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PREFACE
The true story of a railroad lies not in its rec
ords, not in the brittle pages of old newspapers, not in
the finance dockets and valuation reports of the Interstate
Commerce Commission, but in the hearts and minds of the
people who have lived and worked with the line.

It fol

lows, therefore, that the historian seeking to set down
the history of any particular railroad must go to the
people involved.

1 have been fortunate in finding the

people concerned with Magma Arizona Railroad Company so
friendly and helpful.
Above all, this thesis owes its very existence to
Mr. T. G. Chilton, assistant to the president of the Magma
Copper Company, himself a vice president of the San Manuel
Arizona Railroad.

"Jerry" Chilton permitted unlimited

access to the old files of the railroad and, beyond that
courtesy, showed the author around the Superior area and
pointed out sites of activity now long forgotten.

Mr.

Chilton never failed to answer the author’s tiresome and
seemingly endless requests for information.

And I must not

fail to mention the many enjoyable luncheons spent as Mr.
Chilton’s guest, either at home, where his wife was a most
gracious hostess, or at the Superior Rotary Club.
iii

Indeed,
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Mr. and Mrs. Chilton have added many moments of enjoyment
to the long and exhausting task of research through a half
century of railroad files.
A diligent examination of the surviving records of
the railroad company revealed many gaps in its history,
gaps that were not filled in by local newspapers.

It was

then necessary to turn to the people who have long been ac
quainted with the Magma Arizona.

This trail led first to

Frank Sarver, of Phoenix and Superior, president of the
railroad and proprietor of the Magma Hotel.

President

Sarver gave freely of his time in both the towns he has
called home to attempt to answer the author's complicated
and detailed questions.

His memory has filled many of the

gaps in the railroad's records, and where it has not, he
has sent the author down other trails.
There were many people who recalled incidents of
the railroad's past.

Joe Thompson, director of the Boyce

Thompson Arboretum and nephew of the Colonel, brought his
famous uncle vividly to life for the author with his many
recollections.

Ray Flint, of the Arboretum staff, supplied

photographs showing the construction of the Colonel's
"Picket Post House" part of which still stands on the
brink of Queen Canyon.

Mr. Flint suggested an interview

with Charles G. Moody, of Mesa, who was in Superior even
before construction of the railroad began.

Mr. Moody proved
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to be a copper mine of information, and provided the author
with photographs of the town a year before the railroad was
begun.

Mr. Moody also directed the author to Raul Grijalva,

whose memories of the people working for the railroad in
those early years were particularly helpful, and to Jack
Parr of Florence Junction.

Mr. Parr was a section foreman

on the narrow gauge line and recalled various operating
practices as well as how the line was torn up, facts which
appear nowhere in the written record.

Furthermore, Mr.

Parr's snapshot album provided many vignettes of life at
Hewitt in the early days.
In Superior, present employees of the railroad were
equally helpful.

Ray Medlock, purchasing agent for the

Magma Arizona, spent many an hour talking with the author
and thumbing through his files for facts and dates on
numerous subjects.

Hubert V. Steele, the general super

intendent, brought out the detailed record of the filming
done by Metro-GoIdwyn-Mayer several years ago, and General
Manager Garvin L. Augustadt helped with a similar subject.
Bernard Van Voorhis recounted his memories of Colonel
Thompson's last years.

Station Agent Ralph Metzger was

extremely helpful in discussing present day operations.
Engineer Lee L. Jeter and Fireman Sterling Tucker have each
talked with the author several times about the engines they
run and their daily routine.
not obtainable elsewhere.

All have provided memories
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For information on the gasoline powered equipment
used on the Magma Railroad, the author is indebted to
George McDaniels, who also recalled one quite humorous in
cident of the early days.

In Phoenix, Edward G. Dentzer

Jr., son of the railroad's chief engineer, and Bert Fire
man, of the Arizona Historical Foundation, who spent part
of his youth in Superior, both supplied answers to some of
the author's questions.
The story of one railroad such as the Magma can
never properly be separated from the histories of other
lines.

One railroad connects with another, or with several.

Equipment is bought and sold and exchanged throughout the
industry, until some engines and cars collect a list of
past owners which reads like a "Who's Who" of American rail
roading.

Moreover, because it is an integral part of the

national economy, a railroad's history cannot be separated
from that of the nation itself.
The libraries of Arizona, while growing at an ex
plosive rate, are still inadequate in the field of western
railroading.
in that area.

The author, therefore, turned to a specialist
I am obligated beyond measure to David F.

Myrick of San Francisco, author of two beautiful and nearly
exhaustive volumes on the history of Nevada railroads, who
is presently engaged in a similarly monumental task in the
State of Arizona.

Mr. Myrick spent numerous hours obtaining
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and sending to the author material on railroads other than
the Magma Arizona which could not be found in Arizona de
positories.

It is principally Mr. Myrick who has enabled

the author to attempt to set the story of the Magma Arizona
Railroad in a larger, more allusive frame, to place it, as
it were, in a national perspective.
The author must also thank the librarians who have
aided him in this endeavor.

At the Arizona Pioneers' His

torical Society, Mrs. Nova Alderson, Miss Veronica Araneta,
and Mrs. Glenda Cotrell were most helpful.

In the Special

Collections Division of the University of Arizona Library,
there were Miss Phyllis Ball, B. McKay Greeley, and Mr.
Joseph F. Park, curator of the Western Collection.

At the

Arizona State Archives in Phoenix, Mr. Joe Miller was a
friendly guide through the intricacies of their collections.
Two members of the faculty of the University of
Arizona provided continual encouragement in the face of
occasional discouraging setbacks encountered in any enter
prise of this sort.

Dr. Odie B. Faulk, one of these, was

responsible in his splendid course in Arizona History, for
pointing the author in the direction of this railroad his
tory in the first place.

The other one was Professor John

Alexander Carroll, whose own beautiful and sophisticated
prose continually arouses this writer's envy.

I am deeply

grateful to Dr. Carroll for his interest, advice, and help
throughout this work.
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Finally, I must express my gratitude to Reyes
Barraza and John Bardin West, presently of San Francisco,
who first introduced me to the Magma Arizona Railroad five
years ago and with whom I have spent many happy hours in
the foothills of Pinal.
Gordon S. Chappell
Tucson, 1965
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ABSTRACT
During the 1870*s miners discovered rich silver
mines they called the Silver King and Silver Queen in north
ern Pinal County, Arizona.

During that decade and the next

two, a large amount of rich ore was shipped to distant
smelters.

Mining in this district, however, was greatly

hampered by lack of railroad transportation, and though
several railroads were planned, none materialized.
Early in the twentieth century a new mining boom
began with copper as its object.

The Lake Superior and

Arizona Mining Company operated sporadically for some years,
and in 1910 the Magma Copper Company took over the old
Silver Queen Mine and developed it for copper.

In 1914

the management of this company decided to build a railroad
approximately thirty miles long and that fall incorporated
the Magma Arizona Railroad.

Between November 1914, and

June 1915, thirty miles of three foot gauge track were
built.
The narrow gauge railroad operated about six years.
In the early 1920's the management planned to build a smelter
at Superior, and decided a standard gauge railroad was
necessary.

Consequently capitalization was increased in

1922 and that year and the next a standard gauge railroad
x

was built roughly parallel to the narrow gauge.

Shortly

after its completion the narrow gauge was scrapped.
Colonel William Boyce Thompson, principal promoter
behind Magma Copper and the Magma Arizona Railroad, soon
built a winter house near Superior, and spent much time
living there until his death in 1930.

He also established

the Boyce Thompson Southwestern Arboretum near the town.
The Depression years were bad ones for the allied
companies.

Both the copper company and the railroad lost

money, and the railroad lost both its mail contract and the
passenger traffic.

World War II helped to improve the

situation, but brought new problems in labor trouble which
resulted in temporary government control.
Following the war development of a perlite industry
helped the railroad.

Furthermore, its continued use of

steam locomotives attracted both railroad enthusiasts and
film companies eager to photograph the antique machinery.
The history of the line may be near its end, as
copper reserves in Superior are limited.
still carry copper.

Yet, its rails

CHAPTER I
SILVER KING, SILVER QUEEN
COPPER is a common, russet-colored metal, and one
of the most beautiful and useful elements known to man.
Today it is necessary in industry, engineering, and the
arts, both in the pure state and in rich alloys such as
brass and bronze.

Copper is the only metal to occur abund

antly in nature in its pure state, though it is more fre
quently found in colorful yellow, green, and blue ores such
as chalcopyrite, bomite, and azurite.

Where it lends its

color in combination with aluminum to form turquoise, it
has long played a part in the Southwest as a precious stone
of the Pueblo Indians.

Among its many properties, copper

\

is ductile and malleable and one of the best conductors of
/

heat and electricity known to science.

In Pinal County,

Arizona, in 1914, it had still another significance:

cop

per caused men to build the Magma Arizona Railroad.
But the story of the development of that region
began with a metal which, though similar to copper in many
ways, was much more valuable.

The story began with silver;

it began during the Apache wars.

In 1870 Colonel George

Stoneman, commanding the newly created Military Department

2
of Arizona, ordered the construction of a military road con
necting garrisons in the southeastern part of the territory
1
with posts in the central and northern reaches.
According
ly, in November of that year, the United States army estab
lished a temporary garrison in the foothills of the Pinal
Range not far north of the town of Florence on the Gila

2
River.
First known as Camp Infantry, then, after May, 1871,
as Camp Pinal, this station was moved in July from the
vicinity of Hutton Peak several miles westward to the base
3
of an unnamed, flat-topped butte.
From this little out
post of the more permanent forts, known in military parlance
as a "picket post," soldiers labored amid the saguaro and
sand, among the scorpions and tarantulas and vinegaroons,
to clear a passable mule road over a particularly difficult
pass through the rugged range to the northeast.

Returning

1. William P. Blake, Description of the Silver King
Mine of Arizona♦ p. 6. In this classic account of the dis
covery of the Silver King Mine published in 1883, which most
later scholars have used as their chief source on the sub
ject, Blake erroneously dates activity on the Stoneman
Grade in 1873. General Stoneman, however, was replaced by
Lieutenant Colonel George Crook in 1871.
2. Will G. Barnes, Arizona Place Names, pp. 333334. Barnes, incidentally, has the correct date on the
Stoneman Grade.
3. Ray Brandes, Frontier Military Posts of Arizona.
pp. 59-60; Francis B. Heitman, Historical Register and Dic
tionary of the United States Army. Vol. II, pp. 511, 533.

3
to camp one day from his strenuous work, an Irish soldier
named Sullivan stopped to rest near the foot of the steep
4
Stoneman Grade.
While recovering his breath, he idly
picked up some pieces of black rock to play with, and found
them unexpectedly heavy;

Sullivan was not an extremely in

telligent man, but all the West during those frontier years
was alive with excitement over silver.

Sullivan had heard

enough and seen enough to realize these black rocks were no
5
ordinary mineral.
He also realized he had better keep the news to him
self.

He said nothing of his find back in the little garri

son below the flat-topped peak.

He said nothing about it

when, some time later, he was mustered out of the army and
moved -southwest into the Gila Valley.

But finally, while

he rested at the rancho of Charles Mason on the Salt River
west of the Superstitions, Sullivan could no longer restrain
his garrulous Irish tongue.
he had found.

He just had to show Mason what

Yet he retained a degree of prudence; he

would not tell the rancher where h e had found the nugget

6
silver.
Mason hoped to return with Sullivan to the scene of
the discovery and share in the wealth of silver that lay
4.

Blake, o p . cit.. p. 6.

5. Ibid., p. 7; the mineral was silver sulphide,
also known as "nugget silver."
6.

Ibid.

4
beneath the tawny soil.
appeared.

But one morning Sullivan had dis

Had he returned to the mine?

killed him?

Had the Apaches

Mason did not then know that Sullivan had moved

on to California, with vague hopes of working to collect a
stake necessary to finance development of a mine near the
Stoneman Grade.
In 1874 Mason and several fellow ranchers organized
a prospecting party to search for the lost Sullivan mine.
East of the old military camp of Final, they located one
promising outcropping and called it the Silver Queen, but
this obviously was not the source of Sullivan's ore.

Moving

on through a precipitous canyon in the Pinal Range, they
located another mine which they called the Globe.

Still

8
they had not found Sullivan's rich nugget silver.
Early in 1875 Mason organized another prospecting
party, this one composed of five men, to bring ore out of
their Globe mine by mule train.

On March 21, returning

from the Globe, the miners were jumped by Apaches and one
was killed.

After beating off their attackers, the pros

pectors hastily buried their comrade in one of the abandoned

7. Ibid.. pp. 7, 10-11. Penniless, Sullivan had
worked in California as a farm hand.
8. Ibid.. p. 8. According to Blake, the Silver
Queen preceded the Silver King in both date of location
and selection of name.

5
stone bake-ovens of a forgotten military construction camp
near the summit of the Stoneman Grade.

Then they retreated

down the Grade toward the Gila River Valley.

Near the bot

tom of the military road, a prospector in the party named
Isaac Copeland stumbled across the source of Sullivan's
rich black ore.

The eager miners traced the loose nugget

silver to a rich outcropping at the top of a small conical
9
hill at the head of the ravine.
Elated but weary, fearful of further attack by
Apaches, and without supplies, the miners hastened on that
night to the safety of the nearest settlement at Florence.
The next day, however, they summoned courage to return to
their discovery, and on March 22, 1875, established their
claim to the Silver Queen's consort, the Silver King.

They

laid out a claim fifteen hundred feet long by six hundred

10
feet wide, and organized the Pioneer Mining District.
The owners began working the Silver King in earnest
in 1876, using the open pit method to extract ore from the
small hill where first it was found.

But these Salt River

9.
Ibid.. pp. 8-9. Blake mentions Mason, Copeland,
Benjamin W. Reagan, and William H. Long as members of this
party, but did not know the name of fifth man, who was kil
led. Almost all subsequent accounts contain this same
omission, an indication of their origin. See, for example,
Charles H. Dunning and Edward H. Peplow, Jr., Rock to Riches.
p. 84. A similar account appeared in the Globe Silver Belt
on April 23, 1905.
10.

Blake, op. cit.. p. 9.

6
Valley ranchers knew little of mining.

They carefully

sorted out the ore they had dug from the hillside, and
threw the rich chunks of silver-bearing mineral on the mine
dump while shipping shinier but comparatively worthless
galena to a distant smelter.
hundred dollar loss.

That shipment was a twelve

About that time four experienced

Nevada miners arrived and quietly examined the Silver King
dump.

Then they shrewdly negotiated to mine the dump for

fifty per cent of the profits.

The Nevada men carefully

hand-sorted the ore on the dump and treated it in a crude
concentrator they had rigged five miles away on Queen Creek,
where there was water available.

One of then, J. V. Wilson,

took a shipment of these concentrates to the Selby Smelter
in San Francisco and returned with a net profit of fifty
thousand dollars.

Wilson was ever after known as "Dump"

Wilson, and the owners of the Silver King no longer made the
11
mistake of discarding their richest ore.
Furthermore,
they abandoned the expensive open pit method and began under
ground mining.

By the end of the year, they had sunk their

12
vertical shaft forty-two feet.

11. Ibid.. p. 34; Emerson Oliver Stratton and
Edith Stratton Kitt, Pioneering in Arizona (edited by John
Alexander Carroll), pp. 44, 45.
12. Report of the Silver King Mining Company, to
January 13th. 1880. pp. 11-12.

7
In June, 1876, two of the four original partners,
convinced the mine was too good to last, had sold out to
the others, Mason and a fellow named Benjamin Reagan.
would tell their mistake.

Time

Then, in January, 1877, Mason

also weakened, and sold out to a Yuma merchant named James
13
Barney.
San Francisco and Comstock promoters had mean
while become interested in the Silver. King, and on May 5
of that year the Silver King Mining Company was incorporated
in California with offices in San Francisco and a capitaliza
tion of ten million dollars.

Four days later Barney and

Reagan officially joined the company and assigned to it
their ownership of the mine, Barney becoming general mana
ger.

By now Reagan also began to suspect the mine had a
14
bottom to it, and sold out his interest.
By the end of 1878, the main vertical shaft was
one hundred and ten feet deep, and the company had establish
ed a five stamp mill near the abandoned military camp of
Pinal.

Towns began to spring up at both the mine and mill

13. James H. McClintock, Arizona. Prehistoric.
Aboriginal. Pioneer. M o d e m . Vol. II, p. 409; Blake, op.
cit.. pp. 9-10.
14. McClintock, o p . cit.. p. 409; Henry S. Fitch,
Pacific Coast Annual Mining Review and Stock Ledger, p. 244.
Officers of the Silver King Mining Company were: George L.
Woods, president; William H. Boothe, secretary; Aaron Mason,
superintendent; and James M. Barney, B.W. Reagan, B.A. Bar
ney, George L. Woods, and W.H. Boothe, trustees.
15. Barnes, o p . cit.. p. 330; Report of the Silver
King Mining Company, to January 13th. 1880. p. 11.

8
sites, the one at the mine bearing the same name, the one
at the mill known as Picket Post.

In the summer of 1879

the company completed a steam hoisting works at the head of
the main shaft, and by the end of the year had added five
16
stamps to their Picket Post mill.
The name of this mill
town was slowly changing to Pinal, and the two major water
courses in the area, though dry most of the year, had been
named after the pair of mines--King Creek and Queen Creek.
The flat-topped butte which loomed above the town of Pinal
was known as Picket Post Mountain, though some called it
Tordilla or Tortilla Peak.

The even higher mountain which

flanked the Stoneman Grade behind the Silver King Mine was
17
colorfully named King’s Crown.
The management of the Silver King was extravagant
and eccentric.

One superintendent, Aaron Mason, would

sometimes drive down from the mine to the mill with a
string of natural wire silver several feet long twisted
18
around the crown of his sombrero.
Native silver was
often sent to the mint and made into silver dollars which

16. Report of the Silver King Mining Company, to
January 13th. 1880. p. 13.
17. Barnes, o p . cit.. pp. 330, 333; Gustavus Cox,
Topographical Map of the Pioneer Mining District and Adjacent Country, 1882.
18.

McClintock, op. cit.. p. 408.

9
the company then gave away as souvenirs.

Too, stealing of

ore was.common; drivers on the ore wagons frequently tossed
rich chunks to the ground between Silver King and Pinal for
accomplices to pick up.

It became a common joke that the

dust of the five-mile stretch between the mine and the mill
averaged five dollars per ton in silver.

A Pinal merchant,

Emerson 0. Stratton, once asked a teamster to bring him a
nice specimen of ore to send East, and on the next trip
down the teamster tossed off a fifty pound chunk that was
more silver than rock.

Stratton chipped off the small

specimen he wanted and placed the rest on his counter.

A

month later, while walking with the superintendent, Stratton
said, "Mason, you'd better send a man up to get that chunk
of ore.

It's too valuable to be laying there."

With his

strange favorite oath, Mason shrugged and said, "By quist,
I didn't put it there1"

Mason would not take the ore, and

Stratton had to send it back himself.
zens of the area were so honest.

Not all of the citi

Such casual practices en

couraged too much stealing, and before long the owners had
19
to employ guards.
By 1881 the mine had in operation a twenty stamp

20
mill and six Frue concentrators,

as well as other equipment

19. Stratton and Kitt, op. cit.. p. 46; McClintock,
op. cit.. p. 408.
20. Report of the Silver King Mining Company.
January 1. 1881. p. 8.

10
for processing ore.

The shaft by that time was four hundred

and eight feet deep.

One day that year an old man wandered

into Pinal, looking at everything with apparent interest.
Eventually he walked into the mine office and asked for
work.

His name, he said, was Sullivan.

A decade earlier

he had been first to discover nugget silver on the site of
the Silver King.

At first the mine staff did not believe

him, but there were those who remembered him, and his story
was verified.

He had no legal claim to the mine or any of

its profits, of course, but somehow the mine operators
realized that they owed him something— and they gave him a

21
job.
By 1883 the main shaft of the mine was down eight
hundred and thirty feet, with development on seven different

22
levels, and the mill was running night and day.

Great

teams of eighteen or twenty horses or mules pulled trains
of three wagons from the mine down the five-mile grade to
the mill, with the teamsters on the lead wagons cracking
their bullwhips above the animals while brakemen on each of
the trailer wagons cursed and strained to keep their train
23
under control on the steep road descending the ravine.
The
21.

Blake, op. cit.. p. 10.

22.

Ibid., p. 34.

23. Numerous photographs taken during the late
1870*s and early 1880*s which show the wagons and teams used

11
oaths of the men and grunts of the animals, the squeaking
of wheels and axles, and the creaking of leather mingled
with the rattle and grind of machinery at the mine and the
mill.

Still the rich ore kept coming from the king of

Arizona*s silver mines.
Several miles south of Silver King and several miles
up a different canyon above Pinal, the Silver Queen was not
prospering apace with her consort.

The first actual loca

tion there had been the Hub Claim, filed in Florence in
March of 1875.

The original Silver Queen Mining Company

was incorporated in San Francisco by some people involved
in the Silver King and used the same offices at 320 Calif
ornia Street.

But as time passed the incorporaters became

so preoccupied with the Silver King that they had no time
24
for the Queen and decided to sell out.
Another Silver Queen Mining Company was organized
in New York in 1880 by Philip Swain and associates, who soon
bought out the San Francisco firm.

A little very rich ore

was taken out of the Queen, and by 1882 the vertical Queen

may be found in the photograph files of the Arizona Pio
neers’ Historical Society in Tucson. For example, filed
under Mining. Pinal Countv. see photographs 3046, 3614, and
795.
24.
Fitch, op. cit., p. 245. This work, published
in October, 1878, substantiates the fact that the Silver
Queen preceded the Silver King, and was developed by the
same people.

12
shaft had been driven four hundred feet into the mountain25
side.
But the deeper the miners worked, the more the
silver became associated with copper, and difficult to
26
process; "rebellious" was a term they used for it.
Copper in those days was a hindrance rather than an asset.
With horses and mules providing the only trans
portation, it was necessary for miners to live close to
their place of work.

The towns of Pinal and Silver King,

which had grown for that very reason, were each less than
five miles from the Silver Queen.

As this was too far for

Queen miners to travel twice each day, the natural conse
quence was the growth of a town close to the mine.

Ap

parently the settlement was at first called Queen, but by
1882 it appeared on maps as Hastings, named for an early
miner who had moved to San Francisco to become a clothing

25. M.N. Short, F.W. Galbraith, E.N. Harahman, T.H.
Kuhn, and Eldred 0. Wilson, Geology and Ore Deposits of the
Superior Mining Area. Arizona, p. 59. This work, the best
history of the Pioneer District yet written, fails to men
tion the first Silver Queen Mining Company.
26. Arthur Houle, "Magma Copper Company, Superior,
Pinal County, Arizona, Ore Reserves and Valuation Report as
of January 1, 1940," ms. in the Library of the Arizona Pio
neers' Historical Society, Tucson. The Silver King had some
of the same trouble. A memorandum from the assay office
in Pinal dated December 3, 1881, showed the copper content
in five samples of ore to range from 27.5% to 70.7% This
assay report is filed under "Silver King" in the files of
miscellaneous papers at the A.P.H.S.

13
27
merchant.

Thus by 1882 the Pioneer district included two

major mines, three thriving little towns, and dozens of
groups of prospectors hopeful of imitating the big bonanzas.
The most serious problem facing the mine owners was
transportation.

The Pioneer Mining District, embracing the

Silver King and Silver Queen and poorer mines that had
sprung up around them, was remotely situated in Arizona
Territory.

During the first years of operation of the

Silver King, the ore had to be shipped to the Dome Mining
and Smelting Company at Melrose, California, to the Selby
Works at San Francisco, or to the Omaha Smelting Works in
Nebraska.

Prior to 1877 the only practical method of ship

ment to even the nearer California plants was by wagon across
the territory to Yuma, where Colorado steamers could load it
for transport by water down the Gulf of California and up
28
the long coastline.
In May of 1877 the Southern Pacific Railroad, build
ing eastward, reached the west bank of the Colorado River
at Fort Yuma, where it was blocked a year and a half by a
dispute with the government about right-of-way across the
military reservation.

On November 19, 1878, the Southern

Pacific resumed construction, reached Casa Grande exactly

27. Barnes, op. cit.. p. 432; Cox, Topographical
Map, etc.. 1882.
28.

Fitch, op. cit.. p. 244; Blake, op. cit.. p. 44.

14
six months later, and proceeded to Tucson and beyond in the
29
spring of 1880.
Casa Grande was the closest it came to
the Pioneer district.

Now the concentrates leaving the mill

at Pinal had to be hauled by wagon fifty-five miles down to
Casa Grande for shipment by rail 913 miles to San Fran30
cisco.
Staggering as this distance was, the railroad was
a substantial improvement, eliminating nearly two hundred
miles of haulage by wagon to Yuma.

The cheaper rates avail

able by rail enabled the Silver King Mining Company to pro
cess some lower grade ore than previously had been
31
profitable.
Nevertheless the situation was unsatisfactory,
for fifty-five miles was still a long way to ship ore and
concentrates by wagon.

As early as 1883, a pamphlet on the

Silver King Mine talked hopefully of a railway to connect
32
the Pioneer district with the Southern Pacific.

29. McClintock, op. cit.. pp. 290-291; Neill C.
Wilson and Frank J. Taylor, Southern Pacific: The Roaring
Story of a Fighting Railroad, pp. 75-76.
30. Blake, op. cit.. p. 12; Report of the Silver
King Mining Company, to January 13th. 1880. p. 13.
31.

Blake, op. cit.. p. 44.

32. Ibid., p. 13. Hubert Howe Bancroft in his
History of Arizona and New Mexico. published in 1889, wrote
that railroads were needed from Maricopa to Phoenix and from
Casa Grande to Florence and Silver King, and that there was
talk of such lines. One project that might have helped the
Silver King, had it succeeded, was the Arizona Narrow Gauge
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Unfortunately for the Silver King Mining Company, the re
port was premature by thirty years.
During the last decade of the nineteenth century,
the Pioneer Mining District rapidly declined.

The trouble

was not that ore was lacking; it was rather that the ore was
of a low grade which could not profitably be mined with
prevailing transportation costs.

The year 1887 proved to

be the Silver King's last year of profitable operation.
In January, 1891, the famous old mine was closed for the
first time.

It was reopened in September, and mining con

tinued into 1892.

To economize on transportation of raw ore

ten stamps from the Pinal mill were removed and set up in
Silver King, and the town of Pinal consequently died.

With

a decline of the price of silver early in 1893, the mine was
again closed.

One last flicker of activity appeared in the

fall of 1895, but after a single pocket of ore had been
cleaned out the mine was again shut down in 1896.

Under

ground water, no longer pumped out, filled the tunnels and
shafts, and some timber reinforcement collapsed, clogging

Railroad proposed from Tucson to Phoenix and to Globe in
1883. This line failed after building only about ten miles
of track north of Tucson. It was not at that time intended
to reach Silver King, but it would have passed significantly
closer than the Southern Pacific, thus reducing transporta
tion charges on ore, and a branch line would have been more
likely. For a history of this abortive project, see Howard
A. Hubbard, A Chapter in Early Transportation History; The
Arizona Narrow Gauge Railroad Company.
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the hoist.

The town of Silver King, too, faded away.

Three miles to the south, the Silver Queen had fared no
better.

The panic of 1893 had forced the closing of this

mine as well, and the Queen had not been lucky enough to be
34
reopened.

Its adjacent town of Hastings seemed also doomed.

Ironically, just as the Pioneer Mining District
died, a means of its salvation was stirring to the west.
The Atchison, Topeka and Santa Fe Railway had been completed
across the northern deserts of Arizona Territory in 1883;
and during the 1890's a subsidiary line, the Santa Fe,
Prescott and Phoenix, built southward to challenge the

33. M.N. Short, et al., op cit.. pp. 141-142;
The Mining and Scientific Press. July 2, 1887, p. 9; Oct.
8, 1S87, p. 233; July 21, 1888, p. 45; Aug. 18, 1888, p.
113; November 24, 1888, p. 349; December 29, 1888, p. 429;
June 8, 1889, p. 417; July 20, 1889, p. 45; April 5, 1890,
p. 233; July 26, 1890, p. 53; Jan. 24, 1891, p. 53; August
13, 1892, p. 117. Shortly after the closing of 1893, a cor
respondent to the Tucson Citizen wrote: '’in the great
hollow depths of the mine, where one may wander for hours,
is a whole forest of timber. A former miner estimates
that a million dollars' worth of timber is buried in the
Silver King. It is hardly worth the removal, however. The
same is the case with the engines. Their removal would
almost offset their value." See The Mining and Scientific
Press. November 11, 1893, p. 318. This substantiates the
charge that the management in the early years was guilty of
extravagance. Mention of the reopening of 1896 appears in
the Sulphur Valley News. May 26, 1896, p. 1. There was some
further activity at Silver King at the turn of the century.
See The Mining and Scientific Press. September 29, 1900,
p. 377; October 20, 1900, p. 469; November 24, 1900,
Po 599, and January 25, 1901, p. 64. Both silver and cop
per were involved in this last period of activity.
Short, et al., op. cit.. p. 60.
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rival Southern Pacific in the Phoenix area.

In 1902 con

struction began on another Santa Fe subsidiary, the Phoenix
and Eastern, in the direction indicated in its corporate
title.

The P. & E. reached Florence in 1904, passing only
35
thirty miles from the famous silver mines.
Following the death of its founder, Collis P.
Huntington, a powerful and ingenious financier named Edward
Henry Harriman had succeeded to control of the Southern
36
Pacific.
As a part of his plans for expansion, modern
ization, and aggressive competition, a Southern Pacific
subsidiary known as the Arizona Eastern Railroad began
construction east of Florence in direct challenge to the
Phoenix and Eastern.

Harriman *s chief lieutenant in this

scheme was Colonel Epes Randolph, a civil engineer who had
long worked for Harriman*s eastern interests until in 1894
he was forced to move to the desert country for his health.
In 1904 he had returned to Arizona, after a California in
terlude, to take charge of three Harriman properties
37
eventually to be merged in 1910 with the Arizona Eastern.

35.

McClintock, o p . cit.. Vol. I, pp. 293-295.

36.

Wilson & Taylor, o p . cit.. pp. 107-115.

37. McClintock, o p . cit:. Vol. Ill, p. 26; Guy L.
Dunscomb, A Century of Southern Pacific Steam Locomotives.
pp. 365-366.
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His importance was such that Southern Pacific subsidiaries
. 38
in the territory were soon known as the "Randolph Lines.-"
The trenchant rivalry between the Southern Pacific
and Santa Fe subsidiaries in the area east of Florence led
in 1904 to a brisk little railroad war reminiscent of Santa
Fe's troubles with the Denver and Rio Grande in the Royal
Gorge of Colorado.

Finally an amicable settlement between

the two large systems was reached in April, 1907, by which
Santa Fe turned the Phoenix and Eastern over to the Arizona
Eastern in exchange for concessions by the S.P. in Califor39
nial
The line through Florence was known by its old name
for several years more before the new corporate title worked
40
its way into the local idiom1
Nevertheless, the S.P.,
through the Arizona Eastern now controlled rail transporta
tion in the vicinity of the old Silver King Mine.

381 David FI Myrick, "Arizona and Colorado Rail
road Company," ms., pi 1; Paul P. Anspach, "The Building of
the Arizona Eastern Railroad," MIA. thesis, U.S.C., pp, 2627.
391

McClintock, o p . cit.. Vol. I, p. 294.

40.
The original Arizona Eastern Railroad was in
corporated February 16, 1904, and after construction
squabbles with the Phoenix and Eastern over right-of-way in
the Gila River area near Kelvin, which included actual gunfights, a compromise was reached with Santa Fe by which the
AlEl acquired all of the capital stock of the P. & El as of
March 14, 19071 The P. & E. was then operated as a separate
affiliated company. On January 29, 1910, a new Arizona
Eastern Railroad Company was organized to absorb the earlier
A.E.R.R. plus five other companies, one of which was the
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This was all very helpful to the miners of the
Pioneer district north of Florence, but not as helpful as
it might have been.

Completion of this railroad to Florence

in 1904 had eliminated some twenty-odd miles of wagon haul,
yet the remaining thirty-five miles to Florence remained
so expensive as to limit possibilities of operating on
abundant lower grade ores.

From the railroad standpoint,

on the other hand, there was insufficient mineral produc
tion in the old Pioneer Mining District in that first decade
of the twentieth century to justify a thirty-mile branch
41
railroad:
Nevertheless, the Pioneer district was experienc
ing a limited reawakening.

The old Silver Queen had not

reopened after the shutdown in 1893, and very little work
42
was being done at the Silver King, but a short distance
away from the Queen and the town of Hastings another mine

P. & E.. Nevertheless, the old name continued to be used,
even in official documents. When in 1913 the Arizona Eastern
surveyed a railroad line from Webster into Superior, the sur
vey referred to the proposed line as part of the A.E.R.R.,
but referred to the line between Phoenix and Florence still
as the Phoenix and Eastern. Dunscomb, o p . cit.. pp. 365366; L; H. Long, "Map of Definite Location of Arizona Eastern
Railroad Company," Notarized March 6, 1913.
41.

Short, et al., o p . cit.. pp. 59-62.

42. Ibid., pp. 60, 142-143; The Mining and Scienti
fic Press. September 29, 1900, p. 377; January 26, 1901, p.
64; Special Illustrated Edition of the Arizona Blade and
Florence Tribune. 1903. p. 24.
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was being developed.

During the Queen's heyday, the Golden

Eagle Mine was worked briefly by the Gem Mining Company
prior to 1885.

In 1902 Michigan capitalists organized the

Lake Superior and Arizona Mining Company at Calumet, Michigan,
to acquire and operate the Golden Eagle for its copper.

For

the first time in the history of the district, silver was
not the object, merely a byproduct.

Final payment for this

claim was made in 1903, and during the following year the
Vivian Shaft was sunk 279 feet, and three tunnels, the
Anderson, Carlton, and Holt were each driven more than two
43
hundred feet into the mountainside.
This resurgence of mining restored some of the
vigor of the town.

In 1902 a veteran of the Silver King

named George Lobb laid out a legal townsite at Hastings, and
once the L.S. & A. had attracted sufficient population to
warrant the expense, a post office was authorized.

Someone

suggested the new post office be named Sieboth, after the
superintendent of the Lake Superior Mine.

Postal authori

ties, however, balked at this, and the post office and town
44
were instead named after the mine itself— Superior.
The
43.

Short, et al., o p . cit.. pp. 135-136.

44. Barnes, op. cit.. p. 432. Barnes states that
the town was named after Superior, Michigan, where some of
the Lake Superior and Arizona stockholders lived. Actually
it was named after the mining company, which was named after
Lake Superior. The L.S. & A. Company was centered in Calu
met, Michigan. Horace J. Stevens, The Copper Handbook.
Vol. IV (1903), p. 461.
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character of this little mining boom differed from that of
earlier excitements as copper, not silver, was the product,
and the old name of the district did not seem to fit.

Be

fore long, people were talking of the "Superior District,"
and the old "Pioneer" was buried in back files of brittle,
45
yellowing newspapers.
One consequence of the development
of this "new" district was a renewal of interest in the
transportation problem.
When after 1904 the Phoenix and Eastern had passed
through Florence and on toward Kelvin, leaving Superior
thirty miles off its main line, officials of the L.S. & A.
Mining Company began to consider in 1906 building their own
railroad.

Tentatively called the Arizona Midland, this line
46
was proposed to connect with the Phoenix and Eastern.

45. The term "Pioneer District" was still used in
1903, but a decade later had disappeared.
46. The first mention of such a railroad occurred
in the Arizona Silver Belt on April 23, 1903, which said
that A.G. Pendleton, who was surveying claims near Superior,
planned to survey a railroad from Superior to the P. & E.
The next mention of a railroad was in the same paper on
January 26, 1905. On December 21, 1905, the newspaper re
ported that Superintendent Sieboth of the L.S. & A. had
received instructions to make a preliminary survey for a
standard gauge railroad to Superior. The issue for February
15th reported the surveys completed, and it was further
discussed in the paper for March 1st. On May 3 the Silver
Belt reprinted an item from the Arizona Blade of Florence
stating that articles of incorporation of the Arizona Mid
land Railroad Company had been filed. On September 27 the
Silver Belt reported that at a meeting of the L.S. & A.
board of directors in Calumet, Michigan, "it was definitely
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Difficulties in finance and production, despite the presence
of some high grade copper ore, killed the project, and like
the old Silver King, the Lake Superior and Arizona Mine
sputtered in and out of operation; it closed in November of
1907, but resumed in July, 1908, only to close again in
47
1909.
A short distance northwest, around the c o m e r of a
hillside, the Silver Queen had remained dormant after 1893.
In 1906 a mining engineer from Globe examined the mine, his
report indicating that little work had actually been done
in it since 1884.

The excitement caused by the L.S. & A . ,

along with the engineer*s favorable report, led to the forma
tion by Globe interests of the Queen Copper Mining Company,
which leased the old mine and planned to mine for another
metal than the silver for which it had been named.

During

1906 the new company installed a steam hoist at the Queen
Shaft, and wood was hauled in to fuel operations.

The

failure of the First National Bank in Globe in the 1907
depression caused suspension of mining after less than a
year.

Only 212 tons of ore, largely chalcocite assaying

decided in an informal way" to build 28 miles of railroad
from Florence to Superior and to erect a 250-ton capacity
smelter. Further material appears in Stevens, op, c3J-.t.,
Vol. X (1911), pp. 1052-1053.
47.

Short, et al., op. clt*.. PP» 135-137.
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twenty three per cent copper, had been shipped.

It Looked

again as if the district was dying.
Not far away, on the other side of the Final Range,
the Inspiration Mine was undergoing m o d e m , steady, cautious
development for copper under the control of a little known
but brilliant western mining promoter named William Boyce
Thompson.

Thompson was b o m in Virginia City in Alder Gulch,

Montana, on May 13, 1869.

After graduating from Columbia

University School of Mines, he had married a girl from
Helena named Gertrude Hickman, and by 1909 had extensive
interests in the West which included the Mason Valley Mines
near Yerington, Nevada, the copper mine at Bingham Canyon,
Utah, and the Inspiration in the Miami district some twenty
miles northeast of Superior.

He had formed a partnership

with a rugged old frontier miner named George Gunn, who was
nominally the boss, but the real power rested with the
usually inconspicuous Thompson, who liked to work quietly
49
behind the publicity.
Thompson employed a strangely contrasting pair of
prospecting engineers.

48.

Fred Flindt was a b o m optimist;

Ibid., pp. 60-62.

49. Who's Who in America. Vol. X (1918-1919), p.
2704; for a very well written biography, see Hermann H a g e d o m ,
The Magnate: William Bovce Thompson and His Time.
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Jim Cole a pessimist to the marrow.
on a mine, it had to be a bonanza.

When these two agreed
In 1909 the two analyzed

the dump of the dormant Silver Queen Mine, and in this in
stance could not agree.

The conservative but shrewd

Thompson sent in another consulting engineer, Henry Krumb,
50
to speak the final word.
111 was very favorably impressed
with this property," Krumb reported to Thompson on March
51
6, 1910.

He went on to suggest exploratory development.
About June, 1910, at Thompson's direction, the

Magma Copper Company was organized and incorporated under
the laws of Maine, and on August 1, leased the Silver Queen,
52
subsequently purchasing the mine.
The engineer, Krumb, was astonished.

"I wanted you

just to take an option so we could find out what was there,"
he protested.
"You wired me that the geological conditions were
excellent for finding a mine," Thompson answered with a
53
grin. "Go to it now and find it."
As well as the old Silver Queen, the new company
had acquired contiguous claims aggregating 346 acres, along

50.

H a g e d o m , op. cit.. pp. 145-146.

51.

Short, et al., o p . cit.. p. 62.

52.

Ibid.. pp. 62-63.

53.

H a g e d o m , op. cit.. pp. 145-146.
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with 133 acres of land for other than mineral purposes,
such as mill and building sites.

Authorized capitaliza

tion of Magma Copper was $1,500,000, consisting of 300,000
shares at par $5, but the company issued only 240,000 shares
initially.

The main office of the firm was at 14 Wall Street
54
New York City.
In 1911 Thompson brought in Walter Hull Aldridge
as managing director of his mining interests in Nevada, at
Inspiration, and eventually as president of the newly formed
Magma Copper Company.

Aldridge, some two years older than

Thompson, was b o m in Brooklyn on Septeber 8, 1867.

A

graduate in mechanical engineering from Thompson's alma
mater, the Columbia School of Mines, Aldridge had worked
as an assayer, chemist and metallurgist at the Colorado
Smelting Company at Pueblo until 1892.

Later he was manager

of the United Smelting and Refining Company in Montana, and
after 1897 had headed all mining and metallurgical work for
the immense economic empire of the Canadian Pacific Railway.
For the C.P.R. Aldridge had built a pioneering lead and
copper works at Trail, British Columbia, engineered an
electrolytic lead refinery, formed the Consolidated Mining

54.
Magma Copper Company. Report to Stockholders.
May 27th. 1915. pp. 3-4. Although the company was organ
ized in 1910, the first annual report was for the year 1915.
Prior to that, however, it issued this "Report to Stock
holders" which was in the format of an annual report.
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and Smelting Company of Canada, and developed the Bankhead
Mines near Banff, Alberta.

At Thompson’s summons in 1911,

he had resigned from these Canadian Pacific subsidiary dor55
porations to return to the United States.
The first move made by the new Magma Copper Company,
which was to be one of Aldridge's main concerns, was to de
velop a knowledge of the size and wealth of the Queen ore
body, hence the potential wealth of the mine.

Working from

the four hundred foot deep Queen Shaft, Magma Copper Company
engineers began to drive cross-cuts from the three hundred
and four hundred foot levels to reach the ore.

By February,

1911, they had sunk the vertical shaft to 650 feet and driven
east and west cross-cuts from that level.

At that depth the

main vein of copper ore proved eight feet wide and assayed
between $800 and $1,000 worth of copper and silver per ton.
56
The company termed it 'phenomenally rich."
This proved the
Queen sufficiently wealthy to commence mining operations.
Nevertheless, development, rather than actual mining,
continued.

This meant that the only work done in the mine

was the deepening of the shaft and the digging of lateral
tunnels.

The object was to locate and assess the grade and

extent of ore.

P. 279.

Of course any ore that was excavated in the

55.

Who's Who in America> Vol. X (1918-1919), p. 62.

56.

Mining and Scientific Press. February 18, 1911,
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process of driving the shaft and tunnels was shipped to a
smelter, but that was incidental.

Development, then, rapid

ly ateyup capital while producing a small, accidental re
turn.

It required financial courage and a cool, calculated

determination on the part of the management.
Within four months the two-compartment vertical
shaft was 800 feet deep, and another cross-cut to the ore
body was being excavated from the bottom.

To prepare for

actual mining, during the summer of 1911 a horizontal tun
nel was driven in from the hillside to intersect the verti
cal shaft 280 feet below the original collar.

At this point

a sub-station was established and the principal hoist for
ore and waste installed.

This horizontal entrance and un

derground hoist eliminated a needless 280 feet of hoisting
58
operations.
By September, 1911, miners were still developing
ore on the 800-foot level, where the ore-chute proved 120
feet long, principally of chalcocite, or copper carbonate,
at this depth.
twenty-five men.

The mine force at that time comprised
The company also employed five teams,

each of six horses, to haul supplies to Superior from the

p. 800

57.

Short, et al., o p . cit.. pp. 62-64.

58.

Mining and Scientific Press. June 10, 1911,
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railroad at Florence, taking ore from development work on
the return trip.

The ore, secondary in importance to the

supplies carried in, was shipped by rail via Maricopa and
59
Bowie Station to an El Paso smelter.
An assay report on
ore from the 800 foot level smelted by the end of the year
showed fifty per cent copper and sixty ounces of silver per
60
ton.
W. B. Thompson evidently had pocketed one of the
wealthiest copper lodes in the United States 1
At the beginning of 1912 Superintendent James Neary
rode over to Globe where he purchased three additional teams
with which to haul supplies from Florence and ore on the re
turn.

When interviewed there, he revealed that 300 feet of

drifting had been accomplished on the bottom level, proving
the vein fifteen wide in places.

Shipments averaged twenty-

six per cent copper, composed mostly of rich sulphide ores
known as b o m i t e and covellite.

The work force by this time

comprised sixty men, and 100 to 150 tons of ore went to the
61
smelter each month.
The Magma was obviously a remarkable mine.

On the

650-foot level the vein was 150 feet long by five feet wide,
and on the 800-foot level it varied from five to twenty feet

59.

Ibid.. September 30, 1911, p. 658.

60.

Ibid.. January 13, 1912, p. 119.

61.

Ibid., January 27, 1912, p. 235.
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wide, and was at Least 300 feet long, with neither end in
sight.

The Mining and Scientific Press and the Engineering

and Mining Journal both reported on July 6, 1912, that the
ore from development that was being shipped averaged from
twenty to twenty-five per cent copper with considerable
silver and some gold.

Two car-loads had averaged fifty per
62
cent copper, principally chalcocite and bomite.
The
Mining and Scientific Press printed the understatement of
the year when it said ’’results have exceeded expectations
63

...

To handle the increasing operations, Thompson now
64
transferred an operating staff over from the Inspiration,
Yet development continued.
careful subordinates.

Thompson was a careful man with

The officials of the Magma Copper

Company were determined to learn as far as possible the ex
tent of ore in the Queen before they decided what sort of
processing plant to build.

Nevertheless, the mine was

demonstrably wealthy enough to justify seme building, so
while underground exploration continued, the company con
structed in 1912 an office building, living quarters for
the men, a mess hall, and an up-to-date assay office, all

62.

M&SP. p. 25; E&MJ. no. 37-38.

63.

p. 25.

64.

Short, et al. , o p . cit.. p. 63.
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within a quarter of a mile of the mine.

At the entrance

blacksmith and carpenter shops, and a roan in which the
65
miners could change their clothes, were erected.
By
November, 1912, a power plant was completed, and a com
pressed-air powered hoist was installed at the adit where
the horizontal tunnel intersected the Queen Shaft.

Ship-

• ments from development work continued to average about a
hundred tons per month, and by January, 1913, the Eneineer-

66
ing and Mining Journal reported about fifty men employed.
From the 800-foot level. Magma Copper Company now
began another method of development.

The company nego

tiated a contract with Thomas Ryan to drive drill holes,
cut with diamond bits, from the existing shaft and cross
cuts.

By May, 1913, diamond drilling from the 800-foot

level had reached the 1400 foot point, and cores taken fron
that depth proved as rich as sane of the ore previously
67
shipped to El Paso.
With ore apparently continuous fron at least the
650-foot level to 1,400 feet, profitable mining could ob
viously commence at any time, or so it would seem.

But

65. Engineering and Mining Journal. January 25,
1913, p. 251. This particular mine shaft was that of the
old Silver Queen. It was known to Magma employees both as
"Number 1 Shaft" and the "Queen Shaft."
66.

Ibid.

67. Engineering and Mining Journal. May 24, 1913,
p. 1071; Interview with George McDaniels.
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even with the management willing to proceed, mining remained

68
retarded.

The principal problem was power.

Steam power,

generated by expensive oil or wood-burning furnaces, was
too expensive a method to employ in copper mining, though
it had sufficed where more valuable rich silver ores were
mined, as in the Silver King three decades earlier.

There

was, however, an answer.
The electrical revolution was doubly responsible
for the tremendous growth in copper mining which followed
the beginning of the new century.

Next to silver, copper

was one of the best possible conductors of electricity, and
much more abundant.

Silver, furthermore, was too soft, as

well as too scarce and valuable to be used in generators
and transmission lines; consequently, these tasks were left
to copper.

But copper was much more difficult and, since

more abundant, correspondingly less profitable to extract
from its ores than was silver;

The electrical revolution,

which had created the increased demand for copper in the
first place, now supplied the cheap power which solved the
problem.

Electricity was far cheaper to generate than

steam power.

Henceforth, electricity would supply most of

the power used in mine engineering.

68.
Mining and Scientific Press. August 2, 1913,
p. 199; Engineering and Mining Journal. August 2, 1913, p.
235; Short et al.« o p . cit. . p. 64^
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Thus, by the fall of 1913, Magma Copper Company
officials were prepared to commence mining, but lacked the
necessary power.

The power was needed at this time pri

marily to pump water out of the mine, since a small genera
tor sufficed to power the hoist.

The company decided rather

than to build its own generators for this task it would ob
tain power more cheaply from Roosevelt Dam, completed in
1911 on the Salt River, some twenty-five miles north of
Superior.

Use of this power, however, awaited completion

of transmission lines to Superior via Miami.

Meanwhile,

the company ordered Aldrich water pumps powered by 75horsepower electric motors, some 225-horsepower electric
motors to drive the air compressors used to operate the
hoist, and various size transformers for the sub-station
and mine entrance to channel and reduce power for the
69
machinery.
During the fall of 1913 the company also decided
to construct a 150-ton capacity concentration mill to eli
minate the cost of shipping waste along with the raw ore to
the smelter.

This was the first major industrial con

struction for the company at Superior.

At the same time.

Magma Copper let a contract for a power line from the
Inspiration Copper Company to Superior.

69.
p. 199.

The line would

Mining and Scientific Press. August 2, 1913,
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connect with another Line the same interests had already
70
arranged to connect Inspiration with Roosevelt Dam.
This
was evidence of a confidence in the engineers who designed
Roosevelt that not all Arizonans shared.

Since the com

pletion of the dam two years before, the reservoir had
never completely filled, and skeptics claimed there was in
sufficient water in the Salt River ever to fill the lake.
Before the end of the year Magma Copper negotiated
a contract with the General Engineering Company of Salt Lake
City, Utah, for construction of the new mill.

By the second

week of January, 1914, timber for construction had arrived
at Florence by flat car on the Arizona Eastern Railroad.

A

crew of carpenters set up a tent camp near the Florence
Station, and once the timbers were unloaded, they framed
the mine buildings there on the ground.

On completing that

work, the carpenters broke camp and moved up to Superior to
commence construction at the mill site.

The consequent

shortage of lodging in Superior moved a Tucson Citizen re
porter to comment on January 12:
Superior is a pretty live camp just now. It
hasn't the facilities to accommodate the people
and it looks like a residential and business
house era is ahead for the camp. When the car
penters arrived from the railroad station for
the mill last week, they had to throw up tents

70.
Short,et al., o p . cit.. p. 65; Magma Copper
Company. Report to Stockholders. Mav 27th. 1915. p. 5.
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in which to shelter themselves. The demand
for rooms far exceeds the supply every night.71
The boom, furthermore, was just beginning.
To haul the pre-framed timbers, cement and other
material from the railroad at Florence to the mill site.
Magma Copper employed thirty-six wagons with teams varying
from four to twelve horses each.

In addition to these

heavy outfits, dust on the Florence-Superior road was
constantly raised by a large assortment of private buggies,
hacks, wagons, and public stages.

One newspaper estimated

that as many as three hundred head of stock were in harness
on the road.

The reporter commented that going either way

on the road, one was likely to meet more than twenty of
these teams.

"There are 4-horse, 6-horse, 8-horse, 10-

horse and 12-horse teams," he wrote.

"Then there are pri

vate conveyances of 2-horse buggies, hacks and wagons, be72
sides the stages."
By April, 1914, the new mill was in operation, turn73
ing out concentrates for shipment to the smelter.
71. The Citizen noted that the concentration plant
was designed so that additional units could be added if in
creased mine production should warrant them. Construction
progress photographs in the files of the Magma Copper Company
show that the concentrator was built on terraced concrete
foundations on a hillside in the classic tradition of such
mine plants in order to use gravity in processing the ore.
The building was of corrugated metal over a wooden frame. In
1948 this old plant was replaced by a more modern concentra
tor, and only the concrete foundations have survived.
72. Tucson Citizen. January 12, 1914.
73. Magma Copper Company. Report to Stockholders,
Mav 27th. 1915. p. 5.
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Meanwhile the American Smelting and Refining Company had
completed a new smelter at Hayden on the Arizona Eastern,
only forty miles by rail from Florence and several hundred
miles closer than El Paso.

The copper company naturally

began shipping to the nearer smelter.

With mining now pro

ceeding in earnest for the first time, officials contracted
with John Hendricks to move the high grade ore and con
centrates down to the railroad at Florence.
ten dollars per ton.

The rate was

Hendricks used a number of outfits

similar to those used by the old Silver King Mining Com
pany, consisting of a lead wagon with two trailer wagons,
the three-wagon train being pulled by a team of thirty-two
horses or mules.

Each outfit left Superior with about

thirty tons of ore and concentrates, and reached the rail
road the following day.

Occasionally, when rains muddied

the roads, Hendricks* teamsters had to abandon one or both
of the trailing wagons upon reaching the flat desert country
below Hewitt Stage Station, where the roads did not drain
73
as well as in the hills.
To the man now in charge at Superior, this was an
unsatisfactory method of transportation.

Among the

73. Magma Cooper Company. Report to Stockholders.
Mav 27th. 1915. p . 5: "Magma Arizona RR. Co. from 1914 to
Aug. 1944,1* hereafter cited as "Magma Summary," p, 1. This
is a three-page typed summary of the history of the rail
road compiled by officials of the company.
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individuals Thompson had transferred from Inspiration was
his field engineer, William C. Browning, who had become
general manager of Magma Copper.

Like his employer. Brown

ing was a native westerner; he was born in Salt Lake City
on February 17, 1886.

After graduating from the Utah School

of Mines in 1907, he had worked for a Utah mining firm for
a year when Thompson employed him as chief engineer and
later assistant mine superintendent at Inspiration.

After

three years there, he served as Thompson*s roving field
engineer until in 1913 Thompson decided to use him at the
promising Magma Mine, as the Silver Queen had come to be
74
called.
r
Wealthy as the mine was. Browning soon realized
that ten dollars per ton was an intolerable rate for ship
ping ore thirty miles.

Furthermore, once the mineral

reached Florence, there was an additional charge for ship
ment by rail to the Hayden smelter.

Not only was this un

duly costly, but the tonnage from the mine was increasing
75
to the point that wagon haulage was entirely inadequate.
By the spring of 1914, Browning knew that he must seek some
other means of transportation.

He began to do just that.

74. Who*s Who in the South and Southwest. Vol. I
(1947), p. 163.
75.

"Magma Summary," p. 1.

CHAPTER II
PROPOSALS AND PROBLEMS
Edward G. Dentzer, a young man of Pennsylvania Dutch
parentage, had earned his engineering degree the hard way.
There was no college for him; he had done it through cor
respondence schools and long hours of study and apprentice
ship.

But it made little difference how he had done it, for

it was the result that counted.

Dentzer had done some rail

way construction work in Montana, and more recently had com
pleted a term as resident engineer with the Inspiration
Copper Company, laying out railroads in the Miami district.
Now, early in 1914, he, too, was transferred from Inspiration
to work for Magma Copper.

His particular assignment was to

help General Manager Browning decide how to improve trans'

'

_

1

portation of ore and concentrates out of Superior.
. •-

•. -

The solution to the problem was far from simple and
obvious.

It was not even certain where the ore was to be

shipped.

For a time the scales seemed evenly balanced be

tween sending it thirty miles down to the Arizona Eastern
at Florence or fifteen miles over the Pinal Range to connect1

1.
Server.

"Magma Summary," p. 1; Interview with Frank
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with the Gila Valley Globe and Northern Railroad near Miami,
There was yet a third alternative of transporting ore fif
teen miles southeast to Ray, where it could go out over the
rails of the Ray and Gila Valley Railroad, connecting with

2
the Arizona Eastern,
Furthermore, several smelters were involved.

The

smelter at El Paso, despite its distance from Superior,
3
was still under consideration.
At Hayden, forty-three

4
miles by rail east of Florence, the American Smelting and
Refining Company had a plant to which Magma ore was cur
rently being sent.

Even nearer, at Miami, the Inter

national Smelting and Refining Company was constructing a

6
new plant.

Now, if ore was shipped to Miami, it could

either be smelted there or hauled by rail to El Paso.

Ship

ment of concentrates to Ray would pretty much limit proces
sing to the Hayden smelter.

Shipment to Florence again

provided a choice, this one between the Hayden plant and

2.

■’Magma Summary,” p. 1.

3.

Mining and Scientific Press. March 7, 1914,

p. 428.
4. Arizona Eastern Railroad Company. Time Table
No. 93 for the Phoenix Division.

p. 428.

5.

"Magma Summary,” p. 1.

6.

Minin* and Scientific Press. March 7, 1914,
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7
the El Paso smelter.

Consequently, Mr, Browning faced a

quandary;
His problem was further complicated by the multi
tude of possible methods of shipment.
use, were unsatisfactory.

Wagons, already in

Next in mind was the use of

gasoline trucks by way of a new road the company would

8
construct.

Remaining possibilities included a railroad and
9
an aerial tramway.
Having recommended improvement of ore transporta
tion to the Board of Directors, Browning had received in
structions to obtain estimates on the truck road and the
tramway.

This task Browning assigned to Dentzer, who went

to work on cost estimates.

The truck road, principally in

consideration on the route to Ray, Dentzer rather quickly
ruled out.

Trucks available in 1914 were undependable, if

not incapable of handling immense quantities of ore.

The

7. The locations of railroads determined direction
of shipments. From Miami and Globe a branch of the Arizona
Eastern, originally constructed as the Gila Valley, Globe
and Northern, ran southeasterly to connect with the Southern
Pacific's main line to El Paso at Bowie. The Arizona Eastern
line from Phoenix through Florence, Ray Junction and Hayden
came to a dead end at Christmas. This meant that any ore
shipped out on this line for El Paso had to go west to
Phoenix, southwest to Maricopa, and then east over the
Southern Pacific. This added several hundred miles to any
shipments for El Paso.

p. 428

8.

"Magma Summary," p. 1.

9.

Mining and Scientific Press. March 7, 1914,
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cost, which included construction of a new road, further-

10
more, was prohibitive;
By the middle of February, the aerial tramway seemed
the best solution;

This consisted of ore buckets carried

along on cables hung from steel towers, and Browning was
obtaining price quotations from various steel companies.
He was considering construction to Miami, Ray, or a point
ten miles southwest of Superior where the Pinal foothills

11
ended and flat desert lay.

The latter route would

necessitate a seventeen-mile spur up from the Arizona
Eastern, but since the country was nearly level, construc
tion of the rail line across it should pose no special prob
lem.

Hoping to arouse competitive bidding between the three

smelters as well as competitive offers of assistance from
officials of Pinal and Gila Counties, Browning on February
28 released a statement to the press describing the three

12
routes for the tramway.

Actually, if a tramway were to
13
be built, the Miami route seemed best, from the construction1

10.

"Magma Summary," p. 1.

11.

Ibid.

12. Engineering and Mining Journal. March 14, 1914,
p. 589; Mining and Scientific Press. March 7, 1914, pp. 428429. The statements in the two trade journals are nearly
identical, with perhaps a little rewriting by one or both
editors, indicating that this was issued by the company as
an official statement.
13.

"Magma Summary," p. 1.
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aspect alone.

Dentzer's estimates showed that, once built,
14
a tramway could reduce shipping costs ninety per cent.
The estimates for construction were nearly finished by the
beginning of March, but the company would not release the
figures.. The Mining and Scientific Press made its own
estimate of from $200,000 to $400,000, depending on de15
tails of construction and equipment.
At that time Aldridge did not consider the company
justified in spending more than $165,000 to improve trans
portation of ore and concentrates.

When Dentzer’s esti

mates were completed, the aerial tramway was also ruled out.
Aldridge told Browning and Dentzer that construction of a
standard gauge railroad was out of the question, but "if
it is possible to build any kind of a narrow gauge rail
road for the money available, it will be better than either
of the other two propositions, even if we have to pull the
16
ore cars with mules."
Consequently, by the middle of June,
1914, Dentzer was at work on cost estimates for a narrow
17.
gauge railroad.

14. Mining and Scientific Press. March 7, 1914,
p. 429. Freight by wagon to the railroad was ten dollars
per ton; by way of aerial tramway to Miami the estimated
cost was one dollar per ton.
15.

Ibid.

16.

"Magma Summary," p. 1.

17. Telegram, Browning to Aldridge, June 22, 1914,
3:45 p.m., Magma Arizona Railroad Company File 300-C. Here
after files of the railroad will be cited only by file
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Recent shipments of ore by wagon had been to a sid
ing known as Webster, ten miles west of Florence on the
18
Arizona Eastern#
It was from Webster that Dentzer began
his actual surveys toward Superior.

Construction out of

Florence itself entailed some heavy grading work in the
first mile, whereas construction from Webster Siding eli19
minated that cost#
Neither Browning nor Dentzer had decided precisely
what sort of railroad to build#

To save money, it would be

a narrow gauge, but precisely which gauge had not been de
cided.

Browning was under the impression gasoline engines

would be cheaper to operate due to the lower cost of that
fuel#

On June 3, 1914, he initiated studies of equipment

costs to complement Dentzer1s engineering surveys.

He

wrote to the George D. Whitcomb Company of Rochelle, Indiana,
and the Vulcan Iron Works of Wilkes-Barre, Pennsylvania,

number; the bibliography lists all of these files by number,
as well as by title and inclusive dates. Unless otherwise
specified. Browning is located in Superior when writing,
Aldridge at the Magma Copper Company offices at 14 Wall
Street in New York City.
18. One wagon road from Superior went down through
Queen Creek Canyon, then directly across the desert toward
Webster. Approximately five and one half miles short of
Webster it intersected the Florence-Phoenix road which
paralleled the Arizona Eastern. There was also a direct
wagon road connecting Florence with Superior, but it crossed
some more difficult terrain.
19.

Arizona Blade-Tribune. November 28, 1914, p. 1.
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asking information and advice.

He told them that the line

would be approximately thirty miles long, with a gauge of
two or three feet.

He said Magma planned to handle fifty

to seventy-five tons per trip in cars of five to ten tons

20
capacity.
Five days later Browning had a reply from Whitcomb
advising him on the gauge.

"We would very strongly advocate

putting in not less than a 3* gauge if you can make provi-

21
sion for same," wrote the general manager of the firm.
On June 25 Browning received a letter from Vulcan Iron
Works in which that firm's manager assumed Browning had
been in error in the length of the line, since gasoline
locomotives could not ordinarily handle so long a haul.
"A gasoline locomotive will not be practicable for this
length of haul unless provision is made for an extra tank
for carrying the necessary amount of gasoline," Vulcan's
manager told him.

"Have you considered a steam locomotive

22
for this work?" he asked.
Browning had not considered a steam locomotive,
but he would now.
20.
File 301-B.

Yet he was unwilling to dismiss

Browning to Geo. D. Whitcomb Go., June 3, 1914,

21. W; C. Whitcomb, General Manager, Geo. D.
Whitcomb,Manufactures of Mining Machinery, to Browning,
June 8, 1914, File 301-B.
22. S. T. Nicholson, Vulcan Iron Works, to Brown
ing, June 25, 1914, File 1200-B.
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entirely the idea of a gasoline engine, since that fuel was
so much cheaper.

On July 3, one month after his initial in

quiry, he told Vulcan his reasons for preferring gasoline
power; but if a steam locomotive were to be considered, he
wanted an engine which would b u m oil, the next Cheaper
fuel.

"Our proposition is as follows," he told Vulcan:
We have 50 tons of concentrates per day to
haul out, and possibly 10 to 15 tons of sup
plies as back-haul. So far as we have laid
out our proposed locations of track, the
heaviest up-grade we have on the 50 ton haul
is 2% for a distance of 2500 feet. The first
mile from the concentrator has a down grade of
4%. Fully 60% of the total 30 miles has a down
grade of 1%% in favor of the 50 ton haul. From
this data you will see that it will only be
necessary to bring in supplies weighing 10 to
15 tons in addition to the weight of the empty
cars, against the 4% grade.
On account of the small tonnage to be
handled we wish to make this installation in
cluding track as light as possible and the
gauge as narrow as feasible. It is our plan
to handle the concentrates in small pressed
steel cars holding from 5 to 6 tons each. We
will wish to handle this material by making
one round trip per day. We would be very glad
to have you make any suggestions or recommenda
tions for this proposition.

Browning added that Magma was anxious to secure the data
23
quickly for use in making up preliminary estimates!
A week later President Aldridge left New York on
a trip to inspect Thompson's western interests.

He spent

23. Browning to Vulcan Iron Works, July 3, 1914,
File 1200-B.
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four days in Joplin, Missouri, then hurried by rail to El
24
Paso for three more days, and on July 22 was in Superior
where he had a long conference with Browning.

In the mine,

the shaft had reached the thousand-foot level, and within
a week crosscutting on that level would begin.

The mill.

Browning showed him, was operating satisfactorily, and the
25
grade of concentrates was up to expectations.
The railroad problem was also thoroughly discussed.
Aldridge decided to go ahead with construction of a narrow
gauge railroad across the twenty-one miles of flat desert
or "prairie," continuing temporarily to use wagons to haul
ore from the concentrator eleven miles down to the end of
track.

The rough estimate for that amount of construction

was $125,000.

Browning figured shipping one ton of ore to

the smelter would then cost three dollars for the eleven
miles by wagon, one dollar for the twenty-one miles by
narrow gauge, and another dollar for the remainder of the
trip to Hayden.

In comparison, that was nearly fifty per
26
cent cheaper than the existing thirty-mile wagon haul.

24. Telegram, Aldridge to Browning, July 10, 1914,
via Globe, phoned 8:10 aim. July 11, File 300-C.
25. Telegram, Aldridge, at Magma Copper Company
offices in Superior, to Thompson, at 14 Wall Street, New
York City, July 22, 1914, File 300-C. Unless otherwise
specified, Thompson is assumed to be at the New York of
fices or reached through the New York Offices.
26.

Ibid.
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That same day Aldridge wired Thompson of his find
ings:
Looks like might wish to build 36 inch road
four per cent maximum grade first eleven miles,
balance 21 miles on prairie two per cent maxi
mum using steam locomotive in preference gaso
line . . : ;2/
In a letter to Thompson the following day, Aldridge ex
panded his comments in the telegram.

The twenty-one miles

of railroad over the flat desert were necessary because ua
great deal of the present haulage difficulties occur on the
prairie on account of the roads becoming cut up as soon as
many teams travel over them."

While this section of the

railroad was under construction, he explained, Browning
would be getting results from the 1,000-foot level in the
mine which would enable them to decide whether the expendi
ture of an additional $75,000 was justified in completing
28
the narrow gauge to Superior.
Aldridge explained that firms handling both small
steam locomotives and gasoline engines had recommended
using steam.

Steam engines were half as expensive to buy

and only a little more expensive, in cost of fuel, to
29
operate.

27.

Ibid.

28. Aldridge, in Superior, to Thompson, July 23,
1914, File 300-C.
29.

Ibid,
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Looking to traffic on the railroad, Aldridge re
commended obtaining reports on the L.S. & A. Mine from the
American Smelting & Refining Company to see whether Magma
should secure a lease with an option to purchase.

"If they

have a tonnage of carbonate ores, there might be a small
profit in handling them," he told Thompson;

"I do not as

sume that we would care to exercise our option to purchase
but that our main object would be to secure a low royalty
30
on ores shipped."
In New York, having received Aldridge's telegram,
Thompson consulted a prominent Utah railroad promoter, and
wired Aldridge a reply on the morning of July 23:
Night letter received. Have consulted Eccles
regarding-railroad. He thinks 36 inch gauge all
right but suggest our engineers estimate differ
ence in cost between 30 and 36 inch gauge. He
estimates 25% difference. He thinks 40 lb; rails
sufficient for two per cent grade 50 lb. for four
per cent grade. Thinks should give all our fig
ures including curvature, grade, tonnage to be
hauled, etc. to American Locomotive Co. whose
engineers would advise not only regarding proper
locomotive but also economic gauge and weight of
rails to use.31
Four days later Aldridge replied by Western Union from
Superior:
Railroad surveys being hurried. May not be
completed week or two. Difference in cost be
tween 30 inch and 36 inch gauge dependent upon

30.

Ibid.

31.
Telegram, Thompson to Aldridge in Superior,
July 23, 1914, via Globe, phoned 8:20 a.m., File 300-C.
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country, curvature, etc. As most of line will
be flat prairie difference probably less than
ten per cent. Considering light locomotives
and cars, believe thirty pound rail sufficiently
heavy . . . .
Will push Magma thousand foot
level hoping to get information before deciding
transportation questions.32
A day after sending this telegram, Aldridge was
again riding the rails.

On July 29 he spent the day re

laxing at the resort at Lake Arrowhead in Southern California,
where he saw and talked with Epes Randolph, president of the
Arizona Eastern.

Aldridge attempted to persuade Randolph to

have the Arizona Eastern undertake the construction of at
least fifteen miles of railroad, to connect with a Magma
narrow gauge for the remainder of the distance into Superior.
33
This would save Magma Copper Company nearly $100,000.
Randolph, surprisingly, seemed willing to consider
the project;

He also had some business on his mind, namely

a large amount of second-hand rail he wanted to unload.

He

told Aldridge that the Arizona Eastern had a large quantity
of fifty pound rail which he would sell for thirty dollars
per ton delivered at Webster, and suggested these would be
34
better than the thirty pound rail Magma was considering.
Regarding new construction, Randolph stated that if

32.
File 300-C.

Telegram, Aldridge to Thompson, July 27, 1914,

33. Aldridge, at Hotel Van Nuys, Los Angeles,
California, to Browning, July 30, 1914, File 300-B.
34.

Ibid.
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the Arizona Eastern built fifteen miles of spur track, their
freight rate would be based upon the interest on the invest
ment, plus some depreciation.

Aldridge wrote Browning that

this would be the best possible arrangement, "as it would
cut our capital expense in two and might give us cheaper
35
costs than if we used the narrow gauge way through."
Randolph had also promised to have the assistant
surveyor of the Arizona Eastern, L. H. Long, supply Brown36
ing with their own cost estimates on this line.
Long had
detailed figures as a consequence of an Arizona Eastern sur
vey for a standard gauge line from Webster to Superior he
had made a year earlier.

This survey, unknown to the Magma

management at the time, was started October 16, 1912, as a
consequence of the revival of mining in the Superior area.
Long had finished his field work for 29.73339 miles of rail
road on February 24, 1913, though the right of way map had
37
not yet been filed with the government.
Aldridge meanwhile moved on to Yerington, Nevada,
to inspect Thompson's Mason Valley Mines Company.

En

route he pondered his talk with Randolph several days

35.

Ibid.

36.

Ibid.

37. L. H. Long, "Map of Definite Location of
Arizona Eastern Railroad Company, Pinal County, Arizona,
March 6, 1913," in Southern Pacific Railroad Tucson Divi
sion Engineering Vault.
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earlier, as well as the ominous European situation.

On

August 3, 1914, he dictated a letter to Browning which re
vealed second thoughts about what Arizona Eastern had to
offer.
I am afraid that the European war will pre
vent the Southern Pacific Arizona Eastern) con
sidering the construction o£ any branch lines
at this time . . . .
Referring to the question
of our using old Southern Pacific 50 lb. rails,
as compared with new 30 lb. rails, I am in
clined to think the 30 lb. rails will be much
cheaper, and perhaps much more satisfactory
Though Aldridge did not know it, at the time he was writing
Germany was declaring war on France, and Britain would soon
be embroiled.

As war spread over Europe, Wall Street’s
39
initial reaction was terror and bewilderment.
This un
easiness caused by the war was responsible in part for

Randolph’s hesitation, and had even affected Thompson.
Thus as a consequence of the bullets flying in Europe,
Aldridge dropped his own little bombshell in his letter of
August 3 to Browning:

”1 am not sure but that Mr. Thompson

will wish to delay construction of the narrow gauge we are
40
cont emplating.

38. Aldridge, at Thompson, Nevada, to Browning,
August 3, 1914, File 300-B.
39.

Hagedorn, o p . cit.. p. 167.

40. Aldridge, at Thompson, Nevada, to Browning,
August 3, 1914, File 300-B.
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Browning, in Superior, could only continue with
planning and await a final decision from Thompson about
the proposed railroad;

While Aldridge had been in Calif

ornia, Browning had written identical letters to the H. K.
Porter Company of Pittsburg and the American Locomotive
Company in New York, following Thompson's suggestion.

He

gave each company statistics similar to those in his July 3
letter to Vulcan Iron Works•

He said that there would be

about thirty-two miles of track, and the train would have
to handle forty to fifty tons of concentrates per trip down
grade with a possible average back-haul of ten to fifteen
tons of supplies.

He stated the round trip could be no

more than eight hours, including time for switching, which
left six hours for running time.

"We are figuring on 30 lb.

rails and either 30 or 36 inch gauge track, and are inclined
to favor the 30 inch gauge," he wrote;

"Due to the small

tonnage we expect to handle over this road, we desire to
make the installation as light as possible."

He asked

specifically for propositions on small saddle-tank oil41
burning engines.
As he had requested, American Locomotive replied
on August 13 with a specification for a small thirteen-ton

41.
Browning to H.K. Porter Company, 1205 Union
Bank Building, Pittsburg, Pennsylvania, and to the Ameri
can Locotomove Works, 30 Church Street, New York City,
July 30, 1914, File 1200-B.
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engine, but stated that while its tractive power was suf
ficient to handle the Magma freight, its oil and water
capacity would be insufficient for a thirty-two mile trip.
Consequently, American Locomotive had taken the liberty to
include a second detailed specification on a heavier saddle
tank engine of the 0-4-4 Forney type.
their letter stated:

Most significant,

"We would also strongly recommend the

36" gauge locomotive in preference to a 30" locomotive, as
the 36" gauge is more common and it would be easier to
42
get repair parts, etc."
Aldridge had meanwhile returned to the New York
office, where he received a letter from Epes Randolph, who
was likewise back at his home office, in Tucson.

Randolph

enclosed with his letter Long's estimate for construction
of fifteen miles of standard gauge, which totaled $207,304.
Randolph stated the Arizona Eastern would expect to get
back $150,000 plus six per cent on the money invested plus
the actual cost of running trains over the little spur.
"It does not seem to me," he concluded, "that the traffic
in sight would warrant the investment necessary for the
building of this road;

Therefore, if a narrow gauge road

be built at all, it should be built all the way.

Now, as

42. American Locomotive Company to Browning,
August 13, 1914, File 1200-B.
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to whether a narrow gauge would pay or not, is a matter
for your people to figure on the ground."

A narrow gauge,
43

he added, would certainly be much cheaper.
Indeed, it proved much cheaper.

On August 20, 1914,

Edward Dentzer completed a detailed, mile-by-mile cost esti
mate for nineteen miles of narrow gauge railroad from
Webster across the flat desert to the old stage station
at Hewitt's Ranch on the Florence-Superior road.

Except

for the last several miles, the track was straight as a
new ruler;

Basing his estimate on three-foot-gauge track

with an eight foot road bed, thirty pound rails, and ties
six inches by six inches by five feet, he presented an
average cost of about $4,600 per mile and more than fiftyseven per cent cheaper than construction of a four mile
44
shorter Arizona Eastern standard gauge spur.
The same day Dentzer submitted his estimate,
Aldridge in New York was writing to Browning and enclosing
the Randolph letter;

"You will note," he said, "there is

not much chance of their being willing to extend their
broad gauge from Webster across the prairie to Hewitts."

43. Estimate of Cost, Construction 15 Miles Track,
(Superior Survey) From Queen Creek-Over Flat-To Canon;
Randolph, Tucson, to Aldridge, August 11, 1914, File 300-C.
44. Dentzer to Browning, August 20, 1914, File
300-C. Unless otherwise specified, Dentzer when writing
is either in Superior or somewhere between Superior and
Webster with a survey crew.
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What was more important, even the idea of building a narrow
gauge was still in abeyance due to the war.

"There is a

bare possibility," Aldridge advised Browning, "that if the
showing on the 1,000 foot level is favorable that we will
want construction on the narrow gauge from Webster to Hew
itts rushed, providing your estimates indicate that the
road can be built, with equipment, for less than $125,000."
The estimates, of course, had already proved that it could.
So that there would be no mistakes, Aldridge added precise
instructions to his general manager:

"I would like to have

you proceed just as if we intended to build the line, order
the material and give a contract for the construction of
the line, but not to actually purchase any material or make
any contracts until we perform more work on the 1,000 foot
level."

He further told Browning to make occasional esti

mates of tonnages of ore being shipped by Wagon to the
smelter, as an indication of the quantity the railroad would
45
have to carry!
Five days later Browning had the results from the
1,000-foot level which all were awaiting.

The copper was

there, sure enough, and as rich as in higher levels in the
mine!

The ore contained better than thirteen ounces of

45.
300-B.

Aldridge to Browning, August 20, 1914, File
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silver per ton and assayed fourteen per cent copper.

Brown

ing telegraphed the news to New York that day, and on the
last day of August, Aldridge replied by letter with an in
dication of Thompson's reaction.

"Mr. Thompson feels that

we may be justified in proceeding, within a very short time,
to construct the narrow gauge road, either the Prairie Sec
tion or possibly the entire line."

He instructed Browning

to seek bids from outside contractors and to continue to
hurry development on the 1,000-foot level.

He particularly

wanted Browning to be ready to obtain quickest possible de
liveries on all material required for construction!

A firm

known as MacArthur Brothers Company, he said, was willing
to make a very favorable offer!

Aldridge was so enthused
46

over the news his letter was nearly incoherent in places.
Out under the scorching desert sun in Arizona,
Dentzer had continued running his surveys from Hewitt's
Station on up Queen Creek Canyon to the concentrator above
Superior!

This was the difficult portion of the line, for

it wound around hillsides and ravines, following as closely
as possible the course of the often dry stream up into the
Pinal foothills.

Here the average cost per mile jumped to
47
nearly $7,700 as compared with $4,600 on the flat desert.
46!

Aldridge to Browning, August 31, 1914, File

47.

Dentzer to Browning, September 7, 1914, File

300-B!
300-C.
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For the total surveyed distance of 30.1961 miles,
including labor, materials, engineering, supervision, equip
ment, legal expenses, and rights-of-way, Dentzer figured
the total cost would be $197,281.

Compared with the

Arizona Eastern figures, it was more than $9,000 cheaper
to build and equip thirty miles of light narrow gauge than
to build, without equipping, fifteen miles of standard
48
gauged
All aspects considered, Dentzer*s estimate was
detailed and thorough.

Time would tell whether it was

accurate.
While Dentzer worked on these estimates, Browning
had been investigating the equipment and material angles,
and had a number of suggestions he offered Aldridge in a
letter dated September 17.

Having compared quotations

from the Illinois Steel Company, the Pennsylvania Steel
Company, the United States Steel Products Company, and the
Colorado Fuel and Iron Company, he had found Illinois Steel
by far the lowest, and asked authority to place an order
for rail within thirty days, before their offer expired.
In the matter of rolling stock, he had corresponded with
the Kilboume and Jacobs Manufacturing Company of Columbus,
the Orenstein-Arthur Koppel Company of Pennsylvania, the
Southern Iron and Equipment Company of Atlanta, the Pressed

48.

Ibid.
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Steel Car Company of Pittsburg, and the Mount Vernon Car
Manufacturing Company of Illinois.

For regular ore ship

ments, he considered four-wheeled rocker type dump cars,
such as proposed by Kilboume and Jacobs, to be ideal.
Browning suggested ordering ten of these initially, as well
49
as three or four drop-side gondolas.
Browning had also spent some time choosing a loco
motive.

After some correspondence with Vulcan Iron Works,

he decided an engine somewhat heavier than they had first
proposed would be necessary, and settled on a 2-4-2 saddletank locomotive.

He thought one locomotive sufficient at

first, instead of the two previously figured on.

This

would enable Magma to thoroughly test the one engine before
ordering a second1

Besides, there were apt to be very few

repairs necessary during the first six months— or so Brown50
ing assumed.
If the railroad was to be a common carrier. Brown
ing suggested operating freight trains only every other day,
permitting ample tonnage for current mine production as
well as time between trains for repairing rolling stock
and the engine, or hauling ballast to improve the roadbed,
which would be necessary for the first few months after

49.
300-C.
50.

Browning to Aldridge, September 17, 1914, File
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construction.

Mail, passengers, and express he proposed to

handle in a light gasoline railcar similar to cars he had
51
seen on narrow gauge lines in Nevada.
He had not yet con52
tacted any firms about the purchase of such a car, however.
At the time he reported these conclusions to
Aldridge, the matter uppermost in his mind was acquisition
53
of right-of-way.
As surveyed by Dentzer, about ten miles
of the line near Superior were in the Crook National Forest—
a "forest" only if saguaro cacti were considered trees. Most
54
of the remainder was public land.
To acquire a right-ofway across these lands the company had to file applications
with the federal government and the local land office.

The

one exception was a small homestead near the mouth of the
55
canyon, owned by Elisha P. Sowards.
By the beginning of
August, however, news of the proposed narrow gauge railroad

51:

Ibid.

52: See File 301-B. Browning had corresponded
regarding gasoline engines, but not gasoline speeders or
railbuses. His first letter regarding a speeder was to
Fairbanks, Morse & Company, Los Angeles, dated November 30,
1914.
53.

Browning to Aldridge, September 17, 1914, File

300-C.
54. Browning to Vice-President Charles P; Ayer,
August 4, 1914, File 1901. Unless otherwise specified, Ayer
when writing is located at the offices at 14 Wall Street,
New York City.
55.
1901.

Aldridge to Browning, November 28, 1914, File
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had become scattered around the Superior district as if by
a whirlwind, and a good many people were talking about going
down into the canyon and claiming ground for which they could
later "hold up" the railroad;

On August 4 Browning had
56
written the company's attorney, Edward Rice, of Globe, sug
gesting that he file on the land.

The same day Browning

asked Vice-President Charles F. Ayer for permission to act.
Ayer, in New York City, consulted Aldridge and decided to go
ahead and apply with the Secretary of Agriculture for rightof-way for the line through the canyon.

Legal authority for

such application was found in Section 9 of the Articles of
Incorporation of Magma Copper, which provided authority to
"acquire, construct, own, maintain and operate railroads
and tramways and other means of transportation and tele58
graph and telephone lines . . . ;"
The trouble was that Ayer had not looked into the
legal situation deeply enough.

This fact he himself

56. Browning to Ayer, August 4, 1914, File 1901.
Rice was a partner in the Globe firm of Rice and Mathews,
which handled legal affairs in Arizona for Inspiration as
well as Magma.
57. Ibid. One possible tactic was to file for
mineral rights covering the proposed railroad right-of-way
in the name of Magna Copper Company. This would, of
course, be a subterfuge, but was at least as legal as
citizens filing for land solely for the purpose of charg
ing the railroad a high price for it.
58.

Ayer to Browning, August 12, 1914, File 1901.
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realized the next day, at which time he immediately revoked
permission for Browning to file.

The reason was that mining

companies could legally construct only industrial lines,
and the proposed narrow gauge was intended to be a common
carrier for public benefit as well as the mining company's.
One particular advantage of operating as a common carrier
was that isuch lines were granted legal advantages which
were denied to industrial railroads.

Ayer decided to in

vestigate first whether other property holdings or rightsof-way would interfere with the proposed narrow gauge, and
if so, to seek necessary releases.

"I assume," he told

Rice, "that the building of such a railroad would be of
such material benefit to the town of Superior that its
principal citizens would undertake to get all necessary re59
leases in order to have the work start."
Browning al
ready knew otherwise, knew that some local citizens were
60
placing self-interest ahead of community interest.
Ayer was still uncertain whether to file for rightof-way in the name of the copper company, with a later
transfer of title, or to wait.

Finally, on August 17,

after discussing the situation with Aldridge and other

59. Ayer to Rice, copy to Browning, August 14,
1914, File 1901.
60.

Browning to Ayer, August 4, 1914, File 1901.
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officials, he notified Browning of their decision.

"We

have decided that it will be advisable to form a Railway
61
Company • • . . " h e wrote.
Nevertheless, by the middle
of September nothing had been done about the right-of-way,
62
and Browning was becoming more jittery by the minute.
As Browning was learning, the headaches encountered
merely in planning a railroad seemed endless.

While he was

struggling with problems involving estimates, prices, and
other matters, yet another minor annoyance was in the shap
ing.

On September 4 the Board of Directors of the Arizona

Eastern Railroad formally adopted L. H. Long's survey into
Superior, and at 11:32 a.m. on the 8th the map was offici63
ally filed in Phoenix.
Within a week a friend of Brown
ing's had learned of it, and Browning had one more headache
on his growing list.

"In a number of places their location

conflicts with ours," he told Aldridge September 20.
wondering what this move on their part signifies;"

"I am
He had

asked some contractors to bid on Magma construction who had
refused, claiming the Magma line was too small a job to
interest them.

"I am wondering if the recent action of the

S.P. in filing their application for right-of-way and the
61.

Aldridge to Browning, August 17, 1914, File

1901.
62; Browning to Aldridge, September 17, 1914,
File 300-C.
63.
L. H; Long, "Map of Definite Location of
Arizona Eastern Railroad, Final County, Arizona, March 6,
1913."
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action of these contractors have not some significance.
However, I presume you can secure any information you de64
sire on these points from Col. Randolph.11
Aldridge did just that.

Immediately upon receiving

Browning's letter, he wired the Arizona Eastern:

"Am in

formed your company has filed on right-of-way WebsterSuperior.

Is this true and does it indicate you wish re

consider immediate construction Webster-Superior branch."
The same day he received a reply from Assistant Surveyor
Long:

"Your wire, no change in situation.

simply to get title to right-of-way.

Map was filed

If you wish to use

any part of right-of-way for narrow gauge road we have no
65
objection."
Actually, the Arizona Eastern action in filing in
Phoenix was probably no more than the momentum of a wellgreased little bureaucracy.

The survey, after all, had

been initiated in 1912 long before Magma considered building
its own line.

It was logical to carry the affair to the

64. Browning to Aldridge, September 20, 1914, File
300-C. This letter provides an example of the confused
terminology applied to the railroad from Phoenix to Flor
ence. The Arizona Eastern Railroad, which owned the line,
itself referred to it still as the Phoenix and Eastern, as
evidenced by the map on their Time Table 93 published the
following March. In his letter, Browning referred to the
line both as the Arizona Eastern and as the Southern Pacific.
65. Aldridge to L.H. Long, Chief Engineer, Arizona
Eastern Railroad, Tucson, September 23, 1914, File 1901.
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natural conclusion of filing at the land office.

Aldridge

was reassured about the intentions of the Arizona Eastern
quickly enough, but in the interim he and Browning had un
doubtedly collected a few more gray hairs.

And they had

not yet even begun construction!
Less easily solved was the question of how to or
ganize the railroad.

One factor was that the articles of

the copper company which authorized construction of a rail
road specifically stated that railroad could be built only

66
in some state other than Maine.

But there was a passage

in the Arizona State Constitution which closed this loop
hole:

". . . n o foreign corporation shall be permitted to

transact business within this State unless said foreign
corporation is by the laws of the country. State or Terri
tory under which it is formed permitted to transact a like
business in such country, State or Territory.”

If the Magma

Copper Company could not operate a railroad in Maine, as was
the case, it could not do so in Arizona either.

Rice had

discovered that fact and notified Ayer of it as early as
August 20th.

At the same time he pointed out other com

plications in the state constitution, and emphasized that
the proposed railroad company would come under the juris67
diction of the Arizona Corporation Commission.
66.

Ayer to Browning, August 12, 1914, File 1901.

67.

Rice to Ayer, August 20, 1914, File 1901.
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There was never any doubt about the proposed rail
road being a tool of the Magma Copper Company, but in addi
tion to problems in Arizona laws there was an unfortunate
Interstate Commerce Commission interpretation of a Supreme
Court decision which made it impossible for Magma Copper to

68
build the railroad itself.

Instead, it had to proceed

with the farce of setting up a separate corporate entity.

68. Ayer to Browning, March 11, 1915, File 903.
The case discussed involved a coal company and a coal
carrying railroad, and the litigation was all concerned
with the minute point that the coal company did not charge
its subsidiary railroad for the office space it used in
coal company property. The Supreme Court decision was in
reference to the "Commodities Clause" in "The Act to Regu
late Commerce." The Court said: "By operation and effect
of the commodities clause there is a duty cast upon a rail
road company proposing to carry in interstate commerce the
product of a producing, etc. corporation in which it has a
stock interest, not to abuse such power so as virtually to
do by indirection that which the commodities clause pro
hibits— a duty which plainly would be violated by the un
necessary commingling of the affairs of the producing com
pany with its own, so as to cause them to be one and in
separable." The I.C.C. interpreted this to mean it made
no difference whether the railroad company owned the stock
of the producing company, as in the case in point, or whether
the producing company owned the stock of the railroad, which
would occur in Magma's case since it was the fact of identity
and commingling either way which caused prohibitive interest.

CHAPTER III
RAILS AMID THE CACTUS
In the New York offices of Magma Copper Company,
located symbolically at 14 Wall Street, President Aldridge
had assigned Vice-President Ayer responsibility for organ
ization of the railroad as a separate firm.

On September

29, Aldridge was able to inform Browning in some detail of
their plans, and at the same time voiced his increasing
apprehension about acquisition of necessary land:
The capitalization of the railroad will be
$200,000, and I am in hopes that we will be
able to keep the costs within this figure.
Mr. Ayer is proceeding with the formation of a
railroad company and I hope that we will not be
delayed on account of right of way. In order to
be consistent and comply with the Arizona law,
we should have formed the railroad company first
and then had the engineers of the railroad com
pany make the necessary maps and reports which
would be used in obtaining a right of way.l
Actual incorporation of the proposed railroad, however,
would have to precede acquisition of right of way, and it
would have to be accomplished in Arizona.

Consequently,

Ayer placed authority for organization of the company with
the attorney who had heretofore handled Magma business in1

1.
300-C.

Aldridge to Browning, September 29, 1914, File
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Arizona, Edward Rice.

A partner in the Globe law firm of

Rice and Mathews, Rice had been imported from San Francisco
some years earlier to handle matters for Thompson1s Inspira
tion Copper Company, and had naturally added Magma Copper,

2
and now the railroad, to his sphere of business.
With Ayer's detailed instructions in his pocket. Rice
rode over the difficult trail through Queen Canyon to
Superior on Friday, October 9, 1914, and after a night's
sleep, called an organizational meeting on Saturday morning.
Those present included Browning, Dentzer, Emil H. Lundquist,
W. C. Holborn, I. A. Ettlinger, and J. A. Garrett, all of
whom were officials of Magma Copper.

The attorney presented

articles and by-laws which Ayer had already drawn up in New
York.

The "subscribers to stock" of what was now officially

and unimaginatively named the Magma Arizona Railroad Company
gave Ayer's documents rubber-stamp approval, and similarly
adopted and ratified Dentzer's final surveys.

According to

plan, those present elected themselves members of the rail
road's board of directors, and the meeting of "subscribers"
3
then adjourned;
After lunch, at 1 p.m. that day, the same indivi
duals held a meeting as the new board of directors.

In this2
3

2.

Interviews with Frank Sarver and T. G; Chilton.

3.

Rice to Ayer, October 14, 1914, File 903.
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capacity, they again ratified the surveys, and appointed
Dentzer chief engineer.

Browning was then elected presi

dent and general manager of the railroad, Holbom, secretary,
and Lundquist, treasurer.

The board officially established

a New York office, though unlike the copper company, the
railroad was to be incorporated in Arizona.

Rice knew that

Ayer intended to move the board of directors to New York,
and suggested that the directors take no action in posting
a bond in Arizona for the company's secretary and treasurer.
He had intended also to bring up the matter of the railroad's
4
banking, but that entirely slipped his mind.
The Articles of Corporation which Ayer had drawn
up and which, according to his script, his Arizona subordin
ates had approved, set the capital stock of the railroad at
2,000 shares, par, value $100, for the total capitaliza
tion of $200,000.

Ayer intended that the Magma Copper

Company would eventually buy up all the shares, which, in-

6
deed, it did.

The purpose of the railroad company, as

stated in the Articles. was
to own, construct, operate, and maintain a line
of railroad, telegraph and telephone in Pinal4
6
*
4.

Ibid.

- 5. Articles of Incorporation of Magma Arizona Rail
road Company, pp. 3-4.
6.
Legally the members of the board of directors of
the railroad must have stock in their name. For all practi
cal purposes, the railroad is 100% owned by the Magma Copper
Company.
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County, State of Arizona, and to construct,
acquire, operate and maintain such buildings,
structures, machinery, and apparatus as may be
deemed necessary and convenient in the opera
tion and maintenance of said railroad, tele
graph and telephone line; to cause such examina
tion and surveys to be made as may be necessary
for selecting the most suitable route for said
railroad, telegraph, and telephone line, and
for that purpose, by its officers and agents,
to enter upon the lands and waters of the State;
and to do all other acts and things which may be
necessary or convenient in connection with the
purposes aforesaid.7
After this October 10 meeting adjourned. Rice forwarded a
copy of these Articles of Incorporation to the Arizona
Corporation Commission in Phoenix, with a letter asking
them to furnish certified copies of the approved document
for the company to file with the country recorder and to

8
accompany the right-of-way application.
To acquire right-of-way, an application had to be
filed with the government in Washington, or so the lawyer
9
assumed.
Rice prepared the requisite certificate of7
9
8

•

7. Articles of Incorporation of Magma Arizona Rail
road Company, pp. 3-4.
8.

Rice to Ayer, October 14, 1914, File 903.

9. In fact, the application had to be filed with
the U.S. Land Office in Phoenix, from where it would go
through channels. Browning to Register, U.S. Land Office,
Phoenix, November 14, 1914, File 1901. Rice actually
handled filing for right-of-way in 1914 and 1915. Before
he had taken over Magma*s Arizona legal work it had been
handled by the John HI Page Company of Phoenix, successors
to M.E. Leverich and Company, Public Land Specialists. In
1917, when planning began for a new line through Queen
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organization and a statement of officers to be signed by
President Browning under the company seal.

The seal, a

circular device which bore the railroad's name around the
perimeter and "Organized 1914" in the center, had not ar- .
rived, however, though Rice had ordered it even before the
organizational meetings.

He decided consequently to hold

the maps and certificates until the seal could be. affixed.
Meanwhile, he asked Dentzer to change the date on the maps
to post-date incorporation.

Legally, as Aldridge had pointed

out, the surveys and maps should have been made after incor
poration of the railroad, but from a practical standpoint
that was ridiculous.

Magma could not have known whether* it

would even build a railroad until the surveys and allied
cost estimates were in.

Now, to comply with the letter of

the law, the dates on the surveys had to be altered--an
illegal though harmless fiction caused*by excessively speci
fic laws.

Finally, before quitting work that day, Rice

wrote to the Secretary of State of Arizona for copies of

10
pertinent laws to accompany the right-of-way application.
Back in Globe on Sunday, the attorney discovered
that further instructions from Ayer had arrived while he1
0
Canyon, Page & Company was again retained to handle rightof-way business because they were in a better position to
do it than Rice. K. K. Koontz of Page & Company to Brown
ing, May 24, 1917; Browning to Ayer, May 31, 1917, File 1901.
10.

Rice to Ayer, October 14, 1914, File 903.
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was gone.

He phoned Browning in Superior and instructed

the general manager to insert in the minutes of the meet
ings various items mentioned by Ayer that he had not al
ready covered.
informed later.

The directors, if interested, could be
They were, after all, merely figure-

11
heads•
On Monday, October 12, Rice went up to Safford to
talk with the local National Forest supervisor in order to
smooth the way for approval in Washington of the right-ofway through Crook National Forest.

While there, he used

Forest Service files to secure data on owners of land in
that area to expedite acquisition from owners.

He was dis

mayed to discover two reservoir applications on file for
an area known as the Queen Box, a natural dam site near
Hewitt Station on the stage road.

One of these applications

was dated 1910 and filed by two Coloradans; the other, a
year later, was in behalf of the Queen Reservoir Company.
Rice suddenly recalled that two years earlier, while rid
ing through the canyon with Browning and another man, he
had observed evidence of reservoir locations.

He further

recalled that while researching titles in Florence one day,
he had seen copies of applications for reservoir sites which
interfered with the proposed line of the railroad.

On

71
October 14, Rice wrote in detail to Ayer of what he had

12
done and what he had found.
Exactly one week later, October 19, the articles
of incorporation were filed with the Pinal County Recorder
in Florence.

The following Saturday the town's newspaper

told its readers about the proposed railroad and noted that
stock in the amount of $1,000 per mile had already been
13
subscribed, as prescribed by law.
With Rice on the job,
Magma was now legally in step.
While Rice and Ayer became increasingly entangled
in a jungle of legalities, Browning had obtained satis
factory bids on construction from two firms, Grant
14
Brothers and MacArthur Brothers.
MacArthur Brothers
Company, which had been doing work for Thompson's Inspira
tion Copper in the Miami district for two years, appeared
15
extremely eager to obtain the Magma contract.
VicePresident Hitchcock of that firm had already talked with
Aldridge in New York about the proposed railroad.

He had

emphasized that the company had a complete construction

12.

Ibid.

13.

Arizona Blade-Tribune. October 24, 1914, p. 1.

14.

Browning to Aldridge, November 16, 1914, File

300-C.
15. Browning to Aldridge, at Mason Valley Mines,
Nevada, August 2, 1914, File 300-C.
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organization with a full complement of equipment on hand a
short distance from Superior, and was anxious to keep it
16
together and employed.
The bids were necessarily complicated because a
permit to cross the National Forest and the reservoir sites
had not yet been issued, hence the contract could only cover
17
the first seventeen of the thirty miles.
Furthermore,
the conditional clause covering the remaining thirteen
miles had to provide for a more expensive alternate route
in case permission to cross the reservoir areas was not
18
granted and the company was forced to build around them.
Grant Brothers' bid was higher on the desert section, but
lower on the complete line— provided they could build across
19
the reservoir sites.
Nevertheless, Browning decided to
award MacArthur Brothers Company the contract, and on Nov
ember 15, 1914, he wired Aldridge that he had informed their

20
representative they could have the work.

In a supplement

ary letter to Aldridge written the next day, he explained
that the attitude of MacArthur Brothers indicated that they

16.

Aldridge to Browning, August 31, 1914, File

17.

The permit would not be issued until January,

18.

Ayer to Browning, January 15, 1915, File 300-B.

19.

Browning to Aldridge, November 16, 1915, File

20.

Aldridge to Browning, November 17, 1914, File

300-B.
1915.

300-B.
300-B.
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were "much more anxious for the work" than Grant Brothers.
"From what I know of them," Browning wrote, "I believe that
we are not apt to have many disputes on actual construction."
With this in mind, he had decided that HacArthur Brothers

21
would be the wiser choice.
HacArthur Brothers* representative, G. S. Robinson,
made arrangements to start shipping their equipment from
Miami, and told Browning they would be in a position to

22
commence preliminary work in about ten days.

The con

tract, which was to be signed by Hitchcock in New York and
dated November 16, 1914, specified only the first seventeen
miles, with an additional thirteen miles of construction in
the event the railroad decided to construct the remainder,
as provided in Section 20.

Construction was to begin by

December 1, with the first seventeen miles scheduled to be
23
completed by March 1, 1915, and the rest by April 15.
Aldridge was unhappy with the amount of time allowed, and
urged Browning to push the contractor constantly in order
24
to speed construction.
21.

Browning to Aldridge, November 16, 1914, File

22.

Ibid.

300-B.
23.
File 300-B.
24.
300-B.

"Construction Contract," November 16, 1914,
Aldridge to Browning, November 17, 1914, File
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Simultaneously with closing the construction con
tract, Browning and Aldridge had ordered necessary equipment
for the railroad.

Browning had changed his mind about order

ing a 2-4-2 from Vulcan, and had decided an 0-4-2 would do
as well and be several hundred dollars cheaper.

Further

more, American Locomotive was now the prime bidder for fur
nishing the engine.

Their representatives in New York had

been extremely aggressive and had made themselves quite
helpful to Aldridge, while Ottis Parsons of that firm had
carried on an extensive, rapid-fire correspondence with
Browning.

The result was that American Locomotive gradually

displaced other firms in the minds of the two principle
25
Magma officials as the best company to deal with.
It was President Aldridge who made the final de
cision about the first Magma locomotive.

The builder's

representatives to whom he had been talking strongly urged
acquisition of a 2-4-2 engine, as the two-wheel "pilot"
truck would tend to assist the engine in negotiating curves
and probably prevent some derailments.

Aldridge chose to

check this advice with a disinterested party, in this

25. Ottis Parsons, American Locomotive Company,
30 Church Street, New York, to Browning, September 22,
1914; Parsons to Browning, September 30, 1914; Browning to
American Locomotive, copy to Aldridge, September 30, 1914;
Browning to Aldridge, September 30, 1914; Parsons to
Browning, copy to Aldridge, October 6, 1914; Aldridge to
Browning, October 16, 1914; File 1200-B.
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instance Julius Kruttschnitt, Chairman of the Board of
Southern Pacific.

Kruttschnitt confirmed American Loco

motive's advice, and on November 17, Aldridge overruled
Browning and ordered a 2-4-2 saddle-tank engine costing
$3,800 f.o.b. the factory.

The same day he ordered from

Kilboume and Jacobs ten "V" shaped rocker dump cars of
100 cubic foot capacity for $225 each f.o.b. Columbus, and
from the same firm four gondola cars costing $340 each.

In

Superior, Browning soon after placed an order with Illinois
Steel for the necessary quantity of "open-hearth" process
rail.

Thus, with the rolling stock on order, all that was

needed was a railroad on which to run it, and that was MacArthur Brothers1 department.
The construction firm acted as quickly as promised.
On November 27, 1914, a crew of MacArthur's men began clear
ing the ocotillo, catclaw, saguaro, and other desert plants
27
from the right-of-way.
By nightfall on December 1 the
workmen had erected at Webster Siding on the Arizona Eastern
a construction camp complete with commissary and supply
yards, had received nearly all their tools, and had com
pleted clearing the desert growth from seven miles of the
28
proposed main line.
Robinson, who had changed caps from
26. Aldridge to Browning, November 17, 1916, two
letters, File 1200-B.
27. Dentzer to Browning, December 10, 1914, File
300.
28. Browning to Aldridge, December 2, 1914, File
300-B.
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sales representative to construction superintendent, inform29
ed Browning that grading would begin the next morning.
Actually, his crews did not commence grading until December
4, working then principally on the wye and siding grades
30
for the narrow gauge railroad yard at the junction.
Browning's order for new rail weighing thirty pounds to the
yard was rapidly being filled, and Robinson expected to
start laying this steel within the coming week and to com
plete the line to Milepost Seventeen within six to seven
31
weeks.
On December 2, six flat cars loaded with ties
and culvert lumber came in on the Arizona Eastern and were
32
switched onto Webster siding.
Two days later, the first
33
two carloads of rail arrived1
By 1914, railroad construction procedures had not
progressed far from those used by Charlie Crocker's Chinese
gandy dancers or Jack Casement's Irish section hands on the
first great transcontinental rail line built during the
1860's.

First the right-of-way had to be cleared of desert

growth.

Then, men with shovels and horse-drawn wagons and
29.
30.

Ibid.
Dentzer to Browning, December 10, 1914, File

31.

Browning to Aldridge, December 2, 1914, File

300.
300-B.
32. Ibid. The Arizona Eastern siding at Webster
was conveniently located on the north side of the main line.
33.

Ibid.
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scrapers would move in to level a grade to meet the marks
on Hr. Dentzer's survey stakes.

Using other wagons, mean

while, construction crews would distribute lumber where
needed for wooden trestles and culverts.

Finally, crews

would unload and lay ties and rails just ahead of the end
of track, while behind the railhead, construction trains
shuttled back and forth with more ties and rail upon which
they would soon be running.

Stanford and Huntington and

Hopkins and Crocker of the old Central Pacific, and Gren
ville Dodge and Jack Casement of the Union Pacific, and
William Jackson Palmer of the Denver and Rio Grande, and
all the other iron horse pioneers of an earlier generation,
would have found familiar scenes in that particular portion
of Pinal County, Arizona, in the waning months of 1914.
Construction did not move quite as fast as Robinson
had promised, much to Browning's dismay.
progress was apparent.

Nevertheless,

On December 5, 1914, the Florence

newspaper reported that the contractor already had "quite
a little tent city at Webster Siding under the banner of
MacArthur Brothers Railroad Contractors and a great deal of
material and machinery has been unloaded there preparatory
34
to the beginning of real work on this road."
Among the
"machinery" were several little 0-4-0 type saddle-tank

34.

Arizona Blade-Tribune. December 5, 1914, p. 1.
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narrow gauge industrial locomotives for use in construction
35
work.
The railroad's own engine, of course, had not yet
arrived.

Ties, rail, and bridge and culvert lumber was
36
received and stacked every second day at Webster. Further
more, on December 9, Browning wrote to Aldridge from Superior
that all steel necessary for the first seventeen miles had
been shipped from the manufacturer, with six cars of it al
ready on hand at Webster, the balance expected faster than
37
the contractor could use it.
But Robinson had not, in
fact, begun laying rail as soon as he had planned, mainly
because none of the frogs and switches needed for the
38
Webster wye were among the material which had arrived.
35. Nowhere in the Magma Arizona records is the
number of "dinkey" engines used on the line clearly indi
cated. There were at least two and perhaps as many as five.
One of these was an 18-ton engine built by the H.K. Porter
Company, and all may have been the same. One was left be
hind by the contractor after the job was done, and purchased
by the railroad for a nominal sum merely because MacArthur
Brothers did not want to bother with it and it was cheap.
By 1919 it had never been used by the railroad company, and
there is no reason to believe it was used after that date.
Dentzer to Browning, January 14, 1922, File 503; Report to
Arizona State Tax Commission, May 9, 1919, File 2. The
dinkey was deleted from the Magma roster sometime between
January, 1922, and March, 1923. There is no indication in
the records what happened to it, but it was probably scrapped. Report to Arizona Tax Commission, March 12, 1923,
File 2.
36. Dentzer to Browning, December 10, 1914, File
300.
37. Browning to Aldridge, December 9, 1914, File
300- B.
38. Dentzer to Browning, December 10, 1914, File
300.
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These still had not arrived by December 17, but by that
date he had moved ahead to lay a half mile of track on the
main line grade, by-passing temporarily the wye and yard
39
trackage.
By December 17, Robinson's men had completed grad
ing four miles of main line out of Webster.
rain began to falli

On that day,

It blotted out the Pinal Range in the

distance, and pelted savagely at the newly prepared grade.
The red, desert soil softened, then turned sticky, and soon
the water brought all work to a halt.

Had the men been told

at that moment they were working in an Arizona desert, they
would have laughed in derision.

The country seemed just

then more like a Florida swamp.

On the 20th, the driving

rain and the rushing streams it created washed out some
fifty feet of newly finished grade.

Mr. Dentzer reported

to Mr. Browning on that date that they had received a total
of twenty cars of rails and fittings, and thirty cars of
ties and trestle lumber, not that it did much good at that
40
moment.
On the 22nd, Browning wrote Dentzer asking that he
make progress reports every ten days, and instructing him
to complete surveys on the high line avoiding the reservoir
site.

Aldridge, he said, had asked this.

"I presume,"

39.

Dentzer to Browning, December 20, 1914, File

40.

Ibid.

300.
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Browning wrote, "that he is having some trouble in securing
right-of-way due to the reservoir filings # • . .11 Brown
ing assumed that Aldridge wanted the company to be prepared
to build the "high line" avoiding the reservoir sites if
necessary.

And he added, "Please keep this information to
41

yourself."
Rain continued to fall intermittently on the slop
ing desert plain, retarding grading and track laying until
42
the end of the year;
Due to the stormy weather, during
the middle of December Robinson had asked for more time—
a total of ninety days for the first seventeen miles, an
other ninety for the remaining thirteen, although he said
43
he expected to complete the work in a shorter period.
Browning and Aldridge were feeling more frustrated every
day.

By December 31, Dentzer was able to report only one

and a half miles of track laid out of Webster, and due to
continued lack of switch material, noi track had yet been
laid in the Webster yard.

Meanwhile, despite the rain,

MacArthurs1 had pushed grading to Mile Six, and had repaired
44
the washed-out section.*
41.

Browning to Dentzer, December 22, 1914, File

42.

Browning to Aldridge, January 4, 1915, File

43.

Dentzer to Browning, December 21, 1914, File

44.

Dentzer to Browning, December 31, 1914, File

300.
300.
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The president and the general manager had other
troublesome problems they were trying to solve at this same
time*

The most urgent involved the one important piece of

private land across which right-of-way had to be secured.
This was the homestead of Elisha P. Sowards located in Queen
Greek Canyon in the National Forest above Hewitts.

Early in

November, Browning and Rice talked briefly with Sowards,
45
and it appeared then there would be no trouble.
Two weeks
later, Browning went down to undertake serious negotiations,
and this time he and Sowards could not agree on the price.
Browning had offered $200 for a twenty-five foot right-ofway across the property, but Sowards wanted $500.
was too much.

That

After all, the right-of-way in question con

sisted only of 3000 feet, and amounted to land totaling a
mere two acres.

The tax valuation for the entire 90 acres

of property was $1,500, or about $16.70 per acre.

Under

standably, Browning felt that $200 was liberal for land
normally valued at $33.40.

It was true that the proposed

railroad crossed one fenced plot, but due to the lack of
water Sowards had never been able to grow anything there.
"I consider this a hold-up,u Browning wrote Aldridge on
November 23, "and have requested Mr. Rice to inform him
that we will commence condemnation proceedings immediately

45.
1901

Browning to Aldridge, November 23, 1914, File

82
unless some satisfactory arrangement can be made for less
than the price he asks.'*

Browning hoped the letter from
46
Rice would suffice to bring Sewards to reason.
Following the general manager's instructions. Rice
advised Sowards by letter dated November 20, that the offer
was quite liberal, and that legally the railroad could con
demn the right-of-way;

Rice emphasized that the condemna

tion proceedings would be unnecessarily expensive to both
the company and Sowards, but that no jury was likely to
47
award Sowards more than Browning had already offered.
The Magma officials were quite upset over this
business, because of the time involved.

Condemnation pro

ceedings would take a minimum of two months.

Aldridge

consequently suggested that some pressure might be brought
to bear on Sowards through some of the banks.

If not that,

Mr. Rice should point out to Sowards that his taxes could
be raised on the basis of the price he was demanding from
Magma— in other words from a basis of $1,500 to a basis of
48
$31,500.
There was little Magma could do; they needed that
right-of-way.

On November 30, 1914, Aldridge authorized

461

Browning to Aldridge, November 23, 1914, File

47;

Rice to Sowards, November 20, 1914, File 1901.

48.

Aldridge to Browning, November 28, 1914, File

1901.

1901.
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Browning to pay the $500 Sowards demanded, if necessary.
Time was the main factor; every day the railroad was de
layed, so much more money was lost to the teamsters for
hauling ore.

"I want you to close the matter even if you

are compelled to go as high as $500," Aldridge wrote in
exasperation.

"In other words, it is cheaper for us to

pay an unreasonable figure of this kind rather than to have
the matter go to court and be delayed.

I am satisfied,

however," he added, "when it comes to a showdown you will
49
be able to do better than $5001"
Aldridge appeared to be wrong in that prediction.
Browning talked to Sowards again, he reported, with no
success.
He is one of the hardest customers with whom
I have ever had anything to do. I have used all
outside influence on him that I know of but so
far have been unable to change his price. He is
absolutely unreasonable and we cannot reason
with him on any lines. He has made up his mind
he is going to hold us up for this figure.50
Utterly frustrated, Browning tried two more gambits.

He

had Rice prepare a condemnation suit which was filed in the
51
Pinal County Court on December 5, 1914.
He also attempted
49.

Aldridge to Browning, November 30, 1914, File

50.

Browning to Aldridge, December 9, 1914, File

1901.
1901.
51. "Magma Arizona Railroad Company, a corpora
tion, Plaintiff, vs. Elisha P. Sowards and Jane Doe
Sowards, Defendants; Summons; In the Superior Court of the
County of Pinal, State of Arizona, No. 2491." File 1901.
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arbitration.

Magma and Sowards were each to appoint one

arbitrator, with the two arbitrators to agree on a third.
Browning then tried to get Sowards to stipulate that the
arbitrators could not go below the Magma offer nor above
his original demand, but the crusty old farmer would not
even agree to that.

To protect his company, Browning then

got together with the Magma-appointed arbitrator, a man
named Kellner, and drew up a list of possible third parties
who would prove reasonable insofar as the railroad was con
cerned.

But he advised Aldridge on December 9 that if

Soward1s arbitrator would not agree to any of the third
parties acceptable to Kellner, then Magma would capitulate
in order to save time and have the matter settled, even if
52
they had to pay the exorbitant $500.
When Aldridge digested this information, he was
sick and tired of the whole mess and ready to give in then
and there.

On the 15th he wired Browning, "Yours ninth,
53
make settlement five hundred dollars."
But Browning was
not quite ready to give up, and his persistence paid off
in a little saving.

On December 31, Sowards agreed to a

price of $450 for a fifty foot right-of-way, which was

52.

Browning to Aldridge, December 9, 1914, File

1901.
53. Telegram, Aldridge to Browning, December 15
1915, File 1901,
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more satisfactory than the twenty-five foot right-of-way
54
previously under consideration•
The price was still high,
for Magma was paying this amount for land Sewards valued
for tax purposes at about sixty seven dollars.

Neverthe

less, the settlement was a relief to the Magma management.
The few other parcels of private land between Hewitt and
Superior were crossed with amicable agreements and none of
55
the trouble Sowards had caused.
Meanwhile near Hewitts, Superintendent Robinson
established a second construction camp seventeen and a half
miles from Webster in order to work both ways on the grad56
ing.
This was somewhat reassuring to the Magma management.
By New Years' Day, 1915, crews from the new camp had begun
work on the grading from the Mile Seventeen down to Mile
57
Twelve.
Steel, of course, would be laid only north from
Webster, and while crews from Camp Two were working on the
upper end of the line, from the main camp MacArthur Brothers'
"dinkey" construction engines hauled four-wheeled cars loaded
with ties and rail down to the end of track, and went back
58
for more.
54. Browning to Aldridge, January 4, 1915; Rice to
Browning, January 2, 1915; Right of Way Grant, Elisha P.
Sewards and his wife, Mae Sowards; File 1901.
55. General correspondence, File 1901;
56. "Minutes of the Magma Arizona Railroad Company
1914-1915," p. 65. (Board of Directors' meeting).
57. Dentzer to Browning, December 31, 1914, File 300.
58. Arizona Blade-Tribune. February 13, 1915, p. 1.

At Aldridge's suggestion, some of Dentzer*s men had
begun making surveys of the "high" line into Superior during
the middle of December.

By the first week in January, there

were three engineering parties assigned to the railroad.
These were all employed by Magma, rather than by MacArthur1s
One looked after the actual construction, while the other
two parties worked on final locations between Mile Seventeen
59
and the town.
Aldridge had suggested using extra heavy
and durable survey stakes on the reservoir by-pass, in case
the railroad might have to use that route at some later
60
date.
Meanwhile, back in Washington on November 30, the
railroad's eastern attorneys had filed with the Forest Ser
vice an application for a permit to cross Crook National
61
Forest and the Queen Box reservoir sites.
On January 4,
1915, a special meeting of the directors of the railroad
at the 14 Wall Street offices produced an agreement with
the government containing ten specifications of policy the

59.

Browning to Aldridge, January 4, 1915, File

300.
60. Aldridge to Browning, January 9, 1915, File
300. The first communication regarding these surveys was
a telegram from Aldridge to Browning, dated December 21,
1914, which said: "Advisable you start surveys high line
immediately so we have information ready if required."
File 1901.
61. "Minutes of the Magma Arizona Railroad Company
1914-1915," pp. 68-87.

62
company adopted in relation to the "forest" area.

This

was filed on January 5, and.a permit was issued the fol
lowing day for the.Magma Arizona Railroad to cross approxi63
mately 13.1 miles of the national forest.
Aldridge
telegraphed Browning about the permit, and on January 9, 1915,
Browning officially notified Robinson that he was to build
64
the whole line into Superior.
Two days later, the railroad

62. Two agreements were actually involved. Per
mission to cross the reservoir site had to be granted by
the U.S. Reclamation Service which was in the Department
of the Interior. Permission to cross the national forest
had to be obtained from the Department of Agriculture, but
specification ten of the Forest Service permit duplicated
the Reclamation Service permit in also specifying permission
to cross the reservoir sites. Potentially the most trouble
some of the specifications was that the railroad was to pay
for any damage caused by fire or otherwise to the U.S. by
reason of its use of this right of way. The agreement fur
ther stipulated "whenever any fire shall originate on or
within 200 feet of such right of way, it shall be conclusive
ly presumed to have resulted from said use and occupation,
unless the Applicant shall show affirmatively either that
the fire was set by others than itself, its employees, or
contractors, or the employees of such contractors, or that
every locomotive,engine, and boiler used oil exclusively
for fuel were equipped with suitable spark arresters or
other standard equipment to prevent the escape of sparks
or fire from smokestacks, ash pans, fire boxes, and any
other part." Fortunately the railroad did plan to use oil
burning locomotives exclusively, and perhaps even more for
tunately, the growth on the hills in the national forest
was not very susceptible to brush fires. "Minutes of the
Magma Arizona Railroad Company, 1914-1915," pp. 84-87.
63.

Ibid.

64. Aldridge to Browning, January 9, 1915; Brown
ing to Dentzer, at Hewitt, January 9, 1915; File 300-B.
Browning to MacArthur Brothers Company at Webster, January
9, 1915. The actual telegram authorizing construction was
dated January 8. Telegram, Aldridge to Browning, January
8, 1915, File 1901.
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and the contractor signed a supplemental agreement speci
fying that MacArthur Brothers Company and its employees
would comply with all Forest Service regulations, and help
65
to prevent'fires.
The new year had brought some fairly dry weather,
but construction crews still labored in January over the

66
soggy ground of the first seventeen miles.

"DesertH or

"prairie" it might be called, but after the December rains
that portion of the country was a morass of mud.

Mac-

Arthurs1 light construction trains were puffing regularly
up and down the line, and under even their light weight
67
the ties had sunk unevenly into the softened grade.
Nevertheless, using horse-drawn wagons, similarly struggling
through the mud, work crews had succeeded in distributing
all the timber needed for trestles on the first seventeen

68
miles.
Although the railroad had granted the contractor
more time due to the weather conditions, Robinson was rush
ing the work in an attempt to meet the conditions of the

65.
File 300-B.

"Memorandum of Agreement," January 11, 1915,

66.

Browning to Aldridge, January 4, 1915, File

67.

Arizona Blade-Tribune. February 5, 1915, p. 1.

68.

Dentzer to Browning, December 31, 1914, File

300.

300.
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original schedule.

By January 10, Dentzer was able to re

port completion of the clearing of plants on the whole seven
teen miles, with grading from Webster completed to Mile Ten
and seventy-five per cent completed from Mile Seventeen
down to Mile Twelve, the latter by the crews of Camp Two.
By that time track totaled 5.3 miles out of Webster, and
though no yard rails were in place at the junction with
the Arizona Eastern, grading for the wye was finished.

In

addition, Robinson*s men had laid sills for the ore bin
planned for the transfer of concentrates from narrow to
standard guage cars.

At the same time, a temporary ore

bin at Mile Seventeen for transfer of concentrates from
69
wagons to the narrow gauge was nearly finished.
Obviously, progress was being made in the dry
weather.

Supplies continued to arrive.

Up to January 10,

sixty-nine cars of construction material had cone in on
the Arizona Eastern and had been unloaded by hand at
70
Webster.
Within the next ten days, all culverts were
completed on the first division of the railroad, though
several trestles were unfinished.

Grading crews were

finished with sixteen and a half miles of right-of-way.

69.

Dentzer to Browning, January 10, 1915, File

70.

Ibid,

300.
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and since switch material had finally arrived at Webster,
four switches and track on the wye had been laid.

On the

main line, the ever-moving railhead had been pushed to the
eight and a half mile point, and the ore bin and its trestle
approach at Webster were eighty per cent complete.

Mac-

Arthurs1 clearing gang had moved on to begin work on Mile
Eighteen.

To speed up construction, Robinson put a night

force on at Webster to load material on construction trains
in order to complete the line to Mile Seventeen by February
1 as promised;

This would enable Magna Copper to ship ore

by rail from the ore bins at Hewitt to the Arizona Eastern
at Webster, eliminating at least seventeen miles of expen71
sive wagon haul.
And, by January 20, another six cars
of construction material had arrived on the standard
72
gauge.
On the 28th, just as it appeared MacArthur Brothers
would meet the original schedule, the cloudy sky again be
gan to dump its moisture on Pinal County.
laying stopped, this time at Mile Fifteen.

Again, track
High water in

normally dry washes eroded approaches to several small
trestles, which MacArthurs repaired within a day or two.*

300.

71.

Arizona Blade-Tribune. February 13, 1915, p. 1.

72.

Dentzer to Browning, January 20, 1915, File
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More serious, at Mile Twelve, a fickle creek changed its
channel and cut around the end of a 120-foot trestle built
to evade it.

An emergency repair crew built a temporary
73
timber cribbing, later to be filled with rock.
The one
bright moment in the gloom of that cloud-darkened week was
the arrival, on January 29, of Magma Arizona Engine One,
looking trim and clean and shiny in its new builder's paint.
The little locomotive came in on a flat car on the Arizona
74
Eastern and was soon gingerly and carefully unloaded.
While this was going on, a well driller had moved in with
his rig, and planned to begin on February 1 drilling for
water to supply the railroad water tank.

Meanwhile, de

spite the^rain, grading continued on Miles Eighteen and
Nineteen.

The new rain had done its damage, however, and

MacArthur Brothers Company missed its original schedule by
a few days.
It was, nevertheless, a close shave.

By February

6, 1915, less than a week late, the contractor completed
seventeen and a half miles of unballasted track from Webster
to the temporary ore-transfer bins two miles south of

73.

Dentzer to Browning, January 31, 1915, File

74.

Browning to Aldridge, January 31, 1915, File

75.

Dentzer to Browning, January 31, 1915, File
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Hewitt1s Station.

There, track layers caught up with the

graders, and the railhead was left at that point for some
76
time.
MacArthurs, at that time, had 125 men working in
the construction crews, not including the crew at the base
camp which unloaded material from the Arizona Eastern and
stacked it for loading on the narrow gauge.

The camp near

Hewitt now became the main construction camp, and while
most of the men commenced grading up Queen Greek Canyon
toward Superior, others worked on ballasting the existing
77
track and upgrading it to good operating condition.
This largely involved dumping dirt ballast between the ties
to hold them firmly in place, and raising the track where
it had sunk into the rain-softened ground.

Time, alone,

would do the final work, the hardening of the ground as
more and more trains pounded up and down the rails, working
78
the ballast between the ties to form a solid roadbed.

76. Arizona Blade-Tribune. February 13, 1915, p. 1;
Dentzer to Browning, March 11, 1915, File 300.
77.

Arizona Blade-Tribune. February 13, 1915, p. 1.

78. A railroad grade is generally in better con
dition when several years old than when brand new. The
soft sides of embankments and cuts solidify and become less
susceptible to erosion, and vegetation springs up and helps
hold the soil in place. This is known as appreciation of
roadbed, and it continues for some time before the roadbed
reaches a peak and begins to depreciate. D. Philip Locklin,
Railroad Regulations Since 1920. pp. 157-158.
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Browning, meanwhile, had been grappling with addi
tional organizational problems.

In the middle of January

he had gone to Phoenix to talk with the three members of the
Arizona Corporation Commission.

His purpose was to give the

Commission a preliminary idea of what the copper company
intended to do with the narrow gauge and acquaint them with
the situation under which it would operate.
The three commissioners agreed they would not re
quire the new railroad to equip its locomotives with electric
headlights, a small but important saving, and they confirmed
Browning*s thinking that because it was less than forty
miles in length, the Magma Arizona would be exempt from the
state full crew law.

Magma locomotives, in other words,
80

could be operated by only one man; no firemen need apply.
The commissioners then asked Browning what freight
and passenger tariffs he intended to charge!

The general

manager answered that the New York office had not approved
the proposed rates, so he was not in a position to give
them the last word.

Nevertheless, he would state that the

Magma Arizona Railroad intended to ask for a ten cent per
81
mile passenger rate.

79.

Browning to Aldridge, January 16, 1915, File 2.

80.

Ibid.

81.

Ibid.
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The commissioners thought that was a great joke.
Ten cents per mile?

The highest rate authorized in the

state, they informed Browning, was six and a half cents.
Browning knew better, however, and informed the state rail
road commissioners that the Ray and Gila Valley Railroad
was then charging fifty cents for a six and a half mile
ride, a rate of approximately 7.7 cents per mile.

The

commissioners, somewhat taken aback, replied that they had
82
never approved such a rate, hence it was illegal.
Browning pointed out that owing to the small com
munity the railroad would serve, it would probably carry
only two or three passengers per trip, as against the two
or three dozen carried on other Arizona lines.

The com

missioners promised to take this into consideration, but
would not commit themselves to a policy.

One of them did

suggest that instead of applying for the high passenger
tariff, the Magma Arizona could make up the difference on
certain classes of freight, such as canned goods.

Exhibit

ing a surprisingly helpful attitude, he explained that by
doing this there would be far less chance of some citizen
filing a protest, for the public was more apt to overlook
83
a high freight rate than a high passenger rate.
82.
Ibid. The Ray and Gila Valley Railroad was a
typical mine railroad constructed to connect a mining opera
tion with a trunk line railroad. It was quite similar to
the Magma Arizona in corporate structure, location, and
purpose.
83. Ibid,
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Up to this time Browning had been proceeding with
the assumption that the Magma Arizona Railroad could oper
ate as an intrastate carrier.

This was for the purpose of

escaping the interference of the Interstate Commerce Com
mission, with the costly reports it required and its in
terminable rules.

It involved accepting shipments only to

and from Webster, and reconsigning all shipments at that
point.

While talking with the commissioners, Browning

casually mentioned this aspect of his plans, and they agreed
it was impossible for the railroad to operate as an intra
state company; it would have to be interstate.
84
was stunned.

Browning

As soon as he returned to Superior, Browning wrote
Rice for legal advice on this point.
detail to Aldridge.

He also reported in

To the latter he suggested working up

the passenger tariffs as quickly as possible and filing
then with the commission.

He hoped to arrange to submit

these to the commission during the next trip Aldridge made
to the West so the president could attend.

"I sincerely

trust that this can be worked out this w a y ,n he said, "as
I feel that you can do us more good with the Commission
85
than anyone we could secure in Arizona."

File 2.

84.

Ibid.

85.

Ibid.: Browning to Rice, January 15, 1915,
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Another problem he discussed was the State Tax
Commission, which had levied a tax on the Ray and Gila
Valley Railroad that was greater than its cost per mile of
construction.

The R. & G.V.R.R. was another line construct

ed as a subsidiary of a mining firm, and as such its freight
rates were unimportant to the mine, for the profits and
losses were merely juggled on the books between the allied
companies.

This had led them into a pitfall, for the high

freight rates which were really meaningless to the railroad
and the mine were responsible for the unduly heavy taxation.
"I presume we would also keep this in mind in fixing our
own rates," the general manager told his superior.

It

might be wise, Browning mused, to ignore the advice of that

86
railroad commissioner in charging a high freight tariff.
On January 30, after studying Browning's letter,
Aldridge dictated five paragraphs to Epes Randolph, ex
plaining his hopes of avoiding the jurisdiction of the I.C.C.
87
and asking advice.
Randolph replied on February 4th,
agreeing entirely with the state commission.
. . . I doubt exceedingly if you can keep out
of the clutches of the Interstate Commerce
Commission! I think under the "tap line" deci
sion the Interstate Commerce Commission can take

.

86.

Browning to Aldridge, January 16, 1915, File

2

87. Aldridge to Epes Randolph, Tucson, January 30,
1915, File 2.
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jurisdiction of you whenever it likes. Besides
this, should you try to operate as a State road
only, it would mean rebilling everything ingoing
or outcoming at Webster, the junction. You could
not participate in any through rate, either
freight or passenger. Therefore, I think you had
better file your tarriffs with the Interstate Com
merce Commission at once and get in line. The
Interstate Commerce Commission is a nuisance, the
State Commission is a worse nuisance, but just now
we find two nuisances better than one, for these
two bodies are clashing and the big fellow is pro
tecting us, to some extent, against the little
fellow.88
On February 18, Rice wrote to Browning at the Adams
89
Hotel in Phoenix, disclosing the same conclusions.
The
following day he mailed a detailed legal analysis along with
legal precedents to the mine office in Superior.

Among the

decisions he cited was a Kentucky litigation in which the
court has repeatedly held that whether given
commerce is of an interstate character or not
is to be determined by what is actually done,
and if the transportation is really and in fact
between States the mere arrangement of billing
or plurality of carriers do not enter into the
conclusion.90
About the same time, Browning received a letter
from E. J. Fenchurch, an Arizona Eastern official in Tucson
whom Randolph had asked to study the matter.

Fenchurch

88.

Randolph to Aldridge, February 4, 1915, File 2.

89.

Rice to Browning, February 18, 1915, File 2.

90. The case involved was "South Covington & C.S.
R. Co. v. Covington," decided January 5, 1915, which Rice
found in U.S. Advance Opinions for 1914. The question
being decided was whether a railway crossing the interstate
bridge from Covington, Kentucky, to Cincinnati, Ohio, was
in interstate commerce and consequently not subject to
state regulation. Rice to Browning, February 19, 1915,
File 2.
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cited a Louisiana case in which the court said:
When freight actually starts in the course of
transportation from one state to another it be
comes a part of interstate commerce. The essen
tial nature of the movement and not the form of
the bill of lading determines the character of
the commerce involved. And generally when this
interstate character has been acquired it con
tinues at least until the load reaches the point
where the parties originally intended that the
movement should finally end.91
"In view of this," Fenchurch asked Browning rhetorically,
"do you think your Washington lawyers could maintain that
a shipment from Chicago consigned to your copper co. at
Webster, Ariz. would reach its final destination when it
arrived at Webster, or would they not have to admit that
92
the final destination was actually Superior?"
The Magma
management was obviously going to have to realign some of
its plans.
Down in Queen Canyon, continuing rainy weather
hampered construction, though Robinson kept pushing the
work.

On March 11, Browning reported the contractor had

250 men and 125 mules at work on the line.

The crews had

completed clearing the right-of-way for twenty-seven of the
thirty miles, and had finished culverts and trestles on
91. Fenchurch, in Tucson, to Browning, February
17, 1915, File 2.
92. Ibid. Fenchurch and Randolph could not be en
tirely objective in offering this advice. If it were legally
possible for Magma to operate intrastate by reconsigning all
shipments at Webster, the Arizona Eastern would not desire
them to do so, because the extra paperwork involved would
undoubtedly cost the Arizona Eastern sane extra money.

99
twenty-one miles.

Men were hard at work blasting and digging

at the troublesome rock cuts necessary on Mile Nineteen, and
grading crews had completed work on Mile Twenty-five and
moved ahead to begin on Mile Twenty-six;

Mile Thirty again

involved heavy rock work, and Robinson established a special
93
construction camp as a base from which to deal with it.
Back down on the completed track, little trains were busy
ballasting the line, and Robinson planned to lay no more
94
rail until that was finished.
At the same time, heavy wagon loads of ore churned
the mud on the toad from Superior to the ore bins at the end
of track, filling them in preparation for the time when the
first division of the railroad could handle ore.

The ex

pert crack of long whips over the heads of the teams, the
swearing of teamsters on the wagons, echoed off the rugged
Pinal foothills and mingled with the sharp little sounds
of picks and shovels hitting stone and the dull, distant
blasts of dynamite.

Finally, with ballasting well under way,

construction trains which had carried supplies up from
Webster began to handle ore on the return trip, loading at
the bins near Hewitt and dumping it in turn into the bins
at Webster, for transfer to Arizona Eastern cars routed
95
down to Hayden.
93.
Co., 14 Wall
94.
95.

Browning to H.E. Dodge, Treasurer, M.A.R.R.
Street, New York City, March 11, 1915, File 300.
Dentzer to Browning, March 11, 1915, File 300.
Arizona Blade-Tribune. April 24, 1915, p. 1.
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Though not yet completed, the new railroad was
stimulating optimism and enthusaism in the area.

The

Arizona Blade-Tribune of April 10 fairly burst with pride:
Mining in the Superior district is coming to
the front with a rush the last few weeks. It
is surprising what a railroad will do to a min
ing community. Little does the outside world
think or conceive the amount of mineral lands
there are here. Everywhere one goes you can
see ore staring you in the face, just waiting
to be taken out, and it is through the enter
prise and faith in the country that those who
are at the head of Magma Copper Company have
undertaken to build a railroad into this vast
body of mineral wealth.
The reporter went on to list a number of small, independent
claims newly being worked due to the coming of the railroad,
and concluded:
Every day one hears about and sees speci
mens of copper, gold and silver brought in from
the hills surrounding Superior which will indi
cate even to the layman that the country is one
vast mineral body. One has only to come and see
it to believe it.96
Following his reporter's injunction, the editor of
the paper went up to Superior by road on April 20 to see
for himself, and reported the narrow gauge had reached with
in two miles of the Magma concentration plant.

The desert

section had been ballasted and MacArthur Brothers was haul
ing ore for Magma Copper from the bins below Hewitts.

An

additional eleven miles of track in the canyon carried only

96,

Arizona Blade-Tribune. April 10, 1915, p. 1

construction trains.

To the editor's discomfort, the heavy

ore wagons using the road from Superior to the bins had
nearly ruined the old stage road.

As for Superior, the

town was not really booming, but there were some new build
ings going up here and there.

The editor concluded that

"the Magma property is one of the richest in the state,"
and before long the town, too, would enjoy the fruits of
97
the mine’s prosperity.
On April 29, 1915, two weeks later than originally
called for, MacArthur Brothers completed track to the Magma
concentrator near Superior.

Browning and other local Magma
98
officials were on hand for an unpretentious ceremony.
Browning was conservative by nature, as was the whole
company; he was not a Leland Stanford to pound a gold spike
with a silver sledge.

A reporter from the newspaper was

present to record the little scene and its significance.
There were no frock coats, silk hats, brass
band, bunting decorations and speeches when the
last tie and the last spike were put in at the
end of the Magma Railroad track. It was cele
brated in a quiet way, and with a feeling that at
last a great thing had been accomplished for the
good of Superior and also for the mining interests
in the entire district. Look what it will mean-not only will the mines already developed and which
are able to produce ore get the advantage of this
railroad, but it will help the smaller man to de
velop his property and ship his ore by railroad to
the smelter instead of packing it on burros, and

97^

Arizona Blade-Tribune. April 24, 1915, p. 1.

98.

Interview with Charles G. Moody.
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so give him a means of livelihood* Little
did one thin% eight years ago that there
would be a railroad to Superior. It is un
doubtedly due to the enterprise and faith in
the county that the Magma Copper Company
undertook this proposition and it is to them
that the people can thank for bringing before
the outside world that there is such a place
as Superior and will be known to be one of the
richest copper mines in the southwest. She is
just in her infancy— what will she be in a few
years to come if she continues growing as she is
doing to day? There is not a shadow of a doubt
that this section of the country is coming, and
will continue to come to the front.99
The track was completed, but Mac Arthurs1 job was not yet
finished.

There was another month of ballasting ahead

before MacArthurs could sign the line over to the operating

100
company and pick up the last construction paycheck.
In accordance with the terms of the contract, MacArthur Brothers had been paid ninety per cent of the amount
due each month.

Payments were made at the end of each

month between the New York offices of the two firms.
Finally, on May 20, 1915, Browning was able to report to
Aldridge the total cost of the narrow gauge, minus a few
minor jobs which still had to be finished up.

His figures

showed how the money had been spent:
Bridges, Culverts and Trestles
Freight Cars
Engineering

99.
100.

$11,483.74
6,491.20
9,977.85

Arizona Blade-Tribune. May 1, 1915, p. 1.
Browning to Aldridge, May 20, 1915, File 300-C
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Fuel Station at Webster
Grading
Rails
Other Track Material
Rights of Way
Steam Locomotive
Ore Bins and Trestles at Webster
Ties
Track Laying and Surfacing
Well and Pumping Equipment
Work Equipment
Organization Expense
Legal Expense
General Expenditures
MacArthur Brothers Company
March and April Estimates
Superior Station
Miscellaneous Lumber

315.54
13,780.56
54,038.74
7,179.69
501.45
4.395.00
1,482.72
28,736.59
6,654.18
1,384.56
502.34
526.50
647.98
2,340.60
38,434.76
1,000.00
1 .200.00

$191,074.03

Total

Browning figured that a total cost of $195,000 would cover
unfinished additional items.

His original estimate of

$211,500 included a second locomotive, a gasoline passenger
car, and a telegraph line which were not figured in the
above, and adding $12,500 for those items, he had a total
figure of $207,400, which was still $4100 cheaper than his

101
estimate of November 1, 1914.

All in all, Browning was

quite happy.
The most interesting fact about the cost of
construction was that MacArthurs probably lost money on the
deal.

If so, they said nothing about it.

The contract had

been let shortly after the beginning of the World War, and
due to uneasiness caused by the war there was little

101.

Ibid,

104
construction going on in the nation and correspondingly
much unemployment.

The consequences were low wages and low

prices on material.

Costs had rapidly risen in following

months as American businessmen saw profit, not loss, in the
European turmoil.

Browning figured that MacArthur Brothers

Company stood to lose about fifteen per cent on the actual
cost to then of the construction of the Magma Arizona

102
Railroad.

102.
Browning to A.G. McGregor of Redpath & McGregor,
Engineers, Globe, May 12, 1915, File 300-C.

CHAPTER IV
TIMETABLES, TRAINS, AND TROUBLES
Shortly after the beginning of the New Year, while
MacArthur Brothers' track gangs were still pounding little
four inch spikes into the ties, Browning and Aldridge began
a discussion by mail of methods of operation on the new rail
road.

The year seemed to have an inauspicious beginning, for

on January 15 Aldridge received a letter from Kilboume
and Jacobs explaining that they would be late in deliver
ing the cars they were building.

One of their suppliers had

furnished unacceptable, sub-standard wheels.

The car

building firm had rejected the wheels and ordered another
shipment, which would cause a month's delay in filling the

1
Magma order.
Aldridge flew into a rage.

After he and Browning

had struggled with and solved problems of survey, rights-ofway, and construction, were they to be foiled by the failure
of a manufacturer to deliver?

There was little he could do

but dictate an angry letter to the car builder:
Our road will be ready for operation February
1st, but on account of the carelessness and1

1.
A. M. Bates, Manager, New York Office, Kil
b o u m e 6c Jacobs Mfg. Co;, to Aldridge, January 14, 1915,
File 301.
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negligence of your company the road will be
compelled to remain idle for one whole month,
during which time concentrates will be accu
mulating at the end of the road waiting ship
ment to market. This not only ties up our
finances but causes us serious loss besides
Of course the railroad from Webster to Hewitt, which is
what he was referring to in that letter, was not quite ready
by February 1st, but Aldridge was right that the ore cars
were sorely needed for MacArthur Brothers to carry con
centrates from the temporary bins.

Kilboume and Jacobs

subsequently promised to ship the cars in question around
3
the end of February.
Meanwhile, Aldridge suggested that
Browning arrange with MacArthur Brothers to fix up a few
of their construction cars for handling railroad freight
4
and concentrates.
The delayed shipment, however, was a
minor annoyance compared to the next trouble that arose.
By far the most serious problem involving equip
ment was a consequence of the railroad having to operate
under the authority of the Interstate Commerce Commission.
To Aldridge's great dismay, he now learned for the first2
4
3

2. Aldridge to Kilboume & Jacobs, January 15,
1915, File 301.
3. A. M. Bates, Manager, New York Office, Kilboume
& Jacobs Mfg. Co., to Aldridge, January 14, 1915, File 301.
4.
301

Aldridge to Browning, January 15, 1915, File
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time of that organization’s genius for interference.

The

title novelist Frank Norris had once applied to a railroad—
The Octopus--now seemed more apropos for the agency intended
to restrain the more ruthless railroads•

According to laws

now explained to Aldridge and Browning for the first time,
the drawbars on the engine and cars Magma had just purchased
were all six inches too low.

What was worse, they learned

in March, while these cars were all equipped with handbrakes,
the law required that their trains be furnished with auto5
matic air brakes.
The exasperated Magma officials could
only place an order for sets of airbrake equipment and
materials to change the drawbar height in order to comply
with the law as quickly as possible.

It would not be

quickly enough.
The I.C.C. requirement overrode the adverse effect
of late shipment of the Kilboume and Jacobs cars, for even
when these cars arrived, they could not legally be used.
Nevertheless, when the first division of the railroad went
into business under MacArthur Brothers operation, the new
Magma ore cars as well as the construction firm's cars were
used.

The MacArthur locomotives were all in rather bad

condition, so near the end of April Browning authorized
Dentzer to lease to the construction firm Magma Engine 1,5
5.
Browning to N.E. Bailey, Superintendent, United
Verde & Pacific Railway, Jerome, April 6, 1915. Aldridge
to Browning, June 10, 1915, File 301.
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6

to be run for them by an engineer Dentzer approved.

At

least that one piece of Magma-owned equipment could be
used legally.
By the middle of April, while construction was
nearing completion, Browning corresponded with Aldridge
about leasing four or five of MacArthur1s four-wheeled
construction cars to help handle shipments.

The construc

tion firm had no further job prospects on which they would
need that equipment, and Browning thought it would be more
satisfactory to lease the cars than to buy them, as origin
ally planned.
Passenger equipment was another matter Browning had
to take up.

Early in January, Thompson told Aldridge that

he had better immediately consider obtaining a passenger
car.

Aldridge dutifully passed the word on to the general6
7

6.

Aldridge to Browning, April 26, 1915, File 1200-B.

7. Browning to Aldridge, April 21, 1915, File 301.
Whatever his intentions, Browning eventually purchased eight
Western dump cars, which had merely four wheels, link and
pin couplers, and a capacity of four cubic yards, as well
as four push cars and the one Porter enginei This fact,
however, does not prove that they were initially purchased,
since it is certain the locomotive was not. The engine had
been left behind for some time by MacArthur Brothers before
it was sold. In that interim it was stored down at Webster
until the railroad bought it. In the case of the cars, it
is very likely that by the time the railroad was finished
with them, MacArthur Brothers had already shipped out all
of its other equipment and simply did not want to bother
with the remainder, and so offered the Magma Arizona so low
a price it could not refuse to buy them.
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8
manager in Superior.

Browning had other ideas, but had to

follow the financier’s order.

This plan involved attaching

a regular passenger car to the end of the freight trains,
to form what in railroad parlance is called a "mixed"
train.
Back in 1914 when the railroad was first under con
sideration , one of the people to whom Browning had turned
for advice was W. L. Clark, general manager of the United
Verde Extension Mine, which owned the United Verde and
Pacific Railway, a short narrow gauge line built about
9
twenty years earlier to serve the copper mines at Jerome.
In late February, 1915, Browning reopened correspondence
with Clark, asking whether the U.V. & P. might have either
a caboose or a combination baggage-passenger car for sale.
Browning also asked Clark if he would be interested in
selling two second hand box cars, to alleviate the equip-

10
ment shortage caused by the I.C.C. regulations.

8.

When8
0
1
9

Aldridge to Browning, January 14, 1915, File

301-B.
9. The United Verde & Pacific Railway was 26.3
miles long, and was built in 1894. Howard Fleming, Narrow
Gauge Railways in America. (Originally published in New
York in 1875 and reprinted by Grahame H. Hardy in Oakland,
California, in 1949, edited by Hardy and Paul Darrell with
a directory of narrow gauge railroads, 1871-1949, added to
the book), p; 108.
10.
Browning to W. L. Clark, Manager, United Verde
Mine, February 27, 1915, File 300.
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N. E. Bailey, general manager of the railway, replied for

11
Clark that his line might be able to sell some equipment.
Browning sent a representative over to Jerome on March 8
to inspect the cars in question;

Here he ran into another

pitfall; the U.Vi & P. cars had a different height of draw
bar, one which would not conform to I.C.C. requirements.
How, Browning wanted to know, did the United Verde & Pacific

12
get away with operating cars with an illegal drawbar height?
Perhaps there was yet a way for Magma to escape the I.C.C.
regulations!

No, unfortunately it could not; Bailey replied

to Browning’s inquiry that the U.V. & P. had been built be13
fore the law specifying drawbar height had been passed.
The principle of

post facto which saved the United Verde

would not work in Magma’s case.

At any rate, the U.V. & P.

cars could not be used on Magma without a change in draw
bars.

Aldridge consequently told Browning to drop the
14
negotiations.
Browning’s own idea for passenger service was to
use the steam-powered trains only for freight, and to pur
chase a gasoline railcar to handle passengers and small*
8
11. The representative Browning sent was an indi
vidual named A. Robinson. The correspondence does not in
dicate whether he was any relation of the MacArthur Brothers’
superintendent, G.S. Robinson. Browning to Bailey, March
8, 1915, File 301. 12.
13.
14.
301-B

Browning to Bailey, April 6, 1915, File 301.
Bailey to Browning, April17, 1915, File 301.
Aldridge to Browning, August 9, 1915, File
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baggage.

His reasons lay in the schedules.

He intended

to have the train crew called for 7 a.m., with an hour
devoted to firing up the engine and making up the train.
Leaving Superior at 8 a.m., the train would reach Webster
at 11:00.

With an hour for switching and dumping ore, and

a half hour for lunch, the freight would start back at
12:30 and arrive in Superior at 3:15 in the afternoon.
This schedule provided for Magma to complete transferring
ore into standard gauge cars at Webster so that Arizona
Eastern Train 53, the eastbound freight, could pick up the
shipment of concentrates for Hayden when it arrived around
16
2:20 p.m;
Concerning passenger traffic, the basic assumption
was that business would be from Superior to Phoenix and vice
versa.

With Browning*s proposed freight schedule, passengers

riding a car at the end of that train en route to Phoenix
would have to wait four hours and sixteen minutes to catch
the standard gauge westbound Number 28.

Passengers en

route Phoenix to Superior would have to wait three hours and
17
thirteen minutes for their connection.
15.

Browning to Aldridge, April 10, 1915, File

301-B.
16. Arizona Eastern Railroad Company. Time Table
No. 93 for the Phoenix Division.
17. Ibid. The westbound paused at Webster at 3:16
p.m., the eastbound. Passenger Train No. 27, arrived at
Webster at 9:17 a.m;
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The traveler bound east of Webster was in a worse
situation; he would have to wait overnight, a total of
twenty-two hours and seventeen minutes.

The traveler from

the east would have to wait from 3:16 p.m. one day until
18
12:15 a.m. the next.
With summer temperatures reaching
120°F. in the shade, and with little shade at that, the
19
need for reducing layovers at Webster was obvious.
To alleviate this inconvenience to traffic between
Superior and Phoenix, Browning wanted to operate a gasoline
car based at Webster rather than at Superior, where steam
engine facilities lay.

Leaving as soon as the eastbound

Arizona Eastern train unloaded at 9:17 a.m., the gas car
would arrive back from Superior in time for passengers to

20
connect with the 3:16 p.m. westbound.

This, of course,

did not help the poor soul who had to travel east of Webster;
he still had his overnight wait.
Browning believed the whole philosophy of the rail
road was at stake, as he took pains to explain to Aldridge.
Another point which I would like to mention
is the pleasant relations between the people of
the town and the company. As you know, practic
ally all of the people of Superior are either our
employees or businessmen.
At present there are no Union organizations
nor is there apt to be any, with resulting labor
18.

Ibid.

19.

Browning to Aldridge, April 10, 1915, File

20.

Ibid.

301-B.
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I

troubles, as long as we can keep the present
good feeling toward the company. The town
being owned absolutely by the people they are
naturally very much interested in securing and
will appreciate any efforts of the company
which will result in its benefit. I believe
their good will of considerable value to us.21
Aldridge was inclined to agree with Browning, but Thompson
was opposed to purchasing either a regular passenger car
or a gasoline railcar at that time.

Consequently, Aldridge

instructed Browning on April 16 to make up a four-wheeled
passenger caboose, equip it with air brakes, and handle it

22
on the end of the freight trains.

This was an idea Brown

ing himself had suggested to Aldridge on March 27; he had
proposed then fixing up one of the four-wheeled MacArthur
construction cars with four benches across from side to
23
side and a canvas top.
That would solve the passenger
question— temporarily.
During the last week of May, MacArthur Brothers
Company completed their work on the Magma Arizona Railroad
and signed the line over to the operating company.

As

matters then stood, the railroad had one fine new loco
motive, as well as ten ore cars and four gondola cars which

21:

Ibid.

22.

Aldridge to Browning, April 16, 1915, File

23.

Browning to Aldridge, March 27, 1915, File

301—B.
301.
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could not legally be used without changing the drawbars and
applying airbrakes.

Browning, however, hit upon one evasion

of the law; he could legally operate a train consisting en
tirely of four-wheeled cars without airbrakes.

But he

would have to cross his fingers and hope that neither the
I.C.C. nor the Arizona Corporation Commission would squawk
24
about the drawbar height.
But even this plan would not
permit use of the eight-wheeled gondola cars and conse
quently left the railroad with a shortage Of freight equip25
ment.
In order to comply as quickly as possible with I.C.C.
regulations. Browning had asked Dentzer to study the equip
ment problem.

The engineer soon had recommendations for

changing the height of drawbar as well as a plan for apply
ing airbrake equipment.

Browning, meanwhile, attempted to

alleviate the shortage of equipment by leasing eight fourwheeled Western dump cars from the construction firm.

These,

however, carried only four cubic yards of concentrates— a
fraction of the capacity of the gondolas they were temporarily
to replace.

One other HacArthurs1 car was being rebuilt to
26
handle passengers.
The situation was not at all satisfactory.

The

24.

Browning to Aldridge, May 26, 1915, File 301.

25.

Ibid.

26. Ibid.: Browning to Kilboume & Jacobs, May 28,
1915, File 301.
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little railroad was having a terrible time trying to handle
its freight.

By May 26, the trains were using all ten steel

ore cars as well as five or six of the contractor*s cars,
and at the same time, tonnage in concentrates was steadily
increasing.

The railroad was barely keeping up with the

output from the concentrator, and there was a carload of
raw carbonate ore in the bins at the mine that they were
unable to handle due to the shortage in equipment.

No

passengers were yet officially being carried, but the fourwheeled passenger car was nearing completion, and airbrakes
and knuckle couplers for it were on order from Kilboume &
Jacobs, with instructions for fast shipment by railway ex27
press.
The railroad employed the small MacArthur Brothers
cars to haul supplies for the mine and town, and these cars
were most annoying to work with.

While the railroad*s own

equipment had automatic couplers, the contractor*s cars had
finger-smashing link and pin couplers, and were without even
28
handbrakes.
These cars were about seven feet long, and
when mine timbers fourteen feet long or more were in a
shipment, it was necessary to load them on two cars.

Such

a load tended to have the effect of a single long car with

503-B.

27.

Browning to Aldridge, May 26, 1915, File 301.

28.

Dentzer to Browning, January 14, 1922, File
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a rigid wheelbase which threatened derailments on the curves
29
in Queen Canyon.
There was some consolation in the know
ledge that the situation was only temporary.
On June 1, 1915, the Magma Arizona Railroad placed
its little four-wheeled passenger car in operation and pub
lished its first timetable and tariff.

The schedule called

for Train No. 1 to whistle out of Superior at 6:30 a.m.,
reach Hewitt at 7:45, and brake to a halt at Webster at 9
a.m.

Seventeen minutes later the Arizona Eastern eastbound

passenger haul would pause alongside the little narrow gauge
"mixed’1 to exchange baggage and passengers.

After a crew of

husky laborers had unloaded ore and concentrates from the
narrow gauge cars into bins alongside the standard gauge,
the little train, now designated Train No. 2, would roll
out of Webster at 11 a.m., pause at Hewitt at 12:15, and
unload at the Superior station at 2 in the afternoon.

The

trip cost three dollars one way, which was the ten cent per
mile passenger rate the state commission had originally
claimed impossible.

It was cheaper to buy the round trip
30
ticket for five dollars, if one planned to return.

29.

Browning to Aldridge, May 26, 1915, File 301.

30. Ibid. There is no certainty about when the
railroad went into operation. At a meeting of the board of
directors of the railroad held in New York on May 11, the
secretary of the railroad company presented passenger and
freight tariffs that were to become effective on May
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Without using a gasoline railcar, this passengerfreight schedule was the best Browning could devise.

The

infrequent passenger bound east of Webster had only a seven
teen minute wait.

The passenger en route Phoenix to Super

ior had to wait an hour and forty-three minutes.

The

traveler in the opposite direction had to spend an uncom
fortable six hours and sixteen minutes.

Only the unfortun

ate individual ticketed for Superior from east of Webster
had to wait overnight— from 3:16 p.m. until 9 the next
31
morning.
Dentzer continued to work on the equipment.

Brown

ing had digested his plan for raising the drawbars to the
requisite height, and in turn explained it in a letter to
Kilboume

&

Jacobs.

That firm, properly contrite after its

failure to deliver the order of cars on time, wired back on
June 8th a price of $4.75 on pedestals for the ore cars and
32
$7.00 each for bolsters for the four gondolas.
Browning

25th. See Minutes of the Maema Arizona Railroad Company.
1914-1915. p. 104. On the other hand. Magma Arizona Local
Time Table No. 1 became effective on June 1, 1915. See
File 2102. The Arizona Blade-Tribune first reported pas
senger service on June 12, p. 4, at which time it printed
the fares, but it failed to indicate when the first offi
cial common carrier train was run.
31. Magma Arizona Railroad Time Table No. 1, File
2102; Arizona Eastern Time Table No. 93.
32. M. Mentzer, Mine & Industrial Car Sales Dept.,
Kilboume & Jacobs Mfg. Co., Columbus, Ohio, to Browning,
June 8, 1915, File 301.
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handled the final negotiations, and on June 10 he told
Aldridge that the manufacturer had promised to ship the
bolsters in two weeks, and after he had pestered them fur
ther, had agreed to ship the requisite pedestals within
three weeks.

Furthermore, it was by this time obvious from

the capacity tonnage being hauled that the railroad needed
more rolling stock.

Thus Browning also ordered from Kil-

b o u m e & Jacobs six more steel ore cars, three more gon
dolas, and one box car, all to be built with proper drawbar
33
height and automatic air brakes.
While Browning was arranging for this new equipment,
the shop crew in Superior had installed sufficient air
brakes to operate a small completely air-equipped train by
June 10.

Browning intended to use this original equipment

only until the newly ordered cars arrived, after which the
railroad would operate entirely with the new cars while all
the older rolling stock was pulled out of service for con
version to the required twenty-six inch drawbar height.
This plan enabled the railroad to operate without inter34
ruption while taking steps to comply fully with the law.
Aldridge was understandably exasperated with the Interstate

33.

Browning to Hentzer, June 10, 1915, File 301.

34.

Aldridge to Browning, June 10, 1915, File 301.

119
Commerce Commission for the trouble it had brought, and
finally voiced a small part of his irritation.

"It is un

fortunate," he told Browning in a letter dated June 16, "that
we did not in the first place know that we would come under
the Interstate Commerce Regulations and that we did not
know the iron rules under which we would have to operate,
35
even as to height of drawbar."
The worst was over, however;
all Magma cars would soon meet I.C.C. requirements.
The railroad’s first and, to date only, locomotive
had performed quite well.

It did occasionally run a little

low on water; water was available only at Webster, Hewitt,
and Superior, and sometimes the capacity of the engine’s
tanks proved inadequate.

As the railroad had originally

planned to have two locomotives, and as the first one had
proved satisfactory, on June 7, 1915, Browning signed a
contract with American Locomotive for another 2-4-2 saddle36
tank engine.
Number Two was to be nearly identical to
Engine One, but there were a few minor improvements.

The

most interesting difference was that to solve the problem
of water shortage, the new engine was to be equipped with

35.

Aldridge to Browning, June 16, 1915, File 301.

36. Contract between the M.A.R.R. Co. and the
American Locomotive Company, dated June 7, 1915. File
1200-B. Actually, the order for the locomotive was placed
in a telegram Browning sent on June 5.
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a small four-wheeled tender which would supplement the
37
capacity of the saddle and cab tanks.
The Magma Arizona was rapidly settling into routine
for the long haul down through the years.

Under Ayer's

sure hand, the roster of corporate officials was rearranged.
Browning, the original railroad president, had held his
office only fourteen days, when for legal reasons he had
stepped aside and been replaced by Frank Holmes, another
individual in Thompson's employ.

But Holmes never left New

York, and had little to do with the line.

On April 27, 1915,

William Boyce Thompson had himself assumed the presidency
38
of the company.
There was a certain attraction, a cer
tain glamor, in being able to say one was a railroad presi
dent that did not exist in other enterprises.

Thompson

had never before cared for titles or publicity--as long as
he held the actual power.

But somehow, with the railroad

it was different, and so he was president.

37. Browning to Aldridge, May 20, 1915, File 1200-B.
In this letter Browning said, "I would like to secure a
tender which would hold approximately 1500 gallons of water
and 400 gallons of oil. On the second locomotive I would
also cut out the oil tank on the back of the cab as on our
present locomotive, so as to give a little more room in
the cab for the engineer." Evidence that this was done
appears in specifications for equipment, undated but defi
nitely 1917 or later, which may also be found in File 1200-B.
38. "Minutes of the Magma Arizona Railroad Company
1914-1915," p. 102.
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Thompson's operating staff in Superior must have
come to realize that even the unpredictable rains and the
flash floods they brought would become a part of Magma
routine.

Rains like those which had so delayed construc

tion soaked the Pinal foothills again during the middle of
July;

On July 22, at 10:14 aim. according to Conductor

A; H. Gray's regulation pocket watch, the makeshift pas
senger car carrying two men and a woman on the morning train
derailed on the first bridge northeast of Hewitt, a derail
ment probably due to the rain-softened track.

There were

no injuries, and the crew lost only ten minutes rerailing
the car.

The water did some other damage, however.

On

the following day Gray reported minor damage to four bridges
on the line.

Fortunately, none of the damage was severe
39
enough to interrupt service.
Browning had other strings to pull than those tied

to railroad routine, so he had farmed out responsibility
for operations to Bail H. Lundquist, his assistant general
manager for the mine and one of the original directors of
the Magma Arizona.

Lundquist, therefore, was officially

appointed superintendent of the railroad.
remained as chief engineer.

Edward Dentzer

His work in Superior had

39.
Conductor A.H; Gray to Supt; Lindquist, July
23, 1915, File 2403.
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originally been temporary, his job to terminate with com
pletion of the line, but there always seemed sane reason
to keep him around a little longer, and he became Lundquist1s
40
chief assistant^
The train ran daily except Wednesdays and Sundays,
according to schedule.

At 5:30 in the morning the crew,

consisting of an engineer-fireman, a brakeman, and a con
ductor would go on duty.

After the engineer got the steam

up over the oil-consuming fire, the crew would make up the
consist, generally a string of heavily loaded ore cars, with
perhaps the box car, and the home-made passenger car on the
rear.

Then the train would drift down the four per cent

grade from the concentrator to the Superior depot and
freight house, to load passengers and await scheduled de
parture time.

The station, a small and unimpressive build

ing, had been constructed in May.

There, with the engine

40.
Back in May there had apparently been no in
tention of keeping Dentzer as a permanent member of the
company. In a letter to A.G. MacGregor of Redpath and
McGregor, Engineers, Globe, dated May 12, Browning wrote,
"I note that you have a similar piece of work in mind and
unless you have already secured the services of an engineer
to do your location work for you, I would like to recommend
Mr. E.G. Dentzer, who has had the title of Chief Engineer
during the construction of our road. You will probably
remember Mr. Dentzer, as before we secured his services he
worked for Mr. Burch, at Inspiration, and I believe he had
the title of Resident Engineer during the construction of
the railroad work for Inspiration. Before working for
Burch, Dentzer did considerable work for Brule when he was
at Inspiration.
We will be through with his services about the lat
ter part of this month. I believe he would make you a good
man unless you have someone else in view." See File 300-C.
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steaming quietly on the narrow gauge track, two or three
passengers, rubbing cobwebs from their eyes, would climb
into the rear car.

At 6 :30 a.m., the engineer would yank

on his whistle-cord to signal the highball, and away it
would roll.

As the summer sun rose higher and glared at

the little train, the conductor would unstrap the canvas
curtains on the left side of the passenger car and drop
41
them down to shade his customers.
There would be a water stop at Hewitt, while the
crew would chat with the section gang, and at ten minutes
before eight they would roll onward.

The hills in the

canyon had afforded some shade against the intense heat
of even this early a summer sun, but ahead lay fifteen
miles of dull straight track and flat, featureless desert.
Finally, around 9:00, the appearance ahead of a water tank
42
and a small station would warn of their arrival at Webster.
There was little there worth mention.

George Parker and

his wife, Bess, had a small Indian trading post where local
Papagoes exchanged bundles of mesquite wood for groceries.
The Parkers shipped the mesquite into Phoenix on the standard
43
gauge, and it was used as firewood in winter.
At

41.

Interview with Jack Parr.

42.

M.A.R.R. Co. Time Table No; 1, File 2102.

43.

Interview with Jack Parr.
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Aldridge's request, Colonel Randolph had agreed to build a
44
small station and telegraph office to serve the junction.
The little Arizona Eastern depot sat between the standard
gauge and the parallel tracks of the narrow gauge at the
45
foot of the Magma wye.
There were also the ore-transfer
bins and the little narrow gauge water tank.

Webster was

a rather dismal spot; there was little for the traveler to
remember, but the heat and the name.
After exchanging passengers with the 9:17 passenger
train and unloading concentrates and ore into the transfer
bins, around 11 a.m. they would head back toward the Pinal
foothills.

The return trip at midday was even hotter than

the down trip of the morning;

Passengers and crew alike

sweated profusely, and those riding the tail-end car shifted
46
uncomfortably on the hard, board seats.
Business picked up enough in August— principally
increased production from the concentration mill— that the
railroad was forced to run two round trips per day.

The

second train was a freight extra which normally carried no

44.

File 2400.

45. ''Magma Station Map, Magma Arizona Railroad, July
1924," Southern Pacific Railroad, Tucson Division, Engineer
ing Department Vault;
46. This set a pattern that the railroad was al
ways to follow. Trains left Superior early in the morning,
reached Webster long before noon, and tied up for the day
/
early in the afternoon;
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passengers.

Trains averaged about eight of the Kilboume

& Jacobs ore cars, or a total of fifty to sixty tons of
47
concentrate.
These concentrates were generally quite wet,
were in fact a sort of mud;

Occasionally some of the very

high grade ore, particularly carbonates, would be shipped
unprocessed to the smelter, a task generally reserved for
the gondolas, as this was dry material.

A breakdown of the

Magma's only engine would have spelled trouble, with capa
city tonnage awaiting shipment.

Fortunately this did not

occur, and on August 21, the Arizona Blade-Tribune reported
the arrival of Magma Arizona Engine Two, which had been
erected during July at the Cooke Works of American Loco
motive Company in Patterson, New Jersey.

After arriving

on a flat car on the Arizona Eastern, the new saddle-tanker
was unloaded and run up to Superior.- Following a week of
tests, the engine was placed in regular service to relieve
48
Engine One;
Lundquist, Dentzer, and Browning all realized the
little passenger car they were using was inadequate;
had been intended only for temporary use, anyway.

It

To Brown

ing it appeared that the best bet for obtaining a regular
piece of passenger equipment was still the United Verde and

47.

Arizona Blade-Tribune. August 7, 1915, p. 1.

48.

Arizona Blade-Tribune. August 21, 1915, p. 3;
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Pacific;

Therefore he reopened correspondence with U.V. & P.
49
General Manager Bailey.
With authorization on September
50
15 from Aldridge, who had Thompson's approval, Browning

purchased U.V; & P. Coach 2, a combination baggage51
passenger car, for $1,574.46, f.o.b. Webster.
The
U.V. Sc P. agreed to change the drawbar height, and Browning
asked Bailey to have a United Verde painter cover the old
lettering and paint "M.A.R.R. 200u in three or four inch
52
letters on the side of the car.
Built by the American
49. Bailey, at Jerome, to Browning, August 25,
1915, September 7, 1915; Browning to Bailey, September 2,
1915; File 3 0 U
50.

Aldridge to Browning, September 15, 1915, File

301.
51. Bailey to Browning, August 25, 1915; Telegram,
September 7, Bailey to Browning; Telegram, Browning to
Bailey, September 7, 1915; File 301. Coach 5 was origin
ally considered, at $1,500 f.o.b; Jerome, but Bailey sug
gested Coach 2 instead, since it was older and cheaper,
selling for $1,200 f.o.b. Jerome. Browning agreed.
52; Browning to Bailey, September 6, 1915; No
where is there mention of the car's overall color scheme.
A postcard in the collections of the Arizona Pioneers'
Historical Society in Tucson shows U.V. & P. cars to be
green. Unfortunately, the postcard is undated. George
McDaniels recalls the narrow gauge passenger cars as being
green. Frank Server recalls them as "Pullman red" with
gold lettering. The cars might have been red when ac
quired, and might later have been changed to green. The
U.V. & P. equipment might have been changed from red to
green some time after this car was purchased, which would
explain the green coach on the postcard. On the other
hand, the narrow gauge cars might have been red until the
end of the narrow gauge, and the change might have been
made when the standard gauge cars were acquired. The
only safe conclusion that can be drawn from the conflicting
testimony is that the car was painted either red or green.
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Car and Foundry Company probably about 1894, Magna Coach 200
was a handsome little open platform combine.

It had an

eight foot long baggage compartment and, on the other side
53
of a partition, seated twenty passengers.
She was shipped
out of Jerome Junction on September 21 under a Santa Fe bill
54
of lading, and soon after arrival in Superior, forced the
little twelve passenger MacArthur Brothers car into retire
ment.

By the middle of November, the Magma management had

enough confidence and pride in its little second-hand com
bine to run excursion trains down to Webster the week of
55
the state fair in Phoenix.
Indeed, traffic on the line that fall was lively
enough that Browning had decided the Magma Arizona needed
a third engine.

After extensive correspondence with

American Locomotive, he wired them on October 26 an order
56
for an engine similar to the first two.
The main dif
ference was that Engine 3 was to have no saddle or cab
tanks; both water and oil were to be carried in an eight

53. United Verde & Pacific Railroad Description
of Rolling Stock, File 301. For a more detailed descrip
tion of the car, see the Magma equipment roster in the
appendix.
54. AT&SF Bill of Lading, September 21, 1915,
File 301. The narrow gauge coach was shipped on AT&SF
flat car no. 94767;
55.

Arizona Blade-Tribune. November 13, 1915, p. 4.

56. Telegram, Browning to American Locomotive Com
pany, October 26, 1915, File 1200-B.
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wheeled tender.

Otherwise, the locomotive itself had but a
57
few minor changes.
In December, not long after the order for a new
engine had been placed, both of the saddle-tank locomotives
chose to go on strike.

The breakdowns were not serious in

themselves, but happening to both engines at the same time,
tied up the whole railroad.

Browning quickly wired the

builder:
December 7, 1915
Both engines out of commission which seems to
be common occurrence. Situation is serious be
cause we have contracted sale our product and
are unable make regular shipments account con
stant break down your locomotives. When will
third locomotive be shipped? Will you please
rush completion and rush shipment through.
Answer.
American Locomotive answered that they intended to test
Engine No. 3 on Saturday, December 11, or at the latest
on Monday, and to ship it on December 14.

They also prom

ised to send a representative, a Mr. Wynne, who had been
in Superior earlier to check on the first Magma engine, to
58
find out what this more recent trouble was.

57. Browning to American Locomotive Company, 30
Church Street, New York City, October 26, 1915, File 1200-B.
This letter supplemented the telegram and contained a list
of changes. See also, American Locomotive Company (Ottis
Parsons) to Browning, October 27, 1915, File 1200-B.
58. Ottis Parsons, Asst. Sales Manager, American
Locomotive Company, to Aldridge, December 8, 1915, File
1200-B.
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The new locomotive arrived just in time to be idled
by the weather.

The new year began ominously with cold

rain which turned to sleet and snow.

The unusual snow on

the Pinal foothills melted slowly, saturating the ground
instead of running off.

Some sections of the roadbed had

become regular mud puddles, and in places the narrow gauge
track slowly settled into the ooze, particularly near
Superior where the clay had the sticky consistency of wet
59
adobe.
By January 12, Lundquist had track crews totaling
forty-five men, with several teams of horses, out working
on the line;

Due to the large output in both concentrates

and crude ore, the railroad had been operating a night
train, but the soft track had become so dangerous Browning
had to annul that freight extra.

He planned to rock bal

last the troublesome portions of the line, but the weather
60
did not give him a chance.
The new locomotive had only been tried out on two
trips when on January 14 rain again began to fall.

Water

fell.from the sky continually for four days, and the streams
became raging torrents.

On January 17, Queen Creek tore out

three of the bents of one of the railroad trestles.

Old

59.

Browning to Aldridge, January 12, 1916, File

60.

Ibid.

2403.
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timers in the district told each other the water was higher
than they had ever seen it.
61
away more of the trestle.

That night the creek washed

At 11:30 a.m. on January 19 Browning telegraphed
Aldridge in New York that it was STILL raining.
country regular swamp," he said.

,rWhole

Some supposedly solid

rock cuts on the line had settled two feet.

Roosevelt Dam

was full for the first time since it had been built, with
five feet of water going over the spillway.

The Arizona

Eastern had sustained washout damage all along the line,
including the collapse of one major bridge over the Gila
River.

The little railroad into Ray was similarly damaged,

to the extent that the copper company there had temporarily
62
closed.
By January 26 Lundquist had four section gangs,
totaling seventy-five to eighty men, as well as one bridge
gang, at work on the Magna Arizona.

The Queen Creek bridge

was largely repaired, and Lundquist hoped to dispatch a
train over the line on the following day, the first in a
week and a half.

Even with the Magma back in operation,

traffic was still crippled, for washouts on the Arizona
Eastern between Maricopa and Phoenix had cut travel to the

61. Browning to Aldridge, January 17, 1916; Tele
gram, Browning to Aldridge, January 18, 1916; File 2403.
62. Telegram, Browning to Aldridge, January 19,
1916, File 2403.

west, holding up supplies destined for the copper company
from the Pacific Coast;

Other washouts between Florence

and Ray Junction prevented shipment of concentrates to the
Hayden smelter.

The storms had been so severe that even

the main line of the Southern Pacific down near Yuma had
63
suffered considerable damage.
"These rains have cone at a very inopportune time,"
Browning wrote Aldridge.

"I believe that if it had not been

for them, January would have been a record month so far as
64
the production and shipment of ore are concerned."
In
fact, business was so large that even as the rains struck
the general manager had been asking authority to order six
65
additional gondola cars from Kilboume & Jacobs.
The
new gondolas arrived in April, giving the railroad a total
roster of sixteen ore cars, thirteen gondolas, one box and

66
one combine.
No sooner was the new equipment in operation than
the railroad had its first wreck;

On May 12, a

63;

Browning to Aldridge, January 26, 1916, File

64.

Browning to Aldridge, January 17, 1916, File

65.

Browning to Aldridge, January 12, 1916, File

2403.
2403.
2403.
66. The cars were actually ordered on January 21,
1916. They were shipped on April 27th. Kilboume & Jacobs
to Browning, January 24, 1916; Acknowledgment of Bill of
Lading, Kilboume & Jacobs Mfg. Co., April 27, 1916; File
301.
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misunderstanding between the crews of a work train and an
ore train about passing at one of the sidings resulted in
a collision between the two engines involved.

There were

fortunately no injuries to personnel; injuries to equipment
included a broken front truck on the locomotive of the work
train and a broken rear truck on the locomotive of the ore
train.

One engine was repaired and back in service in five

days, and Browning wired American Locomotive for replacement
67
parts with which to repair the other.
Browning was preoccupied that spring of 1916 with
the construction of a telegraph line paralleling the rail
road from the Superior station down to the junction with
the Arizona Eastern.

The junction, incidentally, was no

longer known as Webster; in January the Arizona Eastern had
published a new timetable in which it was called 1'Magma”
though it was some time before the local citizenry dropped

68
the old name in favor of "Magma" or "Magma Junction."

The

Western Union line from Phoenix to Florence paralleled the
Arizona Eastern past Magma, and it was at this point that
Browning hoped to connect the railroad wire with the tele69
graph network.

67.

Browning to Aldridge, May 17, 1916, File 2403.

68. M.A.R.R. Treasurer H;E. Dodge to Browning,
January 15, 1916, File 2102.
69. Aldridge to Western Union, San Francisco,
February 22, 1915, File 2100.
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There were two major reasons the Magma management
considered a telegraph line to be a necessity.

Magma Cop

per had a considerable volume of telegraph business, and
it was costly and time-consuming to have to relay it out
through either Globe or Florence.

Furthermore, a tele

graph line along the railroad was needed for railroad com
munications; there were indeed few railroads in the country
without such a system.

All through 1915 Browning had tried

unsuccessfully to persuade Western Union to build the
thirty mile "loop,11 as the proposed wire was known in the
idiom of the telegrapher.

The telegraph company remained

unconvinced that there was sufficient business to be had in
70
Superior.
Western Union at first reluctantly offered to build
the thirty mile "loop" if the railroad company paid half of
the cost of construction and thereafter operated and main
tained the line.

Under this proposal, the telegraph firm

would have to pay an estimated $3,350 in construction costs
and supply necessary instruments, in return for which it
would receive all the business.

The Magma Arizona Railroad

would have free use of the line along the railroad, but

70.
Hugh McEhee, Dist. Commercial Supt., Western
Union, to Browning, July 9, 1915, with attached memorandum;
Browning to McPhee, July 14, 1915, etc., File 2100.
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would receive no profits from the line and no free traffic
beyond Magma, while saddled with half the cost of construc
tion, all maintenance and operation costs, and the salary
71
of the agent at Superior.
Needless to say, the Magma
management was not enthusiastic about this offer it received
in July, 1915.

Browning and Aldridge were unwilling to pro

ceed unless the telegraph company agreed to allow them a
certain amount of free traffic beyond Magma, and would not
agree to pay more than one third of the cost of construc72
tion.
What was worse, in August Western Union's New York
office decided the offer made a month earlier by the com
pany's commercial superintendent in Los Angeles was entirely
too liberal.

Vice President G.W.E. Atkins, head of the con

tract department, notified Browning that the only contract
the company would sign would stipulate that the railroad
must pay the total cost of construction, plus fifteen per
cent overhead to Western Union for building the line, in
return for which the railroad would have free use of the
line from Superior to Magma and would receive one half of
cash receipts on outgoing messages.

This still left the

railroad holding the bag of maintenance and operating costs,

71.

McBhee to Browning, July 9, 1915, File 2100.

721

Aldridge to Browning, July 23, 1915, File 2100.
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as well as responsibility for operating and messenger per
sonnel at Superior;

Western Union would magnanimously

furnish blank forms and stationery!

In other words, West

ern Union got half the profits of telegraph business out
of Superior in exchange for which it merely supplied office
paper;

Browning was not that eager for a telegraph line,

particularly when Western Union engineers estimated the
cost to be near $8,000, rather than the $6,700 Magma had
estimated.

Why, under that proposal the Magma Arizona

suffered all the liabilities while Western Union reaped
73
all the profits.
But as time passed, railroad and copper company
officials were constantly inconvenienced by having to send
wires out by way of telegraph offices in Florence or Globe.
In the end, the railroad went ahead with construction of
the line shortly after the new year began, and Browning
and Aldridge considered the possibility of a hook-up with
the telephone company which had recently taken over the
wire between Superior and Florence originally built and
owned by the Lake Superior and Arizona Company.

When that

failed to provide an answer, they were faced with the al
ternatives of doing business on Western Union's terms or
doing without connection with a national telegraph network.

73.

Atkins to Thompson, October 4, 1915, File 2100.
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For the copper company1s convenience, they decided it was
necessary to surrender to Western Union,
74
signed the agreement on May 5, 1916.

The companies

The telegraph line the railroad was building was
not even completed.

The wire had been strung up to Hewitt,

with eleven miles left to be finished.

The line consisted

of two strands of Number 8 galvanized wire attached to glass
insulators set twenty inches apart on opposite sides of the
poles.

The California redwood poles were twenty feet long

with four inch square tops and four-by-six inch butts, and
were placed thirty per mile.

Early in March Browning

sought a contractor to build the remaining eleven miles.
The section crews had already set the materials out along
the line through Queen Canyon.

The contractor's crew went

to work and by the end of May the line was completed.
pleted but not operable1

Com

No instruments were on hand.

Western Electric, with whom orders had been placed for in
struments, failed to deliver in the expected period of time,
and it was not until the middle of the summer the line was
in operation.

Magma Copper had its telegraph, a rather

costly one.

74. Dodge to Browning, May 11, 1915, File 2100.
The contract was to take effect May 15.
75.
2100.

Browning to Aldridge, February 12, 1915, File
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The company could afford the cost, however.

Due to

the war in Europe, since American industries were growing
wealthy supplying the Allies, business for the Magma Copper
Company and consequently for the railroad was better than
ever.

The concentrator was turning out an ever-increasing

volume of copper-rich mud to be smelted at Hayden, and some
ore from the mine was so rich that it was sent directly to
the smelter without benefit of concentration.

The pros

perity and volume of business of the two companies was such
that it seemed time to purchase more railroad equipment.
Browning was particularly anxious to have a second passenger
car to serve as a stand-by in case something happened to
the present combine.

As he told Aldridge on September 15,

"This coach has now been in service sufficient time that it
will shortly require overhauling.

1 believe it is quite

necessary to secure another coach so that service will not
be interrupted in case anything should happen to the one we
76
have . . . ."
Aldridge in reply authorized him to buy
another second hand coach at a cost of around $1,500.
Browning had written to Bailey the same day he wrote
Aldridge, asking whether the United Verde cared to sell

76;

Browning to Aldridge, September 15, 1916, File

77.

Aldridge to Browning, September 15, 1916, File

301.
301
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another car.

Bailey replied that U;V. & P. business had

increased so much they could not spare another.

"In fact,"

he told Browning, "I am rather sorry now that we let you
79
have the one purchased some time ago."
Next, Browning turned to a Salt Lake City dealer
in second hand railway equipment named R. J. Glendinning.
Glendinning located a combination car for sale on the
80
Eureka Nevada Railway at Palisade, Nevada. In October,
Glendinning himself stopped off to inspect the car while
en route by rail to San Francisco.

He wired Browning from

Palisade that the car in question was in serviceable con
dition.

The trucks, journals, and wheels were all in good

shape.

The car was thirty-six feet long with a sixteen and

a half foot passenger compartment and a fifteen foot baggage
section.

The body, Glendinning said, would need new floor

ing In the baggage end.
modated sixteen.

The old red plush seats accom

Glendinning claimed to have talked the

78.

Browning to Bailey, September 15, 1916, File

79.

Bailey to Browning, September 18, 1916, File

301.

80.
The Eureka and Palisade Railroad had been
built in 1874 between the two towns named in its corporate
title. Eureka was a mining town in central Nevada and
Palisade was a station on the Central Pacific. The rail
road suffered the usual vicissitudes of western mining rail
roads, climaxed by severe damage from a flood in 1910.
After about two years of complete inactivity, the line was
reorganized as the Eureka Nevada Railway and reopened to
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Eureka Nevada general manager down from $1,500 to $1,065,
f.o.b. Palisade.

To make certain Browning would grab the

car and he would get his commission, Glendinning added,
"Wire me Palace Hotel if acceptable!

There is another party

here who wants it. I have it under option until Monday
81
noon."
The car was cheaper than Browning expected, so
82
he wired Glendinning to take it.
Despite the low price, the Magma Arizona was not
getting a bargain.

The coach they had bought was twenty

years older than the one then in service, though they did
not know it at the time.

It had been built in the car works

of Billmayer and Smalls in York, Pennsylvania, in 1874, and
had appeared as a "second class" combine in their catalog
of February 1875.

It was Coach No. 2 on the Eureka and

Palisade Railroad, a part of that company's first equipment
order in 1874.

When the car arrived in Superior, Browning

saw that it needed a general overhaul by a carpenter, with
particular attention to the end platforms, as well as new
oil lamps.

It had been an attractive coach in its day,

even if only second class.

It now belonged to the Magma

traffic. It continued under its new corporate title
through the Depression, and was abandoned shortly before
World War II. For a detailed history, see David F. Myrick,
Railroads of Nevada and Eastern California» Vol. I, pp. 9081. R. J. Glendinning to Browning, October 16,
1916, File 301.
82. Browning to Glendinning, October 15, 1916,
File 301.
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1

Arizona, and the railroad had to make the best of the
83
bargain.
Glendinning was meanwhile negotiating for more
equipment for Magma.

Browning had decided to seek second

hand freight equipment as well as to purchase more new cars
from Kilboume & Jacobs.

Glendinning found the second hand

rolling stock for him in Canon City, Colorado.

The cars

,
1

there were veterans of the Florence and Cripple Creek Rail
road, a line which had been severely damaged by a flood
down Phantom Canyon in 1912;

The owners had refused to

rebuild, and that company was officially dissolved on April
30, 1915, but as late as November, 1916, there were still

,

twelve box cars, three flats and two cabooses rusting in
il.

the yards of the Denver and Rio Grande in CanSn City.
Glendinning had a Rio Grande car inspector look over the

;

equipment, and that individual pronounced it in excellent

;

condition.

Glendinning then offered to sell the entire lot

to Magma for $4,100 f.o.b. Canon City, or to convert the
box cars into flat cars, whatever Browning desired.

He

asked Browning to reply by wire addressed to the Brown
84
Palace Hotel in Denver.

83. Fleming, o p . cit.. 1949 edition, Plate M in
reprint of Billmayer & Smalls Catalog at rear of book;
Glendinning to Browning, October 16, 1916, File 301.
84. Telegram, Glendinning to Browning, November 9,
1916, File 301.

;
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Browning wired back November 9 that Magma would
take six box cars, three to be converted to flats, and
three additional flats, each to cost $250.

"Hope they are

in better shape than the coach from Nevada," he pointedly
85
remarked.
Subsequently one of the cabooses, originally
bought by the Florence & Cripple Creek from the Denver &

86
Rio Grande was added to the deal.
Aside from the low price, one reason Browning was
happy to obtain the second hand cars was that they could be
shipped immediately, since they were already in existence

85. Ibid.: Browning1s reply is penciled on the
bottom of Glendinning*s original telegram in File 301.
86. This information is not verified by any cor
respondence. There is nothing to indicate where the rail
road acquired its one narrow gauge caboose, nevertheless
its existence is verified both by a photograph and a speci
fication. Since two cabooses were among the cars Glendinning
found in Canon City, it seems likely that the Magma pur
chased one of these. The number of the Magma caboose was
01, and the Florence & Cripple Creek had a caboose with an
identical number, one of several pieces of equipment pur
chased from the Denver & Rio Grande during the 1890s.
The Florence and Cripple Creek was incorporated
April 17, 1893, and construction began on New Year* s Day
following. Freight service was operating by May, 1894,
though passenger service did not commence until July 1. The
line was 40.3 miles long and was principally a mining rail
road, though a common carrier. It was rather typical of
Colorado mining railroads, being much heavier in rail and
equipment and much better supplied with rolling stock than
the Magma Arizona. On July 21, 1912, three track miles and
twelve bridges were damaged or destroyed by floods, and the
company would not rebuild. Through the Florence and Cripple
Creek was officially dissolved April 30, 1915, some of its
equipment was still around a year and a half later for
Glendinning to purchase for the Magma Arizona. For a com
plete history of the F. & C.C., consult Morris Cafky, Rails
Around Gold Hill.
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and did not have to be manufactured from scratch.

But as

time dragged on without their arrival, he lost the naive
idea that he was finally going to receive a shipment as
promised.

Due to war traffic, the Denver and Rio Grande

Railroad was so tied up it had no cars available on which
to load the narrow gauge equipment at Canon City.

Finally

on December 4 Glendinning wrote that he had just received
notice from the Rio Grande that cars would be sent that
87
very day to be loaded immediately.
Additional cars meant a need for additional motive
power,as Browning well knew; he had begun negotiations for
a fourth locomotive on October 30, 1916.

"Please wire quick

price and delivery locomotive duplicate our number three,"
he told the American Locomotive Company.

There followed a

staccato exchange of telegrams climaxed on November 4:
"Your wire third, you may enter our order for locomotive.
Wish few details changed which we are covering by mail."
American Locomotive accordingly entered an order for an
other 2-4-2 at $8100 f.o.b. Patterson, New Jersey, with a

88
promise to ship the locomotive in April, 1917.
Browning complained to Aldridge about the rise in
prices brought about by the war when he reported his
87. Browning to Aldridge, November 11, 1916;
Glendinning to Browning, December 4, 1916, File 301.
88. Parsons to Browning, November 3, 1916; Parsons
to Browning, November 4, 1916, File 1200-B.
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equipment orders on November 11, 1916.

The new engine was

costing $2,500 more than its older sister. Number 3.

He

had ordered six more gondola cars from Kilboume & Jacobs,
and found they now cost $735 each, compared with the $610
previously paid for the same equipment.

At least the
89

second hand cars were a bargain— if they ever arrived.
The company could well afford the new equipment,
even at such increased prices.

Business for the mine and

its subsidiary railroad continually improved.

In November,

1916, for instance, the miners had reached the 1500 foot
level and struck an eighty-eight foot wide body of the
90
richest peacock ore yet found in Arizona.
As a result
of such wealth, 1917 promised to be a prosperous year for
the railroad;
Equally promising was the renewal, in January, of
activity at the Silver King.

A new company had been formed

to reopen the long abandoned shafts, not an easy task since
water filled the mine to the eighty-two foot level.

On

February 15, 1917, two six-inch pumps began the task of
91
unwatering the mine.
By the middle of March water had
89.

Browning to Aldridge, November 11, 1916, File

90.

Arizona Blade-Tribune. November 4, 1916, p. 1.

301.
91. The new company was the Silver King of Arizona
Mining Company, a Delaware corporation, with A.W. Hildebrand
of New York as president and John Fowle as Manager. Short,
et al., op, cjt., p. 143. The company was organized in 1916,
but real work did not begin until early in 1917. Superior
Sun. February 16, 1917, p. 1.
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been drained to the 150-foot level, where the main shaft
was solidly clogged with many years* accumulation of timbers
and muck.

When this was finally cleared away on March 25,
92
water again began to rise in the mine.
Reopening the
Silver King was not as easy as it seemed.
While this work went on underground, carpenters re
paired the old office building built in the 1870s, and built
several new structures, including a home for the mine super
intendent.

Plans called for timbering and cementing the

main shaft as soon as it was drained, and material continu93
ally arrived at Silver King.
Every major shipment of
supplies, of course, came up on the Magma Railroad.

To

facilitate handling material going to the mine, as well as
in anticipation of ore shipments going out, the railroad
constructed a siding 3.1 miles out of Superior and named
it Silver King.

A new schedule effective May 4, 1917,

called for the trains to stop at the new siding at 6:40 a.m.
and 12:50 on the return.

This schedule, time card number

three, also chopped fifteen minutes off the time into Magma,
94
though the train was to leave Superior at the same time.

92. Superior Sun. February 23, 1917, p. 1; March
2, p. 1; March 30, p. 1.
93.

Superior Sun. March 2, 1917, p. 1.

94.

Superior Sun. May 4, 1917, p. 3.
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The production from this and the Magma Mine were
now more important than ever due to the American declara
tion of war on the Central Powers on April 6, 1917.

Copper

was needed for the manufacture of brass shell casings; silver
was always welcome to strengthen the economy.
The Silver King project moved more slowly than
anticipated, yet, despite difficulties in organization and
financing as well as in mine engineering, progress was made.
The mine was found to have been worked in the old days to
the 850 foot level before closing, and only the richest ore
had been taken out.

The Superior Sun printed an optimistic

estimate of $700,000 in lower grade silver ores contained
in the old mine dump, which with new processes of extraction
were quite profitable to work.
mine itself.

Similar ore existed in the

Furthermore, old-timers remembered that at

the 800 foot level the original company had run into con
siderable copper, a fact verified by the copper content of
the water, dramatically demonstrated by electrolytic pre
cipitation of copper which occurred in the iron pump casings
as water poured through them from the mine;

"Mining men are

generally agreed that when activities reach this level Sil
ver King will pass to the class of rich copper producers,"
95
the Sun told its readers.
The implication was that the

95.
Superior Sun. February 23, 1917, p. 1; March
30, 1917, p. 1; July 13, 1917, p. 1.
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Silver King might prove to be another Silver Queen.

But that

was still some time in the future.
The trains continued to run normally, while the
railroad management kept a hopeful eye east up towards
King's Grown and the famous old mine at that mountain's
foot.

In August that year the railroad company performed

a rather unusual feat by reversing the usual trend of losing
traffic to automotive competition.

The townspeople had com

plained considerably about the poor quality of the mail
service from Florence by truck.

Consequently, effective

August 6, the Magma Arizona Railroad took over the mail
contract, and the little combination cars became miniature
96
railway post offices.
The trains carried no express,
however.

In March, 1915, Wells Fargo & Company had tried

to talk the Magma management into signing an express con
tract, with no success.
97
handle express.

The railroad simply refused to

There was ample business without it.

The Silver

King revival was simulated by other mines in the district.
One of these was the old Lake Superior and Arizona, which
had been leased out to Tom Grey for operation.

96.

Coincidental

Superior Sun. August 3, 1917, p. 1.

97. H. R. Hislop, Wells Fargo & Company Express,
El Paso, Texas, to Browning, March 13, 1915; Browning to
Dodge, July 9, 1915, File 500.
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with acquisition of the mail contract, the L.S. & A. shipped
a car load of high-grade copper, with a promise of more to
98
come.
It was all cash for the rail company’s coffers.
A month later that scourge of the desert, the flash
flood, again proved Magma’s temporary undoing.

The trouble

frequently came from the extensive watershed in the direc
tion of Picket Post Mountain, which too quickly dumped its
share of the precipitation into Queen Creek.

About 5 p.m.

on a Monday evening, September 10, 1917, rain began falling
in sheets southeast of the town, completely obscuring the
outline of the flat-topped mountain.

The downpour continued

about two hours, and though little rain fell on Superior
itself, the lower part of Queen Creek Canyon was the scene
of a raging torrent.

One complete span of the bridge; west

of Hewitt went out, as well as thirty feet of the south
approach.

Lundquist rushed bridge carpenters down the

track on Tuesday morning, and within a week service was
99
restored.
One of the railroad’s first shipments into
Superior after the bridge was repaired included a shiny

100
new La France fire truck for the town.

98.

Superior Sun. August 17, 1917, p. 2.

99.

Superior Sun. September 14, 1917, p. 1.

100 .

Superior Sun. September 21, 1917, p. 1.
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About two months later, on October 8, there was a
minor accident up near the mine ore loading bins.

The pony

truck on the engine derailed and eight ore cars got away
from the locomotive and ran away down the four per cent
grade, finally leaping the track and scattering concentrates
hither and yon.

There were fortunately no injuries, and the

Kilboume & Jacobs ore cars proved remarkably able to sur-

101
vive such mishaps with little damage.
The Magma Arizona's president was now far away and
preoccupied with more important affairs than his little
railroad.

William Boyce Thompson had been appointed a

member of the Red Gross Mission to Russia, whose real pur
pose was to bolster the Alexander Kerensky regime and keep
Russia in the war on the Allied side;

He had been

directly commissioned a lieutenant colonel in the army for
this duty, and acted in the capacity of the Mission's busi-

102
ness manager.
This war which called the company's president over
seas was to have a much more direct effect on the railroad
as well;

The entry of the United States into the war had

placed an unprecedented strain on American railroads.

With

in five days of the declaration of war, the Railroad's War

101.

Superior Sun. October 12, 1917, p. 2.

102 .

Hagedom,

op.

cit.. p. 182.
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Board was organized within the industry by executives of
all the major companies.

The board worked wonders in co

ordination and unification, but as the year neared its
end, the Wilson Administration decided this board was in
adequate.

As of noon on December 28, 1917, President

Wilson took control and possession of all American railroads.
A government bureau called the "United States Railroad
Administration" replaced the Railroads' War Board, and
divided the industry into six geographic regions.

The

President appointed his son-in-law, Secretary of the
Treasury William Gibbs McAdoo to the position of Director
103
General of Railroads.
This nationalization was not to mean a great deal
to the Magma Arizona.

The fact that it was narrow gauge,

hence impossible to interchange its engines and cars over
the Arizona Eastern, was its salvation.

Order after order

poured in to the Magma offices from the United States Rail
road Administration, in the best tradition of bureaucratic
red tape, and the Magma Arizona shed this rain of paper as
the proverbial duck sheds water.

Due to its different

gauge few of the orders could be applied to the Magma; few
affected its operations.

Furthermore, there was provision

103.
William J. Cunningham, American Railroads:
Government Control and Reconstruction Policies, pp. 16-52.
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in the law surrounding the U.S.R.A. that the President could
relinquish control of short lines railroads where control
was unnecessary.

It was clearly unnecessary in Magma's

case, and the railroad applied to General Counsel John
Barton Payne of the U.S.R.A. for release.

The government

granted the application effective March 30, 1918, and the
104
Magma was again on its own.
It was a busy little railroad, and becoming busier.
Early in March the Silver King began to ship ore from the
125 and 250 foot levels.

By that date the shaft had been

timbered to 325 feet and the mine was free of water to the
350 foot level.
was over.

The worst of the job of reopening the mine

For these first 350 feet the shaft penetrated

soft ground prone to cave in, but below 350 feet the shaft
went through solid granite walls which needed little sup
port.

On Easter Sunday, the miners in the King cut a five

foot ledge of fairly good ore on the 120-foot level.

The

railroad would reap part of the profits, as the teamsters
had in the early days.

"The management is now having

104.
R. H. Aishton, Regional Director, Western
Railroads, U.S.R.A., 226 West Jackson Boulevard, Chicago,
to Western Railroads, April 1, 1918; Browning to Aishton,
April 17, 1918; Ayer to Browning, April 2, 1918; John
Barton Payne, General Counsel, Division of Law, U.S.R.A.,
to Burdett, Thompson & Law, Attorneys for the M.A.R.R. Co.,
March 30, 1918, File 600.
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shipping ore hauled to the Magma siding, which will go for
ward to the smelter at El Paso in a few days," the Superior
105
Sun reported.
The railroad was meanwhile involved in improving
service to Magma Copper Company.

Late in 1917 work had

begun on a mile-long extension of the main line to reach
the new material storage yards of the mine, located on the
hillside far above the town.

This project, now nearing

completion, would eliminate transhipment of incoming
material to wagons for the final mile-long haul up the
106.
hill.
In the middle of this project, Browning decided the
railroad should cash in on the general prosperity and grab
some improvements for its own benefit.

On January 10, 1918,

he wrote to President Aldridge asking permission to construct
a new roundhouse on this extension;

The existing engine

house had been built in May 1915 at the foot of the con
centration plant, and could house only one engine, neces
sitating outdoor repairs and storage of the other three.
Furthermore, the rail yard next to the concentrator was

105;

Superior Sun. April 5, 1918, p. 1.

106. Browning to Aldridge, January 10, 1918, File
1200-B; See also. File 502.
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extremely cramped.

Due to this lack of space there was

constant friction between the roundhouse crew and Magma
107
Copper employees working in the concentrator.
Dentzer had worked up figures on the proposed
structure and Browning told Aldridge that the necessary
side tracks and switches for the roundhouse would cost
about $2800.

He said that the $20,000 appropriated by the

Board of Directors for the extension to improve service to
the mine would very likely cover the construction of the
roundhouse tracks as well. The building itself would cost
108
an additional $4,000.
(The actual estimate was $3700,
109
but he liked a little leeway.)
Aldridge promptly replied on January 18, 1918, that
Browning could go ahead with the roundhouse.

He did.

The

structure was finished that April, with concrete foundations,
stalls for three engines, and pit facilities to speed re-

110
pairs.

The use of switches on roundhouse tracks eliminated

the need for construction of a turntable; indeed, the rail
road was never to have a turntable.

The wye track and

1071

Browning to Aldridge, January 10, 1918, File

108.

Ibid.

1200-E.

109. Estimates by Browning done in pencil dated
January 9, 1918, File 1200-E.
110.

Blueprint of roundhouse plan. File 1200-El
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roundhouse switch served as well and were much less costly,
Superior had grown considerably since the construc
tion of the Magma Arizona Railroad.

The town had a con

siderable number of wooden, concrete, and adobe buildings,
most prominent of which were Boniface HacPherson1s Magma
Hotel and Kellner's store.

The old town well, located next

to the store, had been replaced with a more m o d e m water
supply.

An old Chinese known locally as "Bozie” ran a

restaurant for awhile, and when he died left the town
temporarily without other Chinese and without a restaurant,
until 0. G. Hing moved in and leased for operation the
restaurant in the hotel.

Superior was a fairly quiet place

for a mining town, and due to the civic-mindedness and con
cern for employees' welfare which governed many Magma poli
cies, it was uniquely free of the labor strife which had

111
haunted Morenci, Bisbee, and Clifton.
There were those who broke the law, of course, and
for them a small, cubical, concrete jail was built.

The

work on the building was done by an old Slav called "Dobey
Tom," who not only built the jail but was its first inmate.

112
The charge was drunkenness, as it always was for him.1

111.
with Jack Parr.
112.

Ibid.

Interview with Charles G» Moody; Interview
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No town in that era was without its "parlor house,"
or a near approximation,

Superior received the attention

of a madam called "Blonde Jo" who recognized the miners'
need and had closed her house in Ray to move to the more
113
promising camp with half a dozen girls.
Others joined
her in Superior's "West End."

On the other hand, the

authorities did not encourage development of a red light
district.

In April, 1918, the county attorney issued an

edict that "soiled doves" would not be permitted to roost
or roam around Superior, and the sheriff's department took
steps to enforce the order.

Deputies descended on the town

on Tuesday, April 23, and "quite a number of females— all
shades, all hues and all nationalities," were ordered to
leave.

The railroad proved too slow, so the girls turned

to the bus line.

"Wednesday morning's stage carried a

number of women of questionable repute Phoenix-ward and
there were still others booked on the evening stage," the
Sun told its readers Friday.

Editor Harry Heiner did not

comment on what Phoenix might think of the affair.

"Soiled

Doves Have Been Put To Flight," was the headline over the
114
story.
113.

Interview with Charles G. Moody.

114. Superior Sun. April 26, 1918, p. 3. Other
local madams included Bessie O'Brien, who maintained a "house"
in the Belmont Hotel, and Mary Coleman, who was established
above the drug store operated by the Bob Jones who later
was to become governor of Arizona. Interviews with Charles
Moody and Bert Fireman.
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If the railroad could not count on the prostitutes'
business, at least ore shipments continued gradually to in
crease.

While the Silver King was awaiting results of its

first shipment of ore to the El Paso smelter, the Grand
Pacific Mine was ready to ship.

On April 27 the Grand

Pacific received a seven ton Mack truck with which to haul
ore from the mine to the rail yards♦
ment went out for El Paso on May 3.

Its first ore ship
Equally important,

early in June the Silver King began working the 400-foot
115
level, clearing debris and shipping some silver ore.
The United States Railroad Administration, which
had recently released the Magma Arizona from its control,
was having a great deal of trouble handling the nation's
railroad industry.

As a solution to some of its problems,

it raised rates on its lines, which of course included
the Arizona Eastern.

General Manager Browning, anxious

as always to maintain good community relations, promptly
cut Magma rates to equalize the new costs with the old
at least as far as Phoenix and the Salt River Valley.
The Sun reported that Browning was"making every effort
to keep the cost of living down in the camp," and added

116
that the reduction was in line with his endeavor.

115.
1918, p. 1.

Superior Sun. May 3, 1918, p. 1; June 14,

116. Superior Sun. June 14, 1918, p. 1. This move
was to prove a costly one to the railroad. After the
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Almost as if a reminder to the management that the
railroad had its own troubles, fire af unknown origin com
pletely destroyed Bridge Number 11 on July 19, tying up the
line for nearly a week.

Mail and express had to be trans

ferred across the gap and brought into the city via
117
speeder.
Those wooden trestles, as Magma had learned,
were a nuisance.
A typical train to Magma Junction during that
summer of 1918 consisted of one of the two newer engines,
a number of

& J. steel ore cars, several gondola cars,

a box car or two, and a combine.

The most recent Magma

schedule called for the train to leave the yards near the

Magma Arizona had been released from government control, a
law was passed providing for compensation to railroads for
losses sustained due to government control. The Magma
Arizona believed it was due $45,000, and in 1924 or 1925
applied for payment. The government had paid some of the
claims, then refused to pay any more. An association of
short line railroads, lines which suffered most under the
government control, continued lobbying in Washington until
a bill was passed to provide them some relief. In March,
1941, the Interstate Commerce Commission reopened the Magma
case. It did no good, however, for the decision went against
the railroad, which did not get a cent. The primary reason
given for the decision was that the railroad had failed to
avail itself of the increase in rates provided by the
Director General's order of May 25, 1918. This "selfimposed loss had the effect of decreasing its net railway
operating income in the period of private operation during
the Federal control period so as to create a deficit com
pared with the corresponding months of the test period." See
I.C.C. Finance Docket No. 4622. See also Gus Mrkvicka,
Treasurer, M.A.R.R., to Dentzer, March 7, 1941, File 600;
117.

Superior Sun. July 26, 1918, p. 3.
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concentrator at 6:40 a.m.

Once it arrived at the station

it would pause for loading, while Engineer Leon Casstevens
checked his watch against the station clock and oiled around
the little locomotive to kill time.

The brakeman walked

along the train, checking the airbrake line and couplings.
Conductor H. C. "Slim" Halliday, a man well described by
his nickname, punched tickets as the few passengers stepped
aboard the diminutive combine.

From the very beginning the

passengers business had never amounted to anything.

The

railroad was fortunate to carry three or four, and many a
118
day the train left the station with an empty coach.
Shortly after 7 a.m. the whistle screamed the sig
nal for departure and the little "mixed" rolled away down
the track toward Magma.
went:

The stations and sidings came and

Silver King, 7:10, Reymert, 7:35, Hewitt, 8:15, and

finally Magma Junction an hour later.

Down at the junction

a Mexican labor crew unloaded the mud concentrates into the
bins and transferred other freight into the cavernous cars
of the standard gauge.

The foreman of this gang was a huge

Mexican named Ramon Lugo who weighed about 300 pounds, all
of it muscle.

He commonly handled incredible loads of ore

in his Number Six scoop, and when drunk, as was often the

118.
Superior Sun. December 28, 1917, p. 3; Inter
views with Frank Sarver, Jack Parr, Charles Gi Moody, Raul
Grijalva.
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case, he could handle twice incredible loads.
sight it was to watch him work.

An amazing

Despite his frequent in

ebriety, he was well liked and respected for qualities other
119
than his strength.
Leon Gasstevens, the engineer-fireman, was also
well liked by all who knew him.

A typical Irishman, he

seemed always to have a smile or a laugh on his face.

He

was a prematurely gray-haired man in his early forties whom

120
the management considered their best engineer.
Magma Junction was as unimpressive and hot as ever.
The crew would take water at the Hewitt tank on the way
down, and if it was possible to make it back to Hewitt
without taking water at Magma they would do so.

The

chemical content in the water pumped from the junction well
was such that it foamed in the engine boiler.

When the

water was acting up that way and foam filled the water
glass in the locomotive cab, it was impossible to tell
whether the boiler was full or nearly running dry, enough

121
to make any engineer nervous.
119. Interviews with Charles G. Moody and Raul
Grijalva; Browning to Dodge, March 12, 1917, File 901. The
work at Magma Junction was handled under contract or force
account basis; Lugo was not an employee of the company, but
a contractor who was foreman of his own crew, which varied
from six to twelve men, all Mexicans.
120.
Grijalva.
121.

Interviews with Charles G. Moody and Raul
Interview with Frank Sarver.
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After exchanging passengers and freight with the
Arizona Eastern, Conductor Halliday and the brakeman would
again check the air on the cars, and Gasstevens would then
haul back twice on the whistle cord to signal departure.
The train usually pulled out of Magma Junction about 11:15
and climbed back across the hot, dry desert.
always an uncomfortable one in the summer.

The ride was

The little com

bination car soaked up the heat of the sun, while the engine
cab not only soaked it up but generated its own.

It was

122
sometimes almost unbearable.
Hewitt was a welcome stop on the return trip, with
its water tank and a small amount of shade.

Reymert Siding

had merely a plank platform for handling shipments in and
out of Reymert Mining District to the southeast.
also a small telegraph shanty.

There was

Silver King, more commonly

called King Siding by the crews, though known to some as
Happy Camp, was the siding for transferring loads in and
out of the famous old mining camp, located five miles up
King Wash.

In addition to the siding there was a small

railroad water tank.

Superior was reached again about 2 p.m.,

and the perspiring passengers stretched their aching muscles
and eagerly departed toward town, a half mile from the sta123
tion, for a tall, cool beer.
122.

Interviews with Frank Sarver and Jack Parr.

123.

Ibid.
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After three years1 service, sane of the equipment
in daily use was in rather poor condition.

Wheels were

flat on one side, the steel cars were nicked or dented
after one too many derailments, the automatic brake lines
leaked air.

Gasstevens had complained about it, but the

roundhouse crew had not gotten around to making the neces124
sary repairs.
Casstevens was not always the engineer on the
regular train.

The man at the throttle of Engine 3 as the

train left the yards on July 25, 1918, was another Irishman,
named George O ’Hara, an engineer of considerable experience
on the Southern Pacific and Arizona Eastern who had been
highly recommended to Lundquist and Dentzer.

The train

pulled out about 7 :05 with six cars and combine No. 201.
L. F. McAleer was the brakeman and ’'Slim" Halliday the
conductor.

At Silver King Siding they stopped to couple

into the train two cars of sacked ore from that mine.

When

that was done, the train consisted of five K. & J. steel
ore cars, gondola No; 65, two steel box cars, and the
coach, with a total freight load around 147 tons.

Just

below King Siding, the train picked up a carpenter named
125
Johnson, his helper, Martinez, and their tool box.

124. Interrogation of Brakeman L. F. McAleer, July,
1918, File 2403.
125. The following account of the 1918 wreck is
drawn from five sources: (1) the stenographic record of
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The train again began to roll.

O'Hara worked steam

briefly to get over a little rise and then shut off to let
the train drift.

It picked up speed to around fifteen miles

per hour, and the brakeman saw the engineer reach for the
whistle cord.
hills.

The signal for "down brakes" echoed off the

McAleer and Halliday went to work to hold the train.

The conductor set the handbrake on the coach, then climbed
up on top of the last box car, where McAleer was tying down
its brakes.

He had planned to go ahead to the next car,

but the train was moving faster and Halliday decided the
cars ahead were swaying and jumping too much for him to be
safe on top of them.
It was obvious the train had gotten away from O'Hara.
Speed increased to thirty, thirty-five, forty • • •

The

train was not moving terribly fast, but it was too fast for
the curves in Queen Canyon.

McAleer and Halliday braced

themselves in the coach for what they knew was to come.

an interrogation of Conductor H.G. Halliday; (2) the
stenographic record of an interrogation of Brakeman L.F.
McAleer, both conducted by Browning; (3) a letter from
Browning to Aldridge dated July 26, 1918; (4) the account
published on the front page of the Superior Sun on August
2, 1918, and (5) four photographs of the wreck in the files
of the Magma Copper Company. Analysis of the source
material proves the newspaper wrong in three statements.
The Sun said there were no passengers when there were in
fact two; it said the train broke in two before the wreck,
which it did not; it was wrong in its statement of the
number and kind of cars in the train. One wonders, with
results such as these, whether any newspaper article can
be trusted.
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Just as the train was starting to slow down a
little, the engine ran onto a shallow curved trestle and
as it hit the curve, began to tip over to the left.

As it

tipped it threw heavy lateral pressure from a direction from
which the trestle was not designed to stand such weight,
and the whole trestle collapsed sideways to the right,
dumping the engine over to the left, with the five steel
ore cars and the gondola piling up behind it.

As the

engine rolled over and hit the ground three feet below the
level of the track, the cab roof popped off, dumping the
engineer out on his back, while the tender completely rolled
over, throwing its two trucks free to the creek bed.

Fuel

oil poured from the tender and mixed with the mud concentr
ates from the ore cars.
The second box car and the combine had stayed on
the tracks, after a bone-rattling stop when the first box
car piled onto the rest of the wreck.

The four men riding

the combine pulled themselves together and rushed up to find
out what had happened to O'Hara.

HcAleer arrived in time

to see a mud-and-oil-daubed figure stumble up from the
creek bed in a state of shock.

A little oil had spilled

from the firebox and was burning on the ground beneath
the overturned engine, and Halliday told Johnson and
Martinez, "Get a can of water, quick."

While they went

back to the coach, he and McAleer grabbed the engine water
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bag and tried to put it out.

They succeeded.

Fortunately

the fuel oil spilling from the tender had drained away from
the hot firebox, or the whole train might have gone up in
smoke.
The wreck was only five miles out of Superior, and
word was quickly sent up to the station.

One of the

speeders came down and took O'Hara up to the Magma Copper
Company Hospital in town.

Examination showed that he

suffered from a wrenched back and a few painful bruises,
but nothing worse.

Early in the afternoon he was sent up

to his apartment in the Magma Hotel to rest.
The Magma concentrates were all over the place.
The Silver King ore, however, had been sacked before ship
ment, and -though the sacks were scattered over the bed of
the wash, recovery and continued shipment of the rich silver
ore was comparatively easy.
to clean up the wreck.

The section crew went to work

The gondola car, one box car, and

even the hardy steel ore cars were rather badly smashed
up.

The main damage to the locomotive was to the cab and

a few pipe connections.

The fact that it turned over saved

the running gear from being broken or sprung.
Browning, of course, was madder than Hell.

The

day following the wreck, Saturday morning, he personally
interrogated the trainmen, with Dentzer and a stenographer
present.

The interview was not without a grim humor.
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"How does the wreck look," was the rather lame first
question he asked Halliday.
"Looks worse than it did yesterday when we looked
at it."
Browning was inclined to blame the whole thing on
the engineer, whom he believed more reckless than Casstevens.
"Did you have any trouble with that engineer speed
ing before?"
"Well, yes, but there was nothing got away from
him," answered Halliday.
"Nothing, but he was running a damned sight faster
than Cass was."
"Oh yes.

Cass was just like old man Todd; he was

careful."
Halliday insisted that the main trouble was that
the brake air was not working properly on the train.

But

Browning kept coming back to the question of excessive
speed.
"Did you ever make any mention at all about speed
ing to O'Hara?"
"No.

I never called him down.

I always thought he

knew where he was at."
"But still you knew he was going faster than
Casstevens"
"Yes, I know that."
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"How fast was she going when he whistled for
brakes, Halliday, faster than when Cass was on her?"
"Yes, about twenty miles an hour--along there

...
"You are satisfied that if Cass had been on her it
would not have happened?"
"I don't believe it would."
"I don't believe it would either," Browning angrily
agreed.
After he had finished quizzing Halliday, Browning
called in McAleer and raked him over in similar

fashion.

McAleer persisted in defending O'Hara, and like Halliday
insisted the brakes were-not working as they should.

He

claimed the airbrakes were not working at all on the combine,
though that car had a good handbrake.
said, were almost as bad.

The ore cars, he

"You can take a train down to

Magma and uncouple and after you leave the cars standing a
few minutes you can grab them and pull them around any place.
This shows how the air leaks off those cars • • • And Casstevens has 'kicked* ever since I have been here on this job,
and I can't blame O'Hara.

X don't blame him at all."

"Well, but they have been running right along and
never had any trouble," Browning said.
"Yes, that is very true," McAleer replied, "but as
long as there is a railroad there are going to be accidents. u
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Browning dismissed him, and the following day re
ported to Aldridge the accident was due to carelessness on
the part of the engineer. 0 ,Hara consequently left Magma
126
employ.
The railroad's master mechanic, Jack Weitzel,
127
soon had Engine 3 repaired and returned to service.
These had been busy years for the railroad.

Fre

quently trains ran several times a day, and occasionally at
night.

Except on one timetable in the summer of 1916,

which had scheduled two extras in addition to the regular
mixed train, most of this traffic was not advertised.
Often the extra.freight trains ran with no passenger car
or caboose on the rear and with but a two man crew— engineer
128
and brakeman.
On some occasions there were too many loads for one
engine to handle down the steep grade in the canyon, though
that single engine could manage them from Mile Seventeen to
Magma.

When that was the case, an early freight extra with

a saddle-tank engine on the point took a string of cars down

article
died in
he left
causing

126. Superior Sun. November 15, 1918, p. 1. This
says that '•Mickey" O'Harr a, a former Magma engineer,
Phoenix of influenza. There is no indication whether
the Magma of his own inclination, or was fired for
the wreck.

127. Interview with Charles G. Moody. Weitzel
had worked for railroads down in Mexico before coming to the
Magma Arizona.
128.

Interview with Jack Parr.
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to Mile Seventeen and waited on the siding.

Not long after

ward the regular mixed train arrived on schedule and picked
up the loads from the first engine for the remainder of the
trip.

With clear track up the canyon, the saddle-tank

locomotive would then run

light,” as a railroader speaks
129
of an engine without cars, back up to Superior.
Trains on the narrow gauge never operated with more
than one engine; there were no double-headers or helper
engines.

When the tonnage from Magma on Train No. 2 was

too heavy for one engine to handle, the crew would cut the
train in half and work it over the hills in two sections;
they would "double the hill” in railroad language.

The

second half would be left sitting on the main line while
the engine took the first half to the next siding, then re130
turned for it.
Superintendent Lundquist and Dentzer, who had
officially been made assistant superintendent early in 1916,
even worked out a procedure for dealing with the flash
floods which interrupted traffic almost on a routine basis.
When the weather appeared particularly threatening, the
dispatcher would call a crew to steam up one of the saddletankers.

The engine would couple on to Caboose 01, the

129.

Interviews with Jack Parr and Frank Server.

130;

Ibid.

168
little veteran of rails in the Colorado Rockies, and run
down the canyon and out past Hewitt until it was on the
south side of Queen Creek.

Then if a trestle or piece

of the grade went out with the rushing water, the railroad
conveniently had a locomotive and crew on each side of the
break, ready to handle traffic on its share of the line
or to assist in repairs, whichever seemed more important.
The caboose provided the crew of the stranded engine with
adequate if not comfortable living quarters during their
131
exile.
The increase in the volume of business handled by
the Magma railroad was partially due to America* s entry
into the World War.

The signing of the armistice on

November 11, 1918, portended the end of such prosperity
and a return to a more 1'normal" economy.

Indeed, a post

war depression soon troubled the nation.

As a result, 1919

was not a good year for the railroad.
For one thing, the American Railway Express people
were pestering Browning with almost threatening letters,
insisting that Magma sign an agreement with them to handle
express into Superior!

Browning refused, but was suf

ficiently worried by their insistence that he referred
the matter to the company attorney. Rice, who supported his
132
refusal.
131. Interview with Jack Parr.
132. Browning to Rice, July 9, 1919, File 500.
Rice to Browning, July 12, 1919, File 500.
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Furthermore, someone apparently had a grudge against
the line.

That spring complaint was made to the Arizona

Corporation Commission about the wait between trains of the
two railroads at Magma Junction, though few people rode the
trains.

The chairman of the Commission, Amos A. Betts,

wrote Browning about it in April and Browning replied that
business was insufficient to warrant scheduling a special
train to improve connections with the Arizona Eastern.
133
matter was dropped.

The

Then near the end of the year a complaint was made
to the State attorney general, possibly by the same person,
that the Magma Arizona was illegally handling trains with
less than the five man crew required by law.

On January

9, 1920, Browning received an ominously cold letter from
Attorney General Wiley Jones, which concluded, "Would you
kindly advise this office whether or not we have been
correctly informed in the premises, and if we have been
134
correct ly informed kindly comply with the law henceforth.H
Browning replied nine days later, citing another
paragraph in the Arizona Civil Code which exempted narrow
gauge railroads less than forty miles in length from the

133. Amos A. Betts to E.C. Kamm, Auditor, M.A.R.R.,
April 12, 1919; Browning to Betts, April 16, 1919, File 2102.
134. Wiley E. Jones to Magma Mining Company, Janu
ary 9, 1920, File 2102.

H
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full crew law.

With a mixture of justifiable righteousness

and glee, he wryly added, "We assume that your informant
neglected to advise you that our road is less than 40 miles
135
in length."
In the fall of 1920 the railroad suffered another
collision, though an entirely minor one.

On September 30

the morning train to Magma, with Ha11iday as conductor and
a man named Hale as engineer, ran into a cow near Milepost
Twenty-two.

Damage to the locomotive was insignificant;

damage to the cow was instantaneously fatal.
136
cleared and the train proceeded onward.

The track was

The price of copper was falling due to diminished
demand after the war, and traffic for the railroad was
gradually disappearing.

On Christmas Eve, 1920, the rail

road announced the annulment of its Sunday freight train.
Though regularly scheduled, the train was legally a freight
extra which carried no passengers or mail, so the railroad
could cease to operate it without petitioning the corpora
tion commission for abandonment.

"This is in line with a

policy of curtailment," the Superior Sun told its readers.
The newspaper announced that arrangements would be made to

135.

Browning to Jones, January 18, 1920, File

136.

Report of Conductor Halliday, File 2403.

2102.
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handle Sunday newspapers from Phoenix either by bus or
137
by railroad speeder.
The speeder was about to solve another problem for
the railroad and fulfill the mission Browning had origin
ally intended it for back in 1915 when first planning the
railroad.

By the end of March, 1921, the price of copper

fell so low the concentrator and smelter were entirely shut
down for an indefinite period, though development w o r k 138
exploration for ore— continued in the mine.
As a conse
quence of the complete collapse of eighty or ninety per
cent of the railroad's business, the company petitioned
the Arizona Corporation Commission for permission to replace
the six-days-a-week mixed train with a motor car and fourwheeled trailer which would handle mail, passengers, and
small freight.

On April 13 the commission notified Dentzer

of its qualified approval of the plan, "with the under
standing that should carlot freight of any kind be tendered
to you that a special train will be available to take care
139
of this business."

137.

Superior Sun. December 24, 1920, p. 5.

138. Magma Copper Company. Annual Report. 1920,
p. 3; 1921, pp. 3, 6.
139. D.R. Johnson, Rate Export, Arizona Corpora
tion Commission, to Dentzer, April 13, 1921, File 2102.
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There was even further curtailment.

In August that

year the corporation commission permitted the Arizona
Eastern to cease trains from Phoenix to Ray Junction on
Tuesdays, Thursdays, and Saturdays, thus killing Magma's
traffic on those days as well.

Mail on those days would

have to be handled by bus, though the railroads held the
140
contract for the days they operated.
As if to make matters worse, a week later, on
August 19, the weather struck at the railroad with unusual
persistence.

A thundershower accompanied by particularly

savage lightning deluged Superior that Friday, and swelling
streams took out bridges ten, fourteen and seventeen on the
Magma Arizona.

No sooner had the bridge and section crews,

working in intermittent rain, repaired the damage, than the
storm returned in full force and on Sunday afternoon again
141
washed away the bridges and track.
Even when the railroad was repaired, Queen Canyon
was empty of trains.

Rarely did the hot exhausts of an

engine or the shrill blast of a steam whistle echo from
the Pinal foothills.

In their place were the unromantic

coughs of the poorly muffled exhaust from a gasoline speeder,
the clickety-click of its light wheels over joints in the
rails;
140.

Superior Sun. August 12, 1921, pJL

141.

Superior Sun. August 26, 1921, p. 1.
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The future did not look bright for the narrow gauge
Magma Arizona Railroad, and it was not.

The diminutive

little line had done its job, and now its time was passing.
Soon the narrow gauge rails would be gone from the rightof-way.

Soon only rusty, four-inch spikes would mark its

ephemeral existence.

And yet, this was only the beginning

of railroading in Queen Creek Canyon.

CHAPTER V
NEW RAILS TO SUPERIOR
On Tuesday evening, November 6, 1917, William Boyce
Thompson relaxed in an armchair in his room in the Hotel
de 1'Europe, serenely smoking a cigar, while gunshots echoed
in the distance.

This was Petrograd in Russia, and the

Bolsheviki were in the process of violently overthrowing
the government of Alexander Kerensky.

A fellow American

member of the Red Cross Commission, Raymond Robins, entered
the room, and was surprised by Thompson's calm demeanor at
a time when there was some doubt that so prominent a capi
talist as he would get out of Russia alive.

Then Thompson

called to his massive Italian valet, "Rocchia, bring me my

1
little black bag."
Robins assumed that Thompson intended to turn some
money over to him for safekeeping, since he had a better
reputation among the Bolsheviki. but all Thompson drew from
the bag was a small blueprint map.

"Panther," he said,

using a pet name for Robins, "you were a miner once.
know something about this.

1.
pp. 237-238.

You

Look at it."1

This Russian episode is from H a g e d o m ,

op.

cit..
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Robins, calling to mind all he had learned in
Alaskan mining ventures, carefully examined the blueprint.
It was an engineer* s plan of the Magma Mine.

The two ig

nored the banging of doors, the rushing feet in the corri
dor, the ominous rumblings of cars full of armed men in the
streets.
"Panther, it looks to me as though on the 1,800
foot level we'd find good ore.

What do you think?"

2
Panther agreed.

"If the Magma is what I think she is,"

Thompson went on, "I'm going to put up the finest smelter
in the world there— not the greatest, mind you, but the
finest.

And when I dedicate it, you're going to be there."
For another hour, while Lenin's Bolsheviki rabble

was seizing control of the ancient capitol of the czars,
while all the stability and order that Thompson and Robins
had worked for came crashing down around them, the two
Americans talked of the quiet desert hills of Arizona, and
of the yet unmeasured wealth that lay beneath the deepest
tunnels of a certain copper mine.
At the beginning of 1917, the Number Two Shaft in
3
the Magma Mine had been 1,534 feet deep.
By the end of
the year the miners had reached the 1,838-foot level, and

2,
Hagedom did not say whether Robins agreed or
not, but the chances are he did.3
3.
4-5.

Magma Copper Company. Annual Report. 1916, pp.
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had opened intervening levels one hundred feet apart.
Everywhere they turned, their miners' lamps reflected the
glittering, iridescent blues and greens of b o m i t e ore,
rich with copper.

During the year the company had mined

107,529 tons of ore for a net profit exceeding a million
dollars, most of it from the 1,400-foot level.

The newly

discovered ore in the deeper tunnels was yet untouched,
except for that removed in driving the tunnels and shafts.
Thompson's optimism about the mine had proven fully justi.4
fled.
When the Magma Copper Company had originally de
veloped the mine and built the railroad, the ore reserves
were estimated at 80,000 tons.

"We didn't figure we had

more than five or six years left with that mine," an em-

6
ployee recalled.

But contrary to original expectations,

the ore body was proving larger and larger the deeper the
miners drove their shafts.

Figuratively and literally,

there was no end in sight for the operations of the Magma
7
Copper Company.4
7
6
5

4.

Ibid.. 1917, pp. 4-6.

5. "Additional information to support application
of June 23, 1922, to ICC for authority to sell additional
stock," File 901. At the end of 1915, reasonably assured
ore reserves were estimated at 87,000 tons; at the end of
1922, the estimate was 1,505,000 tons.
6.

Interview with Frank Sarver.

7. The ore continued to include bomite, which
indicated that rich ore went yet deeper.
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Now Thompson* s farsighted plan for a smelter at
Superior began to look attractive and practical to even the
most conservative and cool-headed engineer, for after the
great initial expenditure, it would save money.

Any earlier,

of course, there had not been enough proven future in ore to
justify it;

This economic situation had a parallel precedent

in the railroad.

Magma Copper Company had built a railroad

to hold on to profits previously paid to teamsters to haul
ore to Florence.

With a huge proven future ore reserve in

mind, the engineers began to look askance at Magma money
helping to fatten the annual reports of the Arizona Eastern
Railroad and the American Smelting and Refining Company.

A

smelter at Superior would eliminate both freight charges
on concentrates and the cost of having another firm smelt
the ore.

Magma could instead ship a finished product — pure

8
copper bullion.
Unfortunately, the existing Magma Arizona Railroad
was incapable of handling either the potential increased
production of the mine or the tonnage required to build a
smelter at Superior.

Immense quantities of heavy steel and

other materials would have to be shipped into town for the
new construction, and the idea of the little railroad's
toy engines struggling with such weight and volume was8

8.
4-6.

Magma Copper Company. Annual Report. 1919. pp.
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laughable.

Curves in Queen Canyon were so sharp that had

they been able to bear the weight the trains probably could
not have negotiated the winding track carrying long "I"9
beams.
The narrow gauge would have to be replaced.
With amazing speed, rumors of the proposed change
made their way around the industry, and Magma Arizona began
to receive premature inquiries from firms wishing to pur
chase the little railroad, lock, stock and locomotives.
The General Equipment Company of Chicago was first to in
quire, in January, 1918, and inquiries during the next four
years came from railroads, lumber companies, and machinery
and equipment firms, seeking narrow gauge equipment to fill
orders from such diverse patrons as a Mexican hacienda and
several companies in the Orient.

Mr. Browning politely

replied to each that he had nothing to sell them at that

10
time.

91 Compared to other narrow gauge railroads carry
ing mining, lumber, and agricultural products, the Magma
Arizona was light and cheaply equipped. Locomotives with
a 2-4-2 wheel arrangement were relatively unknown on common
carrier narrow gauge lines. Railroads such as the Denver &
Rio Grande, the Silverton Northern, the Sumpter Valley, the
Colorado & Southern, and the Southern Pacific narrow gauge
commonly used 2-6-0, 2-8-0 and 4-6-0 locomotives which
weighed much more and were more powerful than the Magma
engines. The narrow gauge Magma Arizona was more comparable
with mine tramways and specialized industrial lines than it
was with lines in interstate competition.1
0
10. Correspondence in File 503-B. One firm was the
Compania del Ferrocarril de Chihuahua y Oriente, Sociedad
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Serious planning for the reconstruction of the
railroad actually began in the fall of 1919.

On October

13 Ed Dentzer submitted to Browning comparative estimates
on the cost of building a standard gauge from Magma to
Mile Fifteen, Magma to Mile Seventeen, and from Magma all

11
the way to Superior, at Mile Twenty-Nine.

Browning told

an eastern official of the company four days later that he
favored the second proposition, continuing use of the ex
isting narrow gauge for the remainder of the distance from
12
Mile Seventeen into Superior.
By January, 1920, Dentzer
brought forward still other considerations.

On January 8

he submitted estimates on the cost of operations of (1)
the existing line, (2) a narrow gauge rebuilt with maximum
grades of two per cent, and (3) a standard gauge operating
but three times a week.

The first would cost $9,529.26 per

month to operate, the second, $7,075.05, and the standard
13
gauge, $4,609.99.
Anonyma, of Juarez, seeking equipment for its own line.
The Machinery Engineering Company of Phoenix wanted narrow
gauge rails and equipment to supply several Mexican rail
roads. George W. Cleveland, a wholesale lumber dealer in
Houston, Texas, sought twenty narrow gauge ore cars to haul
ore on a Mexican hacienda. The United Commercial Company
and L.S. Roberts & Company, both of San Francisco, sought
equipment for shipment to the Orient.
11.

Dentzer to Browning, October 13, 1919, File

2000.
12.
File 2000.
13.

Browning to A. J. McNab, October 17, 1919,
Dentzer to Browning, January 8, 1920, File 2000.
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The standard gauge obviously merited careful con
sideration.

Dentzer consequently proceeded to compile a

detailed estimate of the cost of construction of such a
railroad from Magma to Superior.

He completed his mile-by-

mile presentation of figures on September 11, 1920.

The

grand total for 34.67 miles of track was $1,157,330.93.
14
Bill Browning must have flinched when he saw that figure.
As constant encouragement, however, development in
the mine continued to be promising.

In 1918, the Number
15
Three Shaft was completed to the 1,600-foot level, and the
following year both Number Two and Three Shafts were ex
tended to 2,000 feet.

The miners drove a new main tunnel

in from the side of the ridge, meeting the two shafts 500
feet below the surface and 300 feet below the tunnel to
16
which ore had previously been hoisted for removal.
The end of the war affected Magma Copper Company
and the railroad in several ways.

The railroad's president

had not only survived the Russian Revolution, but had es
tablished reasonably good relations between himself and the

14. "Estimate of Cost for Construction of Standard
Gauge Railroad from Magma to Superior and the Magma Mine,
September 11, 1920," File 2000. This detailed estimate
ran to fourteen pages.
15.

Magma Copper Company. Annual Report. 1918.

pp. 4-6; Short et al., o p . cit.. p. 66.

16.

Short, et al.,

op

. cit.. p. 66.
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leaders of the soviets«

Always a realist, Thompson had in

sisted that the Bolsheviks were in power for good, and tried
to persuade his government to accept the fact and deal with
them.

He had failed in this, for the American government,

indeed all Allied governments, were convinced the Bolsheviks
were madmen who would shortly be thrown out of power.

When

his mission no longer served a purpose, Colonel Thompson
returned to the United States, again to take control of
17
his business affairs.
He was at that time developing
Texas Gulf Sulphur, and decided that Magma was moving smooth
ly enough that it could spare Aldridge.

Thus Aldridge re

signed from Magma Copper in 1918 to become president of
Texas Gulf Sulphur, and Vice President Ayer of the copper
company replaced him, however continuing his position as
18
vice president of the railroad.
After the end of the war, copper prices had dropped
considerably.

Nevertheless, development was continued.

In

1920 an electric mine railroad of twenty inch gauge was in
stalled in the new main tunnel to haul ore out of the mine,
and Magma engineers installed similar transportation on the
2,000-foot level.

Meanwhile, the husky, sweating miners

exposed the ore body averaging twelve feet wide for a length

17.

H a g e d o m , op. cit., 253-287

18

"Magma Summary,11 p. 2.
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of 1,300 feet on the 1,600-foot level.

Two hundred feet

deeper the ore proved 1,400 feet long averaging twenty-one
19
and one half feet wide.
In the fall of 1921, Browning, still dizzy from
Dentzer's million dollar estimate, found himself flanked on
one side by the need to do something with the railroad and
on the other by that appalling figure.
a third way out of his dilemma.

Well, he would seek

He told Dentzer to prepare

an estimate of the cost of rebuilding the narrow gauge.
Dentzer went to work on the problem, adopting as maximum
standards twenty degree curves and maximum grades of two
per cent, as compared with the existing fifty degree curves
and four per cent grades.

The railroad he proposed was

simply a heavier narrow gauge, using thirty-five ton loco
motives, probably similar to the moguls employed by the
United Verde and Pacific, which while narrow gauge, were
nonetheless considerably heavier and more powerful than the
Magma engines then in use.

Heavier locomotives would

necessitate rebuilding all trestles and culverts and re-

20
placing the thirty pound rail with new fifty pound rail.

19.

Short, et al., o p . cit.. p. 66;

20. '’Estimate of Cost for Reconstruction of Narrow
Gauge Railroad from Magma, Arizona to Superior Station,
Superior, Arizona, November 11th, 1921." File 2000.
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As Dentzer planned it, the reconstructed narrow
gauge was to be built on the existing roadbed for seventeen
and one half miles out of Magma Junction.

Near Hewitt Sta

tion it would detour around the potentially troublesome
Queen Box Reservoir Site, coming back to the old roadbed at
Mile 21.5.

For the next mile and a half it could again

follow the existing grade, but the four per cent grades on
the old narrow gauge necessitated an entirely new line for

21
the remainder of the distance into Superior.
Dentzer completed his estimates on November 11,
1921, and submitted them to Browning.

When Browning reached

the eighth and last page of his engineer’s mile-by-mile
breakdown of costs, his eyes rested on a grand total of

22
$471,466.04.

Significantly, this proposed expenditure

did not eliminate the cost of transferring all incoming
and outgoing shipments from one gauge to the other where
the Magma Arizona met the Arizona Eastern.
As Browning had not yet definitely rejected the
standard gauge, Dentzer had revised estimates for it,
shaving expenses where possible, and taking into account
changes in the cost of labor and material.

Due to the

economic recession following the war, not only copper but
all other prices had dropped as well, adversely affecting
21.

Ibid,

22.

Ibid,
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the copper company but at the same time encouraging new
construction.

By October, 1921, this drop in prices had
23
enabled Dentzer to shave the cost to $863,588.96.
In
comparison, the plan to rebuild the narrow gauge remained

nearly four hundred thousand dollars cheaper.
The year 1921 was a turning point for the mine,
though appearances were far from auspicious. While the
falling prices were paralyzing the copper industry, freight
rates over the Arizona Eastern and the cost of producing
blister copper from the concentrates at the Hayden smelter
had both greatly increased.

This unfortunate combination

of adverse economic trends forced Magma Copper Company to
suspend mining operations and shut down the concentrator at
the end of March.

Despite this bleak picture, Magma de

velopment work continued, and on the bottom level of the
mine, the well-known bomite and chalcopyrite ores were
found associated with chalcocite and tennantite of primary
geologic origin.

The presence of such high-grade copper

minerals at that great depth signified that rich ores
24
probably continued much, much deeper in the mine.

23. "Revised Estimate of Cost for Construction of
Standard Gauge Railroad from Magma, Arizona to Superior,
Arizona, and Magma Mine, October 19th, 1921." File 2000.
24.
pp. 3-10.

Magma Copper Company. Annual Report. 1921.
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Ignoring the depression as much as they could. Magma
Copper officials decided that year definitely to double the
capacity of the concentrator and construct a smelter at
Superior.

The management retained the engineering firm of

Bradley, Bruff and LaBarthe to draw up plans for the
25
smelter.
On January 11, 1922, Dentzer presented yet another
revised estimate of the cost of a standard gauge.

In this

his figures were down to $686,236.32, which was still better
26
than $200,000 above the cost of rebuilding the narrow gauge.
Meanwhile, copper company engineers studying the broader
problems of shipping and smelting costs, as well as Dentzer*s
figures limited to railroad building, calculated on their
y

polished ivory slide-rules that by standard gauging the
railroad and building a new smelter, the copper company
could save two cents per pound in the cost of producing
copper over the cost at Hayden.

This, of course, offset

the difference in cost between rebuilding the narrow gauge
and constructing a standard gauge.

Although the copper

plant and mine were shut down, the Magma management boldly
decided to follow their engineers* advice to standard gauge

25.

Ibid.. p. 9.

26. "Revised Estimate No. 2 of Cost for Construc
tion of Standard Gauge Railroad from Magma, Arizona to
Superior, Arizona, and the Magma Mine, January 11th, 1922."
File 2000.

186
the railroad.

Plans to strengthen the narrow gauge were
27
put in the files to be forgotten.
Browning and Dentzer must have felt that this was
where they came in.

For the second time in a decade, the

Magma Copper Company's subsidiary railroad was building
thirty miles of rails to carry copper.

A major decision

as to how to go about building a standard gauge was now
required.

Commonly when a narrow gauge was converted to

standard gauge, the short ties were replaced beneath the
narrow gauge rails with longer standard gauge ties.

Then,

with the narrow gauge still in use, either two standard
gauge rails were spiked down four feet eight and one half
inches apart straddling the smaller gauge, or a third rail
of the same weight as the narrow gauge was spiked one foot
eight and one half inches to one side of the narrow gauge
track.

Then either the two inner rails or the third rail

could be removed with a minimum of interruption to service
28
on the linel

27•

Magma Copper Company. Annual Report. 1922.

p. 8.
28.
The Denver & Rio Grande Western track through
the Royal Gorge is an example of a line converted from
narrow gauge to standard gauge by laying a third rail out
side the narrow gauge. The dual guage thus formed remained
for some years before the inner rail was removed, leaving
the standard gauge track which exists today. The twentyseven track miles between Alamosa and Antonito in the San
Luis Valley on the same railroad in Colorado are an example
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It was entirely possible to use either method of
conversion on a majority of the narrow gauge Magma Arizona.
There were, however, some sections of Queen Canyon where
the narrow gauge grade was too steep, the curves too sharp,
for any such procedure.

Furthermore, the narrow gauge was

located near the bottom of Queen Creek Canyon, quite
susceptible to damage from flash flood, as six years*
experience had proved.

Dentzer and Browning had decided

to build the standard gauge with shallower grades and wider
curves than the narrow gauge, and they further planned to
construct it high enough in the hills above the creek bed
to eliminate some of the flood damage.

The new line was to

go over a gap in the hills known as Gonzales Pass, thus
entering the canyon from a "side door" rather than at the
normal entrance.

Aside from the desirability of avoiding

of such a dual gauge track still used by both gauges. A
regularly scheduled local freight powered by a standard
gauge diesel operates from Alamosa to Antonito and back,
while main-line narrow gauge freight trains drawn by single
and double-headed steam locomotives rush over this line en
route to and from Chama, Durango, and Farmington, along the
Colorado-New Mexico border. Until a few years ago it was
not uncommon to see a narrow gauge engine pulling cars of
both gauges over the Alamosa-Antonito section, with special
"idled* cars carrying couplers for both gauges between them.
The Colorado and Southern track from Leadville to Climax is
an example of a line which was changed from narrow gauge to
standard gauge by placing two new rails outside the narrow
gauge, then removing the narrow gauge after the standard
gauge was in operation; The need for rapid shipment of
molybdenum from the strategic mine at Climax, Colorado, led
to this change in 1943.
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the flood prone mouth of the canyon, this route was prefer
able because it bypassed the reservoir sites.

As the country

was rapidly being developed, it seemed not unlikely that one
day the government might approve construction of a dam on
Queen Creek, thus forcing the railroad to rebuild around
the projected reservoir as was stipulated in the original
29
right-of-way agreement on file in Washington.
There remained the question of how to rebuild the
desert section, some seventeen miles of flat, nearly
straight railroad where there seemed to be no reason not
to use common methods of conversion.
that simple.

Yet, it was not quite

The narrow gauge on the desert was scantily

ballasted with mere dirt.

If this were to support heavy

standard gauge trains, it would need considerable work.
Furthermore, the ties all required replacement, and the
existing rails were not heavy enough for standard gauge
trains.

Another consideration was that numerous small

trestles on the desert, spanning shallow dry washes, were
not strong enough.

Finally, the desert was flat enough

that there was little advantage to be found in using the
30
old grade again.

29. Eventually a dam was built on this reservoir
site, confirming the railroad management's foresight.
30. Another consideration was that normal rail
traffic would daily interrupt crews working to convert the
one gauge to the other.
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With all these considerations in mind, the manage
ment made a rather unique decision.

They would not merely

convert the railroad to standard gauge— they would build an
entirely new railroad alongside the old one.

The narrow

gauge would be left in place to assist in construction of
the new; the standard gauge would then assist in dismantling
the old.

For a brief period there would be TWO Magma Arizona
31
Railroads operating side by side.
Of course word of such a project could not be kept
entirely confidential; it soon leaked out.

At the end of

January, 1922, an impressive collection of private railway
cars came into Magma on the Arizona Eastern, carrying
Colonel Thompson and, among others, a number of Southern
Pacific executives including Chairman of the Board Julius
Kruttschnitt, President William Sproule, General Manager
J. D. Dyer, and H. B. Titcomb, who had recently succeeded
Epes Randolph as president of the Arizona Eastern.

The

conference held by these officials at that unimpressive
junction in the middle of the desert led the editor of the

31.
On no other major conversion of gauge in the
country was this done. Where a narrow gauge line was to
be converted to standard, it had already been done by 1921.
The only future awaiting most narrow gauge lines was aban
donment. One exception already noted was the LeadvilleClimax branch of the C&S in Colorado. The only project
equally as unique as the Magma conversion was the change
of the Durango-Farmington branch of the D&RG from standard
gauge to narrow gauge about this time.
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Superior Sun to wild speculations that the Southern Pacific
Company was planning to build the standard gauge.

Further

more, when President T. M. Schumacher of the El Paso and
Southwestern Railroad remained behind to accompany Colonel
Thompson up on the narrow gauge for a visit to Superior,
Sun Editor Harry Heiner went even farther afield.

He pre

dicted the El Paso & Southwestern, which had a long record
of intense competition with the Southern Pacific, would
extend its standard gauge tracks from Tucson to Superior,
then on to Yuma, where it would absorb the railroad owned
by Spreckles interests for a line into San Diego, thus
putting Superior on a main line from El Paso to the Pacific
Coast.

A quick glance at the map would have convinced any

reader that Heiner did not know what he was talking about.
The Sun editor was not known for sober writing, and this
must have been one of his less sober days.

He also specu

lated about a rumored El Paso & Southwestern extension to
Globe by way of Superior and the rugged canyon that cut
through Apache Leap.

All of this speculation was based on

the history of rivalry between the Southern Pacific and the
El Paso & Southwestern.

The trouble was that the Southern

Pacific was already engaged in negotiations for control and
eventual absorption of the El Paso and Southwestern, which
accounted for President Schumacher1s presence in a party of
32
all the top Southern Pacific brass.
32.

Superior Sun. February 3, 1922, p. 1.
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The parallels which developed between construction
of the standard gauge and construction of the narrow gauge
were striking.

Again, for instance, it was Charles F. Ayer,

now president of Magma Copper Company as well as vice presi
dent of the railroad, who pulled the strings connected to
legal and corporate matters from 14 Wall Street.

Again it

was the attorney Edward Rice, the calm, white-haired Globe
lawyer who always thought out every possible angle of a
situation before rendering an opinion, who handled legal
33
affairs in the state of Arizona;
On March 30, 1922, Ayer wrote Rice suggesting an
increase in the railroad's stock from 2,000 shares at par
$100 to 10,000 shares, same par value, in order to finance
34
the project.
While investigating legal aspects of this
increase, Rice discovered an act passed by Congress in 1920
which prohibited any railroad from issuing any capital stock
or bonds without the authorization of the Interstate Com35
merce Commission.
The Octupus had grown another arm; it
seemed that agency was always a roadblock to progress.
Well, the railroad company would have to comply, but first

33.

Interview with Frank Sarver.

34.

Ayer to Rice, March 30, 1922, File 903.

35. Rice to Ayer, April 19, 1922, File 903. This
was an amendment to the Interstate Commerce Act, which
added a new section. No. 20,

192
there was other legal groundwork necessary for the increase.
Just as he had done in October, 1914, Rice called together
a special stockholders* meeting in Superior on May 18, 1922.
At this meeting the stockholders gave their rubber-stamp
36
approval to the increase.
Meanwhile, the board of directors had officially
authorized the new railroad.

On April 10, 1922, General

Manager Browning received a coded telegram from Ayer:
ERADATE JUST PLOVER PORT REFINED OBTAINABLE
STOP ERECTATE JUST PERICARDIUM PAVIOR FOR
QUANTITY SEIT STOP YOU SHOULD ALSO PALPITATED
LOP FOR PORTABILITY SARCASM AND SEND SAME ON HERE
FOR APPROVAL AT AN EARLY DATE . . .
which when decoded read:
Referring to your telegram of April 3rd you
are authorized to purchase rail best terms ob
tainable. Referring to your telegram of April
4th you are authorized to place order for
quantity ties. You should also negotiate con
tract for railroad work and send same on here
for approval at an early date . . .37
In accordance with these instructions, during the second
week in April Browning had issued invitations to bid for
the "grading, erection of structures, and laying of track
for approximately 30 miles of main line, with necessary
38
yard tracks, sidings and spurs • • • •"
The bids were
36. "Minutes of Stockholders* Special Meeting,
Superior, May 18, 1922," File 903.
37. Decoded telegram, Ayer to Browning, April 10,
1922, File 903.
38. "Invitation to Bid on Railroad Construction,"
File 2000-A.
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due on April 22, and as early as April 14 the newspaper re
ported that three or four big contractors had been in
39
Superior to obtain data on whcih to base their bids.

A

number of contractors did not learn about the project in
time to meet the deadline, so for their convenience an
extension of the deadline to 3 p.m. on April 27 was granted.
On the following afternoon, Thursday, April 28, the nine
40
bids were opened in Dentzer's office.
Among the firms bidding for the job were some of
the largest and most experienced contractors in the West.
Cotey and Black of Clifton had built the Shannon Railway,
rebuilt the Coronado Railway, and worked on the Arizona and
New Mexico.

McPeak, Burton and Bruckman was a prominent

Los Angeles firm.

The Utah Construction Company had done

a great deal of work for the Union Pacific.

Crowley and

Cashion Construction Company of Phoenix had worked on the
Southern Pacific, Pacific Electric, and the Sud Pacifico de
Mexico.

Dudley and Orr of El Paso had completed jobs for

the Chihuahua al Pacifico, the Ferrocarril Parral y Durango,
and other Mexican lines, and was still working on Colonel
Greenway's Chihuahua y Oriente.

The Shattuck Construction

Company of San Francisco was a veteran of construction

39.

Superior Sun. April 14, 1922, p. 1.

40 .

Superior Sun. April 28, 1922, p. 1.
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projects on the Arizona Eastern, the Oakland and Antioch,
the Western Pacific, and the Ocean Shore Railroad, to name
but a few.

The Foundation Company of San Francisco, Twohy

Brothers Construction Company of Phoenix, and even a local
firm, Maurice Ryan and Son of Superior, joined in the bid41
ding.
Twohy Brothers of Phoenix submitted a figure of
$750,000, which proved lowest of the nine bids offered.
The next lowest bid was $13,000 above the Twohy bid, and
42
the top bidder was $80,000 higher.
Browning immediately wrote out a telegram which
went to Ayer the same day:
Have received 9 bids on railroad work. As
Twohy Brothers of Phoenix are lowest bidders
I am notifying them they can have the work.
Please have this approved at early date
authorizing my signing contract.
But what the telegraph operator actually sent over the wire
was:
INDISPOSE APPROXIMATE LAMPS OF PORTABILITY
SARCASM AS QUANTITY YEHOWT SREHTORB OF PHOENIX
ITCHED OFFSET QUANTITY SREDDIB MURRAIN PARDONED
THEM REINSTATE CAN MONOTONE THE SARCASM STOP
PLEASE MONOTONE RELET INWROUGHTED AT EARLY DATE
JUNIOR MY REBUFFED GESTICULATE.43

41.

Individual bids in File 2000-A.

42.

Browning to Ayer, May 2, 1922, File 2000-B.

43. Telegram, Browning to Ayer, April 28, 1922,
encoded copy. File 2000-A.
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As he had said he would, Browning informed Judge John Twohy
that his firm could have the contract.

The general manager

considered the railroad fortunate to have received such a
low bid, for the ebb tide of recession had ceased and
exactly as in 1914 prices were rapidly rising.

In fact,

prices had risen considerably in the short time since
Twohy Brothers had compiled their first figures.

This
44

fact accounted for the much higher bids of other firms.
Ayer, who was a personal friend of Judge Twohy,
was happy to learn of the results of the bidding when he
unscrambled Browning*s alphabet hash.

He wrote Browning,

"I am glad that Twohey Brothers were the lowest bidders as
I feel they will do their best to give us a good job.
45
personally like to see them have the contract."

I

Another parallel with the railroad project of 1914,
during the middle of April a delegation of Florence business
men again visited Superior to attempt to persuade Browning
to build the standard gauge to Florence rather than to
Magma, but again topography and economy dictated Magma
Junction as the interchange with the Arizona Eastern.

When

commenting on this. Editor Heiner of the Sun, still intoxic
ated with the idea of an El Paso & Southwestern branch to
44.

Browning to Ayer, May 9, 1922, File 2000-B.

45. Ayer to Browning, April 29, 1922, File 2000-B.
There is also a telegram on the same date which said, "Am
glad parties named were lowest." File 2000-A.
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Superior, suggested that a connection from Tucson would
benefit Florence more than a direct connection with
46
Superior.
For once he was right.
To handle the actual construction, Twohy Brothers
subcontracted with a man named Connor and with one of their
competitors in the original bidding, M. Ryan and Son, for
part of the work.

Including these firms, Twohy announced

they would soon have eight hundred men at work on the line.
His subcontractor Ryan was first on the job.

Ryan had men

begin setting up camp at Hewitt on May 4, and his crew
began actual construction work on May 9.

The initial labor
47

force consisted of only seventy-five men.
Work on the new railroad was handled from three
camps.

Ryan, first to set up, was located near Hewitt.

Connor's camp was at Magma Junction, and he had the easiest
part of the job, the flat desert.

By May 19 each of the

subcontractors had about a hundred men at work.

The

principal contractor, Twohy Brothers, had just started
setting up their own work camp at the baseball park in
Superior.

Twohy planned to use steam shovels for the more

troublesome parts of the line, horse-drawn fresno scrapers

46.

Superior Sun. April 21, 1922, p. 1.

47.

Superior Sun. May 5, 1922, p. 1.
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48
for the easier sections.

Except for the use of steam

shovels, construction procedures were much the same as
MacArthur Brothers' methods on the narrow gauge.

The

significant difference was that the narrow gauge was in
existence, paralleling much of the new railroad, and capable
of carrying construction materials such as bridge timbers
that MacArthur Brothers had to haul by wagon back in 1914.
On May 17, Twohy Brothers' Construction Super
intendent, A. W. Sullivan, met with Assistant Railroad
Superintendent Dentzer and arrived at an agreement which
enabled the contractor to use the narrow gauge.

Magma would

furnish a work train out of Superior at Twohy request, with
the construction firm paying crew's wages, cost of fuel
used, and other operating expenses.

In addition they

would pay a rental of $10.00 per day per locomotive and
fifty cents per day per car used.

The construction trains

had to operate under directions from the railroad dispatcher
so as not to interfere with the regularly scheduled traffic,
which was to continue throughout construction of the new
49
railroad.
While this was taking place, Browning had decided
the company could save considerable money by using second

48.

Superior Sun. May 19, 1922, p. 1.

49. Agreement regarding use of narrow gauge equip
ment, May 17, 1922, File 2000-A.
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hand rail*

During May, 1922, he had made arrangements to

purchase from Southern Pacific most of the required
quantity.

The rail was located in Los Angeles, and Brown

ing sent Dentzer them to inspect it.
rail there was in very bad condition.

Dentzer reported the
Browning immediately

notified Southern Pacific he would accept only rail which
could pass what was known as Hunt's Number One Specifica
tions.

Southern Pacific apparently had none of that

quality for sale, so Browning canceled his agreement with
50
them.
Next he turned to the United Commercial Company,
a dealer and agent for the sale of used railway material.
Through United Commercial Magma obtained six track miles
of rail once used on the El Paso and Southwestern Railroad.
This rail, with joiners weighed in, cost him thirty-three
dollars per gross ton f.o.b. Magma.

United Commercial then

offered the remaining twenty-eight miles of rail out of
Denver at thirty-nine dollars per gross ton f.o.b. Magma.
All of this rail weighed seventy pounds per yard and was
of uniform cross-section.

It was more than twice as heavy
51
as the rails on the narrow gauge.
The summer was occupied largely in clearing the

new right-of-way and construction of the grade across the
50.

Browning to Ayer, June 24, 1922, File 2004

51.

Ibid.
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flat desert toward Gonzales Pass.

Horse-drawn Fresno

scrapers were used for most of this work, while the little
narrow gauge trains hauled timbers ahead for advanced bridge
construction as planned.

During July a nationwide strike by

railroad shop crafts caused the contractors serious labor
and supply problems, and not much real progress was made
52
until fall.
The little narrow gauge considerably aided work on
the new line.

Across the desert the standard gauge was

being laid parallel to the old track and only twenty feet
53
away, on the southeast side.
Instead of distributing ties
and rail immediately ahead of an advancing railhead, the
contractors employed the narrow gauge to distribute all the
track material over extensive sections of the line.

By

September 1, for instance, ties had been distributed over

52. Locklin, o p . cit.. p. 132. The shop strike
was caused by a decision of the Labor Board to reduce wages
of maintenance-of-way employees, shopmen, clerks, station
employees, and others. The strike, however, was principally
one of shopmen.
53. Map entitled, "Relation between Definite Loca
tion and Amended Definite Location," File 2002. This map
shows the location of both the standard and narrow gauge
lines, but since it was drawn up before construction of
the standard gauge, there may have been some changes in
that track. An examination of the ground, however, confirms
the parallel locations on the desert, though it is possible
the new track was laid somewhat closer to the old than
twenty feet. The old grade is not clearly delineated, and
its presence is confirmed principally by narrow gauge spikes
and bolts.
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the first eighteen miles of right of way, though no rails
were yet laid.

Within the next month the narrow gauge work

trains carried loads of ties up to Milepost Twenty-three
and Superior, where stockpiles were built up for the canyon
portion of the line.

Redwood bridge timbers for the desert

line had not arrived until late in July due to the railroad
strike, and during August and September much of the work
done was on bridge and culvert construction.

Twohy Brothers,

however, had moved one steam shovel in to begin excavating
rock cuts in the canyon, and they had a second larger shovel
on the way.

To assist in hauling the earth and rock moved

by the shovels from cuts into fills, the contractor brought
in his own little portable narrow gauge track and miniature
dump cars.

Dentzer estimated the track would reach the
54

smelter site around December 1 at the rate they were going.
During October, rails were distributed along the
first ten miles out of Magma, and all minor trestles were
completed, leaving only the major bridge across Queen Creek
unfinished.

The labor shortage continued, and Dentzer was

forced to move his estimate of the date of completion forward
55
two weeks.

54.

Dentzer to Browning, September 1, 1922, File

55.

Dentzer to Browning, October 1, 1922, File

2000-D.
2000-D.
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While this work was proceeding out in Arizona,
President Ayer was having trouble with the corporate re
organization.

Ayer had whittled the capital increase down

to $800,000 and the routine application had. gone through
the Arizona Corporation Commission on August 11 with no
56
trouble.
Then the Interstate Commerce Commission chose
to demonstrate its genius with a monkey wrench.

The

I.C.C.'s Bureau of Finance ran Ayer's figures through their
red tape and concluded that if approved, the railroad would
be overcapitalized by forty to sixty thousand dollars.
President Ayer exploded.

Though an old hand at

dealing with the I.C.C., he had never gotten accustomed
to their interference.

When the company's Washington

attorneys, Burdett, Thompson and Law, forwarded to him the
I.C.C. letter, he told them
• . ; it would look like this letter was
written by some office boy, it is so lacking
in common sense and intelligence. I suppose
there is nothing to do but to answer questions,
foolish without number, until we finally get
what we are asking for
. . . Is there any
possible way to get in the heads of the Com
mission the fact that we are more interested
in keeping down these capital expenditures

56.

Dentzer to Browning, November 1, 1922, File

2000-D.
57. Charles W. Mahaffie, Director, Bureau of
Finance, I.C.C., to Burdett, Thompson & Law, Attorneys,
501-4 Ouray Building, Washington, D.C., Finance Docket No.
2456, August 30, 1922; Burdett, Thompson & Law to Ayer,
September 1, 1922, File 903.
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than they are? It is our money, not theirs,
that is being spent.
Actually the I.C.C. letter, while no literary gem, was not
as bad as he said it was; he was simply blinded with anger
and frustration.

Ayer insisted that even $800,000 would be

insufficient for reconstruction purposes, and that any
lesser increase in capitalization would force the company
to go through the legal expense of a second application,
all of which would waste the capital of a company which,
due to the shutdown of the concentrator and mine, was not
58
even at that time carrying copper.
Finally, after need59
less delay, the I.C.C. approved the stock issue.

58. Ayer to Burdett, Thompson & Law, September 2,
1922, File 903.
59. The railroad would have continual trouble with
the I.C.C. down through the years. Periodically it would
receive threatening letters from this or that bureau in
Washington, demanding to know why some regulation was not
being complied with or why the Magma Arizona was not sub
mitting some form which it probably never knew was required.
The usual result was that the railroad submitted multiple
copies of forms containing entirely negative information.
Examples during World War II included an "Annual Report on
Block Signals, Interlockings and Train Control Systems" and
a "Report on Dormant Quantities of Ferrous and Non-Ferrous
Metal," neither of which were properly any concern of the
Magma Arizona. For another example of I.C.C. meddling, in
November 1939 the Bureau of Inquiry wrote the railroad
acasing it of illegal weighing of shipments which benefited
the Magma Copper Company--in other words accused the railroad
of not charging the copper company for weighing the cars.
Dentzer wearily replied that the copper company did its own
weighing on its own scales, so the accusation was patently
untrue.
The most troublesome affair involving the I.C.C.
was a result of the Valuation Act of 1913. For rate-making
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During the middle of October the second steam shovel
had gone to work, but both shovels encountered much harder
rock than anticipated and made very slow progress.

Further60

more, the labor shortage continued to plague Iwohy Brothers.
Meanwhile, as MacArthurs had done in 1915, Twohy Brothers
brought in a saddle-tank dinkey locomotive, this one standard
purposes, the I.G.C. was required to inventory in detail
the properties of every common carrier railroad in the
United States. The I.G.C. had to ascertain the original
cost of each line, the cost of reproduction new (for which
prices as of June 30, 1914, were adopted as standard), and
the cost of reproduction less depreciation. In each case
the figures had to be accompanied by an analysis of methods
by which the figures were obtained. A complete financial
history of each carrier was required. By 1918, the I.G.C.
Bureau of Valuation which was organized for this purpose
employed 1,573 people.
The requirements of the Valuation Act were absolutely
ridiculous. Ascertaining merely the original cost of a rail
road was often impossible. For one example, all of the
files in the main office of the Southern Pacific had been
destroyed in the fire which followed the great San Francisco
earthquake. Many railroads, such as the Twin Buttes Rail
road south of Tucson, had not maintained the necessary
records. Furthermore, when the valuations were carried out,
few, if any, railroads were satisfied with the results.
The valuations determined by the I.G.C. were generally far
too low. Few, if any, were either just or accurate.
The original valuation of the Magma Arizona was
made in June, 1917. The railroad had thirty days to file
a protest, but did not. It is not clear why the railroad
did not protest, for the valuation was certainly unsatis
factory as far as the management was concerned. The I.G.C.
claimed that the Magma Arizona had "Bessemer Steel" rails
and pile trestles, which was entirely incorrect. The rails
were "Open Hearth" and the trestles were all frame construc
tion; in March, 1920, Dentzer compiled a detailed comparison
of figures on the cost of reproduction of the tracks and
grade and concluded that the I.G.C. figures were approxi
mately 75 per cent too low.
60.
2000-D.

Dentzer to Browning, November 1, 1922, File
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gauge, to operate over the new line and assist in the ballast

61
ing and moving the steam shovels.

Dentzer was forced to

advance his estimated date of completion another ten days;
if his estimate was correct, Twohy Brothers would complete
62
the line to the smelter on Chtistmas DayI
Browning went
over the line two weeks later and moved the estimate up to
63
New Years' Day.
Only time would prove who was right.
During these months Browning was living the days of
1914 again, wrestling with problems of ordering equipment
for a railroad.

As the company's relations with American

Locomotive had always been satisfactory. Browning decided
to award than the contract for the railroad's first standard
gauge engine.

After some preliminary correspondence, in

which Master Mechanic Weitzel recommended a Vanderbilt
tender because it would be easier to maintain and repair

61; Interview with Jack Parr. Parr has a snap
shot showing five people standing on top of the saddletank
of this engine at Magma Junction. It was numbered ten and
labeled, "United States Equipment Co. Chicago 111." There
was more painted on the side of the saddletank, but it is
too indistinct in the photograph to be read. Like one of
the MacArthur Brothers' engines, this locomotive may have
been left behind when Twohy Brothers departed. If so, it
was taken over by the county tax assessor and scrapped for
back taxes.
62.

Dentzer to Browning, November 1, 1922, File

63.

Browning to Ayer, November 15, 1922, File

2000-D.
2000-D
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64
than a rectangular tank,

the railroad received acceptable

specifications from the builder, dated June 1, for a 19,900
65
pound 2-8-0 Consolidation type engine.
Browning signed a
contract for the locomotive on July 25, and Engine Number
Five— standard gauge equipment was to be numbered consecu
tively above the numbers on the narrow gauge roster— was
erected at the Brooks Works at Dunkirk New York in October

66
and November.

On November 6 the shiny new engine was

shipped dead on its own wheels with a '^messenger" riding
the cab via Erie, Baltimore and Ohio, Rock Island, El Paso
and Southwestern, Southern Pacific, and Arizona Eastern
Railroads, and arrived at Magma Junction in the middle of
67
December.
One engine was, of course, insufficient.

Browning

decided the company could save money by purchasing as a
stand-by a second hand locomotive.

As early as March, 1922,

he had been corresponding with F. L. Hunter, purchasing

64.

Weitzel to Browning, May 17, 1922, File

2003-A.
65. American Locomotive Company, Specifications,
June 1, 1922, File 2003-A.
66. W. J. Hall, American Locomotive Company, to
Browning, November 6, 1922, File 2003-A.
67. Ibid.; Telegram, "Magma Arizona locomotive
five out Tucumcari seven five AM date," from El Paso,
December 5, 1922, File 2003-A.
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68
agent of the El Paso and Southwestern.

The El Paso and

Southwestern had for sale a number of engines and cars from
the Arizona and New Mexico Railroad, which it had absorbed
69
on January first•
The Magma Arizona had particularly good
contact with the Arizona and New Mexico because in March one
of that line's officials, R. K. Hinson, left to become
70
traffic manager for the Magma;
At any rate, during the
latter part of June, Browning sent Master Mechanic Weitzel
down to El Paso where in July he inspected four locomotives
and seven freight cars.

Weitzel recommended purchasing

Arizona and New Mexico No. 26, a 2-6-0 Mogul type built by
Baldwin in 1907 which had just come in from service on the
Lordsburg-Clifton branch.

The El Paso and Southwestern was

asking only $7,500 for the engine; that was less than the
last narrow gauge locomotive had cost new.

Weitzel also

recommended a number of repairs which the El Paso and
Southwestern agreed to perform, and the engine and four box
cars purchased at the same time were to be shipped November
15.

Browning told Ayer, "We figure that we can afford to

spend $6,000 or $7,000 if necessary to repair this loco71
motive and still be ahead of the game.11
68.

Hunter to Browning, May 19, 1922, File 2003-B.

69.

Dunscomb, op, cit., p. 381

70.

Superior Sun. March 17, 1922, p. 1.

71. Weitzel to Browning, July 7, 1922; Browning
to Ayer, July 8, 1922, File 2003-B.
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The veteran engine, now Magma Number Six, arrived
at Webster on Monday, December 11, 1922, even before Engine
72
Five had come in.
In January, after he had inspected the
second hand locomotive, Weitzel sadly reported that the
general overhauling it had received in the El Paso shops
was very poor.

He then took the matter up with the El Paso

and Southwestern, which finally agreed to be billed for
additional repairs which Magma would have to make in its
73
own shop.
Meanwhile, construction had slowly continued.

By

November 10 the standard gauge yards at Magma Junction
were finished and five miles of newly spiked track ex
tended northeast across the desert.

By using the narrow

gauge line, Twohy Brothers had begun distributing ties from
the north end of the site of the Queen Greek trestle towards
74
town.
By the end of the month they had three miles of
ties laid in that area and planned to place rail long
before the trestle was finished.

There would be more delay.

Arizona Indians doing the rain dance that November were
undoubtedly highly gratified by the response of the Gods;

72.

Superior Sun. December 15, 1922, p. 1.

73. Browning to Hunter, July 22, 1922; Browning to
Hunter, July 8, 1922; Weitzel to Browning, January 5, 1923;
Weitzel to Browning, February 8, 1923, File 2003-B.
74.

Interview with Frank Sarver.
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Twohy Brothers now faced another of MacArthur*s problems.
Not only did the rain entirely halt work for two days, it
caused several serious slides on the already prepared grade
in Miles 19 and 20, and the drenched ground impeded the
fresno scrapers for a week.

Dentzer moved his traveling

estimate of completion up another fifteen days.

The great

day was now to be in the middle of January.
Dentzer was getting desperate.

By December 8 the

track had been laid to within a little more than ten miles
of Superior.

The roadblock there consisted of three cuts

on Ryan's subcontract in the first few miles of the canyon.
Due to the hardness of the rock, excavation was moving at
a snail's pace.

Until they were completed and the track

laid three miles beyond them, the pile driver could not be
brought up to work on the major bridge over Queen Greek.
Furthermore, the desert track was still unballasted, and
since Twohy Brothers planned to use one of the steam
shovels then working on the cuts to dig ballast, the ballast
ing could not be done until the grading crews completed the
cuts.

It was a vicious circle.

The inescapable delay,

coupled with continuing labor and supply problems, was
running up a monthly deficit for the contractor.

The rail

road officials were constantly urging speed, and Browning

75.
Dentzer to Browning, December 1, 1922, File
2000-B; Superior Sun. November 10, 1922, p. 1.
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and Ayer were becoming as frustrated as in 1915.

On December

20, Dentzer recommended several practices he said the rail
road should insist Twohy Brothers adopt.

These included

(1) working three sight hour shifts daily on the first two
cuts on Ryan's subcontract, (2) driving the pilings on the
bridge immediately without waiting for track to reach it,
(3) bypassing unfinished cuts to lay track beyond them, and
(4) rushing surfacing work on the completed track by bring76
ing in more equipment to handle ballasting.
By New Years1£ day, Twohy Brothers had followed at
least one of Dentzer's suggestions.

They had put a crew

to work surfacing the existing eighteen miles of track out
of Magma.

North of the still vacant bridge site, another

two miles of track were in place.

But Dentzer complained

that the work was progressing "very slowly, due to ineffi
cient equipment and labor."

Right on schedulers advanced

his estimate of completion another half month.
As track was laid up Queen Creek Canyon, the
standard gauge crossed the narrow gauge several places.
This presented a problem in operations.

It was solved by

the fabrication of a number of steel crossovers which section

76. Superior Sun. December 8, 1922, p. 1; Dentzer
to Browning, December 20, 1922, File 2000-D.
77.
2000-D.

Dentzer to Browning, January 1, 1923, File
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crews laid temporarily over the standard gauge at these
crossings to permit the regular narrow gauge train to pass.
The Twohy Brothers standard gauge saddle-tank switch engine
was now also working, and the passenger riding to Superior
enjoyed the spectacle of two parallel railroads of different
78
gauges operating at the same time.
It would not last long.
During January, 1923, the troublesome cuts in the
lower canyon were finished and the track completed for 23.6
miles out of Magma.

In the latter part of January the

contractor had finally gotten the pile-driver working on
the Queen Creek bridge.

The driving went so slowly Twohy

threw up a temporary cribbed railroad bridge so as to get
ahead with track laying.

Dentzer complained on February

1 that track laying and surfacing crews numbered less than
a hundred men, when at least twice that number should have
been at work.

The shortage of labor, however, was not

Twohy*s fault.

Dentzer*s next move in his one-sided game of

temporal chess was twenty days forward, but he added that
surfacing would not be finished for a month after that, or
79
March 20.
The strain was telling on all.
were working long after dark.

2000-D.

Dentzer and others

It even got to the point where

78.

Interviews with Frank Server and Jack Parr.
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Ayer and Browning were snapping at each other like a pair
80
of angry pups.
On February 16 Browning reported to Ayer
that the construction work was supervised entirely by
subordinate officials in the Twohy firm.

He suggested that

Ayer put pressure on Judge Twohy to speed up the work, as
he himself had had no luck in that direction.

He also had

an idea for slightly mitigating the labor shortage:
Although I fully appreciate the difficulties
they are having with labor— as we are having a
Hell of a time ourselves trying to secure suffi
cient skilled labor— there is plenty of common
labor available, such as it is, and I believe that
their work could be speeded up.81
Ayer followed the advice to contact Judge Twohy,
As he told Browning, MI will do all I can to wake the Judge
up to the importance of speeding up this work."

And he

added, "I appreciate the difficulty you have encountered
in getting sufficient skilled labor. It is the same cry
82
everywhere.V
The telegram that went to Twohy on February
21 said:

"Am greatly disturbed by advices of continued slow

progress railway construction.

This should have been com

pleted to smelter site about two months ago.

Delay has
83
already occasioned serious embarrassment • . • ."
80.

Browning to Ayer, February 15, 1923,

File 2000-D.

81.

Browning to Ayer, February 16, 1923,

File 2000-D.

82.

Ayer to Browning, February 21, 1923,

File 2000-D.

83. Telegram, Ayer to Judge John Twohy, Twohy
Brothers Construction Company, Phoenix, February 2,, 1923,
File 2000-D.
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Apparently this had an effect, for Twohy Brothers
went to considerable additional expense in putting on two
night construction shifts.

The bridge crew finally com

pleted the Queen Greek trestle in February, and within that
month the main line reached the site just below the Superior
station where the switch for the smelter spur was plannedi
Track was not extended all the way to the depot, for the
narrow gauge crossed the new grade there and was still in
place.

The new line would be completed only when the narrow
84
gauge ceased operations and the standard gauge began.
The one fatal accident in the railroad's history
occurred during this construction, when the line was so

nearly finished.

On Sunday morning, February 4, the night

crew coming off shift at 7:30 a.m. at Magma Junction dis
covered the body of a young Mexican who had been run over
by the Twohy switch engine.

The body, cut in four pieces

by the wheels, could not be identified.

The coroner's jury

decided he must have been a laborer from the cotton fields
around Yuma en route to the mining camps who had fallen
asleep across the rails.

Such cases were unfortunately

common on Western railroads.

Since it happened on the new

line still under construction, it could not legitimately be
85
chalked up against the Magma Arizona Company.
84.

Dentzer to Browning, March 1, 1923, File 2000-D.

85.
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All throughout the construction, Browning had been
picking up pieces of second-hand equipment here and there
with which to stock his railroad.
lot of money this way;

He could save quite a

In fact, the only new thing on the

86
railroad was Engine Five.
Browning's plan of operations called for steam
powered mixed trains to run three days a week.
suffice to handle all the freight.

This would

On the remaining three

days, service would be offered in a standard gauge gasoline
powered car, just as it had in recent times on the narrow
87
gauge.
For the regular mixed train, Browning needed a
passenger car.

He had discussed this matter several times

the previous fall with C. M. Scott, Vice President and
General Manager of the Arizona Eastern.

On November 11,

1922, he had told Scott he wanted to take definite action

88
within a week or two.

By late November Scott had a car

to offer for inspection in his railroad's Phoenix shops.

86.
During the 1930s, two new standard gauge
section crew speeders were purchased to replace the old
Sheffield-Fairbanks-Morse speeders, and a Northwestern
railcar was purchased. These three items constituted the
railroad's only new rolling stock other than Engine 5.
87; The two factors involved here were the in
creased capactiy of the standard gauge and the eventual
decrease in volume of shipments following completion of
the smelter.
88.
301-D.
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The car, a combination, was quite satisfactory, and Brown
ing made arrangements with Arizona Eastern Master Mechanic
D. W. Reid to have it painted.

As with the narrow gauge

coaches, the railroad's name was applied above the win
dows, the number, 203, below them, and at Reid's suggestion,
the word "Baggagen was added in six inch letters on each
side of the baggage compartment, to balance aesthetically
the car's number at the other end.

The interior was

painted and varnished, and the work, according to Reid,
was a "first class job."

The painting was completed

January 2, 1923, and the Arizona Eastern held Coach 203
in the shops several days to give the paint time to set.
The car was then delivered at Magma Junction by way of
89
Train 27 from Phoenix on January 9.
That took care of three days of the week.

Next,

he needed a gasoline motor car, but this standard gauge
car was to be no mere speeder which carried passengers
and mail.

Early in May Browning had negotiated through

F. L. Botsford of United Commercial Company for the pur
chase of Arizona and New Mexico Motor Car 301.

This was

a car containing both passenger and baggage compartments

89.
DUW. Reid to Browning, December 5, 1922;
Browning to Reid, December 8, 1922; Reid to Browning,
January 2, 1923; Arizona Eastern agent at Magma to Brown
ing, January 8, 1923, File 301-D.

215
built by the White company specifically for such service.
It was no makeshift vehicle but a beautiful little railbus ; in essence, it was a small, self-powered version of
the car used on the end of mixed trains.

The price was

$5,000, delivered at the end of the El Paso and South
western in Tucson.

On May 3 Botsford verbally offered a

ten day option, confirmed by telegram on the 6th.

Brown

ing wired acceptance two days later, asking the El Paso
and Southwestern to hold the car in El Paso until the
90
railroad was ready for it;
Browning had also decided that second hand freight
cars would do as well as new ones, and placed an order
with United Commercial Company for ten gondola cars.
United Commercial's San Francisco office brought to Brown
ing's attention ten cars for sale on the Sierra Railway at
Oakdale where early in December Dentzer went to inspect
the cars.

He reported by telegram that the draft rigging
91
was in fair shape, but the bodies were badly bent.

90.
Botsford to Browning, May 6, 1922; Telegram
Browning to Botsford, May 8, 1922; Botsford to Browning,
May 11, 1922; Botsford to Browning, June 8, 1922; Browning
to Magma Purchasing Agent Eric Webber, June 14, 1922, File
301-C.
91.
Telegram, Dentzer to Browning from San Fran
cisco, December 12, 1922; Telegram, United Commercial
Company, San Francisco, to Browning, December 12, 1922,
File 301-E.
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Le I. Fulcher of United Commercial had meanwhile notified
Browning about another ten cars from the Tonopah and Gold92
field Railroad in Nevada.
After leaving Oakdale, Dentzer had returned to San
Francisco, where Fulcher told him about the Goldfield cars.
The assistant superintendent, of course, had no instruc
tions to go to Goldfield, and a rapid exchange of telegrams
between Fulcher and Dentzer on one hand, and Browning on
the other, took place on December 12.

Fulcher emphasized

that purchase of the Goldfield cars would save Magma con
siderable shipping costs, as Goldfield was so much closer
93
to Arizona.
Browning immediately wired Dentzer instruc
tions:
From wires received United Commercial Company
judge cars at Goldfield may be better than those
Oakdale. They are willing to sell them subject
inspection Magma. Unless you can see some good
reason for not doing so believe you had better
look at them. Am arranging for passes Southern
Pacific to Goldfield and passes Goldfield to
Ludlow via Tonopah and Tidewater^ Will wire to
morrow where these passes can be taken up . . . •

92.
United Commercial Company to Browning, December
4, 1922; Telegram UiC; Co. to Browning, December 5, 1922,
File 301-E;
93; Two telegrams. United Commercial Company to
Browning, December 12, 1922; Dentzer to Browning from San
Francisco, December 12, 1922, File 301%E.
94.
Browning to Dentzer c/o United Commercial
Company, 234 Stuart Street, San Francisco, December 12,
1922, File 301-E.
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After he had arrived in Goldfield, Dentzer wired that the
trucks and frames on the Tonopah and Goldfield cars were
in the same condition as those in Oakdale, but the bodies
95
were much better.
Magma then purchased the cars on the
condition that United Commercial would pay for any repair
bills incurred by requirements of railroads which would
96
have to handle the cars en route to Magma.
As a matter
of fact, the Tonopah and Tidewater refused to haul the cars
due to the poor condition of the wheels, and they had to go

95. Dentzer, Goldfield Nevada, to Browning,
December 15, 1922, File 301-E. United Commercial Company
owned these cars, but they were repaired in the shops of
the Tonopah and Goldfield Railroad, and were probably
former T & G cars.
The Tonopah and Goldfield Railroad had originated
in the narrow gauge Tonopah Railroad organized in 1903 to
build from Tonopah Junction on the narrow gauge Carson &
Colorado Railway to the new mining camp of Tonopah. In
1905, after only a year as a narrow gauge, it was converted
to standard gauge when the Southern Pacific, which had ac
quired control of the C. & C;, agreed to lay a third rail
from Mina, on the S.Pl main line through northern Nevada,
down the C. & C. to Tonopah Junction.' At that time the
C. & C. was reorganized as the Nevada and California.
Meanwhile, a new line, the standard gauge Goldfield Rail
road was under construction in 1905 from Tonopah to Gold
field. On November 1 that year the two„lines merged to form
the T. & G. The Panic of 1907, competition from the Las
Vegas and Tonopah and the Bullfrog Goldfield Railroads, and
eventually the Great Depression cut into. T. & G. profits.
The company also suffered from extremely poor management.
It survived World War II only by using diesel locomotives on
loan from the U.S. Army Transportation Corps. When the Army
finally recalled the last of these locomotives, the T. & G.
folded and was abandoned effective October 15, 1947. Myrick,
op. cit.. Vol. I, pp. 236-287.
96. United Commercial Company to Browning, December
15, 1922, File 301-E.

218
97
a longer way around via Southern Pacific after all.
Early in March after the new cars, stenciled at
the Tonopah and Goldfield ships with Magma initials and
numbers seventy through seventy-nine, had arrived, Weitzel
inspected them and concluded all needed work on the wheels
if not entirely new wheels.

He further considered work on

the bottom and dump doors necessary on all the cars.

After

some more negotiations, United Commercial agreed to allow
98
a five hundred dollar rebate to cover the defects.
The railroad on which this equipment would roll was
slowly nearing completion.

On February 26 Magma Engine

Six slowly and gingerly steamed up to Superior over the
unballasted tracks of Queen Canyon, attracting quite a
crowd to the depot.

Most of the onlookers were convinced

that the railroad was completed, but there were in fact
two more months* work ahead.

Track in the yards, especially

the extension up the ridge to the mine, had scarcely been
started, not to mention the great amount of ballasting yet
99
to be done;
By March 1 tracks had been laid up to the
97. R.K. Minson, Magma Traffic Manager, to Brown
ing, January 9, 1923, File 301-E. The Tonopah and Tidewater
was constructed in 1906 from Ludlow to Beatty across the
Califomia-Nevada border, had a precarious existence for
some years, and was t o m up for scrap for the war effort in
1942. Myrick, op. clt.. Vol. II, pp. 544-592.
98. Weitzel to Weber, March 11, 1923; United
Commercial Company to Weber, March 16, 1923, File 301-E.
99.

Superior Sun. March 2, 1923, p. 1.
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smelter site, where workmen were erecting a two-stall

100
engine house and railway machine shop.
The narrow gauge still carried mail, passengers and
freight, but the end was in sight.

On April 1, 1923, the

long dormant concentration plant resumed production due to
the rising price of copper.

On April 2 Dentzer commenced

operating freight trains over the standard gauge, though
the narrow gauge speeder continued to carry passengers and

101
mail.

Now there were in fact two Magma Arizona Railroads

operating side by side in common carrier service.

On April

6 the Sun reported three to five standard gauge cars loaded
with ore were going daily out to the Magma smelter.

The

ore was loaded in narrow gauge cars up at the mine and
concentrator and hauled down to the station, where it was

102
transferred to the standard gauge.

It was a strange

blend of old and new!
With the concentration mill in operation and ship
ments moving by standard gauge rails all the way to Hayden,
the Magma Arizona faced a shortage of concentrate cars.
The Magma cars were off the line for at least a day while

100.

Browning to Ayer, March 11, 1923, File 2000-D.

101. Dentzer to Browning, April 1, 1923, File 2000-D.
Superior Sun. April 6, 1923, p. 1. Dentzer said he con
templated running freight trains beginning April 3. Accord
ing to the newspaper, the first train ran Monday, April 2.
102.

Superior Sun. April 6, 1923, p. 1.
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being hauled down to the AS ARGO smelter and back by the
afternoon Arizona Eastern freights.
gone longer.

Sometimes they were

This state of affairs would continue only

until Superior had its own smelter, but that would be many
months yet;

Consequently, Browning negotiated rental of

four Hart convertible gondolas from the Arizona Eastern.
He agreed to pay a rental fee of three dollars per car per
day, and on April 30, 1923, the Arizona Eastern delivered
four gondolas lettered "Sud Pacifico de Mexico11 to Magma
103
Junction. These alleviated the shortage.
One reason the narrow gauge was still in operation,
despite the nuisance of having to place and remove crossover
devices, was that not all standard gauge equipment was on
hand.

The White railcar from the Arizona and New Mexico

Railroad did not come into Superior until Tuesday, April 24.
On Thursday it was unloaded from the flat car which had
104
carried it up from Tucson.
On the following Sunday,
April 29 it made its trial run on a round trip to Magma
carrying Browning, Lundquist, Dentzer, Minson, and other
officials of the company.

Three days later, Wednesday, May

103. G. Mi' Scott, General Manager, Arizona Eastern,
to Browning, April 27, 1923; G.L;W. to Browning, April 30,
1923, File 301-F.
104.

Superior Sun. April 27, 1923, p. 1.
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2, the car made its first revenue trip, and the narrow
gauge was retired.

Editor Heiner was moved to remark in

the Friday issue of the Sun. "The car is a little daisy,
105
with all kinds of speed available."
Construction work continued on the many yard tracks
connecting the smelter site, concentration plant, and mine
which extended, among less important installations, for a
mile down the mountainside.

Finally by the middle of June

the line was completed from an operating standpoint, and
was signed over to the railroad by the builder.

Speeders

no longer ran on the once-important little narrow gauge to
the junction.

With no trains to polish them, the light

thirty pound rails showed rust as they lay abandoned and
forlorn amid the desert growth.

The new Magma Arizona

Railroad was a reality.
A year earlier, when the contract had first been
signed for construction of the line. Browning had been
confident that he would repeat his performance of 1915 in
completing the railroad at less than the estimated cost.
As he boasted to Ayer, "Wi B. happened to mention in my
hearing that in practically every instance he knew of the
actual cost of a construction job usually exceeded the

105.

Superior Sun. May 4, 1923, p. 1.

106.

Dentzer to Browning, June 1, 1923, File 2000-D
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engineer*s estimate.

I believe that in the railroad job we

are now undertaking he is going to be agreeably disap107
pointed."
But Browning could not then foresee the
trouble that lay ahead.
As in 1915, the contractor had lost money on the
job.

Twohy Brothers claimed to have lost $225,000, and

the subcontractor, Maurice Ryan, claimed to have lost
.108
$24,000.
Unlike MacArthur Brothers, Twohy Brothers
complained considerably about their losses.

Various repre

sentatives of the firm had consulted with Browning about the
matter during the last months of construction.

On June 8

John D. Twohy wrote Browning a three page letter about
their losses.

As in the conferences, he dealt in ambiguous

generalities which, as Browning told Ayer, were principally
109
"bunk."
Browning had told the contractor repeatedly that he
would have to come down to detailed claims relating to
specific points in the original contract.

Furthermore,

they would have to talk about their losses in smelter site
preparation and railroad construction separately because

107.

Browning to Ayer, May 9, 1922, File 2000-B.

108.

Browning to Ayer, July 25, 1923, File

2000-B.
2000-B.

109. John D. Twohy to Browning, June 8, 1923, File
Browning to Ayer, July 25, 1923, File 2000-B.
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Magma Copper and Magma Arizona were entirely different com
panies.

John Twohy had ignored both these points in his

letter, so Browning had to repeat them.

He also told the

Twohys that the railroad company could not and did not con
cede that it was in any way responsible for the losses.

"It

therefore disclaims any responsibility to make good the
losses mentioned in your letter, or to make you any payments

110
beyond those called for in the contract."
On July 11, Twohy came back with a four-page letter

111
containing detailed claims.

Dentzer went over it closely

and on July 23 presented Browning with an equally detailed
answer which scuttled most of Twohy Brothers' arguments.
The contractor claimed that having to unload and stack ties
for a month or two of air curing had caused them extra ex
pense not anticipated in the contract.

On the contrary,

there was a specific sentence in the contract covering this
pointy

Twohys claimed that use of second hand rail entailed

additional cost in laying, but they had known before signing
the contract used rail was to be employed.

The contract had

called for ballasting only eight miles of grade in the can
yon, while Twohy Brothers had gone ahead and ballasted the

110. Browning to Twohy Brothers Company, June 19,
1923, File 2000-B.1
111.
File 2000-b ;

John D. Twohy to Browning, July 11, 1923,
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whole line and claimed payment for it.

The fact was they

had repeatedly attempted to get Browning to give then in
structions to ballast the whole line, and he had refused
because he did not think the company should go to that extra
expense at that time.

John Twohy had then said they would

go ahead and ballast it with decomposed granite anyway, as
they could do that more cheaply than to ballast with dirt
as the contract specified.

It was true that it gave Magma

a better track, but it had never been in the contract and

112
had never been authorized by an official.
In a number of places the contractor had blasted
and excavated more than was called for--more than was
necessary for railroad passage--and asked payment for this.
In some cases the excess removal was due to Twohy*s desire
to use a large steam shovel, in others due to plain mis
management.

In no way was the railroad company responsible.

One of the most extensive of the Twohy claims dealt with
classification of material excavated from cuts in the
canyon.

Dentzer, of course, had to make educated guesses

as to the type of rock in the center of hills that had to
be cut through.

The only certain knowledge would come in

actually making the cut.

Some of these estimates were

based on surface outcroppings, seme on the conditions

112.
2000-B

Dentzer to Browning, July 25, 1923, File

225
inside cuts on the highway a short distance away.

Twohy

Brothers claimed that much that was classified as loose or
moderately soft rock was actually hard rock which entitled
them to higher unit payments for removal.

Undoubtedly they

had run into harder rock than either they or Dentzer had
anticipated, but the definitions in the contract took such
a possibility into consideration.

The gist of Twohy argu

ments was that the Magma Arizona Railroad should disregard
the contract and pay the contractor in full for the cost of
113
the work they performed as shown by an audit of their books.
That was legally impossible.

Browning and Ayer were

tied to the contract as much as Twohy Brothers.

As Ayer

emphasized in a letter to Browning on August 6, "We, as
officers of the company, are bound by the contract as much
as they are and can make no concessions excepting those
where there is an honest difference in opinion as to some
fact.

In such a case we must be fair, possibly even to

the point of being charged with being generous, in order
114
to avoid a contest."
The trouble with Twohy really amounted to the fact
that the contractor had underbid on the job, and was now
having to suffer the consequences.

Not only was their bid

113.

Ibid.

114.
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far too low in the first place, the price of labor and
supplies had risen considerably since they had first compiled
their estimates.

Inept management, such as placing their

general supply yards seventeen miles from Magma instead of
115
right at the junction, was also partially responsible.
After trying repeatedly and without success to per
suade Browning to make good their losses, Judge Twohy called
on Ayer in New York for the same purpose.

But the Judge had

to admit to Ayer that the contract had them sewed up tight.
He even made the self-incriminating statement that "no one
in his senses should have signed such a contract," although
at the time he had been more than eager to do so.

Twohy

Brothers* protestations were ironic alongside the memory
that they had been most anxious of all the bidders to have
the job, and that Judge Twohy had personally done all he
could with Ayer to insure that they got it.

In the end,

as Ayer told Browning, "Although the Judge does not like to
admit it, he is compelled to admit that as officers of the
company we are agents of others and cannot act with the
generosity we might be willing to show were the money and
116
property ours personally."

2000-D.

115.

Browning to Ayer, July 25, 1923, File 2000-D.
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Browning was willing to make some concessions.
There was, for instance, a gravel spur built at Queen
Station on the new railroad that was not covered in the
contract, and Browning thought Twohy Brothers had $710.40
coming to them for that.

As for paying for excess material

removed from cuts, that was out of the question.
tract said regarding such work:

The con

"Excavations in excess of

the authorized cross-section as well as slides extending
beyond the slop lines, shall not be paid for unless due to
causes beyond the control of the Contractor or his agents.
Incompetent workmanshio will not be considered as a just
117
cause for payment1"
Browning felt that the Twohys and Ryan did have
some claim regarding classification of rock, for undoubtedly
much of it was harder than anticipated.

But even in this
118
case the contract definition covered such a possibility.
"The whole question narrows down to what we might
consider our moral obligations are in this matter," he told

Ayer.

"Twohys have completed a good job for us and we un

doubtedly have an excellent road."

Indeed, President Ayer

had been correct back in 1922 when he had said, "I feel
they will do their best to give us a good job."

Browning

117.

Browning to Ayer, July 25, 1923, File 2000-D
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was particularly inclined to compromise because he recalled
during the last months of construction Twohys had put on
night shifts to speed the work.

The Twohy Brothers, oddly,

did not make any claim in relation to this point, and this
was the main reason Browning was willing to give their
119
claims due consideration.
The most unpleasant aspect of the dispute was that
Judge Twohy continually held the threat of legal action
over Ayer's head, undoubtedly with some effect.

Although

the contract was practically "iron-clad,11 one could never

120
predict what a jury would decide.
By August, 1923, the argument had focused on clas
sification of material excavated, on which Magma was in
clined to compromise, and quantities actually removed
against quantities specified for removal, on which the
company would not.

The only way Browning thought the com

pany could settle the question of excess removal would be to
have Dentzer remeasure the cuts to show precisely how much
was involved.

Browning was unwilling to accept Twohy1s

figures, but he did not want to have to go to the trouble

119.

Ibid.

120. Ayer to Browning, August 6, 1923; Memorandum
by A.J. McNab, August 3, 1923; Ayer to Browning, August 7,
1923, File 2000-E.
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of remeasuring, as it would cost about $1,500.

There

seemed to be no other way to settle the matter, however,
and in September Browning had Dentzer begin the tedious
work of remeasuring all the cuts on the canyon section of
122
the line, a task he completed in the first week of October.
Browning was finally willing to make a number of
compromises which, in view of the terms of the contract,
were really quite liberal.

The sum total, however, did

not come up to even half the loss claimed by Twohys.

To

have paid any more, the railroad would likely have found it
necessary to increase capitalization; this the Interstate
123
Commerce Commission would not have permitted.
The Twohys, however, were unhappy with the com
promise , and the matter dragged on into the winter.

By

this time Browning, who felt he had been more than liberal,
was pretty exasperated.

MI am getting very tired of wasting

time in listening to the same old story time after time, and
having to make the same replies," he told Aldridge after the
umpteenth conference with the Twohys.
tion was a strong one now.

But Browning*s posi

Since Dentzer had actually

121. Coded telegram, Browning to Ayer, August 14,
1923; Ayer to Browning, August 15, 1923, File 2000-B.
122.

Dentzer to Browning, October 5, 1923, File

2000-B.
123. Ayer to Browning, October 17, 1923; Browning
to Ayer, October 10, 1923, File 2000-B.
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measured the true amounts

removed, it was less likely that

a jury would award Twohy Brothers all they demanded.

In

the end they accepted the compromise and the dispute never
124
reached the courts.
The rebuilding of the railroad to standard gauge
had largely been a story of parallels--parallels in equip
ment, parallels in weather, a parallel in loss to the con
tractor, and, of course, parallel tracks.

The parallels

were ending, however, and soon even the narrow gauge track
which lay rusting alongside the new rails would vanish from
the scene.

124.
2000-B:

Browning to Ayer, October 10, 1923, File

CHAPTER VI
COLONEL THOMPSONS RAILROAD
Colonel William Boyce Thompson, president of the
Magma Arizona Railroad Company, was a man of curiously
conflicting traits.

Educated as a mining engineer, he had

become a diversified financier.

After working in Montana

mines, he went east to New York and Boston.

He acquired

in time the reputation of being a mine "doctor," one who
could make a sick mine yield a fortune after others had
despaired of it.

From mining he branched out to offer his

ministrations in other fields--banking, manufacturing,
transportation.

He participated in financial machinations

of companies in Canada, in South Africa, in China.
It seemed to many a contradiction that this man who
loved wealth and power also loved anonymity.

Yet it was

true.

Back in 1906 he had made a killing on a Canadian

mine.

One morning his wife, daughter of a Montana land

commissioner, had unfolded the New York Herald and ex
claimed, "How silly the newspapers arel"
"What's up now," asked Thompson.1

1.
-Who's Who in America. Vol. X (1918-1919), p. 62.
Superior Sun. May 9, 1930, 2nd Section, p. 1. Also see
H a g e d o m , o p . cit.
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"Here1s a story that says you*ve made five millions!"

2
"It's true," he answered.
It was not only at home that he was reticent.

He

was not one to advertise himself— so long as he was in
charge of it all.

Thus for many years, George Gunn, a rough

miner who had been his friend in the early days, was the
figurehead of the Gunn-Thompson Company while Thompson was
3
the real power.
And yet Thompson, the cool-headed and conservative
financier, was not always right.

Had it been up to Thompson,

he would never have gone into Magma.

Of.the two engineers

who first reported on the old Silver Queen, Cole, the
pessimist, had been Thompson's man.

Flindt, who was Gunn's

representative, was convinced the mine was worthy of ex
ploration.

Gunn, the often irresponsible gambler"and old-

time frontier hellion, told Thompson, "If you don't want
to play, I'm going in on Flindt's say-so."
not going to "play" because his man said no.

Thompson was
Entirely in

deference to Gunn, Thompson had sent in Krumb, and then
4
reluctantly agreed to investigate Magma.
Gunn, who had
died in 1913, had been right, and the Magma proved one of2
4
3

2.

Hagedom, op. cit., p. 123.

3.

Ibid., pp. 128-129.

4.

Interview with Frank Sarver.
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Thompson's wealthiest assets, though one he had ignored for
several years.
It was not until after he had returned from Russia
that those in Superior outside the Magma Copper Company
had ever heard of Thompson.

Editor Harry Heiner was so

ignorant of who he was, the newspaper could not even get
Thompson's name right the first several times it was printed.
Thompson, to him, was just another stockholder.

Not until

the planning for the railroad was creating excitement in
1922 did the Superior Sun realize that the Magma companies
5
were really William Boyce Thompson.
Thompson's first Arizona venture had been in the
Shannon Copper Company above Clifton during the nineties.
There he had made his first big stake and later gotten
out; he had brought a sick mine back to health and left it
for others to attend— after he had gotten his fee, so to
speak.

Then, a decade later, there was Inspiration, closely

6
followed by Magma.
It had been two years after incorporation before
he had even seen the Magma Mine.

He had come to Arizona

to inspect Inspiration, and then had ridden over the Pinal
Range toward Superior.

The ride down through the canyon5
6

5.

Superior Sun. February 3, 1922, p. 1.

6.

Hagedorn, op. cit.. pp. 79-98, 141-147.
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that was sliced into Apache Leap was a hard one on the
horses, or at least on Thompson1s horse.
two hundred and twenty pounds.

Thompson weighed

It was then that he first

saw the outline of Picket Post etched against a sunset sky.
The purple tiers of ridges, each one a slightly different
shade than the one before, stretched out westward toward the
blue barrier of the Superstitions, southward toward the flat
desert plain and the broad, dry valley of the Gila.

He fell

in love with that broken, beautiful, canyon country.

But it

would be many years before he would see it again.
There was still Russia ahead of him then.

But he

failed in Russia, one of the few failures of his life.
failure was not because he was wrong.

The

He recognized, once

the Bolsheviks were in power, that they were there to stay.
He even came to admire and defend them, he the capitalist,
the enemy of their class.

But he failed to convince the

Wilson administration of the realities of the situation,
and of the necessity of recognizing the Soviet government.
Had he been heeded, had it been done at that time, who
could say whether American-Soviet relations might not have

8
been better down through the years?7
8

7.

Ibid., pp. 146-147

8.

Ibid., pp. 182-274
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In 1923, as the construction of the railroad was
going forward, Thompson was fifty-four years old.

After

his failure in Russia he had returned to again take the
reins of his many businesses, which he had temporarily given
over to his subordinates.

He planned to consolidate his

many interests in a holding company called Newmont Mining
Corporation.

Now for the first time he became personally

interested in the progress of the Magma Mine, and it became
his favorite.

Thompson was at heart always a westerner.

He had spent years in the east; he had been to Europe; he
had "seen the Elephant.u

He was a little tired of it all.

While he appreciated wealth and beauty, he was not truly
a cultured man.
Western hills.

He yearned to spend the winters among the
9
He chose the hills of Final.

Day after day, Thompson led certain of the Magma
engineers a merry chase over the rocks and ravines of Queen
Creek Canyon at the base of Picket Post Butte.

The arduous

treks undermined his health; he was too fat to be scrambling
up and down arroyos and weathered crags.

But he found what

he wanted; he found the site for his winter home.

In March,

1923, he bought the Clevenger Ranch, and before the month
was out. Contractor Jack Davey had started work on the
colonel's home.

9.

It was to be seventy feet square, contain9

Ibid., pp. 279-311
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ten rooms.

The first floor would have a living room, a

dining room, the kitchen and breakfast rooms, a sun parlor,
and servants' quarters; upstairs there would be three large
bedrooms, each with a private bath.

The house would be

built of brick made in the copper company's private brick
factory in Superior.
in imitation of stone.

It was to be finished in gray plaster
The architectural effect was vaguely

10
Spanish.
While Thompson's house was under construction, the
new smelter was also going up.

Twohy Brothers had begun

the excavations for foundations in December, 1922, and the
Kansas City Construction Company, which had the contract
for structural steel work, began their part of the job in

11
the middle of the following April.

The plant had been

scheduled to go into operation on New Years' Day, 1924,

12
but it was nearly three months behind schedule.

Finally,

on March 21, the first calcines, consisting of. roasted ore
and concentrates, were run into the furnace, and the first
copper from the converters was poured into the molds on
13
March 29.
As Thompson had promised in Russia nearly six
10. Ibid.. p. 298.
p. 4; March 30, 1923, p. 1.

Superior Sun. March 16, 1923,

11.

Superior Sun. April 27, 1923, p. 1.

12.

Superior Sun. April 6, 1923, p. 1.

13. Superior Sun. March 28, 1924, p. 1; April 4,
1924, p. 1; ^aema Copper Company. Annual Report. 1924. p. 3.
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years before, Raymond Robins was on hand for the dedica14
tion:
The Magma Arizona Railroad had busily hustled cars
of concentrates down to Hayden for a year now.

On April

8, 1924, exactly one year and six days after the railroad
had begun to carry copper concentrates, the first two car
loads of copper bullion went out over the rails toward the
15
refinery.
At last Magma could give the ten hopper cars
a rest, and send the rented S.P. de M. cars back to the
Arizona Eastern.

The copper bars, much less bulky than the

concentrates, were sent out loaded in box cars rather than
in hoppers.

Steam locomotives operated over the line to

Magma on Tuesdays, Thursdays, and Saturdays, with the
White railcar handling traffic the other three days.
16
day was a day of rest for the railroad.

Sun-

The old narrow gauge line was slowly disappearing.
As early as January, 1923, Browning had told Ayer that he
assumed it would be company policy to sell most of the
narrow gauge equipment.

He suggested that Magma Copper

Company take over about ten miles of the thirty pound rail

,

14.

Hagedom, o p . cit.. p. 298.

15.

Magma Copper Company. Annual Report. 1924. p. 3.

16. Timetable 13, effective September 1, 1923,
printed in Superior Sun. February 1, 1924, p. 5. This was
the first standard gauge timetable published, though the
standard gauge had been operating all summer.
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for use as underground tracks— tracks for the electric mine
tramway.

The railroad, he said, could make the copper com

pany a price sufficiently lower than that on new rail to
warrant the purchase.

He further suggested maintaining

one locomotive and some of the steel ore cars to handle
concentrates from the concentrator to the standard gauge
railroad, anticipating that the concentrator would reopen
17
before the standard gauge was finished.
The narrow gauge speeders were one part of the
narrow gauge that was not sold.

They were converted in the

Magma machine shop to standard gauge by broadening the frame
and lengthening the axles.

None were to be used for pas

sengers and baggage, however, as one had been on the narrow
18
gauge. They were now solely for section crews1 use.
The rail across the flat desert was first to go.
It was not removed all at once, but according to when the
mine needed it and the section crew had time.
was section foreman in charge of the work.

Jack Parr

His section

hands would pull the spikes and break the bolts off the
rail joiners with a sledge--the bolts were too frozen toy

17.

Browning to Ayer, January 23, 1923, File 1900-D.

18. Interview with George McDaniels. As a mechanic,
McDaniels worked on these speeders. Originally they had
Sheffield motors with a friction-disk clutch which caused
endless trouble. The railroad had for that reason replaced
the original motors with Ford Model T engines.
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rust to be removed in the normal way.

Since thirty-foot

lengths were far too long to be handled in the mine, the
crew cut the rails in half.

This was done with a cold

chisel and a sledge; the rail was scored all round with the
chisel at the desired break, then a final sharp blow was
delivered on top of the rail, splitting it cleanly into
two sections.

The rails and joiners were salvaged, the

spikes and bolts were not.

Even the ties were salvaged,

for use in starting the fires in the smelter reverbera19
tories.
When sufficient rail had been unspiked and cut in
two, the morning mixed train would bring down a flat car
coupled behind the passenger coach.

When it was opposite

the first of the loose rail, the train would stop and drop
the flat car behind, then proceed on toward Magma.

The

section crew would load the rail and ties on the flat car.
The shallow down grade toward Magma allowed them to push
19.
Interview with Jack Parr. As a section fore
man for the railroad, Parr superintended this work. His
father had been a railroad man before him, having worked for
the Ferrocarril de Nacozari built southward from Agua Prieta
into Mexico by Phelps Dodge. Parr’s mother had been in the
section house that was demolished when a car carrying four
tons of dynamite caught fire and exploded at Pilares de
Nacozari on the Moctezuma Copper Company narrow gauge rail
road. This incident, which occurred on November 7, 1907, re
suited in making a Mexican national hero out of the engineer
Jesus Garcia, who had elected to stay with the train rather
than to jump when the dynamite car was ignited by sparks
from his woodbuming engine. Judging from a photograph
showing the aftermath of the explosion, Mrs. Parr's escape
was nothing less than miraculous.
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it along by hand as loading of rail progressed.

Soon the

mixed train would steam into sight on the return trip to
Superior.

The engine would pause long enough to couple

onto the flat, then would push the flat on ahead of it.
The flat could either be pushed all the way into Superior
ahead of the locomotive, or could be coupled back into the
train behind the engine once they reached the siding near

20
Queen Creek.
This siding, located a short distance southwest of
the bridge over the creek, had replaced the old station of
Hewitt.

The new standard gauge line bypassed Hewitt and

left the once busy narrow gauge stop with only the aban
doned track.

Fortunately the railroad company had en

countered none of the difficulties that had caused headaches
in 1914 when acquiring the new right-of-way where the new

21
line in the canyon diverged from the old.
The old track through the canyon was not removed in
the same manner as on the desert.

The flat desert was the

scene of the easiest removal, and supplied the ten miles or
more of rail Browning wanted for underground use on the

20. Interview with Jack Parr. Cars of replacement
ties and replacement bridge timbers are handled in the same
manner today.
21.
canyon where
John H. Page
John H. Page

Acquisition of the new right-of-way through the
it diverged from the old was handled by the
& Company, Public Land Specialists, of Phoenix.
to Browning, December 23, 1920, File 2002.
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electric mine railway.

As the company did not believe it

needed the remaining miles of canyon trackage, it was sold
to a scrap dealer for removal.

The scrapper used trucks

for most of the job, and the salvaged rail was largely

22
sold to the Old Dominion Mine, also for underground usage.
In October, 1924, the Salt River Valley Water Users'
Association began the project of lining the South Side Canals
near Tempe with gunnite.

To obtain material, the association

built two thousand feet of narrow gauge railroad from the
river bed, where they obtained a fine sand, to the concrete
plant.

To equip their railroad they bought Magma Engine 1

and eight of the K. & J. steel ore cars.

At a later date

they went back and bought Engine 3 as well.

The locomotives

and cars were loaded on heavy duty trucks and hauled by high
way down to Tempe, where after the project was completed
23
they were scrapped.
Oddly enough, the Magma Arizona Railroad still had
a narrow gauge section in operation.

For awhile the narrow

gauge had been used to haul concentrates from the concen
tration plant down to the end of the standard gauge at the
22.

Interview with Jack Parr.

23. Correspondence between H.J. Roth, Assistant
Secretary of the Salt River Project, Phoenix, and Gary G.
Allen of 215 East Palmer Avenue, Glendale, California,
dated June 17 and June 23, 1924, in the files of the Salt
River Authority. See also, "Salt River Project History,"
a manuscript volume which contains photographs of Magma
equipment in use in Tempe.
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Superior Station, where it was transshipped into the standard
gauge cars.

This had lasted only a year, for completion of

the smelter had eliminated the practice.
longer went out to Hayden.

Concentrates no

There remained the problem of

removing spillage from the concentration mill.

The narrow

gauge had always done the job as a part of routine, but the
standard gauge was not situated so that it could take over
this job.

The work was so infrequent--once a week, or even

once a month--the management did not think it would be
profitable to build a half mile or more of standard gauge
to handle it.

Thus, once or twice every month a crew from

the standard gauge would come up to the concentrator, fire
up one of the narrow gauge engines, and haul spillage in
K. & J. ore cars down to a junction with the standard
gauge, where it was dumped into a standard gauge car.

The
24
Magma railroad was still, in a sense, a dual gauge line.
It was on this little piece of narrow gauge track
that one of the hostlers let an engine firebox run too full
of oil one morning.

The burning oil spilled out on the

ground and created quite a little bonfire beneath the
engine before he noticed it.

Then he grabbed a nearby fire

hose and dragged it across the tracks, only to find it too
short to do him any good.

24.
and Jack Parr.

Next he hit upon a better answer—

Interviews with George McDaniels, Frank Sarver,
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simply move the engine away from over the fire.

He jumped

in the cab and yanked back on the throttle, and the loco
motive rolled a short distance down the track--promptly
cutting his fire hose in three places.

The oil on the
25
ground soon burned out, causing no damage whatsoever.
Eventually Engines 2 and 4 deteriorated in condition,
and one of them was scrapped.

Eventually the management

abandoned the narrow gauge section.

The tracks were ripped

up for use in the mine railroad, and spillage was allowed
to form a large pond below the concentrator.

The last of

the narrow gauge engines slowly rusted away for many more
26
years before it, too, was cut up.
Meanwhile the standard gauge railroad was doing
quite well.

It even began to carry express.

The American

Railway Express Company had been hounding the management for
a number of years to sign an agreement, and in March, 1925,
the railroad finally capitulated.

The new agency was in

the railroad depot, and the railroad agent was also express
agent.

A second safe was installed to keep express business
27
separate from railroad company affairs.
25.

Interview with George McDaniels.

26. Interviews with George McDaniels, Frank Sarver,
Jack Parr, and Hubert V. Steele. Dates on disposition of
the Magma narrow gauge equipment are unobtainable, but Mr.
Steele recalls one old locomotive still rusting away near
the shops when he first went to work for the Magma Copper
Company early in World War II.
27.

Superior Sun. March 6, 1925, p. 1.

244
The next piece of railroad construction at Superior
was undertaken for the Magma Copper Company.

Ore from the

mine had long been transported to the concentration mill
by buckets slung from cables on an aerial tramway— a minia
ture version of the tramway once proposed between Superior
and Miami.

In 1925 the management decided to replace their

ageing aerial tramway with a surface tramway.

This was

nothing more than an extension of the eighteen-inch gauge
electric mine railway from the mine portal to the con
centrator.

Grading was begun late in 1925 and the com

pleted railway, along with the new receiving bins at the
28
mill, went into use on October 1, 1926.
Magma Copper also had a piece of new railroad which
ran around the new slag dump near the smelter.

Electrically

operated dump cars, running over portable tracks and powered
by an overhead wire and trolley pole, carried molten slag
from the reverberatories and dumped it at the edge of the
grade, where the glowing red rivulets of hot liquid rock
29
soon cooled to add to the growing black mass.
The general manager of the mine was now William
Koemer, a graduate of Stanford University.

A ruddy-faced

28. Superior Sun. January 15, 1926, p. 1] Annual
Report of the Magma Copper Company. 1925, pp. 8-9, 1926, p.

8

.

29. Interview with Jack Parr.
this track are of steel.

The ties securing
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blonde whose father had come to the United States from
Germany, K o e m e r was a native of Oregon and had been an
All-American athlete who had captained the football team
for years in a row.

He had prospected in Canada and occupied

himself with other mining work for some years after his gradua30
tion, until he was brought in to replace Browning.
William C. Browning had decided to go into private
practice as a consulting mine engineer.

He had behind him

a solid record of accomplishment at the Magma; he was re
sponsible for developing the mine from virtually nothing to
a major producer.

He had supervised the construction of all

of the mine installations from concentrator to smelter.

He

was equally responsible for the railroad5 he had supervised
planning and building of both the narrow gauge and the
standard gauge and had kept a close eye on the operations
of each.

His replacement, Koemer, was appointed assistant

general manager on July 1, 1924, and served six months
apprenticeship under Browning1

Browning1s resignation

became effective at the end of the year and on New Years 1
31
Day, 1925, K o e m e r became general manager.
There was slso a slight shift in the operating staff
of the railroad.

Bail Lundquist had been playing the dual

30.

Interview with Frank Sarver.

31.

Ibid.
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roles of mine superintendent and railroad superintendent.
Increasing development and production of the mine required
more and more of his time, so on July 1, 1924, Ed Dentzer
was promoted superintendent of the railroad to relieve
32
Lundquist of that duty.
The railroad's president, meanwhile, had spent some
months in France while his Picket Post House was under con
struction!

He had placed an order with the Pullman Company

for a private railroad car before he had left the country.
Now that he had a standard gauge railroad into Superior, he
could have his private car interchanged and used all the
way up to Superior.

He was enjoying the idea of playing

the railroad president, playing the role to the hilt.
he was always the nostalgic westerner.

And

He might visit the

castles and meet the kings, but he would always return to
the West.

It was due to this nostalgia, this wistful re

membrance of his origins, which led him to name the car
Alder.

Alder Gulch, Montana, was where he had been born.

He had given this name to his mansion in Yonkers, New York;
he had given the name to his yacht.
railway car!
design.

Now he gave it to his

The car was luxurious, of the most m o d e m

It was Pullman Green and carried his railroad's

name on the letterboard above the windows, with its own

32.
File 903.

Notice of appointment signed by Browning,
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name below the windows.

It was built by Pullman in July,
33

1925, and was ready for him when he returned from Europe.
The railroad did not fool around when Alder was due
in.

K o e m e r had an extra engine steamed up and ready and
34
waiting at Magma to pick Alder up.
The car arrived on
October 11, 1926, and Engine 5 rushed the car across the
desert, past the new water tank at Desert Wells, and over
Gonzales Pass into Queen Canyon.

The special train care

fully negotiated the curves in the canyon and soon came
opposite the colonel’s new house.

There the railroad had

built a special siding for the private car— Thompson Siding
it was called— and there the car was put to rest, while its
occupants went on the final half-mile from the railroad to
the house.

Editor Heiner of the Sun told his readers,

"Colonel Thompson will remain at their winter home in
West Superior during the winter months.

Colonel Thompson

is the chief stockholder of the Magma Copper Company, and
of the many groups in which he is interested, Magma is his
35
pet.”
The railroad was his pet also.

He had never been

particularly attached to the narrow gauge.

He had ridden

33. H a g e d o m , op. cit.. pp. 276-277; Interviews
with Joe Thompson, the Colonel’s nephew, and Bernard Van
Voorhis; David Myrick to author, March 19, 1965.
34.

Interview with Jack Parr.

35;

Superior Sun. October 15, 1926, p. 1.

248
it on occasion, and once or twice had gone on quail-hunting
trips, taking a little speeder down in the canyon, some
times accompanied by his nephew.

But now that it was

standard gauge and he had his own private car, he enjoyed
the little line.

And when Alder took him across the country,
36
it advertised Magmq Arizona Railroad wherever it was seen.
In December, 1926, Browning was back in Superior
for a visit.

He had settled in Los Angeles and taken up

private mining consulting practice as he had planned.

He

arrived on Wednesday, September 1, under contract to make
a special examination of the mine which he, better than any
other, knew like the back of his hand.

"DADDY OF MAGMA IS

CALLED TO EXAMINE THE GREAT PRODUCER," read the headline
the Superior Sun ran on the occasion, noting that "Mr.
Browning, who is very popular with all classes in Superior,
37
was given a very cordial welcome to the city."
The railroad was running smoothly and uneventfully
while Browning was there, but the following April proved
the opposite.
one.

The first disturbance of routine was a happy

A special excursion of the Los Angeles Chamber of

Commerce was touring Arizona, and at the beginning of the
month arrived at Superior.

This was the first--and last—

all-Pullman train to roll over Magma rails.

The two baggage

36.

Interview with Joe Thompson.

37.

Superior Sun. December 3, 1926, p. 1.

249
cars, combine, four passenger coaches and observation car
were met at Magma by Engine 5 and hauled into the city.
The train was too long to be turned on the wye, so when it
went out it was backwards, with Engine 5 coupled to the
38
observation car.
The event which occurred on the night of April 24
was not a happy one.

Burglars forced the door of the rail

road depot and cracked the railroad safe by prying off the
combination dial and knocking off the hinges with a sledge
hammer.

They got only thirty-one dollars for their trouble.

The thieves similarly went to work on the express company
safe, but after three or four hours had cut only half way
through its walls, and gave up.

The local sheriff took a

number of fingerprints and linked the job up with a similar
39
burglary in Globe two weeks earlier.
The railroad company's president, "W.B." as he was
sometimes called, was living part of each year in the house
he had himself designed overlooking the gorge at the base
of Picket Post Mountain.

Thompson enjoyed puttering around

the place, planning a garden, a rock-walled stairway here,
a path there;

Doby Tom, the Slovak who had built the

Superior jail, was employed to do some of the rock work.

38.

File 2103-A.

39.

Superior Sun. April 29, 1927, p. 8.
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The Colonel enjoyed Doby Tom, laind used to toy with him.
"Sometime he make you mad," Doby Tom would tell people.
"I put big rock in the wall an* the Colonel he say 'Turn
him over.1

I turn him over all right an* he say, 'Turn him

over again.'

I turn him again an' he say, "Turn him over.'
40
I say, "Wot you t'ink, dis rock is hot cake?'"
Thompson deliberately baited Doby Tom, but Doby

could take it.

One day Thompson jumped him, "Why don't

you obey orders?

You're no good anyway.

Go to the mine office and get your time."

You're fired.
The driveway

on which they were standing was a loop, and you would
reach the highway whichever way you went.

"Which way I

go?" the old Slovak asked in mock humility and puzzlement.
"Go to the devilJ

Get back to work," was the Colonel's
41
response in mock anger.
Thompson loved the scarlet sunsets of Arizona; he
loved the spectacular little desert canyon at the foot of
the crag on which his house perched.

He decided to plant

an extensive cactus garden around the house.

It would be

no ordinary garden, but would have all the different species
collected from all the deserts of the Southwest.

With

typical thoroughness, Thompson sent for the head of the

40.

Hagedom,

41.

Ibid.. p. 301.

op

. cit.. p. 300.
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horticultural department of the University of Arizona at
Tucson, Professor Franklin J. Grider.

Out of his con

ferences with Crider came the idea of an arboretum of all
the plants and trees of the Southwest, even of other desert
42
regions of the world.
He had an endless curiosity about
matters far removed from copper and Wall Street.

"I should

like to get at the real bottom of the phenomena of life
processes," he told friends, "and I think a good place to
study them would be in the realm of plants.

By doing that,

perhaps I can contribute something real to the future of
43
mankind."
Thompson had already established an institute
for plant research and theory, in Yonkers.
was engaged in pure research and theory.

There the staff
The new arboretum

down in the canyon west of his house would emphasize the
practical side!

Thus was established the Boyce Thompson

Southwestern Arboretum with Crider, who had resigned from
44
the University, as its first director.
In the fall of 1926, Thompson suffered a stroke.
It partially paralyzed him and placed him in a wheelchair,
but it could not stop him.

He was still traveling back and

forth across the country in Alder, keeping a finger tuned to

42.

Ibid.. p. 304.

43.

Superior Sun. May 9, 1930, p. 1.

44.

Superior Sun. May 16, 1924, p. 1.
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45
the pulse of Magma, of Texas Gulf, of Newmont.
Alder, though luxurious and comfortable, was not
always enjoyable, as one trip about 1928 proved.

The private

car was routed from New York to Arizona via Southern Pacific's
crack passenger train, The Golden State.

The Colonel and

his family boarded the car in New York City late one evening
and soon retired.

When they awoke and arose for breakfast

the next morning, the Colonel discovered the car was sitting
all by itself on a siding.

Unaccountably, Alder had been un

coupled from the train, leaving Thompson and his family
46
stranded no farther west than Syracuse, New York.
The Colonel flew into a towering rage and revealed
the full extent of his extraordinary repertoire of oaths.
He reached a nearby telephone and scorched insulation off
the wires all the way back to New York City; the lines were
not designed to carry such language as went over them that
day.

There is no telling how great the havoc he wrought

in the railroad offices, but its measure was indicated by
the railroad firing up an extra engine solely to permit
William Boyce Thompson to catch up with his train.

45. Hagedom, op. cjt., p. 315; Interview with
Bernard Van Voorhis.
46. This episode involving Alder was recalled by
the Colonel's nephew, Joe Thompson, who was aboard the car
on this trip.
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The locomotive, with an empty baggage car coupled
behind it to add weight and lessen shocks to the Alder
raced west with an open throttle all the way to St. Louis,
Missouri.

There, Alder was coupled on the end of a mail

train to Kansas City.

The mail train stopped at every

town and hamlet along the line, but between towns made up
for time thus lost.

Mrs. Thompson wished the Colonel did

not have that speedometer in the car; it made her nervous
to see that needle quivering around ninety all the way across
Missouri.

The car's rocking and swaying was so great at that

speed that she and practically everyone else aboard became
car-sick and had to go to bed.
At Kansas City, Missouri, Alder finally caught up
with the Golden State and was hauled without further trouble
to Arizona.
Compared to Alder. the Magma Arizona Railroad's
every-day equipment was rather shabby.
203 was showing its age.

By 1929, Magma Coach

In Dentzer's words, the car was

"too ancient to stand the gaff of being switched every day.u
He began seeking a replacement.

Negotiations commenced late

that year between Dentzer and P. E. Manthey of United Com
mercial Company, which at this time was representing the
salvage firm of Hyman-Michaels.

First, a coach in Susan-

ville, California was considered, but Dentzer decided that
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it ranked in age with the Magma's ex-Arizona Eastern coach.
There was obviously no profit in replacing one derelict with
47
another.
Early in 1930, Dentzer located through United Com
mercial a coach in Suisun, California, which seemed satis48
factory.
The railroad purchased the coach and in May it
was refinished in United Commercial's San Francisco shops.
The car was coated with cement dust and had to be sand
blasted.
paint.

It was then hand-painted with shiny aluminum
The new owner's name was stenciled above the windows

and the window sashes were painted, both with a light green
49
color.
Unfortunately, Colonel Thompson was never to see
this new coach in operation.
road again.

He was never to see his rail

On June 27, at the age of sixty-one, he died

47. Dentzer to United Commercial Company, 234
Stuart Street, San Francisco, attn: P.E. Manthey, December
19, 1929, File 301.
48. There is no indication what railroad this coach
came from, but very likely it was from the Cement, Tolenas
and Tidewater. The C.T. & T. was organized on October 3,
1911 by the Pacific Portland Cement Company to take over 1.9
miles of railroad they had built at an earlier date. The
line extended from the Southern Pacific to the plant and
town of Cement, with a proposed extension to San Francisco
bay (Suisun Bay, specifically) which was never built. The
line was abandoned in 1930. As of 1923 the railroad had one
old combination car. Interstate Commerce Commission Reports.
Vol. 108, ppi 555-563, Valuation Docket No. 257; Vol. 166,
pp. 290-292, Finance Docket No. 8028i
49. F. L. Botsford, United Commercial Company, to
Dentzer, April 25, 1930; Dentzer to Botsford, April 30,
1930, File 301.

255
in his mansion in Yonkers.

Charles Fi Ayer, president of

the Magma Copper Company, succeeded him as president of the
railroad, and the colonel's widow kept the Thompson name on
the railroad's roster of officers in her capacity as chair
man of the board.

The Magma Arizona was still Colonel
50
Thompson's railroad.

50.
op. cit., p . 325•

Superior Sun. July
1930,25,p. 1; Hagedom

CHAPTER VII
SYMBOL OF A FADING AGE
The decade of the 1930*8 began for the Magma Arizona
Railroad on the ominous notes of Colonel Thompson's death
and the beginning of the Great Depression.

One after an

other, Arizona copper mines closed down to sleep through
the dark night of the American economy, until only^Magma
Copper Company remained in operation in the state.
Its financial problems were nonetheless acute.
Following the panic of October, 1929, the selling price of
copper dropped steadily, and for the year 1930 averaged

2
12.24 cents per pound.
but not halted!

Production at Superior was reduced,

In 1931 the company did little better than

to break even, and the following year operated at a loss.
To reduce the deficit, management adopted the policy of
shutting down different phases of work for varying periods
3
of time.
Along with economic difficulties. Magma Copper was
facing increasing difficulties in mine engineering as the1
3
2

1.

Interviews with T.G. Chilton and Frank Sarver.

2.

Short, et al. , o p . clt.. p. 69.

3.

Ibid., p. 70.
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shafts and tunnels were driven deeper and deeper into the
earth.

At a level 3,200 feet below the surface the rock

temperature was 126° F., necessitating new tunnels to
connect the deepest shafts in order to improve ventilation
4
of the mine.
Copper was still there.

In 1932 ore was discovered
5
to be richer on the 3,200 level than at 3,000 feet.
There
was still plenty of copper for the railroad to carry.
Nevertheless, the depression cut outside business nearly to
zero, and reduced production of the mine resulted in losses
on the railroad's ledgers.

The railroad had listed a profit

of $11,234.03 for calendar year 1929, but for the next four
years averaged a loss of about $47,600 per year.

Yet, the

6
trains continued to run.
Not that the management did not try to suspend such
unprofitable operations, for K o e m e r did attempt to cut the
losses.

During the fall of 1933, Southern Pacific applied

for permission to quit passenger train service over the
former Arizona Eastern line from Phoenix to Winkleman,4
6
5

4.

Ibid., pp. 69-70.

5.

Ibid., p. 70.

6. See the annual reports of the copper company
for the years involved. A brief paragraph on the railroad
company is published in the report for the copper company;
the railroad company has never issued its own, separate,
annual reports.
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which Southern Pacific had absorbed into its Tucson division
in 1924.

Magna at the same time applied to suspend all of

its operations.

In September, however, the Arizona Cor

poration Commission turned thumbs down on the two applica
tions.
Meanwhile, there were few changes and innovations
in equipment during the decade.

The usual color scheme of

Magma locomotives was black with copper-painted firebox
and smokebox.

In July, 1932, K o e m e r decided to reverse

this scheme on Engine 5, having the smokebox and firebox
painted black and the rest of the engine copper colored.
"It makes a flashy looking engine,u he told one of the

8
company's eastern officials;
By 1935, the old White railcar had badly de
teriorated!

Fumes from the smelter, near which it was

parked when not in use, had combined with the rain to form
9
sulphuric acid which had eaten into the roof of the car.
K o e m e r decided to replace it and settled on a design sub
mitted by the Northwestern Motor Company of Eau Claire,

10
Wisconsin.*
0
1
9
8

7;

Superior Sun. September 22, 1933, p. 1.

8.

K o e m e r to McNab, July 6, 1932, File 2003.

9.

Interview with Frank Sarver.

10.

Interview with George McDaniels.
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The new car was built at the factory in June that
year.

As Sheffield speeder No. 2 had been scrapped, the

new gasoline railcar became second No. 2.

It was an

attractive little railbus with a ninety-eight inch wheel
base and a load capacity of two and a half tons.

Like a

panel truck it had three doors, one on each side up front
and one in the rear.

The car had a locomotive type steel

pilot and a pair of standard Ford automotive headlights,
with a third headlight mounted on the top of the rear.

Its

body was built of seasoned white oak, sheathed in metal
and painted Pullman green.
proof canvas duck.

The roof was covered with water

A standard Ford V-8 engine powered the

car and the radiator was a regular Ford truck radiator.
With its roller-chain drive, the little railcar could travel
at a maximum speed of about forty-five miles per hour.

The

car cost $2,600 f.o.b. Eau Claire^ and proved a good re
placement for the White vehicle.
The railroad had not been troubled with a major
washout since the completion of the standard gauge, but if
there was no flood to cause trouble, there was fire.

On

July 1, 1935, a fire of undetermined origin consumed the
120-foot bridge located just west of the Boyce-Thompson
Arboretum.

Neither the railroad nor the copper company1

11.
"Proposal and Specifications by the Northwestern
Motor Company," dated May 25, 1935. File 1907.
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had sufficiently heavy timbers in stock to supply material
for reconstruction, so K o e m e r had to order new bridge
beams from the Pacific Coast, and it was three weeks before

12
the railroad could operate again.
There were the usual derailments and minor wrecks
on the line, but no injuries resulting therefrom.

On

September 1, 1931, Section Foreman Jack Parr was thrown
out of a speeder when its left front wheel climbed the in
side rail of a curve.

Shaken but uninjured, Parr straight

ened the bent axle as best he could, rerailed the car, and
13
went on about his business.
Parr also had an experience with a runaway.

He had

quit the railroad and in 1935 was working for the highway
department, but still lived along the linei

One night when

the wind was blowing he and his wife heard something coming
down the rails.
car racing past.
by the wind.

Parr got up just in time to see a lone box
The car had apparently been started rolling

A derail was supposed to be set up at Superior,

but apparently someone had forgotten, and there was a good

12. Superior Sun. July 5, 1935, p. 1; K o e m e r to
A.J. McNab, July 3, 1935. K o e m e r said that the fire
began at the top, and might have been caused by someone
throwing a cigarette from the train or dropping a light
while walking over the bridge. File 2000-C.
13.
2403.

Parr to Dentzer, September 1, 1931, File
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chance that if Parr did not stop the car it would race all
the way down to Magma, split the switches, and run out onto
the Southern Pacific*s main line.

Parr jumped in his auto

and chased the runaway, planning to throw the switch divertint it into the old pit from which Twohy Brothers had taken
the gravel for ballast.

But as he caught up with the car he

found that it had slowed from forty-five miles per hour to
about ten or fifteen.

He got a little bit ahead of it,

scrambled down to the track, and when the car came along,
climbed aboard and set the brake.

It was a good night's

work for one not at that time employed by the Magma
14
Arizona.
The one major wreck on the line occurred on a
Saturday three days after Christmas in 1935.

Magma Copper

Company's fifteen ton crane got away from Operator Frank
Johnson and raced madly down the steep four per cent grade.
Johnson jumped to safety as soon as it started.

People

around the station heard it coming and yelled to Agent
Sellers, who fled with others from the building.

A second

later the boom of the crane crashed through the walls, nearly
demolishing the little building.

Still on the track, the

huge machine banged into a dump car filled with ore and a
flat car and pushed them a quarter mile further before

14.

Interview with Jack Parr.
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coming to a halt.

The management wasted no time lamenting

the accident. and early Monday morning carpenters went to
15
work to repair the warehouse and waiting room.
Passenger traffic during these years had declined
to practically nothing.

For the period from January 1 to

October 1, 1938, the total income from carrying passengers
was a mere $30.55, for which the railroad had to operate
a motor car on Mondays, Wednesdays, Fridays, and Saturdays,
the steam-powered mixed train running the other two days.
In August that year, the Railway Mail Service discontinued
the mail contract with the Magma Arizona due to better
16
service available by truck on the highway.
The railroad
agent protested to the Postmaster General and to Senator
17
Carl Hayden, but to no avail.
As a result of the virtual absence of passenger
business, abrogation of the mail contract, and the con
tinual loss the company sustained maintaining railbus ser
vice, the railroad filed with the Arizona Corporation Com
mission an application to discontinue the motor car run.

15.

Superior Sun. January 3, 1936, p. 1.

16. Dentzer to John M. Hall, Chief Inspector,
Bureau of Locomotive Inspection, Interstate Commerce
Commission, Washington, D.C., June 26, 1936; Dentzer to
C.W. Chidester, Inspector, ICC, November 14, 1936, File
1907.
17.

Interview with Charles G. Moody.
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On October 7, 1938, the Commission granted temporary per
mission to cease railcar service, reducing passenger traffic
18
to the twice-weekly trips of the regular mixed train.
For another two years the dipadidated old coach
from California continued to be hauled at the end of the
mixed train.

Finally in June, 1940, the Arizona Corpora

tion Commission notified the railroad that it could per
manently discontinue passenger service effective July 9,
after the public had been duly notified by the posting of
bulletins at all agencies for a period of ten days prior
19
to the end of service.
Superintendent Dentzer ordered
notices dated June 29 posted at Superior, Queen, and Magma,

20
and the Northwestern motor car was retired for good.
The end of passenger business was accompanied by
another blow to the railroad in the sudden death, on June

21
30, 1940, of General Manager William Koemer.

Ed Dentzer,

superintendent of the railroad, had also for more than a
decade held the title of assistant general manager of the

18.
File 1907.

Dentzer to C.W. Chidester, November 14, 1936,

19. L.G. Reif, Rate Expert, Arizona Corporation
Commission, to C.Ai White, Traffic Manager, M.A.R.R.,
June 11, 1940, File 903.
201 "Notice to all Concerned," June 29, 1940,
signed by Dentzer; Dentzer to Ayer, July 10, 1940, File 903.
21.

Short, et al.,

op

. cit., p. 72.
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copper company, and President Ayer promptly promoted him

22
into the vacancy.
The war in Europe then raging was contributing to
a rise in copper prices very profitable for the copper
company and, consequently, for the railroad.

Along with

this, however, came a growing shortage of labor.

Following

the attack on Pearl Harbor, the shortage would become
23
acute.
As the United States entered the Second World War,
the Superior railroad station with its telegraph key became
temporarily a window through which the agent could watch
the world.

For Western Union in Superior, the war began

at 10:44 a.m., December 9, 1941, with the receipt of a
message which said:

"United States Government establishes

censorship via transpacific and trans Atlantic. All in24
temational cablegrams . . . ."
The news continued at
2:56 p.ml the same day:

"Money order service to Japan

and all of China except Hongkong discontinued orders to
other places transpacific subject to delay and all accepted
25
senders risk."
At 8:58 a.m., December 23, the news was:
22. Dentzer to Ayer at Elk Lodge, Meeker, Colorado,
July 31, 1940, File 903.
23.

Short, et al;,

op.

cit.. p. 74.

24. Telegram, E.C. Vanderbilt, District Superin
tendent, Western Union Telegraph Company, San Francisco, to
K o e m e r (sic) December 8, 1941 (Rec'd Dec. 9), File 2100.
25.
File 2100.

Vanderbilt to K o e m e r (sic), December 9, 1941,
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"Services suspended following countries Belgium
Bulgaria Czecgo Slav. Germany Greece Holland Hungary Italy
Jugo-Slavi Lybia Poland Roumania Thailand Japan and its
possessions Manchukuoa and Shanghai.

Cablegrams destined
26
to these countries must be declined."
At 8:34 the fol
lowing morning the wire said:

"Censor suspends shore to

ship to shore traffic originating and terminating in United
27
States,"
and four minutes later added a number of nations
to the proscribed list, concluding that "Govt traffic for
following countries in exile at London may be accepted,
Holland Norway France Belgium Poland Greece Czecho
28
Slovakia."
The picture of Axis conquests was not always a
clear one.

On February 16 the telegraph key had warned:

"Communication service with Singapore suspended, Service
also suspended to Borneo and Celebese Dutch East Indies
29
via all routes."
As more definite information on the
extent of Japanese penetration was acquired, communications
were restored to certain areas.

On March 11, the agent at

26.

Vanderbilt to Dentzer, December 22, 1941, File

27.

Vanderbilt to Dentzer, December 23, 1941, File

2100.
2100.
28. Vanderbilt to Dentzer, 8:38 a.m. December 23,
1941, File 2100.
29.
2100

Vanderbilt to Dentzer, February 16, 1941, File
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Superior was informed:
Telegraph service, now resumed via Pacific
route to following places Northern Sumatra Dutch
East Indies served thru Medan Bidinje Brastagi
Dolokmerangir Fortdekcok Galand Kabandjahe
Kisiran Koelusimpang Koetaradja Langsa Limap
Oeloeh Medan Mebrammoeda Muelaboh Padang Padanep
and Jangpematangsiantar Perlanan Rentauprapat
Rengat Sabang Sawahl Ointo Siboga Tandjong Ralei
Tandjongpoera Taroetoeng Tebingtinggideli.30
When the agent finished struggling with unpronounceable
names he had never heard before and would never hear again,
and the perfume of exotic flowers of strange, distant
Oriental lands evaporated in his mind, he forwarded the
message to his boss with a brief note penciled on a piece
of paper he pinned to the bottom of the telegraph form:
31
"Looks like the japs didn't get it all . . .
The optimism was premature, for as soon as he opened
the key three days later, it rang out:

"Telegraph service

again suspended Medan and all places north Sumatra mentioned
32
in mag 11."
It would evidently be a long, hard war!
For the railroad, the war years were to be busy
but mundane.

There were the few usual misfortunes.

About

5 p.m. on February 6, 1943$ the agent returned after a
brief absence to discover a roaring fire in the freight

30.

Vanderbilt to Dentzer, March 11, 1942, File

31.

Penciled note, unaddressed and unsigned.

32.

Vanderbilt to Dentzer, March 13, 1942, File

2100.

2001 .
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warehouse at the depot.

Before the fire department managed

to extinguish the blaze, the warehouse and office were
rather badly gutted, with a loss of about three hundred
dollars worth of freight and twice that in railway express
shipments.

The express loss was covered by the express

firm, and the building and freight were covered by in
surance.

There was no electric wiring where the fire
33

originated, and the firemen never did discover the cause.
Fire and water were the twin evils of any railroad,
and if one was not causing trouble, the other was likely
to do so.

Heavy rainfall in the Superior district on

September 27, a Sunday, created the highest head of water
in Queen Creek Since the standard gauge was built.

The

flash flood carried out two of the bents of the Queen Creek
trestle and badly damaged others.

Dentzer set to work on

temporary repairs Monday morning, and all that day and the
next the section crews worked temporary replacement bents
into place!

The labor shortage caused by the war delayed

complete repairs for several months, but railroad service
34
was interrupted only a few days•
The shortage of men was not the only labor problem.
Even with the country fighting a war, certain irresponsible

2000-C.

33.

Dentzer to McNab, February 8, 1943, File 2009.

34.

Dentzer to McNab, September 27, 1943, File
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union Leaders threatened a railway strike for higher wages.
President Roosevelt acted decisively to block the strike.
As of 7 p.m., December 27, 1943, the President took pos
session and control of most American railroads, including
the Magma Arizona.

Government control was effected by the

War Department which dispatched military representatives
to be ready to provide the railroads with sufficient labor
35
should the strike occur.
In Superior, at 11:30 a.m. on December 29, a First
Lieutenant Charles MacManus moved in on the Magma Arizona
as a representative of the War Department.

The lieutenant

was very polite and proper, and explained to Dentzer that
he had no intention of trying to tell the management how to
operate the railroad.

Dentzer accepted the situation

serenely, and wryly commented to President Ayer, "I believe
he is a reasonable fellow and will spend most of his time
making reports to Phoenix, Salt Lake City, and Chicago.
36
At least that is what he has been doing today . . . •"
Most American railroads, including the Magma were
a little bit nervous about this government control after
their unfortunate experiences during the previous war,
but such pessimism proved unfounded.

Dentzer was correct

35.

Notire in File 600i

36.

Dentzer to Ayer, December 29, 1943, File 600
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in his assumption about what the lieutenant would do.
Lieutenant MacHanus was so busy with military bureaucracy
he had no time to interfere with any of the railroad's
business had he desired to do so.

On his fourth day in

Superior, New Year's, 1944, he informed Dentzer that he
did not think he could do the company any good, and that
if any trouble arose Dentzer could reach him in Phoenix.
The Magma Arizona remained technically under Federal
control until January 18, but it had no effect on the
company other than to create a little additional paper37
work.
Aside from Magma Copper, little mining was being
done an the district by the end of the Second World War.
The Silver King had ceased shipping ore in 1920, with the
38
exception of some work done in 1928.
In 1940 Magma had
acquired the Mowry and Bilk Claims at Siver King, but
solely as a source of water.

The King's tunnels and shafts

had filled up again, and a pipe line was laid from the
Bilk Shaft, which connected underground with the King
workings, to provide an auxiliary water supply for the
39
Magma Mine.
In 1945 test drilling was done at Silver
40
King, but the cores showed nothing worth mining.
37.

Dentzer to Ayer, January 4, 1944, File 600.

38.

Short et aL,

39.

Interview with Ray Med lock.

40.

Superior Sun. January 19, 1945, p. 1.

op

. citi. p. 144.
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The L.S. & A., too, was idle.

Mining had ceased

in 1918, until in 1925 it was leased for operations and a
small tonnage of oxidized copper ores was shipped for the
next two years.

In 1932 gold quartz ore was discovered

in the old tunnels and lessees developed and opened up rich
veins of goldi

This had provided some shipments for the
41
railroad, but eventually that also played out.
Following World War II, however, a small new in
dustry was to develop which would give the railroad steady
business.

In 1947 the Great Lakes Carbon Company began to

process and ship a volcanic mineral known as perlite.
Their plant was located right on the railroad about six
miles west of town.

In February of that year the railroad

constructed a short siding into the plant to handle cars
being loaded.

The little industry would prove remarkably
42
durable and quite a boon to the Magma Arizona.
Engine Noi 6 was now nearly a half century old, a
weary machine, but still doing its job.

Nevertheless, the

management knew it would not last forever, and began seek
ing a replacement.

In 1950 they found one in Engine 30 of

the Tremont and Gulf Railway of Louisiana.

41.

Short, et al.,

op.

Number 30 was

cit., p. 138.

42. Superior Sun. February 21, 1947, p. 1. The
perlite operation continues today, sending out several cars
of perlite per week over the railroad.
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a 2-8-2 Mikado-type locomotive which had been built by
Baldwin in October 1917.
bilt tender.

Like Engine 5, it had a Vander

It was the most graceful and attractive of

the three standard gauge locomotives operated on the Magma
43
Arizona.
Engine 6, however, was not retired immediately, and
Engine 7 went to vork alongside the old-timer on the smoothly
running railroad.

Dentzer and Browning had planned well

when they located the standard gauge high above the bed
of Queen Greek.

It had suffered much less from water

damage down through the years than had the narrow gauge.
But it was still vulnerable where it crossed the creek, as
44
the weather again proved in 1954.
Early on a Thursday morning in August, a cloud
burst dumped almost three inches of water on the Superior
district.
rampage.

All of the normally dry streams went on the
Again, much of the trouble came from the water

shed around Picket Post Mountain, which suddenly dumped
all of its water through Arnett Wash into Queen Creek.
Portions of two highway bridges were badly damaged, and

43. W.P. Goss to Sy Reich, Tech Editor, Railroad
Magazine, 205 E. 42nd Street, New York City, July 14, 1960,
File 2003.
44.

Interview with Frank Server.

when the roaring flood hit the railroad, it lifted the
bridge bodily off of its pilings and left the deck nearly
intact a mile downstream.

The railroad quickly contracted

with Harry Hagen of Globe to rebuild the bridge, at a cost
45
the newspaper estimated at $25,000.
Nevertheless, it
46
was three weeks before trains ran again.
Trouble such as this was no longer a problem for
either Ed Dentzer or Judge Ayer, for both had retired.
Dentzer had left the company on June 30, 1944, and Wesley
47
P. Goss had succeeded him as general manager.
Judge
Ayer had turned control over to A. J. McNab a few years
later, and now even McNab was gone, for he had been re
placed by Goss on December 21, 1953 in order to become
48
chairman of the board of directors.
The president of
the railroad at this time was Frank P. Sarver, who for
49
many years was the purchasing agent of the copper company.
The railroad*s roster of equipment had diminished
down through the years.

Of the four former El Paso &

Southwestern box cars, only two remained, and these served

45.

The Superior Sun. August 27, 1954, p. 1.

46.

Haema Copper Company. Annual Report. 1954. p. 6

47.

Interview with T.G. Chilton.

48.

Magma Copper Company. Annual Report. 1953. p. 4

49. Superior Sun. July 7, 1960, p. 1.
become president of the railroad in 1945.

Sarver had
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50
merely for storage.

Nine of the ten hopper cars were
51
still in use; Number 72 had been scrapped.
Both of the

railbusses had been cut up, and all of the old Sheffield
52
speeders were gone, replaced with two new orange ones.
The passenger coaches had fallen apart, and one of them,
after many years* use as a section house at Queen Station,
53
had burned.
To replace them, a caboose, painted bright
54
red, had been acquired from the Chicago Belt Line.
The
three standard gauge engines were still in use until Janu
ary, 1961, the oldest of the three, Number 6, was retired.
The engine was now more than a half century old and too
historic to scrap, so it was set out on display on a short
piece of track near the smelter, where it was subsequently
55
cannibalized for minor parts.
The railroad was, in a way, a depository of anti
quity.

Aside from its freight cars, which were surviving

remnants of lines now long abandoned, Sarver and the other
50.

Interview with Ray Medlock.

51. The Official Railway Equipment Register. Vol.
LXXIX, No. 3, January, 1964, p. 191.
52.
McDaniels.
53.

’•Magma Summary,*' p. 3; Interview with George
Interviews with Frank Sarver and Ray Medlock.

54. Ibid.; A diligent search of the files in Mr.
Medlock* s office failed to turn up the date this caboose
was acquired.
55.

"Magma Summary," p. 3.
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officials found during the late 1950 *s that the Magma
Arizona was becoming increasingly unique among American
railroads due to its continued use of steam locomotives.
During that decade steam engines virtually disappeared from
all major railroads.

The last use of steam power on the

entire Southern Pacific system, for instance, was in August
56
1959.
By that time the only extensive use of steam in
the continental United States was on the narrow gauge
division of the Denver and Rio Grande Western, where due
to the difference in gauge it was not economical to change
to diesel.

The continued use of these old locomotives

on the Magma Arizona would attract both film companies and
railroad "buffs" as the company approached its golden anni
versary.
As early as 1934 a motion picture producer had
considered using the Superior area as a film location, but
58
nothing had come of the idea.
It was not until 1960 that

56. Dunscomb, o p . cit.. p. 382, places the last
Southern Pacific operation of a steam locomotive in January,
1959, on the Nacozari Railroad, owned by the S.P. The last
actual steam locomotive used on the S.P. was narrow gauge
No. 9 on the Keeler Branch in the Owens Valley of California,
which was run in August that year while the narrow gauge
diesel was in the Bakersfield Shops for repairs. Informa
tion supplied by John B. West.
57. For additional information on the D&RGW narrow
gauge lines, see Lucius Beebe, Narrow Gauge in the Rockies.
58.

Superior Sun. November 2, 1934, p. 1.
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the first film company actually came into the Superior
District to find locations, and it was the steam loco
motives that attracted the outfit.

The producer filming

the Twenty-Six Men" television series, a fictionalized
version of the history of the Arizona Rangers, needed a
railroad using steam locomotives for a sequence about the
female bandit, Pearl Hart, entitled "Bandit Queen."

With

President Server's permission, the television company
filmed a scene around Engine 5 at the Desert Wells Tank
during a regular freight run.

The film outfit made no

changes to the engine and required no special services from
the railroad, and consequently did not have to pay the rail59
road for filming the scene.
This was the first and only
time that would happen, for the railroad soon learned there
was profit to be made by allowing its engines to become
cinema actors.
The next major filming done on the Magma Arizona
Railroad was by Metro-Goldwyn-Mayer in thespring of 1962,
and this proved to be a large project.

The scenes filmed

were to comprise the wreck sequence in the Cinerama screen
play "How the West Was Won."

Having signed a long contract

with the railroad, MGM began moving in their equipment on
March 13, when two small antique flat cars and other prop

59.

Interviews with Frank Sarver and Ralph Metzger
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material were brought into Magma Junction on a m o d e m
Union Pacific flat.

The film company also shipped in a

combine and a passenger car, both painted a grayish green.
Engine 7 was modified with a "cap" stack slipped over the
normal "shotgun" stack, and the round tender was squared
up with plywood and had imitation coal piled on top.

In

setting this precedent of attempting to make a relatively
m o d e m Magma engine appear to be much more antique, MGM
acted with unusual taste and restraint.

The "cap" stack

looked quite attractive on Number 7, whereas the "diamond"
stack usually employed by Hollywood would have appeared
60
ridiculous.
On March 16, MGM began background shooting with an
"insert car," a small, self-propelled camera carrying
vehicle designed for use on railroads.

Scenes done with

this were merely panned shots of scenery, probably for use
as backgrounds in a "process" shot done in an indoor studio.
This continued the following day, with the train itself not
in use.

On March 18 the film train was made up in the

smelter yard, preparatory to shooting the next day.

The

train consisted of Engine 7, the baggage car, the coach,

60.
Information on the filming by MGM was supplied
by Hubert V. Steele shortly before he discarded his files
on the subject.
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a small flat car of logs, a flat carrying a steam "dummy"
engine, and the regular Magma caboose.

This was an un

realistic composition of a mixed train; normally such a
train would have the freight cars behind the engine with
the passenger cars at the rear.

Furthermore, when

passenger equipment was carried, use of a caboose was
superfluous, since the last passenger car served that
purpose.

Meanwhile, the railroad company was asked to

stand by for the arrival of Henry Hathaway, director of
that sequence of "How the West Was Won."
Hathaway arrived on March 19 and filming immediately
began.

It continued on into April.

The script called for

two lawmen to board the train in a town, ancticipating and
planning to foil a train robbery.

The scenes in the "town"

were filmed elsewhere, since Magma had no station suitable
in an old Western setting.

Furthermore, the locomotive

used in the initial scenes in the sequence was an American
Standard (4-4-0), a Baldwin-built antique from the Virginia
and Truckee Railroad of Nevada.

This genuine old frontier

engine was painted a flat black, with a "cap" stack replac
ing its normal "sunflower" stack, in an attempt to pass the
weary old locomotive off as Magma Number 7.

The trick

probably worked for the general public, but sadly failed
where sharp-eyed railroad enthusiasts were the audience.
The remainder of the sequence involved a gunfight
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on the train between the lawmen in the coaches and the
bandits, who boarded from horseback.

In the ensuing

skirmish, the chains on the logs were shot away, and the
train separated between the two flat cars, stranding one
lawman with the bandits on the two cars running away down
hill.

To make the situation more precarious, the chains

securing the steam "donkey" engine also parted, and the
donkey slid off onto the track, dragging heavily between
the rails and eventually derailing and halting the runaway.
Meanwhile the engineer, observing the runaway with the law
man stranded aboard, reversed his half of the train and ran
backwards with reinforcements aboard the coaches.

Seeing

the wreck too late, he ran his empty flat car into the
t o m up track and other wrecked cars.
The sequence was extremely involved, and not at all
easy to shoot.

So as not to injure a valuable steam "donkey"

engine, a copy was constructed to be dragged down the track.
The "runaway" cars were given a good "kick" of about thirtyfive miles per hour by the engine, and that part of the
wreck was authentic.

The scene where the train backed into

the wrecked cars, however, was filmed at about five miles
per hour, with the camera speed adjusted to make it appear
much faster in the finished film.
On April 9 an accident occurred.

Stuntman Bob

Morgan was hanging onto the logs when the load shifted, and
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he lost his hold.

Morgan fell beneath the train and the

flat car of logs, the flat car carrying the ’’donkey,u and
the caboose ran over him.

Morgan was given emergency first

aid, and seventeen minutes later, at 1;15 p.m., was returned
by train to Queen Station.

From there a station wagon rushed

him to the hospital of the Magma Copper Company.

The doctors

did all they could for him there, but realized that was not
enough.

At about 2:30 Morgan was rushed by ambulance to a

hospital in Phoenix.

He was not expected to live.

In Queen Canyon, filming went on.

Wreck shooting

continued below Queen Station until April 21, and the MGM
cars were then returned to the smelter yard where they were
switched for loading on flat cars for the return to the
studio.

On April 24 MGM sound engineers made a sound track

of the engine, and then left.

Pending further developments,

the MGM equipment.was stored by the copper company.
After screening the ”rushes" in the studio, Hathaway
decided some of the wreck scene had to be refilmed.

The

location company returned on May 8 and worked through May
15.

During the next two days MGM moved out for good.
Contrary to expectations, Bob Morgan survived.

convalescence proved long and perilous.

His

His wife and son

came down to Phoenix and stayed at Los Olivas Lodge to be
close to him.

When he had recovered somewhat, he told his

boy, Mike, about the old steam locomotives at Superior.

In
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June, Mrs. Morgan, better known to the public as Yvonne de
Carlo, brought Mike up to the company offices and asked the
general superintendent for permission to ride the train.
Permission was granted, and on June 14, Yvonne de Carlo
and her son rode the caboose down to Magma Junction and to
Desert Wells on a regular freight.
The Magma Arizona Railroad was used in a number of
other films, but in none as extensively as in the MGM pre
diction.

In 1963 a Warner Brothers crew contracted to use

the railroad for a scene in John Ford1s film version of
Mari Sandoz book, Chevenne Autumn.

The book was a color

fully written non-fiction account of the flight, in 1878,
of Dull Knife*s Cheyenne Indians from their malarial
reservation in Indian Territory to their old homeland on
the Northern Plains.

It was climaxed by their pursuit,

eventual capture, and subsequent massacre by elements of
the United States Army.

The screenplay Ford used called

for a railroad scene which had no basis in history. The -'
sequence, supposedly at night, involved the discovery of
the Indians hiding under a trestle by soldiers riding on
the front of a locomotive.

This time Engine 5 was used,

with a diamond stack that looked quite out of place.

The

tender was again squared up, this time to simulate a wood

61
fuel.

61.
Information on the filming of Chevenne Autumn
was supplied by Ray Medlock;
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The scene was filmed in daytime with filters which
ineffectually suggested a moonlit night.

Much of Chevenne

Autumn had been filmed in Ford1s favorite region, the
Navajo country in Monument Valley on the Arizona-Utah
border, a thousand miles from the true homeland of the
Northern Cheyenne.

For the scene to be filmed at Magma's

Bridge 14, the crew sprayed the ground with a dull red
paint to simulate the reddish-brown earth of Monument
Valley, and sprayed the growth with autumn colors.

Ford

had intended to direct, but was suffering from a cracked
rib, and the filming was directed by one of his associates,
Ray Kellogg.

The scene was brief, and the filming was com

pleted in much less time than the MGM film.
There were other occasions when Magma locomotives
played film roles, but nothing approaching the magnitude
of the two Hollywood sequences.

There were television

commercials, a film test, and even a documentary about
62
General Custer.
The trend in engine "make-up" went from
bad to worse; the results were as effective as would be an
attempt to disguise a Ford Thunderbird as a Model T.

But

62.
These included a shampoo commercial filmed by
the American Broadcasting Company on December 20, 1963,
and another commercial done by the Tam Dandy organization
in November 1963. The documentary was done for the Ameri
can Broadcasting Company also. It was produced by John
Secondari and directed by his wife, Helen J. Rodgers and
filmed on the Magma Arizona in the spring of 1964.
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each film episode brought money to the company's coffers.
As one employee put it, these organizations had to "pay
through the nose" for using the railroad.

Such income

was unexpected compensation for the higher cost of operat
ing steam locomotives as compared with diesel power.

No

film company would have been interested in the Magma
Arizona Railroad were its locomotives modern diesels.
Another dividend of operating steam engines, though
one of benefit to the community rather than to the railroad
or copper company, was widespread publicity accorded the
Magma Arizona, with a consequent increase of visitors to
Superior who came especially to photograph the little
railroad.

The first such publicity was an article in the

September 1959 issue of Arizona Highways.

Despite its

appearance in a magazine of travel and scenery, the
article was a product of railroad enthusiasts.

The author,

John B. Hungerford, was the owner of a small publishing
company in Reseda, California, and the son of a prominent
railroad historian.

Donald Duke, whose photographs illus

trated the article, was similarly a "railfan."

The article

did not deal in detail with the history of the line, but
63
concentrated on contemporary operations.
A year and a half later, another article appeared

63.
John B. Hungerford, "Magma Railroad," Arizona
Highways. September, 1959, pp. 2-7.
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on the Magma Arizona.

This was in Trains in January, 1961.

Written by J. R. Knoll, it flippantly accented nostalgia
over the passing of steam power:
Many a railfan* s last memory of steam may be
of a small Mogul or Mike almost lost against the
vast expanse of Apache Leap. Just a smudge of
oil smoke against the sky. Ironic that these
old-timers should outlive Big Boys, Niagaras,
and even Big Jawn.
See, son, it makes smoke just like the
electric train daddy bought you for Christmas.
Wave to the engineerI
Knoll's article was entitled "The Suddenly Famous Magna
Arizona."

He left the rest implied:
64
of its steam locomotives*

famous only because

The effect of such publicity is difficult to assess.
It is certain that each of these articles attracted railfans
to Superior to photograph the trains.

The townspeople,

having always lived with these engines around, take them
for granted.

Even the businessmen fail to realize that the

Magma Arizona's steam locomotives contribute directly to
their profits.

Hungerford claimed in 1959 that "hundreds

of railfans" came "from all over the country in all seasons
65
of the year" to see the engines in action.
The motels,
the gas stations, the restaurants, the stores selling film
all reaped profits directly attributable to Magma's steam

64. J;R. Knoll, "The Suddenly Famous Magma Arizona,"
Trains, January, 1961, pp. 37-39.
65.

Hungerford, op. cit.. p. 3.
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engines, yet remained ignorant of that fact and utterly
failed to capitalize on it by advertising and promoting
the attraction.

The publicity the railroad received was

66
entirely the work of railroad enthusiasts.
Such continued use of steam locomotives when diesels
were much cheaper to operate raised curiosity about the
reasons.

Hungerford attempted to supply the answer in

1959:
. . . conditions peculiar only to the Magma
Arizona make all thought of dieselization ex
tremely remote. Because of light rail, 70
pounds to the yard, the stretches of stiff grade,
varying from 2 percent to 5 percent, steam power
seems best fitted for the road's needs. Too,
management holds to the idea that there is yet
no purpose in junking good locomotives at the
height of their usefulness.
Hungerford quoted President Sarver as saying then, "We are
probably the only railroad in the country not preparing
67
to convert to diesel."
Knoll, after talking also with Sarver, as well as
with Magma Master Mechanic John Creps, thought that he had
the answer:

"The answer seems to lie chiefly in the high

66. Ralph Metzger suggested to his superiors that
the railroad obtain an old coach, put it on the end of
trains, and sell tickets to anyone wishing to ride the
line. This could not legally be done without the railroad
reopening passenger traffic under regulations of the I.C.C.,
which would cause far more trouble than it would be worth
in profits. If the railroad were not under the authority
of the I.C.C. and the A.G.G., such a plan would be feasible.
67.

Hungerford, op. clt.. p. 3.
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initial cost of a diesel, as well as in the fact that an
engine big enough to get over the road in good shape might

68
be too heavy for some of the trestles."

It is true that

track condition may have something to do with the reluctance
of the railroad's management to dieselize.

The rail is

fairly light by modern standards, and on the desert section
of the line, some of the ties are so rotten spikes can be
pulled out by two fingers.

It is also true that the two

engines are still capable machines, and the high initial
cost of a diesel, allied with the cost of discarding still
usable steam power, is understandably unattractive to a
traditionally conservative Magma management.
Another reason may be yet closer to the truth.
Knoll hinted at it in 1961 when he-said:

"There is some

question as to how much longer the reserves of copper near
Superior will last--some estimates place the length of time
69
at 8 to 10 years."
By the spring of 1965, it appeared
that even this estimate was too optimistic.

The annual

report of the Newmont Mining Corporation, the holding com
pany which owns eighty per cent of the Magma stock, stated
70
that "minable reserves are limited."
The annual report

68.

Knoll, op. cit.. p. 38.

69.

Ibid., p. 39.

70.
1264, p. 5.

Newmont Mining Corporation. Annual Report.
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of Magma Copper itself, published in March, was even more
pessimistic;

The report plainly said that the long term

future of the Magma Mine could not be predicted.

Even more

ominous, because it seemed to imply a time limit, was-the
statement that na profitable operation can be maintained
71
until the middle of 1965 and perhaps longer."
Ghost
mines and ghost railways are not always the creation of a
long-past mining boom.

Jerome became a ghost when the
72
United Verde Branch Mine ran out of ore in 1953.
One
day that will happen to Superior, for the town is almost
entirely a sattelite of the mine.
Yet, while lamenting its decline, one must recall
that the Magma Mine has produced far above the wildest
hopes of its original promoters.

One illustration of this

is the career of the railroad*s last president.

On March

14, 1915, a young day-laborer named Frank Sarver rode the
narrow gauge to the construction camp near Hewitt and con
tinued to Superior on an ore wagon where he obtained a job
with the copper company which paid but $2.75 a day.

He

would recall, "We didn't figure we had more than five or
six years left with that mine."

8.

71.

A half century later

Magma Copper Company. Annual Report. 1964. p.

72. Frank J. Tuck, Stories of Arizona Cooper
Mines. p. 76.
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Frank Server was president of the Magma Arizona Railroad
and the miners were still digging a wealth of copper from
73
the deep, deep tunnels of the Magma Mine.
Seemingly unaffected by the sense of impending
doom, the railroad renewed its corporate charter in the
74
fall of 1964.
The trains still run much in the same
manner in which they have run ever since the end of
passenger service in 1940, and except for the passenger
coach on the rear, much in the same manner in which they
have operated since that first load of concentrates went
out over the standard gauge in 1923.
The old scene is.played again every weekday morning
in Superior.

The long, blue shadows of a young day's sun

still obscure the slopes of ridges and ravines as Lee
Jeter, lunch pail in hand, walks up the pavement from his
company-built brick house to the dilapidated engine shed
which protects the two locomotives.

The acrid sulphur

dioxide fumes drifting from the nearby smelter are familiar
to him after thirty years' routine.

Old Number 5, first

standard gauge engine on the line, quietly awaits his
familiar hand.

The fireman, Sterling Tucker, is already

73. Superior Sun. July 7, 1960, p. 1; Interview
with Frank Sarver.
74. Interview with T.G. Chilton. The original
charter was good for fifty years and expired on October
20, 1964. The new charter has no expiration date.
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turning up the draft on the smokestack to awaken the
dormant fire beneath the boiler.

A few expert applications

of the long snout of his oil can, and Jeter climbs the iron
ladder into the engine cab.

The twin-cylinder air pump

thumps away, building pressure in the brake reservoir.
Through the dirty glass of the brass-cased steam gauge,
Jeter can see the needle rise . . . one hundred fifty
. • . one-fifty-five . . • one sixty . . .

With a casual,

practiced hand, he squeezes the release on the handle and
tugs the throttle back an inch.

The engine springs alive,

rolling forward out of her lair, into the fresh light of
the sun.

Another day's work has begun on rails that

carry copper.

I

APPENDIX
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I.

ROSTER OF NARROW GAUGE LOCOMOTIVES

All of the narrow gauge engines of the Magma Arizona
Eailroad are built at the Cooke Works of the American Loco
motive Company in Patterson, New Jersey.
Engine
Number
1
2
3
4

Wheels:
Whyte
System

Date Built

2-4-2T
2-4-2T
2-4-2
2-4-2

Dec.
July
Nov.
May

1914
1915
1915
1917

55027
55279
55663
57491

Engine
Number

Cylinder
Diameter
in inches

1
2
3
4

10
10
11
12

Engine
Number

Boiler
Allowed
Working
Pressure

Tank
Oil
Capy.
Gals.

Tank
Water
Capy.
Gals.

165
165
165
165

200
200
400
400

900
900
1500
1500

1
2
3
4

Engine
Number
1
2
3
4

lbs.
lbs.
lbs.
lbs.

Maximum
Tractive
Power
in lbs.
7,360
7,360
9,650
9,650

ALGO
Cylinder
Stroke
Drawing
in inches Number
138D
138D
138D
138D

16
16
16
16

Firebox
Length
40%
40%
40%
40%

in.
in.
in.
in.

Driving
Wheel
Diameters

Builder's
Number

30%
30%
33%
33%

Inches
Inches
Inches
Inches

Sq. Ft.
of Grate

3285
3285
4070
4071

9.3
9.3
14.7
14.7

Weight in
Working Order
(Engine only)
45 ,000
45 ,000
46 ,000
46 ,000

Firebox
Width
33 in.
33 in.
52 3/8 in •
52 3/8 in .

lbs.
lbs.
lbs.
lbs.

Tender
Weight

35,500 lbs.
35,500 lbs.

Engines 1 & 2 had a 4*9" wheelbase on the drivers, 17*8"
overall; engines 3 & 4 had 5*0" on the drivers, 18*6" over
all. The first two engines had 85 boiler tubes of 2 inch
diameter and 8*3%" length; the second two engines had 130
tubes, 2" diameter by 9" length.
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II.
Car
Number

ROSTER OF NARROW GAUGE ROLLING STOCK
Description and
History

1-10

Kilboume and Jacobs V-shaped rocker dump
cars, capacity 7 tons and 100 cubic feet.
Four-wheeled cars with hand brakes and
knuckle couplers. Ordered November 17,
1914. Airbrakes later added;

11 - 16

Same, except equipped with airbrakes when
purchased. Ordered June 6, 1915.

51 - 54

Kilboume and Jacobs eight -wheeled steel
line gondola cars, capacity 12% tons.
Ordered November 17, 1914. Equipped with
handbrakes. Airbrakes later added.

55 - 57

Same, except equipped with airbrakes when
purchased. Ore red June 6, 1915.

68 - 63

Same, except 15 ton capacity. Ordered
January 21, 1916, shipped April 27, 1916.

64 - 69

Same. Ordered in November, 1916, shipped
April 19, 1917.

101

Ten ton capacity box car built by Kilboume
and Jacobs. Ordered June 12, 1915.

102 - 107

Twenty-five ton capacity box cars purchased
from R.J. Glendinning in November, 1916.
These cars were apparently veterans of the
defunct Florence and Cripple Creek Railroad
of Colorado, and one or more may have been
purchased by that line from the Denver and
Rio Grande.

200

Combination Baggage-Passenger coach. Built
for United Verde & Pacific Railway by the
American Car and Foundry Company, probably
in 1894 or 1895. Seating capacity: 28.
Length, overall, 33*7"; length of baggage
compartment, 8 feet. Formerly U.V. & P.
No. 2.
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201

301

Combination Baggage-Passenger coach. Built
for the Eureka & Palisade Railroad by
Billmeyer & Smalls at their car works in
York, Pennsylvania, in 1874. In their
February 1875 catalog they labeled the car
as follows: "Car M, Combination Second Class
Passenger Car, one-third (1/3) for baggage
and two-thirds (2/3) for passengers, seating
twenty-dour (24) passengers alongside of car
with slat or cushioned seats, as preferred,
saloon, lamps, stove, water cooler, and all
other necessary conveniences. Length in
body thirty (30) feet; width seven (7) feet;
can be built seven and a half to eight (8)
feet wide, with seats in regular way
reversible or stationery as preferred. These
cars have 24 inch wheels and 3 3 / 8 inch axles."
The car did not have its original trucks when
purchased by the Magma Arizona.
306

Flat cars. These cars were purchased from
R.J. Glendinning in November, 1916, and came
from the Florence and Cripple Creek Railroad
at Canon City, Colorado. Three were origin
ally flat cars, but three were box cars con
verted to flats. Capacity was 25 tons.

01

Caboose. Company records do not indicate the
origin of this caboose, but it was probably
originally built for the Denver and Rio
Grande in Colorado, later sold to the Florence
and Cripple Creek, purchased by R.J. Glen
dinning in. November 1916, and sold at that
time to the Magma Arizona. The F. & C.C.,
defunct by 1916, had carried on its roster a
caboose of the same number.

202

It is not certain that the railroad had a
car by this number, however when the line
was changed to standard gauge equipment was
numbered consecutively with the narrow gauge
cars, and the first passenger car was numbered
203. This leaves the number between unused.
Very likely this number was applied to the
home-made four-wheeled passenger car that
the Magma Arizona manufactured from a con
tractor's car in 1915.
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III.

Engine
Number
5
6
7

Engine
Number
5
6
7

ROSTER OF STANDARD GAUGE LOCOMOTIVES

Wheels;
Whyte
System

Date Built

2-8-0
2—6—0
2-8-2

Nov. 1922
Oct. 1907
Sept 1917

Cylinder Cylinder
Diameter
Stroke
in inches in inches
28
26
26

22
21
21

Builder*s
Number
63549
31889
46491

Driving
Wheel
Diameters
51
59
54
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IV.
Car
Number

ROSTER OF STANDARD GAUGE ROLLING STOCK
Description and
History

70 - 79

Hopper dump cars, steel. Capacity 50 tons.
Cars originally used on Tonopah & Goldfield
Railroad of Nevada; Sold to United Com
mercial Company, which sold them to the
Magma Arizona, December 1922. Car 72
eventually scrapped. Not presently used
in interchange service.

108 - 111

Wooden box cars. Originally owned by
Arizona & New Mexico, taken over by El Paso
& Southwestern in 1922, sold to Magma Arizona
in December 1922. Two later scrapped, the
remaining two sold to Magma Copper Company
for storage use at Superior Smelter.

101

Caboose. Wood body with steel frame.
Purchased 1948 from Elgin, Joliet & Eastern.

203

Combination Baggage-Passenger coach.
Purchased from Arizona Eastern, December
1922.

204

Combination Baggage-Passenger coach.
Purchased May 1930 from United Commercial
Company, which had probably obtained it
from the Cement, Tolenas and Tidewater
Railroad of California, then in the process
of being abandoned.
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V.

PROFITS AND LOSSES

Due to ownership by the Magma Copper Company, the
financial data on the Magma Arizona Railroad is not meaning
ful. It is more to the benefit of the copper company to
operate the railroad at a loss than to ship material by
truck. Thus the copper company is capable of absorbing the
railroad's losses as a part of their necessary operating
expenses. The figures below nevertheless give some indica
tion of the railroad's financial posture, and for comparison,
the net profits of the Magma Copper Company are included.
Year
1935
1936
1937
1938
1939
1940
1941
1942
1943
1944
1945
1946
1947

Railroad Profits
$

Railroad Losses

Conner Profits
$

2,703.01
7,148.46
8,038.82
3,703.45
11,649.25

701,309.27
1,404,002.74
1,560,219.48
727,577.90
1,511,867.37

19,381.10
1,550.29

1,299,368.96
1,887,512.37
794,356.17
972,194.32
182,946.48

18,621.91
39,607.82
38,035.42

847,612.92
986,875.96
1,312,712.44

$ 13,460.90
1,257.44
5,261.52
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VI.

TONNAGE CARRIED BY THE MAGMA ARIZONA

Due to erratic expenditures for tie and rail re
placement , damage to track, bridges and other structures
caused by fire, water, or other agencies, and depreciation
of properties, financial figures do not give an idea of
the volume of business handled by a railroad. The figures
below show actual tonnage carried by the standard gauge
Magma Arizona Railroad. Comparable figures for the narrow
gauge are not given in the annual reports of the Magma
Copper Company.
Year

Tonnage Inbound

Tonnage Outbe

1924

32,181.8

12,016.0

1925
1926
1927
1928
1929

32,531.5
34,334.9
46,423
52,697
69,824

14,240.6
16,755.8
15,901
19,626
20,305

1930
1931
1932
1933
1934

40,331
30,825
25,515
23,337
41,772

17,463
14,584
11,423
10,104
17,381

1935
1936
1937
1938
1939

51,951
49,969
55,687
43,480
31,369

15,444
15,783
16,476
18,292
23,469

1940
1941
1942
1943
1944

25,811
27,812
27,812

25,647
29,687
29,687

1945
1946
1947
1948
1949

No tonnage figures published due
to war in progress at this time.
26,659
24,397
24,498
22,901

15,328
19,454
25,138
23,605
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Year

Tonnage Inbound

Tonnage Outbound

1950
1951
1952
1953
1954

27,439
22,948
35,260
32,938
33,940

30,687
32,877
29,036
26,212
49,026

1955
1956
1957
1958
1959

36,975
30,555
25,422
13,966
12,618

60,224
43,414
40,505
35,164
37,276

1960
1961
1962
1963
1964

15,293
18,080
13,217
13,666
14,724

40,096
47,205
42,005
54,399
67,836
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II.

FILES OF THE MAGMA ARIZONA RAILROAD COMPANY
a.

File No.
1
1
1-A
3
4
201
202
300
300-A
300-B
300- C
301
301- A
301-B
301-C
301-D

Retired Files:

Storage Box 393

litle

Applications for Positions
Applications for Positions
Applications, General
Arizona Eastern RR Co. General
The American Shortline RR Ass'n
Bonds, Fidelity
Bullion Shipments
Construction of RR, General
Bids
Contracts
Estimates & Actual Cost of
Cars, General
Wheels
Speeders & Gasoline Cars
White Car Purchased from United
Commercial Company
Passenger Coach from A.E.R.R.

Inclusive Dates
1914-1927
1928-1940
19141922
19151923
1921-1935
1914-1915
1914-1915
1914-1915
1914-1920
1914-1920
1914-1925
1922
1922-1923

301-E
301-F
302
400
500
502
503
503-A
503-B
600
900-A
901-A
901-1
904
1200
1200-A
1200-B
1200-C
1200-D
1200-E
1300
1301
1601
1700
1701
1701
1701
1900
1800
1900-A
1900-B
1900-C
1900-D
1903
1903-A
1904
1907
2000
2000-A
2000-B
2000-C
2000-D
2000-1
2003

Gondola, Hopper bottom cars, etc.
Cars rented from AERR
Consolidation RR Systems in U.S.
Dentzer, E.G. Personal
Express
Extension to Mine of RR
Equipment, General
Braking Equipment
Inquiries & offers to buy N^G.
Equipment
Federal Control of RR*s.
Doctor* s Agreement
Valuation of RR
Trucks, Transporation by
Industrial Spur, Agreement between
AERR & SOCO
Locomotives, General
Repairs to
Orders, Specifications, Quotations
Shipment
Oil Burners
Roundhouse
Mail - Handling of by RR
R.K. Minson, Personal
Official Railway Equipment Register
Passes, Annual & Trip, M.A.R.R.*s
Passes, Annual & Trip, Foreign Roads
M.A.R.R. Annual Passes
M.A.R.R. Trip Passes
Reports, General
Queen Station - General Broad Gauge
Overtime
Fire Protection
Car Movement
Progress of Construction
Rates--Freight & Passenger, General
Rates--Divisions Hayden Rates
SP & AE
Rails, Steel & Fasteners
Locomotive Reports
Standard Gauge RR. Estimates for
Const, of
Bids Stand. Ga. RR
S.G. Contract Twohy Brothers— Gen.
Correspondence
Trestles-Bridges, Stand. G. RR
Progress Reports
Stan. G. RR, Proposed Const, of
Stan. G. RR Locomotives for Gen.

1922-1923
1923
1922-1923
1915-1944
1916-1920
1917-1918
1914-1922
1915-1922
1918-1923
1917-1925
1914-1920
1933
1922-1923
1914-1920
1915-1920
1914-1920
1914-1920
1914-1922
1914-1938
1922-1923
1922-1927
1915-1923
1915-1923
1924-1938
1924-1936
1931
1923
1920-1921
1920-1924
1915-1917
1923
1914-1920
1914-1924
1935-1940
1921-1922
1922
1922-1923
1922-1930
1922-1923
1920-1922
1921-1923

300
2004
2004-A
2004-B
2004-C
2004-D

Stand. G. RR. Rails for
1920 -1923
Purchased from AERR
1922
Purchased from EP&SW--United Com. Co
1922
Purchased from United Com. Co. at
1922
Denver (UP)
1922
S.P. Rails at L.A.
b.

File No
1
2
4
5
200
300-C
301
301-B
402-A
500
501
503
503-C
600
601
900
900-B
901
901-A
901-B
901-2
902
903
903
903
903
1200
1201

Active Files:

T. G. Chilton's Office
Title

Inclusive Dates

1941Applications for Positions
1915Arizona Corporation Commission
The American Short Line Railroad
1936Association
American Railway Association General
1923Application
1914Banks & Banking
1921Estimates & Actual Cost of
1921Cars, General
Speeders & Gasoline Cars
1926Amortization Accounting
1930Express
1921Qnployees, General
1915Equipment , General
1928Sale to Magma Copper Co.,Clayton Act
1923Federal Control of Railroads
1926Forest Service, National
1920Insurance - General
1915Insurance - Unemployment (R.R. Retire
ment Board)
1914Interstate Commerce Commission
1921Valuation of R.R.
Pension Law
Emergency R.R. Transportation Act
Inquiries about geographic locations of
1915RR., etc.
1914-1918
Incorporation of R;R.
1918-1922
Incorporation of R.R.
Incorporation of RlR. Appointment
and resignation of Agents; Annual
1923-1940
Meetings, etc.
Incorporation of R.R. Appointment
and resignation of Agents; Annual
1941Meetings, etc.
Locomotives, General
1921Labor Relations

1600
1701
1701
1901
1901-A
1901-B
1901-C
1901-D
1901-E
1901-F
1901-G
1902
1903
1903-A
1904
1905
1906
1907

2000-C
2002
2002-A
2003
2003-A
2003-B
2009
2011
2011-A
2100
2100
2101
2102
2103
2103-A
2103-D
2106
2400
2400-A
24002401
2401-A
2403
2404

Official Railway Guide
1915Trip Passes
1937Annual Passes
1939Rights of Way, General
1914For State Highway
1921For Telephone Line
z
1915Goldfield-Superior Transmission Line
1917Glausen, I.H., Natural Gas Service Co.
Right-of-Way for Magma Copper Company
Desert Well
1950
For O.Hi Ensign & Leo Ellsworth 24inch water pipeline
For Pinal County Highway Crossing near
Magma
Retainer for Counsel
Rates, Freight & Passenger, General
1921Rates-Divisions-Hayden Rate S.P. & A.E. 1935Rails, Steel & Fasteners
1925Railway & Sidings - Ownership
1920Railroad, proof of Construction
1914Locomotive Reports
1941Trestles -Bridges Standard Gauge RR1
1931SGRR, Right of Way for & Survey of
1918-1927
MARR Roadway
1928Standard Gauge Railroad Locomotives,
General
1931Locomotives-American Loco. Co.
Specifications, etc.
1922Locomotives-Purchase from EP&SW
1922Superior Station, General
1914Sidings-SGRR General
1922
Standard Oil Siding
1923
Telegraph Service
1915-1943
Telegraph Service
1944Taxes, General
1915Tariffs, Passenger & Freight
1916Train Service, General
1915Excursions to Superior
1915Embargoes , General
1917Stock killed by R.R.
1920Webs ter or Magma Station General
Florence Station Agent Agreement
1921Pumping Plant
1921C
Contract
A.E.R.R. Magma Layout St.
Gauge R;R.
1915Wage Scales
1915National Mediation Board
Wrecks & Washouts, General
1915Traffic Managers
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