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THE HISTORIC AND ARCHITECTURAL RESOURCES OF ROUTE 86
THROUGH NEW MEXICO

Background and Purpose

This report has been prepared in partial fulfillment of a
grant made by the MNew Mexico Historic Preservation Division {(HPD)
with a matching grant from the New Mexico Department of Tourism
{(DOT) for a survey of the architectural and historical rescurces
of Route €66 in New Mexico. The project arose specifically Trom
suggestions raised in the regional overview "Traiis, Rails, and
Roads,” surveying the central New Mexico East-West Transportation
Corridor {(Pratt et. al. 1988). That report identified the need to
survey roadside structures as well as important portions of his-
toric and sometimes abandoned roadways in orger to determine
tnose that might be eligibie for listing on the National Register
of Historic Places.

Interest in the project aiso derives from tne special placs
Route 65 helds in American popular culture. 1t has come to stand
for the colliective tourist experience on the cpen road, espe-
cially 1in the American Wsst. Thi1s ijcohcgraphical 1mportance has
recently iasd to congressional Jegislation mandating an inguiry
intoe the passib

re 1
1

ility of treating Route 66 as a national historic
is alsc 2 growing desire 1o preserve remaining ela-
4 road as a means of promciting economic develiop-

trail. Thars
ments of in

ment through tcourism., 00T, the New Mexico Route 66 Asscciation,
and pianning and economic development groups in communities along
tne road are anxijious Lto deitermine what historic resodrces exist
andg how they might bte used to encourage tourism.

The report identifizs an historic context or historic frame-
work pbased on the rise of automobile tourism in New Mexico and
then assesses the architectural resources or propertigs reiated
to that context associated with Route 6. It alsc lays the
groundwork for a subseguseni National Register Muliiplie Property
nomination., Part of the fisldwork consisted of a reconnaissance
of the potential properties along all sections of Route €8 in New
Mexicc and then surveving and preparing New Mexicc Historic
Building Inventory forms for 557 properties. This work was per-
formed by ar inter-disciplinary team consisting of David Kammer,
William Tydeman and Chris Wilscn. Copies of those forms prepared
by the team are available at HPD. The buiidings range from tour-
ist-related roadside structures such as tourist courtis, cafes,
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curio shoos and service stations te portions of tne historic
road. Properties surveyad inciude all of those with a documented
history associated with Route 65 built before 1960. This rela-
tively late cut—-off date was used at the request of DOT which is
interested in promoting more tourism along the old highway and
determining which properties dating to 1960 are sufficiently his-
toric for promoticnal purposes.

The organization of the repcort largely reflects HPD's goal of
preparing a neminaticon pased on this report. A prief topograpnic
discussion intrcoduces the terrain across which trails, early
wagon roads and then highways were built. A history of origins
of the route including wagon roads, railroads and early state
roads follows, This histeory includes a range of considerations
from state highway building practices and their connection to the
farger coniext of the good rcads movement leadling to increased
federal aid to roads and finaliy creation of US 68. The
subseguent history of Rouite 68 in New Mexico 1s organized into
four chronological sections treating the highway'’'s peariod of sig-
nificance. Inciuded are a discussion of the pionesr era
(1828-32), the Great [Depression era (1833-41)}, Ltne World War 11
era [(1842-45), and the goiden era cf the highway (1346-583,
Tegether these periods shape Lhe historic context of Route 88 1in
New Mexico. Each era contrinutes to an understancing of how
evants ¢r anc along “he nighway reveal imporitant TLrends in tour-
ism, travel z2nd nighway builiding.

Next, the report treats the matter of property eiigibpiiity
requirements. A project team member has worksed witn members of
HPD staff to apply the Secretary of the Interior’s criteria for
@ligibility to tne properiiss surveyed, Criteria A and C i1sted
in National Register Builetin 16 have served as guidelines. Nota-
bile exceptions to the stancard ace reguirement of fifiy years are
a few prceperties constructed in tne four years foliowing wWorid
War II but clearly within The puilding traditions and pattern ofF
history, specificaitly the rise of tcurism along Route 85, that
had emerged more than Tifty years ago. This report identifies
the criteria for eligibility and lists the properties potentially
mesting 1t.

As witn ary ciscussion of structures, a full appreciaticn and
understanding of them is not merely of their style and materials
but of the people and culture that created them., This is espe-
cialiy true with the case of historic Route 66. In fact, much of



the cultural apotheosis surrounding Route 66 derives from the
power of memory. This nostalgia comes from traveliers, motel
cperators, short order cooks, gas station attendants, hot tar
layers, design engineers, and salespeoplie along the highway and
their fond memcories of those earlier years. Many of the books
treating Route 66 focus on anecdotal accounts of those experi-
ences, The intent of this report is to Toock at the highway more
analytically. Yet those voices persist. The project team
acknowledges the scores of pecople who have come forth to supply
anecdotes, experiences, photographs and cotner memorabiiia. With-
cut these personal elements, without the generosity of the psople
who supplied them, this report would bs a far different documant.



The Physicaraphy of the 35th Parallel

More than any of the other seven states it crossed, New Mex-
ico presented highway engineers with a variety of landforms., Ele-
vations ranged from 3800 ft. where the road entered the state at
Gienric on the Texas 11ne to over 7200 ft. at the Continental
Divide (Fig. 1}, As Route 66 made i1ts way across the state, =z
course of 3938 miles (506 miles prior its straightening in 13937)
it crossed cover three ¢f the state's four physicgraphic regions
(See maps in Appendix B). The eastern third took it through the
Pecos and Canadian valleys of the Great Plains Province; the
middle third through the Basin and Range Plateau; and the western
third through the Intermountain Plateau. The varied landforms
marking these regions confronted early roadbuilders and users
with a range of obstaclies and challenges.

Of course, the early state highway enginesrs were not the
first to confront these obstacles. Native American hunting and
trading parties, Spanisn explorers and ssttlers, and, by the mid-
nineteenth century, American army expeditions and settlers moving
to the Caiifornia gold fieids had negotiated their way alcng por-
ticrs of the corridor, In fact, it was the very nature of these
landferms angd their topographical features that had ssrved to
shape an east-west Transportaticon corridor 1n the Tirst piace.

While alignmanis of specific trails, rail and zutomodile roads
would cnange, the same general pattern of east-wsest fiow of
peopie cver the land remained. For this reason the term, "corri-

dor,” is a particulariy us=ful one, denoting a traditional pas-
sageway snaped by paths of least resistance in a lanrnd marked by
great physical barriers.,

Historically, & principal east-wast corridor through New Mex-
ico has run ciose Lo tne 35th Parallel. Both in tne easiern and
western thirds of tne state river valieys cut tnrough north-scutn
mocdntain and mesa barriers, providing natural paths for movement,
These valtleys Tormed by The Canadian River and Rio Puesrco of the
West permitted traveliers to take advantage of their gently slop-
ing gradients to move in a direct path across the landscape. The
middle third of the state, however, composecd of a series of basin
and range formations forced these eariy east-west Lravel patierns
to deviate widely from the parallel. Here the traces of the cor-
ridor would fragment. Some travellers would zigzag along the
parallel, following portions of north-scuth valleys such as tne
Ric Grande and Fecos; aothers would skirt the plateau., 417
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attempted to make use of the few passes Tacilitating east-west
movement across the region. Well into the twentieth century,
these natural barriers continued to force travellers to deviate
from the 35th Parallel.

Related to the topographical features were geclogical consid-
erations. Just as steep sandy escarpments along riverbeds stymied
wagons and railroads, early roadbuiliders were faced witn adapting
to & range a soil types. In areas where surface gravel or lime-
stone was readily available for makeshift crushing plants, con-
struction went smeoothly. But in other areas marked by caliche or
igneous rock, surface materials posed challenges that limited the
quality of eariy roads. 8o substantial were the differences that
these various materials produced that eariy state highway direc-
tives developed a tvypoliogy of road types based on s¢il and drain-
age characteristics and their varying construction characteris-
tics (New Mexico State Engineer [NMSE] Biennial Report 15t4:
16-17). Route €8 would cross over many ©oFf thesa surface types,
presenting road builders withn serious engineering problems.

As tThe Greaht Plains and their rich gravel surtacs gave way to
the Canadian VYalley at the Texas jiine, the corridor passad just
below the northern edge of the Caprock. Here the broad upper
slopes of the valley are comprised of sand cunes formed by the
prevalling northwesisrly winds rushing uso the Caprock and dego-
siting sandy grains at 1ts base. In the low spoits caliche dom-
inates. The sand and caiiche characteristics of the lang esast of
Tucumcari would prove an obstacle to early roac construction, In
trne absence of gravel, caiiche rcadbeds would pack well when thsy
were saturated but raise clouds of dust during heavy use in tne
dry season, Summer rains renderec them dangerously slippery. The
fatiure of builiders to mix the various strata of heavy and 1ight
caliche sufficientiy would make the roadbsd susceptible to gpoth-
oles, Compounding the chailenge facing roadbuilders in Quay
County were 1ncisions such as Revuelto and Plaza Large Creesks,
Mere tricklies for much of the year, these broad-bsdded streams
could become muddy torrents as rain washed off the Caprock and
flowaed toward the Caradian River. Waters rushing up against their
sandy banks would create erosion, weakening the abutments pro-
tecting the approaches to the bridges (Fig.2). While references
to bridge washouts appsar freguenitly in district mainterance
reports, more freguent references concern washed out bridge
approaches and the need to stabilize stream banks with rock or
concrete abutments,



Even on level ground the absence of ample gravel supplies
made early road construction difficult., The natural lake lying
Just east of Tucumcari, for example, would often overflow during
wet seasons, Ticoding the road as it approached the town. In the
absence of a solid raised gravel bed, the road often remained
water-iogged for days. In an effort to avoid long delays during
particularly rainy seascns, road officials were faced with hiring
Tocal men and their teams of horses to pull motorists tnrough the
guagmire or, as they sometimes did, constructing corduroy bridges
made cf railroad ties to permit crossing (NMSE Biennial Report
1823-Z24:np. ). As a result of these poor soi1l conditicns, the
early rcads east of Tucumcaril reguired a constant mainteanance
patrol and, even then, were often a reason why travelliers wel]
into the 1930s were advisec to avoid uUsing Route 68,

West of Tucumcari the road’s path rose as the corrider
rmade 1ts way along the shallow valiey definea by the sandstone
mesas nesar Montova and Newkirk, wWnile limited amounts of gravsl
were somstimes avaitable west o7 Montoya, breoad drainages such as
Farajito Creek lTining the valley floor were tne sources of floced-
ing, Tney reguirsad extensive culvert construction and constant
gnouider work to avoild erosion gamage. Here, builders tried to
mix locally ava:labie blue shale and sand and then cover i1t with
trne small amounts of gravel available to form a compacied surface
raferrad Tc as macadam. Named afier Johr McAdam, the Scottish
encinesr who perfected this surfacing techniaue, 1t formed a
weii-compactec Ded during dry weather bput pecame slippery when
the snale became wet. Compounding the difficulties posed Dy soi]
Timitations was the close paralilel course of the Chicago, Rock
zgland and Pacific Railroad (CRI&FP). While road site location
crews generajiy reiled on the atignhment decisicns made by Lthe
ezrlier raiircac builders and built early roadbeds along the
railiroad right-of-way, tne cliose proximity of the two alignments
was not witnout its liacilities. The cuts fianking the track
that had been made to build up the raiiroad grade cften served to
trap water, esgpecially in areas with few drainmage culiverts. Situ-
ated on a lower grade often less than thirty vards from the
tracks, the roac would flocod as the higher railroad grade would
form a dam preventing water from escaping into Paralitc Creek,

West of Cusrvo the road veered southwest away from the rail-
road, Jjoining tne Ima-Santa Rosa rcad that skirted the northern
edge of Sunshine Mesa, Here caliche could be combined with local
graveil to form a good aggregate for road-building. The uneven
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terrain of the mesa’s slopes, however, led the road over a series
of arroyos where heavy rains caused shoulder erosion requiring
much culvert and rock abutment work. Later, in the late 1330s,
asphalt was mined six miles north of Santa Rosa and used to pave
local portions of the highway.

Descending the mesa, the rcoad dipped into the sandy Santa
Rosa Sink to cross the Pecos River just below the Bius Hole. In
the earliest years of automobile travel, motorists simply forded
the river at a point not far above the railrecad bridge. Even in
later years with the construction of a bridge, the Pecos River
was capable of Tlooding the highway. Thne climb ocut of the sink
oh the west side was precipitous and given to much bank erosion
as it wound around the sandstone bluffs 1ining the river. A good
supply of surface rock, however, enabled crews Lo maintain 1t
with periocdic grading.

West of Santa Rosz lies the Basin and Range Plateau. Charac-
terized by a north-south pattern of several wide ajiuvial valleys
punctuated by various chains of the Socuthern Rocky Mountains,
this landform division preasented a different series of challenges
te roadbuilders. The generally arid portion along the 35th Par-
alliel lying betwsen the Pecos River and the Sandia Mountains had
had 1ittie early settiement. Although a wagon road existed con-
necting the Estancia and Rio Grande Valleys, the early raijlrocads
and automobile roads made no effort Lo cross out of the Esitancia
valley tTo tne east. Instead they skirted 1L, passing southwes-
terly toward Abo Pass or northwesterly toward the Pecos River
Yalley and Glorieta Pass.

IT wasn’t until The 1930s tnat the road would be straightened
through tne Basin and Range Plateau both to the east and west of
Albuguerque. Ailded by more advanced rcad-building machinery
and booster-inspired state mandates, engineers would complets the
road passing through these sparsely inhabited spaces. Following
an earthen tracs cut in the mid-1320s, the Santa Rosa cutoff
wouid cross over the Jimestone ridges of Palma Hill and Las
Tapias Mesa and then descend into the silt-filled Estancia vVal-
ley. From there 1% connected with the old Estancia-aAlbuquerque
wagon road, ciimbing the gentle eastern siopes of the Sandias anc
dropping down through the fractured-rock fault Known as Tijeras
Canyon into the Rio Grande vValley at Albuguerqgue. Once the Rio
Grande was spanned at 01d Town in 1831 and the Rio Puerco spanned
Tifteen miies to the west in 1833, the road would foliow the Lag-



una cutoff west out of the city. In contrast to the problem of
finding suitable aggregate to construct a stabile rcadbed that
appeared in the relatively flat Great Plains Province, the Basin
and Range posed the challenge of overcoming a series of climbs
and descents.

In the interim, the road followed a course along the Pecos
River vailey toward the old land grant community of Anton Chico
and then north toward Romeroville, Jjust a few miles south of Las
Vegas, At Romercville early Reute 66 would once again rely on
the precedents of wagoners and raiirecad builders. It followed the
traces of the Santa Fe Trail and parallieling the tracks of the
Atchison, Topeka and Santa Fe Railroad (AT&SF) through narrow
Giorieta Pass before turning northwest to Santa Fe. As it
crossed the Pecos near Delia then recrossed it again at San Jose
del Bado en route to the pass, the road passed over a largely
Timestone surface, Wnen crushed and mixed with caliche available
from borrow pits along ercded hillsides near tha roadway, the
Timestone compacted to a good rcad surface.

For eleven vears Route €5 folliowed this circuitous route
before continuing west., The route coincided with over 120 mijes
of the north-south runming Camino Real. Wnile political and eco-
nomic factors would prolong this unusualiy long overiap of an
gast-west and a norih-south highway. 1t was one initially deter-
mined by the Timits That landform and geology imposed upon =sariy
Lransportation. It was simc}y gasier to adhere to already estab-
Tished pragmatic patterns of movement across the tandscape than
it was te attempit to create new roadways through isclated areas.

Just below Santa Fe lay the =steep La Bajada Hill. part of the
eroding base of the Ortiz Mountains rising to the east. With 1its
drop of over 800 ft. in less than a mile and a half, the descent
stood as the most formidable achievement of the early horse and
wagen era of road building in New Mexico. Tne vensger of gravail
overiying the basalt rock, however, aided the construction pro-
Ject., With the addition of sand drawn from the nearby Rito Santa
Fe, the surtace rock provided the necessary materials for peni-
tentiary inmates to use a cut and 111 method to carve out Twen-
ty~tnree hairpin curves and erect outer protective rock walls
(Fig. 31,

Below La Bajada the rcoad traversed the alluvial slopes of the
Rieo Grande valley leading to Albugueraue and south to Los Lunas.,
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Aithough the arrovos interspersed with the Tans were capable cof
flooding Tollowing sudden downpours, The granite and sedimentary
rocks composing the fans provided a rich aggregate for gravel
road surfaces. In fact, the fans lent themselves 1o early cut
and 7111 projects such as the Big Cut south of Tonaue Arroyoc 1in
which road builders cut a sixty foot deep gash through a fan,
using the alluvium they removed to build the access grades to the
cut [(Fig. 4). Built before the numerically designated federal
highway system in 1828, the Big Cut continued to serve the north-
soulth portion of Route 686 through the early 1330s,

The Ric Grande had long been an obstacle slowing east-westi
movement along the 35th parallel. The broad heavily-silted
floodplain through which the river flowed in 1ts often braided
pattern was prone to shift its course during flooding. The sandy
escarpment cn the west side had restricted gasy movement west of
the valley, shapirg the growth patterns of the communities along
1ts banks on a north—south axis. As Albuguergue grew with tThe
deveiopment of the east-wesi wagon route, these cobstacles conti-
nued to affect road locations. The miiitary expeditions davelop-
ing the Ft. Smith Rcad to California found the nearby sandnills
represeniad "the worst part of The road to California’ (Jackson
1568E: 253). Mecst travelisd scuth to Isleta Pueblo, where 1t was
aaster for the wagons Lo cross the Rio Grands and wnere the
escarpment noresented a gentier dgrade (Sherburne 19888: 123}.

Even with the coming of the raiircad in 1880, trnose soil and
lTandform l1imitations persisted. Railrcad siting parties alsc
moved soutn To Isteta. Later, the sarly road would remain in
the valiey all the way to Los Lunas befors it found a breech in
the escarpment and Joined the raiircad right-of-way., A few miiss
to the west courssed the Rio Puerco, usually a silt-ltaden trickie
of a sitiream but one capabpie of rusning torrents during heavy
rainfail. while the river bed was also a good source for gravel,
so prone was it to flooding and erosion tnat a bricdge engineer
labaled it "anotner Chacc Canyon in the making' and speculated
that 3f it continued to wash out bridge abutments rcads of the
future might need to descend into its canyon and ¢limb out on the
other side (New Mexico Highwavy Journal [NMHJ] April 18922:1). West
of the Rio Puerco the road entered the Ric San Jose valley with
its sandy ficor extending across much of the Laguna Reservaltion,
As the elevation rose west of Cubero, the basaii capped mesas
Tlanking tha valley ofTered readily available aggregates for
easier reoad building.

=11~
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Near lLaguna the Basin and Range Plateau gives way Lo the
Intermontane Plateau, an area marked by sandstone mesas and
ignecus rock masses. The nexit obstacle was the lava-flow, or mal-
pais, lying south of Mount Taylor. Formed by volcanic flow coming
from cones twenty miles to the south, the malpais was marked by
ropey lava with gas bubble holes and water saps, or collapsed
Java tubes. For early road buiiders these features would prove
to be one of the greatest barriers to construction. While they
were able to crush the tough ignecus rock at roadside crushing
plants, it did not compact easily and required mixture with other
materials. Crossing the maipais required bringing in lcads of
earth and gravel and then compacting it slowly to fill in all of
the interstices on the rock face. Additionally, the razor-sharp
rock rapidiy disintegrated the early solid rubber tires and
quickly punctured the frail pneumatic tires that foliowed in the
carly 1920s. While the railrcoad was able simply to blast out a
grade through the malpais, early road builders found themselves
skirting the area at McCarty'’'s and then guickly crossing it at
its narrowest point near Horace as tne road moved toward Grants,

From Grants to Gallup tne early road followed the raiircad
right of way up and over the Continental Divide. Wilh tns upper
Fio San Jose flowing eastward from the Uivide and the Rio Pusrco
of the West flowing westward Throusgh Galiiup and Lc the Arizona
border. road builders had access to surface gravel along much of
thne western portion of the road. Only as 1t hearsd Campbell Pass
at The Divide dig clay predominate with the clay flats near Thoe-
reau reqguiring an adcition of sand to stabilize tne slippery
effect of the wel clay. The descent down the valley of the Rio
Puerco of the West offered gravel from nearpy borrow pits. In its
lower portions west of Gallup whers the river becomes heavily
s1lted, the early road moved away Trom the ercded valliey floor,
ciinging to the foot of the red sandstone clitfs lining the north
side of the valley.

As tThe corridocr passes down the Rio Pusrco, just to the east
of Galiup stands a hogback extending over ten miies along a
north-south axis. Certainly it is not the most striking topo-
graphic feature along the east-west corridor. In fact, few trav-
etlers evan recognize it after having gazed at the spectacular
red sandstone cliffs that line the nortn side of the Rioc Puerco
Vailey for most of & thirty mile stretch extending to the Arizona
border. Yet, this thin monolith furnishes perhaps the most imme-
diate and definitive remincer of the effects that the varied

=13~



landscape of New Mexico imposed on late nineteenth and early
twentieth century transportation. Just as Campbell’s Pass over

the Continental Divide, Glorieta Pass, and, eventually, Tijeras
Canyon would constrict movement along the corridcer, the Hogback
would serve as a Tunnel. Throuch 1ts narrow guarter mile breech

early wagon rcads, the raiirocad and then the automobile rcad
passed. Almost as if it were & spinal cord throuch which all of
the body’s senscory systems are cnannelled, early communications
lines and fuel pipeliines also passed. Only with the greatly
expanded building technology of the late twentieth century and
the interstate highway system would engineers have the capacity
to atter the Tandscape, removing a portion of the monolith witn
high~powered expTosiVes.

Wnen Route 68 was first designated its boosters publicized
its first “scientific” qualities, noting its “gr=at arc” from the
Midwest heartland to the Pacific sheres of southern California.
It did, in fact, resemble an arc as it curved soutnwesterly from
Chicago through Missouri tc southeastern Kansas, Ard 1t did
adhere to a relatively straight 1ine along the 35th Paraliel as
it stretched from Okiahoma across the Texas Panhandle and through
New Mexico and Arizona and on to Los Angelas. Wher scrutinized
more closely, however, 11 was also a New Mexico hignway witn mahny
twists and turns during 1ts first decade. The explianation for
these substantial deviations from the 358Lth Parallel are reminders
of the limitations marking early road building. New Mexico's
varied terrain imposed a topographicai determinism tha®t would
1imit rozd builiding possibiltities weli into the twentieth can-
tTary,

14—



HISTORIC CONTEXT: AUTOMOBILE TOURISM ACROSS NEW MEXICO
1912-1950

Railroad Antecedents

In May, 1933 the U.S., Highway 66 Association held its annual
convention in Amarille, Texas and elected Roy H. Smith of Tucum-
cari as its president. Smith’s ascendency marked the recognition
of a lifetime of working fer better roads along the 35th Paral-
lel. He recalled that just after the turn of the century he
first came to New Mexice Territory riding a mule-drawn wagon.
Traversing wagon roads along the alignment that Route 66 would
eventually assume, he came with his family to homestead land in
what would become Quay County. The seventeen days that it took
the Smith family te %fravel from near Sayre, QOklahcma to eastern
New Mexico were marked with hardships, particularly'the mud in
which their wagon repeatedly mired. Settled near Tucumcari,
Smith devoted much of his adult life advoccating the need to
improve roads. First he became a leader in the Ozark Trail Asso-
ciation and, later, secretary-treasurer of the Postal Highway
Association which succeeded the Ozark Trail organizatien. Smith
recalled that the main goal of these early groups was to get
property owners to remove the gates that blocked free access to
the roads and, later, to assist in grading of the road. As he
prepared for the presidency, Smith found himself presiding cver a
sroup that could claim responsibility in working to develop a
highway that was "well-drained and graded and an all weather
route practically &ll the way." (Albuquerque Journal 5/23/33:np)

The account of Smith’s experience offers a helpful perspec-
tive gn the evolution of roads across the 33th Parallel in New
Mexico that would culminate with the designation of Eoute 66 in
1926. Wwhile the geographical features marking the 3bth Parallel
had lent themselves to east-west movement along the corridor
since prehistoric times, it was conly beginning in 1838 with the
passage of the Army Appropriaticons Act that an effort began te
shape an east-west roadway. The result of several survey expedi-
tions cenducted in the decade following the treaty of Guadalupe
Hidalgo in 1848, the quarter of a million dollar appropriation
was designated to construct bridges and improve stream crossings
from Ft. Smith, Arkansas to Albugquergue and to prepare a road
west from Albuguergue to California along the 35th Parallel
{Jackson 1965: 2517,
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Even as the government began to assume this leading role 1in
the construction of western roads, the next generation of trans-
portation began to set jts sights cn the West. During the Civil
War, Congress began to shape the pattern that western raiiroad
development would assume, offering the AT&SF geneérous grants of
pubiic land in Kansas in exchange for a prompt laying of tracks
to the Colorade 1ine. Three years later, in 18868, Congress
struck a similar arrangement with the Atlantic and Pacific Rail-
road (A&P), granting public lands aiong a proposed route from
Springfield, Missouri to California. In less than a decade, the
vision of a transportation corridor along the 35th Parallel had
evolved from wagon road te whal many writers would refer to as
the "1iron finger of civilization.®

Cf courss, the visicon of a raiircac did not easily transform
into the reality of steel raiis crossing the territory. Cyclical
economic patterns with prolonged depressions in the eariy 1870s
and then a2gain in the eariy 183%0s, internal corporate difficul-
ties, and the challenges of crossing Rocky Mouniain passes slowed
actual c¢construction, and 1t wasn’t until April, 1880 that tThe
AT&S3F finally reasched Alouquerqgue. By March, 1881 lines hac been
extended down the Rio Grande Valley and connections made with the
Southern Pacific at El Pasc and Deming along the 32nd Parailel to
complete the naticn’s secong transconinental route. Meanwhile,
the AP which had passed intic receivership ard, after various
corgporate snitig, emergad in 1880 under the controt of the AT&SF.
In July, 1881 the tracks were complieted into the Arizona Terri-
Lory givirg the AT&SF a westward route along the 35th Parallel.

Characterizing each of these earty railiroad construction
efforts was the extensive support of the federal government 1in
the form of land grants, In excnange for promoiting a transporta-—
tion form that would agdvance national goals such as improved mail
deTivery,_more rapid shipment of miltitary goods and increased
commerce, the government’'s land subsidy offered tne raiijroad com-

anies an opportunity to recoup their investment in the form of
Tand development. Such development inciuded mining, timbering,
and the promotion of townsites. Along its 35th Paraliel route,
for example, the AT&SF would sell lands in the Zuni Mountains
that wouid lead to major timbering operations including the pro-—
duction of millions of railreoad cross ties. Similariy, the rail-
road opened the development of the ccal fields around Gallup.
Under subsidiary companies, such as the New Mexico Town Company,
the railroad would plat and develop the towns of New Albuguergue,
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Grants and Gallup. In between these towns, appeared numerous
viliages, some originalily envisioned as centers for various
extractive industries that never materialized or grew up else-
where, others simply water tank and sides track sites. The wagon
roads connecting this 1ine of settlementis would later become the
basis of the state’s first generation of automobile roads.

Within two decades, similar railroad development had occurred
in the eastern portion of New Mexico. While crossing this areza
commanded less of the urgency than did the earlier efforts to
Tink California with the rest of the nation, private promoters
such as Charles B. Eddy, developer of extensive irrigation pro-
Jjects in the Pecos Valiey, nevertheless envisioned the potential
the railroad held for homesteading and further townsite develop-
ment in that nearly empty land. Eddy’s E1 Paso and Northeastern
(EP&NE)} which had advanced nortnward to Carrizozo and the timber
of the Sacramente Mountains advanced further north in 1901 to
connect witn tThne CRIZF at Santa Rosa. Later, atter another eco-
nomic downturn In 1903, the CRI&P would complete an eastern
branch from Tucumcaril to Amariilc in 1810. As with tThe davelop-
ment of the railroad towns in the western portion of the state,
Eddy also developed subsidiary companies aimsed at townsite devel-
opment. Unliks the western experienrca, however, cther specula-
tors not directly connected to the railrcad companies also devel-
oped townsiies., The resuit was that by 1201 both Santa Rosa and
Tucumcaril had been piatited ard were small tent communities
spawned by the arrival of railroad and cheap homesteading land.

Thus, in tne two boom pericds cof New Mexice railroad building
hiszory in which eighty percent of all tracks were laid, much of
the route that US 66 would assume was also drawn [(Myrick 139390:
Xxv1ii}. The first period extended for thirty-cne montns from
December, 1878 when the AT&SF entered the territory at Raton Pass
to July, 1881 when 11s western branch crossed inta Arizona; the
seconc fTrom 1801 to 1910 when the CRI&AP entered eastsern New Mex-
ico through to Santa Rosa and later extended itge Amarillio branch
east from Tucumcari to Texas. If one were to consider the ear-
lier "8" in the road as it snaked from Santa Rosa to Romeroville
then to Santa Fe and down to Los Lunas pefors heading west to
Laguna, 1ts entire length with the exception of the portion from
Santa Rosa to Romeroville and the descent down La Bajzada Hi111 was
defined by the railroad.
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Several considerations pertinent to the gensesis of Route 68
emerge Trom this synopsis of railroad construction along the 35th
Paraliel in New Mexico. First is the pattern of government
invaivement in the financing of transportation. Just as it had
appropriated money to construct a wagon road, the government sup-
ported the development of much railircoad construction in land
grant subsidies. By 1916 the government would resume its active
role 1in advancing new transportation forms with the initiation of
its matching funds to state highway departments. By 1928 and the
advent of the numerically-designated federal highway system, this
support would assume the Torm of annual appropriation. Later,
during the Depression, grants for road construction and improve-
ments would become & major means of priming the nation’s economic
pump. Finally, the Interstate Highway Act of 1856 would mark the
culmination of this federal subsidy of road transportation.

Second is the matter of route selecticon and its effect on the
siting of early roads. Railrecad construction imposed & more
exacting set of demands on route selection than the wagon roads
that preceded 1t. The transition marked & shift from travel over
what Thnomas Schiereth has termed "natural recads,” or the well-
drained, passadle ground of "nature’s gsography” to the “new
recad” reguired by heavy machines (Schlereth 1985: 3). Grades,
for exampie, could not exceed three per cent, and steam engines
required frequent sources of good water and repair shops aiong
the route. Thess c¢onsideraticns resulted in a more scientific
appreach to site location, one that early roadbuilders would aiso
use. In the words of Rufous Carter, a design engineer for ithe
highway department in the 1930s, focllowing the railroad gave
highway builders "easy grades and easy curves' by following "the
cther guy's knowledge”™ (Carter, 1892).

As a result of the alignmeni decisions made by the railroad
siting parties, the wagon recads of the railroad sra generally
used tne right-of-way, paralleling the tracks. The homesteaders
and workers working in the extractive industries near the tracks
would gradually come to form a loose line of settlemz2nt deter-
mined by the jccaticn of the railroads. Many of the small commu-
nities shown on eariy railroad maps bear the names first assigned
to Them as railroad stops. Later, many of these small trading
and shipping centers added gas stations, garages and cafes aiong
the road that would become Route 66. In the process their names
sometimes changed, and their locations shifted siightly as they
became more coriented to the road. Coolidge in McKinley County,
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Tor example, is shown first shown as Guam, and Prewitt as Baca.
In Valencia County, Correo, a post office and cafe stop along the
highway, appears a mile west of Suwanne, the name the AT&SF
assigned the site. Early highway department descriptions of por-
tions of Route 66 as "old wagon roads” usually refer to the roads
Tinking these railroad-era settlements lining the tracks along
the 35th Parallel.

A third issue is the role of the railroads’® subsidiary compa-
nies and other promoters in platting and developing townsites.
tocations were, 1n part, based upon practical matters of repair
shop locations as well as the railroads’ needs toc transport
freight and passengers profitably. Tucumcari, New Albuguerque,
anz Gallup grew, for example, as a result of decisions to locate
major repair shops there. Other communities such as Grants., Tno-
reau, New Laguna, 3anta Rosa, Newkirk, Montova, and San Jon grew
as shipping points. These villages were oriented to the tracks
that were their 1ifebicod. Their main streets often consisted of
a singie line of businesses facing on the railroad tracks. A
Tirear business district consisting of mercantile stores, hotels
and cates, saloons, a bank, and other pbusinesses faced the tracks
with residences located on paraitiel blocks to the rear. As towns
Tike Albuguerque and Galiup grew, a business grid developed, with
streets lining kotn sides of the tracks.

Since the early east-west road generally paralleied the rail-

cad tracks, 1n most instances it 2180 entered Lhese communities
along the railroad commercial strip. AL first, the businesses
serving railroad workers and passengers glso served early automo-
biiiste. The rajlroad hotels and cafes of Gallup located along
what was thern Rafiircad Avenue and those along Parker Avenue 1n
Sarta Rosza served both raillrocad and automebile clientels as well
as townspeople. With the railroad and early reoad paralleling each
other and located within a few blocks, the normal growth pattern
was simply an extension of the commercial area along the same
ax1s. Livery stablies and businesses selling wagons added garagss
and gascline sales as well as parking spaces for automobiles. As
the number of motorists increased these new services began to
stretch away from the depot. By the early 1920s, some auto camp-
grounds, even farther removed, bagan to offer additional services
for metorists such as gas, groceries and meals. This gradual
extension of automobile-related businesses would comprise the
eariiest automobile strip.
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The absence of this parallel pattern would alter growth pat-
terns in Tucumcari and, later, in Albuguerque. Because of the
northeast-west alignment of the CRI&P's main track into Tucum-
cari, the road that would become Route 66 entered the town sev-
eral blocks south of the commercial district along Gaynell Ave-
nue. At first, automobilists found it necessary to leave the
highway and seek the railreoad-oriented commercial district to
find food, gas and lodging. The 1817 Texas-New Mexico Mountain
Highwavy (TNMMH} Guide Beock, for instance, reminds travellers to
"turn right with Second Street"” to find the recommended Vorenberg
Hotel {(TNMMH 1917: 11}, Likewise, the 1919 Ozark Trails Route
Book notes that the road passes "through the edge of the city in

its straight course, west," and advises motorists to look for the
0.T. Monument "pecinting the way down Main Street” (Qzark Trails
Route Book 1919: 36). While Tucumcari’s central business dis-

trict would continue to be oriented to the railroad {and to US 54
which parallels the CRI&P tracks westward tec its Jjunction with US
66 about a2 mile west of the dewntown), the city’'s growth pattern
after the 1820s was scuth toward Gaynell Avenue.

In the case of Albuguergue, the traditional parallel align-
ment of read and railrcad shifted only with the straightening of
Route 66. Prior to 1937, the major routes, the Caminoe Real, or
US 85, as well as US 66, passed through the city along a north-
south axis. Using the Fourth Street alignment, as well as scuth
Second Street briefly, the tweo reoads paralleled the AT&SF tracks
four blocks to the west. A business district with & grid pattern
had emerged with Railrcad Avenue, renamed Central in 1912, per-
pendicular to the railroad serving as the main street. As the
number of automobiles registered in New Mexico grew from a few
hundred in 1910 to 18,000 in 1920 and 82,000 in 1930, garages
sales outlets, and other automobile related businesses appeared
along Fourth Street (NMHJ March 1931: 20). City directories
through the 1320s show that tourist related businesses were also
concentrated aleong Fourth Street with automobile campgrounds,
cafes, curic shops and stores appearing in increasing numbers
both north and south of the commercial grid. This first automo-
bile commercial strip in Albuguerque illustrates how the automo-
bile had begun to reshape an essentially railroad city by the
early 1820s.

As if to reinforce the shift from railroad to automobile, the

straightening of Route 66 in 1837 contributed to a2 more gtriking
realignment of the city’s commercial patterns. Now the city’s two
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major highwavs, US 85 and 66, formed a cross, meeting at Fourth

and Central. Along with the residential suburbs and commercial
district that began to develop on the city's Easti Mesa, tourisi-
reiated facilities quickly appeared on Central Avenue. In 1935,

for example, city directories list nineteen tourist camps, six-
teen of which were situated along Fourth Street and only three on
East Central. By 1938 the numbers were nineteen and fourteen
respectively:; and by 1941, twenty-eight and thirtv-seven. Symbol-
izing how in a mere guarter of a decade Route 66 had evolved from
a tag-along trace encraoaching on the railroad’s right-of-way and
coccasionally timidly crossing its grade was the Central Avenue
underpass. In 1838 the city received federal funding te remove
the railrcad tracks as an obstacle to the east-west ‘flow of traf-
fic on Route 66.

The railroad construction along the 35th Paraliel encouraged
several forms of economic development that would prepare the way
for the rise of automobile tourism alcng Route 66, The extrac-

ive industries, especlally timber cutting and coal mining, con-

tributed to the coveration of the railrcad and acccounted for much
settlement along the 35th Parallel. Mercantiie stores and trading
posts serving the lumber and mining camps also appeared along the
side tracks in places like New Laguna and Thoreau. Later, as the
first roads develoved, many of thess businesses would also cater
to motorists. Thevw offered campgrounds, garaces, gas stations and
curio items along with their general merchandisse,

The railroads, especially the AT&ASF also scought income
through the promotion of tourism, From its entrv intoe the ter-
ritory in 1879, touristzs had travelled abecard the railrsad to
view the Southwest. In those early decades of tourism, manv
tocurists were of the upper class. They would travel to a spe-
cific destination such the Montezuma, the railroad’s posh resort
hotel in Gallinas Canyon above Lag Vegas, where they would remain
for a few weeks and then return to their homes. Increasingly,
however, the ideal of travel began to change as an emerging
middle class also bagan to explore the west.

The increased interest in visiting the Scuthwest owes to num-
ber of factors ranging from changes in Americans’ work habits and
attitudes toward leisure time to changing percepticns toward
Nature. Additionally, the turn of the century alsc marks the
emerdence of the vower of advertising to create markets and shape

popular consumption habits. One such example were the marketing
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efforts of the AT&SF. As the railroad struggled to compete with
other western railroads in the late 1880s, building more branch
lines to reach more raw materials and ship more gcods, its new
president, E.P. Ripley began to consider the potential of adver-
tising the tourist potential of the line’s territory. By 1800 he
had appointed William Haskell Simpson as the director of promo-
tional operations. Simpson’s efforts are well discussed in sev-
eral studies {Thomas 1878; McLuhan 1985). Beginning with the
opening of a spur line to the South Rim of the Grand Canyon in
1901 that would serve the company's EI Tovar Hotel (1905}, Simp-
son introduced a series of innovative, well-publicized advertis-
ing campaigns designed to induce tourists to travel aboard the
AT&SF and visit the Southwest.

Coming during a period in which the proliferations of photo-
graphic images began to broaden how people viewed their world,
the campaign relied upeon images of this heretofore distant and
exotic land to attract tourists. It employed the well-known west-
ern photographer, William Henry Jackson to publicize its south-
western routes. One marketing device consisted of Jackson instal-
ling a gallery in a railrecad car that could be exhibited in city
after city. Included were photographs of landscapes depicting
exotic floral and fauna, geclegical wonders, and Indians, or the
"first Americans” as railroad publicists referred to them. On
other occasions, Jackson would ride the California Unlimited giv-
ing macic lantern shows to the passengers. As the railrocad
developed its series of railroad hotels under the management of
Fred Harvev along its western lines, it also contracted with the
Detroit Publishing Companv, with whom Jackson worked, to publish
hundreds of postcard images under the Fred Harvey label.

Beginning in 1907, the railroad alsc initiated a mass distri-
bution of calendars. Richly i1llustrated with paintings and pho-
tographs of beautiful vistas and emphasizing the blend of Indian
and Hispanic cultures, these annual giveaways transformed the
popular thinking abecut the Southwest. No longer the American
Desert, an obstacle impeding movement to the riches of the
Pacific Cocast, now it became the repository of some of the
nation’s most remarkable scenery, a region awaiting discovery.
Coinciding with the AT&SF's marketing efforts was the appearance

of inexpensive, easy-to-operate Kodak cameras. Now everyone
could experience the splendor of the region and provide visual
evidence of that experience. This combination of photography and

the calculating advertising of the railroad publicists made
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Fig. 5 Postcard map of the Indian Detours, ca.1930.
(Courtesy Richard Lewvy)

Detour bus at Starvation Peak, ca. 1928, (Courtesy Museum

exico, Neg. No. 47183)
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the SBouthwest a popular destination.

This opening of the Southwest to mass tourism based on
aggressive advertising culminated with the inception of the Har-
vey Indian Detours in 1926. Fred Harvey had seen the potential
of promoting his railrcad-based hotels and dining reooms with
automobile tourism as early as 1815. Four vears before the Grand
Canyvon became & naticnal park, he added tent facilities for
motorists driving to El Tovar. Later, in 1921, Erna Fergusson and
Ethel Hickey independently ran the Koshare Tours in Santa Fe.
They offered automobile trips to railroad travellers who wanted
to visit many of the places they had seen in the photographs that
drew them to Southwest in the first place {(Thomas 1978: 75}. It
renained for Harvey to go into business with Major Hunter R.
Clarkson to develop a2 system capable of taking thousands of rail-
road travellers and placing them in automobiles and buses for a
few davs of touring and then returning them to ceontinue their
train trip (Fig.31}.

Hiring Fergusson to train the couriers, as the female guides
were called, Clarkson develcped a set of itineraries that per-
mitted tourists to leave the railroad at lLas Vegas, tour northern
New Mexico for a fixed number of days and then board another
train in Albuguerque. Eastbound travellers might move in the
opposite direction., Even as they ventured cut to isolated areas
the tourists, or "dudes” as thev were termed t¢ denote their
wealth and their often eastern urban backgrounds, were given
first-class treatment. Theyv were chauffeured in White buses or
in Packard or Cadillac touring cars called "road Pullmans" (Fig,.
6}, In order to breaden the rande of itineraries and in order to
make sure that the "detourists” arrived in time to meet their
trains, the Harvey organization pressed New Mexico officials to
improve the state’'s roads. Much of the impetus to widen the hair-
pin turns on Lz Bajade Hill, for example, came from Clarksen.

Just before the first season of the detours, Clarkson accompanied
by Governor Arthur Hannett and State Highway Engineer James

French drove from Santa Fe to Albuquerque. So difficult were the
turns for the White touring buses that French had road crews

widen the turns before the tour season began (Thomas 1878:35).

Although the tours fell viectim to the Depression manage-
ceased changes, the rise of private automobile fouring and
finally %World War II, they helped to prepare the wav for New Mex-
ico’s highway svstem and Route 66. Not cnly did they provide the
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impetus for the state to improve some of its roads, they also
demonstrated the potential that automobile tourism held for the
state, By the mid-1930s as Route 88 was about to be straight-
ened, New Mexico was actively seeking the autcmobile tourist,
advertising in national magazines, training port of entry perscn-
nel in a State-run visitor’s bureau training school, and pointing
te its ability to accommodate tourists. Admittedly, the facili-
ties that served the "detourists" were catering to a different
class of traveller than were many whe metored west in the years
following the hevday of the Detours. The personnel trained in
those earlier businesses, however, the trading post operators,
hotel werkers, and tourism promoters, had received much of their
early experience serving the "detourists." In that sense, the
Detours went a step beyond displaying the Scuthwest from the lim-
ited perspective of a fixed railreoad grade and depot holel court-
vards. They served to create the makings of a tourist industry
that would shift to serving motorists travelling along Route 66.

The Beginnings of Bouie 66: Earlv Automobile Roads

The next generation of constructiecn along the 35th Parallel
corridor marked the coming of the automobile, Just as the mili-
tery wagon roads and rallroads before it, the automobile road
would require a substantial infusion of fedsral aid before it
could become a viable interstate svstem. DBeginning with the Fed-
eral Aid Post Boad Act of 1916, the federal government began to
supply individual states with funding to construct highways., One
aspect of the federal government's entry into naticnal roadbuild-
ing was the numerical designation of federal roads. Initiated in
1926, a series of discreet roadways in eight different states
were united under a single number to create US 66, Thus hegan a
history that would last officially for fifty-nine years to 1885.
Since the last twenty-nine yvears of that history sre largely an
account ¢of the eclipse of Route 66 by the Interstate Highway Sys-
tem legislated in 1956, the real story of the road spans a period
of cnly thirty vears. That period can further be broken into
four sections, the pioneer period dating from 1926 to the recov-
ery programs of the New Deal beginning in 1933, the Debrression-
era highway improvement projects extending to 1941, the period of
neglect during Werld War II, and the decade feollowing the war in
which the highway gained renown as an icon of American mobility
but alsc began to show evidences of its demise.
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Automobiling in New Mexico has a history that predates the
federal highway svstem and Route 66 by fifteen years. The pat-
terns of rcad construction, road boosterism and tourism, and the
gradual growth of lavers of road bureaucracy emerge in the period
1921-1925. Prior to statehood, the territorial goveranment’s role
in road improvements was modest. 1In 1903 the Territorial legis-
lature appropriated $5,000 to the penitentiary superintendent who
used convict labor to work on selected roads, especially a scenic
highway that was never completed between Las Vegas and Santa Fe.
By 1908 convict laborers were assigned to work with a crew of
Cochiti Indians rebuilding the La Bajada Road, an important link
between the Rio Arriba to the north and the Ric Abajo to the
south, The $1,000 for the Indian laborers came frem the Indian
Service, marking a policy in which the federal gevernment assumed
the costs for roads on federal lands that would serve to reduce
the state’s share of road building costs in the decades that fol-
lowed,

The results of the impreovement to the La Bajada road had both
local and regional implications. The road was initially con-
structed by the army in the 1860s. It had a twenty-eight percent
grade in some portions (Carter 1980: 1). After the needs of the
arny had ceased, the road remained important for the farmers
below the hill who brought their produce to sell in Santa Fe.
When the grades were reduced te no more than eight percent fol-
lowing the work, transporting gcods became much easier. These
improvements also encouraged inter-city automebile travel in New
Mexico. In 1908 Col. D.K.B. Sellers, an Albuguerque car salesman
and later its mavor, promoted the first auto race from Albuqu-
ergue to Santa Fe. The winning time was nine and a half hours
over the approximately sixty mile course. More important, the
through road encouraged other promotional efforts. By 13910 Sell-
ers had organized the Ocean-to-Ocean Highway Association with the
goal of developing a passable reoad from Kansas City to Los
Angeles {(Ripp 1985: B-1)

These efforts inveolving both public and private groups would
characterize many of the decisions about roadbuilding prior to
1926, Government roadbuilding initiative existed mostly at the
county level. A Territorial Good Reads Commission created in
1508 followed by the State Highway Commission after statehood
worked with county road commissions to coordinate inter-county
roads, Through the 1310s much effort was devoted to centraliz-
ing roadbuiiding decisions. After the infusion of federal money
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beginning in 1916 reauired the creation of a State Highway Sys-
tem, the State Hichway Engineer became the central figure in
determining work priorities on inter—-county roads.

James A. French undertook this job in New Mexico. Appointed
in 1812, French typified a new class of professional rcadbuilders
emerging throughout the country Jjust as the popularity of the
automobile grew. This group assumed prominent roies in state
highway departments and provided the leadership 1n the federal
government’s Bureau of Public Reads. In 1914 these professioconals
formed the Association of State Highway Cfficials. They worked
toc improve tThe nation’'s standard of roads tnrough such efforts as
pianning the federal rcad numbering system in 1925. - Most came
from ¢ivil engineering backgrounds, They developed administra-
tive skillis as well as the vision to transfarm a growing network
of state and federal nighways., They would help transform the way
Americans defined work and leisure. But vision required new
roadbuilding technologies--technologies capable of evelving with
tre improvement of the combusiion engine machines that would
travel over ihem,

French's early years were devoted to shaping a system that
existed at first on paper and only gradually became realiized with
the actual tuilding of roads. Characteristic of the rational
outiook that his class brouchi to state highway depariments,
Frenchn emphasized the "scientific” aspects of nignway work.

Whnile he rarely issued publiic criticism of the couniies’ road-
building efforts, implicit in his message was tThe nesed for deci-
sicns about roads to be made by those who were "fTitted by train-
ing or experijence for the work at hand” (NMSE Biennial Report
1915-18: 25). By 1914 he had succeeded in recommanding & neiwork
of oFfficial state highways. He envisioned a neftwork connecting
county seats and other important towns with a series of inter-
county highways. The system sought to distinguish between rocads
of loca! and of state importance. In s¢ doing, French hoped to
maximize his department’s limited funds, devoting them to roads
tnat benefitted all of New Mexico (NMSHD Biennial Report 1945-46G:
8~-11; Pratt 1888:197-212).

His recommendation of 1814 designated several state highways.
Twelive years latser, portions of these roads would be connected
and assignec the federai number 66. Only 1n hindsight, however,
does this connecticn become evident, for in 1814 the most impor-
tant thorougnhfare snaping the state’s road patierns was NM 1
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(Fig.7). Extending from the old Santa Fe Trail point of entry at
Haton Pass on the Colorade border down through Las Vegas and
Santa Fe, the road assumed the approximate alignment of the his-
toric Caminc Real as it passed down the Rio Grande Valley to El
Pagso. On the 1814 map it appears as the principal artery te which
all other roads connect. The physical limitations of the Basin
and Range Plateau in the nerthern half of the state precluded any
direct east-west roads, leaving what now appears to be a notable
void west of Santa Rosa to Moriarty. The most direct east-west
road was NM 19 connecting Clovis with Belen. From the central
Ric Grande Valley two reoads extended west to Arizona, NM 5 from
Socorro and NM 6 from above Los Lunas to Gallup. Near the 35th
Parallel in the eastern portion of the state NM 3 arcs from Glen-
ric southwesterly through Santa Rosa to Las Cruces, and NM 20
passes through Santa Rosa, connecting Roswell and lLas Vega55

The emphasig given to the Caminc Real and the relative unim-
portance attached to the east-west corridor is apparent in early
state efforts to publicize its roads and in the initial list of

roads included in the first Federal Aid Projects. In 1915 the
state issued a booklet entitled Through New Mexico on the Camino
Real (NMSHEC 1915}). VUsing a series of eight strip maps similar to

those developed by the Southern California Autcmobile Club ten
vears earlier, the booklet offered motorists a 500 mile tour
south from Raton to El Pasc. It also inciuded a travel essay for
the route and photographs depicting the road’'s scenery and
examples of its engineering merits including La Bajada and
bridges across the Rio Grande. Neotably, east-west roads remain
ancillary, mere feeder roads extending away from the Camino Real
to the margins of the strip maps.

Much the same emphasis appears in an essayv entitled "Develop-
ment of New Mexico’'s Highwav Svstem” included in the state’'s pro-
moticnal boocklet distributed at the Panama-Pacific Exposition in
San Diego in 1915 (NM Beoard of Exposition Managers 1915: 58-68).
Describing El Camino Real as a '"great road" that "has been the
backbone of all real, practical or tentative highway systems in
the State,” the essay treated other roads as "east and west
shoots from the parent stem” (Fig. 8)., The east-west "shoots™
offered were the Panhandle-Pacific route along NM 19 from Willard
to Clovis and on to Amarilloc and the Ocean-to-0Ocean Highway from
Socorrc te Arizona. Almost as an aftertheught, the writer
acknowledges "another route westward" that was variously referred
to as "the Nerthern Arizona Route” or the "Grand Canyon Route” or
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Tig. 8 Los Lunas-Gallup Road, ca. 1915, (Courtesy State Records (enter
and Archives, McDonald Collection, Neg. No. 38321)

Fig. 9 Camino Real with Barelas Bridge, ca. 1915. (Courtesy State Record
Center and Archives, McDonald Collection, Neg. No. 38521)
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the "western Extension of the Camineo Real” (Fig. 9). He further
assured readers that the road now "avoids the difficult sands of
the Rio Puerco” with a modern steel span bridge and by following
an old right-of-way of the Santa Fe line.

The fellewing vear, the federal government began to add its
influence to state roadbuilding, With the 1816 Federal Aid Road
Act, or Shackleford Bill, Congress appropriated %75 million over
the next five years to be dispersed among the states. Monies
were to be used for the construction of roads to be selected
based on a compremise formula including both low cost rural roads
in the poorer states and paved thoroughfares in the wealthier
states. With it provision to provide ongeoing funding over sev-
eral years, the legislation made the federal government an active
partner in rcad construction. Two years later the Office ¢f Pub-
lic Roads was elevated to buresu status in the Department of
Agriculture and became known as the Bureau of Public Reocads (BPR}.

in 1919 Thomas H. MacDonald was selected to head BPR. lLeaving
his position as Chief Engineer of the Iowa State Highway Commis-
sion, he was much like James French, a visionary engineer with a
gift for administration and long range planning. The policies
that he created on the national level served to shape much of New
Mexico's roadbuilding patterns. By 1921 MacDonald had stream-
lined the federal government’'s reole in the distribution of high-
way aid money sg that each state was able to designate seven per-
cent of its certified public road mileage for inclusion in its
system of Federal Aid Highways. Referred to as Federal Aid Pro-
jects (FAP), these road sections became the major arteries of the
state’s rcad system.

Initially, New Mexico received an azllowable mileage of 3,808
{NMHD Biennial Report 1945-46:12}). The state received additional
mileage becausze of the Federal Reservations such as national for-
ests and tribal lands located in New Mexico. The result was that

rather than receiving a fiftyv percent match for its Federal Aid
System, the state’s allotment from 1921 through 1941 would be
about sixty-two percent. While there were limits placed on what
a state could spend per mile of road construction as well as road
standards that evolved as technolegies improved, in general each
state was free to spend its share of the federal aid money as it
saw fit on constructing, but not maintaining, its roads in the
system, New Mexico’s concern in the early vears cof federal aid
was the requirement that the state match the federal monies or
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lose them. In 1822, voters approved a constitutional amendment
rpermitting the state highway department to sell bonds to raise
meney to meet the match (Pratt 19888:242). A combination of the
bonds, mill levies, licensing fees and gascline taxes comprised
the highway department’s revenues.

When it made its initial selection of roads for inclusion in
the Federal Aid System, the highway department included all of
what would initially become US 66 except for the portion east of
Tucumcari to the Texas border. Although research has uncovered
no rationale for this decision, most likely the road was seen as
less impertant than the more popular routes running from Amarillo
to Clovis and along the CRI&P trunk line from Kansas through Dal-

hart into Tucumcari. The first traffic counts conducted by the
state highway department in 1923 indicate the relative lack of
traffic on roads near Tucumcari (NMHJ 2/24:19). Whereas average

traffic over a ten hour period during the six month period from
June through November 1923 averaged 419 between Raton and Max-
well, 201 between Las Vegas and Santa Fe, and 80 between Vaughn
and Ft., Sumner, all FAS rcads, it was only 57 between Montoya and
Tucumcari. Neot until 1526 would the Tucumcari-Glenrico porticon be
added to the FAP svsten.

Inclusion as a FAP was no guarantee that a reoad would receive
immediate coenstruction work. New Mexico, like so many cother
large western states, found itself at a disadvantage in develop-
ing is road system simply because of all the miles between its
isolated communities. In an effort to recognize this problem and
to compensate for it, the Bureau of Roads developed a "stage con-
struction policy" whereby states were not required to complete a
section ¢f road before moving ahead to another section. (DOT
1976: 11331 This policy permitted, for example, an initial grading
and draining of a section that could be financed with federal
funds, and then returning toc the section at a later date, some-
times years later, to¢o improve curve grades, make necessary rea-
lignments, and add a final surface.

Such a policy made much sense in New Mexico for it enabled
engineers to construct at least an earthen grade over the desig-
nated routes, and sometimes even benefit from the compaction that
traffic provided, before returning to make later improvements.
For this reascn, many of the FAP contracts initially let in the
1920s along road porticns that would become a part of US 88 are
listed as reopened (REOQO) in the 1930s when they were realigned



and surfaced. In response to the "stage construction policy,"
French’s successcr as State Highway Engineer, W.C. Davidson
developed a hierarchy of road types in New Mexico. Based on the
native materials used, they included concrete, crushed stone,
gravel, caliche and graded earth (NMHJ 5/28:6-7). Thus, in the
first decade of federal involvement, the state highway department
had developed a method for the systematic improvement of its FAP
roads over an sxtended period,

Also affecting State Highway Department resource decisions
were private booster groups. Never having the funding available
to the Bureau of Roads and never having the authority vested in
state highway departmenis, these early boosters groups neverthe-
less plaved a prominent role in encouraging the development of
early roads. Much of their work involved marshaling public sup-
port through faverable press reports and lobbying. Ultimately,
these good roads groups would form an influential netwerk that
reached to automobile and parts manufacturers, Congress, boosters
in local communities, and, informally, to state highway depart-
ments. Some of these regicnal groups would promote private high-
way associations that would encompass portions of what became
Route 66. Later, they would be directly invelved in the designa-
tion of Route 66 and the formation of the Route 66 Association.

The first private effeorts to encourage road improvements 1in
New Mexico appeared with the Good Roads Associations at the
beginning of the 1810s. Tracing back to similar efforts by the
League of American Wheelmen in the 1880s who lobbied for improved
roads for bicyvclists, groups of automobilists formed in several
New Mexico cities by 1810. Much of their effort focused on
improving local roads, and they often publicized their efforts by
arranging motor trips te neighboring cities. The Las Vegas Goed
Roads Associaticon, for example, encouraged heavyweight Jack John-
son to drive a peortion of the Scenic Highway to Santa Fe as a way
of publicizing their efforts. On other occasions the group drove
several cars to Santa Hosa to demonstrate how their efforts had
helped to improve roads {(Albugquergue Morning Journal 6/8/12}). In
November 19510, Albuquerque boosgsters led by Col. Sellers hosted
representatives from the Touring Club of America. After promct-
ing the city’s facilities, they accompanied the group as 1t drove
south to Isleta and then departed for Gallup and California
{Albugquerque Morning Journal 11/11/10-11/16/10:np}.
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The clubs of the various cities alsec held an annual state
meating and sent representatives to naticnal conferences. AL the
state meetings delegates would share their motoring exploits and
push their campaigns for improved roads. The rhetoric of those
meetings provides a good sense of how local promoters, many of
them civic leaders, envisioned the state’s potential for economic
development through improved roads. At the Fourth Annual Conven-
ticn in 1815, for instance, a McKinley County representative, Sam
Bushman, cited the ssventeen hour trip Gallup’s Tour car entour-
age nad made to reach Albuguergue., Admitting that McKinley
County was "a 1ittle late in awakening to the necessity of good
roads,” Bushman asserted that except for "sand at places” the
roacd was better than the group had expected {Proceedings of New
Mexico Good Eoads Associaticon 1915:43) During his address, the
Albuquerque representative, John Lee Cliark of the Commerciai Club
told the group that because the city was the geographical, rail-
road and commercial center of the state it should also be the
permanent convention center of the club.

This convention coincided with the first annual meeting of
the State Asscciation of Highway Officials, the group represent-
ing the State Highway Cepartiment and the various cgounty road com-
missions. Their meeting together reveals the clozse relationship
between private and public concerns for improving the state’s
roads. The convention’s keynote address by one of the state’s
leading figures, Ralph E. Twitcheli, 1s also significant as an
indicator of the diregctions the state’s roadbuilding program
would take. First, Twitchell advocated a number of progressive
ideals as they reiatsed to roadbuiiding. He urged substitution of
peiitical with scientific considerations in the letting of rocad
contracts with a standard procedure Tor the advertising cof con-
tracts and awarding them to the lowest bidder. He advocated the
need for uniform road taxes 1in each county and the need for each
county to hire a c¢civil enginesr as couniy highway commissioner,
He also endorsed James French's efforts to have the state highway
engineer coordinate all inter~county road projects. Turning to
speciTic construction projects, Twitchell reemphasized the impor-
tance of the Camino Real as the "main artery of commerce between
our urban and fTarming communities,” and stressed the need for
continued work between La Bajada and Albugquergue and between Las
Vegas and Glorieta. He then told his audience that "if any con-
siderable travel is to be expected.... from Isleta to Gallup and
points in Arizona’ ™ a bridge over the Rio Puerco was imperative
(Proceedinqs of New Mexico Good Roads Assogiation 1815: 12-13).
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Similar efforts te promote good roads continued over the next
ten years. Im 1818, Gallup mavoral candidate Arthur Hannett
included as a plank in his platform a promise to pave the citv’'s
main streets. Making good on his promise, Hannett then appointed
a Gallup Good Roads Committee to publicize the city’s paved main
street as'part of an effort to attract cross-country motorists
{Nee 1981: 5}. In Albuguergue, the Commercial Club had given wavy
to the Chamber of Commerce by 1820, but the promotional efforts
remained the same. Thrcughout the eariy 1920s, the organiza-
tion'’s minutes show a concern with presenting Albuguergue as a
good place for motorists to stop. A 1920 resclution called for
the Chamber to provide detour signs to help travellers navigate
their way through the city and to designate its building as
"automeobile headguarters” {Chamber of Commerce Minutes 1820:185)
A vear later the Chamber agreed to give the New Mexilico Automobile
Club a desk in its lobby in order to "care for" tourists.

At the same time, the organizaticon assumed an advocacy role,
pressing the 8State Highway Department to repair "the main arter-
ies entering the city,"” which it described as in "most deplorable
condition and exceedingly dangerous” and urging the construction
of a scenic highway to Santa Fe along the east side of the Sandia
Mountains. It alsc asked the AT&SEF to lower its rate on shipping
asphalt to the c¢city in hopes of lowering the cost of paving city
streets. Finally, the Chamber of Commerce undertook a series of
campalgns almed ait advertising the city., In the absence of a
fall agricultural fair which had bolstered local business, it
contributed toc promoting a New Mexico Harvest Festival in 1920,
the forerunner to two other events the Chamber would promote over
the next twenty vears, the short-lived First American FPageant

{1928-31) and the restoraticon of the State Fair {1938}, In 1922,
it printed 25,000 copies of a booklet treating the state’s tour-
ist attractions "with a special write-up of Albuguerque” (Chamber

of Commerce Minutes 1922:23547).

Efforts such as these inevitably led to rivalries as communi-
ties along two separate roads found themselves competing for the
same growing tourist market. In Gallup's case, rivalry arose
with Socorro and St. John’'s, Arizona located aleong NM b and its
extension into Arizona. By 1921, Gallup’s boosters were staging
automobile races from Albuguerque toc Holbrook in an effort to
show the road through Gallup as the shorter, better route. When
the Gallup route proved to be shorter, the local newspaper not
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only celebrated Gallup’s position along the shortest route to
California but reminded readers that it offered motorists "the
privilege of passing over the most wonderful scenic route in the
whole Southwest” instead of the "barren desert road by way of
Magdalena, Springervillie and St. Johns, a route sevaral hundred
miles Turther” (Gallup Independent 3/3/21). Concerned about the
same threat of losing traftfic to the east-west route through Cleo-
vis and Socorro, the Albuguergue Chamber of Commerce contributed
to the erection of "signs at strategic points encouraging tour-
ists toc come by way of Albuquergue from the East and West.”

Another influence in both the promotion of better rocads and
inter-city rivalries was the private highway association, Based
on subscriptions paid by businessmen aliong a proposed route,
these highways were the forerunners of the federal numbering sys-
tem begun in 1328, Related toc the good roads movement, each
association boosted a particular route although many did belong
to the Asscciated Highwavs of America, a group promoting the need
for a national highway system. Although their period of impor-
tarce was less than fifteen yvears, they pointed the way to the
interstate roads that became possibie as the federal government
assumed a more active role in building the naticn’s highways.
The private hignway associations were inspired by the efforts of
Carl G. Fisgner, builder of the Indianapclis Speedway. Fishar
gnvisicned & coast to coast highway system in 1312, and, in the
absence of pubiic funding, scught private supporters. By 1913
Fisher and his supporters, many of them influential figures 1in
the nascent auio 1ndustry, formed the Lincoln Highway Associa-
tion. Seeking subscriptions from the public, the group laid out
& transcontinental route from New York to San Francisco., With
their Timited funds, they built small secticns, or “seediing
miias” of the road themselwves, hoping that mucn Tike the earlier
object lesson demonstratiaon road sections bullit by the Cffice of
Public Rcads 1ocal and state governmentis would f111 in the gaps.
(DOT 1878: 83}

Wnile mucn grander in its scope than many of the regional
highway asscciations that it inspired, the Lincolin Highway Assco-
ciaticn provided a model that would spawn over 250 such organiza-
tions by 1928, Characteristically each asscciation used the sub-
scriptionsg 1t scld to prepare route guidebooks that provided
motorists with descriptions of the route, advice, and advertise-
ments for various tourist services along the route. Most groups
also deveioped a trailmarker which displayed the association’s

—36-



logo, often in the form of its initials, and was posted on trees,
rocks, telegraph poles, or in some instances, obelisks the asso-
clation erected at important intersections.

A1l portions of the various state roads along the 35th Paral-
121 1in New Mexico were inciuded in at least one private highway
association. Perhaps the best known was the National O1d Trails
Highway, a series of roads that approximated severai of the
nation’s best known historic wagon trajiis. It grew cut of an
earlier good roads’ effort in 1312 to connect the old Cumperland
Turnpike to St. Louis with the Boone’s Lick road across Missour?
and then to connect it with the Santa Fe Trail. The 01d Trails
Highway emerged as part of a promctional effort to draw motorists
to California for the expositicon planned in San Diego (Albugu-
ergue Morning Journal 1/4/12:4). Marked by 18x24 inch diamond-
shaped markers with blue lettering on a white backaround, the
highway came down the Camino Real and then weni west at Isleta to
Gallup and the Arizona border. AT the same time, anctner highway
promaoted as the Santa Fe to Grand Canyon to Needles Highway
assumed the same roadway fTrom Santa Fe westward (Pratt 1988:214),

In the eastern portion of the state at least four private
highway associations were designated on sections of what would
become Route 68, One was the Panhandle-Pacific Highway which
gentered New Maxicoc at Mara Visa and then movad socufhweast through
Tucumcari, Santa Rosa and Yaughn. Coinciding with it along the
same stretch of road was the Atlantic and Pacific Highway.
Entering the state at Glenrio and passing through Tucumcari to
Santa Rosa and then north to Las Vegas were sections of two other
associations, the Texas-New Mexico Mountain dighway (with 1ts
blaze the initials NMTNH) and the westsrn branch of the QOzark
Traiis Hignway (witn its blaze the initials 07}, lTater known as
the Postal! Highway. Given the signs that each association pro-
vided, one car imagine the confusion that motorists must have
felt in the late 1910s as they made their way from Tucumcari to
Santa Rosa trying to sort out the four different private highway
signs. While four separate highway markers do not compare with
the eight different highway markers cited as the most excessive
example of tneir proliferation, they do underscore a major reason
for the urgency state highway officials felt when they met in
18925 to pian the federal numbering system (DOT 1976:109).

A brief Took at two private highway asscciation guidebooks
conveys a ciear sense of what Route 66 was l1ike in the decade
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prior to its designation. The NMTNH extended from Amarilio to
Las Vegas with an extension to Taos. Its president was Robert
Taupert, an active Las Vegas booster who had promoted the Jack
Johnson-Jim Flynn heavyweight title fight in Las Vegas 1in 1912,
The 1917 guidebook appeared in the form of a 4x11 inch thirty-
three page booklet. It contained a three page essay prepared by
the State Land Office proclaiming New Mexico "The New Mountain
Mecca of American Motor Tourists and Playground of the Southwest”
{NMTMH Log Beook 1917:3). Also included were advertisements for
tourist facilities and other businesses located in the towns
along the reoad. Ads for San Jon, for example, were placed by the
San Jon Garage anc TransfTer Co. {"We don't wish vou any hard
Tuck, but in case you have it--call us), the QOzark Hotel ("A
convenient drive for your night stop from either Amarilioc or Las
Vegas.”) and C.L. Owen and Co. Genera?l Merchandise, offering cold
drinks, gas, ¢ils and tires.

Most important for the motorist was the actual road log
cffering mile by mile descriptions of the road’s movement across
the landscape and instructions for following it. The extient of
the details reveal how confusing cross country travel was in
1917, Thne portion from Glenrio to San Jon reads as Tollows:

72.0 GLENMRIOQ, store, hotel, garage, phone, water;
go sgouth tco

72.4 Turn right and head toward railrecad,.

73.5 Turn lefzt,

74.5 Bridge, follow raiircad on right.

76.4 Avoid Jeft.

75.% ENDEE, phone, water, stores, pcstoffice, turn
right with phong Tines to

78.3 Lane.

79.2 Long bridge.

79.6 WATER, good spring on left,

80.2 Avoid jeft, creoss railread and turn left.

80.4 2ridge.

80.6 Turn right to lane.

82.2 Avoid right, straight ahead lane.

85.0 Avoid left.

85,2 Avoid right, straignt ahead with Bard City

station on lteft.

86.2 Avoid JTeft, straight ahead with Tlane and phone
Tine.

838.2 Turn left with phone iine.
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83,7 Turn right and straight ahead to
90.8 SAN JON, phone, water, postoffice, stores;

The log for these eighteen miles of the road contains five
turn instructions and identifies at least fourteen landscape
features the motorist needed to note to assure himself that he
was on the designated road. Notably, it alsec identifies Tour
sources of water as well as three communities offering tourist
services. These details suggest how much the element of adven-
ture was a part of eariy regional motoring. The main road was
often indistinguishablie from other traces. Unpredictable automo-
biles might reguire repairs or water every few miles. For an
Easterner venturing inteo an area that had achieved statehood only
five vears earlier, these minute instructions were more reassur-
ing than tedious. Seen from another perspective, however, the
detzails suggest how important it was for early motorists to expe-
rience all of their surroundings. Only by observing them care-
fully could they successfully navigate through this new lands-
cape, Rather than the sameness motorists perceive wiin contempo-
rary high-speed travel, early motorisis had to recognize the dif-
ferences on the iand.

in contrast, the Ozark Trails Route Book published two years
later contains far fewer directions and detaills about the road
but offers more information about the communities aicng tne road,
Extending from St. Louis to Las Vegas, Ne Mexico, the CT had many
branches, eacnh offerinc, as the book notes, a different trave:’
experience (Fig. 10). Included in the entry for San Jon on 1its
western branch is tThe brief note "You are now in the land of the
COWBOY. Welcome Ozark Trailiers.’ (0T Route Bogok 191%:36), On the
opposite pace is a full page ad for the Fourth Annual Tucumcar:
Cowboys Round-up. The only direction the guidebook offers the
motorist 18 to note the OT monument pointing the way to Tucum-
cari’s Main Street. While it is doubtful that the road had
improved encugh In two years to expliain the compiete eliminaticon
of directiong found in the 1917 guidebock, one might assume that
Ozark Traiil travellers hacd gained two years of travel experience
and were able to read the now more-used main rocad. More adver-
tising signs for local businesses and more evidence of the main-
travelled road left by two years’ worth of motorists probably
made its course more obvious.

A striking feature of this route book is that 1t acknowledges
that "National Highways are coming’ and that the COT Asscciation
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is "organized to promote legislation" for them (OT Route Bock
1919:3). Assertions such as these suggest that rather than
seeing themselves as permanent organizations, many of the good
roads associations saw there rele as a temporary promoctional role
that would diminish as the federal government assumed the leader-
ship in rocad improvements that they expected it to.

An alternative to the primarily promoticnal booklets of the
individual private highway asscociations were the annual publica-
tions of the Automobilie Blue Book, a Chicago-based guldebook.
Using their own road inspectors, the company had devised its own
numbering system. While the books did included a few advertise-
merts for tourist services, the ads were noticeably fewer than in
the private associaticons’ books., It also offered brief descrip-
tizcns of the larger communities along the reoutes, Road entries
in the guidebook brieflv described road ceonditions for each sec-
tion and offered limited directions to the motorist. Reoute 474,
for instance, extended frem Amarille te Vaughn, a length of 224
miles. On the eve of the federal highway numbering svstem, the
25th Anniversarv issue described the road as "Pavement, gravel
and dirt, some which is poor" {(Automobile Blue Book 1926: 454).
In contrast to the NMTNH log issued nine years earlier with its
nineteen mileage point entries, the blue book offered six
entries from Glenrico to San Jon:

71.3 Glenrio, N.M.; end of road at sta.

Left across RR.

71.7 RBight-hand rcad at gate;
right.
76.3 ENDEE, right-hand road at sicre. Eight.
88.5 End of rcad; left.
89.0 Right-hand road; right.
89.8 SAN JON, at P.0. Keep ahead,.

] The contrasting approaches that the three guidebooks took to
presenting the same eighteen miles of road in Quay County illus-
trate the chaotftic inter-city travel of the American West pricr to
the development of the federal highway svstem. The encrmity of
developing a rational system of modern, well-maintained roadways
would require decades. Even then road planning would usually
find itself trying to catch up to the improvements and new capa-
bilities of automobiles as well as larger and heavier buses and
trucks,
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The efforts of Congress and the BPR to involve the federal
government in long term planning of a national road system begin-
ning in 1916 is evidence that national leaders already understood
that the early automobile was not simply a rich person’s toy but
the mode of private transportation that would reshape much of
American society. Henry Ford’'s intreoduction of the Model T in
1912, a $650 car built for everyman, was evidence enough of that
trend. As the number of vehicles registered in the nation bur-
geoned from 187,000 in 1910 to 2,227,000 in 1920 and 4,265,000 in
1925, a second-hand market alsoc emerged (Rae 1965: 238). Also,
World War I demonstrated the inadequacies of the nation’s roads
for the rapid movement of troops and materiel. This wartime
scare alsc centributed to the rational resolve to improve the
roads, It resulted in the drawing of the Pershing map of 192%,
the first blueprint for a national highway system. All of these
factors, along with the pressure of the various good roads asso-
ciations and the pressure of the AASHC prompted the Secretary of
Agriculture in 19235 to appoint a committee of federal and state
highway officials to develop a uniform method of numbering and
marking a national highway system.

US 66: The Pioneer ¥Years: 1826-1832

By the fall of 1825 the committee had developed a numbering
svstem for 96,626 miles of the nation’s roads. At the heart of
the svstem was a grid in which principal north-south roads would
end in "1" or"53" and principal east-west roads would end in "0."
The resuit would be twenty base longitudinal roads and ten base

latitudinal roads. US 1 would line the East Coast; US 101 the

¥West Ceoast. US 2 {to avoid a confusing "0") would parallel the
Canadian border; US 50 the Mexican border. Lesser roads would be
assigned numbers in between based on their location, While

everyone agdreed that Chizago and the American heartland needed a
direct connection with lLos Angeles, the problem arcse as te which
number it should receive. It wouldn’t be an entirely north-south
road, nor would it entirely be an east-west road. The great arc
which its promoters would extol didn't fit neatly into the grid.
The debate as to how to resolve the issue was one of the most
complex and time-consuming of the board’s entire work,
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The efforts of Congress and the BPR to involve the federal
government in long term planning of a national rcad system begin-
ning in 1918 is evidence that national leaders already understood
that the early automobile was not simply a rich person’s toy but
the mode of private transportation that would reshape much of
American society. Henry Ford’s introduction of the Model T in
1912, a $650 car built for everyman, was evidence enough of that
trend. As the number of vehicles registered in the nation bur-
geoned frem 187,000 in 1910 to 2,227,000 in 13920 and 4,263,000 in
1923, a second-hand market also emerged (Rae 1%653: 238). Also,
World War I demonstrated the inadequacies of the natien’s roads
for the rapid movement of troops and materiel. This wartime
scare also contributed to the national resolve to improve the
roads. It resulted in the drawing of the Pershing map of 19822,
the first blueprint for a national highway system. All of these
factors, along with the pressure of the various good recads asso-
ciations and the pressure of the AASHO prompted the Secretary of
Agriculture in 1925 to appoint a committee of federal and state
highwayv officials to develop a uniform method of numbering and
marking a national highway systemn.

US 66: The Pioneer ¥ears: 19%926-1932

By the fall of 1925 the committee had developed a numbering
svstem for 96,6265 miles of the nation’s roads. At the heart of
the system was a grid in which principal north-south recads would
end in "1" or"3" and principal east-west roads would end in "0."
The result would be twenty base longitudinal roads and ten base
latitudinal roads. US 1 would line the East Coast; US 141 the

West Coast. US 2 {to aveoid a confusing "0")} would parallel the
Canadian border; US %0 the Mexican border. Lesser roads would be
assigned numbers in between based on their location. While

everyone agreed that Chicagoe and the American heartland needed a
direct connection with lLos Angeles, the problem arocse as te which
number it should receive. It wouldn’t be an entirely north-south
road, nor would it entirely be an east-west road. The great arc
which its promoters would extol didn't fit neatly into the grid.
The debate as toc how to resolve the issue was one of the most
conplex and time-consuming of the board’s entire work.
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The parties and issues involved are fully treated in a his-
tory of the highway’s origins {Scott and Kelly 1988). Essen-
tially, the conflict arose in Missouri where the road arcs north.
Kentucky and ¥irginia, to the east, insisted that US €0 be
directed eastward consistent with the grid plan. Oklahoma, led
by its highway commissioner Cyrus Avery, and Missouri wanted US
60 to extend north to Chicagoe. While the dispute was centered in
the Midwest, it also affected the entirety of the pronosed route.
While the debate continued with telegrams, letters and visits
exchanged between the state officials and the BPR, the prepara-
tion of annual highway maps moved ahead as usual. As a resuit,
between December, 1925 and August, 1826, the road that would
become US 66 was designated as US 60; what would become US 80 was
designated as US 70. Based on this assumpticn, some commercial
maps, including the 1925 edition of the Rand McNally Auto Road
Atles, depicted US 80 passing through Tucumcari, Santa Rosa,
Santa Fe, Albuguerqgue, Los Lunas and then on to Gailup.

By Augus®t, 1326 the disputing parties had found a solution.
US 680 would pass through Kentucky to Newport News, Virginia, con-
necting the East Coast with Riverside, California--just as the
sast-west base roads weare 1ntended to do., And the Chicago to Los
Angelies road would become US 88, Wwhen the BPR finally published
its map of the new federal route system the great arc of Rcoute §86
is evident {Fig.11). As 1t straichtens along its western two-
thirds, 1t follows a course along the 35th Parailel, gradually
dropping south across western Arizona and Caiifornia to Los
Angeles on the 324th Paraliel. The only notable aperraticn for
this pattern is the erratic line 1t makes in New Mexico where it
shoots northward then southward before stabilizing on 1ts direct
path. While this deviation was never tne topic of interstate
debzate in the initia’® routing of the road, it would prove tc be a
Tingering issue in New Mexico.

The effects of fedesral designation in New Mexico were mul-
tiple. Scme would manifest themselves guickly: octhers, Tike tne
strajghtening issue, would untfold over the next decade. 0One
obvious conseguence of the new designation was the standardiza-
tion of signage. The white United States shield cutlined and
Tettered in black appeared along the road as did the array of
diamond, octagonal, circular and sguare warning signs. Where
federal highways overlapped, the primary route appeared above the
other, so that between Romercville and Los Lunas US 85, the
Caminc Real was placed above U3 68, At the same time, the now
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outdated private highway association signs were gradually remcved
eithar by the assocciations themselves or by the highway depart-
ment and souvenir hunters. In 1828 New Mexico also decided on a
symbo] designating state road markers. The next year the Zia sun
that already appeared on the state fiag began to appear along the
roadside and on state license plates (NMHJ 3/27:12).

Road construction and maintenance tock Tonger to change. The
Biue Book’'s description of the routes comprising Route 66 pre-
sents a picture similar to the state’s hichway maintenance patrol
reports filed throughout the mid-1920s. As already noted, the
section from Glienrio to Santa Rosa was listed as "pavement [prob-
abiy in Amarillo, the =2astern end of the section], gravel and
dirt, some which 1is poor.” The Santa Rosa to Romerovilie portion
was described as "Gravel, sandy dirt and stone. Some stretches
cof unimproved prairie roads which are apt to be poor after long
dry spelis or during rain’; and the Romeroville to Santa Fe sec-
ticn as "Gravel with some dirt.” The saction froem Santa Fe to
Albuguergue was listed as "Pavement, grave! and ¢dirt,” as was the
section Trom Aibuquercgue to Gallup (Automobile Blue Book 1926:
ATQ, 484, 105, 109, 123). The references Lo pavement pertain to
portions of the roasd in Gallup, Santa Fe, and Albuguergue wnere
the pavement extended horth zo Bernaitillo.

The State Hichway Engireer’s report of 1827 offers a more
guantitative sense of RBoute 66 at its inception. With the 1nclu-
sion ¢f the Tucumcari to Glenrio portion of the rocad inh 1925, the
antire length of Route 65 1in the state, 506 miies, was included
in the FAP system. OFf those miles, twenty-eight were congcrete
and seven were scheduled to receive a concrete surface. 232 had
received a gravel or rock surface with thirty-four more scheduled
to receive it. Finaliy, 205 were liisted as unimproved to FAP
Standard (NMHJ 11,/27:15). Based on the standards adopted by the
BPR in 1324, forty percent of Route 66 implicitly lacked one or
more of several =lements. Road standards required a width of
eighteen fTeet or more with adeqguate pull-offs, reduced road
crowns {a problem created as a result of grading in which the
aggregate was pushed toward the crown and then compacted by traf-
fic), and widened, elevated curves based on what engineers
referraed to as "assumed design speed,” and grades of no more than
6%. They alsc reguired that bridges be at ieast twenty-two feet
wide, that the rcad provide a sight distance of three hundred
feet and that grade crossings, then the source of ten percent of
highway fatalities, be eliminated (US DOT 197€: 128).
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Clearly the "stage construction policy” endorsed by the BER
applies to New Mexico's completiocn of Route 66, Rather than set-
ting the impossible gecal of rushing to complete a single highway
at the cost of ignoring sections of other roads that needed basic
improvement, the state would make modest improvements on as many
miles of substandard road as its funds permitted. An analysis of
State Highway Department records of FAP completions along Route
66 places the "stage construction policy” within the context of
the highway'’s pioneer years, Beginning with the first FAP let
along those portions of road that would become Route 66, approxi-
mately 483 miles of road were constructed between 1920 and 1934,
{The other twenty-three miles include miles of the road on fed-
eral lands such as the Pecos National Forest near Glorieta and
Indian reservations in which the federal government paid one
hundred percent of the costs.) The total costs for all of these
first stage projects were approximately six million dollars (see
Appendix A).  Prior to 1933 when the large influx of federal
relief monies accelerated roadbuilding, approximately 195 miles
of the total milleage was actually brought to a final paved stage.

Tvpically, FAP contracts were let to private centractors
through a bidding process. Contracts varied in size and scope.
The smallest was FAP 88-0C let in 1928, costing thirteen thousand
dollars for .1 mile of bridge construction acress the Rio Santa
Fe at the foot of La BRajada Hill, The largest was FAP 127 let in
1930-32 and costing $450 thousand for 41.5 miles of grading and
surfacing from Tucumcari toc Glenrio. At least 36 FAPsS were let
along Route 66 with some broken into two or more separate con-
tracts differentiated by letters following the FAP number. Using
"stage construction” many FAPs were reopened (REC) in the 1930s
as the state socught to upgrade road sections from gravel to pave-
ment.

During this picneser period of Route 66, much of the work done
along the road reflects the state’s efforts to bring a more
scientific appreach to roadbuilding given the financial con-
straints it faced as a poor state. The technology of the pericd
was one marked by transition. Machinery was available in the
form of surplus World War I trucks that the federal government
had given to state highway departments, and contracting companies
were gradually beginning to supplement their horse and nmule teams
with mechanized vehicles. Maintenance and construction reports
list most crews as using both. Emphasis lay on efficiency so
that road alignment decisions were often based on the availabil-
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ity of nearby aggregates for building the road grade. Engineers
would generally try to obtain fill from borrow pits located
within the usually 120 feet-wide right-or-way, using cut and fiil
procedures. In those instances much of the material could be
handled by wheelbarrows and fresnos, heavy horse-drawn scrapers,
Sometimes, however, 1t was necessary to dig the borrow pits on
private land., paying rovalties to the owners, and to haul the
material using teams of horses and wagons (NMHJ April, 1926:1).

Another state effort to stretch +its roadbuiliding budget
appeared in its efforts to develop an asphalt-like mat caliled an
oil mix. Althougn a single o011 coating had already been iried
on the road between Canoncito and Peccs, the practice of mixing
011 with the aggregate to form a windrow and then spreading it
with a grader was new {NMMJ Feb. 1827:13). First tested on the
portion of Route 88§ extending from Isleta to Los Lunas and west
to Rio Puerco, the oil-mix surface was designed to provide a low
cost means of saving roads that were experiencing excessive use.
With the designaticn of Route 88, use of the road rose. The num-
ber of venicles traveling betwsen Albuguergue and Gailup at a
point west of Los Lunas climbed from 486 per day during Septem-
ber, 1826 to £76 during QOctober, 1928 {(NMHJ Oct. 1926:13; Dec.
1928:17). Research had showh engineers that road use higher than
5G0 vehicles per day, not tc mention fiftesn-ton trucks,
destroyed rock and gravel roads and contributed to a hopeless
dust probiem. This loss through deterioration, estimated at
$1,000 per mile annually, encouraged ensineers to iook for a low
cost alternative. The oitl=-mix road cost an additional $1,600 per
mile, enabling the department te recourc its investment in less
than two vears {hNMHJ July 13928:8).

Simitariy, Route 686 was also the site ¢f ssaveral bridge-
building proJects using crecscte timber bDridges that proved mare
economical than the previousiy popular untreated timber bridges.
Noting that the earlier bridges often rotted within ten years and
that maintenance was constant, particularliy with the stress
piaced on piles, trestles, and abutments, engineers argued that
creoscte-treated timber would give pridges a forty year life,
similar to that of railrcad bridges. These structures were less
expensive Lo construct. Thney were also more suited to smalier
stream and arroyo crossings than steel-spanned bridges such as
the Parker Through Truss bridge built in 1821 across the Pecos
River at San Jose del Bado {Fig. 12). A striking feature of
these creosote Timber bridges was their Taminated or strip floors
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Fig. 14 The hhltlock chil dren cawped along Route 66
in eastern New Mexico. Portable cookshack
to the right, railrocad track with water tank
to the rear, (Courtesy Mrs. Norma Myers)

. 13 Fresneo used in early road grading,



that replaced the earlier use of planks {(Fig. 13). The new
design eliminated much of the springing that had occurred with
Planks under the weight of heavy trucks. Another feature was the
use of a woven wire guard fence with steel angle rails. Several
creoscote timber bridges in eastern Quay County and the one acraoss
the Rio Santa Fe at La Bajada stand as reminders of bridge con-
struction during the pioneer period of the highway.

Mrs, Norma Myers recalls the ploneer period of rocad construc-
tion (Norma Myers 1992). Her father, Edgar F. Whitlock, was a
road contractor who worked on sections of Route 66 in Quay and
Guadalupe Counties between 1826 and 1831, During that time Mrs.
Mvers lived in tempeorary rcadside camps as her father's crew con-
structed road sections (Fig. 14), The Whitlock crew consisted of
about fifty workers, many of them World War I veterans. Mrs.
Mvers recalls that there were few turnovers because "Daddy took
care of his crew." Some had wives, but none other than Whitlock
had children with them. Most workers brought their own wagons
and tents. The company equipment consisted of six teams of horses
with four horses per team, a portable coock shack, varicus wagons
including a water wagon, and road implements such as fresnos,
wheelbarrows, four-man rcller-compressors, hand tocls and other
materials might be needed to build culverts and small timber
bridges (Fig. 151}.

Upon receiving a contract, Mr. Whitlock would pack his family
and their belongings into a Chevrolet touring car and drive to
the work site where he set up a camp. Preferably he sought sites
near water tanks along the railroad tracks where he used the
water for his wagon and for the crew’s cleaning needs. The canp
cook prepared meals for the crew, and a stable hand cared for the
horses and mules, grazing them on nearbyv grasses when possible,
Mrs. Myers recalls that her father always kept a goat with the
team animals, believing that its presence kept them healthy. The
crew worked from daybreak to sunset, taking time for a large noon
meal. Evenings were considered private time with the men taking
baths in their large tin tubs. During the day the children and
their mother remained near the tent., When the crew was working
on Route B8 there were few cars. Mrs., Myers notes that motorists
were friendly, often waving to her and her sisters as they
passed. At night, many of the tourists would "camp along the
roadside under trees, if there were anv" but remain apart from
the Whitleck crew.
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Mrs. Myers’ recollection of tourists along Route 66 intro-
duces g dimension of the reocad’s history that has perhaps con-
tricuted more to the fame of this particular highway than any
other factor. While the matter of the construction of the road
explains its physical evoluticon, it is the history of its use and
the roadside businesses catering to its users that has shaped the
stories and created the myths surrounding Route 66. During the
pioneering period, Americans were taking to the highway 1in
increasing numbers. As the number of cars grew, more and more
Americans began to travel West. 8State traffic surveys done
between 1926 and 1832 show that New Mexico had the second highest
rate of out-of-state, or "foreign” vehicles in the West with
annual averages around 37%, Jjust slightly lower than Arizona’s
(NMHJ wvaricus issues 1826-1932). Counts at Endee and at Thoreau
and Gallup, however, show “foreign” plates on Route 66 to range
from between 53% and 79% during this period with the South Cen-
tral states and California supplving over 65% of the traffic.

In 1232, state hignway analvsts developed a classification
svystem based on road use. The road portions recieving Lhe
greatest use, the Cliass "A" and "B’ roads, included Route 66 from
Bernalille to Leos Lunas, the sections of US 80 near Clovis and US
80 near Las Cruces. The highest concentration of "foreign” cars
was on the southern route, US 80 (NMHJ May 1832: 22-24). Rouie
66 would never rank as the most used FAP road 1n the state, but
would atways rank as heavy-use rcad with one of the state's nigh-
est percentages of "foreign’ cars,

The lengtiny treakdown of traffic statistics suggests that the
"scientific” approach to highway management extended welil beyond
simply building roads better. By 1827 the state had raised its
gasoline tax 1o Tive cents per gallon. Needing a source of reve-
nue to match the FAP grants, legisiators reasoned that a higher
gasoline tax would force cut~of-state motorists to bear a much
greater porticn of the state’s tax purden than were they to raise
the cost of vehicle licenses. In addition to reiishing the idea
of non-residents helping to builc and maintain the state’s roads,
pianners and bocsters were aliso becoming more aware of the impact
of tourist dollars in the state’s ecconomy. Using a formula based
on The averade numbesr of occupanté per car and the average money
each person spent, State Highway Department planners estimated
that in 1%27 710,000 motorists visited the state, spending over
$16 miliion {NMHJ November 1927:11).
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Despite these rosy figures, much premotienal work remained.
The survey also found that almost two-thirds of these "foreign'
motorists were "interested largely in crossing the state in the
shortest possible time and by the shortest and best route attain-
able.” It was those just passing through, the writer concluded,
that "all public spirited agencies in the state should endeavor
to interest."” Attracting them would result in "splendid advertis-
ing coming from a wider knowledge of New Mexico and her marvelous
rescurces."” As if to reinforce the link between tourist attrac-
tions and good roads, the same article expressed hope that those
motorists who had "traversed the inundated Bluewater flats in
August and September” of 1927 would learn that the state had
awarded a contract to improve that section of Route 66 and that
come next vear’s rainy season motorists might "travel high and
dry above the flooded country” (NMHJ November, 1827:12).

A growing factor influencing the state’s efforts te promote
automobile tourism was the emergence of roadside businesses aimed
at tourists. During these piconeer vears of Route 66, ssesveral
tvpes of businesses altered their traditional forms to meet the
new demands imposed by the cross-country motorist. Among them
were livery stabies, trading posts and mercantile companies, res-
taurants and hotels. During the 192Z20s these businesses with
their roots in the wagon and railrecad era of the late nineteenth
century gradually bedgan to transform, bringing with them new
occupations, an altered roadside environment, and a new vocabu-
lary for naming new experiences associated with automobile
travel.

Livery stables and stores that had begun to sell gasoline and
do repalr work on cars began to give way to specialized service
stations and garages. As refining companies began to create net-
works of gasoline station outlets, pumps were relocated away from
the roadside to permit easier access to the stations and to ser-
vice bays. Canopies and restrooms began to appear as amenities
for motorists became a part of marketing campaigns in which the
gasoline companies gave away maps showing not only roads but the
locations of their stations along those roads. As their numbers
increased, these garages and service stations began to spread
away from the center of the towns, becoming an important ingre-
dient in the emerging autcmobile commercial strip.

In rural areas, more stores and trading posts appeared along
the side of the road. Scme, like the Domingoe Trading Post,

-52-



1¢27. Hemer Jones' trading post is the large
building with the pitched rocf. (Courtesy
Patricia Jones-Heggem)

t, ca. 192
o blankets hang
re the road. {Courtesy

, fronting
on the



already catered to local customers as well as to railrecad travel-
lers stopping to visit nearby Santo Domingo Pueblec and simply
added motorists to their clientele. Others, such as Homer Jones’
Thoreau Trading Post, copened to take advantage of the growing
stream of cars passing along the highway (Fig. 16). For Jones,
who had come to Thoreau as a bookkeeper for the sawmill, the road
created & new cccupation, that of a "tourist trader” who drew his
income largely by selling rugs, silver, skins and pinon nuts
obtained from nearby Navajos to passing tourists (Heggem 1892).
Many of these rural stores would continue to sell gasoline at the
roadside where their porches faced directly on the road (Fig.
1713,

It also became apparent that the hotels located near the
railroad depots were inadequate for motorists. The problems of
parking a car for the night, the desire of many motorists to cut
costs by camping, and the generally more informal and private
lifestyle associated with motoring made hotels less appealing. In
the 1820s, private campgrounds proliferated along Route 66. While
some moitorists were content to camp along the side of the read
similar to those Mrs, Myers saw &8s a vyoung girl, others wanted
the security of a designated area that offered running water for
bathing and cocking. Gradually, instead of merely providing a
space for a tent and a washroom, the design of many of these
campgrounds evolved as they began to furnish small rooms and then
adjoining garages, in the process, the terms used to designate
them also evolved from "camping ground" to "campground” to "tour-
ist court,” While a few campgrounds appeared in rural areas,
such as the popular Arrowhead Canmpground near Canoncito or the
Red Arrow Campground at Thoreau, most were located along the

highway near the cities (Fig. 18). 1In Albuquergue, for instance,
one '"camping ground," the Open Air Hotel, was listed in 1922: by
1930, fifteen "tourist camps,” all located along the Routes 85

and 66 alignment, were listed,

While most of these piconeer—era tourist camps have disap-
peared, peortions of some of them remain in Santa Rosa, La Bajada,
Bernalillec, and Albuguerque., Illustrative of these early camps
was the one operated by Herb and Mary Walden at the foot of La
Bajada Hill Fig. 19}). In 1925 Walden, a mechanic, opened a ser-
vice station and bullt a few small tourist cabins where he also
seld "tourist supplies.” His wife had grown up in the village,
and the bottom of the hill with its treachercus hairpin curves
had always been a stage stop. Using his Dodge truck, Walden made
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ARAOW-HEAD CAM® ON L. 5_ &5 AND A5, 22 MILES E, OF SANTA FE, MEW MEXICD

Fig, 18 Postcard of the Arrowhead Camp near Glorieta,
ca. 1929, (Courtesy Richard Levy)

Fig. 19 Highway Pass between Santa Fe and Albugquergque, ca 1929.
The La Bajada cabins are at the lower left. (Courtesy
Museum of New Mexico, Santa Fe Railway Company Collection,
Neg. No. 92219)
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a good living rescuing overheated cars and hauling passengers up
the hill when their Pickwick buses had overheated. VWhile adver-
tisements painted on the faces of the rocks lining the steep
ascent advertised camps in Santa Fe and Albuguerque, the breath-
taking hill left the Waldens with enough faint-hearted tourists
anxious to pull off the road at the fooct of the climb. As
improvements came to the state’s highways, La Bajada Hill was
realigned in 1932 with the new road moved three miles to the east
te the alignment now used by Interstate-23., Recalls Mrs. Walden,
"My husband was lost after the road went away. He was a mechanic
and he had to become a farmer. He could never understand it. We
needed that road” (Ripp 1388:B-1},

Many of the businesses along Route 66 also benefitted from
the growth of tourism spurred by the promotional efforts of the
community organizations and the Route 66 Association. Since 1822
businessmen in Gallup had promoted the Inter-tribal Indian Cere-
menial, an event occurring late each summer. Meant to bring
together diverse tribes and their ceremonies and cultures, the
event was envisioned as a magnet that would draw tourists to the
conmunity. Over time it would become one of the events defining
the tourist experience along Route 68 in New Mexico, receiving
support and official designation from the state {(Fig. 20}. 8o
successful was it 1n promeoting Gallup that Albuguerque boosters
initiated the short-lived First American Padeant o create a sim-~
ilar tourist attraction. The revival of the State Fair that fol-
lowed the demise of the pageant representis a more successful pro-
motional effort inspired, in part, by the Ceremonial,.

The Albuguergues Chamber of Commerce alsc began to emerse as
& leading booster of Rouie 66 as leaders began te see the possi-

ilities of promoting the <¢ity to motorists. Wwhen the higchway
was first designated, the city was along the route, but not in a
strategic position to attract tourists. Baoth Santa Fe and Las

Vegas, just a few miles up the Camino Real from where Route 68
joined it, were more closely positioned to the scenic northern
part of the state. Albuguerque was simply a steopping place along
the north-south corrider, a place between the "City Different,”
as Santa Fe called itself, and the wonders of "The Heart of
Indian Country,’” as Gallup billed itself. Although early promot-
ers referred to the city as a crossroads, it wasn't until the
late 1820s that boosters, led by the Chamber, actively began to
transform it into a&a ftrus crossroads.
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a good living rescuing overheated cars and hauling passengers up
the hill when their Pickwick buses had overheated. While adver-
tLisements painted on the faces of the rocks lining the steep
ascent advertised camps in Santa Fe and Albuguerque, the breath-
taking hill left the Waldens with encugh faint-hearted touristis
anxious to pull off the road at the feoot of the climb. As
improvements came to the state’s highwavs, La Bajada Hili was
realligned in 1932 with the new road moved three miles to the east
to the alignment now used by Interstate-25. Recalls Mrs. Walden,
"My husband was lost after the road went away. He was a mechanic
and he had {o become & farmer. He could never understand it. ¥%e
needed that road” {Ripp 1988:B-11,

Many of the businesses along Route 686 also benefitted {from
the growth of tourism spurred by the promoticnal efforts of the
community organizations and the Eoute 66 Association. Since 1922
businessmen in Gallup had promoted the Inter—-tribal Indian Cere-
menial, an event occcurring late each summer. Meant to bring
together diverse tribes and their ceremonies and cultures, the
event was envisioned as a magnet that would draw tourists to the
community, Over time 1t would become one of the events defining
the tourist experience along Route 66 in MNew Mexico, receiving
supprort and official desisgnation from the state (Fig. 20). So
successful was 1t in promwoting Gallup that Albuguergue boosters
initiated the sheort-lived First American Pasgeant o create a sin-
ilar tourist attraction. The revival of the State Fair that foci-
loewed the demise of the pageant represents a more successful pro-
motional effort inspired, in part, by the Ceremcnial

The Albuguerque Chamber of Commerce also began to emerge as
a leading booster of Houte 68 ag leaders began to see the possi-
bilities of promoting the citv to motorisis. When the highway
was first designated, the city was along the route, but not in
strategic peosition to attract tourists. Both Santa Fe and Las
Vegas, Jjust a few miles up the Camino Real from where Route 6o
Jjoined 1t, were more cliocsely positioned to the scenic northern
part of the state. Albuquerque was simply & stopping place alonsg
the north-south corridor, a place between the "City Different,”
as Santa Fe called itself, and the wonders of "The Heart of
Indian Country¥,” as Gallup billed itself. Although eariy promot-
ers referred to the city as a crossroads, it wasn’t until the
late 18920s that bocstiers, led by the Chamber, actively began to
transform it intc a true crossrocads.
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a good living rescuing overheated cars and hauling passengers up
the hill when their Pickwick buses had overheated. While adver-
tisements painted on the faces of the rocks lining the steep
ascent advertised camps in Santa Fe and Albuquergue, the breath-
taking hill left the Waldens with enough faint-hearted tourists
anxious to pull off the recad at the foot of the climb., As
improvemehts came to the state’s highways, La Bajada Hill was
realigned in 1932 with the new road moved three miies to the east
to the alignment now used by Interstate-25, Recalls Mrs, Walden,
"My husband was lost after the road went away. He was a mechanic
and he had te¢ become a farmer. He could never understand it. Wwe
reeded that road” (Ripp 19888:B-1},

Many ©of the businesses along Route 686 aiso benefitted from
the growth of tourism spurred by the promotional efforts of the
communiiy organizations and the Route 66 Association., Since 1922
businessmen in Gallup had premoted the Inter-tribal Indian Cere-
monial, an event occurring late each summer. Meant to bring
together diverse tribes and their ceremonies and culiures, the
2vent was envisioned as a magnet that would draw tcourisis to the
community. Over %time it would become one of the evenis defining
the teourist experience along Rcoute 66 in New Mexico, receiving
support and cofficial designation from the state (Fig. 20}V, Sc
successful was it in promeoting Gallup that Albugquerque boosters
initiated the short-lived First American Pageani to create a si
ilar tourist attractiicn. The revival of the State Fair that focl-
Ltowed the demise of the pageant represents a more successiul pro-
motional effort inspired, in part, by the Ceremonial.

The Albuguergue Chamber of Commerce also began to emersze as
%z leading booster of Eoute 66 as leaders began to ss=e the possi-
Dilitieg of promoting the city teo motorists, When the highwa-s
~as first designated, the c¢ity was along the rouites, but not in =
strategic position fto attract tourists, Both Santa Fe and Las
Jegas, just a few miles up the Camino Real from where Route &5
Jjoined it, were more closely positioned to the scenic northern
part of the state. Albuguergue was simply a stopp¢ g place along
the north-south corridor, a place between the "City Different,”

25 Santa Fe called itself, and the wonders of "The Heart of
indlan Country,” as Gallup billed itself. Although early promot-
ers referred to the city as a crossroads, it wasn’t until the
late 1920s that bocsters, led by the Chamber, actively began to
transform it into a true crossroads,



a good living rescuing overheated cars and hauling
Rill their Pickwick buses had overheated.
tisements painted on the faces of the rocks lining the steep
ascent advertised camps in Santa Fe and Albuguerque, the breath-
taking hill leit the Waldens with encugh faint-hearted tourists
anxious to pull off the road at the foot of the climb. As
improvements came to the state’s highways, La Bajada Hill was
realigned in 1932 with the new rcad moved three miles to the east
to the alignment now used by Interstate-23. Recalls Mrs. Walden,
"My husband was lost after the road went awayv. mechaiic

passengers up

the when While adver-

He was a

and he had to become a farmer. He could never understand it. We
needed that road” (Ripp 18988:B-1).

Many of the businesses along Rouie 66 alse benefitted from
the growth of tourism spurred by the promotional efforts of the
community ordanizaticns and the FRoute 66 Association. Since 1322
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a good living rescuing overheated cars and hauling passengers up
the hiil when their Pickwick buses had overheated. Wwhile adver-
tisements painted on the faces of the rocks lining the steep
ascent advertised camps in Santa Fe and Albugquergue, the breath-
taking hill left the Waldens with enough faint-hearted tourists
anxiocus toc pull off the road at the foot of the climb. As
improvements came to the state’s highways, La Bajada Hill was
realigned in 1932 with the new road moved three miles to the east
to the alignment now used bv Interstate-25. Recalls Mrs. Walden,
"My husband was lost after the road went away. He was a mechanic
and he had toc become a farmer. Ee could never understand it., Ve
needed that rcad” (Ripp 1988:B-1).

Many ©of the businesses along Reoute 66 also benefitted from
the growth of tourism spurred by the promotional efforts of the
community organizations and the Houte 66 Associaticen. Since
businessmen in Gallup had promoted the Inter-tribal Indian Ce
monial, ar event occurring late each summer. Meant to brin
todether diverse tripes and their ceremonies and cultures, the
event was envisloned as 2 magnet that would draw tocurists to
community., Over time 1t would become one of the events defining
the tourist experience along Route 66 in New Mexico, receiving
suppert and official designation from the state (Fig- 201, Se
successtul was it in prometing Gallup that Albu r
initiated the shorv-lived First Ame
ilar teourist aztiracticn. The revival ©
lowed the demises of the pageant represent
motional effort inspired, in part, bv

The aAlbuguergue Chamber of Commerce alss began to emerge as
a leading booster of Houts 66 as leaders began ¢ see the possi-
bilities of pronmoting the city te motorists. When the highway
was first designated, the city was along the route, but not in =a

tion to attract tourists. Both Santa Fe and Las
Vegas, just a few miles up the Caminc Real from where Route 848
joined 1it, were more closely positioned to the scenic northern
part of the state. Albuguergue was simply a stopping place along
the north-south corridor, a place between the "City Different,”
as Santa Fe called itself, and the wonders of "The Heart of
Indian Country,” as Gallup billed itself. Although early promot-
ers referred to the ¢cityv as & crossroads, it wasn’t until the
late 1920s that bocsters, led by the Chamber, actively began to
transform it into a true crossroads.
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act, it may be that 1ts campadign to bring aboui the
stras tening of Route 68 was a key Jesson in developing tne pro-
motional skills that would lead to much of the city’s growth and
prosperity beginning in the mid-1930s. Obviously the 1326 alignh-
ment of Route 68 was one based on the pragmatic use of existing
roads., Logic called for a straight route along the 35th Parailel,
When Arthur T. Hannett, the former mayor of Gallup, became the
Democratic governor 1in 1824, he reccognized that logic. After
losing his re-election bid to Republican Richard C. Diilon 1in tne
Tall of 1€25, Hannett decided to act upon that 1ogic—--as well as
to exact a certain revenge Tor his loss--by issuing a midnight
crder to Tne highway department to cut a grade from Santa Rosa to
Moriarty. Although 2 1925 state law created such a road, Hannett
undertook his zcticns against the protests of the largely Repub-
1ican businessmen iocated 1n the small towns along US 80 and
their leader, US Sanator Holm Bursum from Sccorro. The naw route
threatened their businessss, offering a potentially short,
stiraignt route Tor US 66, Thnen Albugquergue, not Santa Fe or
Socorro, would beceome the principal croassreads ity in centiral
New Msxico

ts, however, didn’t begin Lo gain memanium
Santa Rosa cut-off, as 1t was caiited, and
Laguna cut-off from Albuguergue directiy west
v included as FAPs., Someg, Tncluding Hanneit
arnd E. B. Bails, an enginser for the highway department at tne
Time, argusc that a combination of the resistance of bkoosters 1in
Santa Fe and tne small towns along US 680 and the “"somnambpulistic”
behavicor of Albuguerque’s busineass community explain the delay
(Harnett 1984:183, 277). Certainiy, the effcrts of Bursum and
Governor Diillen, who upon assuming office promoily created a
Maintenancs T for the highway department and located 14 in

—h

cnoo ]
his nomstown of Encinc, contributed to the stalliing. SO may have
Ceoression which within three years would aiso 1imit ihe son-
struction of new roads.

.U)

tra

The validity of Hannetit's assertion about Albugquerque’s lack
of initiative remains more problematic. Some Chamber of Commerce
minutes are missing Trom the late 1920s, and 1t is not until 1823
that a consistent record of the Chamber’s actions is availabie.
These records show an active effeort to lobby the State nghway
Commission, udrging completion of both cut-offs {Chamber of Com-
merce 1929: 434}, Over the next few yvears, efforts to coordinate
the promotion of roads and tourism become more evident in the
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Pig. 20 Zuni Indians Parede, Indian Tribal Ceremonial, Gallup. Route 66
lies behind the participants, ca. 1930. (Courtesy State Records
Center ‘and Archives, Woodward Collection, Neg. No. 23682}

Fig. 21 Pyle Marathon Camp, 1928, Laguna. (Courtesy
Eon Fernandez)
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annual reports of the organigation's committees. The Tourism
Committee cited its efforts to keep tourists "within the State
for longer periods” by providing more advertising brochures,
Meanwhile the Roads Committee cited its policy of cooperating
with state and federal agencies rather than launching its own
initiatives and pointed to the inclusion of the Santa Rosa cut-
off within the FAP system as a result of its efforts {(Chamber of
Commerce 1932:np!. Moreover, during the late 1820s, Clyde Tin-
gley, who in his capacity as chairman of the Citv¥ Council was the
citv’'s nominal mavor, was also a maintenance superviscr feor High-
way District 3 which included the cutoff and lobbied for theilr
completion,

Contributing te the efforts of these civic boeoster organiza-
tions was the Route 66 Association. From the moment the agree-
ment was reached 1in November, 1926 to designate the road as Route
66, its promofters were aciively engagded in promoting it. Lead-
ership came from Cvrus Avery, the Oklakoma highwav cemmissioner
who had npegotiated the designation of rcoute 66 and another Ozark
Trail Assoclation activist, John T. Woodruff. By February, 1327,
thev had convened deslegated from five of the rocad’s eignt states
in Tuisa and formed & 2roup whose gcals were to work for swiift
completion of paving the entire highwav and publicizing

e | and Kelly 1888: 23}, To give the rosad
ip desigdnated
earil

S

r— s

The Main Strzei of Amer-

t.

1 i
ing on guidebocks. maps. and postcards

edgling group also held meetings 1
uri, Amarilio and Albuguercue in order to shar
ighway with local boosters., With £

ng Eoute 66 in a Picliwick bus "fitt
like & Pullman sle

c
per,” thev descended on each communi
ning up the =suppori o

s i
f the communitv as well as subscrip n
from local businessmen {Tucumcari News Oct, 13, 1927:1)., The
visit to Albuguergue was marked by the distribution of a cop
a2 travel magazine, Nation'’s Bighwavs, with a feature article on
Albuguerque. Seeking to show the Route 66 Asscciation that it

deserved the attention 1t was receiving, the city prodded the
state to open the Sandia Crest hizhway ten days early so that the
visitors could see Albuquerque’s “greai attraction for tourists”

{Albuguergue Journal Qct. 10, 1927:3), he same editorizl
pralsed the asscclation for working "ensrgetically to make this
route from St. Louls to the coast one of the best,” noting that

-5G—



realization of their dream is now in sight with the route either
paved er permanently surfaced for the entire distance.’

Although this optimism about the gquality of the road would
prove premature, it did contribute to the upbesat promotional tone
encouraged by Avery and his association, Plans were discussed to
develop a Transcontinental Airlines route aligned with the high-
wayv, and Avery also spoke of the associastion’s plans to suppor:
the Great Transcontinental Footrace proposed by premoter C.C,
Pvle. very hoped that race would dgenerate publicity for the
highway and also show the nation that more money was regquired to
improve its rcads. The following spring Pyle’'s "bunion derby”
did take place as 273 runners set out from Los Angeles for XNew
York., Thewy did, in fact., following Route 56, but bypassed towns
that refused to supply funds. The race passed through New Mexico
in April, 1828 (Fi

lIO,

21). Since Albuquerque had chesen not to
contribute toc the race, the entourage bypassed the city, and

then, as if in anticipation of the realigned road cui up trnrousgh

._'l

ijeras Cenvon and intoc Moriariv where children were dismissed
from schooel teo watch the runners gc by (Davis 199%Z).

Such opitimism and ballvhoo tended to obscure some of the
ies that surrecunded Houbte 66 in New Mexico during its piloneer
&

isst

¥Ears, The ongoing debate concerning the cut-offs did arise at
the Albuguerque meeting., J.D. DeHuff, secretary of the 3anza rs
Chamber of Commerce, dismissed talk of the Santa ERosa cutcff not-
ing "3anta Fe has the things the travellers wani to see {Alougu-
erque Journal Oct. 1, 182%:1). Within feour wvears the Route 65

1
Asscclation would state its support of the cut-cif, but in 1827
O

there is no evidence of its position on this most important
oo

debate within New M

Of concern for smaller communities along Route 68 without

m

strong tourist base was not s¢ much the matter of finding the
resources to construct a new alignment for fhis cross-country
hizhway as it was finding the rescurces te¢ improve local roads.
Road-related articles in the Tucumcari News illustrate this
underliving concern. Mest articles celebrated the designation of
Route E6 and noted its potential for the town's future growth,
They noted the trips boosters made to Route 65 Association meet-
ings and recorded the first campground located south of town an

T
1
Route 65 (Tucumcari News Aug. 25, 1827:3). Appeals to people’'s
civic spiriit te become more involved in highway promotion

a

v
ppeared frequently, and the paper noted with great satistfaction
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when Tucumcari successfully hosted a Route 66 Asscociation conven-
ticn in 1830, using the Frincess Theater for the meeting and a
Pr:iliips B5 truck to broadcast the evenis teo the townspeople
{Tucuncari News Maxv 24, 19830:1).

Tucked 1in between these notices celebrating the highway, how-
ever, were editcrials questioning the commitmeni of the state’s
sparse road construction ressources to inter-regional higchwayvs
when local roads also required work. One editorial conceded that
"crozss-state highways are gcod for the garages, for the hotels”
but feared that they would weaken the other businesses contribut-
ing to the vitality of Tucumcari (Tucumcari News Desc. 38,
1926:8)., Another editorial taken from a letter by $, Cmar Barker,
a longiime norithern New Mexican writer lamented spending "mil-

lions” for highwawvs "largely to take care of tourists” but ignor-
ing county roads "used by old settlers with their flivvers”

(Tucumcari_ News Aug, 8, 192%:8). Both editorials identify key
econemic tensions. Their resclutions would have greai bearing on
the futures ¢f small towns zleong Route 86. Az patterns of devel-

opment were aliered by the new highwey and the growth of roadside
ices, there was the promise of economis boom—--a promise that
the growth and popularity of the road over the next thirity Fears

would fulfill. Yet even with the promise of a roadside prosper-
ity, an unsasiness existed over whethesr the roadway might ulti-
lately undermine small towns’ =ceonenic independence,

Concerns about the potential harmful effects of Rcoute BE on
iocal esconomies qguickly subsided as the nation’s economy tunmbied
inio & preoionged depression. For the towns 1ying along Route 635,
the highwav became & lifeline in a deflated, cash-scarce economy.
The story of REoute 66 in New Mexico during the Depressicen 1s one
of paradox. On one hand, the periocd was one of eccnomic harc-
ship, unemplovment, and social displacement, This was especially
true for the hundreds of thousands of tenant and homestead farm-
ers from the Southsrn Plains, victims of prolonged drought and
agricultural change. The westward excdus brought on by these
events resulted in a migrant stream flowing across Route 68. The
experiences of that migration were forever fixed in the American
mind by Dowthea Lange's images in An American Exodus and by John
Steinbeck’s words in The Grapes of Wrath,




whnan Tucumcari successfully hosted a Route 86 Association conven-
tion in 1930, using the Princess Theater for the meeting and a
Frhillips 86 truck to broadcast the events to the townspecrple
{Tucumcari News Mav 24, 1930G:1),

Tucked in between these notices celebraiing the highway, how-
ever, were editorials questioning the commitment of the state’s
sparse reoad constiruction resources to inter-regional highwavs
when local roads also reguired work., One edlitorial conceded that
"cross-state highways are gcod for the garages, for the hotels”
but feared that thev would weaken the other businesses contribut-
ing to the vitality of Tucumcari {(Tucumcari News Dec. 39,
1926:8). Another editorial taken from a letter by S. Cmar Barker,

a longiime norithern New Mexican writer lamented spending "mil-
for highways "largely te take care of tourists" but ignor-
ing countv roads "used by old settlers with their flivvers"”

lions’

{Tucuncari News Aug., 8, 1825:83). Boih editorials identify key

tensions. Their resclutions would have great bearing on
ez of small towns along Route &8, As patterns of develi-

t were altered by the new highway and the growth of roadside

opmen
services, there was the promise of economic boom—-a promise that
tne growth and popularity of the road over the next thirsy vears
would fulfill. Yet even with the promise of a roadside prosper-

=y

itv¥, &n unszasiness evisted over whether the roadway might ulti-
: =8

small towns' =scconomic indernendence.,
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the Depression Years: 1932-1947

Concerns about the potentizgl harmiul =ffects of Route BE on

iocal economies guickly subsided as the nation’s economv tumblecd
into & proionged depression. For the towns 1lving along Route 65,
the highwav became a lifeline in a deflated., cash-scarce econonyv,
The story of Route 88 1n New Mexico during the Depression 1s cna
of paradox. On one hand, the period was one of economic hard-
ship, unemployment, and social displacementi, This was especially

true for the hundreds of thousands of tenant and homestead farm-
ers from the Southern Plains, victims of prolonged drought and
agricultural change., The wesiward exodus broucht on by these
events resulted in a migrant stream flewing across Boute 66. The
experiences of that migration were forever fixed in the American
mind by Donthea Lange’'s images in An American Exeodus and by John
Steinbeck’s words in The Grapes of Wrath.




ORIGINS OF MIGRANTS TO CALIFORNIA

. 22 Map showing migration routes in the late 1930s.
From An Americarn Exodus by Dorothea Lange and
Paul Tavler, 1935.

1]

Fig. 23 Looking east on Highway 66, Black duster coming from the north,
1936. Small port of entry station lies behind the car. (Courtesy
Fern White ,San Jon, New Mexico)
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“n the other hand, the government’s response 1o the Depres-
sion created a period marked by massive public spending in which
federallv-funded projecits were designed to revive the nation’s
econemy. Road-bullding, in particular, was seen as a wav to put
men back to work, and emerdency funding far in excess of the FAPs
of the 1920s resulted in highway improvements throughout New Mex-
ice. This priming of the pump led t¢ the creation of Jjobs alcong
the road where the number of tourist courts, garages, stores, and
cafes serving travellers as well as road workers proliferated.

As roadbuilding and roadside businesses grew, so did asscciated
bureaucracies such as bureaus within the State Highway Depart-
ment, the State Police, and promotional assccilations.

The paradox was also evident in the people travelling the
highwav. As the nation’s economv worsened, Route 66 became a
corridor for the displaced. Alonsg with US 80 across southern New
Mexico, it became the major route of exodus for those fleeing the
failirng egricultural economy of the Scouthern Plains {(rig. 221,

Irn 1834, natural disaster followed on the heels of economic dis-
aster as the great dust storms blew milliocns of tons c¢f topsoil
cff the same land (Fig.23). These storms uprooted even more
pecrle, forcing them te flee the land. AL the same time, & s=2g-
ment of the Americen pepulation kept its Jjobs and took vacaticns,
giving rise in the mid-1930z fto 2 boom in tourism along Heoute 635,

LV L
;ikewise cross-counctryv trucking became more important as rall-

=

roads discontinued many of their lines. No matter what g€roup
people fit into, when they set out on the road theyv reaquired ser-
vices. For many New Mexicans, it was The increased movement
across Houte 66 that enabled them to remain where they were by
ovening businesses to meet the needs of the tourists and the dis-
placed along the highwav.

3lthouegh the stock market crash had occurred in 1829 and the
Hosver administration had already begun tc use increased highwaw
appropriation as a way of trving te stimulate the economy, it
wasn't until the Roosevelt administration began to implement 1its
"new deal” that highway construction began to boom. With federal
monies increased for the fiscal vears 1931-33 and with supple-
mental emergency loans made to states so that they would have the
funds to match their federal shares, some of the worst areas of
Route 66 were improved early in the decade. In 1832 the section
between Santa Fe and Algodones was paved and La Bajada straight-
ened with the old road turned back to Santa Fe County for mainte-
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et

nance. Similiarly, the road was realigned in eastern Quayv County,
elirinating two grade crossings between Glenrioc and Endee. The
State Highway Commlsslon also began a pelicy of requiring road-
side businesses to obtain permits and te pav for reoad crews to
build drainages and turnouts from the road (Seligman June 8, 1831
np) These steps marked efforts to streamline Route 88 that would

continue until thev were interrupted by World War II.

Booster ¢
"
L

roups 1in towns aleng the highwav continued te put
pressure on the State Highway Commission to improve particular
sections of the road., Louis Hahn, an Albuquerque promoter who
was also head of a splinter group of the Route 66 Association,
the EBoulder te Grand Canvon Highway Asscciation, emphasized the
need to place an oil surface on sections from Bluewater to Guam
and Newkirk te Cuervo. Booster groups all alond the highway
advocated speedier work on the two cutoffs. Although the commis-
sion had succeeded in designating both cuteffs as FAPs by 1933

ct

nd had constructed the staite’s largest single span Parker Truss
Bridge across the Rio Puerco west of Albuguergue, it was reiuc-—
tant Lo regquesi money to compleie the cutoffs themsslves because
BER had already spent to improve the existing

2
igman Junes &, 1832:18Z2; Fig. 24}.

Cf particular ccncern along Route 68 were matters of safety,
especialily the need for grade craossings., Paralleling miles of
track, the earlt roads had necessarily crossed and recrossed the
railrcad to reach thes towns and villages the railroad had
creatad. Over time, gdracs crossings in New Mexico had taken a
tremendous toll in human life. Most costly was an accident at a
crossing near Isleta Pueble in which a mz2il train ploughed intg a
Pickwick-Grevnound bus, killing twenty passencgers [(Albuguerague
Journal April 11, 1830:1). Fatal accidents had alsc occurred at

other creossinzgs along Route 66, inciuding those at Horace and

Grants. Traditionally the railroad and the state had divided thez
costs af building separatiocns, a practice codified intec law in
1825, Although this practice, in effect, enabled the state to

meet i1ts half of the costs exclusively with federal funds using
the railrocad’s portion as its match, separation construction asad
been slow aleong Route 65. Onlv those at Santa Reosa, Algodones
and McCartv’'s predated 1932, Finally an angry exchange of tele-
gramns betweenrn BPR Chief Machonald and Governor Seligman in the
fail of 1932 prompied action {Seligman 193Z:np). Reminding
Seligman that now separation projects were entirely funded with
federal emercgency monies, MacDonald threatened to withhold fund-



Fig. 24 New Rio Puerco Bridge, 1933. (Courtesy Museum of New Mexico,
o

. 590856)

ute 65 road realignment project, 1937, Laguna.

LN

)
Courtesy Rorn Fernandez)
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1Ng Lo other state projecis 1T New Mexlico did not comply witn
federz’] cemands To construct a crade sgparation at Graﬁts

FAP 113-B proceeded guickly after tnat, a reminder That tne
Stats HMighway Dezartmaent so needed BPR monies that 1t "always
found & way To get alcong” with tne federal agency (Carter 18g2:
After 1933, similtar projects and other improvemsnts accelerated
48 a resuit of a secuencse of legisiation aimed at putiing psopis
to work, The National Recovery Act of 1233 prcught almost $6
million o New Maxico Tor rcad consiruczion. Tne Havden-
Caritwright Act oF 1334 shifted Che status of the eariier smer-
gency icans Lo staies to cutright grants and brought almost $3
miiiion morse to the st Tne Tirst Federa: Emergency Relief &ct

(FERA} of 1935 brought £2.8 miiiion to haw Mexico for grade
crossing elimination projecis. Finally, a second Hayden-
Cartwricght Act in 1236 granted additional monies to elimirnate
grade separaiions, either with crossings or the relocation of
nighways., (SHD Biennial Raport 1345-46:11-12)
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Accompanying these realicgnments
cut-07fs (Fig. 287, |ne Cecemoer, |1
Highway Jdournaty {combined with The
to form New Mexico {[NM1) anncunced in boid orint "U.
Travel: New Procram is Plannsc.” New Mexico Tinally h
st compietaely pavs
,

O

y

ir d highway, the twe-lane piacktop versi
ha aveliers of Route 66 remember. Ths zig

08 mile route had besen straighitened to a 339 mile route. Pre-
dicting the paving of other federal highways, the article noted
that the efforis marked "the greatest road building orogram 1n
ite histery.,’ Govarnor Clvde Tingiey prociaimed, "We expsct tnas
these new roads will not oniy increase travel to New Mexico put
will greatly increase travel within the state” (NM Dec.1337:31).
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Redrawn from Albuguerque Progress, February 1, 1935

Fig. 26 Map showing progress on straightening Route 66, 1935.




The effects of the completion ¢f Route 86 were substantial in
several wavs, In becoming a dust-free thoroucghfare with a more
scientific aligrment that included wider, banked curves, safets
guards, and wnite center lines, the highway cut a straight, more
efficient course across the landscape. It began to shift from
a road dominated by its environment to one beginning tco dominate
it. The clder route just east of Laguna, for example, had wound
its way arocund a mesa, dominated by that imposing red sandsteone,
and then descended a grade tc cross the Rio San Jose on a bridge
just slightly above the river. In contrast, the 1337 road
ascended the same mesa on a grade created by extensive dynamiting
and then crossed the river on a new bridge with its bed twenty
feet above the river. Near Manuelito, the new grade abandoned
the Rio Puerco {leodplain, climbing a gradual grade that wrapped
around the feoot of Devil’s Cliff., East of Albuguergue where the
Laguna cutoff came threcugh Tijeras Canyen, the 1937 road, 1its
grade still wvisible and primitive by todav’s interstate stan-
dards, was lified cut of the floor of the canvon and placec on a

cut hewn out of the mountainside (Fig. 27). In the vears to
come, even that endinesring marvel would seem inadegunate as the

L1

sharp cut becams known locally as "Dead Man’'s Curve,

Mot only did the changes brought about by the new road zlter
the immediate landscaps, tney also affected roadside econcomies,

The realignrent west of Prewiit remcoveg Reoutes 88 from the main
street of Thoreau. Businesses such as the Thoreau Trading Pest
and the Red Arrow Campgsround found themselves "looking at the
traffic passing bv on ithe other side ¢f the railrcad,” and wers
forced o relccate or close {Heggem 1982). Along the new cuioff
secticns of the road, roadside services ware suddenly needed,

Gas stations sprang up aleng the Santa Rosa cuteff portion of the
hishway, giving rise to anblrely new roadside communities such as
Clire’s Corner and Palma Hill (Fig. 28}, Buford, a hamiet a half

mile north of Moriartsy, suddeniy found itself on Route 66. Socon
the Crosslev Garage and Cafe, the first two businesses along the
new rcoad, were Jjoined by others as the entire community of
Moriarty began to gravitate northward. Aligned along a section
line, the road was scaon lined with cafes and garages.

In larger towns along the highway, the growth of rcadside
businesses marked the first extension of the tourist-related
commercial sirip. In Gallup, for instance, the expansion of
the pumber of businesses along Route 66 began to Stretch the
city’s east-west axis, The campgrounds of the highway’s pioneer
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Fig. 27 New Mexico Tourist Bureau postcard of Route 60
through Tijeras Canyon, ca. 1938,

Fig. 28 Cline's Corners, ca.,1937. (Courtesy State Records Center and Archives,
F e Wilson Collection, Neg. No. 38201)
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ceriod had extendad no more than & haif-mile from tne center of
“he city markesd by Tha AT&ST depot and Fred Harvey’s E1 MNavz]s

T the campgrounds were located betwsen the highway,
closely paratigling the railroad tracks., and Coal Avenue, tThe
main commercial street cne biock tc the south. Most of the early
tourist services, Tike the small railroad hotels, were circums-
cribeg within & gric Tormad by ithe east and west Junctions of
Ccal Avenue with Routs 86, boundaries referred to iccally as tre
"Ys." In 1937, the construction of the El1 Ranchce Moiel and soms
c&3 staticns beyond tne east "Y' andg tns Log Cabin Motei beyvoncg
tne west Y, marked tne beginning of a commercial strip Tnat
Tocay exceeds thirteen miles in lengih.

Hotel, Most ©

Similarly, Albuguergus’s recrientation froem g tinear ¢ity to

ruciform city acceierated {McCann 1942:50), Suburban growth

“Treacy bagun to occur in subdivisions near the University of

in the 1310s and 20s, and a small commarcial strip

dec ateng Central Avenue as Tar as Gira~¢ Avenus. With tnes
onto Central Avenue, the EsstT Mesa pegan

daral monies ware used TO bDegin co

ne new Stailse Falr grounds on B3
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Similar patrerns appeared to the west oF the city. Aiihou
2 bridge nas oeen ouﬁ?r aCross tna Rio Grande at Csriral in 18 :
no direct Tink with Route 66 existad until the road was completed
in 1937. During the eariy 1930s, the newly formec Micdle Grande
Consarvancy District had developed a recreational lake with swim-
ming and boat racing, using fTiood control diversions irom tne Ric
Grands. By the late 1930s, Tingleyv Beacn had become & popuiar
parx, witn "foreign license cars ... always to be found at tne
beacn” (Albuguesraue Progress July, 1836:1; Fig. 28). With Fouts
58 passing cirectiy west, the E1 Vado Court opansec that same vear
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wiTh other businessss scon forming the nuclteus of a West Central
coemmaraeizal strip. Saveral Tourist courts and a few gas stations
and curio shops datirg to the Depression-sra history of Route B8
remain in Alouguergus and Gallup as well as 1n scme of the
smaller cammunities along the nignway.

The changes altering totn the ccurse of Route 66 and its
roadside had significant effecis on the Tives of New Mexicans
Tiving near the hignway. Longtime New Mexicans contend that mcst
people in the state fTared comparatively well during the Depres-
sion. They note that few had much to tose To begin witn but aiso
note thai state leaders, especially Governor Tingiey (1935-38},
seemed adept at obtaining Tederal money for work projects, or at
teast publicizing the furding they did securs., In soms cases,
orojects such as Five Mile Park west of Tucumcari and tne Santa
Rosa Jity Fark pbenefitted not only those who worked on thne pro-
Ject and their community bul travellers on Route 68 who Tound ths
parks with their pocl and lake & diversion Trom the hours spant
cr trne read. Tre compistion oFf these parks ang of Route 65
iteelf jend veracitTy to tnose assertions about Tingliey’'s adeot-

, 2% least at ocubilec retations 1T noi grantsmansinip.
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rmed maﬁua11y as "frees haul,” 80 that workers could accumu-
hours by using whealbarrows Lo move the earth (Carter 1932),
cting on those days, none who lived through the Depression
ize such practices. Rather they point to highway work as

only thing that prevented them from joining the stream of
Dseekers moving west aicong Route €8. Recatils Frank Davis, "Wnen

bean crop failed in he valley 1in 1934, the oniy thing that
aved us was the recad jobs’ (Davis 18%2).
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Tig. 29 Tingley Beach, Albuquerque, ca. 1939
(Courtesy Richard Levy)

Fig. 30 Log Cabin Motel, Gallup, 1938.
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For cthers, Jobs avpeared in the form of new businesses along
the side of Route 66. The range of rcadside services that would
define the tourist experience zlong Route 66 until the advent of
the large franchise motels and restaurants that appeared in the
mid-1850s. emerged during this period. As campegrounds evolved
into tourist courts, downtown restaurants into drive-in cafes,
and gas stations into service stations with garages, jobs were
created along the road, The econcomic attraction of the rocad was
compelling, Growing up in the Estancia Valley were the drought
had undermined the dry bean farming, Joe McComb’s family tried to
farm but with little cash alwavs found themselves "owing half of
the bean crop to the creditor"” {McComb 1991}). When the cutoff
came, "'it meant ready cash; that's why seven gas staticns shoit up
in Buford and men who tinkered with farm equipment suddenly
became car mechanics.”

The same respoense echoas across all of Route 68, EHerman
Armijo, overator of the Wagon Wheel Texace Station, notes that
kis father had been z sheep herder but with the opening o7 the
Santa Rosa cutoff left herding to operate a gas station at Palma
Hill {armijo 19917, Adolfo Serranc. owner of a S=znte Rosa auto
parts store that is & cenverited gas station he bullt and also
lived in with his family in 1535, recalls, "I could see there
would be & living to e made cut of selling gasoeline. I bagan
with s40G, 300 gallons of gas and four cases of c¢il” ! Serranc
19911%. Sipilarly, Tony Leone, a well-digger in Gallup, decided

ev to
buy property aloneg RBoute 56. He then transperted logs from sev-

that operating a motel offered more promise and berrowed mon

eral dissembled rustic cabins near the Continental Divide, recon-
structed them, and opsned in July 1938 in time for the Inter-
tribal Ceremonial (Leone 1892}, Mrs. Lecne remembers that her
husband hadn’t even completed the cabin steps before touriste
filled hig cabins (Fig. 30}. As he rented encuzh rocms to begir
paving back his loan, he added a2 line of units to the east to
expand his business. In each case, these veteran Route 686 enire-
preneurs assert that opening a business along the road involved
taking a chance with the small funds they had. Yet, each alsc
feels that taking the chance bettered their economic lives,

As they raflected on their own economic cenditions, they
could loock te those travelling the highway te gain rerspective
Residents of Quay County recall that they both pitied and empath-
ized with them., Some note that they didn’t refer to the people on

T3



the road as Okies but azs "pecple down on their luck.” Many alsc
note that ther didn't see themselves as that different from those
displaced families. After all, they also had homesteaded theilr
land ¢only a generation before and knew how vulnerable they were
to dust storms and crop failure (White 1982}, Fern White left
her familvy’'s farm on the Caprock and went to San Jon to work in
her aunt’s California Cafe in the mid-1930s. There the menu
included hamburgers, chicken fried steak, Irish stew and homemade
pies. Often, Mrs. White notes, her aunt simply gave foed to the
poer people passing through (Fig. 31)., In Tucumcari, Sheriff
Claude Moncus regularliy cruised several miles on either side of
the town each evening, especially in winter months, picking up
any families stranded aleng the road. He then rut them up and fed
them, often at his own expense, at the county Jjail before sending
them on their way (Moncus 19823,

Farther west in Torrance County, Frank Davis recalls that
pricr to the straightening of the road in 1937, Qkiess often tgook
the flatter southern route from Santa Rosa to Vaughn and Willard
rather than gcing north by Santa Fe,. AL Willard tnev cut norih
through the Estancia Valley to Moriarty, often stopping in the
vallev to find work during the bean harvest (Dawvis 1%8%)., 1In
Gallup, the Depression brought movemsnt in both directions. 1In
1932 a contingent of the bonus army of World War I veterans mar-
ching toward Washington spenit a night at a campground operated by
another veteran, A vear later, during strikes in nearby cosal
camps, organizers and strikebreakers fravelled the highway, fac-
ing police roadblocks ancd natlonal guard troops, Later, gas sta-
tion operators often gave Okies five free gallons of gas for
which they were partially reimbursed bv a local relief fund.

Done in part to help Okie families, the five gallons alse guaran-
teed that Holbrook, not aliup, would be the next town £o serve
them (Noe 188&:281.

BEetween the Okies heading west to seek a new start and
tourists seeking the wonders of the Southwest, traffic alonz
Foute 86 rapidly increased. Traffic counts at Endee in 1928 and
at the Texas line in 1936-37 and again in 1941 show that the
average dzily traffic rose from 211 in 1928 to 300 in 1835-37 and
970 in 1941. ¥East of Gallup, the numbers for the same pericd
rose from 558 te 724 to 1,551 (NM State Highway Department Traf-
fic Census 1830, 1936-37, 1941}, The number of "foreign"
vehicles, recordecd only in 1936-37 and 1941, rises from 200 to
698 at the Texes line, and from 360 to 1,096 east of Gallup. In
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Fig. 31

Route 66 through San Jon, ca.
(Courtesy Fran White)




Lrafiic on Route 866 +increased at Teast 300% whiis

of out-of—-state cars ranged from 50% Lo over 66%.
tatistics suggest the degree to which travel, particulariy
ist Ltravel, ingcreased along Rouie 86 curing the Depression.
Once again, the highway would never carry the volume of inter-
traffic found on uUs 80 west of E1 Paso or US 60 near Clovis, but
1t consistently ranked near the top, carrving among the highest
percentages of out-cf-state venicles.

Encouraging this increase in tourisit travel were z variety of
promoticnal efforts., We have alrsady sean how organizations such
&8s various Champbers of Commerce and the Route 68 Asscociation
advertised communizies aiong the nighway as well as the highway
1tseif. During the Depression these efforts cortinued, espe-

taily with efTorts in 1938 to add the name, Will Rogers Highway,
Lo Route 66 (Tingisey 1935-338 Highway Dept. Cor.:npl). This effort
would surfacs again in 1852 with Warner Studio’s release of the
Tilm, "The wWill Rogers Story” (Scoti and Kelliy 13853:135).
Ircreasingly, however, tne state becams the largest promoter of
tourism and of ts major highways., Advocating thsz imoortancs
imoroving the siate’s highwavs, State Highway Enginser, Grover
_ Conrov noted the importance of tre "Tourist Deoliar,” stating
"Fiiling siations, tiresnops, supply houses, cabin camps, and
Funcreds of small enterprises empioying thousands in gainful
- cccupations are all the resuit of improved nignways'’ (NM Apri
19236:31).

o

+

Corroy’s sentiments reflactad those of GQoverncr Tinglay who
had begen an gctive promoter of tourism as mavor ©F Albugquergus
in the late 1820s. In his capacity as Superiniendant of Mainte-
nance for Highway District 3, Tirgley had accompanisec Governor
Hannett in 1228 orn a2 motor tour ¢f the prospective cuioffs,
recognized the potential they held for his Albuguergue, but hs
2780 recognized what they could do for New Mexico, g stats, as hs
putT it, “needﬁng oniy roads to becoms & Tourist paradise’ (Fer-
gusgon File #i6:276). BDuring those pionser vears of Reoute 86, he
buiit up a network of supporters who snarsd his enthusiasm for
good roads. Out on the road, encouraging workers and disgensinrg
- favors to his lovaiisis, Tingley was in his element, doing a job
that "brought LTogether two of [his] predilecticons~--handling men
ard machinery, moving dirt” (Fergusscon File #18:21E}. when he
- went to Santa F2 in 1935, his philoscphy of active government and
tourist promoticn were shaped by his experiences aliong Route 68

1

—76-




With Tingley 1n Santa Fe, many of the sams figures who had
worksd to promoTe Albuguergue through the Champer of Commerce in
the late 1820s and early 1330s moved into state government taking
their snarpened promotional skills with thnem. Cliyde Oden former
Chamber of Commerce president and mavor, became thz cnairman of
the State Highway Commission; Ward Hicks, an advertiser who had
pianned many of the Chamber’s ad campaigns, was assigned the
advertising account Tor the new State Tourist Bureau under Josegh
Bursey (Tydeman 19%1:211)., Beginning with & budget ¢f $50,000 in
1935, the office grew steadily during the late Dspression ysars,
gxpanding its budget to $135,000 im 1940, the vear the state
celebrated the Coronado Cuarto Centennial (Severns 185t1:22-241,

The offortes of the Tourisit Bureau were varied and successtul.
Traffic counts and surveys of tourist-related businesses in 1340
cshowaed that the state’s gasoline tax coilections ross aimost a
half miilion doliars over 1339 and that tourists spent $80 mil-
Tion annually {State Tourist Bureau Officiail Bulletin July-August

241:7). Using some remarkable artwork done by Willarg Andrews,
Hicks conducted an aggressive promotional camsaign,
for New Mexico in at least twenty-three national me
1237 Hew Mexico State Tourist Bursau Report 1827:n
resulted in over 20,000 inguiries to wnich the Tourist Bur
responded witn state road maps and otner brochures,

in

o
atsc distriputaed thousands oF positcards, many of wnich
used to sendc messages proclaiming ftne joys oF travel t
bEzginning in 1931, the State Highway De
imap for tourists {Fig. 32). MosT
from the late 1330s are the cover iijus-
Filled with spectacular scenary,
ricans. The tourist’s access to these
with the Tnclusicon of an automobile with &
Tourist ne v taking a photograph, or making a pur-
chase ofT n . Oor contempiating the grandeur of tne scens.
Bv 1237 tne Tourist Bureau had alsc bsoun to piace the rusitic
point-of-interest markers along the highwayvs (Fig. 33).

state. racn vear
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also used the promotion of tourism to turn a seri-
relations biunder tc its advantage. In 183%, tn=z
egislature passed a bill creating ports of entry. Tweniy-
Two entries along ihe major roads entering the state were estab-
Tished, including two along Route 66 at Gallup and Glenrio, whicn
was shorzly moved to San Jon., The intent of the ports of entry
was to have a station where inspectors could monitor commercial
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Fig. 32 State Highway Department Official Map, 1

0fficial Scenic Historic Marker for Route 66
at the Continenteal Divide, postcard.
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venicles entering the state, performing such tasks as issuing
heuling licenses, inspecting livestock and liquor, and taxing
imported gasoline., At first temporary frame structures were
used, but gradually the state built permanent structures such as
the two, now razed, stone buildings that stood at Gallup and San
Jon by 1942, During the late 1830s, monthly receipts along Route
686 ranged beiween $800 and $4600, considerably less than ports
such at Anthony, Hobbs and Clovis which were closer to the oil-
fields and main interstate hauling routes (Tingley, Ports of
Entry 18323-3%:np}.

Socn after their incertion, however, these ports of entry
became embroiled in controversy. Seen by many ocut-of-staters as
police cneckpoints, theyv began to earn New Mexico a bad reputa-
tion, prompting the Chicaso Deily Tribune to advise motorists to

avoid New Mexicoe and Arizona "because of the strict port of entry
laws in these two states” (Chicago Dailv Tribune March 30,
1837:np)., Noting that the states had been accused of "harassinzg

pleasure traffic and imposing unjust fees on tourists,” the
articls described motorists as "resentful of the inquiries and
inspections” to which theyv were subjected and advised that with
the warmsr wWeather moiorists could safelwy take northern routes

fer their cross-countroy ftrips (Fig. 32,

—
O

in thelr zes ntorce sitate codes on interstate commerc=,

o e
port of entry guards had, in =some instances, questiocned motor-
ists, looking for riders who, much like Preacher Casey with the
Joad entourage, mar have pald moneyv tc a driver to share trin
expenses and thereby violated commercial carrier laws., Following

the article in the Chicado Dailvy Tribune, lietters came to New

Mexice from 2AA offices in other states, gascline company travel
bureaus, the Route £6 Agcscociatien as well as prospective tourists
unecasy aboutbt visiting New Mexico. Most of Tingley’'s replies
denied assesszing "any fee of anv kind on tourisis” but admitted
that 1f people were operating wvehicles they didn’t own thewv may
have beesn subjected to "delay and embarrassment.” Tingley th=sn

'

"in order to obtain a class of men wheo
can meet the tourists with the courtesy to which these invited

assured his reader that

guests are entitled” the state had initizted a training school

and that thz ports of entry would become "ports of welcome.'
The port of entry controversy offers insight to how Houte BE

was changing during the Depression. The small stream of adven-
turesome motorists using the road during the pioneer era had
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“THE SOUTHWEST STILL HAS ITS THRILLS
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Fig. 34 Cartoon appearing in the Chicago Tribune during the 1937
port of entry COntroversy.



givan way %o a Tlecod of motorists., The people fleeing west wers

e d —cless Lourisis wno continued to take vacations,
gspeciaily by the mid and late 18230s as the Depression began to
1ift. Swelling this flow were early inter~state truckers, as
well as New Mexicans more esasily able to move around their own
state., With this diversity of pecple using Route 86, it is no
wonder that memories of that psriod recall both displacement
brought cn by poverty and nature and tne joys of a motoring vaca-
tion along a dust-free surfaced highway. Perhaps the signifi
cance 07 Route B8 during the 13338 is that it had become a high-
way wide enough to accommodate a broad range of users.

T
ol

m

US 6%: The War Years; 1842-45
0 Mazy, 1848 Albuguesrague Progress deveoisd 1ts monthly fea-
ture article To an assessment ©of wnat needsd to be done Lo gnatise
The city’e econcemy Lo receover from the war, Turning 1ite anteatior
to commarce and tourism, the magazing identified the datericra-
Ticon of Route 68 =28 one of the major problems. HNoting the ru:is
d oy trucks nauling wartime materigi and the four vear
EE

N paid tc maintairing ths
uld rsceive a priority.

Like most states, New Maxico had sesan road consitruction ans
gch to a8 halt Totiowing tne Japansese attack at
ven as tne nation anticipatsd entering the war
ing gtes] and other materials its war machine
N afense contracts in 1840, road buliding surged
N Mew Mexico 1,143 miles were constructed in 13932 and
3% in 1949 (SHO Biennizl Reporbt 1343-46:24). Although
nad been completely surfaced in late 18327, improvemenis
continued with shoulder widening, the wicening and reconstructing
of bridge approaches, as well as general roadway improvements.
In order to comprefe the road in 1837, contractors had paved soma
sections using only & che 1ncn bwuuminous penetration surface on
grave] and stons beds. The immaeciate effect was the dust-fres
Route 86 that grested meotorists in Tate 1337 and enabled New Mex-
ico te aveid being tThe tast state to complete its portion of tne
highway. The long term effect was thai portions of the hastily
paved rcad were particuiarly vulnerabie to the damages created by
wartime trucking.




The Federal Aid Highway Act of 1340 had provided New Mexico
with 82.5 miilion for fiscal 1842. The state hoped to match this
through $4 millicon in debentures the legisiature authorized in
1341 (State Highway Department 1945-45:21}., AL the same tims,
building along Route 886 moved zhead with many tourist services

opening in 1841, And then everything stopped. Car production
droppeaed from 2.8 million in 1241 tTo .2 million 1in 1942 (DGT
1876:147)Y., Tires, gas and paris were ratiorad; the speed VTimit

was lowered Lo 35mpn; constructicn along the highway came to a
standstill. As itravel decreased so0 did the state’s gascline tax
revenuas that it used to maintain its roads.

Along Route 56 merchants no longsr had the stream of motor-
ists that had drawn them into business just a few years eariisar.
At Tirst panic set in. Longtime Navajo trader LeRoy Atkinson
recalied that when rationing began, "I went out in front of cur
sTores and I Tooked up and down that highway and the cnty thing I
could see coming was ons of fthose eignhiean-wnesl trucks, and I
thought, "My God, what are we going to do?’ " {Scett andg Kelly
1958:787. Irn Atkinson’s case, tne solution Turned out Lo o2 who-
Tesaling the crafts to Jjobbers in New York and thzs emargsence of
The Tirst tcom 1n southwestern Indian art in the East. For otn-
e2rs, the war mezant a snift in the sconomic patterns of thz road-
si1de {Fig. 35) Pauiine Bauer, & ssccnd genz2ration metel ogera-
wor o irn Alpucusrgus, rsecalls ar father was consiructing =z

x 7 r

! s immediately rented a
s rcocoms To the wives and fTamilies of serv-ceman stationed
rnearby Kirtiand Field (Bausr 183911, In Galiup, courts Ti1
w.th mititary personnel LTravelling to duty stations.

o
h

m. When he managsc to Tind ma
=] 1
<
]

AlThouan most troop movaments across the Country were made
en trains. many of tnese units still neesdsd to move the materis:
trneir troops would reguire before going ovarseas. The rcadway
Tnat Route £85 tater pecame had been designated as a straitsgic
cross—country nighwav beginning with the Pershing map in 1322,
With military convoys and other shipments moving through New Mex-
ico regulariy, the director of the state’s Division of Courtesy
and Information {the eupnemistic designation given to tne otd
port of entiry board after tne 1837 incident) issued a directive
instructing inspectors o clear any wartime shipments "with ho
delay wnatscever” (Mills, Ports of Entry 19838-41:np). The direc-
tive concluded, however, advising inspectors, 1T possible, to
obtain the address of the main office of each vehicle's company
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Fig. 35 Ralph F. Jones (L) standing next to a Ford Liberty
Bell truck on Route 66, ca. 1942. (Courtesy Marvie
Jones Woods)
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€2 that the state could try To make "proper collectien for which
our Law provides.’

AT the same time that the state was instructing its inspec-
tors to facilitate the movement of materiail by speeding Lrucks on
Through, the trucking industry was alsc exerting pressure on
states to overlook overweight trucks., Much as it had done during
wWorld War I with an earlier gensraticn of trucks, many with soi-c¢
rubber tires, the trucking industry appealed To patriotism and
wartime shortages to convince sitate authorities tTo look the otner

way, AT the oultset of the war, the AASHO and the Fubltic Eoads
Administration (PRA, the burezu succeeding the BPR in the late
19303 had agreed on unitorm Truck weighis and sizes. Loads weres

set ai 18,000 pounds per axle, 30,000 pounds gross weignt for a
four wheel truck, and 40,000 pounds for trucks of three or more
axles (DCT 18976:145). Yet, even as the agreement was resachsd,
truck manufacturers, geared to wartime preoduction, wers turning
oul Trucks easity capable of exceeding the ltimits. Thness hesviar
wrucks and the precedents seft permitting overweignt shioments inrn
name of winning ths war would be the Dasis for Lihs post-wa:
aising Timits even highsr., They were zlso the basis
r the rutting that occurrsed on Routs 68, particulariy Thosg
} d received oniy the Thin bitum}nou: perstra

"y

YEegrs azrijer, Given Lhesz C3 ircum stancss,
sn had the highway depariment been abie to
i of maintenance crews Routs £ wouic
damage.

way traffic counits for tne wartims vears of
T how ths war transformed Route €8, AT ©
ic dropned from 370 par day in 1841 fto 7
o 633 in 1944 [(NMSHD Planning Surveys 12
der, traffic cdropoed Trom 1540 per day
T os=s to E21 in 1944, Daspite these pr i
drops, ouz-of-state traffic remains signifticant. 1
instances, 1% accounts for over 50% of all traffic, ran
2 low of 52% at the Texas border in 1943 to a nign of 7
same border in 1942,

39
5

contrast to the significan:t drop 1n overall fraffic, the
drog commercial in traffic including buses and trucks, 1s Tees
s Texas porder the number of commercial vehicles ramained
t at 184 per day 1in 1941 and 1942 then dropped siightiy
1843, then dropped to 93 in 1844, At the Arizona bordar
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the nunmber surged from 148 in 1941 to 228 in 1942 and then
dropped to 142, fhen 129 in 1943 and 1944. Thus, throuzghout the
wartime vears, commercial carriers composed a much higher per-
centage of traffic on Route 66 than they had at any time before
the war. This rise in trucking had begun during the 1830s when
increased efficiency based on improved roads and coordinated
scheduline had enabled the industry to halve the time of the
railroad on hauling freicht (Oppenheimer 1962:;45})., Bv the lazate
1930s, trucks could offer ocvernight service to anywhere in the
state. Because of its central location, Albuquergque became the
center of the industry with REoute 68 the industry’s main artery
as the bulk of shipping moved east and west. Before World War 11
more €oods were shippad west, and trucks found themselves "dead-
heading” east. With the development of West Coast wartime incus-
tries, the pattern would reverse after the war.

With more and more ifruckings around Albugusergue, s=ctions of
e

Fowute 66 in the mi Lhe state proved vulnerable, zmrompting

ja]
--'H

13
the concerns raissd Albuguergue Progress in 1946. Other prob-
lemz would soon arise as the war wound down., The decision macde
in the late 1330s to construct the subway for Route 86 undsr ths

\ .

AT&SE tracks in downtown Albuouerque had also stipulated that for
federal monies to be used Rouite £8 had to remain on Central Ave-
Lue, Already, city izaders had begun to see the congesfion

=3

crezted wnen the main commercial sireet of a growing citv was
alsc serving az a transcontirental theroughfare. Their proposal
to avert further congestion was to rcocute the hisghway north of the
itv aigong what 1s now the Lomas Boulevard alignment. When this
proposal was rejecied, Central Avenuse was forced to serve its
dual purwose A
d

long the mere distant commercial sirips, the
problem remained less pressing until after the war, But down-
town, esvecially for the DrOkl“: numbers of trucks using Houte 6%
but requiring terminal services 1n Albuqueraue, thz problem con-
pounded,  When the war ended, automobile traific returned to
Route 668 in unprecedented numbers. The traffic counts that wers
once seen as & sign of the nromise of prosperity along the hign-
way soon became harbingers of its eventuel collapse under the
eight of overuse.
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Route B868: The Golden Age: 194€6-1956

Six months after the end of World War I1I, Jack B. Rittenhouse
got into his 1939 American Bantam coupe and set out from the Lood
in deowntown Chicago en route to the municipal pier at Santa
Monica, California. His goal was to drive the entire length of
Route €6, all 2,295 miles, and toc provide a guide that would
offer "helpful features" to others travelling the rcad. By late
1946 he had self-published A Guide Book to Highway 66, Paying
attention to mileages betwsen towns, historic points of interest

and landscape and topographic features, Rittenhouse offered his
readers data on towns, lodging, dining, the availability of car
servicesg, and rcad conditions. His main concern was to provide
information “to the regions between large centers,” for it was
these open portions that he felt would reise the greatest uncer-
tainties for motorists. In his introductory chapter Rittenhouse
informed his readers that the guidebook’s inclusions of garages,
cafes, service staticns, notels and courts was noi an endorssment
of them but simply a notation to help the motorist, Eis 1ist now
offers a valusble catalocgsue of roazdside properiies dating to the
mid-1940s.
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Dividing the Jjeournev into nine sections, Rittenho
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REoute 66 in New Mexice in two of these sections. The
leg from Amarille to Albuquergue treated the eastiern
30-mile leg from Albuguergue to dO'HrO”k

O
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the state; the na
the western portien. For REittenhouse these itwo sections elicited
much enthusiazsm. Eastern XNew Mexice broucht the motorist into
the "true west' with "legendary mountains,” & climb to an alti-
tude over 7,000 feet and finally a trip across cattle ranges and
intc Albugu-
"fabulous land” with "ancient pueblos,

"

"past the haunts of Billy the Kid and other outlaws
ergue. Westward awalted a
volcanic lava flows, the Continental Divide, Indian reserva-

tions... and many Indian tradins posts” (Rittenhouse 1946:67).

1

Although he printed conlw¥ 3,000 copies o©f his sguidebook, the
perspective he offered of the highway as it passed through New
Mexico was one that thousands of other motorists who travelled
along Route B8 over the next decade would come to know. Even
though sections of the "war-worn road” still awaited repair, for
Rittenhouse such concerns paled when compared tc the thrill that
accompanied the "realization that 'we’re on the way,’ which the
metorist feels as he eases the car away from the curb and heads

ut of town" (Rittenhouse 1946:9).
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Perhaps a similar realization prompted songwriter DBobbyr
Troupe to write the lyrics to "Get Your Kicks on Route 88." Trav-
elling the highway west to California the same vear as Ritten-
house, Troupe made the trip in a 1941 Buick that would consume
seventy-five qguarts of ©il during his ten-day trip from Pennsyl-
vania. Despite post-war disrepair that left Route 66 "possibly
he alsc found excite-

Lh}

the worst road I've ever taken in my life,
ment in the adventure of moving across the landscape, eating and
sleeping at the cafes and courts that beckensd him with their
flashy neon (Sceott and Kelly 1988:149), In the slang of the dav,
motoring west offered "kicks."

The highway that had seen tourists disappear during the war
vears suddenly sprang back teo life., The patterns that had char-
acierized Route 66 in New Mexico during the late Pepression
vears, ongoing improvements tce the road itself and an increase in
the Tourist-related businesses along the roadside, resumed. The
striking similarity of those pre-war and post-war patterns shap-~
ing the cultural landscape of Route 66 wculd persist well intc
the 1920s. In fact, the cuickness with which tourism and its
rcadside building resumed in 15946 despite tremendous inflazicon o

b3

construciion costs following the 1lifting of raticning restric-
tlons suggests that the war, in the short run, msrelv interrunted
a process well under way by 1938, By ths eariyv 1330s, that pro-
cess would begin to evolve as the two-lane hicdhwav and fTne
smaller scazle and modest services offered bv roadside businesses
were surpassed., The Interstate-Hichwayv Act of 19386 would culmi-
nate the fedzral governnent's response to that shifi, signaling
the creation of an entirely different type of cross-country roacd.
Likewlse the growth of franchise restaurants and motels bullt on
a much larsger scale would signal a marked shift in the pattern of
roadside businesses,.

dccording to longtime Grants oilman, C.H. "Bud” Gunderson,

"After the war there was a traffic jam” on Route 66 {Scott and
Kelly 1888:148). The jam on Route 66 consisted of all elements
of an American society thankful that the war had ended and anx-
ious te return to doing the things thevy had decided they loved
most while waiting out the war. One such thing was driving their
automobiles. GIs, their voung families, other voung people freed
from the fear of the draft, factory workers for whom rationing
had forced saving money., Okies who had found prosperity on the
West Coast during the wartime year, writers like Rittenhouse and

_.S';?._



Troupe, the entire range of Americans contributed toc creating the
golden vears along Route 656,

Despite the feeling of relief that followed the end of the
war, the effects of the war lingered. Irate travellers com-
rlained about the conditions along the highwavy. One unhappy
tourist complained to the governor, describing the section of
Route 66 near Thoreau as a "monument to the backwardness of New
Mexico.... that is the source of annovance and indignation to all
motorists.” Such complaints prompted the state’s AAA manager to
advise then Governor Mabryv that motorists’ reports concerning the
same seciion were so “"hignly unfavorable" that "many will travel
great distances to avoid that particular piece of ruad” (Mabry
SED Correspondence 1948:np). Other concerns arcsse in the eastern
portion of the state as the State Highway Department tried to
find wavs of implementing Public Reoads Administration (PRA, as
the BPR was now called) recommendations for a shorter, more efifi-
cient route frem Glenrio teo Tucumcari. Jdeally, the stiraightenec
alignment of the new route would relocate it three miles north of
San Jon, threatening the village’s economic base. When tressure
arcse as the result of a write-in campaign from the citizens of
San Jon, the department modified its alignment to keev the road
in San Jen {Mabry SHD Correspondence 13947:np)

ingly, howsver, the inadequacies of the two lane

Increzs

were pecoming apparent. Overcrowded conditions angd the dr

themselves began Lo make Houte 66 a danderous road. Whetih
was the afterncon sun glaring in drivers’ eves as thav dro
across the dangfercous stretch from Glenrie to Tucumcari, a siow-
moving truck climbing Sedille Hill, or Turtle Reck standing just
off the sheulder at a sharp turn east of Lazuna, Route €8 chal-
lenged even the most careful of drivers, Don Tyrack, who drove
gasocline trucks alone the highway in the late 1840s, recalls that
"as trucks and cars became larger and faster the bridges seemed
to become narrower"” (Tvrack 15%2}. Inexperisnced drivers huri-
ling intc the Rio Puerce Vallev at high speeds often found then-
selves entering the ricgid sieel frame of the tweniv-twcoc feel wide
Parker Truss Bridge and unable to judge the tight fit, especially
when meeting a tractor frailer coming in the opposite direction.
Limited sight lines and liability concerns made truckers unwill-
ing to use their lights to signal that a2 motorist could pass
them, but some impatient motorists tried anyway, making the road
more risky. Flessie Rice-Hall, whose husband received the first
wrecker license along the western portion of Route 66 in 1947,
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argues that eastbound traveilers were particularily prons Lo fai~
Ting aslser 1n New Mexico. Assserting that "itT was not the road
sO much, but the pecople.” Mrs. Rice-~Hall notes that many motor-
ists would drive as far as they could before stopping to sieep

=

and that western New Mexico, 700 miles from Los Angeles, was
where fatigue overcame them (Flossie Rice-Hail 1882;.

Whiie thne reasons explaining why the hignway was so dangerous
vary, LThe inescapzaile Tact remains that more and mores cars were
Ti1ling 1t., Tratffic counts showing the annuai daily average at
Two rural locations, onrne west of Tucumcari and ancther east of
Grants, indicate this rige in highway use. Using ithe psak pre-
war year of 1341 as a2 basis, they show tnat traffic in the two
Tive vzar pericds foliowing the war increased by 83% tn 1950 and
then by almost 250% in 1955 near Tucumcari. Near Grants, traffic
increased by 63% in 1950 and then by over 250% in 1955, Wnile the
uranium boocm at Grants helps to explain the larger increase 1in
total traffic and thez related drop in the percentage of cut-of-
state traffic, FRoutse £6 was carrying evan greater numbers of

Croasg-Ccountry monOorists.

W. of Tucumcari =. T Grants
Year Averzge % out-ci-stais Averagse % ouL-oT-state
1941 1258 54 1645 52
1544 &§74 Ba 549 &3
1850 2127 70 2328 g0
1955 3303 73 43493 57
1980 4326 70 8095 £
{NMED Highway Planning Survey)
Admitzecly, the State Highway Dapartment Was working to

ileviate many of tre dangers along Route 85, 2zginning in 1523,

veral projects to impreove the highway began. Long s:retches ot
t?e two Tanz reoad Teacing 1hte and tnrough 1ts major Lowns were
widened o four lanes wiih guitters and curbs. B8v the eariy 13E0s
Route 66 1n Gallup, Grants, Santa Reosa and Tucumcari consisted of
a wider street permitting easisr driving conditions for motorists

Teoking for and making sudden turns to the tourist-related busi-
nesses 1ining those thoroughfares. The resulting commercial striss
with their wide beulevard appearance and the motels, gas sta-
tions, cates and curio snops with their neon signs lining tham
assumad much oF the Torm they present to contemporary motorisis
during this pericd,
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Fig. 36 Postcard of Route 66 through Tijeras Canvon
as a four-lane highway, ca. 1951.

Fig. 37 60 descending Nine Mile Hill into Albuguerque, ca. 1935.
(Courtesy State Records Center and Archives, DOD No. 7511)
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Similarly Albuquerque, which already had a four lane portion
cf Rouie €66 along East Central Avenue, saw the highway widened at
both edges of the c¢iiv and shielded left-turn dividers added east

to Wyoming Blvd. The highway through Tijeras Canvon was widened
to four lanes as was the portion going up Nine Mile Hill {Figs.
36,37}. At the same time, a seceond span was added to the Rio

Grande Bridge to permit the increasing numbher of wvehicles cross-
ing the river zs businesses and subdivisions expanded to the west
bank.

Although the efforts of the City Commission before the war to
try to reallisn Route 66 to a route north of Central Avenue indi-
cate a erowlng concern with a major transcontinental highwawv
coinciding with the city’s mador commercial street, resolution of
the problem dragged on. With Route 686 mandated to remain on Cen-
tral Avenue, by the early 1950s the consequences of this decisicn
were painfully obvious. Average daily traffic on Central Avenue

imbed frcem about 20,000 vehicles in 1949 teo alimost 24,000 in

8]
|-
(=

22 {Albuguerque Planning Commission 1953:8). DPlanners noted

9
the confusion created by tryving te have Central "serve two mas-
erc,' those of & "tarough, cross-town route” and "essentially a

business sireet” when it was clearly the latter. Planners also
retted that the new, double-span Central Avenue Bridge Jjust west
of the city’s newly annexed Qldiown area could "ever be fully

uti 1

lized’ as leong as the sireet systems leading to it wers inade-

el
[

5
1ate {Albuguergue Plannin

—

Commission 1933:19}). Projecting

g
t

sy

ahead, planners wondered 1f perhaps Menual Blvd. or Mountain Road
mizght furnish a by-pass route that could then be connected with

the bridge.

With less jJjargon and more humor, Erna Fergusson alse lccked
a2t the relationship Route 65 struck with the state’s largest
citv. Motorists were prone to "dash unsuspeciing intec a town that
seems to have ways in, but none out" [(Fergusson 1847:4). "Everwv
wter car, Jjalopy. Jjeep, truck, trailer, moving van, ambulance
and hearse between hansas Citiy and Los Angeles, El1 Paso and Den-
ver' seemed to jam Central and Fourth where the absence of
thought out conirols” confused drivers. For Fergusson the road

"well-
west out of Albugquerque was “tortucus” as it made its way "among
the usual eating, sleeping, dancing, and drinking places up onto
the West Mesa, now sprouting houses in the modern wav" {Fergusson

1314%:8)., The one element of the city that had somehow escaped
these "motorists, passing through like driven refugees" was the
old plaza, a "quiet backwater for enjoyment.” Calling it "the



most untouched [plazal] in the Southwest," Fergusson wondered
. whether the tourist trade that had recently "found it" would
alter it "to make quick monev at all costs" or whether they would

"preserve 1t as a fine example of the cld” {(Fergusson 1947:7).

Fergusson's commentary on Route 68 through Albuguerque pro-
vides a good measure of the road and roadside during the high-
wav's golden era. The businesses catering to tcourists prolifer-
ated after the war but followed much of the same pattern their
predecessors had used before the war. With the exception of
franchise gasoline stations, many of which followed programmatic
bilueprints offered by the brand with whom the owner/operator had
agreed to buv gas, the vast majority of roadside businesses
represented ithe small investment and building decisions of their
owners. According te building permits for Albuguerque included
in Albuquergue Procsress from 1934 through the mid-1930s, many

owners of roadside businesses also acted as contractors and then
operators. The example of the Leone family building the log
Cabin Motel in Gallup in 1938 oaccurs frequently in the accounts
of other business pecple alond Heoute BG. Pauwline Bauer and her
husband purchased the La

the couvlie whe had built it separated {Bauer 1989%1). Lillian FRed-
man’'s hushand purc '

Puerta Lodge in Albuguercue in 1934 when

ased the Blue Swallow Motel in Tucumcari in
it in

1952 from the a €
d in a small plane accident {Redman 1581). ‘Wwali-

e
1945 and then di
lace Gunn and his wife

k
te of the ranching ccuple who had buil
o

operated the Villa de Cuberc near Cuberec
with Mr. Gunn running the gas station/trading post/cabin on the
south side of the highwayx and Mrs. Gunn the cafe across the road
on the nortn sice (Hipp 1883:npl.
gz to which this close relationsnip of the owner-

operator with his property along Koute 66 persisted is evident in
census data examining the tourist court trade. A survey of tour-
ist camps in 1933 showed that of the 213 listed in New Mexico =all
of them were ocwner-operated (U.S. Dept. of Commerce 1835:3} In
1948, 537 are listed with 527 owner-operated (U.5, Dept. of Com-

erce 1948:11.02), Statistics alsoc show that most of these courts
drew heavily upon the coperators’ families, empleying only 580
outside emplevees., Interviews with tourist court operators of the
early 1950z suggest that these figures are reasonably accurate.
With courts rarely having more than twenty units and more
frequently having seven to twelve units, usually one chambermaid
was sufficient, Most often the family would maintain the g2rounds
and gc¢ about its business during the day, returning tec the motel
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office at mid-atternoon to register guests Through tThe evening
hours (BRauer 19971; Betths 13%2; Leons 1¢92;: Redman 1381).

Gas stations, curio shops and cates in urpan areas ¢often
emntoyed higher percentages of workers, while thoss in rural
areas tended to use family members. Claude Myers, for example,
visited New Maxico in 1952, driving across Route 68 from St.
Louis. When a cousin working for Leroy Afkinson at the Box
Canyecn Trading Post offered him a job, ne remained there Lo wWOrk
for the next three ysars. The staff consisted of “he cousin, nis
wife, Mr. Myers, a bookkeeper and a iocal MNavalo whom Mr. Myers
refers to as Navajo Joe (Clauds Myers 18%82). Togeinsr they oper-
ated three Chevron cas pumds, a cafe and & curio store, working
from Tam to Tpm. Mr, Myvers recails tnat Navajo Joe usually opar-
zted the gas pumps and that on occasions a local Navajo woman

ould come to the trading post and weave at a lcom set under a

ramada in the back of the property. The exnibition proved popu-
far with tourists, usuzily causing tham to lingar at the trading
cost and maksa more purchases. The stadf aliso bougnt crafits Trom
hearby NMavaio famiiies, selling thers in turn to tourists

As more and more people Crove Route 63, more of tnese smalil
entreorensurs wers drawn te the sidse of the road Cnariaes Gar-
Fewt Wallace whe buiit the Desnza Mots]l ang Coffesz Zhoep on East
Centrail Avenusz 1in 1838 recailed thnat hz "ezw the nesd for moeiels
Wity Lhne convenience they offered pecpie along thne busy rcad
(Biprc 18&8b:ng). ATLer the war. ths rged was evan mors oressing,
and more businesses anpzared. As the competifiion increased,
ursan strips became longer with these in Tcaumcar', Sant-a Rosa
Moriarty and Grants stiretching several miles and those n Gailug
and Alguguaraue extending over ten miles.

Thesce sirips appesred even more eleongated as a result of s

advertising signs business people relied on to atiract customsrs.
Wrnile the Statz Hignway Department had fought since the Tate
1220s to remove bilibecards from the state’s roads, their effcris
were ineffeciive as business owners convinced local authorities
Lo overlook enforcing codes in order to sustain these important
giements of the local economy. Billboards depicting the “"Fat
Man advertised the Ciubn Cate on both sides of Santa Rosa for
miies, and signs Tor the C1i77 Dwelling Trading Pcost at the Ari-
zona berder Tined the highway west of Gallup. So ubiguitous wers
they that biilboards remain a Tixture of the cultural landscape
of the American highway of the 1850s. In a pre-franchiss age

t
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they alerted motorists to each roazdside business. With less
standardizec products, the billboard carried much of the burden
of atiracting customsars. IT they were pleased with what thay
found, many customers would habitually return to the sames busi-
ness on subseguent trips (Myers, 1992},

In addition to alerting motorists to the services awaiting
them in the town ahead, biltlboards also drew attenticn to busi-
hesses along isoliated rural sectiong of the highway. Usually
offering a combirnation of services including gas, groceries,
food, curios, and somstimes cabins, soms of these rural busi-
nesses bscame the rcadside attractions that many people associavs
with the tourist experience alorng Route 58. Referred to collec-
tively sometimes as “snake »nits,” many reliec on an unusual or
freakish exnibit to lure metorists., Iin ftheir milde Torm, the
offerad a2 buffalo or & Navajo weaver or dancer to draw customsrs,
as did the Box Canyen Trading Post. The Foutbz grocery and gas
station betwsen Laguna ang Alpuquerqgue offerad a tame cear that,
after a customer had purchased a bottle of scda, would remove the
cag with his t2etn (Rice-Hall 18%81)., The Longhorr Ranch Detwesn
Cline’s Corners and Moriarty oftered stagecoacnh rides, dancing
giris, and a 1ing of concrete biock builidings with falsz wood
Tronts imitating a movie-sa2t western bown.

wl

Ironicaily 1t was tnz very success Lhalt Route £85 was exper-
tencing that would determine 1ts eventual demise. As sarly as
the redersl-~Aid Highway Act of 1344 (FaHA) Congress nad Drovnﬁ””
for the Naticnal Svstem of Intarstate Highways, a system designec
Lo inctude 40,000 mites primary highwavs., A'thougn 1T was not
initiaily envisioned as beirg an entireiy Timited-access system,
increasingly congested rcadsides made 1t evident that any sub-
stantizail 1mprovemants would reguire separating the road proper
Trom its commercial roadside With its reaiitzation prolongec by

i

high construction costs fo 10ﬁ1nc Worlc War II, the Korean Zor-

flict, and tnen congressional debate over its fTinai form, the
lﬁt:r*:at Highway ACT didn’'t become iaw until June, 1838. Ur
the new law a self-perpetuating National Highway Trust funded
usaer taxes ranging Trom gas to truck taxes would underwrite SO
of The construction costs of the new system with the states
DiICKING uUp the othner 10%.

de
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b:r
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The implicaticns of thne new highway project Tor Boute B8 wars
substantial, It meant that the new limited-access road would bs
realigned, bypassing towns and cities and eliminating short and

Gl



long commercial stirips aitike from its route. Replacing the twoc-
tane road would be a divided, limited-access road witnh a widsar,
richt~-of~way. It would be free of commercial pillboards and
introduce a new set oOF highway signs. Most important for high-
wavs, such as Route 66, with a strong identity, an entirely new
set of route numbers reversing the old tatitudinal and Tongitudi-
nal numbering system would taks effect. The black and white US
866 shield would give way to the red, white and blus 1I-40 shieid.
Replacing tne old roadside would be cliusters of tourist-relatec
businesses lJocated at exit and entrance ramps. AL bsst the old
commercial strip would bscoms an appsndage designated as "Busi-
ness 4%"; at worst some seciions of the o1d road would bz aban-~
doned.

The Route 88 Association and local boostar groups tried to
respong to the plans. Some efforts, such as bookliels and post-
cards squating Route €6 with I-40, implied that the new road
cressnted a marriage between ©id and new. Other efrorts, such as
the antTi-bypass movement sougnt to mitigate the damage merchants
Felt a drastic rea’tignmant would create oy working wiih enginesrs
to route I-40 close enough to the towns so that motorisis w
st1171 use the services thay offered. Ira Smith headed thne com-

g 070D

it

G.
arnta Rosa and succesded in reliccating the
]

rouTe so that 1t had thres exits as it passed clossly

ratner ithan ssven milies to ths north (8mith 1282). In Galluo,
ire corrunity also advocated a close-1irn opfion, sacriticing some
clder niocks of commercial and resideriia’l properties in order o
kesp ths new nighway near the Route 65 commercial strip. Grant

1

Tucumcari andg Moriarty saw tneir commercial strips along Route 64
bvpassed, accessible only with on-off exits at both encgs of Lne
strigs. In Albuguergue where the city’s tremsndous srowtn nad
created & sprawl asross the East Mesa to the feothnills of iths
Sandias, richt-of-way acguisition was costly and time-consuming.
The result was a realiagnment of the east-west corridor with a
seventean miie Yonrng bow-lixe formation with Route 85 and I-40
separated by aimost two miles in the middie of the bow.

1]

In rural areas thes effect of the new highway was often swifti.
As portions of 1Y were completed, the first 2 ten—-mile section
east of Cline’s Corners, many roadside businesses guickiy cicsed,
agpecially 1f they were bypassed with no nearby access ramps.
Ciners rear ramps, such as the Flying € and the compiex at Clines
Corners survived, gradually increasing and modernizing thseir
operations. Many buildings dating to that last generation of
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Route 66 roadside businesses as well as othars pre-dating World
War 11 continue t¢ stand. Their Jevel of use or state cf negiect
offers evidence of how the interstate system has not oniy altered
the landscape oFf the highway but the economic 1ife of rural roac-

side America as well.

Since tne last sections of the I-40 to be compieted were thne
by-passes around the ltarger towns, ths commarcial strips in the
town retzained ths feeiing of the goiden age of Route 685 well
ceyord 1355 when the fate of tre road was determinec. In tact,
1t wasn’t until 1985 that US 68 was dscertified. Since then,
Tccal grassrocis efforts inciuding those of a statswide Route 66
Association of New Mexico Tormed in 1888, of lecal merchants, and
of pressrvationists ard others interested in retaining evidencs
of a rapidly disappearing aspect of American popular cuiturs have

workec ito preserve vestiges of Route €8, Tne resources availaple
to them are numerous and varied; many ars tnreatens=d. Many

exampias of ths roadside architecture constructed from tne laue
Depression tnrough the colden ags remain, alberl witn slzerations
' charges 17 use ang calr. Togeiner winh Those
opertiss that remain relatively unchanged, thnay
i landscaoe reminiscens of the highway gricr <o

3
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JHE HISTORIC R=z8CQURCES OF ROUT

mi

66 IMN MNEW MEXICO

Carrying cut the fisgld survey of the resources of Routs
E5 associated with the rise of automobiie tourism in New Mexico
gnTalied surveying all teurist-related properties aiong al’l
existing rcadways that served as part of Route 86 between 192§
and 98¢, It also includes surveving portions of the reoad its
that were a part of the highway between 1828 and 1941, nall
557 progperties were surveved JUsing the New Mexicc Historic Buj
ing Inventory (HBI) form.

Proparty types were Qetermined in part by the discussion of
"mignway resources” offered in tre recort, “Trails, Ralls and
Reads, " prepared for HPD, Dy the Tieid survey, and in ccnsuita-
Lion with HPD staf?y (Pratt 1588:231-321)., Al of the properties
surveysd, with the exception of 107 commercial buildings pre-
viously surveyed by architect Greg Hicks 1n Gallup and uUsed &as

tne basis Tor tne survey oF 8635 Boulevard and Zoal Avenus bebwsz=n
the "Ys," Tall into si1x distinct property typ abandoned sec-
Tiocns ¢f RBoute 88, tTourist courts and mUbeWS, gas staticons and
garages, cates and restaurants, curid shops, anc munhicipai rcad-
side atiractions Othner highnway rescurces cited 1n Pratt's
recort inciugding col=acis such as oilloocards ang signzgs, STruc-
Tures such as oorts of entry and rest stops, and commercsia’
Stric: are not incluced as potentiaiiy eligible orogerLy Lveoes
Czcausss existing sexamoles navas nol vet Deen surveyeao, do noo
7a:l witnin the period of significance, or no longer recain a
sufficient degree of historic intsegritv.

€ aciual area surveyed in the prolect, averac:
d TO each property type. Two acres werse

nec to each Lourist court and curic shop or trading
T o

il

.3

Z2ssic noOStT
preperty, one acre to each gas station and cafe property, orns
half acre tc each urban commercial property, and a width of tw:o
hunared feet to sach road section, Using this formulia, thne
ToTLal acreage surveyed at an intensive level was approx1ma:e?f
1505 acres. Additionally, the balance of miies of road secticns
not receiving an intensive Tevel survey was 609 miles. Using the
same formula. the projsct surveysd aporoximately 14,7684 acre=s of
road at a2 reconnzaissance level, including about seventy milies of

I-40 which 18 bullt ovaer the o1d Routs 88 alignment.

detarmining the period of significance for discussing the
rise of automobils tourism and its related properiies nas been
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the basis of an ongoirg discussion throughout the iife of the
nroject.  Project team mambers and HPD staff are aware of the
National Registser’s generai eligibility requirement of fifty
vears of age Tor a structure, a requirement that would provide a
convenient cut-off date of 1342 when the nation shifted all ot
its efforts to fighting World War II and highway construction and
automecbile tourism virtually ceased. Yet the survey as well as
research and interviews revealed that the pattern and styies of
constructicn found in the develiopment of tourist-related roadside
businesses pefore the war continusd in 1948 with 13ittle change.

Tnis pattern, c¢haracterized by small-scale owner-operator
investment in cafes, curio shops, gas stations. andg tourist
courts continusg into the eariy 1350s, coinciding with tne golden

ge of Tourism along FRoute 66. These same sources, howsver, rav-
ea]l that changes in roagside construction anticipated the Inter-
state Highway Act of 1956 by about three vears. The best indica-

Tor of this snift appears 1n cnanges occurring in the propsriy
Tyos of the tourwsf cocurt. The one-story pilan that rarely
exceeded twenty units and often included garages batween units
and emploved elaments ¢f regional architectural styvles such as
tre Pushio Revival cr Southwest Vernacular Stylies persisted urtis
1953 Then & targe- scals of investment and sentreprensurship
appeared, Dringing witn 1t a shitt to two-story compiexes cnarac
terized by a standardization of styles. As a resgult of 4nis sus-
tained patiern of construction extending wall inic The DOSTWar
ara, we sucgest that itne period 1928-13883 most accuratsty
reflects tne period of sicnificance.

Tne Criteria Tor Evaiuaticon andg Criteria Considerations have
Desn tne pasis Tor devermining the areas of significance fTor each
pDroparty tvype. Criteria A stipulatss that propertises be "associ-
ated with gevents that have made a significanit contributicon to tThe
broad patierns of our history” ("National Register Bulletbin No.
167 1986:1). Tne road and tourisi-related cuildings aiochg the
rcadside quaiify under Criteria A for their significance in the
areas of itransportation and commerce. Criteria C provides that
properties "embody a distinctive characteristic of a tvpe, pericd
cr mathod of caonstruction... or that they represent a significant
and distinguishable entity whose componsnts may lack individual
distinction.” These property typas qualify under Criteria € for
what they reveal about early methods of road consiruction and the
emergence oFf a vernacular roadside architecture,
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Fig. 38 Route 66, ca. 1935, southwest of Cuervo.

T g,

Fig. 39 Creosote-treated timber bridge near Endee, ca. 1928,



The Criteria also provide a test for historic integrity based
upcr "location, design, settling., materiais, workmanship, 7Tesling
and association.” Although hot every 1individual test appiies
equaliy to each property, as a group the items on this 1ist pro-
vide the basis for assessing the eligibility of each property
ungcer consideration.

83
CHy

Proparty Type: Historic Sections of Route

From the time it became a part of the first numerically-
designated federal nighway system, Route §86 has been significant
as an inter-rezionzl highway connecting the Midwest with South-
ern California. Across 11 passec a cross section of American
motorists—-the early "gvpsyine” tourist, displaced Tarmers
migrating ©to California,., mititary convoys, war-weary GIs dis-
charged frem the military, middle class tourists, truckers and

Cus passengers. AS Tn= nighway gained recogniticn in novels,
songs, and & television snow bearing 11s name, 1t became insg
raticon’®s hest known highway, & symbel of indivicual mobility ang

auvtomobiie adventure an the open road.

Although tne nighway was decertitied in 1985 a2nd many msleas
of its alignment have peen erassd with the ceonstruction of -44,
much evidencs of the sarlier roag remains., Thnegss szanoonsd por-
Tions, scme of which nave been turned pack Lo county roac dspart-
ments, cthers which are no Toncer maintained, appsar as surfacs
archaeological sites (Fig. 33). As such they are signiticant as
remincders o7 how nignwavs were consiructad 1n MNaew Mexicc during
Tha 1220z and 1830s wnen all of tThese sections were a part o7
Foute &8 And 1ts z2sscciated structures inciugi

The roadway a ng

‘s, curbing, bridges, grade separaticns anc
otner associatsd tures are aiso sionificant pecause theyv offer
material evidence of how Rodte 86 appeared to sariy motorists as
they crossed New Mexico (Fig. 38).

culiverts, guard ra
f

Far a section of abandoned Route 66 to be eligible for list-
ihg on the National Register it must retain a hign degree of
integrity as specified by federal criteria. Of particular con-
cern is tne intagrity of setting and feeling. With tne exception
e roasd periijcon at the Ric Puerco Bridge, sections have bsen

cted thaf are nci merely poritions of frontage roads for I-40
and I~25, where the noise and traftfic of the current highways

L signitficantly from the Tesling of earlisr travel experi-
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The Criteria also provide a test for historic intedgrity based
upon "location, design, se=ting, matarials, workmanship, feeling
and association.” AlThough not every individual test applies
egualiy to each property, as a group the items on this 1i1st pro-
vide the basis for assessing the eligibility of each propserty
under consideration.

Propsrty Type: Historig Sections of Route 63

From thse time 1t pecams a part of the first numericaliy-
cesignated federal nighway system, Route 66 has heen significant
ag  an inter-regional highway connecting the Midwest with South-
ern California. Across it passed a cross ssctien of Amarican
motorists~—-the early "gypsying’ tourist, displiaced farmers
migrating To California. miltitary convoys, war-weary Gis dis-
charged from the mititary, middle class tourists, truckers and
DuUsS passengers. AsS Tha hocghway gainsd recoganiticn in novels,
songs, and a television snow bearing its name, 17T bscame tns
naticon’s best known hignway, a symbol of indivicua
automonile adventurs om thne open road.

3
Q
o
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Altnough the nighway wag decertitied in 1988 &nd many mi
of 1ts alignment have been erassd with the construction of I-4
much evidencea of tr2 gariier road remains. Theses asanconaed o0
ticns, scme of which nave been turned back Lo counrty ros&s
ments, others which are no loncear maintained, apgpsar &3 su
archaeclogical sites (Fig. 33, As such they are signific
reminders 7T how nighwavys were constructed 1n Mew Mexico durin
tne 1820s and 18€30s wnen ail of these sections were a part
Foute &3, Ti rozdway ard its zssociated structures inciuding
cuiverts, guard raiis, curbing, pridcss, grade separations and
other associated features are also significant because they of
material evidence of how Rcocute 56 appeared To early motorists
they crossed New Mexico (Figa. 337.

For a secticn o abandonsd Route €6 to be eligible for 11st-
ing on the National Reagister it must retain a hign degrss of
integrity as specitied by federal criteria. Of particular con-
cern is tne integrity o7 setting and feeling. With the exception
cf the rcad portion at the Rio Puerco Bridge, secticns nave bsen
ceiectad that are not merely portions of frontage roads for I-40
and 1I-25, where the pnoise and traffic of the current hichwavys
detract significantliy Trom tThe Teeling of eariier travel experi-~
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es across rural New Mexicoc. Soms sections meeting 2ligibility
teria have crumbling pavemsenbt; others ware nevsr paved; s211]
others have cravel spread over their paved surface to facilizate
Tocal maintenance. In the case of the later group, consideration
has bsen given to the presence of historic associated features
such as creosote-treated timber bridges and guard rails as well
as criginat alignment to Jjustify eliginility.

Potentially Eligible Road Ssctions:
Gienrio tc San Jon via Endee 1
Cuervo to NM 158
La Bajadsa [Cescent miies
Ric Puerco EBEridgs .1 mile
Correo To Mssita 8 miies

miles
miies

—t
gy o

j—

'tion to these road secticons, otner portions. particu-
petween Montoya and NewkKirk and between Laguna ard
as wall 28 soma urban portions require Turtnzar evaiua-

11 hey are not abandoned and continue to serve as
cads, recsiving necessary mal g inciuding resurtac-
2y gonvey & sirong Teeling of alcng Route 65 Trom
1858 herr accessibiiity to i
e roacside inciuding & faw potentialiy eii-
make them ideal sections ¥ nistori i

ce travel across hNew Mexico recuired that motor-
ts on tne reoad. Prior to the designation oFf Rcute
ontinuing Ter a few years thereartter, camoing
reoad or in municipal and, increasingiy. private
ed the only choice to staving in Tess conveniant

rsive notels. Socon campgrounds began to offer more
amenities in the form of what John Jakle terms "cabin camps’
(Jakle 1881:38; Fig. 40}, Typical of cabins of that era were
those found in the Red Arrow Campground at Thoreau. Arcnhnad in a
crescant around a trading post, individual cabins offerad mwator-
ists & bed and a stove., AL first they were expectad to supply
their own bedding, but over the vears competition resuiied in
campgrounds providing sneets and a cooking stove, in the middle
of the Red Arrow Campground was a washroom with hot water pro-
vided each evening tor the guests (Herman 18932}.
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ences across rural New Mexico. Some sections meeting eligicility
criteria nave crumbling pavement; others ware never paved; sTiil
cthers nave gravel spread over their paved surface to Taciiitat
loca? maintenance. In the case of the later group, consideration
has bzen glven to the presence of historic asscciated features
such as creosote-treated timber bridges and guard raiis as wel
as original alignment to Jjustify eligipiliity.

{I}

Potentially Eligible Road Sections:

Glenrio to San Jon via Endee 15 miles
Cuervo to NM 15€g 8 miles
La Rajada Descent 1.5 miies
Rio Puerco Bridge .iomita
Correc =0 Mesita g miles

In adoition to these road secticns, other portions, particu-
lariy those between Montova and Newkirk and betwsern Lacuna ard

McCartiy’s as well as som2 urian portions require Turther evalyua—

tion. While ifthey are not abandoned and continue 1o serve as
local rocacs, rece’iving necessary mainternance inciuding resurfao-
ing, they convey a sirong feeling of travel alcng Route 65 From
1E¢537 To 1888 Their accessibiiity To I-40 as welli as save~a’
roperti B the roacsicde including fe

W opoTentially eit-
n

= &
make them ideal sections for historic interpra-

5
|

Properiy Tvpe: Touyrist Courts and Mote

.(D

B

ne distance travel acrcss New Mexico reguirsed that motcor-

1 cend nights on tne road. Prior te thes designation of Rcocuz
88 in 1828 ana continuing for a few vears thereatter, camoing
elther along tne road or in municipal and, increasingiy, private
campgrounds ofteres the only choice to staying in less convenieni

l”_
n o

and more expensive hotels. Soon campgrounds bagan to offer mors
amenitiss in the Torm of what John Jakle terms "cabin camps’
{Jakle 1881:28; Fig. 40). Typical of cabins of that era were

those found in the Red Arrow Campground at Thoreau. Arcned 1n a
crescant arounrd a Trading post, individual cabins offered o
ists a bed and a sicve. At first they were expectad to supp
their own bedding, but over the vsars compelbition resulted in
campgrounds providing sheets and a ccoking stove. 1In the micddie
of the Reg Arrow Campground was a washroom with hot water oro-
vided eachn evening for the guests (Herman 1892).
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Fig. 40 A morphology of tourist courks developed by John Jakle,
along Route 66 dating to rhe period of significancoe

or motor courts.

ALL of the courls
are cotlage courts




Many of these early structures were inexpensively constructed
with lacally available materials such as lumber and adebe. The
remains of a wood frame cabin with board and batten walls at Bar-
ton and the frame and stucco cabins at the foot of La Bajada are
the only extant examples of the free-standing cabin era along
Route 66, Later cabins dating te the late 1830s, such as those
at the Log Cabinrn Motel in Gallup or the Villa de Cuberoc at Cubero
would use the earlier free-standing cabin plan, but both provided
either detached or attached garaces.

By the late 1920s, scme campground proprietors began to join
their cabins together, using a continuous facade to link alter-
nating garagses with lodging units. During this period, a minor-
itv also sold gasoline and groceries. Freom these graduzal shifts
in the spatial organization and functions ¢f the early campsground
emerged the tourist court fixed in the minds of most people who
travelled Rcoute €66 well intoc the 1950s, It is these tourist
courts, fitting the middle phases of Jakle's morphology of
motels, that arc mozst comrmon along the Route 86 in New Mexico .
Tyvpically these tourist courts followed various spatial arrange-
ments: a single row, row-on-row, L. narrow U, wide U. Cften
their growth was incremental with owners earning encugh to
their initial lsan and then adding an additional row of units.
in urban ar=sas, such as the area near the State Fair in aAlbucu-
rgile, more compact arrangements such as the row-on-row
prevailed perhaps as a funciion of frontaze proveriy c
These courts alsc tended to face directly on the road whareas

‘r

courts in smailler towns such as Tucumcaril, Santa Rosa and Grants
were set back fiftyv or even a hundred feet from the road. 1In
rural areas, ths number of units was notably less such as the
four unii courts at Endee and Newkirk or the coriginal eight unit

zourt composed of four duplexes at Villa de Cubero.

The spatial arrangements of the tourist court also provided
for offices and, usually, a residence. The majority of offices
appear near the entrance to the property, either as the front
unit of & row or as a discreet unit surrounded by the parking
lot, where ths opgralor cculd monitor the arrival and departure
of guests. Many owners note that during the early part of the day
they could tend to the business of operating a court, cleaning
rOONS ., launderlng sheets, and keeping records. Then by mid-
afternocn they would return tc the office desk, remaining there
until they had rented all of their rooms. During the summer
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val months, they would often bDe full before dark (Betts 1991,
pumps and cafes, iT they were included 1n the composition of
the complex, *Wso appeared near the front as in the cases of tne
Coronads Court ih Santa Rosa and the EV Campoe Court 1in Albucu-
ergue. By the late 1330s, some owners began to inciude a second
story residential section above the office, especially in Albugu-
ergue where & combination of higher property values and the ponu-
Tar Pueblc Revival Stvyle with its cnaracteristic set-back massing
encolraged a second story, In other communities, separats resi-
dences were placed ait the rear of tne property.

6y o
mn

=%

Within the large court compounds were open spacses unused Dy
cars, Many offered smail patic gardens with grass, shade Trees
and chairs and perhaps & swing or siide Tor chiidraen. Thess
amsnities helpsd to create a Tleeting sense of community that
many tourists of the 1930s and 4Gs tondly recall. In thess
patiocs snclosed by tne court emerged a common space reminiscent
o7 the Eispanic building tradition and its use oFf tre piacs.
Motorists wouid gath=r there £o discuss their cars’' performances
and To exchange information about the road. The court yard
enabled Hen”y Miller to strike a2 friendship with motel owners’
chiildren "who play 271 cay in the court” whiie h2 waited savers

ral motel in Albugusrgusa for rnis car To os

i

red in 147 (Miller 1945:18¢6). Similariy, Mrs. Leons recails
The care her husbDangd gave ©o his Tlowsr bess znd tne compiiments
guests offered as thev sat on their oDorches at Lne Log Cabdin
MoTat Tn Galiup in tThe 134Cs (Lesone 19323,

carg and privacy, cars were parked first in garages and, lar
in frost of each unit. With Interspersed garaces, many =2ar]
courts included onty smail entry porches in Tront of each unit or
pair of units. lLater, as most Tongtime moctel operators explain,
the cost of maintaining carages pecams oroenibitive and many began
to 117 1n tne garages to create adeiticnal l1odging spaces

(Bausr 1932, As fTacates became unitied without garages, incivid-
ual entry porches were replaceed with continuous portais. Many
portals appear as acdditions, perhaps the resutt of owners seeing
the advantage of offering customsrs protection Trom thns Scuth-
WeST'S intense summer sun.

Since courts offered tne advaniage cover hotels cf access to
T
1

r‘.
ar

o and, later, concrete blocks and the Tact that mest of the

Despite their use of mocest materials such as frams and
C
i ere DUITIL Quickiy and 1in a utiiitarian fashion sc thax

5}
b3
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wners cculc cash 1n on the profits thney felt the roadside

fered, many of the tourisi courts along Route 65 articulated
wnat Jakie calls & "western’ theme that mace them & reinforcing
if not memorable part of the scuthwestern travel experience. 07
the 180 motelis surveyed, the vast majority possess modest stylis—
tic details of the Southwest Vernacular Styie. Most wWithin this
category are vlat roofed cor have a shad roof disguised by irregu-
lar parapets thnat often articulate the alternating pattern of
garage and 10dging units {Fig. 41). Most original walls were
of wnite or earth-tons stucco, which prompted marny Tourists Lo
contuse the stucco Tinish for adobe. Entries and windows, doubie
nung until the mid-31330s and metal casement thereafter, were
often accented with tiie hoods.

a0
-

+

The second popdlar siyvie was the Spanish-Pueblioc Revival
Style. Here, again, modast ornamental elemenis such as stepped
second story residences over offices, vigas, canales and porta’
with corbels over pOST supporits conveyad the romance o7 the
Soutnwest toc thes tourist {Fig. 4 }. The cth
evident in court
zrne Styie,  Ong
ocfien with decorative nori

K

windows tnei

s

r discerrnabia stvis
icance 1s the Mod-
1th curved wai:s,
rounded and glass
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its amanities., Az
lied not and coid running water; lat
nalled air-conditioning: and later
T 350s, "Color TV" pecamse part of the signs
21, Likewiss n=cn often outlined the ceurt’s par-
ne recional architectursl styles thait conveyzad =z
o Lourists, names also evoked the Southwesit with
es such as E1 vado, E1 Rancho, La Mesa, Spanish
riente predominating. Many of the Spanisn-Puedioc
rts also used Pusblc names such as Tewa, Zia or
Ton to the complexes’ puliding styie. Otnear
ames such as the Conchas Motel in Tucumcari,
U2 and the MLt. Taylor near Cubero &s a mszans
2 business with the tourist’s interest in dis-
Tandscape and the pliace names on it.
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Plaza Motel with gable facade added,

ceri, ca. 1945,



Seen as a growth industry, motel construction usualily received
guick pank Tinancing. According to Jakle's analysis one of the
eTfects of the 1854 tax code was to accelerate depreciation of
motels so that after eight or ten year "when amortization pay-
ments became greater than depreciation aliowances” owners were
encouraged to sell their motels (Jakle 1881:43). This explana-
tion may accocunt for many of the alterations given to motels
sti1) standing along Route 66, With Tittlie incentive to maintain
them, owners would let them detericrate to the extent that new
owners had little choice than to give them major renovations
often including new fTacades using superficial elements of styles
currentiy in vogue., Slump block walls with extruded mortar and,
later, rustic board and batten facades have replaced many of the
original stucco walls. Likewise many courts now have pitched or
mansard roofs with late 1950s-era exaggsrated moderne porte coch-
eres. (Fig. £4) By the mid-1%50s motels along Route 66 had moved
to the next phase of theilr evclution, two steory motor inns with
more than Torty units arnd owned by an absentee investment group
rather trnan the orn-site operators.

OFf the ninety—eight motels Tistaed in the 1955 Albuguergue
City Directoty along Route 88, the survey showaed that fo Ty-aight
remain. Wwhiie greatar percentages remain in other communities.

thelr numoers are alsc diminishing, and many have lost thneir his-

Toric integrity througn alterations. Thess remaining cCoOUrts are
significant as reminders of & property iType that emerged as a
response te automobiie towurism. They are alsc signiticant as

evicence of Thz building technigues, mater-ais and stvyies associ-
ated with develcpmental stages cf the contemporary motor lodge.

To b2 considerec eligible., tourist courts must exnibit suffi-

cient characteristics associated with their ariginal construction
that they convey a feeling of a tourist court during the period
o7 signifticance., A singis aliteration such as the in-7i11 of &

tfew garages, or the zsdditiorn of a porte cochere 1n thne 1950s,
wiil not necessarily disqualify a court if other elements con-
tinue to convey its historic character based upon the eight
criteria Tisted in National Park Service (NPS) Bulletin 15.

Potentially Eligible Tourist Courts;

Log Cabin Lodge (Gallup 1938)

EY Camn Tourist Court {Albuguergue 1839)
E1l vVado Moitsel (Albuguerqgue 1837)

m
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Tower Ceurt {Albuguerque 1840}
Azitec Motel {Albuquerque 1832)
Tewa Lodge {Albuguergue 1946}
Cabinsg {(La Bajada 1923%)

Blue Swallow {Tucumcari 1942)

Nob Hill Motel {Albuquergque 1937)
La Mesa Motel {Albuguerque 1938)
La Puerta Lodge [Albugqueraue 1948)
Luna Lodge (Albuguerque 1848}
Prince Motel {(Albugquergue 1837}

In addition teo these potentially eligible courts, a second
set of courts merits continued discussion based on a2 level
of integrity only slightly less than those in the first
group:

Zia Motel {Gallup ca. 18486)

Navajo Lodege (Coolidge ca. 1940)

Zia Motor Lodge (Albuguerque 1540}

Grande Courts {Tucumcari ca. 1940}

Wilkerson Motel {Newkirk ca. 1932}

Sranish Garden Court (Albuguerque 1931}

Corconado Courts {S%anta Rosa ca. 1825-30}

1212 Isleta Blvd. {albuquerqgue ca. 1930}

NW corner, NM 44 and NM 319 (Bernaiille 1927)

Property Tvpe: Gas Stations

Much like the tourist court of which 1t was sometimes a part,
the gas station is & property tvpe that evolved as the need for
gasoline grew with the popularization of the automobile. Both
John Jakle and Daniel Vievra trace the evelution of the modern
gas station, developing morphologies to show the phases it has
gone through from its curbside origins to its current form marked
by an oversized canopy covering multiple pump islands and small
convenience stores called "travel centers"” (Jakle 1878; Vievra
1878; Fig. 4353)., The types of gas stations appearing during the
rioneer ¥ears along Route 66 in New Mexico ranged from the curp-
side pumps which persisted along rural sections of the road at
least through the late 1920s to the modest "house" and its elabo-
rations, the "house with cancpy” and "house with bays.”
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Tower Court {Albuguerqgque 1940)
aztec Motel {Albuquerqgue 1832)
Tewa Lodge {Albuguergue 1946}
Cabins (La Bajada 1925}

Blue Swallow {Tucumcari 18542)

Nob Hill Motel {Albuquerque 1937}
La Mesa Motel {Albuguerque 1938)
La Puerta Lodge {Albuguergue 1849)
Luna Lodge (Albuguerque 1949)
Prince Motel {Albuguergue 1937)

In addition te these potentially eligible courts, a second
set of courts merits continued discussion based on 2 level
of integrity only slightly less than those in the first
group:

Zia Moiel {(Gallup ca. 1946)

Navajc Lodge (Coolidge ca. 1940)

Zia Motor Lodge (Albuguerque 1940}

Grande Courts {Tucumcari ca. 1940)

wWilkarson Motel {(Newkirk ca. 189335}

Sranish Garden Court {(Albuguerque 18931}

Corenadoe Courts {Santa Rosa ca. 1825-30)

1212 Isieta Bivd. {Albuguerque ca, 1930)

NW corner, &M 44 and NM 319 {Bernalilio 1827)

Property Tvpe: Gas Stations

Much like the tourist court of which 1t was sometimes a part,.
the gas station is a property type that evolved as the need for
gasoline grew with the popularization of the automobile. Both
John Jakle and Daniel Vieyra trace the evolution of the modern
gas staticn, develeping morphelogies to show the phases it has
gone through from its curbside origins te its current form marked
by an oversized canopy covering multiple pump islands and small
convenience stores called "travel centers"” (Jakle 1978; Vievra
1878; Fig. 4531, The types of gas stations appearing during the
pioneer vears along Route 66 in New Mexico ranged from the curb-
side pumps which persisted along rural sections of the road at
least through the late 1920s to the modest "house"” and its elabo-
rations, the "house with canopy” and "house with bays."
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Fig. 45 4 morpho%ogy of gas stations developed by John Jakle. All of the
gas stations along Route 66 dating to the period of significance
are variations on the house =zor oblong box.
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Later, in the 1830s, gasoline companies began developing
gstreamlined, functional structures that responded tc both the
limitations imposed by the Depression and the "scientific” era
of highway improvements (Jakle 1978:530). Developed by industrial
architects, such as William Dorwin Teague who designed the proto-
tvpe Texaco model in 1937, these buildings sought to attract cus-
tomers based upon a packaging and marketing plan that would lead
motorists to asscociate a product with a building’'s specific
design {Fig. 468). The building itself became a part of how a
gasoline company atiracted the attention of motorists to its
product. Small ornamental details such as the parallel fins
extending across the canopy of a Texaco station or the moderne-
style tower at the core of a Standard station became roadside
markers (Fig. 47). Combined with the free rcad maps that the gas
companies offered at the station and through their travel ser-
vices, gas stations using company-supplied designs instilled a
sense of preduct ioyvalty among many travellers.

By the mid-1920s, the gas station had again evolved, this
"time to a "=na box," eoften with a canopy. During this period,
the Streamiined Moderne Stvle with its restraint and efficiency
cave way to a derivative siyvle, sometimes called exaggerated mod-
erne, with canopies canted at chligue angles and supporiec by
elaboratsly trussed metal support peosts. Numerous examples of
the oblong box some with streamlined and others with exaggerated’
modern elements are commeon along Route 66, Unlike the tourist
courts whose architectural styles evoked the Southwest, gas sta-
tions rarely deviated from the national norms of the industry.
Photographs show that some stations were bullt in the Pueblo
Revival Stvie, but these were the exception and none stand todawv,

Common to all of these variations on the oblong box form were
basic service station characteristics, In addition to concrete
pump islands and, usually, a canopy, stations consisted of an
office and sales secticon and cne or more service bays. The
office was usually enclosed with large fixed commercial windows,
often with an outward vertical slant during the exaggerated mod-
erne period of the late 1850s. Office doors often had a2 transom
as did doors of restrooms which often appsar in back of the
office and, in later vears, with outside entries. Early bay
doors were sometimes sliding horizontal wood doors set on an
overhead track. By the late 1930s, bay doors were overhead with
the multi-light horizontal door panels. Repair pits were gradu-
ally replaced by car 1ifts in the bavs.
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Former Texaco station in Tuwcumcari, ca. 1940,
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The digtribution of gasoline along Route 66 presented logis-
tical problems characteristic of large, sparsely-populated west-
ern states, Gasoline was first shipped to distribution points by
rail. Then it was distributed in large metal drums and soid at
grocery stores, garages, automobile dealerships and other ocut-
lets. In the towns and cities along the highwav gas pumps ied to
the vise of filling stations and the apvrearance of franchise <as
cstations at least a decade before the designation of Route €8.
Early rural gas stations were sometimes slower to install tanks
with some trading posts simply sforing ftheir bulk wgasoline in
metal drums and using spigots to transfer it inteo motorists’ <as
tanks {Fernandez 1992; Fig. 481, in fnese rural areas the fran-
chise sitations of the large gas companies rarely competed with
the {rading posts and cther small c¢perator~ocwned statiors buving
gsas from Jobhers and often selliing i+ a* a cent or twoe discount
below the price in the franchise staticns.

Bv the 1930s, the network for distributing gasoline had

rarauad tanss inshtalleal anc

pecome much more syvstematlc with
franchise-designed stations located in all of the maior towns
along Rouute o6, in some instances. the PFueblo fRevival Siivis was

incerperated into g€asz stafion desicn. out none of those exanples

remain. More often, the prefabricated "house” with a cancpy
appezred. Manyv of these structurss consisted of metal wallis wifn
ename] siirfaces and of a hipped rooi a2xrending over & drive-up
lane to a pump island. The Herman Garaze in Thoreau, which
cvened in 1833 as a Macnolia Staticn in Grants,. represents sush &
design (Fig. 48}, In 1938 the statizn was moved to Thoresu along

thne newly resligned portion of Route 0€ as 1t approached the ton-
tinental Divide, By the earlyv 1%i0s much of the gasoline distri-
bution along Route £6 originated at ine refinery at Prewitt. in
the 19508, a pipeline from Texas to Albuguerque was completned
centralizing much of the distributicn (Tryrack 1982).

In urban areas the location pattarn of gas stations was typi-
cal of other towns and cities with the ideal station location
being a corner lot offering easy access to pump islands and ser-
vice bays. As commercial strips extended awav from the urban
nucleus, g€as stations were often one of the first business to
mark the expansion, Owners on the periphery were quick to
exploit metorists’ apprehension about the long stretches of deso-
late miles along the highway. Signs announcing "last chance
before the desert” and other warning were not uncommon. The
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Fig., 48 Curbside gas pump at Laguna, ca. 1927, (Courtesy
Ron Fernandez)

Fig. 49 Herman's Garage, Thoreau, ca. 1935.
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location of service stations ajong Route €6 reveals a pattern
based in~part on topographical ccnsiderations. Every summit in
the basin and range portion of Route 66°s course had at least one
gas station at the roadside. Joe McComb, an employee at Comer’s
Service Station at the top of Sedilic Hill in the mid-1940s,
argues that eastern motorists unaccustomed to mountain ranges and
uneasy about over-~heated engines in the summer and snowstorms n
the winter often stopped at these stations for services other
than gas. He recalls that as a young attendant he did well pour-
ing water in radiators and attaching snow chains {(McComb 1991).
At other summits such as the Continsntal Divide and Cline’s Cor-
ners, entire service complexes offering both garage services and
cates thrived during the 1940s and ’50s when cars’ performances
were less reliable. By specializing in what the gasoline ser-
vices industry termed "TBA," tires, batteries, accessories, many
owners of rura! gas stations found a Jivelihood alocng the high-
way.

AS marketing strategies, symbolized by the eveolution of the
gas svation’'s form, have changed, most cf the oid statiohs have
gone ouz of business, often razed and replacecd by a staticon in
the latest styis on the same site. Those gas stations dating to
the highway's period of significance that remain no longer set]
gas. Instead, they have other functions along the commercial
strip in urpan areas, serving as parts stores, ussed car 10is,
detailing snhnops or even restaurants and Jewelry shops. Rural gas
stations are more often vacant and in deteriorating condition as
a result of being bypassed by the interstates.

=
orn

These remaining gas stations dating to the pericd of signif-
icance are imgortant as reminders of a property type that emerged
in response to the rise of automobile tourism. They are aisc
significant for what their plans, styles and materials reveal
about the architectural roots of the modern service station.

Eligibility depends on to what degree a gas station posses-
ses 1ts historic integrity, especially of design and materials.
Since few of the esarly "house with canopy” types and few of the
"programmatic’ types of the late 1930s remain, all of those
extant reguire careful consideration as to their setting and the
feeling they convey. Those that meet these criteria are consid-
ered eligible. Later variations of "programmatic” stations,
especially the Phillips 66 stations of the 1950s are more preva-
lent and post-date the period of significance (Fig. 58). Plan-
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Fig. 50 Former Phillips 66 station, Albuquergue, ca. 1655.
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ners should, however, be aware of these property types and begin
to determine how cne or two examples possessing a high degree of
integrity can be preserved.

Potentially eligible gas stations:

Richardson’s Store (Montoya ca. 1925; listed on
the Nationail Register)

Herman’s Garage {(Thoreau 19835)
Jones Moter Company (Albuguerqgue 1939}
Junior’s Tire Shop {Moriarty ca. 1940)
Bobby’s Trading Post {(Santa Rosa 1935}
A-1 Auto Repair {Santa Rosa ca. 1840)
"Texace” (Tucumcari ca. 1940)
Horn 011 Co. and Lodge (Albuguercus 19848)
Upholstery (Albuguerque 1848)

Property Tvpe: Restasurants

As increasing numbers of automobiies took to America's early
highways, they aliso sparked a change 1n how Americans ate. Eat-
ing and driving scon becams bound as parts of a single experi-
ence {Belasco 1979; Liebs 1985; Langcdor 1386). Motorists travei-
ling along the early state roads thal wouid become Route 85 were
timited in their cholices., Theose who preferred "gypsying” camped
and prepared their own meals, often cooking canned goods which
gave rise to the fterm “"tin can tourists.” Many of the early camp-
grounds, arc tThen the first courts, proviced tourists with a
kitchen or at least a stove. The alternatives for the motorist
in the 1920s were faw. Hotel dining rooms and downtown cafes,
potn of which were much less convenient for cross—-country moto-
rists, were more closely asscciated with railroad travel and gen-
erally offered heavy fare that didn’t mix well with the open air
travel of & touring car. By the 1830, aiternatives bsgan to
appear along the highway inciuding foodstands and cafes catering
10 ¢ross—-country motorists. Some offered drive-~in service, anti-
cipating the rise of the fast-food drive~ins that would emerge at
the end of Route 66°s golden age. Because of this rise in fran-
chise restaurants, few restaurants dating to the highway’s period
of significance have survived, and those that remain have under-
gone substantial alterations to conform tc the society’s changing
norms for roadside food.
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ners should, however, be aware of these property types and begin
to determine how one or two examples possessing a high degree of
integrity can be preserved.

Potentially eligible gas staticons:

Richardson’s Store (Montoya ca. 1928; listed on
the National Register)

Herman’s Garage {(Thoreau 1935)
Jones Motor Company {Albuguerque 13839)
Junhicr’s Tire Shop {(Moriarty ca. 13840)
Bobby’'s Trading Post (Santa Rosa 13835)
A-1 Auto Repair {(8anta Rosa ca. 1840)
"Texaco” (Tucumcari ca. 1940}
Horn 011 Co. and Lodgs (Albuguercue 1845)
Upholstery (Albuguerque 1948&)

Property Tvope: Restaurants

As increasing numbers of automobiies took to America’s eariy
highways, they aiso sparked a change 1n how Americans ate. Eat-
ing and driving scon becams pbound as parts of a single experi-
ence (Belasco 13739; Liebs 19285: Langcor 1886). Motorists travel-
1ing aiong tThe esarly state roads that would become Route 63 were
timited in their choices. Those whno creferred "gypsying” camped
and prepared Their own meals, often cooking canned goods which
gave rise to the term "tin can tcourists,” Many of the early camp-
grounds, anc then the first courts, provided tourists with a
kitchen or at least a stove. The alternatives for the motorist
in the 18208 were few. Hotel dining rooms and downtown cafes,
potn ¢f which were much less convenient Tor cross—country moto-
rists, were more closely associated with railroad travel and gen-
erally offered heavy fare that didn’'t mix well with the open air
travel of a touring car. By the 1330, aiternatives began to
appear along the highway inciuding foodstands and cafes catering
1o cross—-country motorists. Some offered drive-in service, anti-
cipating the rise of the fast-food drive-ins that would emerge at
the end of Route 66’s golden age. Because of this rise in fran-
chise restaurants, few restaurants dating to the highway’s period
of significance have survived, and those that remain have under-
gone substantial alterations to conform to the society’s changing
norms for roadside food.
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Just as the Harvey Indian Detours contributed to improvements
in portions of the Route 66 recadway, the spread of Harvey House
restaurants along the AT&SF line offered motorists travelling
Route 66 during its pioneer period better choices than motorists
had along other western highways. Before his death in 1801, Fred
Harvey had laid the groundwerk for a dining system that antici-
pated many motorists’ needs, including quick service, convenience
and well-prepared Tood (Langdon 1885:6-8). Las Vegas, Lamy,
Santa Fe, Albuquergue and Gallup all had Harvey restaurants
avajlable tc Route 66 motorists. Their practice of receiving
meal orders from train passengers as the train approached the
station affected motorists who benefitted from their habit of
prompt service as well. Other dining choices during that period
included tea houses and other hotel dining rooms, both of which
catered primariiy to local customers.

As tne commercial strip began to expang, roadside foodstancs
were an important part of it. Cafes, as they ware usuzlly called
in the Scutnwast, appeared in the larger towns, some 1n downtown
districts, buft many more along the strip. Even before the
straightening of Route 66, East Central Avenue in Albuguergus
gmerged as the Tirst strip offering drive-in service. The
Triangle Cafe and Pig Stand both appeared in the Tate 1920s (Fig.
51). The “ormer also sold gas, but both offerad a menu featuring
barbezue ard fountain services, and both were roadside buildings
oriented to the automobile with off-street parking. A few vears
later, the Iceberg, a drive-in stucco structure built to resemble
an iceberg, appeared a block to the east of the Triangle. In
1932, the Cottage Bakery, resembling a romantic thatched English
cottage and anticipatory of the domestic style that would soon
characterize the Toddle House restaurant chain, appeared. By the
19408 Central Avenue was Jlined with automebile-oriented drive-ins
and cafes. Rather than using a flamboyant symbolic architecture
which Robert Venturi refers to as a "duck” style, most of these
buildings simply reflected the popular commercial styles of the
time. Thus many from this period incorporated streamlined mod-
erne elemenis, especially glass blocks, curved windows and pylons
for signage.

In other communities and rural areas cafes also appeared.
Use of eclectic styles was generally more restrained than in
Albuquerque. The Ren-de-vous 1in Tucumcari, for example, used
glass block, curved walls and windows, and neon trim to articu-
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late a modest use of the Moderne Style. Those in rural areas
were unadorned structures with a few Southwest Vernacular Style
details for cornamentation. The cafe at the Villa de Cubero, for
example, modestly mirrored some of the more elaborate details of
the trading post across the highway, featuring a stepped parapet
and a tile portal across its facade. Later, drive-ins with cano-
ries for curbside service appeared, although few of those dating
to the periocd of significance have retained a high degree of his-
toric integrity (Fig. 52.}.

More than cther property types, cafe and foodstands dating to
the period of significance have virtually disappeared from the
Route 66 roadside. The advent of fast-focod franchises has
resulted in the razing of these earlier structures and replacing
them with programmatic franchise structures on these valuable
commercial sites. In rural areas cafes associated with gas sta-
tions at interstate exits, such as those at Cline’'s Corners and
the Flving € have been heavily remodeled or revlaced with new
structures during the interstate era. One interesting develop-
ment that will need more study is the independent familv restau-
rant dating te the late 18530s and early 1950s. Several dating
from this period are built in the Exaggerated Moderne Style and
represent an alternative to the franchise restaurants that are
now surplanting them. Altheugh thev do net fall within the
period of significance of this study, researching and preserving
some of their best examples will be necessary in order to retain
an important element of the evolving commercial strip.

These remaining cafes and restaurants dating to the period of
significance are important as reminders of how a new property
type emerged to meet the needs of automobile tourism in New Mex-
ico., Their plans, styles, and settings are also significant as
reminders of how early rcadside foodstands appeared and of the
architectural roots of the buildings that have emerged in the
contemporary fast feod industryv.

In order for a restaurant or cafe to meet eligibility requi-
rements, it must retain a high degree of integrity and have a
clear associaticn with Route 68, Although the function of =some
cafes may have changed, sufficient elements of design, materials
and workmanship must continue to be evident, and any changes to
the exterisr must be reversible.
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Postcard of the Pig Stand,
{Courtesy Richard Levy)

Albugquerque, 1929.

52 Westerner Drive-in, Tucumcari, ca. I1953.
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Potentially eligible cafes:
Country Villa Cafe {Cuberc 1938)
Campus Cleaners (Albuguerque 1929: coriginally Plg Stand)
Fajita Factery/Foxy Reflections (Albuguerque 1935; ori-
ginaily Cottage Bakery)

Property Type: Curio Shops/Trading Posts

Although this property type embraces a varied range of func-
tians, the common element uniting all of the individual proper-
ties included in this group is the sale of southwestern artifacts
to tourists alcong Route 86. The properties within this category
2t one time or ancther have been the site of mulitiple functions,
Tnciuding these of gas station and garage with wrecking services,
tourist court, grocery store, mandfacturing site for Indian arti-
facts, and trading center for nearby Pueblo and Navaje Indians.
Wretner they are located in ¢ities or rural areas, most of these
proparties are bulit 1n & regicnal stvle that readily signals to

the motorist their association witn tne 3outnwest and its Indian

culturses. In gensral, ithe term "trading post” 1g one used in the
waestern half of the state especiaily in rural areas near Incian
~eservaticns, While the term 1s alsc used in Albuguerqgue, the

more freguent term fourd in towns and in the eastern part of the
state applying Lo this property type is "curio” or "Indian arts’
store. The trading post along Route 86 has its roots in the lats
156208 as entreprenaurs deginning to see the potential the hignway
held for business scught to comzine local trade with providing
tourist services., Many of the trading posts dating to the period
of significance have cliosed as a resuit of the development of the
interstate; others, however, continue to cperate,

Railrcad tourism in the Scuthwest not only provided passen-
gers with the opportunity to see regional scenery and cultures;
it also provided them with the opportunity to buy Indian arti-
facts. Stops along the AT&SF at Albuguergue and Gallup were
Limed to permit passengers to buy crafts from Indians who had
spread their wares along the walkways to the Harvey hotels near
the depots. Inside the Alvarado Hotel in Albuguerque was the
Indian Room offering additional crafts for sale, Later the Har-
vey Indian Detours provided opportunities for the detourists to
purchase crafts at the pueblos and villages the tours visited.

-121-



Potentially eligible cafes:
Country villa Cafe (Cubero 1938)
Campus Cleaners (Albuquergue 1829; originally Pig Stand)
Fajita Factory/Foxy Refiections {Albuguergue 1935; ori-
ginally Cottage Bakery)

Property Type: Curio Shops/Trading Posts

Although this properiy type embraces a varied range of func-
tions, the common element uniting all of the 1ndividual proper-
ties included in this group is the sale of southwestern artifacts
to tourists along Route 66. The properties within this category
ar one time or another have been the si1te of multiple functions,
including those of gas station and garage with wrecking services,
tourist court, grocery store, manufacturing site for Indian arti-
facts, and trading center for nearby Pueblo and Navajo Indians.
Whetner ftThev are located in cities or rural areas, most of these
progperiies are built in a regional style that readily signals to
the moicorist their association wiin the Scuthwest and its Indian

cultures. In general, the term "trading post” is one used in the
wastern naif of the state especialiy in rural areas near Indian
ese~vations. WwWhniie the term is also used in Albuguergue, LThe

v
more Treguent term focurnd in towns and in the eastern part of the
state applying Lo this property type is "curio” or "Indian arts”
store. The trading post along Route 86 has 1ts roots in the late
15208 as entrepreneurs beginning to see the potential the highway
held for business sought Lo combine local trade with providing
Tourist services. Many of the trading posts dating to the period
of siagnificance have closed as a result of the development of the
interstate; others, however, continue to operate.

Railroad tourism in the Southwest not only provided passen-
gers wWwith the copportunity to see regional scenery and cultures;
it also provided them with the opportunity to buy Indian arti-
facts., 8Stops along the AT&SF at Albuguergue and Gallup were
timed tc permit passengers to buy crafts from Indians who had
spread their wares along the walkways to the Harvey hotels near
the depots. Inside the Alvarado Hotel 1in Albuquerque was the
Indian Room offering additional crafts for satle. Later the Har-
vey Indian Detours provided opportunities for the detourists to
purchase crafts at the pueblos and viliages the tours visited.
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During the railrocad era, the trading post at Domingo had served
as a trade point in which Pueblo crafts were exchanged for sup-

plies and, in turn, scold to tourists.

This practice of expanding the traditional barter between
trader and Indian began to change in the late 1920s as cross-
countryvy motor touring increased. The traditicnal arrangement in
which goods were exchanged had often been limited by the lack of
ready cash, something that motorists breoeught with them. By
offering crafts to the motorists, traders found themselves able
to make a guick return in cash for the goods they had provided
their Indian clients for their blankets, rugs, Jjewelry and pot-
terv, Early traders such as Homer Jones at Thoreau, and the
REichardson, Atkinson and kirk families in Gallup began to see
trading posts along Route 66 as an alternative to trading
excluzsively on the reservations, or as the means to a new lLiveli-
hecod (Heggem 1952; Richardson 1982).

As they opened businesses along Route 66, many traders
offered additicnal services. Trading post gasoline pumps served
not only tourists but alsoc the growing number of Indians who
purchased trucks in the 1830s. Groceries ancd, sometimes, a post
office also became a part of some operations. The Villa de Cub-
ero, built in 1937 using the plans that had been used to con-
struct the now altered trading post at Old Laguna illiustrates how
this diversification led some trading posts to become what one
might call a rural service complex {(Fig. 53)., &5.S5. Gotlieb, a
local trader and state senator had operated a mercantile store in
the village of Cuberc dating to before the designation of Route
66, In 1937 when the road was realigned and bypassed old Cubero,
Gotlieb obtained the plans from fellew merchant, Sigfried Abraham
at Laguna and had the Mediterranean Revival Style trading post
constiructed along the new highway. In addition to including a
grocery and gas pumps, Gotlieb set aside a wing of the building
to display pottery for which he had traded groceries with nearby
Acoma and Laguna Indians. At the same time, he constructed four
duplex cabins with attached garages in a crescent to the rear of
the trading post and a cafe directly across Route 66 {Gotlieb
1g892),

Urban curio stores were less diversified, relyving exclusively
on the sale and, sometimes, manufacture of crafts, In Albuqu-
ergue two curio stores, Maisel’s Trading Post and Bell’s Trading
Post alsc included a manufacturing area to the rear of the show-
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Fig.

Enchanted Mesa Indian Arts, Albuquerque, 1948,
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rocm where Indian craftsmen worked with silver, turguoise, andg
petrified wood. As a means of identification many of these urban
stores relied upon Pueblo Revival Style buildings or, at jeast,
Indian-inspired murals on their facades. Bell’s Trading Post and
the Enchanted Mesa Indian Arts building follow the tradition of
the now razed Wright’s Trading Post te signal their function
through their form (Fig. 54.). In tne case of Maisel’s, arcnitect
John Gaw Meem incorporated multiple display windows and a
recessed entry to create a front consistent with the street wall
but used a hybrid Southwest-Art Deco Siyle upper facade featuring
Indran-styled murais to suggest the building’s function (Fig.55).

Related to the curic shop but coften offering only Jower
guality Indian crafis ¢or mass produced renlicas was the roadside
attraction and all-purpose store. Sometimes referred to a "tour-
ist Traps” or "snake pits,” these businesses relied extersivaly
on billboard advertising and gimmick to lture motorists off of the
roac, Sometimes the atLraction was snakes; other times a buffalo
or an Indian dancer. The original roadside attraction/curio shop
was thne CYiff Dweilings, an imitaticn Indian ruin sset in a sand-
store cliff at the New Mexico-Arizona border, Opened 1in the
earty 1830s Dy an Arizona entrepreneur who called himseif "Indian
Miller,” the Cl1iff Dwelling offered tourists a quick convenient
glimpse of a southwestern building Tvpe, albeit fake, that they
mighs not otherwise see (Fig. 58). Tnis sub-type of the curio
shoo proiiferated after World War IXI wnen places the Longhorn
Ranch, the Frontier Museum, Ft. Ye&liowhorse, and the Cobra Gar-
cens cropped up along Route 66, Often announced miles in advance
by biiibocards announcing their gimmicx and items for sale, they
were cften fronted by gaudily painted walls or fort-like pali-
sacdes or rustic board and batten facades covering theair concrete
blcck walls. These propertiss reprasent the most ephemeral of
roadside pusinesses and were among tne first to fail with the
advent of the interstate.

The curic shop 1s a significant property type for it is a
reminder of the commercial impact of automobile tourism along
Route 68. As the early Indian traders diversified to include the
tourist in their market, and as urban businessmen began to tap
the tourists’ desire to take home reminders of their trips to the
Southwest, the trading post/curio shep became an important ele-
ment along the side of Route 66. In their most traditional func-
tion as a trading center they offered cne of the few places where
Indian and tourist would meet, be it buying groceries, gas, or
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Fig. 55 Maisel's Indian Jewelry and Crafts, Albuguerque, 1939.

N .

ST O NI v 3
56 Tourist attraction at Cliff Dwellings, ca. 1930.
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crafts. In their most superficial function, they revealed the
degree to which P.T. Barnum’s dictum about Americans’ gullibility
applied to the tourist,

In recent decades, the curio shop as a property type has
undergone several changes. Many shops in Albuguerque are now
located in 0ld Town. A block removed from Route 66, this contem-
porary tourist attraction, prior to the mid-1950s, was a commu-
nity plaza with only a few curio shops. Its transformation, along
with the interstate, has resulted in the removal of many curio
shops from Central Avenue. Likewise, in recent decades many com-
mercial buildings in downtown Gallup have become jewelry and
crafts outlets. While these buildings date to the 1920s and ear-
lier, few of them were curioc shops during the highway's pericd of
significance.,

To be eligible, a curio shop/trading post must have func-
tioned as such during the highwayv’'s period of significance and
must convey a high level of historic integrity. Its design,
setting, and materials must contribute to a strong feeling of its
role as a curio shop/trading post along Route B6.

Potentially eligible curic shops/trading posts:
Santo PDomingo Indian Trading Post {Domingo 1922
Budville Trading Company {(Budvilie 1935-40)
Viila de Cubero {(Cubero 1937)
Maisel's Trading Post (Albuguerque 1839)
Enchanted Mesa Indian Arts {(Albuguerque 1348)
Bell’s Trading Post {Albuquerque 1946-47)

Property Type: Municipal Roadside Attractions

Although the historic context of this report focuses on Route
66 and how it reflects the rise of automobile tourism in New Mex-
ico through the history of the develeopment of the road and the
tourist-related buildings along the rcoadside, WPA projects in New
Mexico are an important related element during the Depression.
Not only did federal relief monies stimulate road improvements
and the complete paving of the highway, they also enabled commu-
nities along the road to undertake projects that benefitted both
townspeople and tourists. Federal agencies were inveolved in the
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crafts., In their most superficial function, they revealed the
degree to which P.T. Barnum's dictum about Americans’ gullibility
applied to the tourist.

In recent decades, the curio shop as a property itype has
undergone several changes. Many shops in Albuguerque are now
located in 01d Town. A block removed from Route 66, this contem-
porary tourist attraction, prior to the mid-1850s, was a commu-
nity plaza with only a few curio shops. Its transformation, along
with the interstate, has resulted in the removal of many curio
shops from Central Avenue. Likewise, in recent decades many comn-
mercial buildings in downtown Gallup have become Jewelry and
crafts outlets. While these buildings date to the 1820s and ear-
lier, few of them were curio shops during the highway's periocd of
significance.

To be eligible, a curio shop/trading post must have func-
tioned as such during the highwav’s period of significance and
must convey a high level of historic integrity. Itz design,
setting, and materials must contributs to a strong feeling of its
role as a curioc shop/trading post alaong Route 66.

Pectentially eligible curic shops/trading posts:
Santo Dominge Indian Trading Post {Domingo 18522)
Budvilie Trading Company {Budville 1935-4Q)
¥Villa de Cubero (Cuberoc 1937)
Maisel’s Trading Post {Aibuguergue 1939)
Enchanted Mesa Indian Arts {Albuguergue 1848}

Bell’s Trading Post (Albuguerque 1846-47)

Property Txpe: Municipal Roadside Attractions

Although the historic context of this report focuses on Route
66 and how it reflects the rise of automobile tourism in New Mex-
ico threugh the history of the development of the road and the
tourist-related buildings along the roadside, WPA projects in New
Mexico are an important related element during the Depression.
Not only did federal relief monies stimulate road improvements
and the complete paving of the highway, they also enabled commu-
nities along the road to undertake projects that benefitted both
townspeople and tourists. Federal agencies were involved in the
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Fig. 58 Park Lake, Santa Rosa, WPA project, 1934-40.
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development of projects that benefitted tourists even before the
New Deal. The Middle Rio Grande Conservancy District created
what became known as Tingley Beach in 1931. Although it wasn't
until the straightening of Route 66 in 1837 that cross-countiry
motorists passed directly by the swimming lake, it became a popu-
lar recreational spot for the citizens of Albuguerque as well as
tourists seeking to cool off after a long day of summer travel,
During the Depression, WPA-funded projects developed similar rec-
reational sites in Tucumcari and Santa Rosa. These projects
created Jjobs for local unemployed workers. When they were com-
pleted they became the site for local picnics and ocutings. At
the same time, they became attractions which.local promotional
groups were able to offer tourists as an inducement to spend a
night in one of the communities’ tourist courts,

Both Five Mile Park four miles west of Tucumcari and Park
Lake in Santa Rosa are adjacent to what was Route 66. Both use
water from nearby springs to feed a large pool in Tucumcari and a
lake in Santa Rosa, Both also use the Pueblo Revival Style for
the parks' associated buildings, a large community hall at Five
Mile Park and a bathhouse at Park Lake {(Fig. 57). Both also are
landscaped using locally-quarried stone so that visitors were
able to develop a strong sense of place as they swam, noting the
use of the stone in the surrounding walls and terraces (Fig. 581},

These municipal roadside attractions dating to the New Deal
are significant because they serve as reminders of how WPA pro-
jects not only provided work fer local people but enhanced the
public facilities small communities were able to offer tourists.
In the early 1920s, many communities had provided free municipal
campgrounds for pioneer motorists. When private camping grounds
and then tourist courts replaced them, the municipal role in pro-
moting tourism through providing public spaces for teourists
diminished. WPA projects such as these marked the gradual return
of local governments to that early role, a practice common todav
with towns’ promotion of parks, open spaces, museums, and special
events. With their picnic and swimming facilities, both public
parks enhanced their towns for those passing through.

Both of these municipal attractions continue to operate.
Although the pool at Five Mile Park is no longer used, the Tucum-
cari Lions Club maintains the park, now known as Apache Wells
Park, and community events such as the annual high school reunion
are staged there. Park Lake continues to be an important picnic
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and swimming site in Santa Rosa. To be eligible, properties
within this category must possess a high degree of historic
integrity based upcon their design, setting, materials and work-
manship so that they convey a feeling of their appearance and
role as a tourist attraction during the period of significance of

Route 66.

Potentially eligible municipal tourist attractions:
Apache Wells Park (Tucumcari 1839)
Park Lake (Santa Rosa 1934-40)
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Recemmendations

This project has provided HPD with a comprehensive inventory
of the architectural and historic resources associated with Route
66 in New Mexico. Not only are there now on file completed HBI
forms on over five hundred tourist-related properties along the
rcadside, there is also a history of the development of the hich-
way. The inter-disciplinary methodology developed in this pro-
ject can serve as a model for analysis of other important roads
in telling the state’s transportation history. It may also pro-
vide HPD with a model that it can share with preservation offices
in other states that are just beginning to develop projects look-
ing at the role of automebiie tourism. ‘

Determining how to make the greatest use of the results of
this project is an issue HPD will now want to consider. Cer-
tainly the follow-up funding of a National Register multiple
property nomination marks a first use because the nomination can
build on the material collected as well as the experiences and
community contacts of the project team,

Even as the nomination project unfolds, important guestions
will arise. The matter of including a few post-Worild wWar II
properties that fall within the period of significance and con-
form to the eligibility criteria defined in the report presents
an important issue. The dynamic nature of the American rcadside
threatens some of these post-war properties that reveal a great
deal about the spatial organization and architecture of vernacu-
tar tourist-related properties. Alsoc, some of these buildings
need to be recognized and preserved as essential elements con-
tributing to the cultural landscape of the American roadside. To
permit their removal would undermine the integrity of feeling
that a journey across the highway still holids.

The same reasoning applties to other sections of the road.
The criteria for eligibility in the report Timits potentially
eligible road portions to "abandoned” sections (with the excep-
tion of the Rio Puerco Bridge portion which is the most evident
property to motorists on I-40 and which holds great potential for
publicizing old 66 through New Mexico}. These abandoned sections
with their gravel or crumbling asphalt surfaces and related ele-
ments do, in fact, recall Route 66. Other sections, however,
which serve as 10cal roads and have received necessary improve-
ments also convey a feeling of early two-lane automobile travel
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and reguire further discussion. Specifically, the sections
between Montoya and Cuervo and between Laguna and McCarty’'s hold
much potential for historic interpretation. They also offer
opportunities for an easily passable, convenient by-way for I-40
motorists. Since Route 66 15 popular—--perhaps the most popular
state resocource HPD has yet inventoried--designating some readily
accessible sections 1s important. Doing so may offer HPD an
opportunity to gain favorable recognition which will help to pub-
licize its other, sometimes under-appreciated, efforts.

HPD may also consider sharing this project with state legis-
lators. The project team has talked with legislators, city coun-
cils and planning departments, chambers of commerce, and citizen
groups. People frequently suggest the need to get all state
agencies invoived in preserving vestiges of Route 66. They often
suggest beginning that process by involving legisiators with con-
stituencies along the highway. They feel that if their legislia-
tors are aware of the public interest in Route 66 they can then
encourage other state agencies to do their part in helping to
recognize and preserve historic elements of the highway. Perhaps
offering a slide show to legislators during the upcoming legis-
lative session would be cone way of publicizing this concern.

Making full use of the project’s results will also invoive
HPD’s working directly with other state agencies. This project
has produced a slide program that the Department of Tourism wil]
be able to use in its promotion of tourism along Route 66. But
uUnless cliear evidence of the road and some of its roadside prop-
erties exists, many would-be visitors wiill be frustrated in their
efforts to find the old highway. Thus, the State Highway Depart-
ment must become invoived 1in this project. Highway enhancement
projects are included within the ISTEA funds that the department
will administer. Therefore it is essential the HPD notify the
State Highway Department of its list of eligible properties sc
that Route 66 can be on record as a "scenic highway” with "his-
toric and cultural guaiifications.” A first step that the depart-
ment should consider undertaking is the posting of Historic Route
66 signs at appropriate interstate ramps and along both rural ang
urban portions of the old road. It is one that has been asked
for in every meeting the project team has held with leaders 1n
every town. We cannot emphasize too strongly the need for this
type of cooperation.
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Finally, HPD should consider preparing design guidelines for
tourist-related structures such as motels, gas stations and
cafes. As the HBI forms show, many properties have been altered
as their functions have changed: others have been neglected.

Many such properties can be restored to their original appear-
ance, If interest in Route 66 continues to grow, it is likely
some owners wilil want t¢o restore them. But they will need infor-
mation about materials, styles and potential benefits of doing
so. This need is particularly true of many of the Asian-born
owners of older motels. Our conversations with them reveal that
many are only slightly aware of Route 66 and itse role in American
pepular culture. Many have indicated an intgrest in learning
more about how they might restore their motels to make them
attractive toc a Route 66-oriented clientele. Furnishing them with
design guideliines, and even a brief discussion of Route 66, will
contribute to preserving the histeoric feeling of the highway and
its roadside.
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Serrano, Adeolfe. With David Kammer, November 11, 19%2.
Smith, Ira. With Pavid Kammer, Neovember 21, 1992,
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Appendix A: FAP Contracts along Route 66

FAP # Miles Cost
76 12.4 385 (1)
141 8.8 127
27 21.9 212
75 25.3 243
113 12.5 182
113 B 7.6 199
74 7.5 96
115 4.4 48
13 24,5 213
178 26.1 387
118
119 15.0 610
175
28 (SAP)
151(A,B)14.3 346
151 (C) 11.8 116
179 {2) 72.5 820
22(A) 6.0 68
22(B) 11.9 91
114 (3} 24.1 181
114 (D) 3.5 87
5 21.2 108
127 (4) 41.5 450
Total 372.8 4,976

4 20.6
136 1.9
150

125

102
61(AB)
26

36

88(A)
88(B)
88(C)
88(DE) 1
32 (SAP)
3

w] o M
- .

[ T~ A S e

-

et =] O = O 00 On e O

1930
1825
1922
1925
1925
1834
1924
1924
1922
1933
1923
1923
1823
1930
1830
1936
1936
1922
1922
1922-28
1928
1920

1930-32 1931-34

Year Let/Year Paved

1930
1935
1937
1937
1935
1935
1837
1937
1937
1935
1825
1925
1925
1830
1834
1937
1936
1837
1936
1835
1836
1933

Approx. Locaticn
W. McKinley Cty
E. to Gallup
Gallup-Guam
Guam-Bluewater
Bluewater-Grants
E. through Grants
into Acoma Res.
McCarty's to Cubero
Cuberc to Armijo
Laguna cut-off

through Abg.
to Tijeras
0ld Tewn Bridge
Tijeras to Barton
Barton to Moriarty
Moriarty east
E. to Santa Rosa
Santa Rosa-Cuervo
Cuervo to
Montioyva
Mentoya to Tucum.
Tucumcari to Texas

Contracts on Pre-straightening Portions

118
92
156

177
139
314
157
36
37
13
413

{8)

1922
1925
1929

1932
1924
1822
1921
1821
1825
1928
1827
1831

1920
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1929
1928
1929

1924
1922
1921
1924
1925
1928

1932

Armijo to R. Puerco
Rio Puerco Bridge
Puerco to Los Lunas
Southern Bern. Cty
Abg. to Isleta
Abg., to Isleta
Abg. to Bernalillo
Abg. to Bernalillo
Bernalillo

Bern. to Algodones
La Bajada Bridge
Sandoval Ctiy

S. from Santa Fe
E. from Santa Fe



aC 4.2 62 1923 - E. to Glorieta
13(A)X{5)11.3 148 1924 - to San Miguel Cty.
72 9,3 89 1924 - E. to San Jose
60(AB) 25.7 240 1924 - San Miguel Cty.
112 24.1 67 1924 - toward Santa Rosa
- {7) _15.0 - ca.1924 - toward Santa Rosa
194.,1 1,977 .

Footnotes:

1. Cost in thousands of dollars for initial road project only.

2. Includes contracts A through E.

3, Includes contracts A through C.

4, Includes contracts A through D.

5. Naticonal Forest Project

6. Figures unavailable

7. Unlisted fifteen mile portion of 66 going north from cutoff
junction to San Miguel County line.
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