and Linden Streets to a wye at 2nd and Tyler Streets in
downtown Hastings. There were a few scattered farms
along the line but little development except near Inver
Grove and Hastings. From Inver Grove the single-track
line climbed out of the Mississippi River valley roughly
paralleling the Chicago Great Western and Rock Island
Railroads. Cutting across country through farmland, it
met and then ran alongside what became Highway 55.
Taking a sharp turn to the east at Pine Bend, it again
ran through open country, descending into Hastings
on a 2.5 percent grade called Featherstone Hill. Once
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St. Paul Southern Electric Rallway

in town, the line ran down 5th Street, to Vermillion
Street then along 2nd Street to the wye at 2nd and
Tyler Streets.

The Niles Car Company of Niles, Ohio, delivered
four interurban cars in 1914 at a cost of $8,490.00
each. Two were combination baggage—passenger cars,
and two were passenger cars. Interestingly, at a time
when most electric railways were buying steel cars or
cars with steel underframes (for safety and durability),
these four were all wood, a type of construction the
TCRT had abandoned in 1905. The cars were fifty-one
feet long, weighed 59,000 pounds, and came with four
seventy-horsepower motors capable of a top speed of
fifty-five miles per hour. The baggage—passenger cars
could seat forty-eight persons; the passenger cars,
fifty-four. Painted a deep orange, they were classic in-
terurbans with arched windows and clerestory roofs.

Although it eventually obtained a favorable agree-
ment with TCRT to use its tracks to enter St. Paul, the
company was not able to start through service until
August 22, 1915. Until then, passengers had to trans-
fer at Linden Avenue in Inver Grove, an arrangement
that was hardly conducive to building ridership. To
complicate matters, the River Falls Power Company
was late in hooking up its high-tension line. Once the
line was connected, cars still had trouble getting in
and out of Hastings because of low voltage. Another
substation was needed but never built.

By the end of 1914, promoters had spent $611,000,
all of it borrowed money, to build and equip the
Southern and would need to raise many thousands
more to complete the line. The company was also
pressuring its creditors to take stock instead of cash to
shore up its shaky treasury, a sure sign of troubles. Still,
Hastings put on a huge civic celebration on Novem-
ber 17 to welcome the first car.

When through service began, schedules called
for hourly departures from downtown St. Paul and
Hastings. The first and last cars from Hastings were
at 6:15 a.m. and 10:15 p.m., respectively, and from
downtown St. Paul at 5:40 a.m. and 11:10 p.m., with
cars taking approximately ninety minutes to cover the
24.85 miles from downtown St. Paul to Hastings at a
scheduled speed of eighteen miles per hour, hardly a
high-speed performance. Cars could manage upward
of thirty-five or forty miles per hour on their own pri-
vate right of way but were slowed considerably once
they entered TCRT tracks at Linden and Concord
and fell into line with city cars making local stops on
Concord and Robert Streets all the way downtown.
Arriving there, they looped through the business dis-
trict via 8th, Wabasha, and Fifth Streets, then back to
Robert Street. The railroad did not have a downtown
depot except for a short time, when it leased space

in a building at 109 East 8th Street to handle small
items of freight and express carried on the cars. That
depot, along with the freight agent’s job, was abol-
ished during 1917 as the road’s finances deteriorated.
At the same time its downtown routing was shortened
to provide more recovery time in the schedule. That
route was via 3rd, Sibley, and 5th Streets, then back
to Robert Street.

At first the line did a modest commuter business
between St. Paul and Hastings, and ridership looked
encouraging. As the Dakota County seat, Hastings also
attracted businesspeople and lawyers from St. Paul
and South St. Paul on county government business.
Traveling salesmen used it to call on Hastings mer-
chants. It was also a popular and convenient way to
go to St. Paul for shopping trips and medical appoint-
ments or to visit friends and relatives. For youngsters
living on nearby farms, it was the “school bus” that
took them to classes in Hastings. Afternoon dismiss-
als occurred just before a car left town, and there are
many stories of kids chasing the cars up Vermillion
Street after school let out rather than waiting an hour
for the next one to leave town. Fishermen from St. Paul
used the cars to reach Spring Lake, a popular recrea-
tion spot on the Mississippi River.

However, casual riders, commuters, traveling sales-
men, students, and fishermen would never provide
enough revenue, much less a profit. Nor was there any
carload freight traffic. The line had a connection with
the Chicago Great Western at Inver Grove, but there
were no online shippers. And even if there were, the
Southern never owned a locomotive that could haul
a train of freight cars. Mail and express business was
also light. For any hope of success, the Southern had




St. Paul Bus Service, which followed the street-
car route out of downtown St. Paul to Annapolis
Street, crossed the city limits on South Robert
Street, and continued on to South St. Paul.
TCRT acquired the company in 1925, keep-
ing the parallel streetcar and bus service until
1938, when it abandoned all rail service along
State and South Robert and merged the sepa-
rate streetcar and bus routes into one line.

to reach Rochester and the intermediate towns,
but it never did.

The Southern was in trouble. It was heavily
mortgaged, and high interest rates on its out-
standing debt made it impossible for the road
to show a profit. Its first annual report detailing
operations from November 17, 1914, to Decem-
ber 31, 1915, showed a gross income after oper-
ating expenses of only $1,742. Adding interest on
the debt produced a net loss of $8,321. By 1918,
the Southern was in receivership, and for a time
it appeared the road might pull itself together
given improved economic conditions after World
War |. Unfortunately, those improved conditions
also brought more improved roads and with them
more automobiles, trucks, and buses. Things only
got worse.

In a last-ditch effort in February 1926, the
company petitioned the Minnesota Railroad and
Warehouse Commission to restrict or eliminate
the bus competition that was taking its business.
Every business owner in Hastings signed the peti-
tion along with a thousand or more of its citizens.
The commission declined any action.

The end came on July 31, 1928. The line had
run out of money, and its rolling stock and track
were so deteriorated that continuing operation
was out of the question. Cars lurched and shud-
dered as they struggled up the grade out of
Hastings. The proposed high-speed electric line
of sixteen years before was reduced to a rolling,
swaying pile of junk.

When the Southern ceased operations, TCRT
extended its South St. Paul line over former
Southern tracks from Concord and Linden streets
in South St. Paul to Faulkner and Francis Streets
in Inver Grove. This extension did not bring in
enough business and it was abandoned in 1933.

Portions of the Southern’s right of way could
be seen into the late 1940s and 1950s until much
of it was obliterated by highway construction.
Tracks in Hastings streets were removed as part
of a World War Il scrap metal drive. By 2006, a
short walking path at the west end of 5th Street
was all that remained of the line in Hastings.
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All the St. Paul west side lines,
except for Concord Avenue,
ended at Annapolis Street, the
city limits. This is Robert and
Annapolis Streets. Photograph
by Kenneth M. Wright Studio;
courtesy of the Minnesota
Historical Society.

Stryleer

Years of operation: 1894-1948

Paired with: Downtown only (1894-1907),
Jackson (1907-20), Rice (1920-32),
Jackson (1932-38), Hamline (1938-39),
Rondo (1939-48)

Service frequency: Fifteen minutes off-peak;
extra service provided during rush hours

Stryker was one of three lines, the other two
being Cherokee Hts. and S. Robert, that climbed
the bluff across the river from downtown St. Paul
and ended at the city limits at Annapolis Street.
Once they climbed off the river flats, all lines
served residential neighborhoods, the occasional
neighborhood store being the only commercial
development. Because of its short length, resi-
dential character, and the lack of any substan-
tial development in West St. Paul to lure riders
across the city limits, Stryker was never a strong
revenue producer for TCRT and, as a result, was
paired with two other weak lines, Jackson and
Rondo, for most of its existence as a streetcar
line. TCRT liked to balance its service frequen-
cies and tended to pair lines requiring similar
levels of service on both sides of the downtowns.
Stryker, like Rondo and Jackson, was an early
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Stryker line
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bus conversion and was reunited with Rondo
as the Rondo-Stryker bus route in 1948.

Cherokee Hits.

Years of operation: 1890-1952

Paired with: Mississippi (1890-1920),
Downtown only (1920-32), Mississippi
(1932-39), Hamline (1939-52)

Service frequency: Ten minutes off-peak; five
minutes peak



The south end of the Rondo-—
Stryker line, at Stryker Avenue
and Annapolis Street, the West
St. Paul city limits.

St. Paul’s first High Bridge over the Mississippi
River was completed in 1889. It was the most di-
rect route into St. Paul’s developing west side
and its Cherokee Heights neighborhood, and
was heavily used by pedestrian, wagon, and, later,
automobile traffic. However, the bridge could not
handle the weight of streetcars, which took an
alternate, modestly graded route out of down-
town over the Wabasha Street bridge, then via
Wabasha, Winifred, Ohio, and George Streets
to Smith Avenue, continuing along Smith to an
end of the line at the West St. Paul city limits.

Smith Avenue was named after Robert
Smith, the St. Paul mayor who championed the
building of the High Bridge. It intersects Dodd
Road (today’s State Highway 149), an early mili-
tary route into southern Minnesota. Much of the

Smith Avenue at Wyoming
Street, on the Cherokee Hts.
line around 1945.

early wagon and subsequent automobile and
truck traffic turned off Dodd Road and followed
Smith Avenue across the High Bridge into
downtown St. Paul. That pattern of use, along
with the Cherokee Hts. streetcar line, turned
Smith Avenue into the west side’s main com-
mercial corridor. Grocery and drug stores, a
movie theater, and other shops spread out along
its length from the end of the streetcar line at
Annapolis to George Street.

St. Paul’s west side was, and remains, a
largely residential neighborhood of medium-
size homes and small businesses. That mix
gave the Cherokee Hts. line an excellent traf-
fic base, and it enjoyed considerable prosperity.
In November 1952, Cherokee Hts. was among
the last local lines in St. Paul to be converted
to buses.

UNIVERSITY A

WINIFRED ST

OHIO ST

GEORGE STW

SMITH AVE S
STRYKER AVE

ANNAPOLIS STW

0 0125 025 0.5 Miles
S — —

Cherokee Hts. line






Epilogue: Conspiracy Theories

here is a popular urban myth that General

Motors executives, and others from the

oil and rubber industries, conspired in a
smoke-filled room to snuff out the streetcar;
that they intentionally bought up street railway
systems through a subsidiary company, Nation-
al City Lines, with the object of junking them
in favor of buses. It is so delicious and complex a
tale of corporate skullduggery that Hollywood
massaged it into a movie, Who Framed Roger
Rabbit? Twin Cities’ lore, in a variation of the
same conspiracy, holds that Charles Green,
Fred Ossanna, Isadore Blumenfeld (aka Kid
Cann), Tommy Banks, and others were respon-
sible for TCRT’s postwar debacle and conspired
to dismantle the streetcar system.

There was an investigation and an indict-
ment and trial of GM and National City Lines
and its executives for colluding in the sale of
buses to transit systems that were owned by Na-
tional City Lines, but these actions had nothing
to do with the disappearance of the streetcar it-
self. Many of these systems were already bus op-
erated when National City Lines acquired them,
and some, like Los Angeles and Philadelphia,
continued to use streetcars into the 1960s.

Similarly, Charles Green and Fred Ossanna
presided over the scrapping of the Twin Cities
streetcar system, but their actions are as much
a criticism of the Strouse management, which
should have begun conversion to buses imme-
diately after World War II. As for conspiracies,
count the number of automobiles sold between
1920 and 1950 and the miles of paved road laid
down at public expense and compare them to
the declining revenues of the streetcar com-
panies. Then, indict everyone who bought an
automobile in those years for conspiring to
do away with the streetcar and America’s pri-
vately owned transit systems. The cause of the
streetcar’s demise and the problems facing
transit systems were much deeper and far more
complex, but they all came down to one thing,
money.

Like most transit systems in the United
States, TCRT’s assets were privately owned,
but they were publicly managed by several
government jurisdictions. Under the terms of
franchise agreements with Minneapolis and
St. Paul, TCRT was granted a monopoly of the
public transportation market within the city
limits. It also came under the jurisdiction of the

Lake Street Station opened in
1910. By 1954 it was closed

and would soon be demolished
and replaced by the Hi-Lake
Shopping Center. Within a few
years, most of the tracks in the
streets had disappeared beneath
several inches of asphalt, and

there they remain to this day,

occasionally visible though
the cracks. Photograph by
Norton & Peel; courtesy of the
Minnesota Historical Society.
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Minnesota Railroad and Warehouse Commis-
sion, an elected political body, on all matters re-
lating to the fares it could charge for its service.
In exchange for that monopoly, TCRT agreed to
be regulated by, and therefore dependent upon,
these elected political bodies. It was an equi-
table business arrangement for TCRT as long
as it held that monopoly and the monopoly itself
had value.

As more automobiles appeared after World
War I and people became less dependent upon
the streetcar, TCRT’s hold on the local trans-
portation market weakened, and its monopoly
became less valuable because its service was
subject to competition. In a few years, its “mo-
nopoly” would have little or no value what-
soever. The city governments and the state
of Minnesota failed to accept this important
change. It was not in their interests, nor was it in
the interest of their constituencies, to redefine
their regulatory responsibilities. Arguably, after
about 1925 there was no longer any good rea-
son for regulation of fares, service, or how that
service was to be provided because TCRT was
operating in a competitive market. Nationally,
deregulation of local transit systems could
have been of great help to the industry, much
as deregulation revived the nation’s railroads
in the 1980s. Instead, policy makers refused to
abandon the fantasy that these systems needed
regulation and that the public needed protec-
tion from their business practices, even though
the public was expressing its preferences at the
automobile dealership. Consequently, transit
systems, TCRT among them, were unable to
charge fares that covered operating expenses
and allowed an adequate return on investment.

In Minnesota, the Brooks Coleman Act
gave the Railroad and Warehouse Commission

authority to set fares after it had determined
the value of the property and established what
it believed was an adequate return on the value
of the company’s assets. The result was a cum-
bersome, contentious, and ultimately irrelevant
process that never achieved a satisfactory resolu-
tion. The nickel streetcar fare was in effect from
1875 until 1920. That year the company won an
emergency, one-cent increase, which became
permanent in 1921. The next increase came in
1929, when the base fare went to a dime. The
commission did not grant another adjustment
until 1948, when it approved an eleven-cent
cash fare. There were several interim changes
involving the discounting of token sales, but
these never amounted to more than a fraction
of a cent. Amazingly, the commission actually
reversed itself in 1943, when it rescinded an
earlier increase in the token fare, arguing that
TCRT was making too much money.

During this same period the nation’s
economy went through a series of spectacular
contortions starting with World War I, and the
inflation that accompanied it, followed by the
bull market of the 1920s, the Great Depression,
and the shortages and price controls of World
War II. Employees demanding improved wages
and fringe benefits confronted TCRT and orga-
nized under the Amalgamated Association of
Street, Electric Railway and Motor Coach Em-
ployees. TCRT, as a regulated utility fearful of
political and economic retaliation, was reluctant
to challenge these demands and let employees
go on strike. Instead, it agreed to arbitration,
effectively turning over its fate to the judgment
of third-party arbitrators, who during and after
the New Deal were more sympathetic to the
interests of workers than they were to transit
companies.



Transit systems tightened their belts and
hunkered down. As bus technology improved,
most systems turned to them as a way to cut
costs, but TCRT resisted. It didn’t believe the
bus could efficiently and economically replace
the streetcar in heavy stop-and-go service. It
lacked the streetcar’s passenger capacity, its
amenities, and its speed. At an average rush
hour system speed of twelve miles per hour,
TCRT ran one of the fastest surface transit sys-
tems in the country. Speed meant more efficient
use of equipment because fewer vehicles, and
fewer employees, could do the same work.

All of these factors offset the additional
expense of maintaining track and power infra-
structure—up to a point. In 1944, TCRT was
spending twenty-eight cents per mile to operate
its streetcars, twenty cents for buses. As riders
slipped away, TCRT, like other systems, could
not earn enough to cover the expense of its
streetcar operations. The streetcar remained a
superior transit vehicle, especially the PCC cars
introduced just before World War II, but after
the war it didn’t really matter because riders
were driving their cars to and from the suburbs,
which leads to a rather interesting mystery.

TCRT was taking a careful look at its post-
war situation during 1943 and 1944. It ordered a
study of its operations by Gilman and Company
and was making inquiries about trolley buses
to other systems, among them Duluth, which
had converted to trolleybuses in 1938. It was
also aware of the high-capacity diesel transit
buses that GM and Mack would bring out at
the end of the war. These new buses came with
automatic transmissions and could do the work
of streetcars even on the heaviest lines. New
York would buy hundreds of them in 1947 to
convert all of its Manhattan surface operations.

TCRT management gave every indication that
it would begin a changeover to buses. There
was no mention of new PCC cars in the Gilman
report, which recommended the company con-
vert to buses over a span of ten years. Then, in
1944, the company announced a plan to buy
PCC cars and placed an order with the St. Louis
Car Company. It also ordered new buses from
Mack, but they were smaller models, intended
more as replacements for the buses that TCRT
already owned.

The only explanation for this about-face
is that TCRT’s management sincerely believed
the streetcar would continue to have an impor-
tant role in its system, a belief supported by the
Gilman report’s modestly optimistic ridership
projections. The company expected that rid-
ership would decline as the auto industry re-
turned to full production, but it did not foresee
the drop in riders that actually occurred, nor, as
things turned out, was it able to keep its operat-
ing expenses in line with revenues.

The accompanying table shows the effects
of the postwar drop in ridership and revenues
and the increase in operating expense. TCRT
carried more than 201 million passengers in
1946 and earned $1,203,276. Just three years
later, 1949, it carried 165 million riders and
lost $797,715. It is disturbing that the Strouse
management made no efforts to reduce oper-
ating expenses (and mileage) in 1947, 1948,
and 1949, even though a ridership decline had
already set in. Total bus and streetcar mileage
actually increased in 1947 and 1948. In fact, the
company was operating more miles of ser-
vice in 1949 with fewer riders than in its peak
postwar year, 1946, thereby creating the huge
deficit that provided the justification for Charles
Green’s takeover.
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TCRT Postwar Operations and Financial Performance

MILES
YEAR  PASSENGERS OPERATED
1946 201,527,000 33,056,770
1947 198,921,000 34,278,679
1948 188,408,000 35,488,268
1949 165,550,000 34,281,222
1950 140,441,000 31,596,658
1951 127,959,000 29,561,781
1952 112,795,000 26,598,853

TCRT eliminated conductors on the Nicol-
let Avenue line in 1949, but it was still using
them on the Como-Harriet-Hopkins, and the
St. Paul-Minneapolis lines and incurring ad-
ditional expense. It spent almost $1 million for
a new boiler at Main Steam Station in 1948. It
purchased more PCC cars in 1947 for delivery
in 1949 and added four blocks of new track on
Nicollet Avenue in Minneapolis from 58th to
62nd Streets. The only bus conversions were
the Rondo-Stryker, Northwest Terminal, and
Robbinsdale lines in 1948, as well as the east-
ern end of Maryland Avenue in St. Paul. Mean-
while, the same work was being done with
hundreds of employees in the track, power, and
maintenance departments as had been done
twenty years before.

The system needed new streetcars, and
PCC cars would have had an important role in
any postwar modernization program. However,
had TCRT opted for high-capacity diesel buses
and moved to convert the entire St. Paul sys-
tem, along with the weaker Minneapolis lines,
it would have saved hundreds of thousands of
dollars, perhaps enough to thwart the stagger-
ing losses of 1949. That view was heard in 1949

PROFIT

REVENUE  EXPENSE (LOSS)
$16,320,684 $14,847,882  $1,203,276
$16,680,822 $16,100,114 $355,309
$18,948,941 $18,403,777 $302.992
$18,558,568 $19,501,283  (§797,715)
$18,267,115 $18,205,263 $68,851
$18,087,610 $18,388,865  ($301,255)
$16,991,580 $16,933,072 $58,508

Source: Twin City Rapid Transit Company Annual Reports.

during Railroad and Warehouse Commission
hearings on proposed fare increases. Merrill D.
Knox, a consulting engineer retained by the city
of St. Paul, argued that the Twin Cities transpor-
tation system was obsolete and that all St. Paul
operations should be converted to buses. Knox
went on to state that more fare increases were
inevitable because of maintenance costs and
the inflexibility of streetcar service. Commis-
sioner Clifford C. Peterson, opposing the fare
increases, agreed, calling the current streetcar
system “outmoded” and “costly to maintain.”
Both men were right.

Converting to buses in 1947 would have
permitted closure of the Duluth Avenue car-
house and the separate bus garage in down-
town St. Paul, consolidating all St. Paul op-
erations at Snelling. Conversion of the weaker
Minneapolis lines would have allowed similar
consolidations. Fewer streetcars would have
reduced electrical demand, postponing the
need to replace aging generating and sub-
station equipment, some of it dating from 1905.
Even though there were technical issues, and
Northern States Power’s postwar rates were
noncompetitive, ongoing discussions with NSP



as it expanded its generating capacity might
have led to a power purchase agreement per-
mitting TCRT to completely dispose of its ob-
solete power system.

A progressive modernization plan would
have rid the system of its expensive and un-
productive streetcar infrastructure and ser-
vices as quickly as possible and freed up cash
from the change to upgrade both bus service
and those rail lines and services that had po-
tential—and there were several. The St. Paul-
Minneapolis, Como-Harriet-Hopkins, Selby—
Lake, Nicollet Avenue, and Chicago Avenue
lines, with new equipment, might have re-
mained viable streetcar operations and become
the core of a future light-rail system.

The Strouse management’s stubborn loy-
alty to the streetcar was tragically wrong. By
trying to keep them all and preserve the status
quo, it destroyed any possibility of retaining and
improving the productive parts of the rail sys-
tem. By 1950, Charles Green and Fred Ossanna
had no options. The streetcar had to go.

Across the country public transit faced an
uncertain future in the postwar years. Few big-
city systems remained in private hands after
1960. Most sold out or were condemned and
taken over by public authorities usually after
lengthy and often contentious receiverships.
In the Twin Cities, and Minnesota, the atti-

tude was one of disinterest and neglect. The
activities of the Green-Ossanna management
provoked indignation but little action on the
part of public officials. For certain, there was
absolutely no support for public ownership and
operation. Editorials in Minneapolis and St.
Paul newspapers lamented the situation but
expressed serious reservations about a metro-
politan transit authority. At bottom there was
no constituency for transit and would not be for
almost twenty years.

TCRT’s postwar policies only made things
worse. Its management lived in another era,
when good service and top-notch equipment
could be counted on to attract riders to the
system. The words of company president D. J.
Strouse, speaking to the press in 1945, say it
all: “We are convinced that the streetcar is as
necessary to most people as it ever was. The
thousands who have to ride streetcars and the
other thousands who prefer them, are entitled
to good cars and good service, and they are
going to have them.”

President Strouse had it only partially
right. People were entitled to good cars and
good service, and TCRT provided them—even
though both were becoming more and more
irrelevant.

Paradoxically, everyone loved the street-
cars, but no one was riding them.
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YEAR

1900
1901
1902
1903
1904
1905
1906
1907
1908
1909
1910
1911
1912
1913
1914
1915
1916
1917
1918
1919
1920
1921
1922
1923
1924
1925
1926
1927
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CASH
FARE

$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.05
$0.06
$0.06
$0.06
$0.06
$0.06
$0.08 $0.06
$0.08 $0.067
$0.08 $0.067

Appendix A

TOKEN
FARE

MINNEAPOLIS
STREETCARS

31,175,781
34,959,790
40,441,715
45,868,321
49,219,657
54,630,975
62,543,084
67,494,352
72,093,923
80,518,480
87,428,903
91,176,085
95,488,351
103,555,709
108,494,157
110,028,630
119,585,274
119,236,611
111,249,025
128,350,204
138,632,825
132,114,895
135,088,545
132,904,222
126,492,460
122,077,903
112,816,765
107,802,005

Appendixes

Appendix A

TWIN CITY RAPID TRANSIT
RIDERSHIP TOTALS
ST. PAUL SUBURBAN

STREETCARS  STREETCARS

22,407,460 2,700,861
24,828,123 3,222,044
27,770,189 3,619,067
31,041,910 3,934,361
32,179,821 3,988,686
35,073,275 4,962,446
40,388,363 6,263,538
42,696,966 7,223,329
43,840,507 7,573,958
49,061,934 6,149,397
52,621,104 6,930,546
54,754,987 8,449,658
57,738,340 9,181,302
62,367,504 9,972,598
65,544,188 10,314,618
67,674,648 7,951,707
72,316,026 7,946,796
72,793,114 7,591,435
69,813,991 7,867,252
83,863,697 9,972,922
89,020,734 10,735,223
84,561,230 11,051,623
81,665,364 9,790,015
79,968,841 8,669,235
75,627,955 7,082,403
72,187,755 6,517,448
66,887,744 6,007,441
63,810,891 5,706,128

TOTAL

STREETCARS

56,284,102
63,009,957
71,830,971
80,844,592
85,388,164
94,666,696
109,194,985
117,414,647
123,508,388
135,729,811
146,980,553
154,380,730
162,407,993
175,895,811
184,352,963
185,654,985
199,848,096
199,621,160
188,930,268
222,186,823
238,388,782
227,727,748
226,543,924
221,542,298
209,202,818
200,783,106
185,711,950
177,319,024

TOTAL
BUSES

4,816
41,859
44,100
50,131
99,210

5,114,834
6,786,716

TOTAL
BUSES AND

STREETCARS

56,284,102

63,009,957

71,830,971

80,844,592

85,388,164

94,666,696
109,194,985
117,414,647
123,508,388
135,729,811
146,980,553
154,380,730
162,407,993
175,895,811
184,352,963
185,654,985
199,848,096
199,621,160
188,930,268
222,186,823
238,388,782
227,732,564
226,585,783
221,586,398
209,252,949
200,882,316
190,826,784
184,105,740



TOTAL

CASH TOKEN MINNEAPQOLIS ST. PAUL SUBURBAN TOTAL TOTAL BUSES AND
YEAR  FARE FARE STREETCARS  STREETCARS  STREETCARS  STREETCARS BUSES STREETCARS
1928 $0.08 $0.067 106,117,237 61,114,921 5,384,528 172,616,686 6,877,230 179,493,916
1929 $0.10 $0.075 98,517,171 57,621,959 4,736,675 160,875,805 6,921,797 167,797,602
1930 $0.10 $0.075 89,315,336 51,786,305 3,933,314 145,034,955 6,389,573 151,424,528
1931 $0.10 $0.075 77,232,829 44,593,093 3,098,657 124,924,579 5,966,890 130,891,469
1932 $0.10 $0.075 66,678,141 39,059,412 2,068,164 107,805,717 5,226,842 113,032,559
1933 $0.10 $0.075 59,296,317 35,287,455 1,140,418 95,724,190 4,663,119 100,387,309
1934 $0.10 $0.075 61,930,523 37,471,496 1,154,332 100,556,351 4,914,609 105,470,960
1935 $0.10 $0.075 62,812,773 37,895,383 1,165,142 101,873,298 5,457,344 107,330,642
1936 $0.10 $0.075 67,579,787 40,394,863 1,269,108 109,243,758 5,951,766 115,195,524
1937 $0.10 $0.075 66,576,787 39,162,827 1,279,491 107,019,105 5,750,365 112,769,470
1938 $0.10 $0.075 62,010,066 35,510,409 1,113,556 98,634,031 5,928,112 104,562,143
1939 $0.10 $0.075 61,530,121 34,263,196 1,017,555 96,810,872 7,577,275 104,388,147
1940 $0.10 $0.075 60,739,077 33,473,601 1,041,475 95,254,153 9,059,466 104,313,619
1941 $0.10 $0.083 60,071,370 34,177,495 1,100,067 95,348,932 10,592,936 105,941,868
1942 $0.10 $0.083 72,491,024 41,685,451 1,519,660 115,696,135 13,228,808 128,924,943
1943 $0.10 $0.075 97,351,944 55,398,949 2,179,782 154,930,675 18,349,428 173,280,103
1944 $0.10 $0.075 104,186,431 58,340,999 2,347,353 164,874,783 20,347,764 185,222,547
1945 $0.10 $0.075 108,797,876 60,373,968 2,394,832 171,566,676 22,290,588 193,857,264
1946 $0.10 $0.075 112,807,070 62,013,722 2,450,170 177,270,962 24,256,060 201,527,022
1947 $0.10 $0.090 107,888,541 60,963,800 2,272,590 171,124,931 27,796,264 198,921,195
1948 $0.11 $0.110 97,080,887 53,258,830 1,598,765 151,938,482 36,469,730 188,408,212
1949 $0.12 $0.117 82,630,727 44,049,927 813,904 127,494,558 37,756,366 165,250,924
1950 $0.15 $0.138 70,204,809 37,129,792 908,850 108,243,451 32,197,936 140,441,387
1951 $0.15 $0.138 60,747,033 32,717,904 664,854 94,129,791 33,829,890 127,959,681
1952 $0.15 53,572,070 21,618,283 83,438 75,273,791 37,521,358 112,795,149
1953 $0.20 $0.180 34,091,091 6,534,097 72,497 40,697,685 54,235,705 94,933,390
1954 $0.20 $0.180 4,848,819 30,157 4,878,976 81,714,127 86,593,103

Note: In 1932 the Lake Minnetonka and Stillwater suburban streetcars converted to buses.

Source: TCRT Corporate and Operating Reports.
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LAKE MINNETONKA OPERATIONS

RAIL BOAT PROFIT OPERATING
YEAR PASSENGERS  PASSENGERS** (LOSS) RATIO (IN %)
1907 1,977,577 309,500 91,950 63
1908 2,293,689 265,220 103,838 62
1909 2,005,603 246,550 81,069 62
1910 2,374,297 235,920 78,160 66
1911 3,720,762 202,950 72,040 63
1912 4,164,506 247,950 85,835 39
1913 4,609,974 246,880 92,236 60
1914 5,020,997 237,300 98,544 58
1915 3,127,801 210,320 71,278 69
1916 2,885,382 235,500 81,624 65
1917 2,678,698 209,320 58,106 74
1918 2,619,352 133,780 36,854 83
1919 3,869,939 181,490 1,716 99
1920* 4,151,346 243,210 11,368 96
1921 5,265,068 220,330 36,368 89
1922 4,824,143 174,540 49,754 84
1923 4,327,782 108,170 31,996 88
1924 3,624,263 68,320 6,038 97
1925* 3,629,280 130,790 (10,671) 105
1926 3,402,788 82,090 (29,639) 114
1927 3,266,808 (13,653) 107
1928 3,083,722 (18,201) 110
1929* 2,778,896 (34,127) 121
1930 2,446,744 (34,407) 124
1931 1,966,966 (50,215) 143

Note: In its twenty-five years of operation, the Lake Minnetonka Division returned $897,862 against
its construction costs of $1,272,676. Operating ratio represents expenses as a percentage of reve-
nues (i.e., an operating ratio of 63 percent means that 63 cents of every dollar went to expenses).
*Denotes fare increases.

**Number of boat passengers estimated from fare revenues.

Source: TCRT Corporate and Operating Reports.
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STILLWATER RAIL OPERATIONS

OPERATING RATIO
YEAR PASSENGERS PROFIT (LOSS) (IN %)
1907 5,245,752 $129,400 51
1908 5,280,269 $119,079 55
1909 4,143,794 §72,427 66
1910 4,556,249 $81,962 65
1911 4,728,896 $82,965 65
1912 5,016,796 $96,332 62
1913 5,362,624 $82,910 69
1914 5,293,621 $90,902 66
1915 4,823,906 $71,126 71
1916 5,061,214 $86,446 66
1917 4,912,737 $67,273 73
1918 5,247,900 $69,075 74
1919 6,102,983 $72,654 76
1920* 6,583,877 $69,675 80
1921 5,786,565 $36,457 90
1922 4,965,872 $39,319 87
1923 4,341,453 $16,995 94
1924 3,458,140 ($8,879) 104
1925* 2,888,168 ($42,245) 124
1926 2,604,653 ($47,209) 129
1927 2,439,320 ($34,504) 123
1928 2,300,806 ($38,994) 127
1929* 1,957,779 ($57,152) 143
1930 1,486,570 ($55,031) 154
1931 1,131,691 ($64,889) 185

Note: Between 1907 and 1931, the Stillwater Division returned $936,804 against its construction
costs of $1,136,391. Operating ratio represents expenses as a percentage of revenues (i.e., an operat-
ing ratio of 51 percent means that 51 cents of every dollar went to expenses).

*Denotes fare increases.

Source: TCRT Corporate and Operating Reports.
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Appendix D

TWIN CITY RAPID TRANSIT
COMPANY SUBSIDIARIES

win City Rapid Transit Company was a

holding company with several subcorpora-

tions created over the years to accommo-
date its growing business needs. Not all of these
companies were active during its entire corpo-
rate life. The two original constituent compa-
nies, Minneapolis Street Railway Company and
the St. Paul City Railway Company, were merged
to form Twin City Rapid Transit. They retained
separate identities because of franchise and
regulatory agreements with the two cities, but
they were in fact one company. TCRT was a New
Jersey corporation, until 1939 when it was re-
incorporated in Minnesota.

Except for text pertaining to the Duluth
Connection, which was never part of the TCRT,
the following descriptions are taken directly
from a corporate brochure issued in 1927, pre-
sumably for stockholders.

Minneapolis Street
Railway Company

Minneapolis Street Railway Company operates
the entire street railway system located within
the corporate limits of the City of Minneapo-
lis comprising 241.945 miles of single track. It
owns all of this operated property except for the
so-called Harriet Right-of-Way owned by the
Minneapolis and St. Paul Suburban Railroad
Company extending from the easterly line of
Hennepin Avenue at 31st Street to the westerly
city limits of Minneapolis at South France Ave-
nue, comprising 5.9 miles of single track. The

Minneapolis Street Railway Company also owns
and operates the so-called Fort Snelling Line,
comprising 4.45 miles of single track located
in the United States Government Reservation
extending from the southerly city limits of Min-
neapolis to the St. Paul city limits in the middle
of the bridge over the Mississippi River. It also
operates the Columbia Heights Line owned by
the Minneapolis St. Paul and Suburban Rail-
way . . . Minneapolis Street Railway owns sev-
enteen parcels of land on which are situated the
car house, office, power station and substation
buildings; has about 181 miles of paved track . . .
a power distribution system . .. [and] 43 build-
ings. The rolling stock of the entire Twin City
System comprises 1,021 passenger cars and 86
service cars of which the Railroad and Ware-
house Commission allocated 62.33% . . . to the
Minneapolis Street Railway Company, 35.15%
to the St. Paul City Railway Company and 2.52%
to the Minneapolis St. Paul and Suburban Rail-
road Company.

The St. Paul City
Railway Company

The St. Paul City Railway Company operates
the entire street railway system located with-
in the corporate limits of the City of St. Paul
comprising 171.234 miles of single track . . . In
addition to the tracks the property principally
consists of the Selby Tunnel, seven parcels of
land on which are located the general office,
car station, substation and shop buildings.



The Minneapolis and

St. Paul Suburban
Railroad Company

The Minneapolis and St. Paul Suburban Railroad
Company comprises a total of 91.352 miles of
single track with the necessary overhead lines
located largely on private right of way and ren-
dering service to the Lake Minnetonka, White
Bear Lake and Stillwater communities and in ad-
dition giving service to suburban towns border-
ing on the Cities of Minneapolis and St. Paul.

The Minnetonka and White
Bear Navigation Company

The Minnetonka and White Bear Navigation
Company owns certain extensive properties
situated on Lake Minnetonka and on White
Bear Lake.

The Rapid Transit
Real Estate Corporation

The Rapid Transit Real Estate Corporation
owns land held for right of way or terminal
purposes not at present directly useful for the
operation of the railway property although in
some instances it has a direct connection there-
with. The Real Estate Corporation owns the
gravel pit in St. Paul and another one in South
St. Paul supplying gravel for construction and
maintenance work on the Twin City System.

The Twin City
Motor Bus Company

The Twin City Motor Bus Company owns and
operates 109 motor passenger buses and 7 ser-
vice buses. It also owns three modern garages,
one of which is located in the City of Minneapo-
lis, one in the City of St. Paul and one in the

village of White Bear. It also owns the land on
which these garages are located. This Com-
pany renders service to and from the cities of
Minneapolis and St. Paul and to most of the im-
portant suburban towns within the vicinity. The
Company has no motor bus competition.

The Company, in addition, owns the ma-
jority of the capital stock of Yellow Cab Corpo-
ration of Minnesota, the leading taxicab com-
pany operating in the two cities. The taxicab
company owns over 300 modern cabs, and is
consistently adding to the fleet additional cabs
of the most improved type.

Transit Supply Company

Transit Supply is the fiscal agent for the Twin
City Rapid Transit Company and is responsible
for managing its assets, purchasing, and the
management of its inventory.

The Duluth Connection

Although never a part of the Twin City Rapid
Transit Company, the Duluth system had a
connection to the Twin Cities through the in-
vestments of Thomas Lowry and some of his
associates. Calvin Goodrich served as presi-
dent of the Duluth Street Railway and Thomas
Lowry was on its board of directors. Most of
the Duluth rolling stock was built by TCRT in
its Snelling shops. TCRT’s master mechanic,
Walter Smith, held that title in Duluth before
joining TCRT. The Duluth system reached its
peak in 1919 with thirty-eight million passen-
gers carried. It declined steadily through the
1920s, became bankrupt in 1930, and emerged
as the Duluth—Superior Transit Company. All
of its rail lines were converted to motor bus or
trolley bus operation by 1939.

Appendix D 303



304 Appendix E

Appendix E

STAND-ALONE BUS ROUTES

win City Rapid Transit operated a number

of bus routes that were never served by

streetcars. Some were inherited from other
bus companies that it acquired in the 1920s.
Most of them were crosstown routes that were
connectors or feeders to the downtown-oriented
streetcar lines. Three—the Minneapolis down-
town loop circulator, the 50th Street crosstown,
and the Lexington Avenue crosstown—were
experimental and ended when they did not at-
tract sufficient riders. The New Brighton ser-
vice was wartime only, taking workers from
Minneapolis and St. Paul to the Twin Cities
Army Ammunition Plant in New Brighton. The
rest outlived the streetcars and continue to this
day as part of the Metro Transit bus system.

MINNEAPOLIS

Downtown Loop Circulator

Started in 1951, this two-way loop ran every
twenty minutes from 9th and LaSalle, 9th, Hen-
nepin, Washington, Nicollet, 10th, Marquette,
Washington, Nicollet, 9th, to LaSalle. This was
the first attempt at a downtown circulator. It
failed to attract ridership and was discontin-
ued in 1952.

50th Street Crosstown

This route opened in 1947 from 56th and
Wooddale via Wooddale, 50th, Nicollet, 47th,
Cedar, Minnehaha Parkway, 28th Avenue South,

46th Street to 46th Avenue. Discontinued in
1950.

Lowry Avenue Crosstown

Started in 1926 from Xerxes Avenue North to
Stinson Boulevard, Lowry Avenue, like 38th
Street in south Minneapolis, was a crosstown
line serving similar residential neighborhoods
on the north side of the city. It was extended
to 36th and Washburn in 1931, to 29th Avenue
Northeast and McKinley in 1933, and to 33rd
and Stinson in 1937. The west end was extended
north on Victory Drive to 45th Avenue in 1948.

Twin Cities Army

Ammunition Plant

Service to the ammunition plant began in
January 1942 via Hennepin, Central, Lowry, and
Highway 8, and coincided with shift changes.
The line was discontinued after World War II.

Nicollet—Hennepin

This existing route was acquired along with
Twin City Motor Bus Company in 1926. From
36th and Hennepin via Hennepin, to 24th Street,
to Nicollet Avenue. Nicollet-Hennepin was a
busy, prosperous line linking downtown and
the commercial district at Hennepin and Lake
and the Selby-Lake car line with the densely
populated residential neighborhoods along 24th
Street between Hennepin and Nicollet Avenues.



North Lyndale Avenue

This line was a rarity, a downtown-oriented ra-
dial route that stayed within Minneapolis and
was always a bus. It appears to have started in
1919, between downtown and Camden (42nd
Avenue) via Lyndale.

38th Street Crosstown

Started in 1926 from Colfax Avenue to 34th Ave-
nue, 38th Street was an important crosstown
bus line that tied together south Minneapo-
lis neighborhoods with the major north—south
streetcar lines. It was extended to 42nd Avenue
in 1929 and to Edmund Boulevard in 1940.

ST. PAUL
Airport

Service from downtown St. Paul to the St. Paul
Airport (Holman Field) began in 1942.

East Oth Street—Lalee
Elmo—Stillwater

This long suburban route traveled from down-
town St. Paul to Stillwater via East 6th Street,
Earl, Minnehaha, and Highway 5. It was a sepa-
rate company, acquired by TCRT in the 1920s.
It ran express within St. Paul until the Hope
Street car line was abandoned in 1939. Then it
was rerouted from Earl to Atlantic and opened
to local passengers. Branches were added to
Tanners Lake/Landfall in 1949, and to Case
and Nokomis in 1952.

Highland Park—Cleveland

Avenue Crosstown

The Highland route, opened in March 1937,
connected to the Randolph car line at Randolph
and Edgecumbe and again at Cleveland and
Highland Parkway, also feeding the Snelling
Avenue line at Snelling and Highland. In
July 1937, it was extended north to Prior and
University via Cleveland, Marshall and Prior.
In 1951, a diversion was added into southern
Highland Park via St. Paul Avenue, Montreal,
and Fairview.

Lexington Avenue Crosstown

This was an experimental service that began in
1948 and ended in 1950. It ran from West 7th
Street on the south to Hoyt Avenue just north
of Como Park on the north, crossing all of the
east-west streetcar lines.

Twin Cities Army
Ammunition Plant

Service to the ammunition plant began in
January 1942 via 6th, Summit, Marshall, Snel-
ling, and Highway 10, and coincided with shift
changes. The line was discontinued after World
War II.

Raymonal Avenue

This route opened in 1949 from University
Avenue and Raymond Avenue via Raymond
Avenue to St. Anthony Park.
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BUS CONVERSION DATES

St. Paul Lines
November 3, 1951 E. 7th St.—Mahtomedi
May 3, 1952 Dale Street
May 17, 1952 Randolph-Hazel Park
Rice Street—St. Paul-Inver Grove
W. 7th St.-Fort Snelling—Maria
September 6, 1952 St. Clair-Payne Avenue
Snelling Avenue
November 1, 1952 Hamline-Cherokee
Grand-Mississippi
July 11, 1953 Como Avenue
Selby-Lake
October 31, 1953 University Avenue (St. Paul leg of St. Paul-Minneapolis)
Minneapolis Lines
April 16, 1950 Broadway
August 19, 1950 Cedar-28th Ave. So.
August 1, 1952 Ft. Snelling Shuttle
October 18, 1952 Grand Avenue South
February 21, 1953 Bloomington—Columbia Hts.
April 18, 1953 N. Washington Ave.
34th Avenue
July 11, 1953 Chicago—Penn-Fremont
Selby-Lake
November 28, 1953 University Avenue (Minneapolis leg of St. Paul-Minneapolis)

Bryant-Johnson
Ft. Snelling—Minnehaha
Plymouth-E. 25th St.

March 6, 1954 Glenwood-4th Ave.S.
March 27, 1954 Nicollet-2nd St. N.E.-Monroe
June 18, 1954 Como-0Oak-Harriet

Inter-Campus
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ROSTER OF PASSENGER CARS BUILT

Appendix G

AT 31ST STREET AND SNELLING SHOPS, 1898 -1927

31st Street Slzops
QUANTITY CARNUMBER

1 Private car

2 737-738

20 739-758

14 759-772

16 773-788

1 797

19 798-816

15 817-831

28 832-859

20 833-844, 860-867

32 868-899

50 900-949

2 950-951

40 952-991

50 992-1041

1 1092

38 1042-1079

12 1043, 1080-1090

20 1091, 1093-1111

12 1112-1123

21 1124-1144

1 1145

50 1146-1195

25 1196-1220

25 1221-1245

20 1246-1265

(Total: 535)

DATE OF
CONSTRUCTION

1898

1898

September to December 1898
January 1899
June-September 1899
September 1899
June-August 1900
July—-August 1900
August-October 1900
April 1901
February-September 1901
May-November 1902
April-May 1903
May-September 1903
April-June 1904

July 1904

November 1904-February 1905

February-March 1905
April-June 1905

August 1905
September—November 1905
May 1906

May-August 1906
September-December 1906
February-April 1907
May-August 1907

NOTES

Lowry'’s private car

Double-deck car

First cars with steel frames

Double-deck car
1160 double-deck car
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Notes: Numbers 789-796 were assigned to
cars acquired with the St. Paul and Suburban
Railway. Cars 737-738 and Thomas Lowry’s
private car were the first homebuilt cars con-
structed by TCRT to a design engineered by
W. M. Brown, TCRT’s master mechanic. These
cars, and cars built through number 1111, were
constructed with wood frames. They were also
shorter (43-45 feet long) and narrower (8 feet
8% inches) than the 46-foot length and 9-foot
width that was standard on subsequent car
orders. All of the early wood cars were either
retired during the 1930s or sold to Seattle,
Tacoma, Winnipeg, and Duluth.

The double-deck cars were experimental
and used briefly on the Lake Minnetonka line.
Technical issues and a lack of public acceptance
caused their removal.

Cars 1112-1123, 1145-1163, and 1246-
1255 were built for Lake Minnetonka and Still-
water service. They were equipped with four GE
73 seventy-five-horsepower motors and C-6-K
(Type M control) controllers and geared for high-
speed service. A few were used on local lines
after 1932. One (1261) became a rail grinder.
The rest were scrapped in 1938-41.

Snelling Shops
DATE OF
QUANTITY CAR NUMBER CONSTRUCTION NOTES

25 1266-1290 September—November 1907

19 1291-1309 March-May 1908

50 1310-1359 November 1908-March 1909

20 1360-1379 July-September 1909

25 1380-1404 January-March 1910

20 1405-1424 April-July 1910

25 1425-1449 November-December 1910

1 1450 January 1911

35 1451-1485 January-February 1911 1482-1485 sold to Duluth

100 1482-1581 February-October 1912

17 1564-1566 April-May 1913 1564-1566 sold to Duluth
1582-1595

40 1596-1635 May-October 1913

50 1636-1685 December 1913-February 1914

90 1686-1775 October 1914—-February 1915

17 1776-1792 November-December 1915
1-2 December 1915 See note (1) below.
2000-2000A April 1916 Two-car lightweight train



DATE OF

QUANTITY CAR NUMBER CONSTRUCTION NOTES
68 1713, 1716, 1719,
1722, 1724,
1789-1851 November 1916—February 1917
4 1852-1855 June 1917
2 2002-2003 November 1921 Two-car lightweight train
4 1-4 April 1925 See note (2) below.
2 2004-2005 July 1926 Two-car lightweight train
25 2006-2030 December 1927-January 1928 Lightweight cars

(Total: 643)

Notes: (1) Two cars were built to TCRT speci-
fications for Minneapolis, Anoka & Cuyuna
Range. (2) These four cars were built to TCRT’s
lightweight design but were shorter (35 feet
10 inches long) and intended for the Stillwater
local lines. After Stillwater abandonment, they
were used on Broadway in Minneapolis, the
Ft. Snelling Shuttle, and the Western Avenue
Shuttle in St. Paul.

A number of TCRT cars were sold to Du-
luth and their numbers subsequently replaced
on the roster with newly built equipment. Cars
sold and replaced: 1482-1485, 1564-1566,

1789-1792, 1724,1719, 1716, and 1722. Other
cars were sold to Duluth and not replaced. Cars
sold to Minneapolis, Anoka & Cuyuna Range
and replaced included 1713 and 1855.

Motors on early TCRT cars were GE 67
(thirty-eight horsepower), GE 70 (forty horse-
power), GE 57 (fifty horsepower), or GE 87
(sixty horsepower). Standard cars above num-
ber 1291 were equipped with GE 203, 213, or
216 motors rated at fifty horsepower per axle.

Motors, trucks, and controllers were fre-
quently shifted among cars as they were recon-
ditioned or rebuilt.
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CARS BUILT FOR OTHER COMPANIES

Duluth Street Rai/way
DATE OF
QUANTITY CAR NUMBER CONSTRUCTION NOTES
1 163 1901 Incline railway
15 163-177 1904
15 183-197 1906
6 198-203 1908
11 204-214 1909
5 215-219 1910
2 220-221 1911 Incline railway
16 222-237 1911
10 242-251 1912
6 257-262 1914
8 271-278 1917
1 1 (141) 1911 Wrecker crane
1 1 (146) 1917 Snowplow
(Total: 97)
Minneapolis, Anoka & Cuyuna Range Raihvay
DATE OF
QUANTITY CAR NUMBER CONSTRUCTION NOTES
2 1-2 1915
Light Weight Noiseless Electric Street Car Company
DATE OF
QUANTITY CAR NUMBER CONSTRUCTION NOTES
50 3232-3261, 6219-6238 1924 Chicago Surface Lines
375 1925 Grand Rapids Railroad
301-305 1925 Duluth St. Railway
4 1-4 1925 TCRT
10 131-140 1926 Tennessee Electric Power,
Chattanooga
10 600-609 1926 Tennessee Electric Power, Nashville
13 401-413 1926 Southern Indiana Gas & Electric
Company, Evansville, Indiana
(Total: 93)
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St. Paul Southern Electric Raihvay

DATE OF
QUANTITY CAR NUMBER CONSTRUCTION NOTE

1 — 1917 Work car rebuilt from passenger car

University of Minnesota

DATE OF
QUANTITY CARNUMBER CONSTRUCTION NOTE
1 — 1914 Work car

CARS SOLD TO OTHER COMPANIES;
CAR NUMBERS REPEATED; CARS REPLACED

Duluth Street Rai/way
QUANTITY DULUTH NUMBER TCRT NUMBER YEAR
12 151-152 1st 833-844 1900
1 178 1st 1043 1905
4 238-241 1st 1482-1485 1911
3 252-254 1st 1564-1566 1912
4 269, 268, 270, 267 1st 1716, 1719, 1722, 1724 1916
4 263-266 1st 1789-1792 1916
(Total: 28)

Minneapolis, Anoka & Cuyuna Range Raihvay

QUANTITY  ANOKA NUMBER TCRT NUMBER YEAR

1 7 1st 1713 1916

CARS SOLD TO OTHER COMPANIES; CARS NOT REPLACED

Duluth Street Raihway
QUANTITY DULUTH NUMBER TCRT NUMBER YEAR
1 179 Ex. 1111 1905
3 180-182 Ex. 1108-1110 1906
2 255-256 Ex. 868-869 1912
6 289-294 Ex. 1202, 1204, 1212,
1231, 1232, 1234 1918
(Total: 12)
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Minneapolis, Anoka & Cuyuna Range Raihvay

QUANTITY ANOKA NUMBER

1 8
1 25 (Snowplow)

Aurora, Elgin & Chicago Railroad

QUANTITY AURORA NUMBER
4 208-214 (even)

Tacoma Municipal Belt Line

QUANTITY  TACOMA NUMBER

15 1-15
5 16-20
(Total: 20)

Seattle Municipal Railway

QUANTITY  SEATTLE NUMBER
25 300-324

Winnipeg Electric Raihvay

TCRT NUMBER YEAR
Ex. 1855 1917
25 1918
TCRT NUMBER YEAR
Ex. 782-785 1913
TCRT NUMBER YEAR
Ex. 817-831 1918
Ex. 766, 767, 776, 778, 787 1918
TCRT NUMBER YEAR
Ex. 763, 765, 768-775, 777 1918

779,786, 788, 797-799,
803-805, 807, 808, 810-812

QUANTITY WINNIPEG NUMBER
20%* 800-838

TCRT NUMBER YEAR
Ex. 832-842, 844-846, 1920
848-853

**All cars sold as bodies; no trucks, motors, or electrical.

Source: Olson, The Electric Railways of Minnesota.
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TWIN CITY RAPID TRANSIT WORK EQUIPMENT

ver the years TCRT rostered an extensive
collection of nonrevenue work equipment
that it used, among other things, to repair
and construct track, maintain power lines and
overhead trolley wires, clear wrecks, and plow

snow. In later years, motor vehicles (heavy-duty
trucks) replaced rail equipment for some of this
work. All work equipment was scrapped. This list
shows equipment on the roster and active prior
to bus conversion. Unpowered cars are not listed.

NUMBER TYPE PURPOSE
2,95, 97 Supply car(s) Delivering supplies
3-5,72 Wire car(s) Overhead wire work
7-19 Work car(s) Miscellaneous work
19, 46-49
51-56, 62-69
43-45 Sand car(s) Hauling sand
20 Locomotive Switching cars
21, 50, 83 Crane car(s) Moving disabled cars
22-24 Snowplow (s) Clearing snow
36-38 Snowplow(s)
75-82 Snowplow(s)
26, 27, 28 Shifter car(s) Moving cars
96 Rail grinder Smoothing rail
58, 61 Cupola car Track welding
59 Sprinkler car Street sprinkling

NOTES

Rebuilt former passenger cars; delivered supplies
from main storehouse at Snelling to carbarns
Power department; elevated platform

Track and other departments. Flat bed. 14, 16, and
18 later converted to sand cars

Used for hauling heavy materials

Some used as wreckers

Track department

Used at main power plant to switch coal cars
Wrecker; used to rerail and move disabled cars
damaged in wrecks and derailments

Assigned various stations; used throughout the

system

Small cars used at Snelling Shops to move cars
between shop buildings; former cable cars

Track department; former passenger car rebuilt
with grinding wheels to remove rail corrugations
and other irregularities

Track department

Track department; car had large tank for water/

oil storage

Sources: Olson, Electric Railways of Minnesota, Swett, Interurbans Special, No. 14
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Appendix I

TWIN CITY RAPID TRANSIT SHOPS AND CARHOUSES, 1872-1954

Horsecar Barns (Minneapolis)

YEAR
NAME LOCATION BUILT DISPOSITION
Washington Washington and 3rd Avenue N. 1875 Sold
University 4th Street S.E. and 14th Avenue S.E. 1875 Sold
Franklin 16th Avenue S. and Franklin Avenue 1878 Sold
4th Avenue 4th Avenue S. and 24th Street 1878 Sold
Riverside 24th Avenue S. and Riverside Avenue 1880 Sold
Broadway 2nd Street N.E. and Broadway Street 1881 Sold
8th Avenue 8th Avenue S. and Franklin Avenue 1881 Sold
Monroe Monroe and Broadway Street N.E. 1882 Sold
19th Avenue N. 19th Avenue N. and Washington Avenue 1882 Electric cars
Lyndale 28th Street and Dupont Avenue S. 1883 Electric cars
Minnehaha 27th Avenue S. and 26th Street 1884 Electric cars
3rd Avenue N. 3rd Avenue and 2nd Street N. 1885 Electric cars

Note: Except for the building at 3rd Avenue and
2nd Street North, none of the structures on
these sites still exists. Exact dates and even-
tual disposition of the buildings and properties
are unknown. The Lyndale barn burned in
1906. Of those converted to electric carhouses

between 1890 and 1892, only the Minnehaha
carhouse remained in service in 1897. The
others, made obsolete by East Side and an im-
proved and enlarged 31st Street, were being
used to store out-of-service electric cars.



Horsecar Barns (, St. Paul)

YEAR
NAME LOCATION BUILT DISPOSITION

4th Street On 4th Street between Wabasha

and St. Peter (stable only) 1875 Sold
Kent Street University Avenue and Kent Street 1881 Fire, 1895
Laurel Avenue Laurel Avenue, Dale to Kent Street 1882 Sold
Exchange Exchange between 3rd and 4th Streets 1872 Sold
St. Peter 4th and 5th streets—Wabasha 1879 Converted to department

store in 1884

West 7th 7th Street-Lee Street to Tuscarora Avenue 1882 Fire, 1891
Smith Avenue Ramsey Street—Smith to Thompson 1884 (See note)
Rice Street Rice Street and Front Avenue 1884 (See note)
Greenbrier Maryland Avenue and Greenbrier Street 1888 Sold

Note: Kent Street (converted to an electric car-
house) stored out-of-service equipment until it
burned. Smith Avenue and Rice Street became
electric carhouses. Smith was severely dam-

storage facility after 1907; the building was
demolished in 1911. Rice Street stored out-of-
service cars until 1911. The St. Peter facility
was demolished in 1911, and the site was used

aged by fires in 1892 and 1899, and became a for the Lowry Building.
Streetcar Carlzouses (anneapo/is)
YEAR
NAME LOCATION BUILT DISPOSITION
31st Street 31st Street and Nicollet Avenue 1890-91 (see note)
Bloomington 31st Street and Bloomington Avenue 1891 Closed 1911
East Side 1st Avenue N.E.-University and
4th Street S.E. 1891 Closed 1954
North Side 26th Street and Washington Avenue N. 1914 Bus, 1953
Lake Street E. Lake Street, 21st-22nd Avenue 1910 Closed 1953
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Note: Renamed Nicollet after 1912, 31st Street
opened as a repair shop for the Minneapolis,
Lyndale & Minnetonka Railway (Motor Line)
in 1884. It was rebuilt and renovated several
times: first as a streetcar repair facility and car-
house in 1890-91, again in 1898, and finally in
1912. It became a bus garage in 1953. The site
is still in use by Metro Transit. East Side was

Streetcar Carhouses (St. Paul and Sulrurlvs)

closed in 1954 and the building sold to Superior
Plating; it still stands as of 2007. North Side be-
came a bus garage in 1953. It was sold by Metro
Transit in the mid-1980s and is now a business
center with multiple tenants. Lake Street was
demolished, and the site was developed as the
Hi-Lake Shopping Center.

YEAR
NAME LOCATION BUILT DISPOSITION

Duluth Avenue Duluth Avenue and East 7th Street 1889 Closed 1952

Selby Avenue Selby Avenue and Dale Street 1888 Closed 1907
Grand Avenue Grand Avenue and Victoria Street

Midway University Avenue-LaSalle and Carlton 1891 Closed 1907

Owen Street Stillwater 1899 Closed 1932
Snelling Snelling and University Avenues 1907 Bus, 1952-54
South St. Paul Concord and Malden Streets 1920 Closed 1927

Note: Duluth and Selby were originally built as
cable car houses. Midway was replaced by Snel-
ling and closed in 1907. The building was sold
but remains in use as an office building. The
carhouse at Grand and Victoria was used for
the first electric line; its dates are unknown. All
rail and special work, including the connecting
leads to Concord Street, were removed from the
South St. Paul carhouse on April 12-15, 1927.
The building was sold in 1938 and remains in use
today as a truck parts warehouse. A large car-

house and multiple shop buildings occupied the
Snelling site until bus conversion in 1954; then
the carhouse and all but three of the original
shop buildings were demolished and half the
property was sold for development as Midway
Center. What remained became a bus mainte-
nance facility and was used by Metro Transit
until 2002, when it was closed and all of the build-
ings razed. At the time of publication in 2007, the
site awaits redevelopment.
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The track arrangement at Nicollet Station would change very little from this 1916
view until it was closed and remodeled as a bus garage in 1953. The two-story

carhouse building fronting on Nicollet Avenue had mechanical and dispatcher’s

offices and a trainmen’s room on the ground floor. The second floor had a medical

department office and sleeping and recreation rooms for off-duty conductors

and motormen. The underground electrical department was headquartered

in the basement. Work cars used depressed track A to bring reels of electrical

cable in and out of the basement. Over the years Nicollet supplied cars for the
Bryant-Johnson, Nicollet-2nd St. N.E., Glenwood-4th Ave. S., and Grand—-Monroe
lines. The combined capacity of the carhouse and yard was 158 cars. Tracks 4,

5, and 6 and portions of the yard and the track department buildings were used
for buses after World War Il. The Nicollet site continues in use as a bus garage for
Metro Transit. Illustrations by Kent Dorholt are reprinted from The Electric Railways
of Minnesota; courtesy of Russell L. Olson.
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MINNEAPOLIS ST. RY. EAST MINNEAPOLIS "EASTSIDE" STATION 1916 AS REBUILT
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East Side Station opened in 1891. A 1910 remodeling provided additional space
for dispatch and mechanical offices and trainmen’s quarters. Except for outside
storage tracks that were added in 1916, and then subsequently abandoned, all
East Side cars were stored indoors. East Side’s proximity to downtown Minneapolis
minimized deadhead pullout and pull-in mileage, which made it very attractive
operationally. As a result, more lines were assigned to it over the years than any
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other carhouse in the system. East Side provided cars for the Como-Harriet,
Como-Hopkins, Oak-Harriet, Bryant—-Johnson, Grand-Monroe, Nicollet-2nd
St. N.E., Bloomington—-Columbia Hts., Plymouth-E. 25th St., Inter-Campus, Lake
Minnetonka, and St. Paul-Minneapolis lines. It held 178 cars. East Side was the
last carhouse to operate in the system, closing on June 19, 1954. The building
survives in 2007.



MINNEAPOLIS ST. RY. NORTH MINNEAPOLIS "NORTHSIDE" STATION

TCRT built North Side Station in 1914 to relieve overcrowding at its other
Minneapolis facilities. Except for a slightly smaller footprint, the overall design
of the carhouse building was a copy of Lake Street Station. North Side housed
148 cars and was home to the Chicago—Penn-Fremont, Broadway, 28th
Ave. S.—Robbinsdale, and 34th Ave. S.-N. Bryant lines. Shortly after World
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War |, TCRT began using a portion of the carhouse building and yard to store and

maintain the buses it used on its early Camden, Humboldt, and Lowry shuttle

lines. North Side was rebuilt as a bus garage in 1953. The building is extant in

2007, although it is no longer used for transit purposes.
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MINNEAPOLIS ST RY. LAKE ST. STATION (916
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E. LAKE ST. r22N° AVE. S.

Ft. Snelling Shuttle, 28th Ave. S.—Robbinsdale, 34th Ave. S.-N. Bryant, and
Plymouth-E. 25th St. lines. Lake Street could accommodate 180 cars. Buses were
assigned to Lake Street in its later years. Lake Street closed in December 1953. The
building was razed, and the property became the Hi-Lake Shopping Center.

Lake Street Station was placed in service in 1910. As with other TCRT car stations,
mechanical, dispatch offices, and the trainmen’s room were on the ground floor
of the carhouse building. A lounge and sleeping rooms occupied the second floor.
Cars assigned to Lake Street worked the Selby—Lake, Minnehaha-Ft. Snelling,
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ST PAUL CITY RY. DULUTH AVE. STATION AS REBUILT

A

GENERAL DIRECTION OF CARS :
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(REBUILDING OCCURRED SOMETIME DURING THE {902 -1912 PERIOD)

Duluth Avenue Station, originally East 7th Street Station when it was home to

the East 7th Street Cable car line, was rebuilt in stages from 1906 through 1914.

It was renamed Duluth Avenue Station in 1918. A separate repair shop building
was added in 1920. This, later, became a bus garage. Duluth Avenue Station
accommodated 134 cars assigned variously to the Stillwater, Grand—Mississippi,

Hamline—Cherokee Hts., St. Clair—Payne, Dale—Phalen, Randolph—Hazel
Park—-Mahtomedi, Rice-So. St. Paul, Rondo-Stryker, and Maria—Ft. Snelling lines.
Duluth Avenue Station was closed in 1952 following conversion of the St. Paul
lines to bus operation. The buildings were demolished and the property sold.
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MAPS OF THE TRACK SYSTEMS OF THE MINNEAPOLIS
STREET RAILWAY COMPANY AND THE ST. PAUL CITY RAILWAY COMPANY
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These track maps of the Minneapolis Street Railway Company and the St. Paul or diverged. This is the system as it was at its greatest extent, including track
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Appendix K

MAPS OF THE TWIN CITY RAPID TRANSIT COMPANY BUS LINES

Key to the Lines

© X NS o W

N N N N T N N O S o T e S o G SO S Gy S Gy SO
G W N R S WO O Ul AW = O

Humboldt Ave.

30th and Grand-Columbia Heights
Franklin Ave.-N. Lyndale

Lowry Ave.

N. W. Terminal

Kenwood-St. Louis Park—Russell N.

West Lake Street
Hopkins—Glen Lake-Excelsior
Nicollet-Hennepin

. Minneapolis—St. Paul Express
. West 39th St.

. 38th Street

. 46th-50th Street

. Penn Ave. S.

. Chicago Ave.—57th Street

. Airport

. Highland Park-Cleveland

. Rondo-Stryker

. Dale-Hoyt

. Western Ave.

. Rice St.—Payne Ave.

. Jackson-S. Robert-S. St. Paul
. White Bear-White Bear Beach-Bald Eagle
. East 6th St.-Stillwater
. St. Paul Airport

The entire TCRT system was converted
to bus operation between 1952 and
1954. Before then, buses were relegated
to service on lightly traveled crosstown
routes or as feeders to the streetcar lines.
To guard its transportation monopoly,
TCRT purchased and took over a few

bus routes from independent operators
during the 1920s, but company manage-
ment remained both a strong believer

in the superiority of the streetcar and a
supporter of streetcar technology. That
view would change somewhat as rider-
ship declined during the Depression, and
the company turned to buses to replace
streetcars on unprofitable lines or on
those where highway construction would
have required extensive and expensive
track renewal. The suburban lines to
Lake Minnetonka and Stillwater were the
first to disappear in 1932, followed by a
handful of local lines in Minneapolis and
St. Paul. In 1948, the year of this map,
buses accounted for 9,232,591 revenue
miles out of a system total of 35,488,288
revenue miles of operation. The relation-

ship between the various streetcar lines

and bus routes can be seen by comparing
this map with the streetcar system map in
chapter 7.
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Legend
Bus Routes (6/1/1948)
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Appendix L

TWIN CITY RAPID TRANSIT PRESENT PLAN OF ORGANIZATION, JANUARY 1950
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Dwindling patronage and increased operating expenses combined to create a reductions. Their report recommended eliminating seventy-one positions, which,
loss of more than $750,000 on TCRT's operations in 1949, and this organizational along with other changes, would produce a savings of $211,500, hardly enough
chart explains why. The company was a warren of departments and some to return the company to profitability—or, more urgently, avert bankruptcy. It
3,631 employees, half of them supporting a rail operation that was no longer would take 525 new buses and the conversion of the entire system to do that.
sustainable. President Charles Green retained the consulting firm of Booz, Allen & Source: Booz, Allen & Hamilton Study, January 1950; reproduced courtesy of the
Hamilton to make recommendations for departmental reorganizations and force Minnesota Historical Society.
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Bibliographic Resources

ore than fifty years separate this book

from the big yellow streetcars of the

Twin City Rapid Transit Company. Still,
interest in the streetcar and TCRT persists,
even though the automobile has mostly won
the battle for urban mobility. As a measure, one
need only look to the thousands of people who
come out every summer to watch and ride the
restored Twin City Rapid Transit streetcars op-
erated by the Minnesota Streetcar Museum at its
Lake Harriet and Excelsior sites. That enthusi-
asm, together with the absence of a popular his-
tory of the Twin City Rapid Transit Company, is
the reason for this book.

Published histories of the Twin City street
railway system and the Twin City Rapid Transit
Company are extremely rare. Three were used
as sources for this book. Although none of them
is currently in print, copies may still be avail-
able in libraries or private collections.

The Electric Railways of Minneapolis and
St. Paul, by Ira Swett, was published in 1953 in
the midst of the changeover from rail to bus and
was written primarily for electric railway enthu-
siasts. It presents a detailed, though relatively
brief, study of the company, including its corpo-

rate history, a complete list and history of each
car line, and a complete roster of all passenger
and work equipment. Swett had access to origi-
nal company documents and knew many people
who worked for TCRT at the time of the conver-
sion to buses.

Transit and the Twins, by Stephen Kieffer,
was originally written as an honors thesis at
the University of Minnesota. The Twin City
Rapid Transit Company published it as a cor-
porate history in 1958, just as the Ossanna
scandals were breaking. Although the book
presents scant detail on streetcar operations or
services, it is a good general history of the com-
pany, if a bit too enthusiastic about the merits
of the conversion to buses spearheaded by Fred
Ossanna. It includes an excellent brief discus-
sion of how the streetcar influenced the growth
and development of the Twin Cities.

The Electric Railways of Minnesota, by
Russell L. Olson, published in 1976 by the Min-
nesota Transportation Museum, is the gold
standard for TCRT historians and is a superb
resource for information on the company. The
book’s approach is very technical, and it is
therefore more a reference work than a popular
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history. Available copies are extremely rare and
generally command a high price. Olson worked
briefly for TCRT in the early 1950s and had ac-
cess to original documents from that era; he
was instrumental in saving many of them from
destruction. His research and the materials he
collected over the years are now in the collec-
tions of the Minnesota Historical Society. He
prepared a supplement to The Electric Railways
of Minnesota and published it privately in 1990.

Other books on TCRT, not used as sources
here but of possible supplementary interest to
readers, include the following:

Twin City Rapid Transit Pictorial, by
Alan R. Lind (1984), gives a good overview of
the Twin City system. The text is limited and
relies on secondary sources. Copies are rare.

Twin City Lines, the 1940s, by Aaron Isaacs
and Bill Graham, is a magazine-format booklet
for general readers, mainly a nostalgia piece for
those seeking memories of the streetcar era in
the Twin Cities during World War II. It is not a
complete history of the company and the street-
car in the Twin Cities and has been out of print
since 2002.

The Como-Harriet Streetcar Line, by Aaron
Isaacs, Bill Graham, and Byron Olsen, is a
study of the Twin Cities’ most scenic and best-
remembered streetcar line. It was published
as a remembrance for visitors to the Como-
Harriet site of the Minnesota Streetcar Muse-
um near Lake Harriet in south Minneapolis.

Primary Sources

i

urviving corporate records of the Twin City
Rapid Transit Company and its subsidiar-
ies have been archived and are on file in

the manuscript collections of the Minnesota
Historical Society. Among them are financial,
engineering, mechanical, and construction rec-
ords, along with operating department records
and valuation studies. Additional materials are
available among the Russell L. Olson papers.
These documents were used extensively in re-
searching this book.

In the 1950s and 1960s, Mr. Olson and
others were able to collect and preserve much
of the TCRT corporate material under the aus-
pices of the Minnesota Railfans Association
and the Minnesota Transportation Museum,
and arrange for its subsequent donation to the
Minnesota Historical Society. The Metropoli-
tan Transit Commission also donated material
from its files following its acquisition of Twin
City Lines, Inc.

Sadly, considerable material has been lost.
In the late 1950s, TCRT closed and sold its
corporate headquarters building at 11th Street
and Hennepin Avenue and moved its offices to
the second floor of the Nicollet Garage. At the
time of the move, many records and documents
from the streetcar era, long in storage and of
no immediate use, were discarded. Company
records and photographs used in the Ossanna
trials documenting the conversion to buses and
the activities of company officials were placed
in storage by the federal court at the conclusion
of the trials. The authors were unable to locate
them, and those documents, too, are presumed
lost. In the mid-1960s, a large number of TCRT
records stored in the basement of the Nicollet
Garage were destroyed when the basement
flooded in a torrential rainstorm.

The authors worked for the Metropolitan
Transit Commission for many years and be-
came good friends with many senior employ-



ees who worked for TCRT during the streetcar
era. Over the years, many of those employees
saved documents about to be thrown out and
kept them as private mementoes. Aware of the
authors’ interest, they generously passed the
documents along, knowing that they would be
treasured and preserved. The authors simi-
larly found many long-forgotten documents
and photographs stored in obscure places and
set them aside before they could be damaged
or discarded. Among these artifacts are maps,
track diagrams, building and equipment blue-
prints, equipment specifications, photographs,
advertising brochures, schedules, annual re-
ports, consultant studies, labor contracts, rule-
books, company bulletins, and books of news-
paper clippings from the 1940s and 1950s.

One of the most significant finds that came
into the authors’ possession is a series of hard-
bound ledger books maintained by TCRT’s
schedule department that document every
route and schedule change, special operation,
or extra service operated by the company
from the turn of the century to the end of the
streetcar era. This is a day-by-day journal of the
company’s street operations and an important
source for this book, especially for chapter 7,
“Trolleys in Your Neighborhood.”

General Works

i

ne book that deserves special recognition
and was recently brought back into print
in a paperback edition is The Electric
Interurban Railways in America, by George W.
Hilton and John F. Due, published by Stanford
University Press in 1960. Hilton remains one
of America’s foremost scholars of the railroad

industry. This book is the most in-depth study
of the electric railway industry ever written
and is an absolute must for anyone studying
the rise and fall of streetcar and interurban
transportation.

For those interested in Thomas Lowry,
Streetcar Man, by Goodrich Lowry, Thomas
Lowry’s grandson, is an excellent biography
with insights into Lowry’s personality that only
a family member could have.

A Union against Unions: The Minneapolis
Citizen Alliance and Its Fight against Organized
Labor, 1903-1947, by William Millikan, is an
outstanding source on the labor movement in
the Twin Cities during the first half of the twen-
tieth century. There is extensive material on
the streetcar strike of 1917 and Horace Lowry’s
role in the Citizen Alliance, a pro-business orga-
nization formed to oppose the activities of labor
unions.
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Minnesota Streetcar Museum

he memory of the great Twin City Rapid

Transit Company and the streetcar era

in the Twin Cities has been preserved
by the Minnesota Streetcar Museum, a not-
for-profit, all-volunteer organization. The mu-
seum’s collection includes four TCRT street-
cars, which it operates on a portion of the
former Como—-Harriet line at Lake Harriet in
south Minneapolis and in Excelsior near Lake
Minnetonka. One car, number 1300, is a TCRT
standard one man-two man car that ran on the
Como-Harriet line until the last day of service
on June 19, 1954. Other cars in the collection
include a TCRT gate car, a TCRT PCC, and car
number 265, a TCRT car that was sold to the
Duluth Street Railway in 1916 and operated

in Duluth until 1939. A fifth car, number 78,
built in 1893 by LaClede for the Duluth Street
Railway, is one of the oldest operating electric
streetcars in the United States.

Besides these operational cars, the mu-
seum owns several from other Minnesota cit-
ies that are awaiting restoration and eventual
operation. It also maintains an extensive archive
of photographs and documents from the street-
car era, many of which were used in this book.

The museum offers rides to visitors during
its regular operating season from May through
October, as well as special holiday trolleys oper-
ated at Halloween and between Thanksgiving
and Christmas. More information can be found
at its Web site, www.trolleyride.org.

Minnesota Streetcar Museum


www.trolleyride.org
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American Iron and Supply Company, 131

American Transit Association, 116

Anderson, Earl, 165

Anderson, Marcella, 163

Anker Hospital, 260

Anoka, 226, 228, 229. See also Minneapolis, Anoka &
Cuyuna Range Railway; Minneapolis & Northern
Railway

Anoka-Minneapolis Suburban Railway, 228

Antlers Park, 252, 253

arc lights, 78

Arcade-Maryland, 281. See also Dale; Dale-Hoyt;
Forest-Phalen Park; St. Clair; St. Clair-Payne

Armour Packing Plant, 285

Aslesen, Emil, 126, 174

Associated Commercial Clubs of Minneapolis, 109

Augsburg College, 243

Aurora, Elgin & Chicago Railroad, 311

Auto Club Junction, 107, 252

automobile and bus competition, 3, 9-10, 102-12, 115,
118, 293-94
automobile showroom, 99

Bagby, John C., 24

Bakken, Luther, 160

Bald Eagle Lake, 111

Baldwin Locomotive Works, 28

ballast quarries, 151

Baltimore (Maryland), 106, 111

Banks, Tommy, 125, 293

Basilica of St. Mary, 187

Bass, J. W., 27

Bayport (Minnesota), 89, 92, 180

Benz, Karl, 102

Berlin Industrial Exposition, 17

Best Buy, 202

Bethel College, 268

Big Island, 76, 81, 82

Big Island Park, 78, 81, 82, 83, 85, 87, 88, 95

Bilek, Mayme, 163

Bill the Motorman, 107, 156, 178

Birney, Charles O., 144

Birney Safety Car, 144, 145

Bismarck (North Dakota), 26

Blake School, 80

Block E, 205

Bloomington, 203, 216, 230, 245-46. See also
Bloomington-Columbia Heights; Central,
Columbia Heights; Plymouth

Bloomington (Minnesota), 202, 252-53

Bloomington—-Columbia Heights, 70, 149. See also
Central; Columbia Heights

Bloomington Station, 64, 69, 70

Blumenfeld, Isadore (Kidd Cann), 121, 124, 125, 293

bobtails, 14. See also horsecars

bonus list, 174

Appendix A
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Booz, Allen & Hamilton, 124, 327

Boston, 14

bottleneck, 188

Bridge Square, 28, 41

Broadway, 73, 145, 217-18, 219

Broadway bridge, 217, 218

Brooks Coleman Law, 101, 294

Brown, W. M., 138

Bryant, 180, 188, 203, 232, 251, 254-56. See also
Bryant-Johnson; Johnson; Monroe

Bryant-Johnson, 72, 149. See also Bryant; Johnson

Bryant-Penn shuttle, 256. See also Bryant

Bryn Mawr, 116, 184, 213-14, 232. See also
Como-Harriet

Bryn Mawr Extension, 214. See also Bryn Mawr

Buffington, L. S., 84

Burbank, J. C., 27

Bureau of Criminal Apprehension, 126

Burnquist, Joseph, 100

bus: garages, 110; intercity, 201; manufacturers,
105-6; route map, 325-26; routes, 201-2, 304-5,
324; streetcar conversion, 6, 10, 119, 121, 123,
126-31, 144, 293, 295, 296, 306; technical develop-
ment, 102-3, 105-6, 109, 295

Butler Building, 44

C. H. Will Motor Corporation, 106
cable cars, 16, 17, 19, 31, 32-34, 61
Cadillac Motor Company, 106
Calhoun Theater, 197

Camden, 59, 111, 225, 226, 228
Camden bridge, 225, 226
Camden—Northeast-St. Anthony, 47
Camden Theater, 226

Camitsch, Charles, 166

Canadian Pacific Railroad, 45, 253
Cannon Falls (Minnesota), 288
Capital Transit, 75

Cappellen, F. W., 232

carhouses, 71

Carver, H. L., 27

Cathedral of St. Paul, 194, 265
Catholic Orphans Home, 265
Cedar-Riverside neighborhood, 243
Cedar-28th Ave. S.-34th Ave. S., 200, 203, 219, 221,

224, 243-45. See also 34th Ave. S.-N. Bryant; 28th
Ave. S.-Robbinsdale; Washington Ave. N.

Central, 180, 184, 203, 217, 230-31, 232, 245, 246, 249
See also Bloomington; Bloomington—Columbia
Heights; Chicago; Columbia Heights; Nicollet

Chattanooga (Tennessee), 146

Cherokee Hts., 208, 267, 268, 270, 273, 274, 290-91.
See also Hamline; Hamline—Cherokee Hts.;
Mississippi

Chicago, 178, 203, 221, 230, 246-48, 297. See
also Chicago-Fremont; Chicago—Penn;
Emerson-Fremont; Penn

Chicago (Illinois), 111, 116, 146, 297

Chicago & NorthWestern, 45, 96

Chicago, Burlington & Quincy, 45

Chicago-Fremont, 73, 143. See also Chicago;
Chicago—Penn; Emerson-Fremont; Penn

Chicago Great Western Railroad, 45, 253, 288

Chicago, Milwaukee & St. Paul Railway, 29, 44, 65,
76, 78,79, 80, 89, 201, 237, 239, 241, 242, 244, 288

Chicago, North Shore & Milwaukee, 107

Chicago-Penn, 73, 143. See also Chicago;
Chicago-Fremont; Emerson-Fremont; Penn

Chicago, South Shore and South Bend, 107

Chicago, St. Paul, Minneapolis & Omaha Railroad
(Omaha Road), 44, 89. 260, 275, 276, 279

Cincinnati (Ohio), 116

Citizens Alliance, 174

Civil War, 155

Cleveland (Ohio), 111, 133

Cochran, Thomas, Jr., 27

College of St. Catherine, 261

Columbia Heights, 227, 230, 232. See also Blooming-
ton; Bloomington—Columbia Heights; Central

Columbia Heights High School, 230

commuter trains, 201

Como-Harriet, 47, 50, 52, 85, 132, 133, 143, 149. See
also Oak-Harriet; West 39th Street

Como-Harriet-Hopkins, 178, 184-91, 192, 195, 203,
208, 213, 217, 230, 267, 269, 270, 272, 273, 296, 297.
See also Oak-Harriet; West 39th Street

Como-Hopkins, 78, 85

Como Park, 47, 50, 75, 96, 179, 186, 268, 270

Como Park Station, 50

Como Transportation, 110



Concordia College, 197, 265
conductorettes, 7, 117, 163
Conway, Thomas, 148

Cream of Wheat Building, 235
Cretin High School, 261
Crystal (Minnesota), 253
Custer, George Armstrong, 26
Cuyuna Iron Range, 228

Daft, Leo, 20

Dale, 197, 208, 258, 260, 264, 266, 27071, 277. See also
Arcade-Maryland; Forest-Phalen Park; Phalen
Park; St. Clair; St. Clair-Payne

Dale-Hoyt, 270. See also Dale

Dania Hall, 35

Dan Patch line, 228, 252-53. See also Minneapolis,
Northfield & Southern Railway; Minneapolis,
St. Paul, Rochester & Dubuque Electric Traction
Company

Davenport, Thomas, 17

Davidson, Robert, 17

Dawson, William, 27

Dayton’s Bluff, 285

Dayton’s department store, 205

De Dion Bouton buses, 103

Dean, Warren H., 27

Decorah (Iowa), 252

Deephaven, 29, 76, 79, 85, 112, 142, 180

Deephaven Dock Station, 79

Deephaven Junction, 80

Derham Hall High School, 261

destination signs, 174

Detroit (Michigan), 111, 116

Dinkytown, 187

Dodge automobile, 106

Donaldson’s department store, 206

Donaldson’s Glass Block, 43

Downtown Chevrolet, 187

downtown loop circulator, 304

Drum, A. L., 146

Dubuque (Iowa), 252

Duluth (Minnesota), 3, 109, 111, 146

Duluth Avenue Station, 69, 70, 130, 149, 279, 296, 321.
See also East 7th Street Station; 7th Street Station

Duluth Street Railway, 310, 311

Duluth Superior Traction, 109
Duluth Superior Transit Company, 304

E. 25th St., 184, 196, 200, 203, 215, 216, 221, 236-39,
258. See also Emerson-Fremont; Ford Plant;
Fort Snelling; Kenwood; Kenwood-E. 25th St.;
Minnehaha Falls-Ft. Snelling; Minnehaha—
Plymouth; Plymouth; Randolph; Randolph—-Hazel
Park-Mahtomedi; 6th Ave. N.; Snelling; Snelling—
Minnehaha

East Grand Forks (Minnesota), 3

East Minneapolis Station (East Side), 64, 65, 130, 132,
144, 149, 162, 318

East 7th Street Station, 65, 69, 70. See also Duluth
Avenue Station; 7th Street Station

East 6th Street-Lake Elmo-Stillwater, 305. See also
Stillwater line

East 6th Street—Stillwater, 208. See also Stillwater line

Eastman, W. W., 25

Eblen, Bigham D., 120, 121, 124

Eckland Body, 111

Eckland Brothers, 105, 106

Eddy Hall (University of Minnesota), 192

Edina (Minnesota), 107, 186, 191, 252, 253

Edina Country Club neighborhood, 113

Edina Theater, 191

Edison, Thomas, 3, 17, 20

Edison High School, 230

8th Street Freight Terminal, 275

Electric Railway Company of the United States, 20

Electric Railway Journal, 108, 147

Electric Railway Presidents Conference Committee,
148

Electric Short Line, 252

electrification, 33-36, 50-51, 53-54, 56-57

Ellison, Dr. David, 127

Emerson-Fremont, 203, 217, 219, 221-24, 225, 226,
243, 246. See also Chicago; Chicago—Fremont;
Chicago—Penn; Penn

Employees Mutual Benefit Association, 174

Emporium department store, 44, 209

Evansville (Indiana), 146

Eveleth (Minnesota), 106

Excelsior (Minnesota), 29, 76, 76, 77, 78, 79, 80, 81, 86,
87,110, 132

Index



338 Index

Excelsior Amusement Park, 87, 88

Excelsior Dock Station, 75, 79, 82

Excelsior Excursion, 85

Excelsior-Glen Lake, 203

Excelsior Limited, 85

Exposition Building, 230, 231, 232

Exposition of Railway Appliances, 20

express boats, 82-84; operations, 83, 84, 87, 88
extra board, 162

Fageol Brothers, 105

Fageol Safety Coach, 105

Fair Labor Standards Act, 175

Fairview Hospital, 243

Falcon Heights, 121

Faraday, Michael, 17

fares, 99, 101, 104, 112, 118, 121, 123, 124, 161, 294,
298-99

Faribault (Minnesota), 252

Farmer, Moses, 17

Farmers & Mechanics Bank, 204

Federal Aid Road Act, 106

Federal Reserve Bank, 40

Federal Securities and Exchange Commission, 125

Field, Marshall, 39

Field, Stephen, 17, 20

Field Elementary School, 104

Fifth Avenue Coach Company, 103

50th Street crosstown, 304

First National Bank Building, 213

Fitzgerald, Roy E., 105

Fitzpatrick, J. F., 114

Fitzpatrick, P. W., 114, 115

Flxible, 106

Folwell Hall (University of Minnesota), 192

Ford, Henry, 102

Ford Parkway bridge, 237, 261

Ford Plant, 155, 184, 207, 237, 238, 261, 262. See also
E. 25th St.; Hazel Park—-Mahtomedi; Randolph;
Randolph-Hazel Park—-Mahtomedi; Plymouth

Forest-Phalen Park, 208, 260, 263, 270, 277-79. See
also Arcade—Maryland; Dale; Dale-Hoyt; St. Clair;
St. Clair-Payne

Fort Snelling, 27, 47, 49, 100, 111, 142, 216, 239, 240,

241, 242, 260, 261, 283. See also Franklin-11th St.;
Hazel Park—-Mahtomedi; Maria; Minnehaha
Falls—Ft. Snelling; Minnehaha—Plymouth;
Plymouth; Washington Ave. N.

Fort Snelling bridge, 242, 261

Fort Snelling Shuttle, 239, 242, 272

Foshay Tower, 207

4th Ave. S., 203, 204, 206, 214, 248-49. See also
Glenwood; Glenwood—-4th Ave S.; 6th Ave. N

Fox, Verna, 163

Franklin Avenue bridge, 235, 236

Franklin—11th St., 219, 235-36, 239. See also Fort
Snelling; Robbinsdale

Franklin—N. Lyndale, 203, 236

fraud trials, 131

Fred T. Heywood Office Building, 73

Fridley (Minnesota), 229

General Electric, 135, 252

General Motors, 10, 106, 127, 293, 295

general office building, 131

Gibb, James A., 120

Gibson, Paris, 25

Gillette Children’s Hospital, 277

Gilman and Company, 119, 295

Gilman report, 119

Glen Echo Amusement Park, 75

Glen Lake Sanitarium, 111

Glenwood, 203, 206, 214-15, 226, 248. See also
4th Ave. S; Glenwood-4th Ave. S.

Glenwood—-4th Ave. S., 72, 149. See also 4th Ave. S.;
Glenwood; 2nd St. N.E.

Glenwood Junction, 107

Glueck Brewery, 226

Golden Rule department store, 44, 177, 211

Golden Valley, 203

Goodrich, 5

Goodrich, Beatrice, 24

Goodrich, Calvin, 24, 27, 27, 42, 99, 258, 304

Goodrich, Calvin Gibson, 24

Gopher Coach Lines, 110, 111

Gordon, Charles, 147, 148

government regulations, 118, 294

Grain Belt Brewery, 217, 218, 226



Granada Theater, 188

Grand (Minneapolis), 180, 203, 232, 251, 253. See also
Grand-Monroe; Johnson; Monroe

Grand (St. Paul), 208, 211, 213, 260, 264-65, 268, 270,
274, 276. See also Grand—Mississippi; Mississippi;
Payne

Grand Central Terminal (New York), 3

Grand-Mississippi, 145, 149. See also Grand,
Mississippi

Grand-Monroe, 72, 145, 149 See also Johnson; Monroe

Grand Rapids (Michigan), 146

Gray’s Campus Drugs, 187

Great Depression, 7, 9, 11, 42, 47, 111-15, 118, 142, 162,
175, 294

Great Epizootic, 15

Great Northern Depot, 45, 204

Great Northern Market, 177

Great Northern Railway, 26, 39, 44, 45, 77, 88

Green, Charles, 9, 10, 115, 120, 121, 124, 125, 126, 128,
174, 293, 295, 297

Green Sales Company, 120

Greyhound, 106

Groveland Addition, 24

Groveland School, 263

Guarantee Loan Building, 13

Hagen, Marie, 163

Hall, Scott, 105

Hallidie, Andrew, 17

Hamline, 208, 267-68, 268, 270, 272, 273, 274, 287,
290. See also Cherokee Hts.; Hamline—Cherokee
Hts.; Jackson; S. Robert

Hamline—-Cherokee Hts., 149. See also Cherokee Hts.;
Hamline

Hamline Lake, 282

Hamline University,146, 267, 268

Hamm Brewery, 276

Hamm Building, 105

Hastings (Minnesota), 89, 108, 286, 288

Hazel Park-Mahtomedi, 208, 216, 239, 260, 261, 268,
278, 279-82. See also Fort Snelling; Minnehaha
Falls-Ft. Snelling; Minnehaha-Plymouth; Plym-
outh; Randolph; Stillwater line; White Bear Lake;
Wildwood Park

Hazel Park neighborhood, 280

Hennepin Avenue Methodist Church, 188

Hennepin County Bar Association, 126

Hennepin County garbage incinerator, 222

Hennepin County grand jury, 125

Henry High School, 222

Hertz, John D., 107

Hertz Rent-A-Car, 107

Hewitt, Girard, 27

Hiawatha Light Rail line, 179, 204, 237, 244

Hibbing (Minnesota), 3

High Bridge, 291

Highland Park, 202, 237, 242, 262, 263

Highland Park-Cleveland Avenue Crosstown, 305.
See also Merriam Park; Randolph

Highland Park High School, 202

Highland Water Tower, 269

Hi-Lake Shopping Center, 293

Hill, Florence, 163

Hill, James J., 29, 30, 31, 39, 75, 265

homebuilt streetcars, 137, 138, 139

Homewood Drugs, 216

Honeywell, 207, 248, 249

Hope, 184, 203, 216, 239, 260, 261, 263, 279, 283. See
also Fort Snelling; Minnehaha Falls-Ft. Snelling;
Randolph

Hope St., 116

Hopkins (Minnesota), 29, 76, 77, 79, 80, 87, 186, 191,
258

horsecars, 14, 15, 18-19, 26, 31, 141. See also bobtails

horsecar carbarns, 315

Hotel Lafayette, 29

Hotel Lowry, 105

Hotel St. Louis, 75, 79

Hudson, 89

Humboldt shuttle, 225

Hutchinson (Minnesota), 29, 77

immigrants, 157

Indian Mounds Park, 284

Indianapolis, 111

Industrial Workers of the World, 101

Insull, Samuel, 4

Inter-Campus, 178, 180, 185, 192-93, 217, 232

Index
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International Amalgamated Association of Street and
Electric Railway Employees, 100

International Market Square, 215

International Stock Food Company, 252

Interurban, 35, 48, 49, 110, 164. See also 6th Ave. N.;
St. Paul-Minneapolis

Inver Grove, 286, 288, 289

Ireland, Archbishop John, 33, 34

Isaacs, Fred, 131

Isaacs, Harry, 131

J & C Holding Co., 131

J. G. Brill Co., 135, 147

Jackson, 251, 267, 272, 274, 290. See also Hamline;
Jackson-S. Robert; Stryker; Western

Jackson-S. Robert, 116, 208, 274

Jarless Spring Carriage Company, 258

Jeffords, Earl, 131

Jeweler’s Exchange Building, 205

Jewett Car Company, 135

Jitney Bus, 104

jitney craze, 103, 104

jitneys, 104, 109

John Stephenson Company, 26

Johnson, 180, 203, 232-34, 254, 258. See also Bryant;
Bryant-Johnson; Grand; Kenwood

Johnson, Ed, 164

Johnson High School, 276

Jones, Harry Wild, 50, 190

Kefauver Crime Committee, 125

Kennebunkport (Maine), 133

Kenney, W. T., 111

Kenney Bus Company, 110, 111

Kennywood Amusement Park, 75

Kenwood, 21, 116, 184, 188, 232, 236, 258-59. See also
Como-Harriet; E. 25th St; Johnson; Kenwood—
E. 25th St; Kenwood-St. Louis Park-Russell N.;
Oak-Harriet

Kenwood-E. 25th St., 70. See also Kenwood,;
Kenwood-St. Louis Park-Russell N.

Kenwood School, 259

Kenwood-St. Louis Park-Russell N., 203, 216, 257,
259. See also Kenwood; Kenwood-E. 25th St.

Kessler and Maguire Funeral Home, 260
Kettering, Charles, 106

kickbacks, 125

King, John, 20

King, William S., 25

Knollwood Shopping Center, 257

Knox, Merrill D., 296

Kuhn, Loeb & Company, 42

labor disputes, 100, 101, 112, 117, 174, 175. See also
1917 strike

LaClede Car Company, 137

Lafayette Hotel, 75

Lagoon Theater, 257

Lake Calhoun, 28, 29, 47. 59, 78, 132, 133, 184, 189,
256, 257,258

Lake Como, 47, 270

Lake Harriet, 28, 30, 47, 50, 52, 75, 76, 78, 80, 96, 132,
133, 178, 184, 189, 190

Lake Harriet loop, 139

Lake Harriet Pavilion, 13

Lake Harriet Trolley, 80

Lake of the Isles, 47

Lake Marion, 252

Lake Minnetonka, 3, 4, 7, 29, 47, 50, 75-76, 79, 81, 82,
85, 87,112. 132, 140 180, 184, 185, 188, 191, 258; op-
erating statistics, 300; streetcar operations, 85-88;
timetable, 86

Lake Nokomis, 47, 244, 246

Lake Park Hotel, 75, 85

Lake Phalen, 47, 277, 279

Lake Street bridge, 195

Lake Street Station, 70, 73, 112, 130, 147, 161, 164, 293,
320

Lakeville (Minnesota), 253

Lakewood Cemetery, 99, 189

Langdon, R. B, 25

Larrick, Benson (Barney), 127, 131

Lee Higginson and Company, 27

Lexington Avenue crosstown, 304, 305

Lexington Park, 49, 178, 251

Light Weight Noiseless Electric Street Car Company,
146, 310, 311

Lilac Drive, 202



Lincoln, Abraham, 24, 80

Lincoln-Douglas Debates, 24

Linden Hills, 139, 50, 190

Linden Hills bridge, 80

Lindquist, Leonard, 124, 125, 126

lineups, 162

Little Bighorn, 26

Local 1005, 117, 174. See also Amalgamated Associa-
tion of Street, Electric Railway & Motor Coach
Employees; Amalgamated Transit Union

Longfellow neighborhood, 237

Loring Park, 187

Los Angeles, 106, 116, 127

Lower Dam Water Power Station, 166

Lowertown, 195

Lowry, Horace, 99, 100, 112

Lowry, Thomas, 5, 23, 24, 27, 30, 33-34, 37, 39-40,
42, 80,99, 138 177, 230, 258-59, 304; private car,
138, 140

Lowry Addition, 24

Lowry Avenue crosstown, 109, 304, 235

Luce line, 228, 253

Lundquist, Adeline, 163

Luther Theological Seminary, 186

Lyndale Farms, 25

Lyndale Railway Company, 28 See also Minneapolis,
Lyndale and Minnetonka Railway; Motor Line

Macalester College, 47, 265, 268

Macalester Park, 263

Mack bus, 102, 128, 295

Magnuson, Maxine, 163

Mahtomedi, 89, 90, 92, 96, 180, 281, 282. See also Hazel
Park-Mahtomedi; Randolph; Randolph-Hazel
Park-Mahtomedi

Main Steam Station, 54, 54, 55, 59, 116, 130, 132, 166,
167,296

Manitou Junction, 76

Mankato (Minnesota), 3, 109, 253

Manning’s Restaurant, 186

maps, area and system: bus routes, 325; Como Park,
179; Excelsior, 76-77; horsecar, 18-19; interurban
lines, 48; Lake Minnetonka, 82; Minneapolis
streetcar and bus, 122; Minnehaha Park, 179;

St. Paul streetcar and bus, 123; system, 182-83;
track, downtown Minneapolis, 202; track, down-
town St. Paul, 208; track, Minneapolis, 323; track,
St. Paul, 322

Maria, 208, 260, 265, 279, 283—-85. See also Fort Snel-
ling; Rondo; Rondo—-Maria

Marshall, W. R., 27

Marshall-Lake express, 201. See also Selby-Lake

Marshall-University High School, 186

Mason, John, 14

Masonic Temple Building, 39, 87

McComb, W. R., 27

McCory, William, 29

McGill, T. Julian, 112, 113, 118

McGraw, James H., 147

McGuire-Cummings Manufacturing Company, 135,
232

McKeesport (Pennsylvania), 127

McKinley, William, 138

McKinley Tariff Act, 39

McNair, W. W, 25

Medical Arts Building, 207

Medicine Lake, 24

Memorial Stadium, 178, 186

Menage, Louis, 13, 40, 258

Mendenhall, R. J., 25

Mendota, 27

Merriam Park, 47, 116, 142, 194-95. See also Highland
Park-Cleveland Avenue crosstown; Mississippi;
Selby-Lake

Mesaba Motor Company, 111

Mesaba Railway, 107

Metropolitan Building, 23

Metropolitan Coach Lines, 107

Metropolitan Transit Commission, 132, 133

Metro Transit, 49

Mexico City, 131, 132, 149

Mid-Continent Construction and Development
Company, 131

Midway district, 47, 179, 201, 268

Midway Shopping Center, 129

Midway Station, 64, 132

Milwaukee Electric Railway and Light Company, 4

Milwaukee Road Depot, 206

Index

341



Minneapolis & Northern Railway, 228. See also Minne-
apolis Anoka & Cuyuna Range Railway

Minneapolis & St. Louis Railway, 44, 45, 46, 76, 78, 88

Minneapolis & St. Paul Suburban Railway, 220, 232,
258

Minneapolis, Anoka & Cuyuna Range Railway, 108,
226, 228-29, 253, 310, 311. See also Minneapolis &
Northern Railway

Minneapolis Aquatennial, 52

Minneapolis Automobile Club, 252

Minneapolis Central High School, 176, 177, 249

Minneapolis City Council, 25

Minneapolis City Hall, 239

Minneapolis City Market, 205

Minneapolis Esterly Harvester Company, 258

Minneapolis Filtration Plant Railway, 232

Minneapolis General Hospital, 246

Minneapolis Harvester Works, 25

Minneapolis Heat Regulator Company, 248-49

Minneapolis Horse Railroad Company, 25

Minneapolis Jitney Bus Association, 109

Minneapolis Land & Investment Company, 256, 258

Minneapolis, Lyndale & Lake Calhoun Railway, 28

Minneapolis, Lyndale & Minnetonka Railway, 16,
18, 20, 28, 31, 33, 51, 77. See also Lyndale Railway
Company; Minneapolis, Lyndale & Lake Calhoun
Railway; Motor Line

Minneapolis Main Post Office, 203

Minneapolis Millers, 49, 52, 145, 178

Minneapolis-Moline, 196, 197, 243

Minneapolis, Northfield & Southern Railway, 107,
253. See also Dan Patch line; Minneapolis, St. Paul,
Rochester & Dubuque Electric Traction Company

Minneapolis office building, 56

Minneapolis Public Library, 36-37

Minneapolis Stockyards and Packing Company, 41

Minneapolis, St. Paul & Sault Ste. Marie Railway,
27,39

Minneapolis—St. Paul Bus Line Inc., 110

Minneapolis, St. Paul, Rochester & Dubuque Electric
Traction Company, 252-53. See also Dan Patch line;
Minneapolis, Northfield & Southern Railway

Minneapolis Street Railway Company, 20, 24, 25, 26,
30, 35, 37, 51, 75, 111, 197, 219, 232, 258, 303

Minneapolis Trades and Labor Assembly, 100

Minneapolis Union Depot, 45

Minneapolis Vocational High School, 249

Minneapolis Waterworks, 229

Minneapolis West High School, 197

Minneapolis Workhouse, 225

Minnehaha Creek, 80, 246, 250, 254, 255, 256

Minnehaha Falls, 241

Minnehaha Falls-Ft. Snelling, 184, 196, 200, 203, 216,
224, 235, 239-43. See also Franklin—-11th St.; Hazel
Park-Mahtomedi; Hope; Maria; Minnehaha-
Plymouth; Plymouth; Snelling—Minnehaha;
Washington Ave. N.

Minnehaha Park, 28-29, 47, 75, 178, 179, 239, 240-43

Minnehaha-Plymouth, 70. See also Hazel Park—
Mahtomedi; Maria; Minnehaha Falls-Ft. Snelling;
Plymouth; Snelling—Minnehaha; Washington
Ave. N.

Minnesota Commission of Public Safety, 101

Minnesota Highway Department, 244, 266

Minnesota Historical Society, 133

Minnesota History Museum, 133

Minnesota Home for Children, 277

Minnesota Masonic Home, 252

Minnesota Railfans Association, 227, 282

Minnesota Railroad and Warehouse Commission, 10,
101, 121, 125, 289, 293, 296

Minnesota River, 252

Minnesota Soldiers Home, 240

Minnesota State Capitol, 198, 211, 273

Minnesota State Fair, 50, 52-53, 146, 178, 240, 268

Minnesota State Prison, 91-92

Minnesota Streetcar Museum, 132-33, 149, 189, 190

Minnesota Transfer Railway, 193, 268

Minnesota Transportation Museum, 133, 252, 274

Minnetonka and White Bear Navigation Company,
109, 304

Minnetonka Beach, 29

Mississippi, 195, 208, 211, 213, 260, 264, 268, 27475,
290. See also Cherokee Hts.; Grand (St. Paul); Mer-
riam Park

Mississippi River, 47, 184, 194, 200, 204, 209-10,
217,218, 224, 226, 228, 232, 236, 237, 239, 242,
260, 288, 291



Model T, 102, 106

Monitor Manufacturing Company, 258

Monongahela Street Railway, 75

monopoly, 294

Monroe, 180, 203, 217, 226-27, 229, 249, 251, 254. See
also Bryant; Grand (Mpls.); Nicollet

Montgomery Ward, 66 179, 198, 266

Morningside Golf Course, 80

Morrison, Dorilus, 24, 25

Motor Bus Magazine, 104

motorettes, 7, 116, 163

Motor Line, 18, 28-29, 62-63, 64, 69, 76, 239, 241, 249.
See also Lyndale Railway Company; Minneapolis,
Lyndale & Minnetonka Railway

Mound, 77

Mounds Park Sanitarium, 285

Mulberry Line, 22, 229

Munsingwear (Northwestern Knitting Works), 214,
215

Museum of Lake Minnetonka, 132

muzzleloaders, 141, 142

Nashville (Tennessee), 146
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]0““ W. DierS has worked in management

in the transit industry for thirty-five years, in-
cluding twenty-five years at the Twin Cities
Metropolitan Transit Commission, where he
started as a bus driver—dispatcher, then moved
on to administrative assistant to the general
manager, division superintendent, chief of radio
communications, and manager of maintenance
administration. He also worked with ATE Man-
agement and Services as general manager of
the Racine, Wisconsin, transit system. He is now
an independent consultant on transit operations
and a writer and researcher on transportation
history; he has written for Trains magazine
and various transit publications. He has been
active in historic preservation and has served
on the board of the Minnesota Transportation
Museum and on the editorial board of the Ram-
sey County Historical Society. He is a member
of the Minnesota Streetcar Museum.

Aaron ISaacs has had a lifelong interest in
public transportation. During his thirty-three
years with the Twin Cities Metropolitan Transit
Commission, he has been a route and schedule
planner, operations analyst, productivity ana-
lyst, and facilities planner. He has been active
in the Minnesota Streetcar Museum for more
than thirty years, serving as its magazine edi-
tor and photograph archivist since 1990. He
authored the publications Twin City Lines—The
1940s, The Como-Harriet Story, and The Como-
Harriet Streetcar Line. Since 1996, he has ed-
ited Railway Museum Quarterly, a journal on rail
preservation.
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