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street & number Corner of Third Ave and Pine Street |:| not for publication
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state  Washington code WA county Yakima code 077 Zip code 98902

3. State/Federal Agency Certification
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Signature of commenting official Date
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5. Classification

Ownership of Property Category of Property Number of Resources within Property
(Check as many boxes as apply.) (Check only one box.) (Do not include previously listed resources in the count.)
Contributing Non contributing
X | private building(s) buildings
X | public - Local X | district 1 1 sites
public - State site 8 7 structures
public - Federal structure objects
object 9 8 Total
Name of related multiple property listing Number of contributi ng resources previously
(Enter "N/A" if property is not part of a multiple property listing) listed in the National Register
N/A 10

6. Function or Use

Historic Functions Current Functions
(Enter categories from instructions.) (Enter categories from instructions.)

7. Description

Architectural Classification Materials

(Enter categories from instructions.) (Enter categories from instructions.)
foundation:
walls:
roof:

other:
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Narrative Description

(Describe the historic and current physical appearance of the property. Explain contributing and noncontributing resources if
necessary. Begin with a summary paragraph that briefly describes the general characteristics of the property, such as its location,
setting, size, and significant features.)

The Yakima Valley Trolley (YVT) is a complex of structures, buildings, and objects that constitute a complete
electric interurban railway system that has operated in the Yakima Valley continuously since 1907. Original
YVT equipment dating to the period of significance includes two electric freight locomotives (including its very
first), three trolley cars, a large car repair barn with attached shops, an electric substation, a stone shed, a
truss bridge, and approximately five miles of track and overhead electric lines (of the original forty-eight miles
of line), culminating in a trolley park in the town of Selah. Most of the resources in the district are located at the
company property in central Yakima, but the tracks proceed northward through areas of business, residential,
and fruit processing development, before passing over a Pegram truss bridge over the Naches River. They
then follow a cliffside route for two miles through undeveloped Selah Gap, before dropping down into the town
of Selah.'

Most of the resources in the district are in a good state of preservation. The car repair barn has had only two
significant alterations since the end of the period of significance. A car storage structure, primarily made of

wood, that was attached to its west side was demolished in 1976 when it was no longer safe to use. And a
clerestory monitor on the car repair buildingés roof
leakage of water into the building."

The 1984 nomination listed 10 resources within the district, however the document did not clearly indicate
which resources were contributing vs. non-contributing. Three of those resources have since been demolished
i the Wide Hollow Substation, a warehouse, and Electric Locomotive No. 297. The amended nomination
clarifies the remaining/standing resources a total of 17, and offers clarity as to their rank (9 new contributing &
8 non-contributing. The nomination also amends the geographic scope of the overall resource due to removal
of several miles of track and condenses the listing down to the operable track and associated features.

Yakima Valley Transportation Co. Resources:

Car Repair Barn ( 1910, contributing building)

The car repair barn is constructed primarily of rough-cut random coursed ashlar and squared rubble stone.

This sandstone is relatively weak, and spalling is evident near ground level. The main room of the car repair

barn is a tall shop building with an arched wood truss roof. Access to the shop is provided through a single

sliding door on the buildingbés north side and two sliding
building. The buildingés upper walls are constructed
segmentally arched, multi-paned clerestory windows. Two segmentally arched windows flank the north door.

On the interior, the stone walls are braced with thick wooden beams. These beams also support horizontal

beams to which rails are attached along the east and west sides of the building. The rails support a 15-ton

operating Niles crane, original to the building and capable of traveling the length of the building on its rails. The

crane is used to lift trolley locomotives and cars off their motorized wheels for repairs. Also extant in the
buildingés interior on the nort édarraymnfkarly machane todsadedta e s hc
repair the YVT cars and locomotives, and to fabricate needed parts when none were available from companies

that had historically provided them. The machines are driven by a single motor, original 1910-vintage belt

‘Derived from the YVT National Register of Historic Places nomina
active use of the property.

i National Register of Historic Places Inventoryd Nomination Form: Yakima Valley Transportation Company, prepared by

Kenneth G. Johnsen, DDS (Kent, WA), and Mark L. Brack, Department of Archaeology and Historic Preservation (Olympia, WA),

1984. References to this form are el aborated and updated based o
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driven system which is still operational and in use today. The south end of the car barn is the car repair floor
which has pits between the rails to enable employees to make repairs from underneath the cars and
locomotives.

Attached to the east side of this center building is a long single-story wing that houses office, storage and shop
spaces. The walls are constructed of sandstone, and the rooms are illuminated by segmentally arched, double-
hung wood sash windows. At the northern end of this ¢
floor, forge with blowers driven by a separate belt drive system, an anvil, tables and a complete set of original
blacksmith tools, some of which were made by early YVT employees.

Next to the blacksmithds shop is an employeeds bathrc
completed by the railroad crews prior to running their trains. The office wall surface is tongue and groove

wood. The ceilings of all the rooms on this east wing are high except this office which has a false lowered

ceiling probably installed in the 1950s. An original YVT oak desk is still in the office and still in use. 1950s

vintage fluorescent light fixtures illuminate this room. Elsewhere in the building, artificial lighting is provided

mainly by incandescent bulbs wired in the 1910 style of bare wires retained and separated by porcelain

insulators. Light switches in the office are of the up/down type in use since the 1950s, but many of the other

switches in the building are of the rotary knob type used much earlier.

There is also a 600-volt DC electrical supply in the main shop room which is used to move trolleys in and out of
the building. An ancient YVT homemade fixture consisting of five ordinary incandescent bulbs wired in series
automatically becomes illuminated whenever the 600-volt system is energized.

Immediately south of the office is the armature room (today referred to as the parts room) where parts for
repairing the electric motors of the trolley cars and locomotives are kept. It has rows of cubby hole shelves for
storage of spare motor parts. Not only are the shelves still intact, but they are still filled with electric railroad
locomotive parts from over a century ago, with each cubby still labeled for what it contains. A separate upstairs
loft in the room has larger cubby shelves containing overhead wire system components. These components
are mostly brand new and unused items manufactured by the Ohio Brass Company. Ohio Brass has not
existed for decades, but in its prime it was the premier supplier to interurban railroads for their overhead wire
system needs.

The southernmost room in this wing of the car repair building is the carpenter shop, today used mostly for
storage of tools, large parts and supplies. It has a large wooden bin containing sand. This sand was used in
both trolley cars and locomotives to give traction when rails were slippery in inclement weather. The
locomotives and cars were (and still are) equipped with devices called sanders which had bins of sand that
could be emptied onto slippery track. The bins had to be frequently refilled during winter months from the large
supply of sand in the carpenter shop. For that reason, the carpenter shop is today called the sand room. Sand
is still used today from this bin to sand the slippery rails for traction.

In addition to serving as a repair shop for the cars and locomotives, the main room of the car repair barn is
used to store all operating rolling stock. This includes the contributing locomotive, line car, and two of the three
original trolleys, as well as two noncontributing vintage trolleys from Portugal that were added to the collection
in 1974. These resources are described individually below. Additionally, there is a motor generator set stored
there presently, which will be moved to its former location in the powerhouse. Larger parts for trolley cars and
locomotives are also stored in the main room. These include a rack on the wall with a number of ancient spare
trolley poles, still complete with their current collection wheels and waiting to be used when an operating trolley
pole should fail. There are also spare journal boxes for the locomotive axles and spare couplers. Spare wire
and spare ancient mast arms for the overhead wire system are stored in this room as well. These YVT mast
arms were also manufactured by the Ohio Brass Company, possibly as many as 112 years ago.



United States Department of the Interior
National Park Service / National Register of Historic Places Registration Form

NPS Form 10-900 OMB No. 1024-0018
Yakima Valley Transportation Company - Amendment Yakima Co, Yakima
Name of Property County and State

Locomotive #298 Steeple Cab (1922, contributing structure)

Stored in the main room of the carbarn is locomotive N0.298. It has a central cab with an arched roof and a
number of fixed windows. Flanking the cabin are two shed roof hoods that cover an air reservoir and
compressor. Its design is typical of the electric locomotives used by interurban railroads' all across the
continent. The cab and truck frames (type Alco RM 63B) were built by the American Locomotive Company.
General Electric supplied all of the engine machinery (type 207-2, class 40 4-3-100-4GE207D). The controls
are an HLF-9 type. No. 298 was listed by the builder as No. 8788 when it was produced in 1922.

Niles Line Car #A ( 1909, contributing structure)

Line Car #A was originally a simple flatbed center cab locomotive. The machine is 40 ft long and has a steel
frame, wooden deck, and wooden cab of vertical shiplap siding with a segmentally-arched roof. Its trucks are of
the standard C-50 type and the motor is a General Electric BOA. Like the other YVT Company locomotives, it
has -two sets of controls. When a car would reach the end of a line, it would not turn around. Rather, the
engineer would shift to the controls located on the opposite side of the cabin and would consequently be facing
the direction in which he wished to proceed. These controls are General Electric Type K-2B-F and were
patented February 2, 1904. Between 1909 and 1922, this locomotive primarily hauled freight. In 1922, a better
locomotive was purchased and the car was re-equipped for overhead line work. At this time, the wood tower
and working platform were added on one side of the cabin and a tool shed and wire rack were added on the
other.
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Master Unit Streetcars #21 and #22 ( 1930, 2 contributing structures)

YVT purchased three new steel Master Unit streetcars from the Brill Company in 1930 to replace the aging
wooden streetcars it had used since the railroad had commenced operations. In 1930 all but two of the old
wooden cars were scrapped. But the three newer cars would have a longer life and lasted until the end of the
original YVT city passenger service in 1947. They were sold in 1948 to the Portland (Oregon) Traction
Company where they served in suburban and interurban service for another ten years until 1958. At that time
two of them (#21 and #22) were purchased by a Seattle man, Robert Hively. He brought them to Snoqualmie
to the Northwest Railway Museum where he restored them and operated them using a power generating car
towed along behind.

In 1989 Northwest Railway Museum wanted to be rid of the trolleys and focus only on steam locomotives, and
so Hively brought his historic Master Units to Yakima and leased them to the Yakima trolley organization.
Hively soon died and his sisters inherited the two cars and they were sold to the YVT organization. They were
ultimately acquired by the City of Yakima and are now a permanent part of the collection stored in the car
repair shop.

Trolley Cars #1776 & #1976 (1928, 1929, non -contributing structures)

Two other trolley cars are stored in the main room of the YVT car repair barn. They are single truck wooden

cars, similar in appearance to YVTo6s original 1907 c
open renewed passenger service on the YVT. The two identical cars were built in 19281 1929 by Oporto's

streetcar company on Brill designs and were whimsically renumbered No.1776 (former STCP 260) and

N0.1976 (former STCP 254). They serve as goodwill ambassadors and have now operated longer on the YVT

line than the longest of the original YVT streetcars. They have also operated in Yakima 5 years longer than

they operated in their native Portugal.
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YVT Yard (contributing site)

Immediately south and east of the YVT car repair barn is the YVT yard. It consists of a track leading out of the
yard and four sidings where seven freight cars from the 1920s through the 1940s are stored. These freight cars
are used for occasional recreations of what YVT freight operations looked like.

Flatcars #1014 and #1015 ( ¢ 1920s, 2 contributing structures)
Two flatcars, built for the Union Pacific in the 1920s and later transferred to YVT ownership survive and are still
in use for hauling rails and ties for track work.

Tank Car ( contributing structure)

Union Pacific tank car (N0.68130) built in May 1958 and transferred to YVT in 1980 was coupled to a YVT
locomotive and used to wash ash from the Mount St. Helens eruption off of the YVT interurban lines. It is still
used occasionally for street track cleaning.
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Boxcars ( €1940s, 3 non-contributing structures)

Three privately owned boxcars, built in the 1940s, and lettered for Union Pacific (N0.912502), Northern Pacific
(No.70700) and Katy railroads (N0.100248) are stored in the yard for use with photo freight train recreations on
Pine Street.

Refrigerator Car ( ¢.1940 non -contributing structure)
A privately owned ice-hatch refrigerator car (N0.951307), built in the 1940s, lettered for Northern Pacific, is
stored in the yard for use with photo freight train recreations on Pine Street.

Master Unit Streetcar #20 ( 1930, contributing structure)

The third of the three YVT Master Units was purchased by Raoul Martin in 1958 and taken to the Northwest
Railway Museum in Snoqualmie. It was stored in a rain forest and had a tree fall on its roof. It was donated to
Yakima Valley Trolleys and moved to the YVT yard in Yakima where it serves as a parts source for #21 and
#22. Ultimate plan for it is to cosmetically restore it and put it on display somewhere in Yakima to draw people
to the railroad.
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Trucks #A -6 and #A -7 (1956, 1968, 2 contributing structures)
The 1968 Chevrolet flatbed bucket truck #A-6 and the 1956 International panel/service truck are original YVT
service vehicles. Neither is presently operational.

Fuel Building (Stone Shed) ( 1910, contributing building)

Immediately to the east of the YVT car repair barn, a small square building made of the same sandstone as the
car repair barn. It has a wooden door and shed roof. This building is locked and contains fuels, solvents and
other flammable things that cannot be kept in the carbarn. A 1911 plan of the YVT property shows that this fuel
building as the car repair barn.

YVT Main Substation ( 1911, contributing building)

Approxi mately 300 feet to the south of the stone she:q
poured concrete. It has five bays on its north and south sides and four bays on its east and west sides. The

bays are separated by projecting piers that extend to the cornice line. The main entrance is on the north side in

the center bay; it has wood and glass doors and a transom. The windows in the other bays are one-over-one
double-hung wood sash, also with transoms. Two of these windows have been filled in with concrete blocks to

comply with electrical codes regarding nearby rectifiers. The east facade (facing Third Avenue) has an
ornamental wood cornice. The buildingds interior is
a vault room. The offices have simple wood door trim and the vault has a metal safe door. The large generator

room has a concrete floor and a decorative pressed metal ceiling typical of the era.

The substation has been in continuous use since 1911 as the power source for YVT locomotives and trolleys.
It converts 6,600 volts of alternating current purchased from Pacific Power & Light into 600 volts of direct
current which is fed into the overhead wires to energize the trolley cars and locomotives. The original
transformers and motor-generators that accomplished this task are still in place and are in pristine condition. A
much smaller, newer electrical system was installed in this room in 1979. It was not because of any breakdown
of the older equipment, it was because parts for the older equipment were becoming unavailable. The new
equipment consists of a rectifier and switch and it does not intrude on the original equipment.
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Tracks and Overhead Lines (contributing structure)

The rail that the YVT trolleys and locomotives run on is 60-pound rail. This size was common among

interurbans at the beginning of the 20th Century, but is not made in the United States today. Rail weight is
measured by three-foot increments. Rail that weighs 60 pounds in 3 feet is called 60-pound rail and is
considered very I|light rail for t oda-3ydusdrad stguied ircthetyardy ns .
saved for future repairs to the track system. Similarly, there are components for 60-pound rail switch track

turnouts stored in the yard, as well as the spikes, tie plates, connecting bars and bolts for 60-pound rail. Some

of the switch track turnout components are for the extremely rare single-point switch turnouts used by early

20th Century electric railroads, including YVT.

Typical of the interurbans, YVT track runs in the middle of the streets in town and alongside the road or on
private right of way in rural areas. Todayds Pine St
Street from Second Avenue, past the carbarn property, ending near Holton where the line originally continued

on to the middle of Tieton Drive on its way to the western termini of Wiley City and Henrybro.

The Sixth Avenue line runs south to north. It begins at a turnout from the Pine Street line where Sixth Avenue
intersects Pine Street, and continues northward for one and a half miles to River Road. This one and a half

miles of the YVT track runs entirely down the center of Sixth Avenue. It begins in a commercial district,
crossing several of Yakimaés main thoroughfares incl L
Jr. Boulevard and West Lincoln Avenue, where the district and its cross streets become residential.

Farther north, at Fruitvale Boulevard, the neighborhood becomes mixed commercial and residential. At River
Road, the Sixth Avenue line shifts over to the east to become beside-the-road private right-of-way. In typical
early-20th-Century interurban fashion, it continues north alongside Sixth Avenue to Gordon Road where Sixth
Avenue turns abruptly right and crosses the YVT track as it becomes Gordon Road. This private right of way

i Hilton and Due, The Electric Interurban Railways in America, 9.
ViLarge Detailed Map of Yakima, o OnTheWorl|l dMap. com,
https://ontheworldmap.com/usa/city/yakima/large-detailed-map-of-yakima.html.
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was formerly bounded by pear and apple orchards on both sides. Today most of the orchards have been
replaced by storage lots for apple crates.”

North of Gordon Road the YVT track enters a private right of way that is not adjacent to any street. It climbs up
an approximately 2% grade fill to the aforementioned Pegram Truss bridge over the Naches River (described
separately below). North of the Naches River, the YVT track enters Selah Gap, crossing a fill from the bridge to
the abruptly rising hill that bounds Selah Gap on its west side. From here to the northern boundary of Selah
Gap, the YVT track is perched on a shelf cut into the cliff its entire length. The track rises and peaks near the
center of Selah Gap and then drops back down to road level as it enters the City of Selah. The peak in the
middle of the Selah Gap line is the highest elevation on the entire YVT railroad.

Near the peak, adjacent to the YVT track, is a quarry dug into the basalt rock of the cliff. There is a concrete
foundation abutment directly adjacent to the track which supported a rock crushing plant from 1911 to 1915.
Rocks were dug from the quarry and fed to the rock crushing machinery by convicts from the State Penitentiary
at Walla Walla. A compound capable of housing 48 convicts was constructed 3/8 mile north of the crusher. The
Northern Pacific Railway built its line through Selah Gap before the YVT came along, and the rock crusher
originally had a chute that could drop crushed rock into Northern Pacific hopper cars parked on a siding below
the crusher.""

Because the Northern Pacific had taken the lower, water level route through the gap, YVT was forced to build
its line higher, on a shelf cut into the side of the cliff. The configuration of the rock crusher had to be changed in
1913 when YVT built its line through the gap. Accommodation had to be made for the YVT between the rock
crusher and the Northern Pacific line below. It has been stated, but not verified, that the rock crusher was
modified to deposit crushed rock into gondola cars on the YVT track, since it passed directly under the crusher
building on the side of the cliff. The YVT Selah line still runs today directly beneath the remaining foundation of
the crusher building in Selah Gap."

Todayods YVT Selah Iline terminates a couple blocks nor
park with a gazebo, maintained by the City of Selah by means of an agreement dated 1993 with the City of

Yakima. The line formerly ran further north, arcing around to a point in the hills known as Speyers Station.

Original plans were to form a loop and continue back down to Selah from Speyers. However, the elevation

drop from Speyers to Selah was too great to be practicable so it was terminated at Speyers. This line from

downtown Selah to Speyers never produced the anticipated amount of business for the YVT, and in 1942 it

was abandoned and removed, the metal rails going to the World War Il era scrap metal drive.>

The overhead power delivery wire system used by YVT today is exactly the same as it was when the railroad
first began construction in 1907. Depending on location, two different methods are employed. In areas where
wide space on either side of the track is necessary, such as where YVT rails run down the middle of a wide
street, paired wooden poles (one on each side of the street) support a steel guy wire which crosses the street
and suspends the overhead copper trolley wire directly above the track. The guy wire is attached to the poles
by I-bolts running through the poles. A few feet from each pole, a porcelain insulator interrupts the guy wire so
that no electrical power can reach the wooden pole.

The copper trolley wire is attached to the guy wire I
hanger is the upper part that fastens to the guy wire by means of either a bolted clamp or a twisted path that

VAut hordéds personal observation from operating trolleys over this
Vi Ibid.

"“ Third Biennial Report of the Highway Commissioner (Olympia, WA: State of Washington, September 30, 1910), 10671 12.

Vil Interviews with Robert S. Wilson and Jerry Henderson by Kenneth Johnsen, 1975 and 1977.

% Interview with Selah historical Robert Lince by Kenneth Johnsen in 1975.

*Aut hords personal observation from operating trolleys over this
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uses friction to hold onto the guy wire. The latter is the most commonly used method on the YVT. The hanger
has a vertical central stud which is threaded to fit into a corresponding threaded hole on the top of the ear.”

There are two styles of trolley ears used on the YVT. The first consists of a single piece brass casting that has
the vertical threaded hole on top, and the underside has an open trough with thin side walls that slip over the
copper trolley wire. The thin side walls are then hammered around the trolley wire to retain it. The other style is
two-piece with one piece having the vertical threaded hole. The two pieces have a groove along the bottom
edge that creates a ridge that fits into a groove on the trolley wire. The two pieces are bolted tightly together,
fitted into the trolley wire groove, retaining it with the ridge. Both styles are in use on YVT.X

The cross section of some copper wire is round and must use the hammered-on type of trolley ear. Other

copper wire is sold that has a figure 8 cross section, creating the groove on each side that the two-piece trolley

ear fits into. YVT employs both types of wire. And the parts room in the carbarn has a bountiful supply of both

types of trolley ears. The ears and hangers were manufactured by the Ohio Brass Company of Mansfield,

Ohio. This company went out of business decades ago, and replacement parts haven6t been avail ab
many years. But because of the supply of Ohio Brass parts that YVT stored, the entire overhead line is built

with components that give it exactly the same appearance that it had from the earliest times in 1907 %

The other type of wire suspension system employed by YVT was a lineside arrangement where a single
wooden pole was set eight feet from the center line of the track and a mast arm projected horizontally from the
pole to support the copper trolley wire. The mast arm was made of rolled pipe and was retained at the pole by
a simple Ohio Brass casting that was recessed enough to fit around the end of the mast arm. The other end of
the mast arm had two Ohio Brass castings, one of which was ornate. These castings fit around the mast arm
and were separated enough to suspend a short guy wire which attached to the trolley hanger and trolley ear as
described previously. There was also an all-thread rod which tied into one of the castings and went diagonally
up to a point higher on the pole and helped suspend the mast arm in place."

g

Naches River Bridge ( 1895/1912, contributing structure)

The YVT railroad crosses the Naches River just north of Yakima by means of a 324-foot two-span, wrought

iron Pegram Truss bridge. It is a five-panel, pin connected through truss type bridge featuring two 150-foot

spans which meet on a central abutment in the middle of the Naches River. Pegram Truss bridges are

characterized by a curved top chord with all truss members of the same length. Each truss leans at different

specified angles toward the center in such a way that no two trusses are parallel to each other. The result is a

curve topped, graceful truss bridge. Its inventor, George Herndon Pegram, was a civil engineer employed by

t he Union Pacific Railroad (YVTO6s parent) as its chie
he also designed other railroad structures such as the St. Louis Union Terminal ¥

X Ohio Brass Company, Ohio Brass Catalog #23 (Chicago: Lakeside Press, 1940), 911 94.
Xi Ohio Brass Company, Ohio Brass Catalog #23, 106i 9.

Xi Ohio Brass Company, Ohio Brass Catalog #23, introduction.

xv Ohio Brass Company, Ohio Brass Catalog #23, 82.

X George H. Pegram, Wikipedia
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YVTés bridge was originally constructed in 1895 by tl
(also sometimes referred to as Wildcat Creek). As Union Pacific trains and locomotives grew larger and

heavier, the Blue River bridge became inadequate to carry the heavier loads. It was replaced by a larger,

heavier bridge. The Pegram bridge was dismantled in 1912, with all parts being labeled and numbered. This
created a fAbridge kito ready for a new home.

In 1912, when YVT was planning its interurban route to Selah, its engineer sent a telegram to Union Pacific
headgquarters requesting a bridge for the Naches River
Yakima in gondola cars and erected over the river in 2013. The bridge today remains essentially as built and is
considered one of the finest specimens of Pegram Truss bridges remaining in America because it is still used

for its original purpose.*Vi

Trolley Park and Gazebo ( 1993, non -contributing site and structure)

A small park and gazebo are located one- and one-half blocks north of Southern Avenue in Selah,
Washington. This park is immediately adjacent to the west side of the northern terminus of the YVT track. It
was created in 1993 by action of an agreement reached between the City of Yakima and the City of Selah
which preserved the interurban status of the YVT railroad.

In 1992-93 the City of Selah sought to rid itself of the YVT tracks that laced portions of its town. The owner of
the YVT tracks (the City of Yakima) agreed to sell to Selah a portion of a mile of track that ran to the fruit
packing houses on the east side of town in exchange for keeping the portion on First Street in a perpetual
Transportation Corridor so that YVT would always have an entry into the town of Selah. Selah also agreed to
purchase the property where the park is located and establish and maintain the park for trolley riders. The
gazebo was built by local high school students and remains as a shady rest for arriving trolley passengers.

xi Copies of YVT correspondence in collection of Yakima Valley Museum.
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Yakima Valley Transportation Company  Master Resource Table

Resource Name Type Built Date | Rank Previously listed
Car Repair Barn Building 1910 Contributing Yes
Locomotive #298 Structure 1922 Contributing Yes
Niles Line Car #A Structure 1909 Contributing Yes
Master Unit Streetcar #21 Structure 1930 Contributing

Master Unit Streetcar #22 Structure 1930 Contributing

Portugal Trolley Car #1776 Structure 1928 Non-Contributing

Portugal Trolley Car #1976 Structure 1929 Non-Contributing

YVT Yard Site 1907 Contributing

Flatcars #1014 Structure €.1920 Contributing

Flatcars #1015 Structure €.1920 Contributing

Tank Car Structure 1958 Contributing

Boxcar - Union Pacific Structure €.1940 Non-Contributing

Boxcar - Northern Pacific Structure €.1940 Non-Contributing

Boxcar - Katy Railroads Structure €.1940 Non-Contributing
Refrigerator Car Structure c. 1940 Non-Contributing

Master Unit Streetcar #20 Structure 1930 Contributing

Truck #A-6 (1956) Structure 1956 Contributing

Truck #A-7 (1968) Structure 1968 Contributing

Fuel Building (Stone Shed) Building 1910 Contributing Yes
YVT Main Substation Building 1911 Contributing Yes
Tracks & Overhead Lines Structures 1907-1913 Contributing Yes
Naches River Bridge Structure 1912 Contributing Yes
Trolley Park Site 1993 Non-Contributing

Trolley Park Gazebo Structure 1993 Non-Contributing

Lost Resources since 1984 Nomination

Warehouse Demolished Yes
Wide Hollow Substation Demolished Yes
Electric Locomotive No. 297 Demolished Yes
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8. Statement of Significance

Applicable National Register Criteria
(Mark "x" in one or more boxes for the criteria qualifying the property
for National Register listing.)

X | A Property is associated with events that have made a
significant contribution to the broad patterns of our
history.

B Property is associated with the lives of persons
significant in our past.

x | C Property embodies the distinctive characteristics

of a type, period, or method of construction or
represents the work of a master, or possesses high
artistic values, or represents a significant

and distinguishable entity whose components lack
individual distinction.

I:l D Property has yielded, or is likely to yield, information
important in prehistory or history.

Criteria Considerations
(Mark "x" in all the boxes that apply.)

Property is:

A Owned by a religious institution or used for religious
purposes.

B removed from its original location.

C abirthplace or grave.

D acemetery.

E areconstructed building, object, or structure.

F acommemorative property.

G less than 50 years old or achieving significance
within the past 50 years.

Areas of Significance
(Enter categories from instructions.)

TRANSPORTATION

Period of Significance
1907-1985

Significant Dates
1907

1935

1985

Significant Person
(Complete only if Criterion B is marked above.)

Cultural Affiliation

Architect/Builder

Unknown
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Narrative Statement of Significance
(Provide at least one paragraph for each area of significance.)

The Yakima Valley Transportation Company in Yakima, Washington is historically significant under criteria /A0
as a property that is directly related to the board story of transportation. Connecting the towns of Yakima and
Selah, the line is the only remaining interurban system in the United States that has survived from its earliest
times to the present day with very few physical changes in purpose, infrastructure or rolling stock.

The interurban electric railway was a short-lived but significant transportation technology that kick-started a

period of widespread transformation in America. ! The interurban heyday lasted from the 1890s until the

1930s. Its brief period of importance was impactful and dramatic,andt r ansf or med Ameri cads
system from dependence on horses to the ease and range of motor-powered conveyances. The late railroad
scholar and reporter William D. Middleton described it as follows:

The interurban was an American transportation phenomenon. Evolved from the urban streetcar, the
interurban appeared shortly before the dawn of the 20th century, grew to a vast network of over 18,000
miles in two decades of exuberant growth, and then all but vanished after barely three decades of
usefulness. But within its brief life span the interurban bridged the gap between a horse and buggy
nation and a modern America that rides on rubber over endless lanes of concrete and asphalt. It
changed the ways of rural life forever and frequently set a pattern for metropolitan growth that
continues even today.""

Nestled in the rich agricultural heartland of central Washington State, the Yakima Valley Transportation
Company (YVT) represents such railways. It served as a catalyst for reshapingthea r e a 6 s amdhesides h
the simple task of moving people, it helped expand its agricultural production, serving new distribution
networks, and improved mobility of the products.

Unsurpassed as example of early example of an interurban electric railway, the associated features are also
historically signi f iresaurces¢hatembddy the distinctiveechaiaceridlicS of thargime

and period of construction. No other site offers such comprehensive, operable fidelity to this pivotal chapter in
transportation history. Theint act components vividly idndinesingarmit e t he
operational paradigms.

While interurban passenger service ended in 1935 (and continued as an inter-city service until 1947), the

system continued to operate as a freight only system for another 50 years with little to no change. ** While they

length and location of system did not change, several pieces of important equipment were added to the system

in the postwar era which allowed it to continue to operate. The overall integrity of the remaining elements is

high. Hence the YVT system is historically significal
exceptional significance.

The period of significance begins in 1907, the year the first rail tracks were laid down and passenger service
began, and ends in 1985, the year the system was abandoned by the rail company. Subsequently it was saved
from destruction by a friends group whom have continued to operate the system as a tourist attraction; adding
several elements, both needed for the continued maintenance of the system, and for interpretation purposes.

Originally listed on the National Register of Historic Places in 1992 after an owner objection was lifted, the
nomination was immediately inaccurate at the time of listing due to the removal of several miles of track and
the destruction/sale of equipment between the time of when the nomination was written and it was listed. This
nomination serves to amend the existing listing, clarify the status of the existing resources, pinpoints a defined

Xfo_H. Roger Grant, Electric Interurbans and the American People (Bloomington, IN: Indiana University Press, 2016), 57-130.
Xil William D. Middleton, The Interurban Era (Milwaukee, WI: Kalmbach Publishing, 1961), 12.

xix Johnsen, Apple Country Interurban. 63.
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period of significance, modifies the boundaries of the listing, and seeks to raise the level of significance from
State to National level.

Historic Context: Interurban Electric Railways in the United States

In the first years of the 20th Century, transportation in small towns and rural farms all over America was
accomplished over dusty, rutted, at times muddy, dirt roads. Wooden wagons pulled by teams of horses turned
a trip into town into an all-day and exhausting task. For farmers with produce to sell, this was the only way to
get their products to market via larger towns where they could transfer the fruit of their labors to steam railroad
trains for shipment to other parts of the country.™

Ladies wishing to travel to town to buy goods for their homes likewise had to contend with dirt roads in open
horse-pulled buggies that were slow, dusty and a physical strain to manage. By the time they reached town it
was not unusual to be hot, tired, and covered with dust, not to mention the unattractive odor of horses lingering
about.

The Yakima Valley at this time was a fertile river fed valley at the edge of the central Washington desert with
just over 3,000 residents.*™ Development and application of irrigation systems brought water from the Yakima
River to the fertile soil of the valley, resulting in an agricultural boom.

One of the early pioneers in the irrigation business
moved with his family from Missouri over the Oregon Trall, settling in the Willamette Valley. His early days

were spent as a cowboy herding cattle from Oregon to British Columbia. On these trips, he became familiar

with the Yakima Valley in Washington and eventually settled there. He earned the respect of the local Indians,

and more than once that connection saved his life.

Splawn was a larger-than-life character whose interests touched many fields of endeavor. Besides pioneering

in irrigation, Splawn brought cattle ranching to the Yakima Valley and also operated a general store in the
Ellensburg area. He gained fame as the first mayor of North Yakima, and later as the (unsuccessful)

Democratic candidate for governor of the State of Washington. His business acumen and local connections
would | ater serve him wel/ as the founding president

At this time, automobiles were in their infancy. The very first automobile in the Yakima Valley was bought by

Val Gandy, a vice president of the Golden Northwest Fruit & Vegetable Canning Company in 1904. However,

the poor dirt roads of Yakima and surroundingval | ey wer e not suited to aut omol
Yakima for long after his purchase. Big cities with paved roads lured automobilists away from the rural areas of

the country, slowing the progress of transportation in less populated regions.

Duetot h e c o poortnetwoik ef roads, there were incentives to evaluate other means of transportation.
Electric dynamos were developed in the mid 19th Century by rotating an electromagnet through an electrical
field, producing electrical energy. This power could then drive electric motors which could do work. Railroads
who had been in existence for decades, utilizing steam power, saw the first practical railway application of
electric power in 1887. Inventor Frank Julian Sprague of Richmond, Virginia is credited with inventing the
electric powered streetcar and the overhead catenary system that supplied electric power to streetcars.®V

* Grant, Electric Interurbans and the American People, 65.
¢ The 1900 census lists 3,154 residents of North Yakima, Washington.
“filt happened here: A. J. Splawn, Cowboy a nMakirBaaHerhld, Odibber 212018.a k i ma
Xl Jeanne Crawford, As the Valley Was, (Yakima, WA: Yakima Valley Society For The Preservation Of Early Western Americana,
1968).
xv \William D. Middleton, Frank Julian Sprague, Electrical Inventor & Engineer (Bloomington, IN: Indiana University Press, 2009),
60.
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Soon electrically powered streetcars would supplant the dirty mule-hauled passenger cars in larger cities.
Networks of streetcar lines, with their overhead power supply wires, crisscrossed major metropolitan areas. In
1890, 70% of street railways were still animal-powered. However, by 1902, 97% of street railways were
electrified. In spite of this transformation in city transit, many rural Americans were still having to make do with
horse and buggy transportation.*

The main reason for the delay in applying electric power to the longer distances existing in rural America was
the difficulty of transmitting the low voltage direct current, which was used by streetcars, over long distances.
The introduction of high voltage alternating current transmission by Nicola Tesla solved this problem. Power
transmitted over long distances by high voltage alternating current is less affected by wire resistance than
direct current. The invention paved the way forthe s o ¢ airtdruebdnsoit the end of the 19th Century which
would connect rural areas with downtown business districts. Vi

The first true interurban in America was built in Oregon between Portland and Oregon City, a distance of 15
miles. The sooty, smoky, oily steam railroad passenger service between Portland and Oregon City was a stark
contrast to the clean, modern, speedy service offered by the new electric East Side Railway which began
operation in early 1893

With it the era of Interurban began. Interurbans were solely an original American creation. Positioned midway
between the heavy steamy, oily passenger trains of the steam railroads and the somewhat dainty, lightweight
cars of the city streetcar systems, the interurbans used moderate sized cars, and infrastructure. The vast
majority of the interurbans used the same track gauge as the steam railroads and streetcar systems (four feet,
eight and one half inches between the rails). Interurbans were much speedier than the streetcar systems, and
they were much lighter weight than steam railroad trains. Prim and proper ladies could ride the interurban cars
to town without fear of soiling their clothes with steam and oil, and they would not smell like a railroad yard
when they disembarked.

Fares on the interurbans were generally lower than on the steam trains, and because their lighter weight cars
could easily stop at many locations along the line, including downtown streets, they provided greater
convenience than the heavier steam trains.* " When the interurban entered a town, it normally connected with
and utilized the same middle-of-the-street tracks as the city streetcars because both used the same standard
gauge track as the steam railroads. The interurban thus brought its passengers directly into the heart of town.
Quickly Interurbans began filling the travel void that had held back the expansion of population in the United
States for years.*™

In his landmark treatise on interurbans entitled The Electric Interurban Railways in America, Professor George
W. Hilton writesthatit he term i nterurban may be applied to r
following characteristics: electric power, primary emphasis on passenger service, equipment that was heavier
and faster than city streetcars, and operation on streets in cities but at the sides of highways or on private
rights-of-way i n rural areas. 0 The ver y oforsmenwitnhanaheruor di ana
rural district with a town.**

Interurbans overcame transportation barriers that limited mobility and settlement patterns during the late 19th
and early 20th centuries. Prior to their widespread adoption, much of the U.S. relied on slow, unreliable modes

*v George W. Hilton, Electric Railway Cars and Trucks i John Stephenson Co. 1905 Catalog #151 (Felton, CA: Glenwood Publishers,
1972), introduction.

xxvi Middleton, The Interurban Era, 12.

xvii Middleton, The Interurban Era, 13

xiit Grant, Electric Interurbans and the American People, 60i 61.

xxix Middleton, The Interurban Era, 12.

**x George W. Hilton and John F. Due, The Electric Interurban Railways in America (Stanford, CA: Stanford University Press, 1960),
9.
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like horse drawn wagons or steam railroads that primarily served long distance routes, leaving gaps in

connectivity between cities, suburbs and rural areas.® Interurbans, evolving from urban streetcar systems,

provided frequent, affordable, electrified servicei often running on schedules as tight as hourlyi bridging these

voids and enabling population dispersal beyond dense urban cores. This facilitation of movement not only
accelerated overall popul ation growth but also reshaj
promoting balanced development across urban, suburban and rural regions.

Interurbans also profoundly influenced suburbanization by extending reliable transit to outlying areas, and thus
encouraging residential and commercial expansion around urban peripheries. In regions with extensive
networks, such as Southern California, systems like the Pacific Electric Railway effectively fused scattered
towns into cohesive metropolitan areas, increasing population growth rates and boosting land values. With
them commuters could live farther from city centers while still accessing jobs, which lead to the
decentralization of urban populations and the rise of bedroom communities.

Agricultural developmentalsobenef it ed i mmensely from interurbansdé a
quickly and affordably. It also gave farmers an expanded market base thus encouraging intensification of

production. By carrying express shipments of items like milk, eggs and fruit, interurbans opened up urban

markets to rural producers, boosting farm revenues and prompting land conversions to high-value crops. The

YVT railroad is one such example. The interurban facilitated the growth of apple orchards by connecting

growers to cold storage facilities and mainline railroads, establishing the region as a national leader in apple
production.

Economically, interurbans altered relationships between rural and urban areas by fostering integration and
interdependence, but this was often at the expense of small town merchants. Rural residents could now shop
in larger cities via convenient interurban trips, greatly increasing trade for urban retailers. Interurbans
accelerated urbanization by enabling rural-to-urban labor transitions. Areas with rail access showed higher
proportions of urban populations. This created a more fluid economy, where rural areas supplied raw goods
and labor to urban centers, while cities provided manufactured items and services in return.

Interurban railways share common characteristics across the U.S. All were electrified and had self-propelled

railcars. Most were mainly focused on passenger service, however some (like YVT) had freight capabilities as

well. They were built quickly and affordably, often following rural roads or private rights-of-way, and

emphasized frequent, local stops to serve commuters, shoppers and excursionists. However, some regional
differences were stark. In the Midwest and East, systems were densely networked and often lighter in

construction. They tended to feature high-s peed i nnovations such as the Cinc
Devils.3 The flat, agricultural land of the American Midwest saw some of the earliest interurban systems and
ultimately held the most miles of interurban track in the country. Ohio was the mileage leader, eventually

attaining almost 3,000 miles of interurban lines. In its heyday, it was said that no town in Ohio with 10,000 or

more people was without interurban service. **V

Eastern lines, such as those in New England, prioritized leisurely rural travel and excursions, with lighter

wooden equipment and steeper grades, but they faced freight limitations due to non-standard track gauges

and opposition from steam railroads and trucks. Trucks in particular, with their door to door service, inhibited

freight growth on these railroads. Between 1917 and 1926, truck registrations in the United States grew from

326, 000 to 2,766,222, severely e ataioadyfreightldusinesste i nt er 1

xxi Middleton, The Interurban Era, 12-13.

i Hilton and Due, The Electric Interurban Railways in America. 17.
xxi Hilton and Due, The Electric Interurban Railways in America, 81-82.
xxiv Hjlton and Due, The Electric Interurban Railways in America, 255.
»xv Hilton and Due, The Electric Interurban Railways in America, 132.
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In contrast, interurbans in the West and Pacific Northwest had moderate development, with larger scale,
higher-standard systems emphasizing metropolitan integration and dual passenger-freight roles from inception.
Californiads Paci fsprawl, @hileeRadific Nocthwest lineg ke RugebSound Electric
(Seattle-Tacoma)** and Oregon Electric handled steep terrains and often incorporated excursions to resorts
like Saltair in Utah and Mount Lowe in California.* The Western systems, including the YVT, were more
resilient to decline, with some lasting into the 1960s and beyond due to wartime passenger peaks and
agricultural freight (e.g., wheat and apples), compared to the earlier abandonments in the Midwest and East
who lost their systems by the 1930s amid automobile competition. The YVT exemplifies Pacific Northwest
traits: a rural-focused interurban that prioritized freight for orchards over passengers, fostering agricultural
dominance while contributing modestly to suburban growth around Yakima and surviving into the 1980s.

An important, but sometimes overlooked benefit of the coming of the interurbans, was the concurrent

development of electric power generation. Interurban historian Norman Carlson writes,i Per haps t he m
lasting legacy of the interurbans is the genesis of rural electrification. Especially in the Midwestern states, the

industry was largely owned and promoted by electric utility interests. A power distribution system was needed

to provide electric energy for the trains. The investment in these distribution systems was, in part, economically
justified by selling power to towns, villages, hamlets and even individual farms along the way. Electricity

changed farm life forever. And if an interurban, whether large or small, had become involved in electric power
generation and distribution, prospects looked bright for stock appreciation and uninterrupted bond-interest

pay mefts. o

Rural electrification did not merely improve conditions. It was essentially a precondition for farming at all. The
same hydroelectric dams that provided the electricity also impounded the essential water.** The Western
states of California, Washington and Idaho far surpassed the Eastern states in the ready availability of
hydroelectric power. Thus interurban development was able to proceed rapidly and economically in these
Western states.

The fast-growing popularity of the interurban style of transportation led many people to believe that investing in
new interurban railroads would bring fast riches. Land developers and real estate companies typically showed
the greatest interest in promoting interurbans that could serve their suburban developments. Initially, a few
systems did reward astute early investors and this sparked more investment, some of it not always well
thought out. As time went by, more interurban schemes actually failed than succeeded.” But syndicates of
investors made great claims to get the common investor to invest in their stocks and Yakima was no different.

Yakima Valley Transportation Company

The Yakima Valley Transportation Company (YVT), founded in 1907 represents a quintessential example of
the interurban railroad era in early Twentieth Century America, while also showcasing unique adaptations that
underscore its national significance. Like many interurbans across the nation, YVT embodied typical features
such as electric-powered operations on lighter rails, integration with streetcar systems in urban areas, and
provision of frequent passenger with limited freight services to connect growing cities with surrounding
hinterlands.

Nationwide these systems proliferated between 1900 and 1930, filling a transportation void left by infrequent

steam railroads and predating widespread automobile use, thereby facilitating suburban expansion, commuter

travel, and regional economic integration duringaper i od of rapid industrializat]
focus was on passenger service, with routes extending up to 48 miles to link Yakima with nearby towns and

xxvi\Wing, Warren W., To Tacoma By Trolley. (Edmonds, Washington: Pacific Fast Mail, 1995). 13-15.

xvii Seims, Charles, Mount Lowe, the Railway in the Clouds. (San Marino, CA: Golden West Books, 1976), 39-41.
xviii Carlson, Norman Electric Interurbans and the American People, ix.

xix Nye, David E., Electrifying America. (Boston, Massachusetts: MIT Press, 1990). 300.

X Nye, David E., Electrifying America, 299.

Xl Middleton, The Interurban Era, 17.
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agricultural zones, mirrored this national pattern, as did its use of overhead trolley wires and self-propelled cars
that operated on both city streets and dedicated rights of way.

What distinguished YVT from many contemporaries, however, was its pivot toward agricultural freight as the

dominant operation by the 1920s. They trolley shipped shipping apples, hops, and other produce from the
Yaki ma Valleyds orchards and packing houses to its me
national distribution. This contrasted sharply with passenger-heavy systems like the Pacific Electric Railway in
Southern California, which prioritized urban commuting, tourism, and real estate development over rural cargo.

Interurbans nationally played a role in agricultural development by enabling faster transport of perishable

goods, but this was particularly amplified in the West and Pacific Northwest, where vast irrigation-dependent
farmlands relied on rail to access ports and markets; unlike more urban-focused Midwestern or Eastern lines.
Western interurbans often served as vital feeders for exporting commodities like wheat, fruit and even lumber,
fostering regional agricultural booms. YVT exemplifies this Western distinctiveness through its direct service to

cold storage facilities and a major lumber mill and its longevityi continuing electric freight until 1985, long after

most interurbans succumbed to automotive competition by the 1930si thus preserving a rare operational
snapshot of how interurbans supported rural economic
frontiers. Other examples (no longer extant) included the Walla Walla Valley Traction Co. which helped ship

produce from surrounding farms into the communities of Walla Walla and Milton-Freewater, Oregon.

Anot her key differentiator was YVToé6s affiliation witd!l
functioned as a subsidiary to funnel local traffic into transcontinental lines, a pattern more common in the West

where interurbans like the Pacific Electric (Southern Pacific), Sacramento Northern (Western Pacific) or Walla

Walla Valley (Northern Pacific) integrated with major carriers to enhance network efficiency, differing from the

often independent or utility-owned operations prevalent in the Midwest. This connection not only ensured

YVTO6s survival but also illustrated interurbansd br oz

YVTO6s origins further highlight themes of |l ocal finar
stock certificates sold to Yakima residents and boosters, it represented grassroots entrepreneurship amid a

national landscape where interurbans often began with local capital before attracting corporate or outside

investors, addressing the high startup costs that individual entrepreneurs could not shoulder alone. This local-
versus-c or porate dynami c under @miraactisat b¥cdriietasallymd poigt fontviat a s
organizing, thus symbolizing community-driven progress and regional identity in building infrastructure for

shared prosperity.

Overall, YVT vividly illustrates interurbansd pivotal
transportation, linking rural producers to urban consumers, and catalyzing economic and social transformations
t hat shaped t drelandseapei onds mod

The first attempt to start an electric railway in Yakima came on July 17, 1890, with the incorporation of the
Yakima Street Railway & Power Company. Its principal promoter was Oregon-born Edward Whitson, attorney,
former Yakima Mayor, State Representative, and federal judge.® He also happened to own the franchise for
the local power company and no doubt intended to capitalize on the growing interest in electric railroads.
Whitson first publicly announced the Yakima Street Railway & Power Company in 1900, but it floundered for
lack of funds. X

As a small community on the edge of the Central Washington desert plateau, finding the funds to build an
electric railroad in Yakima proved difficult. Rumors began to circulate that well-heeled Eastern financiers had
visited the Yakima Valley and pronounced it ready for a system of electric railroads. However, the financiers

Xi Curtiss, Paul D., No More Bells, No More Whistles: Washington State Street and Interurban Railways. (Washington: Washington
State Railroads Historical Society, 2016). 478.

Xii Kenneth G. Johnsen, Apple Country Interurban (San Marino, CA: Golden West Books, 1979), 11.
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did not materialize. Two years later a group of Yakima Valley businessmen who were mostly real estate

promoters, led by Edward Whitson, and all members of the Yakima Commercial Club, took it upon themselves
andest ablished a ACommittee in Charge of the Electric
Yakima to Sunnyside and other surrounding points. Surveying of routes began, as well as securing rights of

way from the farmers who would ostensibly benefit from itV

Organizers of the plan were Mayor Oscar Augustus Fechter, the previously mentioned Missouri-born Andrew

Jackson (Jack) Splawn, Joseph Fletcher McNaught, Yakima attorney Alexander Miller, and George Stroud

Rankin. The railroad was to be called the Yakima Valley Central Railway Company. The overall plan grew until

it reached a size of 99 miles, extending into the Ahtanum Valley, the Lower Yakima Valley, and on to the town

of Sunnyside. It was even proposed that the line could reach Spokane and would cost $700,000 to build. The
newspapers, as well as the talk on the streets, were rife with excitement about the new technology that was

coming to Yakima. However, without financial help from those well-heeled Eastern financiers who never

seemed to have a name or show their faces, the railroad would have to be built with local stock subscriptions.

The size of Yakimads population at this time meant tlI
in stocks to make the proposal work.*"

The plan thus went dormant again for a few years. However, early orchardist in the lower Yakima Valley

William Perry Sawyer kept the idea alive. Sawyer was a civic minded individual who served in the state

legislature, was a champion of the early good roads movement, promoted and supervised construction of the

stately Masonic Temple in Yakima, and generally supported all matters relating to public welfare. ' Through

letters and meetings with his neighbors in Sawyer, the town that bears his name, he exhorted them to support

the idea of an electric railroad, saying AOpportunit)
hour o¥ fate!o

On July 31, 1905, The Yakima Herald publishedanine-page | etter to the editolt fr
takes business to make a city! And you can only build up business with such things as an electric railroad. The

one thing the city haSawyeraventdntoeeascribes basitieterdrbanesystern with the 0

city as the hub and rail lines reaching out into the various valleys. Vi

Finally on July 14, 1906, businessmen met in the Yakima Commercial Club and hammered out a plan for a

street railroad; one that initially would serve the City of Yakima but was projected to ultimately grow to 60

miles. It was to be called the Yakima Inter-Valley Traction Company (YI-VT). The initial investors included a
AWhobés Who i n Y akheyreluded\a A. Ball;sHarasbneDills; William B. Dudley; State Senator

Daniel E. Lesh; Philip A. Ditter; James H. Fraser; Fidelio King Hiscock; future Yakima Mayor Henry Lombard;

Miles Conner; M. B. Miles; Swedish-born attorney Alexander Miller; Marquis W. Philips; William P. Sawyer;

Colonel Wilbur Wade Robertson; S.J. Cameron; |.H. Dills; E.J. Daeger; A.J. Splawn; W.L. Lemon; Wallace
Wiley;and dairyman and the railroadodos f%rst president, |

In order to acquire additional stock subscriptions from more investors, they once again let stories leak that

Eastern investors were interested in getting an electric railroad going in Yakima. The Yakima Herald reported

that no fewer than six different Eastern investors had made the overland trip to Yakima and pronounced it

ready for a street railroad. However only one of them was vaguely identifiedasiia gent |l eman i ntr c
prominent financiers of the East, and suspected to be connected with the James J. Hill (Northern Pacific

xiv Curtiss, No More Bells, No More Whistles, 478.
XV Johnsen, Apple Country Interurban, 13.
XVi The History of the Yakima Valley, Washington. (Washington: S.J. Clarke Publishing Co.,1919) Volume I, p. 40.
XVl william P. Sawyer Letters, personal collection of Fred Erickson (Zillah, WA), photocopies made in 1977.
xNiit \wjjlliam P. Sawyer Letters.
xix Electric Railway Review, Volume 17, January-June 1907.
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Rai |l way) andanmouneessbys he paper that he figladly would put
unspecified future date) to prove to the City Council

Around the United States, budding young interurban railroads preferred to capitalize their projects with stock
subscriptions rather than issue bonds. Fixed debt bonds had to be serviced regularly in spite of the current

economic conditions, whereas the no-debt aspect of stocks was not a burden to the developers. Even large

scale interurban projects such as the planned Chicago-New York Electric Air Line relied on small investors

along the way in rural America. Advertisements for the Air Line proclaimedtowould-b e i nvest or s S
Big Profits Are Assured. Profits AlImost Beyond Calculation. Here is Your Opportunity! The Chance of a
Lifetime! The Nationbés Need is Your Opportunity! o AIl't
never made it to New York. Financial panic and shortage of investors caused its demise."

In Yakima, the local newspapers continued to do their part to try to impress potential local investors that an

electric railroad would be a good investment. Headlines on the March 14, 1906 Yakima Republic notedii St r e e t
Railway on Tap i A . B. Weedo. Mr. Weed stated, Al am not at |
matters are settled in this valley within the next 30 days, one week from that date the Council will be petitioned

for a ffanchise. o

The April 10, 1906 issue of the Republicst at ed t hat iR. E. Al |l en, of S
Yaki ma Valley and deemed i tiTweetyaddyg laterthe papenproeldinged that fi
E. Gould is here from Boston, Massachusett s, l oo
real person and applied to the City for a franch
pl aces o wi.fTHeivakima Ihter-Vatldy Trgction Company (YI-VT) quickly applied for a franchise of its
own.

po
@.
K i
[

® S - X
«Q

S

Whet her Goul ddés franchise application was authentic ¢
intentionally, to convince local investors that the railroad would be a good investment since outsiders were

planning to build one, and that in order to keep it under the control of local interests, local people needed to

buy stock in the Yakima Inter-Valley Traction Company. The Council soon awarded the franchise to YI-VT and
reportedly Gould was not heard from again."

At first, YI-VT stock sales were brisk. By December The Republic was reporting that $107,500 in stock shares

had been subscribed, and that f#fAprospects are greater
anticipated. o0 There were 41 members of the company b))
personi s all owed to take more orMMless than $2,500 worth

Stock sales, however, soon fell short of the initial issue of $500,000. Loans could not be obtained until the

stocks were fully subscribed, and so the company could not buy the rails and materials needed to construct a

trolley line. Once again William Sawyer jumped into the fray. Aware that expansion of orchard land in the lower
Yakima Valley was proceeding at a rapid rate and was therefore ripe for exploitation by the railroad, he pushed

the idea to several prominent investors that the first line built should be in the lower valley below Union Gap.

ifiThe produce of this valley will exceed that of all \
it.o Sawyer just happened to live in the |l ower valle)

I'Yakima Herald, June 20, 1906.
i Grant, Electric Interurbans and the American People, 48.
i yakima Republic, March 14, 1906.
lii yakima Republic, April 10, 1906.
v Johnsen, Apple Country Interurban, 12.
v Johnsen, Apple Country Interurban, 14.
M Yakima Republic, December 8, 1906.
Miwilliam P. Sawyer Letters.
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By June of 1907 the YI-VT promoters realized their enterprise was struggling to take hold. The June 25, 1907
The Republicannounced that fa meeti ng -Vatley Traction Qoenpanyavil bethélde Y a |
at 1: 00 pm tomorrowéin the office of H.MB, Scudder, |

At the meeting the Board of Directors of the Yakima Inter-Valley Traction Company decided to was best to

create a new company called the Yakima Valley Transportation Company (YVT) and traded all of YI-VT assets

and franchise to the new company in exchange for half its stock. This left less than half of the original $500,000

in stock to sell and made the building of the new YVT railroad feasible. Organizers of the YVT were James O.

Cull, Doctor C. G. Fletcher, attorney Alexander Miller, George Stroud Rankin, J. H. Rose, William P. Sawyer

and Andrew Jackson Splawn."™ Splawn was elected president of the new YVT and he vowed that he would not
serve Aunless the other trustees were in agreement wi
it meant using outside money. oOlatef beeome appaemt.h f or t hi s c ¢

The previous YI-VT franchise from the City required that three miles of track had to be in operation by January
1, 1908, or the franchise would expire, so the new company began work immediately. On August 13, 1907
formal transfer of the franchise and all stock had taken place and construction began.” The editor of the
Yakima Herald suggested making it a festive holiday and having all businesses close for one day in
celebration, the men helping laying the rails and the women making lunches.”

On September 9, 1907 ground was broken for the trolly line at the W. H. Redmon place. On September 14
Engineer E. M. Kenly reported that dynamos to supply power, as well as trolley wire, had been purchased in
the Puget Sound area. George S. Rankin arranged with Tacoma Railway & Power Company in Tacoma to rent
two small single-truck trolley cars to open the Yakima service. They arrived on December 11 and were
unloaded from railway flatcars and placed on the YVT track.X"

By December 22 the construction of the first three miles was complete from a point on Yakima Avenue just
west of the Northern Pacific Railroad tracks to a point near the Congdon estate in Wide Hollow. On that day
Yakima had its first unofficial movement of an electric powered streetcar (one of the rented cars from the City
of Tacoma). The test run was deemed a success. President Splawn was on a trip to Spokane for a livestock
convention and the YVT engineers wanted to wait with the first public runs until he returned so that he could be
the first motorman.™V

Splawn arrived back in Yakima in time to hold the first official run of the YVT on Christmas Eve, December 24,

1907. He invited the current board of directors, the board of directors from the previous Yakima Inter-Valley

Traction Company, a few businessfri ends and two newspaper reporters. T
office at First and B Streets and were given a tour of the physical plant (power supply). They then walked over

to the streetcar (TR&P #18) and Splawn took the controls for its first official run.*"

The first run out took 14 minutes. The jubilant crowd aboard the streetcar talked about the growth that would
now come to Yakima, as they smoked cigars thoughtfully provided by President Splawn. At the Wide Hollow
end of the line the car stopped and all the people aboard got off and walked up a slight hill to view the
proposed extension of the line westward. The return trip took 13 minutes, at the end of which the two
newspaper reporters jumped off and ran to file their stories for the next editions. They could scarcely contain

Mil yakima Republic, June 25, 1907.
ix Electric Railway Review, Volume 18, July 6, 1907, 25.
X Yakima Republic, June 26, 1907.
i yakima Herald, August 14, 1907.
i yYakima Herald, August 16, 1907.
Wi yakima Herald, December 12, 1907
kv yakima Republic, December 18, 1907
v Yakima Republic, December 24, 1907.
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their hyperbole. AThe roadbed is as HeralkhotitPragpegltys s lac
the car | inewent up 25%! 0

Public streetcar rides commenced on Christmas Day, December 25, 1907. Tickets sold for 5 cents each, 6 for

25 cents, and 25 for one dollar. A round trip, including loading and unloading passengers, took about 40

minutes. On Christmas Day, 1,320 fares were collected and the car ran from 6:30 am to 10:00 pm. The last

days of December were an exciting time as everyone from far and wide wanted to try out the new streetcar.

The reporter for the Yakima Republicbr agged #At he car has tumaga weady ccarpdancdist.y

The first franchise obstacle had been overcome, but an even bigger one loomed ahead. But the YVT was
required to have seven miles of track in operation by January 1, 1910. Total construction cost for the first three
miles had been $67,808.60."i" Stock subscriptions had reduced to a trickle and prospects for meeting the
1910 deadline were starting to look grim. The company desperately needed investors. Once again, William
Sawyer became the cheerleader for the railroad and again cajoled friends and business associates to buy into

the YVT. But even Sawyerdés optimish had I ittle i mpact
The Republic newspaper, always friendly to the enterprise, published an editorial in the beginning of 1908
entitled AWould Preserve Local Ownership of Electriec
directors, at their year-end session, still vowed to keep it locally owned. This emphasis on local ownership was
meant to pressure people into opening their purses t

is the opportunity of a lifetime for investment if the people willgive t he pr oposi tion carefu
paper proclaimed.”

The YVT at this time purchased their first paid advertisement in The Republic newspaper, soliciting investors to

buy stock in the railroad. Where in the past, investments had to be in amounts $2,500 or more, investors could

now purchase one to fifty shares of stock at $50 a s
guarters in the Tenant & Miles office (a realty firm) and talk it over. Yours for Yakima, Yakima Valley
Transportati®™n Company. 0

Although ridership had been high in the first weeks of the new trolley system, fares alone were not enough to

make up the difference between shares of stock sold and cost of rails and materials purchased. Still

construction carried on. The Republic reported that in the first 26 days since operations began, about 12,700
riders were carried, bringing in total receipts of $¢
that for i mmediate extension, it needs money. 0

Expenses did not stop with the completion of the first three miles. A temporary wooden carbarn was

constructed at the corner of Sixth and Maple streets, crossings had to be made with eight different Northern

Pacific tracks on Yakima Avenue, rent for the Tacoma cars had to be paid, $10,000 was set aside for the

purchase of three new streetcars, and construction of the track up Yakima Avenue and then southeast to the
fairgrounds was pushed forward, resulting in large orders being placed for rails and track materials. Poles and
wires for these track extensions had to be purch™sed

It was time once again to trot out some eastern final
buy the rest of the stock. Between January 24th and April 18th, no fewer than five capitalists or financial

i yakima Herald, December 25, 1907.
Wil yakima Republic, December 30, 1907.
Wil Yakima Republic, January 15, 1908.
ix William P. Sawyer Letters.
b Yakima Republic, January 1, 1908.
i yakima Republic, January 20, 1908.
i yakima Republic, January 10, 1908.
bt Yakima Republic, September 16, 1908.
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syndicates were reported by The Republict o have visited Yakimads streetcar
conveniently did not divulge their names, such as the
thatthei YVT had attracted much attermion in other parts

George S. Rankin, who had been nhamed manager of the YVT, made a trip to the eastern United States in July

to talk with capitalists about investing in the YVT railroad, finally signaling that local stock purchasing might not

be the solution. The exasperated Republic reporter wrote on July 11 that loss of local control would be
unfortunat e, but that there just wasnot é&hough money

Upon his return from the east, Rankin announced a pl ¢
ample capital, who are willing to invest their money here if conditions are favorable, and who know their

b us i n"® 3te plan apparently languished, and the seesaw, back and forth struggle between outside capital

and local investment continued. In a letter to YVT board member Alexander Miller, William P. Sawyer again
expressed hope for | oc alNewYorkedealdatisrihrough,las nevasgems grobabfelitf t h e
seems to me that it would be well to look int™ our hce

YVT continued to lay track in the summer of 1908, having successfully crossed the Northern Pacific tracks, and
proceeded east on Yakima Avenue toward the fairgrounds. Three brand new single truck streetcars arrived

from the Danville Car Company, asubsidiar y of t he J. G. Brill Company, Ame
street and interurban vehicles. They were unloaded from railroad flatcars and placed on YVT tracks for display

on September 16. General Manager George Rankin bragged, it hey are the | atest and
made anywhere, and the company officers ard taking a

The YVT tracks reached the fairgrounds by the end of September, just in time for the opening of the
Washington State Fair, which was held annually in Yakima at this time. Fair traffic gave a surge in revenues for
a few weeks, but not enough to cover expenses as the year ended.™* One last eastern financier, whose name
was not given, was described (this time by the Yakima Herald) as being much interested in the valley and as
having friends who own street railways in the east. He thinks the investment opportunities here are so great
that if people in the east heard about it, they would snap up the stock immediately.**

By 1909 it was becoming evident to all that the local stock sales were not going to be enough to sustain the
railroad through the franchise requirement coming due in 1910. Unknown to anybody but YVT President
Andrew Jackson Splawn, had a secret fallback position which had been in place all along. It involved the North
Coast Railway which had the undisclosed backing oftheUn i o n P RRHrekideot &dward H. Harriman.*

When Splawn had taken the reins of the YVT, a high-ranking Union Pacific representative had reportedly met
privately with him and promised that if he could build the original three miles of track on time and secure the
franchise from the city, the U.P.R.R. would buy the YVT and complete the rest of the railroad line. No written
records of that meeting are known to exist, so the identity of the Union Pacific operative was not recorded, but
it most certainly had to be the fRailroad Sphinxg Robert E. Strahorn.»i

The pattern of large steam railroads acquiring controlling interests in electric interurban lines was played out in
other parts of the country at this same time. The mighty Southern Pacific used a variety of maneuvers to force

bodv yYakima Republic, February 1, 1908.

bov Y akima Republic, July 11, 1908.

bovi Y akima Republic, July 7, 1908.

bovvil William P. Sawyer letters. November 10, 1908.

boviii y gkima Republic, September 16, 1908.

boix yakima Republic, October 8, 1908.

xx yYakima Herald, December 15, 1908.

biHomer Splawn (Jack Splawnds son), interview by Kenneth Johnsen,
biHo mer Splawn (Jack Splawnés son), interview by Kenneth Johnsen,

[0}
[o]
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Henry E. Huntington to ultimately sell his extensive Pacific Electric interurban system in Southern California to
a steam railroad. It was not as friendly an arrangement as the Union Pacific-YVT sale would be, but it
accomplished the same objective. It turned the vast Pacific Electric interurban system into a lucrative freight
feeder to the Southern Pacific. Providing connecting freight service to steam railroads was a strong factor in
the developmentofi nt e r uacrdsathesUdited States. i

California historian, journalist and interurban expertHar r e Demor o, descri bed the Pe
interurban has knit the surrounding cities into a compact community with the larger city and made possible the
upbuilding of hundreds of square miles of rural territory. [It] enabled the wage earner to own his own home in

one of the many subdivisions which have sprung up al ¢
generated a mass of weekday commuters. No contemporary denied that these expanded transportation

opportunities enhanced real estate values. Interurbans had that Midas touch, promoting land speculation and
devel opment wher &Xdhe Yakima VYallep BranspertdtioroCompany is an example this
phenomenon.

Strahorn and his backers were keenly aware of the great business potential evolving in the agriculture-rich

Yaki ma Valley. At the time of YVTO0s inception in 190"
monopoly on railroad business in Yakima and was already shipping over $1,000,000.00 worth of apples out of

the valley annually.™ But the N.P. had only one line into the agricultural area; into the town of Naches in the

north, >V

T h e UNdeth @oast Railroad would not reach Yakima until March 22, 1911, and due to a track sharing
agreement, suddenly and somewhat surprisingly reached between Harriman and Hill, it never went any further
than Yakima. But as early as 1907 Strahorn could see that as a sprawling interurban, reaching into all the
valleys around Yakima, the YVT electric line would be positioned to be the perfect freight feeder to the North

Coast Railroad. In his autobiography, Strahorn writes: i My gener al pl an wrailsvady aentertofh e |
Yakima, to construct and connect up an electric railway system tapping four highly productive valleys, and as
far as necessary, serve the city and suburis. o He cal

History proved him right. In 1900 there were 177,310 trees of fruit-bearing age in the Yakima Valley. By 1910
the number of trees had doubled. And that number quintupled between 1910 and 1920.*il And as further
proof, the interurban railroad continued robust service to the U.P.R.R. connection until 1985, decades after all
the other interurbans in Washington state had long since been abandoned. Thus, as the YVT seemed to
struggle in 1909, its time in the sun was actually about to begin.

The official sale of the YVTC began on the evening of June 9, 1909, when Splawn and the directors of the

Yakima Valley Transportation Company met with attorney N. C. iNickoRichards from Baker, Oregon. Richards

had been president of his bar association and although he refused to say publicly to the press who he

represented, but he was actually an employee of the Union Pacific RR and he came to Yakima specifically to

buy the YVT. Under the new ownership, the YVT board of trustees would remain the same, E.M. Kenly would

remain as engineer for the railroad, and Nick Richards would be installed as manager of the YVT. Richards

and his wife moved from Baker to North Yakima to take over the YVT. Strahorn at this time was still claiming

he had no connection withthepr oj ect, keeping Harri manés backi fhg a s

boodiit Shenser Crump, Henry Huntington and the Pacific Electric (Glendale, CA: Trans-Anglo Books, 1978).
hoiv Grant, Electric Interurbans and the American People, 831 84.
bov David Stratton, Treetop: Creating a Fruit Revolution (Pullman, WA: Washington State University Press, 2010), xii.
bovi Johnsen, Apple Country Interurban, 29.
boovii John W. Lundin and Stephen J. Lundin, Strahorn, Robert E. (1852-1944) (Washington: HistoryLink Essay 10159.)
hoviii \Washington Tree Fruits (Olympia, WA: Washington Crop and Livestock Reporting Service, 1951), 2.
haix Kenneth G. Johnsen, Yakima Valley Transportation Company (Charleston, SC: Arcadia Publishing, 2010), 17.
27



United States Department of the Interior
National Park Service / National Register of Historic Places Registration Form

NPS Form 10-900 OMB No. 1024-0018
Yakima Valley Transportation Company - Amendment Yakima Co, Yakima
Name of Property County and State

Republrepor

ter Aln the course of time the people behi
their methods

of doing business wi?Xl have the approve:

Meanwhile the transformation of the YVT to a full-fledged interurban began. An order was placed with the Niles

Car Company of Niles, Ohio, for three interurban cars: a passenger car, an express motor and a flatbed

locomotive. They were built to classic American interurban designs, of which Niles was one of the principal

builders. Niles enjoyed a reputation around the country of building interurban cars that were well-built and
stylish, earning Niles pr oduc%Thanks tothe influxcokUmianPacifidintbheg,c t r i
work on extending the interurban lines commenced almost immediately. The first line built went to Wiley City,

10 miles to the west of Yakima, routed south by way of Ahtanum, alongside the Lower Ahtanum Road and

completed in 1910t

A junction was established midway at Wide Hollow Creek next to the large Congdon orchards and estate, and

the Henrybro line was next built straight west from there by way of Harwood. In addition to agricultural

business, the Henrybro line served a Bureau of Reclamation camp that was working on improving irrigation in

the valley. The Henrybro |ine, together with the Wil e
share of the agricultural business to be had at the time, shutting out the rival Northern Pacific Railway. "

New construction of overhead trolley wire systems were built with the help of specially adapted railcars from
directly beneath the wires. A common challenge faced by all electric street railways and interurbans being built
was how to move cars of materials and people over the newly built track before the completion of the overhead
wire system. With no way of receiving electric power, some lines used steam locomotives temporarily until the
overhead wire was put up and placed into operation. Others used gasoline-mechanical cars with internal
combustion engines. And a few even used animals (mules or horses).*V

YVT was no different from the rest of the interurbans in that it did not have wire in place when it was ready to
open service on its Wiley City line. When service to Wiley City began on June 17, 1910, the company initially
used McKeen gasoline-mechanical cars borrowed from the North Coast Railway; offering five daily round trips.
These cars had loud, smoky engines and did not fulfill the promise of smooth, swift, clean, quiet transportation
given by electric interurban cars. Their time on the YVT was short, and on July 1, 1910, the electric interurban
cars from Niles were delivered.*®

YVTdés next expansion was a |ine to Sel ah fruitdckinghouse | e s
district on the east side of Selah which was served by the Northern Pacific. Utilizing its middle-of-the-street

tracks, the YVT slipped into the packing house district from within town and soon began to secure a lot of

business away from the mighty Northern Pacific.

Reaching Selah was the most ambitious interurban extension yet from the standpoint of engineering
challenges. The Naches River, an ice cold snow melt fed stream from the Cascade Mountains to the west, had
to be crossed. A concrete pier in the middle of the river, and concrete abutments on either side, had to be
poured to support two 150-foot spans of a bridge truss.

The bridge that was used to reach Selah had originally been installed on the Union Pacific mainline in
Manhattan, Kansas in 1895. Called a Pegram Truss, the bridge is a classic railroad truss bridge designed by a
Union Pacific mechanical engineer named George Pegram.* Fortunately for YVT, the size of Union Pacific

*¢ Yakima Republic, August 10, 1909.

xc Wikipedia, Niles Car and Manufacturing Company.

xcii Johnsen, Apple Country Interurban, 34.

xcii Johnsen, Yakima Valley Transportation Company, 7.

xev Johnsen, Yakima Valley Transportation Company, 21.

*ev Johnsen, Yakima Valley Transportation Company, 23.

*iNati onal Register of Historic Places Nominati4on Form, fAPegram T
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trains in Kansas had outgrown the load capacity of the bridge, and it was disassembled, all parts labeled, and
hauled in gondola cars to be re-assembled by the YVT in Yakima whose interurban cars and light freight trains
were ideal for its size. V!

After crossing the Naches River, the YVT had to carve a shelf for its track out of a sheer cliff in Selah Gap
because the Northern Pacific had already taken the narrow ground level route through the gap. Dynamite to
blast the rock and hand carts to haul it away were used by the YVT, giving local farm boys employment at 75
cents a day. Vi

Three additional interurban vehicles were ordered, this time from the Jewett Car Company of Newark, Ohio, for
use on the Selah line. Two were passenger cars and the third was an express motor. They were similar in size
to the earlier Niles cars and allowed the YVT to operate nine trips daily in each direction from Yakima to
Selah.*®* The only other local transportation route at this time between the two towns was by horse and buggy
along a rough dirt road cut into the mountainside, called the Selah Wagon Road, or by canoe down the Yakima
River. The arrival of the first interurban car in Selah on June 21, 1913, thus elicited huge fanfare from locals,
and featured a speaking appearance by Jack Splawn, who by this time was mayor of Yakima.c

A fourth line was planned to serve the town of Moxee, across the Yakima River to the east. A bridge pier was
built for the line in the middle of the Yakima River, but the bridge was never completed. Around 1915, all over
America, the interurbans were starting to experience rivalry from rubber-tired transportation such as buses and
jitneys (small buses, or unlicensed taxis). After a jitney operation begun in Yakima its operator boasted that
streetcars would be gone by 1920.°

While agriculturally based business remained lucrative for the YVT, passenger service began to decline.
Jitneyswereinfactcut ting into YVTO0s passenger businhe¥8 and so
experimented with buses on several of its routes. However, the buses proved to be even less popular than the
streetcars and were soon quietly replaced by the original streetcars.®"

In 1929 YVT management decided to make one last attempt at luring passengers back to the rails and public
transportation. An order was placed with the J.G. Brill Company of Philadelphia, Pennsylvania, for three
modern, all-steel Master Unit streetcars. The Master Units had comfortable leather seats, heaters under each
seat, bright interior lighting and large windows. Additionally, they were strong and speedy, making them
suitable for interurban service as well as city street running. They quickly became the most used cars in the
fleet, supplementing all of the earlier wooden cars.c"

City ridership improved with the Master Units and remained robust into World War Il. But the automobile, jitney

and the motorbus transportation options were stilldiggingdeep i nto YVTO6s interurban
same scenario was already happening throughout America. Interurban mileage in the United States reached a
peak of 18,100 miles in 1917 and then leveled off and then began a gradual decline. The last new interurban

line, the Houston North Shore Railway in Texas, opened in 1927.¢V

Following the stock market crash of 1929, many interurbans across America fell on hard times. Operating
revenues dropped precipitously, leaving no funds to upgrade and modernize the aging interurban
infrastructure. Electric Railway Journal reported in 1930t hat t he 40 | argest interurdhb

xovii Johnsen, Yakima Valley Transportation Company, 122.

xviit Interview with Clifton Goodlander (YVT Selah Line laborer) by Kenneth Johnsen, 1975.

xcix Robert S. Wilson (lifelong YVT enthusiast and historian), notes from audio tapes, provided to the author, September 19, 1976.
¢ Johnsen, Apple Country Interurban, 45.

¢ Johnsen, Apple Country Interurban, 52.

¢i Robert S. Wilson, Trolley Trails Through The West (Costa Mesa, CA: Matrix Publications, 1995), 88.

¢l Robert S. Wilson, Trolley Trails Through the West (Costa Mesa, CA: Matrix Publications, 1995), 24.

v Middleton, The Interurban Era, 396.
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revenues were down 46% from the year before. In 1931, many systems had dropped as much as 60% below

the revenues of 1930. The trend continued rapidly and system after system abandoned. By 1933, interurban

mileage had been reduced to just over 10,000 miles. New interurban car construction reached an all-time low

of just seven cars in 1932 and then disappeared altogether.® Interurban expert H. Roger Grant wrote, fi No

maj or American enterprise has risen and™fallen so raf

The advances made by the automobile, the truck, the If
Depression made maintenance and betterments out of the reach of most interurbans. They tried valiantly and

sought to improve their public relations with their patrons. Typical of advertisements in the late 1920s, the
Buffalo & Erie interurban proclaimed in its 1925 ti me
community with the best transportation possible and to welcome any suggestions for improvements from our
patrdns. 0

The fragile, crumbling existence of the interurbans at this time contrasted with the long-entrenched power of

the steam railroads. The president of the mighty New York Central steam railroad, William Henry Vanderbilt,
could boldly st atTehehiPsu bflainto ubse gDuaominee,d!fio0 wi t hout fear
daily watched their business erode as their base of support was gobbled up by the flexibility of the rubber-tired
competition.cV

As one of the few of interurbans that had established a thriving freight business alongside their passenger

operations the YVT remained in business long after other interurbans in Washington State had ran their last

cars. By then the wooden interurban cars built by Jewett in 1913 were getting old and rickety and were

unpopular with riders. In an effort to increase ridership, the YVT utilized the Master Units in place of the

wooden cars on the more popular interurban runs in the schedule.®* Despite their best efforts, passenger
service on YVT6és interurban |Iines could not pay the |
ridership continued to fall off.

The Wiley City ridership was practically non-existent. By 1934th e YVTO0s i nterurban passe
hemorrhaging money and something had to be done. In November of that year, YVT petitioned the public

utilities to allow them to abandon its interurban passenger service. A hearing was held on December 20th, and

a large crowd of rural citizens gathered to protest any abandonment. They were silenced when the hearing

examiner asked for a show of hands from everyone who had ridden the interurban to the hearing, and only two

hands went up. Permission to abandon was granted the following April.>* Final interurban passenger runs were
scheduled for May 15, 1935. They were made without any fanfare and when the final car pulled in on its final

run, the only people on board were motorman J. Wallace Estes and lifelong YVT enthusiast Robert S.

Wilson.*®

Following their final runs, the wooden interurban cars were stored in the YVT yard. Neglected, the Jewett
passenger cars fell into disrepair before finally being scrapped in 1939. The express motor cars were placed
into maintenance service and used for repair of track, lineside poles, bridges and culverts. This included the
flatbed Niles locomotive #A purchased in 1910.

Niles car #A was built as a flatbed interurban locomotive for freight. It could pull a few freight cars and also
carry less-than-c ar | oad freight on its flat decks. While it we

¢ Middleton, The Interurban Era, 402.

o Grant, Electric Interurbans and the American People, 127.
ovii Grant, Electric Interurbans and the American People, 124.
il Grant, Electric Interurbans and the American People, 124.
¢x Wilson, Trolley Trails Through the West, 28.

& |bid

o Wilson, audio tapes, September 19, 1976.

i Johnsen, Yakima Valley Transportation Company, 125.
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inadequate for the amount of freight traffic generated by the growing agricultural business, and YVT sought a
bigger locomotive. YVT then purchased a second-hand steeple cab locomotive in 1920 from the Oregon
Electric railroad, and numbered it #299. However, its light weight of 35 tons made it scarcely more efficient at
hauling freight cars than the #A. Five tons of pig iron were piled on each end of the locomotive in an attempt to
give it more traction, with only slight improvement. Although the #299 survived on the YVT roster until 1958, it
was rarely used after about 1940.°

In 1922 YVT ordered a new and heavier design steeple cab locomotive from General Electric. It was a classic
50-ton interurban freight locomotive whose design had already been proven successful elsewhere on other
interurbans. The locomotive was numbered #298 and served the railroad as its primary locomotive through the
end of service in 1985. It remains operational in Yakima today. Upon receipt of the #298 locomotive, YVT
converted the #A locomotive to a line car whose purpose was to serve the linemen who worked on the
overhead wire on the railroad. It served that purpose through the 1985 abandonment by Union Pacific, and
continues in that role today. It has operated continuously on YVT since 1909.%V

In 1942, to augment motive power during fruit rush season, the YVT purchased a second-hand, 50-ton box cab
locomotive built by Baldwin-Westinghouse from Union Pacific who had inherited it from Southern California
through the purchase of the interurban Glendale & Montrose Railroad. The YVT numbered it #297. Its pulling
power was similar to that of the #298, although its cab was more crowded and thus the train crews preferred to
use the #298. The #297 would be used whenever the #298 was in the shop receiving maintenance, and during
the fruit harvest rush when more than one locomotive was needed. The #297 operated through 1985 on the
YVT and was then transferred by the Union Pacific to the Southern California Railway Museum in Perris,
California where it remains on display today.®

YVTés |l ast addition to its freight | ocomotive roster
freight trains in the middle of their streets during
Trackmobile, which was a diesel-powered rail vehicle that also had rubber tires that could be deployed to use

on pavement. YVTO6s pl an wa&9%6 on back tbads auteo the lered of The iaterleba b i | e
lines during rush hour. Then, when traffic died down, the Trackmobile would get on the rails and couple on to
refrigerator cars and haul them back to town on YVT tracks. A problem quickly became apparent: the

Trackmobile was so lightweight that it could only pull a couple cars at a time without slipping its wheels. After a

few months of very dismal service, the Trackmobile was sidelined and the #298 and #297 resumed the freight
hauling for the railroad until its abandonment in 1985,

Declining freight revenues led YVT management to announce in April of 1984 that they were applying to the
Interstate Commerce Commission for abandonment. Letters to the owner, Union Pacific, from interested
individuals, led to the donation of the entire YVT railroad to the City of Yakima upon its abandonment in 1985.
Running of the trolley as a tourist attraction began shortly thereafter by a group of dedicated volunteers -
called the Yakima Interurban Lines Association.

The Union Pacific initially reserved the car barn property at the corner of South Third Avenue and West Pine
Street, leasing it to the City for $100 per year. Then in 2008, the City finally purchased the car barn property
and today everything in Yakima that was formerly YVT is either in the possession of the City of Yakima or the
Yakima Valley Trolleys Association (a later iteration of the Yakima Interurban Lines Association).>Vi

i Johnsen, Yakima Valley Transportation Company, 109.

oiv Joseph A. Strapac, Interurban Electric Locomotives From General Electric (Bellflower, CA: Shade Tree Books, 2004), 79.

v Joseph A. Strapac, Interurban Electric Locomotives From Baldwin-Westinghouse (Bellflower, CA: Shade Tree Books, 2001) 84.
v Johnsen, Yakima Valley Transportation Company, 88.

ovil Wilson, Trolley Trails Through the West, 44.
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Significance

Today the remaining elements of Yakima Valley Transportation Company serve as the last surviving, all-

original turn-of-the-century interurban electric railroad in North America. Together under criteriaiC 0, t hey

provide a rare, intact laboratory for scholars, engineers, and historians to examine the design, engineering, and
operational dynamics of these systems during their zenith in the early 1900si a period when interurbans
facilitated rapid urbanization, agricultural expansion, and regional connectivity across the American West.

Constructed between 1907and 191 3, the YVTO66s interurban net wor k

track serving Yakima and surrounding communities like Selah, Wiley City and Ahtanum, functioning as both a
passenger hauling network and a freight feeder to the Union Pacific mainline. Unlike nearly all other interurban
systems, which succumbed to automotive competition, economic shifts, or infrastructural overhauls by the mid-
twentieth century, the YVT has operated continuously since its inaugural run on December 25, 1907,
preserving its core components in near-original condition and enabling direct analysis of their performance
over more than a century.>i

The extent of Y Muhdiening efeinents éncompass agptoximately four-and-a-half miles of
original standard-gauge (4 feet, 8.5 inches) trackage which remains operational for both heritage excursions
and interpretive study. Original 60-pound rail is still in place, some of it with production date of 1911 embossed
on it. The overhead wire system is still the same 2.0 solid copper wire as used in the original construction,
suspended with the same Ohio Brass trolley ears and trolley hangers. (Ohio Brass, once the largest supplier of
trolley line components, has been out of business for decades.) Bins in the parts storage room are still full of
new, unused Ohio Brass fittings. This catenary, unmodernized and still powering daily runs, illustrates the
engineering ingenuity of overhead electrification, delivering 600 volts DC via trolley polesi a configuration that
persisted as one of the last in North America for freight operations through 1985 to the present time.
Maintenance of the overhead wire system is still performed from the Niles line car locomotive, built new for
YVT in 1909. It has served YVT continuously for the last 116 years.®

TheYVT6s ancillary structures, both f ul-dufficieficy fihe 19100 n a |

stone and timber carbarn and shop complex at Third Avenue and Pine Street serves as an active maintenance
hub. Its multi-bay layout, still functional belt-driven machine shop, and original overhead 15-ton crane, as well
as a fully equipped forge room, discloses the logistical design for servicing the streetcars and locomotives of
the YVT. Three of the YVT streetcars are still on site, as wellasther ai | roaddés pri mary |
#298 and one of the streetcars remain fully operational.

Also on site is the 1911 concrete and masonry powerhouse substation. It is still in use for power generation

115 years after it was built. There is tangible ev

motor/dynamo sets that convert alternating current to direct current which streetcars and locomotives run on.
And the switching gear that controls these huge machines is still intact.

The Yakima Valley Transportation CompanyDi st ri ct i s al so hi st or i @arebfy
the longest surviving interurban electric railway systems in the United States, outlasting the vast majority of its
contemporaries through a combination of strategic ownership, adaptive operations and regional economic ties.
Nationally, interurban electric railways emerged in the late 1890s and boomed in the first two decades of the
twentieth century, peaking around 1916 with 15,580 miles of track connecting urban centers and rural
hinterlands.®* However, the rise of automobiles, improved highways, the economic impacts of the Great
Depression and competition from buses led to a precipitous decline: by the early 1930s, most systems had
abandoned passenger services, with widespread closures accelerating through the decade. Fewer than a

il Hilton and Due, The Electric Interurban Railways in America, 390.
&ix Ohio Brass Company, Ohio Brass Catalog #23. 17.

X Grant, Electric Interurbans and the American People. 23.
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handful persisted into the 1950s, and by the mid-1960s virtually all classic interurbans had vanished or been
repurposed, leaving the YVT system as an outlier in operational continuity.®*

Acquired by a subsidiary of the Union Pacific in 1909, the YVT benefited from integration into a major Class |
railroadds net wor k, which provided financi al stabil it
produce from the Yakima Valley). This symbiotic relationship enabled the YVT to pivot from passenger-heavy
operations to freight prioritization after 1935, sustaining electric freight runs until 1985, long after its peers had
ceased operations. The systembébs |l ongevity preserved i
allowing direct study of how an interurban could survive amid national obsolescence, revealing the engineering
excellence of overhead catenary design and electric locomotive durability under prolonged use.®t

Comparative Analysis

So rapid was the decline of the interurbans that by the beginning of 1960, only the YVT and six others
remained across the United States. Whatever other ones still existed had become modern, dieselized freight
short lines or suburban commuter routes.®" By 2026, only three other original interurban railroads remain
electrically powered.

San Francisco Cable Car System

While San Francisco maintains a trolley system, this system is for city use only i a significant identifier within
the typology of trolley systems. Additionally San Francisco utilized a cable car system, not electricity for
propulsion. There are no overhead wires for trolley poles and no third rails for pick up shoes. The cable cars
are passenger-carrying rail vehicles only and did not hall freight.

They system uses a long cable loop which runs in a groove in the street between the rails and is moved by
machinery in a central power house. Large wheels bene:
around curves, such as at a street corner. And even larger wheels keep the cable moving at the powerhouse.

The cable car has a grip located ahead of the center of the car, which can be lowered into the groove in the

street to grab onto the moving cable. Once the grip grips the cable, the cable moves the car forward along its

track. Instead of a motorman, as in a trolley, there is a gripman who operates the grip in a cable car.

Cable cars do share some characteristics with electric streetcars such as warning gongs, bench seats and
electric headlights (powered by batteries). However, because of the weight and limited tensile strength of the
cable itself, cable car railroads cannot practically be interurbans. Their length is limited by the physical
properties of the cable.

St. Charles Line - New Orleans

The St. Charles Line in New Orleans is an example of an electric-powered city streetcar system, however it is

also only a city system, and did not serve multiple communities. It is the oldest continuously operating city

streetcar system in the United States. It began operations in 1835 and during its early days had both steam

power and mule power for locomotion. It was electrified in 1893. Its fleet of 35 Perley Thomas streetcars were

built in 1923-24 and have been meticulously maintained over the years. However, the line shows some

vestiges of modernization. Wooden railroad ties are being replaced by composite ties. And a new line was built

in 1988 which utilizes replica streetcars built in tf

It operate entirely within the city limits of the town, taking passengers modestly from one part of town to
another, utilizing 104 passenger stops in the case of
not haul freight. Their vehicles are generally smaller and less speedy than interurban cars. Their operations,

confined to the limited city areas, have more in common with bus lines than with interurban trolley lines.

i Middleton, The Interurban Era. 407.
il Hilton and Due, The Electric Interurban Railways in America, 246.

ol Hilton and Due, The Electric Interurban Railways in America, 224.
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Power collection in city streetcar systems is always done with trolley poles or pantographs from an overhead
wire. Third rail collection such as was done by some interurban systems, is not practical for city streetcar
systems operating in the middle of paved streets in the city. Most common city streetcar systems utilized 600
volts DC current, while some interurbans ran at higher voltages.

INERURBAN LINES

Two nationally significant trolley museums incorporate segments of former interurban line within their museum
collections. Outside of those, there are three original working interurban lines, in addition to the YVT railroad;
systems that have survived from the interurban era and are still electrically powered. Two of them have been
so modernized that they are not at all representative of the classic interurban railroad.

East Troy Electric Railroad Museum

East Troy Electric Railroad Museum in East Troy, Wisconsin consists of a large miscellaneous collection of

trolleys and interurban cars from the American Midwest. Their main museum is in East Troy and they have

about 7 miles of former Milwaukee Electric Railway & Light Company put back into service for excursions using

mostly larger steel interurban cars from the Chicago area. The M.E.R.&L. had been abandoned in 1939 and

was subsequently taken over by the village of East Troy. Part of the railroad was torn up in 1949 but was later
rebuilt. The museumbébs focus is a collection of cars i
Of East Troyb6s collection of about 30 cars, only fror
belonged to the former Milwaukee Electric Railway & Light Company. A new carbarn and substation were built

at East Troy in 1985. And more recently a new maintenance facility was constructed. Only the original

powerhouse building remains from the interurban line, and it is filled with displays and memorabilia from many
ordinary streetcar lines as well as interurbans. A number of extraneous events are held at the museum, and

these give more of a carnival atmosphere than a genuine interurban ride experience.

Western Railway Museum

The Western Railway Museum in Suisan City, California boasts a large collection of streetcar and interurban
cars from Western American lines. Its special area of interest is the Sacramento Northern Railway which ran
one of the longest interurban lines in the country, stretching 183 miles from San Francisco to Chico, California.
It was a freight feeder to the Western Pacific Railroad but also hauled passengers until 1947. Its last electrified
operations ended in 1965. It ran across the San Francisco Bay bridge and for many years it was the fastest
way to get from San Francisco to Sacramento.

A diesel-powered remnant of the Sacramento Northern ran past the area now occupied by the Western
Railway Museum. In 1993 the Western Railway purchased that line and restored 5.5 miles of overhead electric
wires to power its museum cars. Today, the Western Railway Museum has the largest collection of
Sacramento Northern cars in existence, and a large number of cars from other street railways and interurbans.
One interurban car, Santa Rosa & Petaluma #63, has a tie-in with the YVT. In 1971 the YVT sold their Jewett
express motor #301 at a charity auction. Buyers from the Western Railway Museum bought the car and
shipped it to California. They scrapped the body, but used the trucks, controllers and other electrical equipment
from it to restore their Santa Rosa & Petaluma combine interurban car.

The restored section of Sacramento Northern overhead trolley wire was accurately reconstructed, and the ride
through the scenic Solano County wild lands is a fairly accurate presentation of an interurban ride. However,
there are no original buildings or other infrastructure to exemplify interurban railroading system. The earliest
building on the site was built in 1961.

South Shore Line

The South Shore Line runs from Chicago, lllinois to the South Bend International Airport in South Bend,

Indiana. Both passenger service and freight service are operated on the railroad. A fleet of 82 stainless steel,

streamlined, high speed, pantograph-equipped, electric suburban cars built between 1982 and 2009 by Nippon
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Sharyo of Japan today provide the passenger service. Modern diesel locomotives, built by the Electromotive
Division of General Motors, handle the freight service.151

The line was built between 1901 and 1908 as the Chicago, Lake Shore & South Bend Railway. It started out as
a 6600-volt line, but was changed to 1500 volts in 1926. After going bankrupt in 1925, it was acquired by a
holding company and utility business magnate Samuel Insull. Shortly thereafter he began upgrading the line to
heavier rail, pantographs instead of trolley poles, and replacement of outmoded stations.

Between 1956 and 1970 all in-city trackage was removed. The line went bankrupt again in 1989 and
passenger service was taken over by the Northern Indiana Commuter Transportation District. The overhead
wire catenary system was upgraded in 2009. All in-street running was discontinued in 2022.

Philadelphia Suburban Transportation Company

The current Philadelphia Suburban Transportation Company is an amalgamation of previous steam, suburban
and interurban lines. It is electric-powered and does operate some vintage rolling stock. In 1965 lines from the
Philadelphia & West Chester Traction Company (known as the Route of the Red Arrow), the Media line and
the Girard Avenue line were consolidated to become SEPTA (Southeastern Pennsylvania Transit Authority).
Both of the first two were absorbed into the larger system in 1954 and today have the same modern
appearance and infrastructure as the rest of the system.

Electrically-powered passenger service on the Red Arrow and Media line today is provided primarily by a
selection of modern, high speed suburban transit vehicles such as the Kawasaki commuter cars bearing no
resemblance to early interurban railroading. Part of the Kawasaki fleet are built to the non-standard track
gauge of 5 feet, 2 ¥ inches and are the first commuter vehicles in America to use alternating current motors
instead of the long-standard DC motors. Part of the Kawasaki fleet uses modern pantographs for power
collection from the overhead lines and part of the fleet uses traditional trolley poles.

The Girard Avenue line, uses vintage 1947-48 PCC streetcars with trolley poles. These cars have been
recently refurbished with modern appurtenances such as air conditioning, wheelchair lifts, and electronic roll
signs at a cost of $250,000 per car. Though not evident from the current infrastructure, this interurban line itself
is historic, having begun service in 1859 as a horsecar line and then electrified in 1895.

lowa Traction Railway

The lowa Traction Railway in Mason City, lowa in many ways resembles the YVT as a genuine example of a
classic interurban railroad. It began operation in 1896 as the Mason City & Clear Lake Railway, an eleven-mile
electric, passenger-carrying interurban between its namesake towns of Mason City and Clear Lake. Like YVT,
it became one of the earliest interurbans to interchange equipment (freight cars) with steam railroads. Using

freight | ocomotives of similar vi ntractos stil aperate¥ thréesmiles 2 9 8
today within Mason City as an electrified freight transfer railroad between mainline railroad interchanges. This
technically makes it not an interurban anymoregelbubfi

an authentic classic interurban.

The most obvious differences between lowa Traction and YVT are in the integrity of the infrastructure and
motive power. A disastrous fire in 1967 destroyed | o0\
sever al of t he r ai $tockyits th@ms-geperamrcpewser soufce, and & largersupply of vintage

parts and tools. The carbarn has been replaced by a modern metal building.

Thenin1968at or nado destroyed a | arge amount of the railrc

abandonment of certain parts of the railroad. Replacement overhead wire system was homemade from angle
iron and modern porcelain insulsydtenr s unli ke YVTO6s cl ¢
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Freight service today is handled by four 1920s vintage electric locomotives, none of which are original lowa
Traction locomotives. All were purchased second hand from other interurban railroads who were shutting down
in the 1950s and 1960s. They replaced older locomotives on the lowa Traction that had simply worn out.
Today only a little over 3 miles of track is in operation from inner Mason City to a connection with the Union
Pacific railroad. The portion of the line to Clear Lake is no longer used.

Yakima Valley Transportation Company

The Yakima Valley Transportation Company is historically significant at the national level as a resources that
embodies the typical characteristics of interurbans which were once common sites across the United States. It
stands alone as the most intact of the group with a majority of its original infrastructure intact, including the
1910 carbarn with all its original machinery, the 1911 powerhouse with all its original generating equipment, the
unaltered 1895 Pegram Truss bridge, and track and overhead copper wire system built with classic Ohio Brass
components from the beginning of the 20th Century.

It is still in operation as an interurban electrically-powered railroad using 600 volts DC power delivered by an
overhead copper wire to traditional trolley poles. Its rolling stock includes two locomotives and three passenger
trolleys were built new for the Yakima Valley Transportation Company.

As of today, there is no interurban railroad in the United States, Canada or Mexico whose infrastructure

approaches the integrity of that of the YVT&ds. An
however it operates with modernized rolling stock.
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10. Geographical Data

Acreage of Property 2.1 acres + 4.41 track miles
(Do not include previously listed resource acreage.)

UTM References NAD 1927 or NAD 1983
(Place additional UTM references on a continuation sheet.)

1 3
Zone Easting Northing Zone Easting Northing

Zone Easting Northing Zone Easting Northing

Or Latitude/Longitude Coordinates
(enter coordinates to 6 decimal places)

1 46.644487° -120.530972° 3 46.592389° -120.523725°
Latitude Longitude Latitude Longitude

2 46.596247° -120.508541° 4
Latitude Longitude Latitude Longitude

Verbal Boundary Description  (Describe the boundaries of the property.)

The nominated property includes the remaining, operable track and associated features/ right-of-way, the
service yard buildings and site, and the Trolley Park which serves as the northern terminus of the existing line.
The line extends from the community of Selah to Yakima.

The nominated area extends across Sections 01, 02, 12, 13, & 24 of Township 13, Range 18 east of the
Willamette Meridian in Yakima County, Washington. It includes two parcels the end of the line on the north and
south 7 Parcel N0.18130214457 (606 S 1%t St, Selah), and Parcel No. 18132444465 (404 S 3" Ave, Yakima).

Boundary Justification  (Explain why the boundaries were selected.)

The boundary is being reduced due to a loss in integrity of the line. Most of the track to the west of town was
removed in the late 1980s after the line was abandoned. The nominated area encompasses the existing,
functional line and its associated buildings and infrastructure.

11. Form Prepared By

name/titte Kenneth G. Johnsen, D.D.S.; Gregory W. Johnsen, M.S. (Edited by DAHP Staff)
organization Yakima Valley Trolley date July 2026

street & number PO Box 161 telephone (206) 817-4053

city or town Renton state WA zip code 98057
e-mail kjohnsen@yakimavalleytrolleys.org, gjohnsen@yakimavalleytrolleys.org
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Additional Documentation
Submit the following items with the completed form:

T Maps: AUSGS map (7.5 or 15 minute series) indicating the property's location.

A Sketch map for historic districts and properties having large acreage or numerous resources. Key all
photographs to this map.

Continuation Sheets

Additional items:  (Check with the SHPO or FPO for any additional items.)

1 46.644487° -120.530972° 3 46.592389° -120.523725°
Latitude Longitude Latitude Longitude

2 46.596247° -120.508541° 4
Latitude Longitude Latitude Longitude
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Imagery Date:

MAP Key for Yakima Valley Transportation Co. Line
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Google Eanghs

Imagery/Date

MAP 1 - YVT Co line starting north at Selah/ Trolley Park and proceeding south to Selah Rd/SR 823/Yakima Greenway
crossing of BNSF line near Golf course Rd.
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Imagery, lat! 46.6415

MAP 2 - YVT Co line proceeding south from Selah Rd/SR 823/Yakima Greenway crossing of BNSF line near Golf course
Rd Ser pent8mterchangent / |
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Google Earth

Imagery Date: 5 a 6.6 lon -120.529191° elev 0ft eye ¢ ft

MAP 3 - YVT Co line proceeding southfromSe r p e nt 6-82 inerchange to Ndches River crossing.
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\

Google Eahth

lon =120 3° elev 0 ft y It

MAP 4 - YVT Co line proceeding south from Naches River crossing to approximately Tamarack Avenue.
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MAP 5 - YVT Co line proceeding south from approximately Tamarack Avenue to W Madison Avenue.
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-
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Imagery,Date:

MAP 6 - YVT Co line proceeding south from W Madison Avenue to Willow Street.

lat" '46.6166012
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at 146:612134°" lon

MAP 7 - YVT Co line proceeding south from Willow Street to McKinley Avenue.
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MAP 8 - YVT Co line proceeding south from McKinley Avenue to W Chestnut Avenue.
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