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Marion C: Wiley, who retired in 
1971 as. chief of highway administra
tive services, has researched and 
written this account. It is dedicated 
to those who developed Colorado's 
highway system and to all who have 
used it. 

The cover picture- a Jack~on 
photo, ·the Million Dollar Highway 
in 1874, between Ouray and Silver
ton. Other credits include drawings 
frorri the Federal Highway Ad
ministration, and photographs from 
Division of Highway files. Among 
the latter are copies of Historical 
Society of Colorado material. 

Bicentennial project of the Division of Highways, State Department of 
Highways, State of ColoradQ• 



'IHE mGH ROAD 
TRAILS TO A NEW WORLD 

To the travelminded, 'most every 
turn of the road can lead to adven
ture. A drive to the top of Mount 
Evans, to look down on the valley of 
Straight Creek backdropped by 
mountain peaks. The view beneath 
the simple lines of the Genesee 
Mountain bridge to the white-cap
ped range on west. 

And just as every new highway 
vista may bring excitement, there is a 
story of varying import behind the 
building of it. Let's search out that 
account. Let's see, then, how Col
orado's road network began and 
developed before and after .we 
became a state. You'll meet some of 
the people whose skills and in
genuity, vision and dedication, have 
contributed so much to the growth 
and progress of our state. This is the 
Story of roads in Colorado. 

Most of the grassgrown ruts made 
by the~ires of laden wagons have 
long since been obliterated by 
natural vegetation or by the high
ways we use today. But perhaps in 
the early morning sun you may still · 
be able to see a faint line winding 
wearily over the distant hill, and if 
you listen closely to echoes from that 
century past, you may hear in memo
ry the rattle of the StOut wagons and 
the "gee" and "haw" of the drivers. 

The durable pioneers who first 
came over the wide prairies in wagon 
trains, sometimes a mile Long, were 
cnming to a new land of adventure 
and promise, to a place where gold 
could be picked up along the streams 
for the taking, where a man could 
become wealthy overnight. During 
the gold rush of 1859 and the years 
that followed, literally thousands of 
families, some from. as far east as 
Boston, sold their homes and jour
neyed to this fabulous .gold country. 
At Independence or Westport, the 
termini of river boats,they boughr 
wagons and oxen; or mules, and sup
plies which the guide books to the 
gold fields said were needed. Few 
knew the hardships of the journey 
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that lay ahead or the danger from 
hostile fellow human beings. Of 
rhese thousands, some died along the 
way; others became disillusioned and 
returned to where they had srarred. 
Many turned to farming in the fertile 
valleys or went into trade. A very 
few became immensely rich. 

But even before this rush of 
caravans to the west, there were 
se:veral known trails ' into what we 
now call Colorado. Expedirions by 
army officers· entered the area begin
ning iri 1806 and recorded theit find
ings. Among those who explored the 
region were Pike, Fremont, Long, 
Wheeler, Marshall, Berthoud, and 
others. No . settlers immediately 
followed these expeditions, although 
there were a few rugged and adven
turesome trappers who located along 
the Atkansas River near what is now 
Canon City. 

The Spaniards were the first white 
men to enter present day Colorado. 
Various parties had ventured from 
what is presently New Mexico into 
what is now rhe San Luis Valley 
before the De Vargas campaign of 
1694. Archuleta pursued fugitive In
dians from Taos to near present-day 
Pueblo, then about a 100 miles east 
to a settlement called El Cuarrelejo. 
Some historians teport the Spanish 

operated a :thriving slave trade with 
captured Indians. An eight-year-old 
.Indian girl, well formed , would 
bring $400 in Mexico, and · a strong 
young Indian boy was worth $200. In 
1706 Ulibarri led a party .to El Cuar
telejo where, believing the French 
were about to invade the region, he 
took formal possession of all the ter
ritory in the name of Spain. 

Father Escalante left Santa Fe July 
29, 1776, looking for a new route to 
the miSsions in California. He tra
velled northwesterly, entering pre
sent-day Colorado near Arboles 
about AuguSt 7, 1776. On today's 
inap his trip took him near the loca
tions of Hesperus, Dolores, Egnar, 

. Naturita, and Nucla, then east and 
north to ·Montrose, Olathe, Paonia, 
Collbran, Grand Valley, and 
Rangely, then northwest to the 
Green River near Jensen, Utah. 

Wiliiam Becknell, later to be 
known as the father of the Santa Fe 
Trail, left the end of the railroad at 
Franklin, Missouri, in 1821 with a 
pack train loaded with merchandise 
he expected to sell to the Indians on 
the plains. He travelled south
wester! y to the great bend of the 
. Arkansas· River, then followed along 
the river to about whete La Junta is 
today. He encountered no Indians; so 
he followed an age-old Indian trail 
up Timpas Creek southwesterly to 
near Trinidad, then over Raton Pass 
southerly into Santa Fe. Instead of 
the Indians he had expected, he 
found Spanish-speaking soldiers 
from Mexico. He was indeed 
welcome, and he quickly sold his 
goods for a 1,500 percent profit. 

In 1822, Becknell returned to San
ta Fe with loaded wagons, but know
ing he could not cross RatOn Pass 
with his wagons, this time he left the 
Arkansas, travelling southwesterly to 
reach and follow the Cimarron, find
ing it shotter though fraught with 
Indian bands. Arriving in Santa Fe, 
he declared the rOutes suitable for 
overland travel. And so was born the 
Santa Fe Trail. Some difference exists 



in various monwnents to the trail. 
Many show 1822, the date of the fitst 
wagon· train. A monument in Inde
pendence erected in 1909 bears the 
dates 1821-1872, the earlier one 
being that of Becknell's first pack 
train. 

Along with the Santa Fe Trail, 
with its extension running up the 
Arkansas River to the trappers' sta
tions near Canon City, there were 
two other principal trails travelled 
by the prairie schooners of those 
early days. All three of these genetal 
routes are still in use as modern high

Jways, in testimony to the common 
sense and good judgment of those 
pioneers. 

The way into Central Colorado 
from the east was called the Smoky 
Hill Trail. It was. laid out between 
1850 and 1858 and began at Leaven
wonh, ran westerly along the Kansas 
River to the Smoky Hill River, then 
along the Smoky Hill westerly, rhen 
following the route later taken by 
the Kansas Pacific Railroad, (Union 
Pacific), to old Cheyenne Wells, 
Hugo, Limon. Bennett, and Denver. 
The Guide to Kansas. the Pikes Peak 

Gold Region published by J. H. Col
ton in 1859. shows the Arkansas 
Route following the Santa Fe Trail to 
Bent's Fon, then west by nonh to 
Pikes Peak. It was 800 miles from 
Wyandotte to Pikes Peak, then 78 
miles north to Cherry Creek. Wood 
and water were available. and the 
grass came up earlier. The Smoky 
Hill route was 600 miles; there were 
more settlements along the way, and 

wood and water were plentiful. The 
August 29, 1860. issue of the Rocky 
Mountain News gives a good 
description of this passage, 622 miles 
in all. 

The third route was the Overland 
Trail, which first originated in 
Archison. It ran nonhwest to the 
Platte River, then followed it to the 
junction 6f the South Platte and 
along the South Platte into Colorado 
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near Julesburg. It followed the South 
Platte to Latham and Greeley, then 
up the Cache La Poudre to LaPorte, 
then northwest generally along pre
sent U. S. 287 into Wyoming. 'When 
the Overland Stag/! Line was 
rerouted to include Denver, it ran 
over the Ft. Morgan cutoff to 
Denver then to Longmon~, Love
land, L~Porte, and Virginia'Daie .to 
Wyoming. . 

The Cherokee Trail began 10 

Oklahoma and ran north to join the 
Santa Fe Trail, then west to La Junta 
to FountainCity (Colorado Spnngs), 
then along Cherry Creek to De~ver. 
There were various routes Into 
Southwestern Colorado used by the 
Spaniards. They followed lines .of 
least resistance along age-old wtld 
animal trails or paths worn by the In
dians. Alignment of some of these 
named trails has been adjusted some
what to become the location of 
modern-clay highways. 
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THE GOLD STRIKE 
OF 1859 

As the magnitude of the gold 
strike became known and tales of 
this new land pervaded the east, 
thousands pulled up stakes and 
headed for the bustling mining 
camps of Colorado. F~r more than 20 
years, great wagon· trams, often num
bering 400 teams, moved over these 
natutal trails. Each caravan had to do 
its own road work, but the members 
did only what was necessary to get 
through. However, in the process, 
the trails were improved somewhat. 
Almost universally, the roads 
foliowed the high ground along the' 
rivers. The roadbed was more firm, 
and. it was much easier to crosS 
stream branches where they were 
smaller. Then too, the travellers were 
close enough to water, wood,:·and 
grass. If they moved along the banks 
of the river, a sudden heavy 

downpour could mire the w;.gons for 
days. v 

Stage line operators were not sl?w 
to recognize this new opportuOlty. 
Although the. first mail wagon, 
drawn by lI).ules, left Independence 
for Santa Fe as far' back as J lli y I, 
'1850, the first real stage line left 
Leavenworth on March 27, 1859, 
and arrived at ti~nver June 7, 1859. 
One author records the arrival on 
May 7 and reports that Horace 
Greeley arrived on rhis stage June 6, 
1859. The route was a new one not 
generally used before, and the stage 
line people and the passengers 
pitched in to help with the necessary 
road work. Even Horace Greeley was 
said to have helped with a pick and 
shovel. .• 

The line was the Leavenworth and 
Pikes Peak Express Company, and 
the toute ran from Leaven worth 
westerly between the Solomon and 
Republican Rivers to the headwaters 



of the Beaver, Bijou, and Kiowa 
Creeks, then to Cherry .Creek and 
along its north banks to Denver. The 
route, generally followed by present 
U.S. 36, was laid out by B. D. 
Williams, who was to become our 
first territorial delegate to Congress. 
Other stage lines were formed, and 
they operated over the other prin
cipal trails to the gold fields. 

Rivalry was high, and competition 
between these stage lines was fierce. 
Lucrative mail contracts were held 
out to the line that could consis
tently deliver the mail first. Amid all 
the sttuggles for suprema,CY between 
the stage lines, here appeared a' short 
but perhaps one of the most dramatic 
chapters in our western hisrory. The 
Pony Express was organized ro carry 
mail from St. Joseph, Missouri, to 
Sacramento, California. From Sc Joe 
it ran nonhwest to the Platte Ri~er, 
along the Platte to the South Platte, 
where it veered southwesterly along 

the South Platte ro} ulesburg. Altho 
a branch was later extended to 
Denver, the main route turned 
northwest from Julesburg to Fe. 
Laramie, then on ~o Sacramento . The 
fitst run began April 3, 1860, and 
was completed in eight days and fout 
hours, whereas the stage on th~ same 
route would rake 21 to 23 days: With 
the advent of tile ttanscontinental 
telegraph, the Pony Express went out 
of business Oerober 24, 186\. While 
irs life was short, the Pony Express 
gives us a most graphic example of 
the physical stamina of man and 
'animal and the intense motivation so 
broadly evident in commercial en
terprise of those early days. 

There were some in those days 
who felt that since the roads were 
getting fairly good, it, was time to 
seek some other means of.traveL .A 
man by the name of Fortune built a 
steam wagon 20 feet long. It worked 
well in the trails, making an easy 

eight miles an hour. It was scheduled 
for its maiden. trip from Atchison to 
Denver July 4, 1860. Then ;;ome
thing went wrong wit!) ·the steering 
geru:, and the excited driver ran into a 
building, wrecking both. the steam 
wagon and the struerure. Had there 
not been this slight accident, the 
automobile might have thrust itself 
upon the scene to change our lives 
radically, some 40 years earlier than 
it did. 

TOLL ROADS 
AND QTTO MEARS 

At the rime Colorado became a 
territory in February, 1861, the Kan
sas Legislature had already 
authorized some toll roads and a few 
toll bridges, one of which was built 
over the Arkansas at Pueblo in 1860. 
One of the toads which opened in 
1859 was from Denver to Bergen 
Park, and was completed to Tarryall 
in 1860. Another ran from Denver to 
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Mr. Vernon in the (all of 1859 and 
was also finished to Tarryall in 1860. 

Between the time Colorado 
became a territory in 1861 and 1876. 
when · she was admitted as a sti'te. 
there was a great deal of road build
ing done. Although the economy 
was booming. the state and the coun
ties had little or no money and cer
tainly none for roads. As a result, the 
roads were built by the stage lines or 
the mining companies or some en
terprisiog citizen who had money 
and was willing to take a chance on 

' getting his investment back. with in
terest. from the tolls collected. The 
rates varied somewhat. but these are· 
typical. 

Each wagon with onc team 
Horse or mule with rider 
Horses, mules or cattle 

driven each 
Sheer. hogs, or goats 
Travel to attend funerals 
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$1.00 
0.25 

each 0.10 
each 0.05 

FREE 

Several toll roads were approYed 
during this period. A few of these 
are: 

October 11. 1861,from Denver via 
. Bradford; North Pork of South 
Platt .e to Hamilton and 
Breckenridge 

August S. 1862, Ute Pass Wagon 
Road Company from Colorado 
City via the Colorado and Tar
ryall Road to the South Branch 
of the Platte on the eastern edge 
of South Park. 

February 10. 1865, Overland 
Wagon Road Company, from 
Denver via · Boulder City and 
Arapaho (or Boulder) Pass to 
the west boundary of Colorado, 
PROVIDED, no toll gate be 
erected between Denver anc! 
Boulder City (now called 
Boulder). 

According to the Denver Times of 

July 8, 1915, Uncle Dick WOOfton is 
supposed to have established the flCSt 
toll road in Colorado. He obtained 
charters from legislatures . of both 
Colorado ·and New Mexico for rights 
and privileges to operate a toll road 
on the Santa Fe Trail on .Raron Pass. 
This old trapper had taken on an im
posing . task. There were gr.eat 
hillsides to CUt, rock ledges ro blast, 
trees to fell, bridges to build by the · 
dozen and long lines of difficult 
grading. It was a gigantic undertak
ing, but in the spring of 1866, having 
built his home, he took up residence 
atop the pass and began ro collect 
tolls. He had five classes of 
customers: · the stage company, 
freighters. military, Mexicans. and 
Indians. Wootton was reported ro 
ha veargued with the Mexicans 
while carrying a Stout club, bur the 
Indians passed through free. Uncle 



Dick wanted to keep his scalp. He 
continued to collect tolls here for 
several years. 

Late in 1866 Wells Fargo absorbed 
all transcontinental stage lines com
ing into Denver. As the railroads 
continued to push their fingers of 
progtess actoss the plains of Kansas 
and Nebraska, the eastern endS of 
the stage.lines were gradually moved 
westward. At. the same time, tra
vellers were moving into the fertile 
valleys of the three parks and many 
were settling upon the land, having 
long since discarded the dream of 
fabulous fortune which may' have 
first brought them ·here. 

In the town of Saguache lived a 
small man who was destined to 
become a giant in the history of road 
building in Western Colorado. His 
name was OttO Mears, and he oper
ated a general store. Mears was to 
become the one man perhaps most 
responsible fat opening this part of 
our state for development. 

He soon built and opened another 
store in Saguache, this time with liv
ing quarters in the back for his 
family. Then he took up some farm 

land on which he plant~dwJieat, 
first year's crop on this · vu.K' . ... ... J .. · 

proouced60 bushels to the aut 
the", .as mjW,with a good C1"~ t~e 
price at Ft. Garland took a nosedive; 
Not one to ::giveup .- easily, . Otto 
Mears decided to haul his whear to 
Califilmia Gulch near present-day 
Leadville and sell it to the minen, 

.siric~ thar'~ ~Ii~re the . ~cti61i was, 
There was no ' .road, just a. qail for 
pack horses . . OrlPon(:ha pass his 

. wagon tipped '. oy~randspi11ed:his 
load. While he had righted the 
w"gOrl and." wasr~loadingwhaihe 
could garher up, a man un horseback 
Came along.nd stopped co help. This 
man was William Gilpin, territorial 

Uncle Dl&1t Wootton's rtsit/en&e 0,. Raton Pasl, 1919, as "buill. 
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governor of Colorado. When Mears 
complained about the lack of coads, 
Gilpin asked why he didn't spend $5 
for a charter and build his own coil 
.road. OttO Mears was a man who 
could take good advice and so began 
a career which would see the build
ing of some 383 miles of toll coads 
and the construction or buyillg of 
several railroads. 

The road from Saguache over 
Poncha Pass co Nathcop was built by 
Mears in 1867. It connected at 
Nathrop with the Denver to Califor
nia Gulch Road. He built ,he Los 
Pinos Agency Road in 1872. It ran 
from Gate View to Cimarron and 
was extended to the Uncompahgre 
in 1877. In 1874 he had built the 
Saguache and San Juan Wagon Road 
as far as Indian Creek. It was com
pleted up the Lake Fork of the Gun
nison by . Enos Hotchkiss, who was 
the discoverer of the fabled Golden 

The Million DoIl4,. Highway. 
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Fleece mine near Lake City. In later 
years Hotchkiss moved co the North 
Fork Valley, where rhe town of 
Hotchkiss was named as a memorial 
td him. 

The · Brunot agreement of 187.~ 
with the Ute Indians provided that 
the ·Utes move south out of the San 
Juans in rerum for payment of 
S25,O<XJ a year by the federal govern
ment. Negotiations were stalemated 
until Otco Mears, a friend of Chief 
Ouray, proposed an additional pay
ment of S I ,(X)() a year to the chieffor 
his personal use. While Brunot ob
jected to what he felt was a bribe, he 
agreed and the treaty was promptly. 
executed. 

-As the Utes moved southward, toll 
roads were pushed farther ·west. Of 
the many built by Otto Mears was 
one from Mears Junction south of 
Poncha Springs co Gunnison, which 
was PUt through in 1878-1879. Later 

he rhoved on west to Sapi~ero, then 
south to a connection with the Los 
Pinos Agency Road. In 1877 he built 
the coad from Lake City to Eureka 
and Howardsville. 1'11880-1881 he 
fashioned a coad "(rofR··about Ridg
way over Dallas Divide to Placer
ville, then on to Telluride witl] an 
extension to Ophir,. During IR8!" he 
constructed the most famous road 6f 
his career and the one for which he is 
best remembered. This was the 
renowned Million Dollar · Highway 
from Outay to Silverton. Ir was later 
called the Sanjuan Way and a parr of 
the Great Circle Trip. The first year, 
1881, Mears fini·shed the first eight 
and one-half miles from Ouray to 
lconton up the Uncompahgre. Sheer 
stone walls rose over 1,(XX) feet in 
this narrow canyon. A shelf had to he 
blasted inco the solid rock, and it was 
said to have cost some S4(),(XX) per 
mile. The toll house was plac.ed at 



Bear Creek Falls, where today there 
is a drive-out so tourists may stop 
and marvel at the wonci'ers of that 
construction. During' the next twO 

years, 1882-188.0, Mears extended 
the road south following Red Moun
tain Creek, over Red Mountain Pass, 
and down Mineral Creek to Silver
ton. Origin of the name Million Dol
lar Highway is nebulous, but repor
tedly it cost the State Highway 
Department more than S I million to 
improve the road afrer the depart
ment took ir over in the 1920's. 
Another story is rhat the gravel used 
for surfacing contained over S 1 
million dollars in gold, though no 

" o!'\e realized it at the time. 
There is no real evidence that gold 

bearing gravel of any significance 
was:.llsed for surfacing the roadway. 
However, after the section became a 
stare road, the Highway Department 
spent almost SSSO,(XX) for improve-· 
ments during the 1920's and 19W's. 
The Bureau of Public Roads had 
already paid out considerable forest 
highway funds on the road, begin
ning eVen before it became a state 
road. When you count what Otto 
Mears spenc and add the amounts 
originally expended by the state and 
federal agencies, it is perfectly safe to 
describe this road as The Million 
Dollar Highway. 

Road building continued at a fast 
pace during the 1860's and 1870's. 
While the stage coach lines were 
retreating in the east before the ad
vance of the railroads, there was still 
a thriving stage business along the 
front range of the Rockies, extending 
to the mining camps and new farm
ing settlements west of the Conti
nental Divide. The Leavenworth and 
Pikes Peak Express Line was 
reorganized in about 1860 to become 
the Central Overland California and 
Pikes Peak Express Company. 

CAPTAIN BERTHOUD 
AND THE PASS 

Captain E. L. Berthoud was hired 
in 1861 to find a route through the 
mountains to Salt Lake City and to 
make a survey report. With his 
guide, Jim Bridger, he began the 
survey near the headwaters of Clear 

. Berthoud Pass west side, 1972. 

Creek and travelled north over a- pass 
he had found May IS, 1861 (some 
say May 12), and which now bears 
his name. The survey was begunJul'y 
8,1861; he returned August 22,1861 
and completed his report September 
19, 1861. After crossing rhe pass, the 
survey ran down Moses Creek 
(Fraser River), then followed old In
dian trails to the Yampa, then south 
to about Meeker, then down the 
White River to the Duchesne, the 
Provo, and Timpanogas Canyon to 
Provo City. The entire distance of 
413.25 miles was chained, marked, 
and topography was taken. He had 
found a short, easy route through the 
mountains to readi Salt Lake City. 

After some study the Central 
Overland California and Pikes Peak· 
Express Company decided to build 
the road. General Chivingron 
reported in the Miners Register of 
July 7, 1863, that the construction 
from Empire to Middle Park was 
complete to within three miles of the 
summit (Berthoud Pass) and pro
mised this would be the best moun
tain road in the territory. However, 
after spending large sums, the com
pany went broke, and the work was 
abandoned. 

The next time of any activity was 
in the July 7, 1874, issue of the Col
orado Miner, which carried an article 
saying the Georgerown, Empire, and 
Middle Park Wagon Road Company 

was atranging ro complete the route, 
through Berthoud Pass, and about· 
$2,500 in stock had already been 
subscribed. Obviously, the sale of 
stock was successful, since the Col
orado Miner again carried a story on 
November 7, 1874, that the George
town, Empire, and Middle Park 
Wagon Road was now a living thing. 
Wagons laden with baled hay had 
JUSt come over the entire line from 
the park. Without any doubt, the 
travel next season would amply 
justify the name of this route 
through Berthoud Pass - The Great 
Highway to Western Colorado. And 
at 7:00 a.m. November 18, 1874, all 
of Georgetown turned out to see the 
departure of the first stage ro go over 
Berthoud Pass. Before noon the stage 
reached the rop, and by evening the 

. entire party were celebrating their 
., accomplishment in Hot Sulphur 

Springs. 

LOVELAND BUILDS A 
NEW ROAD TO LEADVILLE 

In the search for a possible roure 
for the continuation of W.A.H. 
Loveland's Colorado Central 
Railroad, Captain Berthoud filed on 
an unnamed gap just north of Argen
tine Pass. This latter pass had proved 
impractical and unusable as a stage 
route. In 1878 the mining world was 
stunned by evidence that Leadville's· 
fantastic silver mines· were going to 
be as rich as Virginia City's Com
srock Lode, whose wealth built San 
Francisco, The Colorado Central had 
by that rime pushed up Clear Creek 
from Golden to Georgetown. Dur
ing the winter of 1878-1879, love
land had set up ·the Bakerville and 
Leadville Wagon Road Company, 
expecting ro start road building in 
May. News that Stephen Decatur 
had ten men cutting a road up 
Grizzley Gulch to Irwin Pass 
brought immediate action. Loveland 
hired 100 men with teams, wagons, 
scoops, dynamite, and c1.lUck wagons 
to push the "High Line Road" over 
the gap Berthoud had found, which 
he now named Loveland Pass. 

The Georgetown Courier said the 
new road would cross the range 
1,500 feet lowet than Argenrine Pass 
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and could be kept open all winter at 
comparatively small cost. This paper 
also claimed that winter construc
tion would be three times as costly as 
thar in the summer, bur tbe' company 
was anxious to turn reavel over the 
route. And the firm' had a pledge 
from the Union Pacific and Colorado 
Central Railroads to send all 
passengers from the east to G~orge
town so that they could leave tn the 
morning and reach Leadville the 
same day. The route was 70 miles 
shorter than any other from Denver 
to Leadville, and the compan y could 
defy all competition. The Courier 
further reported on June 12, 1879, 
that the road was completed about 
June 1, 1879, ·and that stage coaches 
had begun running between 
Kokomo and Leadville . with three ' 
trips daily. The stages were loaded 
with capirallsts coming to lovest in 
mining ptOperty. On June 26, 1879, 
the paper said that travellers with 
light teams or on borseback could 
reach Kokomo from GeorgetOwn in 
eight hours, since the new road was 
in excellent condition. Professor R. 
Weiser wrote a letter to the editOr in 
July, 1879, stating that he had just 
come over the new High Line Road 
from the great mining camp (Lead
ville). Without a doubt, this was one 
of the really great transportation 

developments in Colorado. The 
passage over Loveland Pass was as 
good as could be found. No one who 
had not travelled this road would 
ever believe thar in the very heart of 
the Rockies, you could ride for 30 
miles without a hill, but here it was. 
The sea ion from the weStern foot of 
the range thtough Snake River 
Gu.1ch, the Park, and Ten Mile 
GulCh was practically on a dead 
level. 

The tWO decades befote the turn of 
the century could well be called the 
permanent bridge building period, 
The Internal Income Fund was 
beginning, to receive some revenue," 
and the Legislarure was making ap
pc"opriations to the counties . 
Revenue varied from a few thousand 
a year toS341,OOO in 1889. The allot
ment of the funds finally becarile so 
involved in scandal and poli[ics that 
the money came ro be called the 
Pork Barrel Fund. It could not al
ways be said that the appropriation 
and spending of the money was for 
projects whete there was the greatest 
need. Howevet, many bridges of 
concrete or steel were built in those 
years, and most lasted until the 
Highway Department or the coun
ties widened the road or changed 
alignment when improving the 
highway. 

Firs' car over Loveland Pass, September 29, 1929, 
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THE AUTO IS BORN 
There was' one incident that 

almost went unnoticed bur which 
was about to change the modern 
world perhaps. fi'Qre than an y flood, 
famine, or even war. OnJuly 4, 1894, 
Elwood Haynes demonstrated the 

'fitst mechanically successful 
auromobile, one. he had conceived 
and built. He wotked for Indiana 
Gas and Oil Company, and since he 
travelled quite a lot, he thought it 
would save time to PUt an engine on 
a buggy ro make his tounds. This was 
the modest beginning of the monu
mental autO industry, which was 
destined to provide employment for 
literally millions of workers. More 
significantly, it was to change 
radically the life style of every man, 
woman and child in the civilized 
world. A monument has been 
erected near Kokomo, Indiana, as a 
memorial to Elwood Haynes. 

During the next few years, several 
inventors were ' busy building and 
developing various types of self-pro
pelled vehicles. The people of Col
orado were an enterprising lot, living 
in a progtessive stare; so they felt It 
was time to try this new fangled 
machine. W. W. Barnert, the Olds
mobile distributor in 1921, quotes 
Dr. W. H. Bergrold as authority for 
the report that a Dt. Bartholomew . 
brought the first such vehicle to 
Denver in about 1899. This was an ' 
electric machine using batteries 
called accumulators, but it was not 
satisfaaory, only running perhaps 25 
miles in its ' entire service .life: 
Thomas H. Smith did not agree with 
Dt. Bergrold, and he claimed D. W . . 
Brunton brought the first self-pro
pelled vehicle· to Denver in about 
1899. It was a Waverly electric. Mr. 
Smith said he owned the second auro 
in Denver, and it tOO was a Waverly 
elearic. , 

Soon after this came the steam
powered automobile, built under 
Stanley patents. The Rocky Moun
tain News reported September 28, 
1919, that Johnnie Notton had sold 
ten steam Locomobiles in 1900. Dr. 
Pershing bought one in January, 
1901, and Dr. Bergrold followed the 
next month. · These Locomobiles 



reportedly gave good service ' and 
satisfaction, especially climbing hills. 
G. E. Hannan, Denver Oldsmobile 
dealer, reported that he had sold 30 
machines between November 30, 

' 1901, and January, 1902. To handle 
the: demand he also opened agencies 
at Colorado Springs, Pueblo, 
Boulder, and Ouray. A few of his te
cent cwtomers were Drs. Bartlett, 
Gallagher, Taylor, and Bennet; 
Messrs. C. J. Cooper, Bryon Page, and 
L. C. Phipps. 

According co Barnett, Dr. F. L. 
Bartlett, 'who then lived at Canon 
City, had the distinction of bringing 
the first internal combustion engine 
automobile to Colorado. He had 
been to Detcoit, where they ' were 
being made, and he bought one to be 
shipped as soon as ready. In ,he sum
met of 1901, his new car, Serial 
Number 13, arrived by express, 
knocked down and crated. When it 
waS finally put 'together and run
ning, the doctor drove it around the 
pasture until he learned how to start, 
stop, and steer it. That evening they 
dearedthe teams fcom the main 
street and the doctor drove up and 
down and back and forth to the envy 
of all who watched, wide-eyed and 
open-mouthed. 

The automobile was off to a roar-

ing, belching , start, headed on a 
course that would lead to astronomi
cal heights of prosperity and 
pleasure. But as a possible portent of 
things to come, a sour note was heard 
in this symphony of peace and tran
quility. March 13, 1902, W. B. 
Felker. Jr.; son of Judge Felker, was 
ordered ro appear in Denver police 
court for causing a serious runaway 

1903, first tramcDt.tinental a"", trip. 

with his aurombile. Mrs. Dora Frank 
and her young son were driving 
down 16th Streer when the "Red 
Death," driven by Felker, came 
bowling along with the large hqrn 
emitting a series of wild screams: 
The staid old family horse became 
friglitened and ran down 16th Sneet 
co Scout Screet, where Mrs. Frank 
and her son were thrown Ollt. Mrs. 
Frank sustained serious injuries. 
Felker was probablY fined and lec
tured severely. 

The automobile heralded a new 
era, one beyond the wildest dreams 
of those who manufactured and sold 
this new machine. In order ro pre
pare for the furure, the fledgling in
dustry, led by the National Good 
Roads Association, held the first In
ternational Road Congress at Buffalo 
September 16-21, 1901. Besides pro
moting good roads, the congress 
featured practical experts on road 
work and a crain load or modern 
road building machinery. Denver 
followed up with the first annual 
automobile exposition held in Col
iseum Hall May 12-17,1902. Interest 
was very high in the gasoline, steam, 
and electric aucos, and a special 
speed tester was on hand to settle any 
arguments. 

The High Road/IO 

] 

1 

• j 

l 
-, 

1 

_ J 



WHO WILL BUILD OUR 
ROADS? . 
. The subject of how to improve the 
roads for these rapidly proliferating , 
autos and who would do it was the 
number one question. The U. S. 
Department of Agriculture issued 
Farmers Bulletin Number 136, 
which pointed out the errors of road '. 
work and outlined the proper 
methods. Plows and scoops were not 
to be used, since they broke up the 
compacted surface, but a road 
machine (drag) and roller were most 
effectuaL Owners of autOS in Denver 
felt something had to be done. In the 
fall of 1902, 42 owners got together 
and formed the Colorado Auto Oub 
with D. W. Brunton, president, and 
Dr. F. 1. Bartlett, vice president. Its 
sale purpose was to prepare and 
laWlch a campaign for good roads. 
Other auto dubs were formed in 
other cities. At the urging of the Col-

. oraclo Auto Oub and the Denver 
Chamber of Commerce, Governor 
McDonald issued a call for a state 
convention to be held July 27-28, 
1905. Delegates from 63 counties 
and other prominent citizens at
tended. The Colorado Good Roads 
Association was formed at this meet
ing with]. A. Hays as president. This 
organization was to become one of 
the most ardent supporters of good 
roads -for neatly three-quarters of a 
century. 

At the 1906 convention a bill was 
prepated for presentation to the 
Legislature, to create a high wa y 
commission and take steps to im
prove the principal roads of the state. 
A comm,ittee was formed to push the 
bill throUgh but factional interests of 
20 years before were still alive. Out
ing the 1907 session the bill didn't 
even come to the floor of either the 
House or Senate. UndaWlted, the 
association began a statewide 
program of education, and in 1908 it 
joined with the Colorado Auto Oub 
and the newly formed Rocky MOUn
tain Highway Association. This 
organized effort bore fruit, and in 
1909 the Legislature passed the bill 
effective January I, 1910. The only 
disappointment was the appropria
tion for the first year, a meager 
556,000. 
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The bill ptovided for a three mem
ber commission, a secrttary
engineer, and a stenographer. The 
governor appointed C. P. Allen of 
Denver, W. M. Wiley of Holly, and 
Thomas H. Tulley of Durango to 
that first commission. James E. 
Maloney was appointed secretary
engineer and served the department 
well for many years. Statting from 
sctatch, the commission had a terrific 
task in setting up a working relation
ship with the counties and establish
ing some . coordinated system of 
highways. Counties were asked to 
submit maps showing roads within 
their boundaries and to indicate 
those most heavily travelled. Many 
counties didn't have any maps; so 

. surveys were necessary. However, 33 
counties did send in maps that first 
yeat, and the commission established 
the first system of State primary 
roads covering 1,643.5 miles. The. 
commissioners made it a practice 

. never to accept a road on the state 
system unless they drove over it and 
made a personal inspection of the 
general route. The following were 
the first approved: 

Denver to Golden 
Pt. Collins, Denver, Pueblo 
Pueblo, I.aJunta, Kansas Line 
Denver, Ft. Morgan, Nebraska 
Line 
Colorado Springs, Butna Visea, 

Leadville, Glen wood Spring" 
Grand Junction, to Utah Line 

Grand Junction, Montrose, 

Durango, New Mexico .Line 
Walsenburg, Alamosa, 

Durango, Utah Line 
Buena Vista, Poncha Pass 
5o.dalia, Palmer Lake . 

Two members of the Commission 
and Maloney made' the inspection 
trip in Southwestern Colorado. The 
first hand report of the i14to trip by 
Maloney is a fascinating story all its 
own. East of Pagosa Springs, where 
the Wolf Creek Pass road now lifts 
you safely and pleasantly over rhe 
mounrain, there was no road. They 
took a wagon road of sorts over El
wood Pass, hiring mule teams to pull 
the car up some grades as steep as· . .25 
percent and hiring axmen to dear 
away fallen trees. They camped at 
various places on rhe trip. It goes 
without saying that ~ey had a deep 
and abiding interest in good roads. 
Their concern with the public 
welfare, their determination and per
severance, have long been an inspira
t ion to every highwayman who 
knows the story of rhose early days. 

What was to become a per.ennia! 
problem further hampered the com
mission's effotts ro esrablish a con
nected coordinated system of 
roads-money. It developed that 
many counties didn't have S2 availa
ble to march each dollar the commis
sion had to allot. Moreover, many 
counties didn't even 'have title to all 
the land under the public roads ' in 
the county. Much of the right of way 
in those days was donated by land
own~.rs. This particularly applied to 
section line roads -where owners on 
each side would donate half the right 
of way. A road was rhen built, but 
obviously the counties hadn't got a 
deed for rhe land. 

The first comm ission ac
complished a grear deal in spire of its 
major problem, then as now, inade
quate funding for the job that 
needed to be done. Knowing thar 
good roads are essential to the 
economicdevelopmenc of a com
munity, the commission was very 
careful where it allorted itS money. 
Counties were required to macch 
highway fund. two-far-one, but 
more than chat, the commission 
seleered carefully chose locations 
where the county agreed to improve 



standards of design, cutting down 
steep grades, straightening sharp 
curves, widening the road!Jed, and 
above all, providing the best possible 

·· roadway for use by the greatest num
per of people. That policy has moti
vated every highway commission 
from that day to this. By the end of 
the yeat 1910, the commission had 
allott~d $46,500 to counties, spent 
S9,425.77 for salaries and expenses, 
and had the entire balance of 574.23 
to start the new 'year. 

The Colorado Good Roads 
Association had not been sitting on 
its .hands all this time, but had been 
waging a continuing campaign to get 
something done about the modest 
apptopriatio~ of funds. In the 1911 
legislati ve session the association was 
successful in getting a bill passed giv
ing the commission the entire Inter
nal lmprovement Fund for road pur
.poses. Before passing the measure, 
the Legislature approved 93 special 
road bills. The governor signed the 
high wa y la w but vetoed the 93 
special bills. Opponents of highways 
found that the roll call for the final 
vote on the funding bill had not been 
printed in the journal. As a result the 
Supreme Court invalidated the law, 
and the commission was without 
usable funds, although the lnternal 
Improvement Fund was still intact. 

The Good Roads Association was 
not one to give up easily, and went to 
work once more with such vigor that 
in 1913 the Legislature paSsed an en-

, tire! y new bill. It created the post of 
highway commissioner and provided 
for five members of an advisory 
board. And for the first time; provi
sion was made for clerks, 
stenographers, employees, and assis
rantS to aid the commissioner. 
Further, the entite Internal lmptove
ment Fund was made available for 
toads, and the allotment to counties 
was changed to 50-50 matching. The 
state road fund was also ro receive 50 
percent of the new motor vehicle 
license fees and 50 percent of the 
fines and penalties. The commis
sioner was now able to fotm some 
reasonable organization. He hired 
people to keep track of project funds 
and expenses, and retained engineers 
who could review county plans and 

who could layout and stake ·a road 
job and provide some inspection 
during construction. Everything 
seemed to be going along well and 
would continue so until ·the. next 
cliange in 1917. 

A PHENOMENON APPEARS 
But in the meantime, t'here was 

beginning to appear a phenomenon 
which was to have a tremendous im
pact on the gllod roads movement; It 
was to create a greater love and de
pendency by an owner for his auto 
than the cowboy, in from the range, 
who climbed on his horse to go 
across the street to the other saloon. · 
Henry Ford- had built a small car for 
the blue collar worker and for the 
fatmer. He called it the Model T, and 
it was to revolutionize the .auto r in
dustry. Ford built this car on an 
assembly line so that he could pro
duce it faster and at less COSt. He was 
aiming at a huge matket of working 
people, as heretofore only the rich ·or 
the professional could afford a motor 
car. The roadster t forerunner of to
day's convertible, could be bought 
for about S300 without top or 
windshield at spare rim and tire. The 
two-seater, complete with top, 
windshield, and spate tire, cost about 
5650. It was light and would go any
where. The big cars got stuck in the 

mud or slid off in the ditch while the 
tin lizzy or jitney, as it was more" 

. commonly known, went sailing right 
through. What's more, you could· 
leatn to drive it in 15 minutes. Ir. had 
three pecW.s - one forwatd, one 
revers~, and one brake. There were 

,""wo levers that looked like eats just 
under the steering wheel. One was 
the gas feed and the other the spark. 
An excellent way to break your atm 
was to crank a Model T with the 
spark advanced. On a straight stretch 
of road with both eats pulled cleat 
down you could make a good 35 
miles an hour. The ups.hot of the 
whole thing was that this mass-pro
duced, low-cost automobile would 
before long put millions of. cars in 
the hands of OWnets who wanted 
Boad roads to carry them. 

THE CALL OF COLORADO 
Auro clubs and civic associations 

occasionally took it upon themselves 
to improve a certain section of road. 
During 1912, the Denver Chamber 
of Commerce authorized a fund of 
$2,500 for the improvement of the 
Denver-Limon road. This work was 
done under the supervision of Dr. F. 
L. Bartlett, that perennial booster for . 
good roads. The same yeat, Cement 
Bill. Williams raised 52,500 by 
subscription and statted building the 

Restored 1914 Model T, owner]. FnJ NielseN, lhNwr. 
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Lookout Mountain road. He got is 
far as Chimney Gulch, where his 
money ran out .. Authorities later 
finished the road on the same survey 
line laid our by ). E. Maloney, 
engineet for the highway .commis
sion. About the same time, Idaho 
Springs boosters led by Father Mc
Cabe, himself a persistent advo!'ate 
of good roads, decided to do some
thing about the Floyd Hill road. 
Most of the able bodied men and 
women of Idaho Springs took up 
their picks and shovels, and when 
they had done, about a six-mile sec
tion was made passable and on a 'bet
ter grade. Some counties were even 
furnishing road drags to farmets if 
they would keep up their section of 
the road. In the meantime, the New 
Santa Fe Trail, running from Pueblo 
easterly along present U. S. 50, had 
been improved to the Kansas Line 
into a veritable speedway. This had 
been done by farmets who loaned the 
use of one or two teams and by 
public spirited citizens with help 
from the 'counties running about $ 50 
a mile. According to a report in the " 
Technical World, the real incentive 
behind the good roads movement 
was the big red touring car. What 
preaching had not accomplished in 
years, the auto had done in one, the 

Kehler Pass, 1913_ 
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conversion of the farmer to the need 
for good roads. To support that 
claim, the Haynes Automobile Com
pany reported that 20 of its sales in 
1918 went to farmers. 

The news of the wonderful world 
of Colorado outdoots was beginning 
to get around. As early as 1885, 
Crofurts Grip-Sack Guide of Col
orado . made these claims for the 
state: 
Greatest number of producing mines 
Largest coal vein in the world 
Highest mountain peaks and ranges 

with the grandest scenery 
Source of greatest number of large 

rivers 
Most healthful climate with greatese· 

number of medicinal and 
.. . mineral springs 

The ' most abundant and greatest · 
variety of game, }urred and 
feathered with · mOSt numerous 
streams filled wirh finest trout. 

The most ·accessible to tourists and 
health seekers. 

Publicity was beginning to have its 
effect. The Kansas City POSt 
reported in May, 1915, that the 
Great Rocky Mountain district of 
Colorado is now recognized as rhe 
"Playground of America." Col
orado's first Good Roads Day was 
celebrated May 14, 1915, and Gover-

nor Carlson proclaimed June 10, 
1915, as the first Tourist Reception 
Day. . 

Obviously, there were many 
tourists who had seen for themselves, 
and othets believing the reports of 
friends who had been here, who 
decided to pull up stakes and move 
to Colorado. There were 34,277 ad
venturesome souls in. the Colorado 
portion of the territory in 1860. In 
the next 10 years the number only 
increased by about 5,600. But : 
another 10 yeats saw a spectacular 
increase of 387.5 percent to a tOtal of 
194;327 for 1880. The Gunnison 
Review reportedMay IS, 1880, that 
travel to Gunnison through 
Saguache was very heavy. Monday 
night nearly 100 teams were camped 
in town, and at least as many had 
passed through during the day. 
Wagons wet< loaded with miners 
and setrlers with supplies for the new. 
town. Again in the next decade there 
was an increase of 112.7 percent for 
an 1890 tOtal of 413,249. A moderate 
increase of only 30.6 percent was 
shown in the next 10 years to 
539,700, but in the following decade 
the number jumped almost half to a 
new total of 799,024 in 1910. By this 
time the mining industry was slow
ing down. The demonetization of 
silver and rhe finandalpanics of 
1893 and 1903 caused many easter
ners to seek a homestead in Col
orado. As the population continued 
to grow, there were increasingly 
vocal demands nor only for farm-to
market roads but also for an integr
ated and connected system of state 
roads. 

After the reorganization required 
by the Highway Act of 1913, 
Thomas). Ehrhart was appointed the· 
first highway commissioner March 
25, 1913, serving with five membets 
of an· Advisory Board, each ap-· 
pointed on a geographical basis. Mr. 
I!:hrhart had been a state senator, 
operating a ranch south of Nathrop, 
and altho he was first appointed for a 
term of four yeats, he continued to 
serve as commissioner until the 
reorganizarion of 1921. The 1913 
Act for the first time permitted the 
commissioner co establish a system of 
secondary roads as well as the prim-



ary system, but specified that the pri
mary roads be improved ·first. It also 
provided the commissioner· could 
use his own judgment in allotting 25 
percent of road ~unds where a county 
might not be· able to match state 
funds at the usual ratio. All road 
building and all maintenance were 
still being done by the various coun
ties. 

The American Association of State 
HighwayOfficials (renamed in 1974 
the American Association of State 
Highway and Transportation 
Officials) was formed December 12, 
1914, at .the Hotel Raleigh in 
Washington, D. C. As the name im
plies, its membership consists of ex
ecutive officers of the several state 
highway departments with their top 
assistants, together with principal 
executives of the U. S. Bureau of 
Public Roads (now the Federal 
Highway Administration). This 
associatio" was formed for the 
avowed purpose of studying all 
problems of highway transpOrt and 
to foster a coordinated effort to ob
tain uniformity in administration, 
construction, and maintenance of 
roads through. the free exchange of 
accredited information. AASHTO 
has been very active and very effec
tive over all these years. It still stands 

Con viti labor near Glenwood Springs. 

by its original purpose: to promote 
building the best possible roads for 
the use of the largest number of peo
ple. AASHTO may also have been 
instrumental ;'1 bringing Thomas H. 
MacDon;ilci frmll Iowa to head the 
new U. S. Bureau of Public Roads, a 
position he was to hold for 34 years. 
During his term, he dispensed 
billions of U. S. dollars to the states 
without a hint of scandal or par
tiality. 

FEDERAL AID FOR ROADS 

Prior to the passage of the Federal 
Road Act of 1916, Congress was 
being made increasingly aware of the 
urgent need for a nationally integr
ated system of inter-conneaed high
ways. The aa provided for comple
tion of a national inventory of main 
roads and pro:"ided for certain grants 
in aid to the states which they were 
required to match. It further 
prescribed cert-ain minimum 
organizational requirements and 
adequate controls of funds in order 
for a state to be eligible to receive 
forthcoming federal aid. Colorado 
was one of 15 states which did not 
comply, and the 1917 Highway Act 
was necessary to meet the require
ments. With the passage of this law, 
the former Stare Highway Commis-

:" '" ", "'" -..... 

sian became the State Highway 
Department and the commissioner 
remained in office under the Same ti
de. However, the five-man ·Advisqry 
Board was changed to a five.-man 
Highway Commission. This time the 
duties were to be responsible for 
geneial overall supervision of the 
department through the commis
sioner.State routes were defined as 
any road in the state open for public 
use, and State highways were those 
designated by the commission as a 
part of the state system to be first im
proved. The commission could add 
to or delete from the system and was 
responsible for preparing an .annual 
department budget for approval by 
the governor. This covered all con
struaion projects for the year as well 
as all salaries and other expenses. 
Meetings during the course of the 
year permitted the adjustment of 
projects as conditions warranted. 
Fundamentally, except for the num~ 
ber of commissioners, this is the same 
general organizational structure that 
exists today. But despite the state's 
compliance with the federal law, no 
federal funds were to be forthcoming 
as yet. 

During the period before the 
United States became actively in
valved in World War I, road building 
continued at a snail's pace; with all 
work being done by counties,. 
Although the State Highway 
Department later participated 
sparingly, the counties made use of 
convict labor fat building roads for 
some 30 years or more. Because of 
the severe lack of adequare funds, 
this labor contributed a great deal to 
construction in most parts of the 
state, work would otherwise not 
have been done until years later. A 

. bill was passed by the Legislature in 
1899, providing for a new wagon 
road from Pueblo to Leadville. It 
authorized and directed that 
prisoners incarcerated in the State 
Penitentiary be used on this work. Its 
purpose was twofold: to provide 
some rehabilitation for the prisoners 
and to get a road built, During the 
same year, a law was passed calling 
for a wagon road from Denver to 
Grand Junction, and though the law 
did not require convict labor, it did 
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ermit such use. Several laws were 
passed in succeeding years either re
quiring orpermittlng. convict labor 
on .state routes. In June, 1918, there 
were ·five camps using convicts for 
road work. Tom Tynan, warden .of 
the State Penitentiary, had supplied 
about 250 men working under con
crol of his superintendents. As time 
went on, prisoner l"bor was used less 
and less. There was resentment by 
free labor, and regulation.s of the 
Bureau of Public Roads prohibited it 
on federal aid projects. 

WOLF CREEK PASS 
For several years rhe people of 

Durango in Southwestern Colorado 
had been hoping for some kind of a 
road across the Continental Divide 
to the east, to permit travel to 
Alamosa as well as other cities of the 
San Luis Valley and of the rest of the 
state. The only connection was a ter
rible wagon road ov<r Elwood Pass, 
which was made hardly passable by 
the flooding of 1913. We have 
already given a brief account of the 
inspection trip by the Highway 
Commission and engineer over this 
road in 1910. In a serious effottto 
f'md a feasible rolite, the commission 
had appointed a construction com
mittee comprised of a county com
missioner from each of three adjoin
ing counties. Their job was to make 
surveys and begin construction as 
soon as possible. The committee con
sisted of Fred Catchpole of 
Archuleta County, Lige Morse of 
Alamosa County, and R. Chisholm 
of Rio Grande County. In 1913 they 
were busy trying to get work started 
on the Elwood Pass road, since that 
was the only route there was. This 
seemd a hopeless task, ,since they 
wouldn't have much when they were 
finished. Thomas J. Ehrhart, high
way commissioner, decided to .send 
his engineer, James E. Maloney, to 
make a reconnaissance survey and . 
with the committee to decide on a 
route. 

Wolf Creek Pass was included in 
the survey, which was made on hor
seback, and even then they had to 
dismount and lead the horses in some 
places. Maloney recommended Wolf 
Creek Pass to the committee. They 
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hired a civil engineer, W. W. Reilly 
of Monte Vista, to do the engineer
ing survey. One of Reilly's assistants 
on that field work was Mark U. 
Watrous, who was to become state 
highway engineer from 1946 to 
1963. Watrous later recounted this 
chain of events in selecting the route. 
Chisholm of Rio Grande County was 
sttongly in fayor of Wolf Creek. 
Morse of Alamosa County was 
equally strong in favor of Elwood 
Pass. The third member, Catchpole 
of Archuleta County, was un
decided; he could go either way. The 
Wolf Creek proponent, Chisholm, 
took Catchpole on a hair-raising ride 

. over a portion on the east side of El
wood Pass where grades ran as high 
as 25 percent. Presco! The vote was 
two to one for Wolf Creek Pass. 
Work had been proceeding on the 
lower part of a 4O-mile section bet
ween Pagosa Springs and South Fork. 
Construction on Wolf Creek Pass 
was begun immediately at a cost for 
the entire section of about $100,000. 
Work was actually completed in Sep
tember of 1916, but rhe road was 
first opened ro traffic at a celebration 
held atop the pass August 21, 1916. 

Work had also been going ahead at 
other points in the state. Ehrhart 
reported in January, 1915, that there 

were now 5,844 miles on the state 
highway system. Duting the pre
vious two years, 2,600 miles had been 

. constructed or thoroughly rebuilt 
(presumably light grading and 
drainage); 196 mile's were surfaced; 
and 221 bridges,. ranging from six to 
540 feet in length, had been built. 
Work was accomplished by the 
counties with the -assistance and 
direction of the commission. 

Prior to passage of the 1917 High
way Act, no streets in cities or incor
porated areas could become a state 
highway and be eligible for state aid. 
This law changed that and provided 
that in cities of under 2,500 popula
tion (later raised to 5,(00) streets 
between state highways could 
become urban connecting links on 
the state system and be eligible for 
aid. 

The State Highway Fund was 
estahlished by the 1917 Highway 
Law to meet the requirements. of 
federal statutes, which ptovided 
there be certain rules covering the 
state's use and control of revenues it 
received. The fund was created with 
all monies accruing to be deposited 
with the state treasurer and made 
immediately available for use by the 
new State Highway Department 
without any further action by the 
Legislature. The intent was that 
thereafter such funds would be ear
marked for the single purpose of 
constructing and maintaining state 
highways. However, in the 1933 
regular session and the 1933-34 
special session, the General Assem
bly diverted $4.3 million from the 
highway fund to police pension 
funds, to the general fund, for 
unemployment relief, and for· relief 
in general. The safeguard against 
diversion. of highway fUl;lds was 
strengthened in 1934 with approval 
of a referred constitutional amend
ment which provided that au such 
funds, except for costS of administra
tion, were to be used exclusively for 
the construction, maintenance, and 
supervision of state highways and for 
no other purpose, effective July 1, 
1935. 

During 1917 the State Highway 
Department was preparing itself to 
receive federal grants in aid. The 
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~ginning was a humble one, bur .ir 
was ro herald an era of rhe mosr 
effecrive cooperarion between the 
several states and a federal agency 
thac QUr great country has ever 
known . After six decades of this cor
dial cooperation, this unity of pur
pose continued undiminished, an 
effort made in the best interesrs of 
the travelling public. 

Colorado was now ready to recdve 
rhe first federal aid funds. Records of 
rhe Highway Advisory Board of 
December 6, 1917, show the first si.x 
projects scheduled for completion 
with part federal funds and the total 
amounts programmed: 

FAP·I Denvrr-Littleton 
(Sama Fe) . , 73.9.\9.74 

FAP·2 Pueblo-Trin idad 267,191.91 
FAP- j Granite-Twin 

Lak" .17.089.80 
FAP-4 Rifl c: -Meeker 79.082.85 
FAP-5 Placerville-Norwood 7.480.00 
FAP·b Lam,,-Springfield 10.030.90 

These were the first direct con-
tracts ever let by the State Highway 
Department. Project FAP-J covered 
3.95 miles of 16-foot concrete paving 
located on Santa Fe Drive from 
Denver's city limits to Main Streetin 
Lirtleton. Charles Connor of. Denver, 
the contractor, bogan work Decem
ber 22, 1917, and finished the job 
November 1. 1918. Connor was paid 
the handsome total of S77,571.03 or 
S 18,834.68 per mile. The second pro
ject covered almosr 65 miles of 

crushed rock surfacing froin Raton 
Pass toward Pueblo. It. was done in 
several contracts with). Fred Roberts 
doing rhe . largest, S 1 75,758, and 
Allen and Lafferty rhe next. 

As federal funds began to flow to 
Colorado for rhe Herculean task of 
building' roads, rhe question that 
promptly followed was how to 
match the go'vernment money. In 
November, 1914, a vote of the peo
ple had provided a one-half mill levy 
on all property for road purposes. 
The first revenue appeared in 1916, 
amounring ro $565,000 for that year. 
In April, 1919, the Legislature added 
another half-mill levy for srare roads. 

. This revenue amounted ro about 
SI.4 million annually ; so in 1923 the. 
Legislature removed rhe half-mill 
levy it had passed, . and in 1929 
removed the other half-mill passed 
by vote of the people. Revenue paid 
inro the Internal Improvement Fund 
was srill available for roads, but this 
source was diminishing materially 
and would soonprovide little signifi
cant help in matching federal funds. 

Colorado was one of four pioneer
ing srates when in 1919, she passed 
the firSt law placing a one cent tax on 
motor vehicle fuel, to be allorted to 
the state road fund. Fifty percent was 
to be apportioned by the Highway 
Commission to the several counties, 
based on mileage of State routes 
(county roads) and state highways 

;;within rhe county compared ro the 
mileage. in the whole stare. 

The remaining SO percent was at 
the disposal of the State Highway 
Department. For the year 1919, the 
law permitted the department to use 
the entire 100 percent t D match 
federal aid. 

The motor fuel tax was raised to 
tWO cents a gallon on April 30, 1923, 
and to three cents April 20, 1927. 
But here was introduced a change in 
distribution of the revenue. Seventy 
percent was to go to the Highway 
Department, and 30 percent was to 
go to the counties on' the same 
mile~e basis as before. On May I, 
1929, the fuel tax was raised to four 
cents, but rhis time the law set aside 
three percent from the 30 perc~nt for 
the counties, to go into a special fund 
to be used only for construction of 
urban connecting links within cities 
of under 2,500 population. By 1929, 
sales of motor fuel reached about 130 
million gallons a year, and was in
creasing by about seven percenr an
nually. This would seem to yield a 
moSt sizeable amount, but it ·cer
tainly follows that as the use of fuel 
increased, rhe demand and the need 
for more an.d betrer roads 
skyrocketed. The .state tax on 
gasoline today is seven cents a gallon, 
which seems high to . some but a 
bargain to visitors from 'other states. 
After over a half-century of ex-
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perience, this has proved to be 
among the most equitable of taxes 
whereby those who use the roads pay 
to build them and keep them in good 
condition. Those who don't drive Ii 
car or buy gasoline; don'r pay for 
highways on the state system. 
. Colorado was still faced with the 
problem of matching anticipated 
federal aid; so a proposal was placed 
before the voters in November, 1920, 
to authorize a $5 million bond issue. 
Voters handily approved the pro
position, which made 52 million 
available in 1921 and 53 million in 
1922. Half was specified to match 
federal aid, and the other half was 
allotted for work in the counties on 
the ratio of Stare highways in the 
counry to the mileage of the state as a 
whole. Another bond issue, this time 
for 56 million, was approved by the 
voters in the fall of 1922. This was to 
be available at the rate of $1.5 
million a year and was for the sole 
purpose of matching federal · aid. 

During 1920 the federal Bureau of 
Public Roads had finally completed 
its road inventory with maps sup
plied by the stares. It was now ready 
to establish a fully integrated system 
of highways to be eligible for federal 
aid and to provide more specifically 
for policies and procedures to imple
ment the program effectively. Once 
again the Colorado law was revised, 
and once again it meant reorganiza
tion of the State Highway Depart
ment. This time the department con
sisted of the governor, the state high
way engineer,'the Highway Adviso
ry Board of seven members, and such 
employees as were necessary to carry 
out the acr. The state highway 
engineer was to be appointed by the 
governor and serve at the governor's 
pleasure. Members of the Advisory 
Board were to be appointed by the 
governor on a geographical basis to 
serve fot fixed terms. The highway 
engineer was authorized to appoint 
an assisrant highway engineer in 
charge of all engineering and all 
other necessary employees, all serv' 
ing ar his pleasure. But for the first 
time, the state highway engineer had 
to be a graduate and licensed 
engineer with at least 10 years ex
perience, of which five years were to 
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be in construction and maintenance 
of highways. 

THE REORGANIZATION 
OF 192f ' -. . 

:Major' L. D. Blauvelt was ap
pointed state highway engineer in 
May, 1921. ~ grear deal was ac
complished in those hectic formarive 
years. There was still much to be 
done to .r,pair damage to roads 
caused by heavily laden trucks haul
ing war goods during World War I. 
Then tOo, every effort was being 
made to comply with priorities 
established for the employment of 
returnees from military service .--· 
Moreover, the 1921 Highway Law 
provided that the State Highway. 
Department would be responsible 
not only for the construction but also 
for all maintenance' on the State 
highway system, sharing rhe COSt 
with ·the counties. 

To implement this parr of rhe law, 
the Highway Department set up a 
new division of maintenance. Ap
poimed June I, 1921 , to head this 
work was an inveterate road bOQster. 
R. H. "Bob" Higgins. He had been 
state treasurer, president of the Col
orado Good Roads Association for 
six years, and president of the Col
orado County Commissioners 
Association. When federal aid began, 
he was appointed federal aid deputy 
by Highway Commissioner Tom 
Ehrhart. It was said of Bob Higgins 
in 1918 that without a doubt he held 

the state record for travelling over 
140,000 miles in an' automobile and 
only having driven about 100 miles. 
At any rate, he was faced with a big 
job. The department had no equip
ment except some old FWD trucks 
that were war surplus, and most of 
these had been turned over to needy 
counties. There was really no choice 
but to have the counties continue to 
maintain state highways and reim
burse them in part for rhe work. As 
long as the department was paying 
part of the cost, Bob Higgins could 
direct the work and take steps to im
prove the type of maintenance ovet 
the ·state. This arrangement con· 
rinued until 1928. 

Colorado's population ·continued 
ro grow, and was to reach the one 
million mark in the 1920's. The Col
orado Department of Immigration 
reported at the end of 1918 that it 
had brought IO,(XX) people to the 
state in ' the last tWO years, besides 
those who had filed on homesteads. 
Homesteaders had filed on 4.75 
million.acres during the same period, 
and land under cultivation in the 
state had increased almost a half
million acres. It is easy to see how 
this rate of growth would have a tre
mendous effect on the state's 
economy and how it could increase 
the demand for mote and herrer 
roads. 

Well, rhe Sfate Highway Depart
ment was getting in gear to provide 
them. An 'engineering division was 
established under supervision of the 
assistant highway engineer. High
way location crews were set UP. to 
make the initial surveys. Crews were 
assigned to make the final engineer
ing surveys, obtaining the necessary 
field data, with the headquarrers 
engineeting division preparing con
struction plans and specifications in 
order to bring the project to comraCt. 
Later on. division engineers were sta
tioned at vari.ous locations over the 
state, but until then, all work was 
supervised directly from Denver 
headquattets. It goes without saying 
that communications were less than 
the best, and records indicate that 
crews working in remote areas had to 
use their own judgment, resoutceful
ness, and ingenuity as a matter of 



necessity. Just as everything seemed 
to be shaping up well, Major 
Blauvelt . announced his resignation 
as highway engineer,June 8,1922, ro 
become chief construction engineer 
for driving the Moffat Tunnel. Ob
viously, the governor and the major's 
many friends induced him to change 
his mind because he continued as 
highway engineer until his death Oc
tober 26, 1930. 

FIRST FEDERAL 
AID SYSTEM 

The u. S. Bureau o(Public Roads 
was also proceeding on course when 
on Ocrober 9, 1922, it approved Col
orado's first federal aid road system. 
Approval was by control points only, 
and the mileage rotalled approx
imately 3,360 miles as comprising 
not more than seven percent of the 
48,000 miles open to public travel in 
the State. Records show that when 
accurately logged the seven percent 
system totalled 3,332 miles. 

As the condition of the main roads 

continued to show improvement, the 
volume of traffic promptly increased 
in proportion. A traffic censUs had 
beenmn on the Denver-Colorado 
Springs road back in .1915. It covered 
41 days in August and September 
and coilnted a rotal of 10,391 CatS or 
253 a day. Ic was interesting co know 
that 3,482 were ouc-of-state catS, for 
an average of 85 a day. Registrations 
were increasing roo. The first year's 
registration counted some 13,000 
autos; by 1915 the rotal more than 
doubled. to 2'7,000. The tally in 1917 
recorded 66,000 and that of 1919, 
104,000. In 1921, che rate <if increase 
slowed, bue the rotal still went ro 
145,000, chen up ro 188,000 for 1923. 

Everybody who owned a car 
wanted to go someplace just for che 
ride. Buc if they gOt very far from 
home base, chey encountered a real 
problem. There were no signs to 
speak of. Today we read "Cheyenne 
Exit . 1 mile" or "Cheyenne Exit -
Next Righc." We cake these signs so 
much for granted chat it's hard to 

realize what it was without them. 
There were no highway numbers as 
we have currently, and you cotildn'c 
StOp aca service station and pick up a 
map showing where you wanted to 
go.· If you got out in the country and 
got lost, che only ching co do was 
drive up the lane co the nearest farm 
bouse and after tbey goc cbe dogs co 
stop barking, ask cbe farmer how to 
gec to wherever you were headed. Ic 
was disappointing and noc a little 
fruscrating ro find out you had co go 
back tWO miles to chac big cotton
wood cree, chen notth. Ic hurc coo, 
wben che few remaining days of your 
vacation were rapidly slipping away. 

In an efforc co remedy chis 
problem, some of che eascern states 
devised a system of color· banding co 
designate tbrougb rouces. Connec
ticuc had one that was rather compli
cated, sine< ic tried to delineate bocb 
primary and secondary routes. 
Wisconsin also bad a syscem, but 
New Jersey probably had the 
simplest and tbe bese. New Jersey 
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marked telephone or power poles 
along the route with a lO-inch band 
of paint of the specified color for the 
dicecrign of the route, with a two· 
and-a-half inch band of white paint 
above and below as a border. A blue 
band indicated a north-south roure, 
red for east and west; brown was 
used fat a diagonal route running 
northeast-southwest, and yellow for 
northwest-southeast. Route junction ' 
points were indicated by using a 
combination of appropriate colors. 

One historian reports that· blue 
and yellow markers were used on the 
Victory Highway (U.S. 40) in Col
orado, but there seems to be no other 
record that any such marking system 
was used in our state, perhaps 
because inmany places there were no 
poles, nor even a fence POSt. But any
way, Colorado roads were all named, 
and this may have helped somewhat. 
The road from Cheyenne to Ft. Col
lins, Denver, Colorado Springs, 
Pueblo, Trinidad, to Raton Pass was 
named the Great North and South 
Highway. It followed generally to
day's U. S. 87 from Cheyenne to Ft. 
Collins, U. S. 287 into Denver on 
Boulevard F, which Federal 
Boulevard was often called, then U. 
S. 85 to Cascie Rock, and U. S. 85-87 
to Raton Pass. The Platte Valley 
Road entered Colorado at Julesburg 
and followed present U. S. 138 to 
Brush, U. S. 34 to Greeley, and U. S. 
85 to Denver. 
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[n Western Colorado, the' Grand 
Valley and Hot Springs Scenic Route 
followed what is now U. S. 40 from 
Denver ro Kremmling, then ·south -. 
westerly 'on a shelf road along the 
Grand River {now Coloradol to 
State Bridge and Wolcot<, then west 
on present U. S. 6-24 to GrandJunc
tion . There were many others in ~ 
cluding the Rainbow Route follow
ing current U. S. 50 from Pueblo co 
Montrose, the Roaring Fork Route 
along today's State Highway il2 from 
Glenwood Springs CO Aspen, over 
Independence Pass CO Twin Lakes, 
and a junction with present-day U. S. 
24. The Sangre de Crisco Route ran 
from Salida to Saguache and Monte 
Vista along current U. S 285 while 
the San Juan Way, including the 
Million Dollar Highway, followed 
coday's U. S. 550 from Montrose to 
Ouray, Silverton, Durango, and to 
the New Mexico line. 

There were many others within 
the state, and by now numerous 
routes that crossed state boundaries 
were being named. U. S. 40 was then 
called the Victory Highway, having 
reference to World War I. The Lin
coln Highway, named for the presi
dent, followed U. S. 30, and the 
O.L.D. Route (Omaha, Lincoln, 
Denver) followed U. S. 6.· Later this 
route was extended to Derroit when 
it was called the D.L.D. There was 
also a route from Dallas CO Canada 
via Denver called the D.CD. This 

followed the Great North and South 
High way through Colorado, hut 
reports indicate interest in this- road 
lagged somewhat hy the time it 
reached Montana. Yt:ars later. in 
terest in a continuous north and 
south route was rekindled. A con
certed drive resulted in sig ning U.S. 
7H<) {now Colorado 7H9l which runs 
through far Western Colorado. This 
route was originally promoted as a 
Canael.-ro-Mexico Highwily, run
ning from Nogales, Arizona , to 
Swt:ec Grass, Montana. 

By 1922, construction of highways 
was getting well under way, and that 
year the Highway Department paid 
out 55.7 million for all types of con
struction. This is the year when S .~ 
million were available from bonds, 
which accounted for the good show
ing. The two years before were much 
less, running $3.4. million in 1920 
and 13.6 million in 1921 , when 52 
million inbond money were availa
ble. The second bond issue made $6 
million available at $ I. 5 million a 
year, and this showed up in the con
struction figures . 1923 produced a 
total of 54.3 million and 1924, 54.6 
million. One could see where the 
money ran out because the totals 
only gOt up to $4 million in one year 
during the balance of the dec.de. 

THE GOVERNOR 
DOES NOT CONCUR 

Aside from the lack of adequate 



funds, the Highway Department was 
soon to encounter other serious 
problems. Clarence J Morley was 
eleered governor and served one 
term during 1925 and 1926. It very 
soon became evident: that the new 
governor had his own conception of 
Colorado's highway needs. 

After rhe Highway Advisory 
Board in Decemher, 19.25, had pre
pared rhe budger for' 1926, rhe 
governor made one of his own, inde
pendenrl y of rhe board, and signed 
ir.Among irems he induded rhar rhe 
board had nor was S40,(XX) for com
plerion of a road [Q rhe rop of Moum 
Evans. And rhe governor's budger 
had e1iminared all funds for rhe 
purchasing .and mn.inrenanc:t divi
sions as unnecessary expenses. 

Nine highway employees broughf 
a proc:t:euing in mandamus in 
Denver District Court against · the 
state auditor and treasurer for thelr 
salaries, .tnd won a favorable decision 
bef",e Judge Burler. M"'lnwhile, rhe 
governor had made still another 
1926 budger, which he wirhdrew 
soon then~after. Faced with one 
budger of irs own and rwo from rhe 
governor, rhe Advisory Board and 
the state highway engineer arrived at 
Cl (ompromise solution - proceed 
wirh rhe projens common [Q all 
rhree. Som~ work was done on 
Moune Evans in 1926, and rhis will 
be dealt .wirh later . 
.. In .December, 1926, ir was rime ro 

prepare . rhe 1927 · budger, and rhe 
process was like a replay of the year 
before. The Advisory Board submir
red a budger to Governor Morley, 
who presented his own version ro rhe 
board in JalJuary. The two were 
vastly ilifferem. The governor had 
applied all the federal aid and its 
marching funds ro five or six paving 
projects on ' State Highway. I (the 
north-south route along the front 
range) and to one projeer near Las 
Animas. Northeastern and Western 
Colorado had no represemacion. 

Governor William H. "Billy" 
Adams had been elected to succeed 
Governor Morley inJanuary of 1927, 
and the question arose as to the 
legality of a lame duck budger. The 
attorney general, answering a query 
from Governor Adams, ruled Janu-

ary 21 rhar the Morley budget. was 
legal. 

The Legislature imervened and in 
April, 1927, passed a bill authorizing 
revision and amendment of the high
way budger. The Advisory Board ap
proved a new one May 2, 1927, and 
Governor Adams promptly signed ir. 
Thus rhe Highway Departmenr got 
back on schedule, afrer an erraric and 
difficulr period of skirmishes which 
nohody really won . 

THE HIGHEST AUTO ROAD 
Governor Morley was inSistent 

rhar a road to the rop of Me. Evans be 
bUllr as rhe hlghesr automobile road 
m rhe world, and rhar It musr be 
wmplered durmg hiS rerm of office. 
Work had beenpcoceeding ' ar a 
reasonable pace since 1924. The firsr 
section from Echo Lake [0 Summit 
Lake was a warded to Ed H. Honnen 
for S57,700, and the joh was com
plered Seprember Ii, 1924. The road 
from Summit Litke to the saddle bet
ween Mr. Epaulet and Mr. Evans was 
("ontr<lcced (0 Dooling Brothers for 
S26,9(X), and this seer ion was com
plered Seprembe'- 7, 1925. Work on 
rhe final leg to rhe summir was 
hegun during Governor Morley's lasr 
year in office, on August 24, 1926, 

. and was cJ)mpleted October 4, 1927. 
The conrmcror was Luke E. Smirh of 
Denver, and the ccnrraa was for 
S74,.'(X), In 1929, W. W. Giggey & 
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Company of Boulder· began repairing 
a section where the cliff slid out. He 
finished in Oerober, 1930, at a cost of 
534,100. The highesr point on this 
road was 14,126 feet above sea level. 
Unquestionably,.rhis is the high road 
of America .. 
ROUTE MARKING 

Although many of the. eastern 
mires were'" sreuggling along with 
color banding ro rey ro delineate con
tinuous routes. western states were in 
real trouble, since there were no 
markings ro show rhe way. Even 
fhough a highway had a name on a 
map, that didn't . help when you 
came to a fork in the road where 
reavel was about the same. There 
were a few however, for in 190B, 
befote the Highway Departmenr was 
esrablished, the Legislature appropri-

" ated S2,OOO, and 'rhe state engineer 
had 31 signs fabricated and erected 
along Old Sama Fe Trail from rhe 
Kansas Line ro Holly, Lajunata, Tri
nidad, and Raton Pass. As far as it is 
known, rhese were rhe firsr official 
State signs marking roads outside of 
urban areas. However, by 1936, 
because of improvement in the road. 
most of rhese old signs were no 
longer visible from the new highway. 

The problem of marking routes 
had become so critical in the New 
England states that a regional meet
ing was held in Boston in March, 
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1922, arrended by commissioners of 
all rhe New England srares. There 
was unanimous approval of a . pro
posal by a Mr. Wells of rhe Auro
mobile Club of New York to num
ber roUtes running through the 
several States. The route would carry 
the same n!Imber in all srates it 
passed through. This was a system of 
.pole marking with the name or ab
breviation of the stare and under it 
the rouee number, all enclosed in a 
square. Shortly after this, in 1924, the 
American Association of State High
way Officials Commirtee on Ad
ministration assigned its Subcom
mittee on Traffic Control and Safety 
to work on developing some system 
of numbering all federal aid roures 
thar extended berween' srares. In 
March, 1925, Secrerary of 
Agriculrure Gore appointed a Joint 
Board on Interstare Highways and 
charged ir wirh rhe job of preparing 
an integrated sysrem of numbering 
for all federal aid highways and for 
the de~lopment of srandards for 
uniform signing of rhem. The board 
consisred of Thomas H. MacDonald, 
chief of the Bureau of Public Roads; 
E. W. James, chief of design for the 
Bureau of Public Roads; and state 
highway commissioners or engineers 
from a large number of representa
tive srates. This was a rerrific task 
and one which had ro have the con
currence of every stare, the populous 
eastern states as well as rhe sparsely 
settled wesrern states. The final 
repott and recommendations of the 
joint board were forwarded to the 
secretary of agriculture in October, 
1925, and on November 18 the secte
tary replied with his whole~hearted 
concurrence. 

Under this plan, even numbered 
highways would run east and west; 
odd numbers would run north and 
south. Diagonal routes would carry a 
different number if conrinued 
diagonally for any grear disrance. Ir 
is interesting to know that the 
AASHO subcommittee, in making 
its recommendations to the parerit 
committee in 1924, also prescribed 
the standatd shapes for signs we srill 
use roday and even the colors for 
rraffic signals. The red was for 
danger or stop, rhe yellow for cau-
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rion or slow, and rhe green for look 
or attention. 

The familiar U.S. shield along a 
federal aid highway has been dis
played for half a century. And now 
we recognize an additional marker 
on the system of interesrare and 
defense highways designated since 
1956. The original concepr of rhe. in
terstate was to carry the rrftveller 
complerely across rhe United States 
on one numbered route, on a diviaed 
highway of at least four lanes with
out a stOp for a traffic signal and 
with never an intersection at grade. 
This sysrem probably wasn't envi
sioned by that joint board which did 
such a remarkable job some 50 years' 
ago. U.S. numbered highways firsr 
appeared on a Colorado State/High
way Department map in July, 1926, 
and then on a U.S. Bureau of Public 
Roads map in November of thes",",e 
year. 

STATE MAINTENANCE 
OF ROADS 

Major Blauvelt, Colorado state 
highway engineer, had been presi
dent of the Ameri('an Association of 
State Highway Offici~ls during 
1927, and according to standard 
pracrlce, the annual convention was 
held in Denvet in October of that 
year. Thomas H. MacDonald, chief 
of rhe U. S. Bureau of Public Roads, 
attended that meeting. He also met 
with rhe Highway Advisory Board 
and Mr. Blauvelt concerning mainte
nance of federal aid highways in Col
orado. BPRhad been complaining 
for some time about poor mainte
nance oothe federal sysrem, and Mr. 
'MacDonald made it very plain tbat 
something had to be done ar once ro 
bring maintenance up to srandard. 
Under rhe original agreement with 
the srates on federal aid, BPR 
reserved the righr ro do the mainre
nance and deduct the cosr from a 
scare's allocation. The highway 
engineer and the Advisory Board 
agreed rhar rhis rype of maintenance 
must come to an end. At their next 
meeting the board members passed a 
resolution providing rhat rhe srare 
take over the actuaJ maintenance of 
all federal aid highways as soon as 
equipment could be obtained. Each 

county was asked to sign an agee ... 
ment to rhis effect and ro continuo 
pay half rhe cost. 

Many counties in Wesrern Col
orado signed up immediarely, but 
some of the eastern counries flatly 
refused. There were reporrs of some 
misuse of rhe 50 percent which had 
oeen paid by the srare as a bonus to 
be used any way rhe COUnty wished, 
often for polirical patronage. Perhaps 
cectain counties dido'( want to see 
their employees lose their jobs. When 
the Highway Department agreed to 
hire all those who wan red to work 
for the stare, that solved one 
problem. A few counties remained 
adamant, bur when the deparrment 
notified rhem thar a county's half of 
the maintenance COSt would he 
deducted from federal aid construc
rion in the couney, they signed up. 
The first actual maintenance by the 
state was in May, 192!l. One 
hundreJ-twenty-five crews ()f cwo 
men each Were set up to maintain the 
.13.12 miles offederal aid roads. Each 
crew was supplied with a cranor or a 
truck, a grader or maintainer. af"'~ 
plows and other rools. This sysren' . 
known as rhe parrol system and IS 
still ;n effecr today. A patrol 
originally was ahout 25 miles, hut 
equipment 'became more mohile, and 
road surfaces were improved; some 
patrols now run ahout 40 miles and 
occasionally up co 60 miles in ElLSrern 
Colorado. Conversely, patmls in 
large metropolitan areas may he only 
10 miles. The really important point 
with the parrol sysrem is rhat a cer
tain crew lS responsible for a 'certain 
secrion of road, and rhe members 
naturally want their part kept up at 
leasr as well and preferahly herrer 
rhan thar of parrols on either side. 
Today when a heavy, widespread 
snowfall occurs, crews scart plowing. 
on all patrols concurrently instead of, 
as has happened elsewhere, waiting 
for the storm· to subside or waiting 
for . crews and equipmenr to be 
moved in from other locarions. 

In caking over actual maintenance 
of all federal aid roads which' in
vol ved a lor of catching up, rhe 
deparement faced still anoth,· .. · 
problem. That was snow removal. .. ' 
..Mayall the snow on rhe plains was' 



~ , but there was plenty remaining 
<. . .he mountain passes. All but one 
had remained closed foi the winter, 
and although crews worked in snow 
eight to 10 feet deep, Tennessee Pass 
was kept 'Open after a fashion the en
tire w'inter of 1927-28. This was a 
main' route between Eastern and 
Western Colorado. Except for shorr 
periods aft"r heavy sno,¥s, traffic 
continued' to flow a1.1 winter. 
(Reference Colorado HighwaysJuly, 
1928, page 4). The equipment used, 
pardy furnished by Eagle County, 
consisted of two !O-ton Caterpillar 
traCtors and tWO 12-foot graders, one 
a Big Buster brand and the orher a 
Rip Snorter. During the winter of 
1928-1929, Tennessee Pass was kept 
open all winter, the first time any 
vehicular mountain pass in" Colorado 
was open tp traffic year around. 

MEN AND MACHINES: 
SNOW FIGHTERS 

Efforts were being made to open 
orher pass roads earlier each year. 
Work usually began in May, and 

~fic began moving through about 
,' middle of June. The equipment 

would be considered primitive by ro-
day's standards, and in many places 
the men had to resort to hand shovel
ing. Reports from these early crews 
reveal there were several cases of 
snow blindness, and blistered faces 
and hands were a common occur
rence. While other crews were work
ing with mostly light plows and 

Pre-rotary piau' days. 

grading equipment, the men on 
Berthoud Pass were using a rotary 
snow plow that would throw snow 
aQd ice over a 100 feet. It had been 
designed by the state highway 

I. engineer, Major Blauvelt~ ' and built :; 
in the highway shops in 1923. It was 
first tested near Palmer Lake that 
year, bur its worth was really proved 
in May and June 1924, when it was 
used to clear Berthoud Pass in under 
72 hours actual plowing time. 

That's really not all the scory 
though. The rotary beg an plowing at 
Empire May 17, 1924, reached the 
tOP May 24 and finished at the high 
bridge on the west side June 9, when 
travel across the pass began. The 
plow was pushed by a IO-ton Holt 
traeror which was continually break
ing down, but the men kept repair
ing it and trying again. Snow depth 

8,,// of 1M Woods. 

~f _ 

• averaged seven feet for several miles, 
but one slide area was 20 feet deep. 
This had to .be removed in three lifts, 
and a two-foot layer of ice at the bot
tom was loosened with explosives so 
the plow could operate. To add to an 
already had situation, it snowed for 
seven seraight days, adding another 
three feer. Bob Higgins gave tremen
dous credit to Assistant Maintenance 
Superintendent Brock, who was on 
the job every single day, usually from 
5 a.m . to 9 or 10 p.m., and to his 
valiant crew. 

This first rotary snowplow was 
called affectionately the Bull of the 
Woods Out of respect for the big boss, 
Major Blauvelt, who had designed it 
and had it built. It had been 
modified and' improved several 
times, and in 1927 it was mounted 
on a fOIU-wheel drive Coleman truck 
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with a,seplltate engine to drive the 
rotary head~ This worked very well, 
and while others were ' laboring to 
open other passes in May 1928, here 
was the Bull of the Woods clearing 
the deep snow from Berthoud Pass. 
As· snow removal equipment con
tim:'ed to improve and more of it 
couid be purchased, most of the ma
jor pass roads were kept open all 
winter by 1~39. There .were excep
tiolls to be sure, not only in the 
mountains but also in the prairie 
lands of Eastern Colorado. The 
winter of 1936-37 saw exceptionally 
heavy snowfall in the mountains. A 
Highway Department report of 1938 
showed Rabbit Eats Pass with 506 in
ches' Berthoud Pass with .. 362 inches, 
Tennessee Pass with a paltry 106 in
ches, boi: that snow cucher, Wolf 
Creek Pass, had a whopping total of 
900 inches. Another report showed 
808 inches, but no matter who's 
right, it WjlS a lot of snow. 

A PLAINS STORM 
The eastern plains of Colorado 

came in for their share of snow with 
a giant storm which began Novem
ber 2, 1946, Saturday morning. By 
evening snow was falling at the rate 
of about an inch an hour over ap
proximately 35,000 square miles, 
rOll8hly from Denver east to the · 
Kansas line and south to the New 
Mexico and Oklahoma lines. 

Snow continued to fall until Tues-. 
day morning, November 5. Every . 
available maintenanceman and piece ' 
of equipment were put to the im
possible task of keeping the main 
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roads open. With the abatement of 
the snowfall these maintenancemeJi. .. 
who had been working almost con
tinuously without rest, hoped for a . 
respite from their ordeal, <Bur the ' 
wind remained high, often reaching 
50 miles an hour, and roads closed 
behind the plows. The men stayed 
on, repairing theit tired e.quipment 
as best they could. " 

To further compound the 
problem, snow began again Thurs
day afrernoon with up co 18 inches 
of new fall measured in the next 12 
hours. Total snowfall of from 34 'to 
50 inches was repotted from several 
points, 

Luckily, there was little or no 
wind with the new storm, and by 
Friday afternoon all snowfall had : 
stopped. But as if by signal, high ' 
winds again arose" causing heavy , 
drifring over the entire plains area. 
By Saturday, a passable road was 
generally being kept open on the 
main highways. However 1 it wasn't , 
until Thursday; November 14, 1946, 
that two-lane travel was again 
restored. 

These hardy snow fighters were 
personally supervised in their assault 
against a seemingly endless world of 
white by Charles E. Shumate, later to 
become chief engineer and chen ex
ecurive director of the State Deparr
ment of Highways. His report of the 
storm tells of the efforts to keep the . 
roads open; and the rescue of 
numerous stranded motorists 

the way. He flew over the area wh . 
weather permirted to keep inform .. 
of progress and to learn of the worst 
trouble spots. The snowplows had no 
radios in those days, and to move 
equipment to places where it was 
needed most, Shumate would fly 
over and drop notes to the operators. 

' There is much to be said for loyalty 
to the job and to the employer, but 
never has the stamina, perseverance, 
and dedication of the highway main
tenanceman to the public welfare 
been more Clearly and more 
graphically demonstrated. But to 
varying degrees, such work goes on 
every winter. 

There are 34 mountain passes on 
the state highway system now shown 
on the Colorado highway tourist 
map, with modern improved roads 
over each one. Two of these passes 
are over 12,000 feet, seven over 
11,000 feet, and 10 over 10,000 feet 
above sea level. Of this total of 34 ' 
passes, only four are not kept open 
for winter traveL These are Indepen
dence Pass and Slumguilion Pass. 
which are covered by Highv.( , 
Department maintenance, and Ttio.,_. 
Ridge High Point and Miln<r 'Pass in 
Rocky Mountain Nation'al Park. 
Since the Eisenhower Memorial 
Tunnel was opened for travel, Love
land Pass (11,992 feet) has been kept 
open on a second-priority basis. But 
who wanrs to drive over these high 
roads in the wintertime? Well, if you 
took a count some weekend, you'd 

• 



., ,der whether there was any letup 
from summer traffic. 'There are 
literally thousands of cars and recrea
tion vehicles of every type, with skis 
lashed to the top, tied on the p.ack, 
thrown in the trunk, or poking out 
of a window. Even a president has 
been included with these winter 
sports enthusiasts. Then you.'ll count 
the 14-wheeler semitrailer' trucks 
going both directions loaded with 
food or merchandise, hurrying to 
deliver on time. Then add the many 
residents of Western Colorado who 
come to the eastern cities to shop or 
just to visit friends. With highway 
maintenance of these passes a cO,n
tinuing program and with reasonable 
care, there is really no need to be un
duly concerned about crossing the 
passes in winter. 

ment, worked as a rodman on this 
project. 

So what. was so important about 
this job? Well, as soon as the contrac
tor got the gravel sqrfacing on, state 
employees started on the first oil 
processing project ever performed by 
the Highway Deparment. The high
way boys had rigged up a distributor 
for the oil, and as the gravel was laid, 
they spread the oil in three applica
tions of about a half-gallon per 
square yard. After each pass they. 
used a double disc harrow to work 
the oil into the gravel. Then it was 
blade.d . back and forth until 
thoroughly mixed, then spread 
evenly on the roadway. Cars could 
now drive over the road without get
ting splattered with fresh oil, and the 
traffic served to compact the mix-

ROAD OILING BEGINS ture into place. Billy Walsh reported 
that the road lasted for several years 

The total expenditures for con- before it needed resurfacing. This 
struction projects in 1928 came to was the humble beginning of a prac-
S4.3 million, the only year in the last tice that would see thousands of 
half of the decade it reached the 54 miles of road mixed and plant mixed 
(""·'.1~on . mark. But from' then on, asphaltic surfacing for streets and 
l gs were going to be decidedly highways, for parking lots, drive-
. ditferent. A 5.3-mile project for ways, bike/?aths, and rnany other 
grading, drainage, and gravel surfac- uses.' 
ing between Romeo and Antonito Reports covering 1929 reveal that 
was let to Pople Brothers of Tri- in Colorado's 103,948 square miles 
nidad. Work was under the supervi- there lived approximately 1,036,000 
sion of Resident Engineer W. J. Billy people, for an average of about 10 
Walsh, who larer setvedas state con- per square mile. By then the state 
struction engineer for several years. highway system had grown to 9,203 
Charles E. Shumate, later to become miles with almost 60,000 miles of 
eXecutive director of the depart- county roads. Motor vehicle registra-

------~--~~r..~~~ 

A good argument for road oiling. 

tion had risen to an impressive total 
of 303,489. The Highway Depart
ment continued its struggle, with 
funds available, to keep pace with 
this rapid growth .. An inventory 
showed 4,72,5 miles of state high
ways were gtaded and drained, 3,839 
miles were gravel, some treated, 13 
miles were bituminous concrete, 339 
miles of cement concrete, and 'the 
balance was other types: l\. litrle over 
53.7 million were spent fot construc
tion that year, but instead of gaining 
it seemed as if the department were 
losing ground. ' 

THE CRASH OF 1929 
Then on that fareful day, October 

29, 1929, the New York stock 
market suspended all trading.' The 
market had crashed. Tetror struck at 

:' the hearts of every American old 
enough to understand. Stock brokers 
and business tycoons, wealthy 
beyond belief one day, were paupers 
the next. Scores, distraught and in 
deep anguish, leaped from 4O-story 
buildings or took their lives in other 
ways. Though it wasn't"immediately 
apparent, the country was to uoder
go a lasting depression. Bank loans 
were called, businesses closed down 
everywhere, and employees by the 
hundreds of thousands were sud
denly thrown out of work. Meager 
savings soon dwindled and disap
peared. 

The Highway Department did not 
at once feel the impact Of this 
economic catastrophe ,and in 1930 
collected a little over $4 million in 
gas tax. With 52.2 million federal 
aid, the department completed a lit
tle over $ 5 million in construction 
projects that year. A supplemental 
appropriation of $131,000 bronght 
the 1931 federal aid up to $4.8 
million, and with 54.2 million in tax 
revenue, the department finished 
$8.1 million in contract work. 
Emphasis was now tutning toward 
manual labor as a means to assist 
with widespread unemployment. 
There was no such thing as 
unemployment insurance; food 
stamps were unheard of, and the 
only relief was to go on the county. 
Most counties were so poor thar to 
go on the county was tantamount to 
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slow starvation. A number of federal 
programs about to be set up would 
materially affect highway work in 
Colorado. 

The N atiorial Industrial Recovery 
Aa was the first, and was haridled 
with the States through the Bureau of 
Public Roads. NRA allocated funds 
for specific projeas under terms that 
were very stria, aimed solely at put
ting men to work on roads at 
specified rates of pay. Originally the 
limit was 24 hours a week at a 
minimum of 30 cents an hour. Later 
it was raised to 30 hours at not less 
than 50 cents an hour. Income from 
gas tax dropped in 1932 to $3.7 
million, and federal aid was way · 
dOl,Vn to $2. 1 million. Using 
hundreds of men at manual labor all 
over the state naturally reduced the 
value of work completed, and the 
tOtal that year was only $4.2 million. 
NRH meant a highway projea; 
NRM, a municipal job, and NRS 
meant work on the secondary roads. 

VAIL TAKES OVER 
Charles D. Vail was now leading 

the Highway Department in this 
difficult period. Major Blauvelc 
passed away Gaober 26, 1930, and 
Vail was appointed State Highway 
engineer November 18, 1930. He 
had recently resigned as Denver 
manager of improvement and parks, 
and he continued to serve as head of 
the Highway Department until his 
deathJanuary 8, 1945. . 

10 a speech he made July 10, 1934, 
Vail reported that federal aid alloca
tions under the Highway Aas of 
1916 and 1921 ceased in 1932. On 
March 27, 1933, he received notice. 
from the Bureau of Public Roads 
that the agency could not approve 
any more projeas nor concur in 
award of any conrraas until further 
notice. 10 issuing the stop order, BPR 
officials apparently knew Congress 
had other plans. By 1934 Congress 
had appropriated to Colorado 
$3,486,000 as a 100 percent grant 
with no need for matching, and had 
authorized $2.3 million federal aid 
for each of the years 1934 and 1935. 

But with all the other seemingly 
insurmountable problems, there yet 
appeared another cloud upon the 
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Cha,.,.s D. V lIi/. 
horizon. This was usually noticed on 
a still sunny day when that brqwn 
cloud, hugging the ground and mov
ing with the speed of an express 
train, rapidly enveloped everything 
with a suffocating pall of sand and 
dust, blotting out the bright sun. 

There had been no appreciable 
rain in Eastern and especially 
Southeastern Colorado for many 
months, and any crops there may 
have been were cut off at the ground 
or covered hopelessly by sand and 
fine dust. These dust storms were 
r~ring in 1932 and 1933 uncil 
some farm houses had brown drifts 
as high as eight feet up the side of the 
building; farm equipment was com
pletely covered; often tractors had 
only the top of the exhaust pipe 
showing. Farmers who had been 
struggling to pay .off the mortgage 
and meet the installments on the 
machinery loaded up their few 
belongings in the decrepit old truck 
and left the land forever. 

But Congress had voted funds to 
set up relief programs in Eastern Col
orado and in 1933, 16 work relief 
road projects were set up in 
Southeastern Colorado for a total of 
over $1 million. The sole purpose of 
the road work was to provide some 
employment to the heads of families, 
and though the pay was·n't very 
much, it helped the area survive the 
disaster. The fight against the 
depression continued through 1934 
and 1935, with highway work pro- . 

viding much help for the hardest I 
areas. However, in 1935 aS~J 
million hond issue was approved, 
with the:Cunds becoming available in 
1936. That year the department paid 
out almost $12.5 million for con
srrucrion and in 1937 over SI8.8 
million. For the year 1938, the 
department disbursed S 1'3.7 million, 
but in 1939 the tOtal slumped to $9.5 
million. 

During the 1930's, State Highway 
Engineer C. D. Vail seemed plagued 
with trials and tribulations from ev
ery quarter. Depression, drouth, fall
ing revenues, . and govern~en( . 
regulations heaped one upon 
another; all would seemed to have 
overcome any man with less in
testinal fortitude than Charley Vail. 
Bur in 1938, diversity came from .. n 
unsuspected direction. Former 
Governor Ed C. Johnson, under 
whom Vail had served with accepta
ble expertise, was now U.S. Senator 
Johnson; On Nov.ember 30,1938, the 
senator wrote a letter to the chair
man of the Highway Adv.isory Boar" 
with a denunciation of Vail and ( 
budgeting practices. The senator · 
further implied that there was a huge 
sum of unallocated money which he 
called Vail's slush fund that Vail was 
possibly using for political purposes. 

There w~. more correspondence 
with charges and recriminations by 
the senator" and equally vocal denials 
by the bOard. The senator was in
vited to come to find Vail's slush 
fund if he could. Senator Johnson 
came to the highway offices, took off 
his coat, rolled up his sleeves, had his 
picture taken by the press, and sat 
down to reveal all about the High
way Department. After finding 
nothing wrong, Senator Johnson and 
Warwick M. Downing signed a joint 
statement of December 12, 1938, 
completely exonerating the depart
ment and chief engineer from any 
wrongdoing. Closed was another 
episode in the life of a highway man. 

A NEW MONARCH PASS 
Even though highway revenue was 

dropping, the department continu~J 
its primary mission ~ to provide t 
best possible roads for the safe and· 
efficient use of the greatest number 



( _ .oople. One example was the loca
tion of a new and better route over 
Monarch Pass. The original one bet
ween the village of Monarch and 
Sargents was built· by the U·S. Forest 
Service in ·1922. ·1t was a tortuous 
trail, narrow and steep with many 
sharp and dangerous curv·es. Of 
course, the cOl;t.struction in those 
days was mostly pick and shovel 
with teams and wagons. Horse 
drawn slips or fresnos could seldom 
be used because of rhe rocky soil. A 
steam shovel, though cumbersome 
and slow, was a great help. When you 
compare the equipment of those 
early days with the powerful and 
efficient mobile machinery in use ro
day, it's really amazing that the 
operarors gOt roads finished at all. 

Highway Departinent' location 
engineers found a pass less than a 
mile southeast of the old , Monarch 
Pass. The new pass was 11,312 feet 
altitude, but one which would make 
possible a much better alignment of 
the approaches. Considering the new 

, ",<erful machines to be used on the 
,,, .:_k, location and design engineers 

coold project the centerline of the 
road' along a course that would elimi
nate the sharp curves and make the 
grade a more gradual climb and des
cent. Cuts and fills were teadily ac
complished, and the highway user 
reaped the benefit. The car owner 
and the truck driver could now 
negoriate the pass on a wide high
way, not only with a considerable 

Monareh Pass, 1919. 

saving in time and money, but ~ith 
much greater safety. 

Work on three sections between 
Maysville and Sargents was under
way at the same time and was 
finished almost together. DeRemer 
and Atchison had the contract, from 
the top of the pass south down Agate 
Creek about four miles. That work 
was finished September 30, 1939, at a 
CoSt of $221,103.95.)' H. and N. M. 
Monaghan had the contract from the 
tOP of the pass, then called Agate 
Pass, easterly to the village of 
Monarch, 4.207 miles at a cost of 
5221,761.19. The third contract was 
let to C. A. Switzer and A. S. Horner, 
running 6.334 niiles from Monarch 
east to Maysville, for a tOtal ·price of 
S207,087.87. 

When the Highway Department 
first announced it intended to build 
a new road on this location, propo
nents of a road over Marshall Pass 
(former toll road location and at that 
time a D. & R. G. W. narrow gauge 
route) said Marshall Pass would bet
ter serve their interests. But the road 
was built on what the department 
considered the better location. 
Charley Vail, acceding ro the re
quests of several counties, had the 
n~w route signed Vail Pass. Marshall 
Pass diehards promptly smeared the 
signs with black paint. Vail ordered 
the signs removed, and the name 
Monarch Pass was used. It still re
mains to this time. Travellers driving 
this beautiful highway today are 

una ware that engineers who laid out 
the route and that of other passes 
often walked for miles from the end 
of an existing road to get to and ftom 
rheirwork. Some lived in tentS. sum
mer and winter. Equally hardy were 
the ~oad building crews that 
followed later, to move the dirt and 
buil<l the structures. ' 

The · federal pr.ogram under the 
National Recovery Administration 
(NRA) either had been absorbed 
into other, activities or had been 
dropped altogether by 1939. There 
were three other U S. plans which 
did affect Colorado roads. There was 
a Works Projects Administration 
program of. 'among others. aid for 
highways. Colorado participated in 
this, and many smaller projects were 
built. Under the WP A, the depart-

:; ment did not usually supervise the 
work but often supplied highway 
marerials. Jobs were individually in
significant but collectively impor
tant, especially in grade crossing pro
tection. 

An important source of emergency 
federal aid was called Work 
Programs Highway. and funds Carne 
from a special appropriation under 
which Colorado received 53.395,263. 
One of the major projects built with 
these funds was Clear Creek Canyon. 
which will be discussed later. 

A PASS NAMED VAIL 
Another federal program ' was 

under the Public Works Administra
tion. and severa! importanr projeers 
were built with PW A assistance. One 
section of road partially done with 
PW A funds was an entirely new 
route between Wheeler Junction and 
Minturn. now called Vail Pass. Iii 
June. 1936. Dan W. Ormsbee, 
department construaion erigineer, 
made a reconnaissance survey from 
the road near Shrine Pass north
westerly over the top of an unnamed 
pass near Black Lake and following 
Bl""k Gore Creek to Gore Creek, 
then along thar stream to the Eagle" 
River and a junction with what was 
then US. 4OS. now US. 24. 

Two PWA projects were working 
at the same time. The first was a con
tract , to H. I. Gardner for 
S 119,039.26 covering 4.649 miles 
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1 70 ~mtruction, Vail Pass, 1975. 

betw~n Wheeler Junction and the 
top of the' new pass. The second job 
and the much mote difficult one was 
let to 'Ed H. Honnen for $455,001.24 
and covered 9.584 miles from the tOP 
of the pass down the west side to 
Gore Creek. Larson Construc-rion 
Company had the contract from 
Gore Creek to near Dowd, covering 
9.860 miles for $224,773.71. The 
Gardner job was finished October 
n, 1939; Hannen's project was com
pleted thtee days later, Ocrober 14, 
1939, and Larson finished his work 
November 12, 1940. Later in 1941 
and 1942, Larson did several other 
jobs on the pass, including oiling, 
and Lowdermilk Brothers did rwo 
projects of gravel surfacing. Again 
there were several counties which 
passed resolutions urging the depart
ment to name rhis new road Vail 
Pass. On December 16, 1939, Vail or
dered the signs bearing his name to 
be erected. When this road is com
pieced as a four-lane divided high
way (I 70) under the interstate 
program, it will still be known as 
Vail Pass, gareway to scenic wonders 
and to the world's fmest skiing. 

RAILROADS TO AUTO 
ROADS 

Many of the early railroads in Col
orado were built to serve the mining 
industry. Much of the romantic 
history of Colorado's growth is 
firmly wrapped around those narrow 
gauge trains clattering noisily 

The High Road 127 

through deep canyons or chugging Carlton Tunnel by the High,· 
along the side of a mountain. As the Department, was over two, m't. .. ' 
production of precious metals began , long. After a road was built onthe 
to wane and in many places disap- :old grade, traffic was permitted ro 
pear altogerher, most small.railr!lads Ii« rhe runnel as a one-way route. It 
were forced Out of busine'ss. ~en was declared to be a state highway 
the lines were abandoned and the even though the department did not 
tracks removed, auro roads were 'Own the right of way. Carlton's gift 
built along many of the railroad was '. accepted, and the road was 
grades. Some are on the present.high, -opened ro travel at a celebration at 
way system, while others are, no',.) the west portal September 5, 1925. 
whar are popularly called jeep roads. Major 1: D. Blauvelt, state highway 
Before arrempring to drive this larret . engineer, accepted for the state. Dur
group, local inquiry should be made. ing the balance of 1925, 70 to 80 cars 
to make sure that the road is open to a day used the tunnel. 
travel. Some of Colorado's most In 19.12, after Charles' D. Vail 
scenic beauty can be found along - : became state highway engineer, it 
these roads from the precipitous gra- ' .. was determined that the tunnel was 
nite walls of deep canyons to the not safe for traffic. The COSt to repair 
panoramic vistas of the high 'and maintain could not be justified. 
plateaus. , The runnel was removed from rhe 

The 10ngeS[ section in the rails~to- highway system and "Road Closed" 
roads conversion was some 53 iniles signs were posted at both portals. 
of the Colorado Midland from Lead- The Midland Terminal Railroad 
ville westerly. A. E. Carlton bought was one of three which once «rved 
the Colorado Midland Railroad pro- the rich Cripple Creek area. State 
perry after its abandonment by Highway 67, south from Divide, 
federal authorities, who had taken generally follows much of the o,ld 
over operations of the nation's grade even to using [he Sangre' 
railroads in World War I. After sell- Cristo Tunnel which .was driven .. 1 

ing the rails and equipment, Carlron 1893. Perhaps one of the most scenic 
gave rhe State Highway Department routes is now a county road but was 
a quitclaim deed to the entire right once State Highway 336. Ir was the 
of way from Leadville to Basalt and Cripple Creek Short Line, which ran 
from Glenwood Springs to New Cas- some 45 miles from Colorado Springs 
tie, except for the Busk-Ivanhoe southwesterly on what became the 
Tunnel west of Leadville, which he Gold Camp Road to Victor and 
retained to transport irrigation Cripple Creek. Later it was known as 
water. This tunnel, later named the ' the Corley Mountain 

Old Stat. Road 11 west of Mack. on former railroad grade. 



us 6, Clear Cne' ea"Y01l. 
When Teddy Roosevt:lt was a 
~: .. >;ng~r on this line he txclaimtd. 
"': . ··.s is a ride that \:>ankrupts the ' 
English language!" With the com
pt:ririon of rwo ocher railroads, the 
Cripple Creek Short Line went 
hankrupt, too. 

The third railroad vying for riches 
from Cripple Creek's POVerty Gulch 
was the Florence and Cripple Creek 
Line . ..!n irs approximatd y 40 miles, 
the road dropp~d about 5,(XXI feet 
wnile (ravening the famous Phan
rom Canyon. Ir became an auro road 
in 191H. and while ir was once a part 
of Colorado 67'. it is now a county 
road . The popularion of Cripple 
Creek at the turn of the century was 
reported I y some 40.000 hopeful 
muls, while today the popularion is 
ahout 5(XI. When the gold and silver 
ore stopped pouring our of the 
mountain . thousands of prospeero,", 
camped by a hole in the side of the 
hill, folded their rents like the Arahs, 
and silently slipped away. 

Other railroad grades which were 
once used as auto roads included 
some 10 miles of the Denver and Rio 

. ,de along the Lake fork of the 
G ..rinison , now engulfed hy the huge 
Blue Mesa Reservoir, and that fisher-

man's paradise. the Black Canyon of 
the G unnison. The Crystal River and 
San Juan ran about eighr miles from 
Placim to Marble. This line carried 
the marble for the Tomb of the 
Unknown Soldier and also the Lin
coln Memorial in Washington, D. C. 
The auto road was once Colorado 
.>27 bur i~ now a county road. Then 
there were the Switzerland Trail that 
linked Boulder, Ward, and Neder· 
land; and rhe hranch of the Colorado 

Midland along the Roaring Ford bet
ween Sa'saJr and Aspen~ now cq'Vered 
by Colorado 82. 

The loftiest railroad of all was the 
GeorgetOwn ' and Grays Peak line. It 
ran south of Georgetown, climbing 
Me. Leavenworth by using . several 
switchbacks, then up Leavenworth 
Creek to what is now rhe·ghost .town 
of Waldorf, then zigzagging up Mr. 
McClellan, where it ran out of Steam 
at I 3, 100 feet. This is believed to be 

C a"d S Railroad, tOOl of Floyd Hill, Clear Cree' Ca"yo ... 
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the highest point evet reached by an , 
adhesion railroad in the United 
States. There is a jeep trail on the old 
rwoad grade, but the wise four-

'" Y'heeler 'inquites before trying it. 
One of the most recent and surely 

the most important of all the rails to 
roads sections is Clear Creek Canyon. 
The line was the early day Colorado 
Central, which later became the Col
orado and Southern. It ran from 
GOlden up Clear Cre~k to George
town, where its famous loop circled 
across the narrow valley. A branch 
ran from Forks Creek to Black Hawk 
and Central City. In the mid-1930's, 
tonnage on the line had dropped far 
beyond any point of profitable 
operati()n. Application was made for 
permission to abandon the line. 
Several years would elapse before 
this authorization would come. 

THE CLEAR CREEK 
CANYON HASSLE 

As early as 1935, the Bureau of 
Public Roads began asking Chief 
Engineer Vail to consider the future 
construction of a road down Clear 
Creek Canyon to Golden. Vail 
demurred, saying that as long as the 
rwoad was in place it would not be 
feasible to build' a road there. 
Besides, he felt the Mt. Vernon
Floyd Hill route would make a better 
road. 

Three projects were built in Clear 
Creek Canyon betWeen the foot of 
Floyd Hill and Forks Creek , in the 
late 30',. Hamilton and Gleason 
completed about a mile of road April 
28, 1937, at a COSt of $41,625.75. 
Pioneer Construction and Engineer
ing Corporation and Hinman Con
struction fInished 1.822 miles on Oc
tober 1, 1938, for $340,900.38, and 
Lowdermilk Brothers built tbree 
bridges which were completed June 
7,1939, at a cost of$113,964.25. This 
work now made travel possible bet
ween Black Hawk and Idaho Springs 
without having to negotiate hazar
dous Virginia Can yon. 

There was a report by contempor
aries thar the U. S. Forest Service was 
urging the Buteau of Public Roads to 
get the state to ' complete a route 
from Forks Creek down the canyon 
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to Golden. About 1918 the Forest 
Service began to refer to various 
mountain roads between Estes Park 
and Manitou as the Peak-to-Peak 
Highway. That agency hoped. t,o ex
rend the system to Saratoga, Wyom
ing, on the north and to La Veta, 
Cucharas Pass, Stonewall, and Tri
nidad on the south. As long as there 
was a road then open "between 
Central City and Idaho Sptings, it 
seems reasonable to believe' that 
agency and BPR were interested in a 
direct connection to Denver. 

Well, Charley Vail wasn't 'quite 
ready for this. Still.confident that the 
Floyd Hill-Mt. Vernon route was the -
best, he began to let contracts in 
193"6 to build it. Martin Wunderlich 
Company fInished a 2.587 mile Job 
on Floyd Hill January 15, 1937; 
another, up Mt. Vernon, 3.109 miles, 
he completed June 7, 1937, and still 
another of 3.066 miles ftom Floyd 
Hill east was fInished January 28, 
1938. Total paid the contractor for 
these three projects was $783,069.77. 
Gordon Construction Company did 
one job on Mt. Vernon of 2.74 iDiles, 
which was completed July 13, 1937, 
at a cOst of $468,594.05: Hamilton 
and 'Gleason had one project to 
fInish the route, which was 4.296 
miles long, completed January 26, 
1938, for $198,084.50. The Bureau of 
Public Roads was not asked to par
ticipate in the cost of this route. Vail 
used public works project funds 
which were not under control of 
BPR. 

OffIcial records show that pressure 
continued on the Highway Depart
ment to stm the Forks Creek-to
Golden leg of an auto road in Clear 
Creek Canyon. Finally, the 1940 
highway program 'carried such a pro
ject. 

The tailroad had not yet been 
abandoned; Charley Vail selected 
tunnels as the fIrsc work to be done. 
The trackage had caused considera
b�e problems from Forks Creek to 
Floyd Hill. The grade had to be 
raised about 12 feet and the tails 
reset. Blasting was a constant 
problem because of damage to the 
tracks. Contracts were let for twO 
tunnels which we now know as Tun-

nels Number 2 and 3. Ed H. Honn, 
completed both jobs July 26,1941,~_ 
a cost of $286,146.55. Pioneer Con
struction and Engineering Corpora
cion finished a 4.2,94-mile project of 
roadway on January 8, 1943, for a 
Cost of $122,567.95. 

'c ' Buc che highway through Clear 
Creek was not to be completed for 
several years. The Germans had in
vaded Poland, and Europe was 
caught up in World War II. Then 
Japan had bombed Pearl Harbor. 
Gasoline and tires were immediately 
rationed: food, autos, and many 
other items were SOOn to follow. Sup
plies of materials 'needed to carryon 
che war required priorities, and mosc 
civilian uses, including highways, 
didn'c race high enough ever to gec 
delivery on an order. The depart
ment spenc $5.5 million for con
struction in 1940; · $5.3 million in 
1941, but the fIrst year after Pearl 
Harbor it slowed to $4.3 million. The 
total outlay for 1943 dropped to 52.8 
million; in, 1944 it slid to $2.2 
million, and in 1945 it hit bortom "t., 
$2.0 million. . 

POSTWAR REBUILDING 
As the war clouds over Eutope 

cleared, and as the leveling of 
Hiroshima and N agasakibrought a 
swift end to the Pacific conflict, 
highway construction began its for
midable job of catching up, while 
repairing the severe damage caused 
by overloaded trucks hauling war 
materials. In 1946 construction pay
ments were back to $5.2 million, but 
in 1947 they more than doubled for a 
total oU10.8 million. The backlog of 
projects was enormous, and 'in 1948 
the total work reached $18.2 million, 
arid 1949 carried $19.0 million. 

Now that the wheels were again 
rolling, anention turned back to 
Clear Creek Canyon. The first pro
ject completed after the end of the 
war was fInished by Larson Con
struction Company June 2, 1948, for 
$332,878. Hinman Brothers finished 
the second job July 20,1949, at a cOSt 
of $382,831. It was 2.354 miles lon.& 
between Guy Gulch and Chim~ , 
Gulch. When the next project 011_ .. .. 

up, Hinman bid about the same unit 



} 's as on his (lfst job . .He' was 
awarded the contract for .2.07 miles 
from Tunnel Number 2 eastward, 
which he finished August 17, 1950, 
ar a cost of $5.03,300.51. 'rhe'14.9-
mile stretch ofrasPhalt1& paving was 
completed July 22, 1952, by J. H. & 
N. M. Monaghan at a cost"of 
$468,860, and Clear Creek Canyon 
was ready for trafik. This s'!ctioh 
was the latest and certainly the most 
important abandoned railroad grade 
converted to use as a highway. . 

During the later days of World 
War II, there occurred an' incident 
which saddened all highway 
employees and a multitude of 
friends. Charles D. Vail died January 
8,1945. This stalwart, who was never 
known to dodge a fight or duck an 
issue if it meant more and berter 
roads, commanded the high regard 
and sincere respect of everyone who 
knew him. A. F. Hewitt .• who had 
been in charge of department 
engineering, was n;mde acting state 
highway engineer until a civil service 
e'- '""Ilination could be given. 

WAT.ROUS WINS 
On April 16, 1946, Mark U. 

Watrous was declared the winner of 
the civil service examinarion for 
chief engineer and was certified to 
the post after winning a court bartle 
contesting his appointment. Watrous 

. was a 1914 graduate of Colorado 
.School of Mines and had been presi
dent and general manager of a 
Pueblo construction firm. Watrous 
was urged to take the civil service ex
amination by Charles E. Shumate, 
who later served as deputy chief 
engineer underWattous and who 
became chief engineer after 
Watrous's retirement August 1, 
1963. 

Mark Watrous was comparatively 
small in stature but large on getting 
things done. He brought first hand 
practical construction experience to 
the job. During his term, he fostered 
aJoint Cooperative Commirtee with 
the Colorado Contractors AsSocia
tin ... to further the understanding of 

'c to be done and to encourage a 
cooperative effort in gerting it ac
complished. This committee has had 

Marll U. Watrous. 
a great deal to do in developing' the 
very productive relationship bet
ween department and contractor 
which still flourishes today. It has 
contributed immeasurably to gerting 
good roads built at the lowest possi
ble cost to the Colorado taxpayer. 

As the Highway Department 
made ready for the huge program 
which was to follow, the Public 
Roads Administration (previously 
Bureau of Public Roads) had re
cend y approved a system of U. S. se
condary highways. These were first 
tatified November 6, 1941, by con
trol points only for a total of 1,929 
miles. On December 20, 1944, the 
Federal· Aid system of 3,332 miles, 
which had been flfst approved in 
1922, was divided into 1,218 miles of 
primary and 2,114 actual miles of se
condary toads. Another important 
change was that under the 1943 
Federal Aid Act, PRA contributed to 
the cost of tight of way for construc
tion projects for the first time. The 
amount was one third the total cost, 
but this was increased to one half by 
the] 950 Acr. 

Under Chief Engineet Watrous's 
guidance, the department was being 
geared to meet the enlarged 
programs which were reported com
ing. A Planning and Research Divi
sion had long since replaced the 
Planning Survey, with considerably 
expanded duties. One very impor-

tant funcrion the division performed 
then and still does was the continu
ing physical inventory of state high
ways. This recorded the design cri
teria, capa~iry, and GOndition of the 
highway., These factors, when 
coupled with the volume and type of 
traffic'using the road, yielded a suffi
ciency ra,ting for the panicular sec-' 
tion of highway. Any rating under 
70 meant the road was unsatisfacrory 
and in need of early attention. The 
procedure has oeen refined and has 
become more sophisticated by use of 
data processing, but it remains a 
valuable and reliable yardstick enab
ling -the chief engineer and the ex
ecutive direcror tci'selecr projects for 
needed construction. 

In the days after World War II, it 
was relatively simple to bring a pro

.~~ject up to contract and construction. 
." Today it is often a long, arduous, and 

trying experience, but this will be 
discussed, under socioeconomic 
headings. Earlier, a section of. road 
was selected and an engineering 
survey was made. This survey used 
design criteria for the projected 
capacity required as to roadway 
width and curvature, number of 
lanes, right of way needed, points of 
ingress and egress, sources of 
materials, and a summary of con
struction quantities. These data were 
obtained by the district engineer's 
forces and referied to headquarters 
design for completion. From the 
summary of quantities, staff .desig
ners could prepare an estimate of 
construction costs. The estimate 
served for budget purposes, and 
funds were allotted accordingly for 
the work. When plans were prepared 
and the necessary right. of way had 
been bought, or a court order for im
mediate possession was obtained, the 
project was advertised for bids. The 
lowest prequalified contractor was 
awarded the job, and the project was 
referred to the field districr forces to 
supervise the work. 

THE INTERSTATE SYSTEM 
During the early 1940's, when the 

war had curtailed most highway con
struction, the several states and 
Public Roads Administration were 
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working to establish a system of 
principal roads in the nation on 
which work could be concentrated 
after the war. The Fedetat Highway 
Act of 1944 authorized such a system 

.of interstate highways and specified 
that the routes be' selected by joint 
action of adjacent st~tes into which a 
route"would run. 

As a result of this cooperative ac
tion, the federal works administrator 
approved the fltst National System 
of Interstate and Defense Highways 
on AugUst 2, 1947. It comprised 
37,681 miles with 2,319 miles 
reserved for later circumferential 
and distributQr routes. The 1944 Act 
appropriated $ 500 million a year for 
each of three fIScal years following 
die war, of which the sum of $225 
million was fo~ primary federal aid 
roads, $150 million for secondary, 
and $125 million for urban sections 
on the system. Colorado's allotted 
mileage included' what is now I 25 
between Cheyenne and Raton Pass, I 
80S (now I 76) from Denver to the 
Nebraska.1ine at Julesburg, and I 70 
from Denver east to the Kansas line. 
There was no interstate mileage from 
Denver west, but this omission will 

Paring IN toIJroatl, 
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be dealt with under the 1956 Inter
state Act. 

While the interstate system of 
highways which PRA approved in 
1947 was a thoroughly intercon
nected and completely integrated 
system, the federal participation was 
the same percentage as for any orher 
highway project. So there was no 
great advantage in doing an inter' 
state job ahead of one on some lesser 
system. ActuaIl y, the program was to 
be largely a conversation topic until 
the proposal of President Eisenhower 
brought results. 

THE DENVER-BOULDER 
TURNPIKE 

In the meantime, the Colorado 
Highway Department was beginning 
to hear proposals from Boulder resi
denrs for a direct road to Deaver. 
Mark Watrous was never unrecep
tive to these 'requesrs, and he was 
very much intrigued by the 
challenge which a new road across 
virgin country would present. It was 
also apparent from the outset that 
the department 'had no funds for 
such an undertaking. One of the 
original, perhaps the original prapo-

nent of this road, was Prof. Roderii 
1. Downing of 'the School 01 

Engineering at Colorado University. 
Rod. Downing would ofren take his 
engineering students out along the 
route he proposed and have them 
make practise surveys. 
, Enthusiasm for the route con
tinued to build, with most Boulder 
c;ivic' organizations, the University, 

. and many prominent citizens ex~ 

. pressing their approval. Interest 
·gtew until the Legislature passed and 
the governor signed a bill authoriz
ing the Highway Department to 
build such a road and to charge tolls 
with which to pay the cOst of build
ing. Watrous could now proceed on a 
legal basis. He engaged Howard, 
Nee!iles, Tammen, and Bergendoff, 

, a Kansas City consulting firm, to do 
an economic feasibility study. 
Results were. not too encouraging, 
Jor ,the report predicted the road 
would· not payoff its cost and 
upkeep over a 30-year period. As we 
shall see later on, the forecasts were 
ultraconservative and. unnecessarV:Jl. \ 
gloomy. 

But in spite of the report, the sup
POrt for the turnpike had reached 



1 _r pitch and seemingly everybody 
except the City of Longmont was 
soundly in favor. The consultant had 
offered an alternative to permit fi
nancing the road: pledge the high
way fund co back bonds and interest, 
and they ,might sell. Watrous 
wouldn't go that far, but he did pro
pose 3'0 percent which the 
Legislature whipped through and 
Governor Knous signed' without 
question. Bonds totalling $6.3 
million were prepared and sold, 
payable over 30 years. 

Since the Highway Department 
didn't have sufficient engineering 
petsonnel without halting other 
work; Howard, Needles, Tammen, 
and Bergendoff wete hired to do the 
engineering and to supervise con
struction. Peter Kiewit Sons' Com
pan y did the grading and ballast on 
lO.7 miles from 28th Stteet in 
Boulder to Broomfield, beginning 
October 10,1950, and formally com
pleting the section May 5, 1952. Cost 
for this work was $1,118,773.]. H.
, ·M. Monaghan did the grading 
~ _. ballast on the 6.6 miles from 
Broomfield to Federal Boulevard for 

$710,148, starting April 2, 1951, and 
finishing the cleanup May 20, 1952. 
Kiewit had twO other jobs, including 

'bridges, whiCh cost a total of 
$487,162, and Monaghan also built 
some bridges for $330,023. The con
crete paving on the entire 17.3-mile 
sttetch was done by Western Con
tracting Company for $1,991,704. 
Altho Western didn't officially finish 
shoulder paving and various cleanup 
tasks till August; 1952, the new road 
had been first opened to through 
tra!"fic January' 19 of that same year. 

The turnpike was built to freeway 
standards with fully controlled ac
cess. Two, 12-foot lanes were pro
vided in each ditecrion with lO-foot 
shoulders for emergency parking. A 
20-foot depressed median originally 
separated opposing traffic. Now, a 
concrete barrier adds to the high 
safety factor on the road. W. ]. . 
"Billy" Walsh, then department con
struction engineer, reported contrac
tors 'on the entire 17.3 miles exca
vated three million yards of d1n: 
which if piled on a 300-foot square 
city block, would reach 900 feet high' 
or almost three times the height of 

the Daniels and ' Fisher Tower. The 
eight-inch concrete paving covered 
502,000 square yards, using 3,012,-
000 sacks of cement, which if laid 
end to end would extend 1,700 
miles. Twelve major structures in
cluding the toll houses were built on 
the job. This was the first section of 
continuous road reaching this mag
nitude ever awarded by the depart
ment. 

From the first day it ' was open, 
traffic on the Denver-Boulder 
Turnpike exceeded expectations. 
Predictions by the consultant, as one 
looks back now, were downright 
gloomy. But there were at that time a 
number of toll roads in the east 
which' had proliferated without 
enough planning or investigation. 
Severalw'ere in financial trouble, and 
one was about bankrupt. This may 
have influenced the consultant un
duly. Some indicarion could have 
been gleaned from a traffic count on 
U.S. 287 just south of Colorado 7, the 
old Boulder road, in October, 1947. 
This was the day of the Colorado
Missouri football game which ,saw 
7,042 cars pass the counter. The con - , 
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ToUgat. at Broomfield comes out, September 14, 1967. 

sultant had prediaed a daily average 
traffic for the turnpike between 
1950-19600f 2,580 vehicles, but the 
aaual count climbed to 7,fiX) per 
day. The forecast for 1960-1980 was 
3,170 vehicles per day, but by 1966 
the volume had skyrocketed co 
13,774 a day. The forecasters had 
missed it a country mile. 

And so the toll registers rang mer
"rily on and on. It COst 25 cents from " 
Denver to Boulder," 15 cents if you 
got off ar Broomfield. It was a dime 
from Broomfield to Boulder. The 
prices sound low but how the dollars 
added up! Money kept rolling in un
til September" 14, 1%7, when the 
Denver,Bouider Turnpike became a 
free road and a part of U.S. 36. Those 
nickles, dimes, and quareers had paid 
the entire cost of operation, paid off 
$6.3 million in bonds plus $2,363,
fiX) in interest. Also paid for was the 
resurfacing of the road and a change 
of alignment at Federal Boulevard. 
All this had been accomplished oet
ween January 19, 1952, and Septem
ber 14, 1%7, a licc1e over 15 and a 
half years. Ceremonies sponsored by 
the Boulder Chamber of Commerce 
were held at 11:00 a.m. that day, and 
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the toll houses wete promptly 
removed thereafter. At that time as 
far as is known 1 this turnpike was the 
only toll road located on a public 
highway system ever to become a 
free highway. Mark Watrous 
deserves full credit for getting the 
complicated program of planning 
and execution well under way, and 
Charles E. Shumate won plaudits by 
his financial management of con
struaion and operations of the toll 
road. Credit must also be given to 
Prof. Rod Downing, that soft spoken 
CU. engineer with snow-white hair, 
who always thought if you had a 

" good idea and you really believed in 
it, you could get others to believe in 
it too. 

THE REORGANIZATION 
OF 1952 

The Legislature passed a Highway 
Reorganization Act in 1952, co 
become effective January I, 1953. It 
brought some major changes in rhe 
department's makeup and opera
tions. The name was changed from 
Highway Department to the Depare
ment of Highways, and the fiscal 
year was changed from a calendar 

basis to one ending June 30, CO! • 

ponding to that of the U.S. Burea .. "t' 
Public Roads. The previous Adviso
ry Board was replaced by an eight
member Higbway Commission with 
appointments made by the governor 
on a geographical basis. (The total 
membership was raised in 1968 to 
nine, inCluding one member .. at 
large.) The prescribed duties and 
responsibilities of this new Highway 
Commission of 1953 were to be 
vasdy different from those of the old 
Advisory Board. The commission 
was now a body corporate and the 
executive head over the department. 
All contraas and t·ide to property 
were executed in the name of the 
commission. That body was now 
responsible for policy making for the 
deparement and for the direCtion of 
the department's operations through 
the newly designated chief engineer. 

The 1952 aa carried another im
poreant provision which permitted 
the department to adjust the state 
highway system of roads. During the 
30-year petiod prior to 1951, varj~,\S 
highway commissions and adv. , 
boards had .. ccepted into the st:<te 
highway system many mote miles of 



r . .' than the deparrmenr could 
conceivably improve and maintain. 
By this time, the federal govern
menr, through the Buteau of Public 
Roads and its pre~ec;~_9.~s , had ·ex
panded the federalsysterp (0 include 
not only federal primary roads but 
also secondary roads and finally 
those connecting links through in
corporated areas of u'nder 2,500 
popularion (subsequently raised to 
5,(XX». It became more and n\ore ob
vious that there were nOt sufficient 
srare and federal funds for the 
necessary construaion and maiote· 
nance of all these roads to the stan
dards required to be eligible for 
federal aid. . . \: 

This law authorized rhe depart
ment to turn back to rhe countIes 
some 4,000 miles of state highways, 
«dueing the state system to approx
imately 8,000 miles. The law placed 
full responsibility for all' mainte
nance of state highways directly 
upon the department, with counties 
and cities responsible for other roads 
a~" . streets. As in the 1920's, the 
d . ,tment was again nat financially 
abr,, 'co hire the men or buy the heavy 
equipment [Q assume this operation .. 
Agreements were made with many 
counties for them to continue to 
maintain certain roads at the expense 
of the department until such time as 
the department was able to do the 
work with its own forces and equip
ment. This required considerable ex
pansion of the department's mainte
nance operations. Today rhe depart
ment maintains most of the system 
with the exception of a few isolated 
areas where it is more convenient 
and less expensive for the county to 
do so, and in larger cities where ar
terials on the state system are city 
maintained. In either case, rhe local 
entity works on contract with the 
state. 

Another important organizational 
change was · about to take place. 
Because of the increasing complexity 
of the department's operations and 
the expansiveness of the organization 
in 1951, a new position of ad
[]'1 :. :~crative engineer was created in 
t i . . ffice of the chief engineer. This 
position was later changed to assis
tant chief engineer and still later to 

deputy chief engineer. The POSt of 
adminiscrarive engineer was filled by 
a dynamic .personality, O>ades E. ' 
Shumate, who was then a district 
engineer in the Pueblo office. He 
bro·ught to the chief engineer's office 
a thorough knowledge of the re
quirements and problems of field 
construction and maintenance, a 
wide personal knowledge of neady 
every section of the state highway 
system, an extensive face·to·face ac· 
quaintance with department person· 
nel all over the state, and a keen in
sight into the manner and methods 
of generating loyalty to the depart
ment and its officers and in the 
morivation of his subordinares. This 
was of inestimable value to the chief 
engineer and the department, since 
Shumate took over supervision of all 
field district offices. They are 
charged with the engineering of all 
construction, and with maintenance, 
all project surveys, preliminary 
engineering in the field, and the ac
quisition of al} rights of way required 
for such projects. The department 
was now getting prepared for the 
huge interstate program that was 
slated to come along soon. 

THE NEW INTERSTATE 
As a result of lengrhy tesearch and 

invesrigation and with the realiza
tion that progress on the federal-aid 
system of roads was losing ground in . 
spite of the availability of matching 
federal funds, Congress passed in 

1956 a law treating a new system of 
interstate and defense highways. 
This system included 40,000 miles 
(later increased to 41,000 and then co 
42,5(0) of tbe·JIlost important high
ways in die country. These were Set ' 
up to . COnRect important centers of 
popUlation and certain areas of 
strategic importance. The interstate 
law was the beginning of the most 
giganric public works program ever 
attempred anywhere in the world. It 
was originally scheduled for comple
tion in 1972 with an estimated total 
COst of $50 billion. Completion has 
been extended to the 1980's but with 
today's problems, the windup is any
body's guess. 

The object was to bring the entire 
system up to very high .. design stan
dards necessary to meet traffic re

:,quirem,ents .during and after the end 
,'. of the program. At· completion, the 

o entire system was 0 to be at least a 
four-lane divided highway with 
grade separations at points of cross
ing and with interchanges at points 
of ingress and egress. This design 
eliminated all possible conflict 
because of direction of travel and ob
viated rhe necessity for traffic signals 
anywhere on tbe entire system. 
These roads had co be designed and 
built to stand the heavy traffic loads 
expected during and at the comple
tion of the progrl!ffi and particularly 
from damage by military vehicles as 
was so graphically demonstrated 
during World War II. 

The 1956 Federal Highway Act 
appropriated very substantial sums 
for work on the primary, secondary, 
and urban systems at the usual rates 
of participation. But for the inter
state, it allotted $1 billion for fiscal 
1957, $ 1.7 billion for 1958, $2 billion 
for 1959, $2.2 billion for each year 
from 1960 through 1967, dropped to 
S 1.5 billion for 1968, and down to 
$1.025 billion for 1969. 

In order to get this huge program 
into high gear and keep it going, 
Congress set the rates for participa
tion at 90 percent federal and 10 per
cent state funds instead of the tradi
tional 50-50 basis, which inciden
tally then still prevailed on the re
maining systems. Needless to say, 
this program had a very substantial 
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impaa on every highway deparr
ment in rhe counlry. In Colorado it 
was necessary to establish immediate 
planning for the best ways to ac
complish the program in the allotted 
time. 

It was also necessary to develop a 
COst estimate for completion of the 
entire program. This tneant that in
dividualseaions of highway must be 
studied to establish design criteria 
and the cost of construaing the 
roadway including the necessity and 
location of grade separations and in
terchanges' drainage struaures, and 
railroad overpasses and underpasses. 
This was a huge task which involved 
the field distriCtS; Design Division, 
. Planning and Research Division, and 
all other seaions. The cost estimate 
was based on'the needs to bring the 
system up to 'required standards, but 
it also served as a basis for program
ming and s.cheduling projects. 
Revised cost estimates were made to 

update the. original, ' and they 
affeCted the amount and period of 
availal:lility of federal funds. 

Further effeas of the interstate 
law were. the expansion of fie!<l .,. 
design and engineering personnel, 
enlargement of headquarters d,sign 
and right of way staffs, addition of 
personnel in accounting and audit
ing in order to conform with the' , 
many rules and regulations issued by 
the Bureau of Public Roads, exten
sive use of data ptocessing to ex
pedite engineering problems pre
viously requiring weeks of manual 
computations now reduced to a few 
minutes, use of EDP for conctirrenL 
billing to the Bureau of Public Roads 
for participating funds due the 
deparurient, and .development of 
new procedures to expedite 
reproduaion of ph!!'s and specifica
tions. During this time, contnicrors 
were cautiously saambling to buy 
huge new earthmoving and paving 

machines and to hire qual; · 
engineers to supervise their warl. A. 

public works program, unmatched in 
its fl1agnirude since time began, was 
about tp get under way. 

Paralleling and concurrent with 
the Interstate Highway Act, Con
gress p~sed the Highway Revenue 
Aa of 195.6 to provide for financing 
this giant program. The law created a 
Highway ,Trust Fund to receive all 
highway revenues from gasoline, 
tires, trucks, buses, and so on. Funds 
were to be held by the secretary of 
the treasury and to be expended 
soldy for highway purposes under 
the law. During the Eisenhower ad
ministration this trust fund per
formed as Congtess had intended, 
but during the Lyndon Johnson ad
ministration problems arose fot state 
highway administrators. The presi
dent ordered sums now totalling 
several billion dollars to be withheld 
by the Bureau of the Budget from 
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Br£. Jrtionment to the states. Ostensi· 
bly, this was the fitst for tbe purpose 
of reducing federal expenditllres at a 
time when the national debt was 
everyday becoming more astronomi
cal. In contrast to this reduCtion, the 
presidenr, in his 1969 budget, 
direCted that forest highway and 
public lands road projects be fi
nanced from the Trust Fund. This 
was done even though the funds 
Congress had appropriated were 
languishing in the Federal Treasury 
or reportedly being borrowed on 
IOU's by orher government agencies. 
Withholding continued in the Nixon 
and Ford administrations, now pur
portedly to stave off inflation, until 
Presidenr Ford released $2.2 billion 
of impounded funds in February, 
1975. 

In 1%8, The Treasury Depart
ment with the aid of the Federal 
Highway Administration (FHWA); 
successor to the Bureau of Public 
Roads, made a report on the Trust 
Fund which revealed FHW A projec
, ~ that the fund could no longer 

S. _.,>Ort the road program through 
1972. It would be S93 billion short. 
In December, 1973, FHWA 
memorandum HHP-40 predicted 
that the 1974 gas tax receiprs would 
be back to 1968 levels. 

In September, 1974, the balance in 
the Trust Fund was reported ar S8 
billion, most of it from impound
ment. As of fiscal 1975, Colorado 
had been shorted a total of $44 
million since the withholding began. 
Through an error in national ac
counting procedures, Colorado 
received $21 million over its allot
men t for fiscal 1969 and 1970. 
Charley Shumate, ever quick on the 
trigger, put a good portion of this 
under contract. When the error was 

discovered, FHW A recaptured the 
unobligated balance but didn't touch ' 
the contracts already in effeCt. COl
orado picked up an extra $75 million 
from President Ford's S2.2 billion 
release of impounded funds in fiscal 
1975. 

The sixth estimate, as reported in 
':ember, 1974, showed that almost 

). JO billion would be required to 
complete the interstate ptogram. 
The 1972 estimate had been $76.3 

billion, and in 1962 it was a paltry 
$ 3 7 billion. Thousands of miles of in
terstate highways were completed as 
the program progressed; yet the esti
mate was $100 billion to finish. The 
f.gUres give an idea of what inflation 
had done to highway construCtion 
counttywid .. , Millions of dollars of 

"Colotado taxpayers' money could 
have, peen saved by eatlier comple-
tion.:·· , 

A;', interstate progress report of 
JulyI', 1975, revealed that Colorado 
had a ' total apptoved system of 
976.45 miles. Of this total, the entire 
299 miles of I 25 from the Wyoming 
line ',to .Raton Pass had been com
pleted ro minimum , standards and 
was open 'to traffic. The route from ' 
Denver to the Nebraska line desig
nateifas 176 (formerly I 80 S) had an 
approved total mileage of 184.14. Of 
this, about 5.6 miles were in the right 
of way stage; and the balance was 
complere and open to traffic. The 
175.62 miles of 170 from Denver east 
to the Kansas line were complete ex
cept for about 5.9 miles under con
Struction. The 12.18 miles of I 225, a 
circumferential route from I 70 east 
of Denver south to I 25, were 89 pet
cent complere with 1.., under con
tract. All of the 5.2 miles of I 270 
connneCting I 70 near Stapieton Air
port in Denver northwesterly to 176 
were completed. But the disappoint
ing part of the report concerned I 70 
west of Denver. The total apptoved 
mileage was 274.04 miles, of which 
172.5 miles were completed up to 
standards and open to traffic. Almost 
four miles were finished to two-lane 
standards: 22.8 miles were under 
contraCt, and 54.3 miles were in 
preliminary engineering or right of 
way stage. There had been no aCtion 
on 20.51 miles. 

SHUMATE HEADS 
DEPARTMENT 

The Colorado Legislarure passed a 
law in 1%3 generally known as the 
Retirement Law which provided 
that upon reaching the age of 68, all 
employees under civil service might 
retire or might be retired under rules 
to be set up by the Civil Service 
Commission. (The retirement age 
was later reduced to 65.) This 1%3 

aCt bt"came effecrive July 1 of that 
year, and in accordance With the in
tent of the law, Chief Engineer Mark 
Watrous retired Allgust 1, 1963. 
Deputy Chief Engineer Cha£~es E. 
Shumate, was appointed acting chief 
engin~er by the Civil Service COm
mission with the concurrence of the 
governor and the State l;l'ighway 
Commission until a proper exam ina· 
tion could be held for the position. 

L. C. Bower, 

It was determined that the Civil 
Service Commission that this ex
amination should be on a promo
tional basis with only present 
employees of the department eligible 
to apply. Eligibility requirements 
were otherwise high in that the ap
plicant had to be a registered profes
sional engineer with at least 12 years 
responsible supervision of a large and 
important division of the depart
ment. The examination was based on 
a grade developed entirely from an 
oral examination after the applicant 
had met the stringent enttance re
quirements. The examining board 
consisted of the director of public 
works fot the State of New York; the 
directors of highways for California, 
Oregon, and Utah; and the regional 
director for the Bureau of Public 
Roads at Kansas City, which did not 
have jurisdiCtion over Colorado: 
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Shumate was certified as chief 
engineer August 20, 1963, having at
tained the highest score. Since an 
organization is no better than those 
wlfo supply 'its direction, other 
changes were indicated. After a 
reasonable period, rhe chief engineer 
chose L. C. Bower, an eminently 
qualified field district engineer as 
depUty chief ' engineer. Bower was 
appointed October IS, 1%3, with 
the concUrrence of the Civil Servke 
COlllmiss';on. Being completely 
familiar with the delllands of super
vision of district operations and 
headquarters office management, 
the chief engineer now found it 
desirable to 'rriake certain additions 
to the organizational structure. 
These were appointments to fi!ltwo 
newly created positions. One was 
assistant chief engineer for engineer
ing and the other, assistant chief 
engineer for operations. The larter 
appointee, Fred, K Merten, ' pre
viously a district engineer who had 
qualified from the chief engineer's 
examination, took over complete 
direct supervision of all field district 
functions together with Staff Right 
of Way. Adolph Zulian,the assistant 
chief engineer for engineering, had 
previously been surveys and plans 
engineer (now staff design engineer) 
and was also qualified from the ex
aminationforchief engineer. His 
area of supervision extended to all 
other headquarters operations except, 
budget and accounting, public infor
mation, and the legal section which 
remained under the chief engineer, 
and the personnel functions, which 
then feU under the chief engineer 

, and the deputy .chief engineer, 
In 1%8, a State Reorganization 

Act was passed. It , combined the 
Division of Highways with the Col
orado Srate Parrol to form the State 
Department of Highways, The chief 

. engineer, Division of Highways, 
became ex officio executive director 
of the department. Shumate DC" 

cupied these two positions until July 
I, 1971. During the 1971 session, the 
Legislature had amended the 
Reorganization Act to .separare the 
two jobs. In . addition, a constitu
tional amendment had been ap
proved in November, 1970, to 
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become effective July I, 1971. It per
mitted the governor to appoint, out
side the civil service, all the execu
tive directors of the major state agen
cies. They were to serve at rhe 
pleasure of the governor, not for a 
fixed term. 

Governor Love reappointed Shu
mate · as. execurive director of the 
,department, and he served through 
July 31, 1975. Now that the director 
need not perform in a dual role, 
Laurence C. Bower was certified to 
the chief engineer's job July I, 1971. 
Bower, who continued under civil 
service, had previously been deputy 
chief engineer, . 

Messrs, Bower, Merten, and Zulian 
have now retired and have been suc
ceeded by E. N. Haase, Wayne J. 
Capron, and Tom M. Cox, respec
tively. Haase and Capron were for
merly district engineers, while Cox 
had been staff design engi"eer. 

While this organizational structure 
may npt precisely fit into a predei:er

,mined texrbook pattern, it was 
developed as a .matter of expediency 
within rhe framework of available 
personnel· with particular artention 
to their specialized qualifications. It 
also helped the chief engineer 'and 
deputy chief engineer to disassociate 
themselves from the routine day-to-

" 

day details of department operations 
and give more time to the over-all 
administrative planning and control. 

From the various changes just out
lined, it may appear rhat there have 
been many re-l>rganizarions of the 
Colorado Department of Highways 
and its predecessors. The fact is that 
there "have been comparatively few 
major changes in the basic mission 
and organization. But many changes 
have taken place during this period 

,in outside agencies to which the 
department necessarily had to adjUSt, 
or in the Colorado starures which 
directed certain changes. 

Through 1975; the last several ses
sions of the Legislature considered a 
bill to set up a state department of 
transportation, but the measure 
failed in evety attempt. 

THE INTERSTATE, 
DENVER-WEST 

The national system of interstate 
and defense highways received· the' 
federal works administrator's ap
proval August 2, 1947. But much 
long and painstaking work had pre
ceded this endorsement, On January 
16, 1940, the Public Roads Ad
ministration submitted to Colorado 
and the other States a map showing a 
system of interregional highways 
PRA was proposing. , This system 
provided only a north-south route 
and a section from Denver east to the 
Kansas line. The route from Denver 
to the Nebraska line was later ap
proved, but although C. D. Vail re
quested acceptance of a route west of 
Denver on February 9,1940, no such 
acceptance was forthcoming. 

One of the prime requisites for ap
proval was agreement between ad
joining states through which the 
highway would run, as to the con
nection at the state lines. Colorado 
had been unable to obtain agreement 
from Utah for a connection along 
U.S. 6 and 50 west of GrandJ unction 
or along U.S. 40 west .of Craig, or; in 
fact, at any point. On March 9,1940, 
B. W. Mattleson, PRA district 
engineer, replied to Vail's unilateral 
request for the route, saying all the 
original mileage had been a1lotted
maybe later. Vail had asked the Utah 
Road Commission February 14, 



1940, to, agree on a connection, Files 
do not show a reply to Vail's letter, 
RecordS do show ,that 'way back- in' 
'1921, July 9 to ' be exacr, 'Wi1liam 
Weiser, advisory board member from 
Grand Junction, had contacted the 
,governor of Utah by wire regarding 
'the possibility of an improved road 
in Utah meeting one ' in Colorado 
west froni GrandJunction, The only 
reply was to the effect that ' Utah 
would not spend a dollar on the 
upkeep of that road, Major Blauvelt 
reflected the hopelessness for stich a 
connection' in a reply to Weiser dated 
July 16, 192L 

During World War II, when most 
highway programs were being held 
in abeyance, U.S, Senator Milliken 
was alert to rhe probable isolation of 
Colorado because of the lack of an 

interstate route from Denver west
ward, The senaror was making' every 
effort to get the 'route added, But 
that same stumbling block pre
vailed-rhe agreement bet'ween 
states. lriterim Highway Engineer 
A,F, Hewitt wrote the Utah Road 
Commission May 22, 1945, asking 
reaction to such a route. Having no 
repl y, he wrote again on June 7, 
1945, enclosing a copy of an Adviso

',ry Board resolution and a map which 
recommended the, U.S: 6-50 route, 

On June 29, 1945, the Utah' Road 
Commission replied that .. ,"there 
does not appear to be any 
benefit. "fwm such a designation; 
however, it , might prove to be a 
serious disadvantage." J'he letter 

, summarized, in effect, thar consider
ing the high costs of mandatory 

design standards, ' , , "the State,Road 
'Commission is not favorable to the 
designarion of this route as part of 
the interstate systemc" To fUrther 
add to Colorado's disappointment, B. 
W.Matteson, U.S, PRA district 
engineer, made a speech to the 
Chamber of Commerce in which he . 
opposed the route. 

After Mark Watrous became stare 
highway engineer, he promptly took 
up this seemingly fruitless fight, for a 
connection. Resolutions of the Ad
visory Board of May" 1946, were 
again transmitted to PRArequesting 
the designarion. The ' PRA ' design 
engineer replied August 22, 1946. 
Neithet U.S. 6 nor U.S. 50 was-ac
ceptable because they' both, in valved 

' mountainous terrain which was too 
costly to build; the Utab Road Com-

Th, High Road/38 

J 
] 

J 
.. ]

, 

l 
J 
OJ 

1 
j 

' 1 
l 

.J 

I 
, J 

. j 



llSSton was not interested; traffic 
was toO low; U.S.·30 was coo close; 
and lastly, that there was not enough 
mileage unallotted to cover the 
toute. This linpressive list of teasons 
might have stopped ' a less detet

, mined man, but not Mark Wattous. 
He continued to wotk ~ith Col
orado's congressional delegation to 
lay the fourldation fot additional 
miles for the interstate. " 

By now the 4q,OOO-mile system 
had been formally approved, with no 
route co serve the ,valuable mining 
areas, the rich fectile fields and 
orchards, . ot, the vast recreational 
areas of Western Colotado. But 
around the next curve there ap
peared a faint glimmer of hope. J. 
Bracken Lee had been eleCted gover
nor of Utah, and on February 19, 
1949, the Grand JunCtion Chamber 
of Commetce notified rhe Highway 
Department that the new Utah ad
ministration might now be agteeable 
to a connecting route. Surely 
enough, Governor Lee promptly res
ponded on March 22, 1949" to Col
orado Governor tee Knous's query, 
saying he personally would be glad 
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to join in requesting the route, and 
he would endeavor to get the Utah 
Road o>mmission co take immediate 
action if Colorado would renew the 
request. , 

Watrous advised the Bureau of, 
Public Roads of the likelihood of' 
Utah's agreement,July 12, 1949, and' 
renewed the ,~~quest for designation. 

,He also again asked Utah·for concur
rence. Unfortunately, the time was 
nOt yet; agteement was a long way 
off. Finally, on, November 19, 1954, 
more than five years later, Shumate 
renewed Colorado's request co . the 
Bureau of Public Roads and for the 
first time, intimating the chairman _. 
of Utah's Road Commission would 
be vety willing to join Colorado in a 
request for the designation. On 
December 9, 1954, the chairman 
Wtote the Colorado Highway 
Depattment that he quite agreed 
there should be an east-west route, 
and the Utah Road Commission 
would not oppose it. 

The indication that Congress 
would set federal aid on the inters
tate system at 90 percent may have 
had a mOst salurary effect on Utah's 

" 

final decision. :Now with agteement 
in sight, Mark Watcous renewed his 
quest for additional miles for the 
system, for without the miles to 

, q""ignare tin!ier the law, agreement 
' of the states was meaningle'ss. 
Wirrous wrote Colorado's congres
~ional delegation, asking their sup
POrt for enough ,added miles co make 
designation possible. 

The Buteau of Public Roads res
ponded 'in February, 1955, to Col
orado's latest of many requests fot 
the route by repeating that there 
were not enough miles left unallo
cated. Sad but true. The Utah Road 
Commission passed a resolution July 
\3, 1955, petitioning BPR for desig
nation of a route to a junction with 
U.S. 91 in Utah. Then a year later, 
August 6,' 1956, the commission 
wired Colorado approval of the U.S. 
6-50 rou~e. Late in August, Wattous 
and Shumate met with the Utah 
Road Commission to coordinate 
their effortS. August 28, 1956, saw a 
joint request being fotwarded to the 
secretary of commerce, secretary of 
defense, and the commissioner of the 
Bureau of Public Roads, 



It Wll5 a long and very detailed let
ter, thoroughly redting the 
economics of the area to be served 
and relating the record of this long
time effort. The lerrer seemed to car
ry the ring of success, perhaps 
because Congress had now removed . 
the bll5ic impediment to designation .. 
During the first session of Congress 
in 1956, the Gore Bill, carrying an 
additional 2,500 miles for the inter
state, had passed the Senate but died 
in a House committee. In the second 
session, the House passed a new 
highway bill and sent it to the 
Senate, who promptly added 2,500 
miles to the system. In· conference, it 
was cut to 1,000 miles then passed by 
both houses. 

Senator Allott and the other mem
bers of the Colorado and Utah 
delegations made it plain to their 
colleagues that this was primarily to 
assure the Colorado-Utah designa
tion. Mter thorongh study of the 
proposed route at all points within 
the two states and after modifying 
the west terminus from Spanish Fork 
to Cove Fort, Utah, BPR formally 
approved 547. miles of interstate 
route October 18, 1957, just 10 years, 
two months, and 16 days after the 
system was first approved, but over 
17 years after Charley Vail had first 
requested it. 

Finally, in tribute to the per
severance and persuasiveness of Col
orado highway officials, the designa
tion Wll5 now a reality. Completion 
of this link in the years ahead Wll5 to 
be a worthy engineering accomplish
ment, and certainly a testimonial to 
the foresight and persistence of 
Messrs. Vail, Watrous, and Shumate, 
their staff and their contractors, 
members of the Coogress, and to the 
latter-day cooperarionof the Utah 
Road Commission. 

The additional construction cost 
through inflation attributable to the 
lO-year delay in an I 70 designation 
from Denver west has not been 
reckoned, but it would be in the 
millions of dollars. 

DENVER'S VALLEY 
HIGHWAY 

The Valley Highway through the 
City of Denver was the culmination 

of years of planning and study before 
it became a teality. Ground breaking 
on the first major project took place 
November 16, 1948. This was a large 
capacity seV{er job near the present 

'46th Avenue interchange. But pre
ceding that event were endless 
engineering investigations, proposals 
and recommen~ations, and much 
crystal ball gazing. The route finally 
deCided upon, of several considered, 
was one that the City of Denver had 
favored for many years. 

Santa Fe Drive was then the main 
entrante to Denver for traffic from 
Colorado Springs. South Santa Fe 

Yaney Highway, 46th and Broadw.,y. 

had been improved to accommodate 
this ever increasing volume, but 
where it became a local street, any 
value as an merial was lost. Denver 
had believed a road could be built 
along the Platte River, and in 1938 
engineering and plans work were ac
complished to set up a construction 
project and to apply for a Public 
Works Administration grant. ",This 
project, called the Platte Valley 
Drive Road, didn't get off the, 
ground because the improvement 
district which was to underwrite the 
construaion was never organized. 
After the PW A project fizzled, parts 
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of the drive .were built with WP A 
labor during 1939 and 1940. A four
lane road was built along the east · 
river bank from south Denver to 
about the Colfax Avenue ViaduCt, 
and another sea'ion was construCted 
from Denargo ,Market to 38th 
Avenue. The intermediare seCtion 
through the industrial area and the 
railroad yards was left for the future. 

During World War II, Charles D, 
Vail was giving a great deal of 
though to the route to be taken by 
the north-south interregional or in
terstate highway through Denver. 
Since he bad been Denver's manager 
'of parks and impro'Vements before 
coming to the Highway Depart. 
ment, he was familiar with Denver's 
needs and' its master plan for streets, 
Colorado is indebted to Charley Vail, 
whose foresight and urging induced 
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the Legislature in 1941 to pass a free· 
way law. This law was later strength
ened on April 20, 194." It enabled 
the Highway Department to declare 
a section of road or right of way to be 
a freeway and thereby control access 
to and from the road, As has been 
demonstrated time and time again, 
control of access is imperative to 
maintain the traffic capacity built 
into a street or highway, 

In 1944, Vail engaged the firm of 
Crocker and' Ryan as consulting 
engineers to study various north
south routes through Denver and 
make recommendations. This was 
not the first consulting engineering 
contraCt awarded by the department. 
The first was in 1933, when Hetbert 
S, Crocker had been hired to do the 
engineering design for certain 
bridges and overpasses and under-

passes under the National Recovery 
ACt program. 

Crocker and Ryan considered and 
discarded federal Boulevard, Broad
way, University and Colorado 
Boulevards, and a route along Cherry 
Creek. Their choice as the most feasi
ble and economical and the route 
providing the greatest service was 
the Platte River Drive from about 
52nd Avenue and Acoma Streer 
along the Platte to about Alameda 
Avenue and Santa fe Drive, then 
southeasterly to University and 
Buchtel Boulevards. 

The consultant 's report agreed 
that a limited-access route capable of 
sustained high speed was desirable 
and necessary and would reduce 
transportation costS by roughly twice 
the full annual COSt of the improve
ment, including amortizatio n. 



B,..,.,tI",ay Vi"tI"d, Valley Highway, 19'7. 

Further, the c\,nsultant predicted, 
the savings realized would pay for 
the entire COst of the project in 15 
years. 

The report went on to say rhat the 
Valley Route (first time ,hat name 
was used) was the best because it was 
(1) the shortest practicable way, (2) 
easily accessible from both sides of 
rhe South Platte River, (3) least dis
turbing ro existing industries, (4) 
most economical in right of way 
Costs, (5) lowest in consttuction cost 
of all routes considered, and (6) 
adaptable to any master plan the city 
might adopt. The cons.ultan, further 
delineated various areas of authoriry 
and responsibilities of ,he deparr
ment and the City of Denver, and 
outlined necessary precautions to 
prOtect the freeway from erosion of 
its traffic carrying capabilities. He 

also recommended that future provi
sion for six-laning be incorporated in 
the planning. The total COSt, includ
ing right of way, was forecast at 
$14.5 million. 

The consultant had done his work 
well and submirred a complete and 
'horough reporr. The report con
sidered the latest freeway standards 
available at thar time, and drew 
parallels from freeways built in simi
lar cities under like circumstances. 
The report was transmitted to 
Charley Vail December 9, 1944, 
almost a month to the day before his 
dea'h . He had been in ill health, and 
,hough there was no time for him to 
ac, on the report, at least he knew he 
had taken the first step in bringing 
this giant public improvement to 
fuition. 

Bu, progress on .a Valley Highway 

route was about to stop at that point. 
On. March 16, 1945, the Highway 
Advisory Board passed a resolution 
stating that because of the unsettled 
condition of post-war finances, the 
board tecommended no more ex
pense be incurred on the engineering 
Contract and that Acting Highway 
Engineer A. F. Hewitt take proper 
steps to terminate the agreement. 
The attorney general advised Mr. 
Hewitt if, in fact, no funds were 
available, as the resolution implied, 
then he should proceed to terminate. 
This Hewitt did on May 25, 1945. 
Crocker and Ryan did not consider 
the termination as legally effective 
but held the matter in abeyance. 
Meanwhile, examinations for the 
state highway engineer's job were in 
the mill. 

Mark U. Watrous was the winner 
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in the examination and after also 
winning a court battle contesting the 
appointment, he was certified as 
state highway engineer April 16, 
1946. On May 7, '1946, Watrous 
asked the attorney general how he 
could proper! y reactivate the ron
tract, since there were then and had 
been funds available for the work. 
The attorney general replied that 
Advisory Board action was appropri
ate. This body whizzed through a 
resolution recommending reactiva
tion of the conttact. And that Mark 
Watrous prompt! y did. Work on ac
tual construction plans and 
specifications began almost over
night on the north end from 52nd 
Avenue and Acoma Street to 12th 
Avenue. and Zuni Street. 

While work on plans was under 
way, there nevertheless remained a 
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tremendous amount of preparation 
to be done. Agreement with the City 
of Denver was necessary for each 
point of access to the freeway, for 
each street carried over or under the 
freeway, an& for each and every 
street, road, or alley to be closed by 
the construction. Agreements were 
needed with four railroads for cross
ing or relocating their tracks and 
with public utilities for relocating 
their services. 

Under original agreements with 
the City of Denver, the city was 
responsible for the acquisition of all 
right of way and access for the entire 
freeway and for any damage to the 
remnants. At the time the first con
struction bids were taken in 1948, 
the department was advised the city 
had used up all funds which had 
been appropriated for this purpose. 

The agreement was modified to pro
vide that the department might ac
quire the right of way, with the city 
reimbursing the department when 
funds became available. This permit
ted the award of the first construc
tion contract. Ground breaking on a 
large capacity sewer job near the 
46th Avenue interchange was held 
November 16, 1948. Work on the 
$33 million Valley Highway had 
started. 

As construction progressed, the 
agteement with the city was 
modified several times depending on 
circumstances that prevailed for the 
particular pottion of the freeway. By 
1955, the agreement was revised to 
provide that the city acquire certain 
specified parcels of land and to par
ticipate further in the construction 
of distributor streers to the extent of 



19'8,12' under way in Colorado Springs. 
$ 500,000 a year for three years. 
Other right of way was purchased by 
the department with BPR participa
tion, imd near the completion, right 
of way costs Were shared by the city, 
the state, and federal· government. 
Conservative estimates are that more 
than 500 separate parcels of right of 
way were bought. One gets a good 
idea of the magnitude of the work 
when he realizes that tide records 
had to be searched on each parcel to 
establish· ownership and determine 
any encumbrances. From one to 
three separate appraisals were made 
on each parcel. The negotiations 
were held with the owner, and if he 
accepted the appraisal, the land was 
bought. If not, condemnation pro
ceedings were filed; "then came a wait 
for the court to set a trial to establish 
the amount due the owner. This was 

a long, involved, and tedious process, 
as are many highway right of way ac
quisitions today. 

Work now was beginning on the . 
62 bridges, overpasses, underpasses, 
or other structures required along 
the freeway and the approaches to it. 
This was one of the frequent cases 
where the department contracts the 
structures first, then times the road
way construction so that both 'jobs 
will be complete at about the same 
time. Thus the road can be opened 
for traffic at the earliest possible 
date. Work on the Valley Highway 
proceeded within the area from 52nd 
Avenue CO about 12th Avenue, and 
Zuni Street;covered by the engineer
ing design of Crocker and Ryan. 
Other design work to supplement 

orhat of the department was done by 
Clifford Johnson and by Phillips-

Carter-Osborn, Incorporated. 
Of all the 62 structures built on 

the Valley Highway, the largest were 
the twin viaducts spanning Broad
way and the main line tracks of the 
Santa Fe and the Denver and Rio 
Grande Railroads. The structures 
were built by C. 1. Hubner Com
pany' a Denver contractor. They 
were 1,733 feet long, constructed as 
two lanes each direction. Provision 
was made for future addition of a 
third lane each way, and these were 
added later. Work began July 10, 
1957, and was completed June 30, 
1958, at a total cost of $2,233,178. 
Original construction plans called 
for 10,693 cubic yards of Class A 
concrete, 1,321,100 pounds of rein
forcing steel, and 3,606,000 pounds 
of structural steel. At the time bids 
were taken, this was the largest 
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single contract the department had 
ever awarded. 

Though the Valley Highway en
tailed manr. smallet con.ttaCtS such as 
fencing', lighclitg, sprinklers, seeding, 
and landscapIng, the principal con
struction was accomplished by the 
following contractors,'some of 
whom built more than · one job: 

Colorado Constructors, . 
Incorporared 

Gardner Construction Company 
C. L. Hubner Company 
Frank M. Kenney . 
James B. Kenny, Incorporated 
Peter Kiewit Sons' Company 
Latimer Construction Company 
Lawrence Construction Company 
Lowdermilk Brothets 
J. H. - N. M. Monaghan 
Northwestern ;Engineering 

Company 
Peter Seerie, Incorporared 
·Wesrem Paving Construction 

Company 
As construction progressed from 

north to south, sections providing a 
wable circuit were opened to traffic. 
It seemed as if most of 'the drivers in 
Denver wete sitting at the on-ramps, 
wairing, for when a section opened, 
the ttaffic count was sensarional. The 
full leOgrh of the Valley Highway 
from 52nd Avenue to Evans Avenue 
was officially opened November 23, 
1958, and ttaffic promptly moved in 
and began using it. News reporters 
who tried it out found they could 
cover.the entire 11 miles at a smooth 
steady clip, without stopping; in 
safety and comfort, in about 16 or 17 
minutes. What a magnificent im
provement for· Denver! But it wasn't 
entirely for we of Denver residents; 
it was to be a part of thar vast mover 
of people and goods, that lifesaving 
interstate system. 

It wasn't too long after the full 
length of the Valley Highway 
opened that traffic volume began to 
approach the capacity for a four-lane · 
facility. Considerable clamor arose 
for more lanes, and criticism was 
leveled at the department for failure 
in designing the freeway to handle 
the traffic adequately. Well, as 
reporred earlier, provision was made 
in the design for six-Ianing. But the 
plain fact was that the department 
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didn't have funds to construct a six
lane freeway from scrarch. If this had 
been required, none of the freeway 
could have been built for several 
years. Remember, tOO, that fedeial ' 
participation was then 50-50 and the; 
90-10 basis of the 1956 Interstate Act· 
didn't fully become available until 
1957, the year before the entire free
way was complete and open to 
traffic. 

The freeway has been expanded to 
eight lanes all the way from Santa Fe 
Drive to the Boulder Turnpike con
nection and to six lanes from Santa 
FeDrive south to Belleview Avenue. 
The reason lies in usage. ·In the 1944 . 
engineering report of Crocker and 
Ryan, the consultants predicted the 
1975 traffic between Alameda and 
46th Avenues at 108,000 vehicles a 
day. If that projection was a gu~ss, it 
was a good one. 

DuringJuly, 1974, an average day 
that month, the automated counters 
tallied 114,776 vehicles in 24 hours. 
In September, 1974, after schools 
opened, the average dropped to 
111,205. The maximum day in July 
saw a tOtal of 138,638, and in Sep
tember it was 132,245, both on Fri
day. Things · were busier on "the 
Valley" at 38th Avenue. A special 
24-hour calculation was made the 
week of March 3, 1974. A whopping 
tOtal of 144,650 vehicles, cars, trucks, 
pickup campers, house trailers, tran
sit mix concrete trucks, etc. used the 
freeway on an average day. 

There were those who opposed the 
freeway and some perhaps still do. 
There are others who would severely 
restrict its use. As Colotado's lOOth 
anniversary approached, lanes on 
some well-travelled Denver streets 
were reserved for buses. Studies had 
been laWlched as to the practicality 

. of special lanes for car poolers. Thete 
was a possibility that the Valley 
Highway traffic patterns would 
change somewhat. But come what 
may, it should remain the backbone 
of rransportation .through Denver for 
commerce, t~avel, or commuting. 

I 70 AND 
EAST 46TH AVENUE 

Mter the Valley Highway was 
opened in November, 1958, and 

traffic volume continued to climb, it 
became more and more apparent 
that something mUSt be done to im
prove .the capacity of East 46th 

, Av~n.ue . This section had been 'dub
b~d the worst traffic bottleneck in 
Denver, and with good reason . To 
remember tryi.ng to get under the 
railroad underpass at the packing 
house i.ntersecrion, during the going 
home .. 'rush hour or during the Stock 
Show, is to appreciate the overhead 
six-lane all the more. 

The interstate program was going 
ftill swing by 1961, and since the 
route of I 70 covered East 46th and 
West 48.th Avenues, fun'ds were 
available to begin correction of the 
problem. A. contract was awarded to 
Leon K. Suhm, Incorporated for a 
272-foot bridge over the South Platte 
River and roadway tor a detour This 
job was completed promptly, ·at a 
COSt of S 114,105, permitting the first 
contract on the freeway proper. A. S. 
Horner had the contract from Lin
coin to Downing Streets which in
cluded grading, eight structures, and 
concrete paving, for a total of 
Sl ,980,430. 

A joint venture ofL. H. Kilgroe 
and Ramsour Brothers built the sec
tion from Downing Street to Bald
win Court at a COst of SI,708,580. 
This included 1,952 feet of six-lane 
overhead viaduct. Peter Kiewit Sons' 
Comp"':y built the remainder of the 
overhead in two contracts; one for 
$2,822,927 and the second for 
$3,129,071. The first covered 3,260 
feet 9f viaduct from Baldwin Court 
to Elizabeth Street and the other was 
3,298 feet hetween Elizabeth and 
Jackson Streets, where traffic was 
returned to ground level. 
. To the relief of everyone, the new 

2.6-mile section was opened to 
traffic with ceremonies held Septem
ber 12, 1964. It cost $12.5 million in
cluding right of way, but it was esti
mated to save users $9,500 per day 
and to save its entire cost in less than 
fOIll" years. Beginning traffic was esti
mated at 51,800 vehicles per day, 
and the 1975 daily average was 
forecast at 68,300 vehicles. In counts 
made during February and March, 
1974, on I 70 east of I 25; traffic for 
an average week day reached a total 



of I05,2(X). This was only for the six
lane overhead freeway.and did not 
include the traffic using the four
lane as a local street at ground level 
under the viaduct. 

Construction of this e!evated·,.l"c" 
tion used 523 piers consisting of 42 
inch round columns resting on belled 
foundations HO feet deep. There were 
98,570 cubic yards of concrete used, 
enough to build a wall three feet 
wide and three feet high from Sourh 
Denver to the Air Force Academy 
north of Colorado Springs. The pro
ject required 147,4(X) barrels of ce
ment, 2,495 tons of structural steel, 
II,H70 tons of reinforcing steel, and 
five miles of aluminum hand rails. 

I 70 WEST OF THE VALLEY 
The next month after the East 

46th Avenue Freeway was opened to 
traffic, work began on I 70 west of 
the' Valley Highway. But instead of 
continuing west on 46th Avenue, the 
route finally chosen followed West 
48th Avenue. Engineering studies 
compared West 48th and 52nd 
Avenues (the latter an alternate 
route) showed West 48th Avenue to 
be u;'questionabl y the best from the 
engineering, construction, and road 
user benefit standpoints. The propo
nents ·of the alternate were often 
quite vehemeo.t and at various ti.mes 
voiced their personal opinions of 
Matk Watrous and Charles E. Shu
mate. 

As Mark Watrous retired August 
1, 1963, and Charley Shumate wok 
over as chief engineer, the decision 
was made to proceed on the West 
48th Avenue routing. J 70 east of the 
Valley Highway opened to traffic 
September 12, 1964. Construction 
began on grading and structures 
from the Valley Highway to Federal-. 
Boulevard October 21, 1964. Peter 
Kiewit Sons' Company did this 
work, finishing December 10, 1965, 
at a cost of $1,851,976. On Novem
bet 27, 1964, Northwestern 
Engineering Company began grad
ing and structures between Federal 
and Sheridan Boulevards. The com
pany completed its work Januany 6, 
1966, and was paid H,729.987. 
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I 70 at Berkeley Lake. 

Thomasson Concrete Company laid 
the concrete paving over both jobs, 
running ftom the Valley Highway to 
Shetidan Boulevard, Paving was 
completed December 6, ·1966, at a 
COSt of $919,924. After work was 
finished to Wadsworth Boulevard, 
the entire roadside was beautifully 
landscaped and seeded by A. Keesen 
and Sons. And so another artery was 
opened to take traffic from and add 
traffic to Denver's Valley Highway. 
The challenge of threading a major 
highway 'past Lake Rhoda, Berkeley 
Lake, and Rocky Mountain Lake, 
past Rocky Mountain Park, and bet
ween Berkeley Park, and the Willis 
Case Golf Course had not been a 
minor one. It even entailed deepen
ing Berkeley and Rocky Mountain 
Lakes, to keep their water capacity 
unchanged ,by compensating for a 
minimal loss of surface area. The 
result . seems to reflea the extra 
effoIt--<l gently winding. beautifully 
landscaped seaion of Interstate 70. 

THE EiSENHOWER 
MEMORIAL ruNNEL 

The westbound bote of the famous 
Eisenhower Memorial Tunnel, lo
cated on Interstate 70 about 60 miles 
west of Denver, was opened to traffic 
March 8, 1973. Four months later, 
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July 17,1973, theone-milliorith 
vehicle passed through ',ies portals, 
and three months after thai, Oaober 
21, the two~millionth ".ehide. was 
counte&This is the highest a\1[O 
tunnel in the world, and the con-

: struction waS CDverecjby theJargest 
single federal :aid highwnycontract 
evetawardedin the United States up 
to···that tirrte. '> .. -. ' 

·· Workme,n . beSanminin~the tOP 
' hea<\ing ,ofthemainborear rhe west 

Mal't:b ", 1968, news day at EisenboWer Tunnel. 



pOrci" March 13, 1%8; not quite five 
years before the tunnel.was opened 
to traffic. When bids were opened 
for the projeer Oceober 3, 1%7, it 
repre.ent<d the fifth time proposal. 
were received for a highway tunnel 
piercing the. Continental Divide. 
Much had gone on before, and the 
way had been long ·and filled with 
frustration and : disappointment for 
the highway engineers. 

The first attempt eo drive.a tunnel 
rhrough the divide i. reponed by 
Perry Eberhart in his Guide ro Col· 
orado Ghost Towns and Mining 
Camps. According to the story, Brick 
Pomeroy was an enterprising 
businessman and promoter 1 never 
overlooking the chance ro make a 
dollar. When he learned of rhe idea 
of a runnel under Gray's Peak, here 
was Bolden opportuniryjUSt wairing 

.,. 

LtJ".land Pass piDn",. '''title/' 19" , 

for his superb talents. 
The Atlantic-Pacific Company 

was formed, and Brick was made 
president in 1890. Shares of stock 
were sold for $2.50 each, and when 
tantalizing 'posters ~ere placed all 
over ,the country) so much money 
rolled in that the company couldn't 
print certificates fast enough to keep 
up. Reportedly, the. collection was 
between $2,md ,$4 million, and work 
on the runnel gGt off to a flying start. 
The bore was to .be 25,200 feet long 
and large enough for railroad trains. 
A 9xlO-foot tunnel was aerually 
driven about 4,000 feet on the east 
and abour 1,400 feet on the west side 
of Gray's Peak so;"th of Georgetown. 
Financial troubles appeared even 
before the panic of 1893 closed down 
the work. Nosy invesrors cried 
fruitlessly to tindout whar.happened :.; 

to all chat money. 
During the term of Charles D. Vail 

as state highway engineer, an at
rempr was made to drive a highway 
tunnel under Loveland Pass. Bids 
were taken for a 5,482-foot pionee'r 
bore October 22, 1941. Ed H. Hon
nen was the successful bidder. Work 
was begun November 25, 1941 , and 
completed May 5, 1943. Mining this 
tunnel revealed long seerions of poor 
or fraerured rock, and no further 
consideration was given until 1947. 
On September 16 of that year, bids 
were opened for an auto tunnel 
along the pioneer bore. Only one bid 
was received, and it was for $10 
million, considerably above the esti
mate. The bid was rejeered as being 
roo high. Bids were readvereised for 
December 17, but none was submit
ted. 
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In 1953, Mark Watrous, with ap
proval of the Highway Commission, 
engaged the firm of Singstad and 
Baillie, acknowledged authorities on 
runnels, co 'do:'an e'ngineering srudy. 
The consultant cdvered four possible 
locations: Straight Creek, Loveland 
Pass, Devils Thumb, and Jones Pass. 
The firm of Ho~d, Nee<l1es, Tam
men, and Bergendoff was agaill hired 
to make a feasibilitf study for a 
possible toll facility, sale of bonds, or 
other financing. Further s(udies were 
also made of possible tunnels 
through Berthoud and VaSquez 
Passes. The two consultants submit
ted a consolidated report in January, 
1954, which unequivocally recom
mended the runnel from SOuth Clear 
Creek Valley on the east co Straight. 
Creek Valley on the west. Financing 
with revenue bonds would require 
an annual subsidy of S 1.2 million for 
20 years, or with bonds pledging the 

. faith and credit of the state, an an
nualsubsidyof $278,000 for 37 and a 
half years. 

Governor Ed C. Johnson had now 
returned from the U.S. Senate and 
had been eleered co serve one more 
term as Colorado's chief executive. 
"Big Ed" was especially anxious to 
have work started on a runnel during 
his term. However, Highway Com
mission Chairman Stewart Cosgriff 
wrote Lt. Governor Steve McNichols 
January 10, 1956, co the effect that a 
resolution of the commission' did nOt 
recommend construction of a tunnel 
at that time. That body felt it was 
impossible to find a location at or 
near 10,000 feet altitude suitable for 
an all wearher road and ar a justifable 
cost. 

The governor did not concur; so 
he issued a directive to Mark 
Watrous that . the department take 
bids on a tunnel at Straight Cteek 
and/or Berthoud Pass without delay. 
SOme tholJ8ht the governor wanted 
the tunnel to bear his name, but 
there is no direct evidence of that. In 
compliance with the direerive, the 
department advertised fot bids 
March 21, 1956. 

Watrous and Shumate proceeded 
under orders but harboring con
siderable misgivings. There were no 
plans available for the tunnel, and 
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only sketches of the portals for a 
prospeerive bidder to examine. SOme 
minimum core drilling had been 
done on the Straight Creek site, but 
nothing was available on Berthoud 
Pass, not even the length of the bore. 
SO that, with the Singstad and Baillie 
report, was the sum total of informa
tion the deparement had to furnish a 
bidder. 

The consultant had recommended 
against a Berthoud Pass tunnel, first 
because ir would almost parallel the 
huge fault line in the mountain, 
which would make it very expensive 
and extremely difficult, if nOt im
possible, co drive. Secondly, it would 
serve U.S. 40 only and therefore 
would not meec the Study criteria for 

. serving both U.S .. 6 and u.s. 40. The 
consultant also recommended 
against Vasquez Pass for the .same 
reasons. Jones Pass was also ruled out 
for the further reason that there was 
a bad slide area on the west ap
proach. 

The bids were opened and read 
April 16, 1956. Three proposals were 
received on a Berthoud Pass tunnel. 
The low bid was a flat . $16 'million, 
but the bid was rejected since it was 
unsigned and from a corporation ro 
be fprmed by May 15, if and when 
awarded the contraer. It was ob
viously imp()ssible to accept a bid 
from a firm not even formed and 
operating as a business. This bid with 
a cashier's check for S20,000 had 
earlier been deposited in the gover- . 
nor's office and was relayed to the 
department shortly before the let
ting. Since the .check went 
unclaimed for almoSt a month, it was 
rerumed to the governor's office 
May 14 and a receipt taken. 

The second bid on a Berthoud Pass 
runnel was from a joint venture of 
Colorado Constructors, Incorpor
ated, Brown and Root, Incorporated, 
. and A. S. Horner Construerion Com
pan y, using · the name of Colorado 
Tunnel Construerors. This was a 
serious bid, revealing that the bidder 
had expended considerable time, 
effort, and expense to prepare such a 
proposal: Ir carried an estimated COSt 
of $16,465,440 to cover all prelimin
ary engineering, desisn, and con ~ 
srtucrion. 

However, 'since the contraeror had 
no possible way of knowing what he 
might encounrer,the actual bid was 
based on specified quantities cif con- · 
struerio,:\ items . at fixed ·prices per 
un'it. SOme of the principal items 
were: 15,000 cubic yards of open cut 

. excavation; 628,160 cubic yards of 
unsUpported tunnel excavation at 
$ 11 ; SQ,600 cubic yards of supported 
tunnel excavation at S 12.80; 900 tons 
of steel supporrs in place at S440 per 
.ton. Other major items included 
81,000 cubi~ yards of runnel con
crete at S46; 4,450,000 pounds of 
reinforcing steel at 15 cents; S 1 
million for electrical work ; and 
S4n,000 for buildings. This was 
what was called an open end bid, and 
the quantities of work would deter
mine the toral COSt, except that other 
work required nOt specifically in
cluded in the bid would be subjeer to 
negotiation. . 

It was therefore impossible for 
anyone to predict accurately the cost 
of the tunnel. Final date included in 
the bid for acceptance and execution 
of contract was June 1, 1956 .. The 
department obtained several exren
sions, until finally on January 1, 
1957, the proposal expired. This 
same firm also submirted an open 
end proposal on a Straight Creek 
tunnel which carried an estimated 
cost of $7,5%,835. Based on the unit 
prices bid, the cOnstruction would 
have COSt many times the estimate. 
This bid was also allowed to expire. 

One other proposal was received 
on the Berthoud Pass tunnel from 
Northwood, . Incorporated, carrying 
a lump sum estimate of 522 million. 
Since it had no quantities or unit 
p~ices, it received no serious con· 
sideration. Governor Johnson had 
now recired, to be succeeded by his 
lieutenant governor, Stephen L. R. 
McNichols, who had been a member 
of the Long Range Highway Plan
ning Committee and was ' quite 
familiar with rhe Highway Depart~ 
ment's operations and problems. 

Both the Thiery-Ninth and the 
Fortieth General Assemblies had 
passed legislation authorizing con
struerion of a toll runnel under the 
Continental Divide. Now that the 
tunnel location seemed to be pra-



rically decided as the Straight Creek 
site, and the interstate had been ap
proved to follow U.S. 6, it was essen
tial that a route study in depth 
should be made. 

THE PAVLO ROUTE STUDY 
E. Lionel Pavia Engineering Com

pany of New York was engaged to 
make such a study from Empire 
Junction along U.S. 6 to Dotsero. 
The consultant's report was submit
ted in April, 1960, covering prac
tically 100 miles of interstate rout
ing. Pavlo reiterated the findings of 
Singstad and Baillie that a Devi!,s 
Thumb tunnel would serve U.S. 40 
only, and the same for Vasquez Pass; 
Berthoud Pass offered toO poor a 
",ck; ,md Jones Pass had a bad 
.nowslid. area. A tunnel under 
'Loveland Pass was not economically 

feasible, not only because of· poor 
rock but also because it still would 
traverse the Seven Sisters slide area. 
. The consultant further concluded 
that it ..yas not practical to build a 
surface road over Loveland Pass to 
interstate standards. 

West of the Continental Divide 
the route studied followed U.S. 6 
from Dillon· across rhe top of the 
Dillon Reservoir Dam to Frisco, 
Wheeler JunCtion, over Vail Pass to 
Dowd, then on to Dotsero. Problems 
arose over routing across the Dillon 
Dam, which was then yet to be built. 
Planned width at the top would not 
accommodate a road at minimum in
terstat, standards. Any widening of 
the road..yay would mean increasing 
the thic.kness of the entire dam, 
which could only be done ar·very ex
cessi ve costs. In addition, planners 

viewed with considerable trepida
tion the continued movement of 
heavily loaded trucks over the dam. 

The main route studied followed 
U.S. 6 west of Dillon Dam to Frisco, 
Wheeler JunCtion, andVai! Pass. 
Two alternate rouuts were con
sidered i>y I.'avlo as providing much 
shorter distances but each requiring 
twin tilnnels. The first alternate ran 
west from Frisco through whht was 
called Norrh Polk Tunnels north of 
Vail Pass. The other . followed west 
from the dam between Red Peak and 
Buffalo Mountain lending the name 
Red Buffalo to the route. After 
Qillon Dam was completed, U.S. 6 
traffic was routed over its tOp, bur 
when this seCtion of the interstate 
was built, the route crossed the Blue 
River on twin bridges below the 
dam. Then it swung south to skirt 
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· C""ti_t.1 Divide 0" the Red B"ffalo re.'" 

Frisco. 
When the Pavlo report was sub

mitted in 1960, the following major 
conclusions were drawn: 

1. Traffic demand for the route 
indicated a need for safe, all 
weather express bigbway. 

2. No route could be achieved to 
interstate standards without 
tunnels under the 'Continental 
Divide. 

3. Two lanes in each direCtion 
were required. 

4. Road user benefits were over 
tbree times higher on tbe U.S. 6 
route than on tbe nearest alter
nate. 

S. This route was easiest and least 
cost! y to construct. 

The report reaffirmed the judgement 
of tbe bigbway administrators, and 
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gave them supporting engineering 
data. 

Referring back to tbat Red Buffalo 
route, it touched off a bartle between 
proponents of a higbway tbrough 
the area arid those who believed that 
the proposed Gore . Range-Eagles 
Nest Wilderness Area should include 
land that otherwise would be 
devoted to the highway. The conser
vationists won, and Secretary of 
Agriculture Orville L Freeman ruled 
on May 17, 1%8, that there would be 
no interstate highway through what 
was then a primitive area. Congress, 
in legislation providing for the pri
mitive area, had authorized . the 
secretary to "delete up to 7,000 
acres . . .if the secretary determines 
thar such aCtion is in the public in
terest." The discussion over the Red 

Buffalo route was natlonwide for 
some, three years, with even school 
children on the east coast joining in. 
This segment of highway would 
have saved about 10 miles as com
pared to Vail Pass_ 

THE PILOT BORE 
Long before Watrous retired in . 

August, 1%3, it had been decided to 
drive. a pilot bore along the course of 
the planned eastbound tunnel bet
ween Cleat Creek and Straight 
Creek. This would provide ex
tremely valuable geological data for 
driving the two main tunnels and 
permit bidders to prepared more in
telligent and, therefore, lower pto
posals. There were cross shafts plan
ned to connect with the westbound 
bore, and they would provide access 

'. 



'" 

December 3. 1964. boling through Straight CtUle (E;senbo,",) pilot bore. 

to the working areas and to supply 
some ventilation at the headings, 
once mining gOt under wayan the 
first of the planned twin vehicular 
tunnels. 

It had been hoped to take bids on 
the pilot bore at least two years 
before the October, 1963, letting. 
However, many problems arose and 
rather than jump the gun, the. 
department took every precaution 
that could be anticipated to insure 
safety for project persoimel and pto
tection of the sizeable in vestment of 
funds. Adolph Zulian, then engineer 
of surveys and plans, and George N. 
Miles; district engineer in charge of 
the early phases of tunnel construc
tion, worked extra hours in in
vestigating and resolving every con
ceivable engineering and design 

ptoblem that had any bearing on 
ultimate completion of the two main 
tunnels. 

Before bids for the pilot bore could 
be raken, an east approach road was 
necessary to permit the tunnel con
tractor to get men, equipment, and 
materials to the 'job site. Hubner 
Construction Company completed 
the grading, structures, and paving 
of 1.768 miles for this approach Oc
tober 23, 1963, at a cost of $1,337,-
509. Bids for the pilot bore were 
received October 9, 1963, and the 
successful bidder was Mid -Valley, 
Incorporated of Houston, a highly 
qualified tunnel contractor. Mid
Valley's bid total was $1,291,920, but 
when this pioneer bore was com
pletedJuly 16, 1965, additional work 
and change orders brought the total 

to $1,421,837. The pilot tunnel was 
1.593 miles long and was 10 feet 
across the invert (floor) with 1O-foot 
walls, and seven feet across the 
crown. The contractor statted work 
October 21, 1963, and drove the en
tire bore from the east heading. He 
received permission to use steel sup
ports instead of wood because of 
greater strength, more permanency 
under wet conditions, and ease in 
placement. 

As tunneling progressed, very 
elaborate and precise instruments 
were used to record the load on the 
supports as well as stresses and move
ment within the surrounding rock. 
At one point during the summer of 
1964, in a squeezing section of run
ne� 50 to 75 feet long, there was spec
tacular movement. The floor of the 
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tunnel was rising .01 foot in 24 
hours, and had risem 1.4 feet in 
about two months. The ceiling had 
lowered about five inches during the 
same period, and the walls pressed in 
1.2 feet. At one point the opening 
was only five or six feet high. It 
seemed as though the mountain were 
struggling to close die wound in her 
side. Correaive steps were taken, 
however, and there was no rock fall 
or cave-in. Circular or invert sets of 
steel were installed and rhe bore waS 
excavated to its planned diID.ensions 
without further appreciahle 
difficulty. A great deal needs to be 
said for the bravery and the skill of 
those workmen and engineers. 

After the pilot bore had been 
driven, another problem seemed im
minent. It was one which created a 
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great deal of anxiety for everyone 
concerned. Lying high on the moun
tain to the northwest of the east por
tal are" was a land mass that offered 
trouble if distutbedd bycut-and
cover operarionsat the portal. Im
mediate action was called for. 
Runoff water was entering the back 
of the potential slide through a 
fissure which had opened just below 
the ridge of the Continental Divide: 
As the material in the lower seaion 
of the mass approached saturation, 
possibility of a landSlide continued 
to grow. 

Excavation of the plaza area had 
accentuated the problem, and where 
preliminary investigation had indi
cated a high rock wall to support the 
embankment, there were only huge 
boulders and loose dirt. Horizontal 

drains up to 500 feet long were 
drilled into the potential slide to 
draw out accumulated water and dry 
the material. Sensitive instrwnencs 
were imbedded deep into the earth 
to ,recQF~ undergrr;>und movement. 
Sta!:>ilization of the' slide was finally 
accomplished by building a huge 
benn . of earth along the toe of the 
slope to serve as a b\lttress' against 
what could have been a slide. 

Earlier, in 'prepaqrion for con
struction of the westbound vehicular 
tunnel, contractS were let·for almost 
eight miles of road for the west ap
proach. The first. one awarded was to 
Morrison-Knudsen Company, Incor
porated for 3.955 miles of grading 
and srruaures from Dillon eastward . 
.work began July 29, 1963, and was 
completed Oaober 10, 1964, at a 
cost of $1,639,427. Colorado Con
struaoes, Incorporated had the next 
job of 3.846 miles, running to the 
west portal. This was an eXtremely 
difficult section because of the 
possibility of gigantic earth slides. 
The contraaor began work Oaober 
7, 1963, and finished AugUst 18, 
1966. Total COSt was $3,945,436. 
-Runoff water created a serious 
problem on the west side of the tun
nel as it had on the east side. Burks 
and Company, Incorporated had a 
contraa to build a warer line and 
control drainage by lining ditches to 
prevent water from soaking into the 
gravelly soil and saturating the po
tential slide area. This wotk was 
done between 11 ,000 feet altitude 
and the top of the Continental 
Divide at 12,608 feet, and was not 
the easiest projea to handle. 

S. S. Mullen, Incorporated had the 
contraa for grading and struaures 
in anothet possible slide area running 
from Silverthorne eastward, com
pleted August 18, 1971, at a cost of 
$3,924,857. Schmidt Construaion, 
Incorporated finished the west ap
proach road, including paving, from 
Silverthorne to the tunnel at a COSt of 
$3,297,459. 

Bids had been accepted on - the 
westbound vehicular tunnel on Oc
tober 3, 1967. Six proposals were 
received from joint venture com
binations of contraaors, all of whom 
had been required to prequalify for 
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this specific project. The low bid was 
$54,140,486 submitted by Al 
Johnson Construction Company, 
Minneapolis; Gibbons and Reed 
Company, Salt Lake Gty; Western 
Paving Construction Company, 
Denver; and Kemper Construction 
Company, Los Angeles. This joint 
venture later adopted the name 
Straight Creek Constructors for ac
tual operations at the tunnel. 

Of the other five bids, three were 
surprisingly dose, running $55.1 
million, $55.7 million, and $56.4 
million. The other two were for 
$59.5 million, and $63.6 million for 
the high bid. The proposal, in which 
Mid-Valley, Incorporated, builder of 
the pilot bore was participating, was 
less rhan $I million over the suc
cessful bid. Because the low bid was 

more than 10 percent over the 
engineer's estimate, it was impossible 
to award the contract immediately. 
Negotiatio.n with the contractor 
brought agreement for deleting prin
cipally the ventilation equipment 
and other later -phase . items that 
wouldn't be needed for sometime. 
They were subsequently reinstated 
but the temporary deletion permit
ted awarding the contraCt on 
November 2, 1967, for $49,576,412. 

There was another financing 
problem which Charley Shumate 
had been anticipating for sometime. 
Obviously, there were . insufficient 
funds from anyone year's allocation 
of federal and state money to carry 
the tunnel and also the other road 
jobs that needed to be done. Shumate 
obtained concurrence from the 

Bureau of Public Roads (now Federal 
Highway Administration) to rus
tlihute the tunnd expense over three 
or more years' allocations. And after 
a favorable opinion by Colorado At
torney General Duke ' W. Dunbar, 
State Controller Con ' P. Shea made ' 
similar arrangements for state 
matching funds to be earmarked for 
the project on an annual basis, rather 
than obligating the full amount at 
the beginning of the. contract term. 
Thus the tunnel could be built with
out a bond issue and without cutting 
off funds for other needed highway 
improvements. 

WORK BEGINS ON THE 
MAIN TUNNEL 

The first steel for the project was 
delivered January 22, 1%8, and ac-
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MIlf'Ch· 1', 1968, """'o"W bills' .t west pOrlal .s m;";,,g got ""tk,. way, 

tual mining of the tOP heading (up
per, curved portion of the modified 
horseshoe shape) of the main bore 
was begun at the west portal March 
13,1%8 . . A ceremony March 15 
marked the occasion. By Oerober 24, 
1%8, the contractor had completed . 
the top heading from the west portal 
to about midway of the runnel. 
Work began on excavating the 
bench, or lower, reerangular-shaped 
seerion, starting at the west portal on 
December I, 1%8. By May 27, 1969, 
tunnel excavation for the west half 
was complered. 

In the meantime, excavation of the 
top heading began at the east portal 
December II, 1968, and work on the. 
west ventilation building was under 
way. An interesting sidelight was the 
contractor's experimental use of a 

. 
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giant movable shield which was in
tended to hold up the tunnel crown 
'while permitting full-face mining in 
a thousand or so feer of extremely 
bad rock in mid-mountain from the 
west heading . This behemoth 
progressed some 70 feet before it was 
abandoned. Eventually, the frame
work was finally dismantled and 
removed, but the skin seerionof the 
shield proper was built into the back 
(or top) of the tunnel and utilized as 
support. This was a noble but a costly 
expetiement both in time and 
money, and it took a bit of doing to 
change merhods. 

After extensive consultation 
among contraeror, highway engi
neers, Federal Highway Administra
tion, and authorities outside the pro
j ect, decision was made to utilize a 

more traditional way of conquering 
extremely fragmented rock. This was 
by driving multiple drifts (small tun
nels) around the · periphery of the 
main bore and filling them with con
crete to· hold up the mountain while 
the miners could work in safety in
side the drifts. Number of drifts 
varied from 13 in the worst of the 
bad ground to five iii the approx
imately 1,900 feet where the method 
was utilized. 

Stresses in the tOp heading coming 
in ftom the east portal proved more 
than anticipated, and a combination 
of techniques was applied, including 
footing drifts at the bottom of the 
sides of the modified horseshoe 
shape, concrete burresses along the 
springtine (point where the upper 
arch began), and "making rock" by 



applying concrete under pressure 
(shotcreting) onto unstable rock. 
Rock bolts and similar type "",chars 
helped to stablize ground that 
wanted co move. 

Turning back for a moment to the 
worSt ground, eight foot drifts were 
driven above the crown and at other 
pointS outside the periphery, in some 
areas from foot to crown. Still drifts 
were run from the fault zone almost 
3,700 feet to the east portal. The 
crown drift extended for 1,873 feet, 
and a five drift secrion was about" 
1,670 feet long. Wall and crown 
drifts or full periphery multiple 
drifts carried the load some 200 feet. 

Though costly, the method was 
successful. However, there was 
nothing of this nature in the plans 
and specificarions on which ·the con-

tractor had submitted his bid. 
Therefore, after lengrhy consulta
tion, it was agreed to .proceed on a 
cost basis for this type of work. 

A crown drift was holed through 
to the main tunnel April 9, 1971, and 
the full cop heading. was pushed 
through February 29, 1972. Mining 
of the bench was completed July 21, 
1972. From these dates it is apparent 
what a tedious and painstaking pro
cess this was. The highway engineers 
were. concerned with the safety of 
the workmen, and had taken every 
possible precaution to proteCt the 
travelling public later. 

The first bore of the · Eisenhower 
Tunnel was '8,941 feet (1.693 miles) 
long including ventilation buildings 
at both pottals. Rock tunneling ac
counted for 7,789 feet. Maximum 

planned height :was 48 feet, and 
width was 40 feet. As you drive 
through the tunnel along those 
glistening tile walls, . not all of its 
height is apparent. The huge exhaust 
and fresh air ducts above the ceiling 
bring the roadway'S overhead 
clearance to 16 feet-four inches, 
while the width provides twa 13-
foot driving lanes and a tWO-and-a
half foot walkway, 

Ventilation of the westbound tun
nel is ptovided by eight huge fresh 
air fans, each of which can provide 
533,000 cubic feet per minute, plus 
eight exhaust fans, each of which can 
remove 542,000 cubic feet per 
minute. Automatic detecrion equip-
ment records any serious deviation 
and warns the attendants. Usually 
two or more fans of each type ate on 
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standby, but a high margin of safety 
is maintained at all times. Reserve 
power sources are available should 
there by any interruption of powet 
supply. Ventilation design was the 
result of over tWO years of engineer
ing laborarory investigation and high 
altitude field tests using autos of 
various types, ages, and cOQditions, 
equipped with emission recording 
equipment. 

Closed circuit television provides a 
dear view of the entire tunnel, and 
eleCtronic overhead signs provide 
direction and control of traffic. A 
gasoline powered, wall mounted car 
can carry an attendant the fulllengrh 
of the tWlnel, while flte-flghting and 
wrecker· equipment are available co 
clear che tWlnel on .short nocice: 
Elevation ac che .ease portal is 11,012 
feec, midway in the tunnel ic is 
11,112, and ic reaches 11,158 feec ac 
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the wesc pottal. Drainage is provided 
under the roadway. 

Design of che wescbound tunnel 
and ventilacion buildings was done 
by the engineering firm of Tippetcs
Abbett-McCarthy-Stracton of New 
York . .In charge of construction for. 
che.Division of Highways at the time 
the tunnel was opened ro traffic was 
R. C. Hopper, district engineer; Phil 
R. McOllough, tunnel cOnstruction 
engineer .. and John B. Cook, now 
tunnel superintendent. "Rube" Hop
per, who had been in on the work 
from the beginning, succeeded John 
L. Hutchinson as distriCt engineer. 
"Hutch," like his co·workers, was 
very conscientious, and most of his 
waking hours were taken up by the 
tunnel and its· problems. When he 
suffered a fatal seizure on the job, his 
death was ruled job-related · and 
cherefore compensable under the 

Workmens Compensation Laws. For 
the contractor, Straight Creek Con
structors, at the tunnel opening date 
was Glen Nielson, project ad
ministrator; W. K. McGlothlin, ptO
jeer manager; Werner Ruemme1e, 
projeCt engineer; and R. A. Gilletre, 
general superintendenr. 

Tocal cost of the work covered by 
the contraCt of Straight Creek Con
structors was about S 109 million. 
Ventilation, plazas, pilot bore, etc. 
tocaled someS 7 million more. This 
encire cosc will eventually be repaid 
in direct savings to motorists and 
truckers by eliminating more than 
nine miles driving ovet 11,992 foot 
Loveland Pass. Add to that the possi
ble lives chat may be saved by using 
the tunnel instead of the longer, 
higher route. When the eastbound 
tunnel is compleced, further safety 
and savings will accrue ro the tra-
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veller. 
A bellwether case was struck for 

women's lib with what was believed 
to be the first of its kind anywhere. A 
female employee was allowed in the 
Eisenhower Tunnel while mining 
operations were under way. The first 
day a few miners walked off the job, 
but after rhat, since she was only 
there for very short periods, they 
paid little attenrion to her. 

It all began with a typographical 
error. Late in 1970, she took an ex
amination ·for engineering technician 
at the Division of Highways, from 
which she attained the grade of 87. 
She received a lerrer to repert co the 
tunnel for appointment. But instead 
of the letter reading ':Janet . .. " it 
read ':Jamer . . . . " Believing the latrer 
co be a misspelling for ':James," tun
nel engineers were dumbfounded 
when a 33-year-old woman reporred 

for work. 
This had never been done before; 

it was unthinkable for a woman 
employee to enter a tunnel while 
mining operations were going on. 
The miners would walk off the job. 
She was not accepted for that job 
since it required cerrain work in the 
tunnel. The lady protested and 
repaired· to rhose agencies provided 
for protection of her civil rights. 
Another vacancy appeared later 
covering work in the tunnel office 
only, which she accepted February 
16, 1971, at $492 per month. Upon 
further appeal, she was paid some 
$1,083 for back pay ro the date she 
fltSt had reported for work. 

While she continued to work in 
the tunnel office, she med com
plaints that she was being discrimi
nated against because of her sex; she 
wasn't issued boots, a hard hat, and 

slicker; and she still was not allowed 
in the tunnel. Finally, she threatened 
to sue the governor and the srate for 
$100,000 damages and did, in fact, 
engage attorneys to bring an action 
in U.S. District Court. At the end of 
December, 1972, the parties agreed 
to a stipulation that the division 
would not discriminare against her. 
No damages were awarded, but she 
was paid $6,750 COsts and expenses. 
She was thereafter permirted in the 
tunnel as necessary to retrieve a sam
pie of some material, to check briefly 
for some information, or to take rock 
instrumentation · readings. 

At the end of February, 1973, due 
to severe reduction in fedetal funds 
and since the tunnel was ready to 
open to traffic, all engineering tech
nicians in the tunnel office were laid 
off, including the distaff pioneer. 

In spite of all adversities, the west-
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w~.t /HJrI4l, B;.enhoUl~r Mnrlorial Tu,.,..I, as westbou,.d tu,.,.el was i,. uSt two-way. 

bound bore of the tunnel was opened during ski season to put tWO lanes biddet was the combine of S. A. ' 
to two-way traffic, with suitable eastbound through the tunnel and Healy Co. of McCook, Ill.; Gordon 
ceremonies emceed by Governor divert westbound vehicles ovet H. Ball, Inc., Danville, Calif.; Gra-
Love, at noon March 8, 1973. Al- Loveland Pass. The plan was also in- nite Construction Co., Watsonville, 
though this account 'has referred to stituted on the last day of summer Calif.; and Greenville ConstruCtion 
the Eisenhower Memorial 'Tunnel, it holiday weekends when deemed Co., Inc., Livonia, Mich. Their bid 
was known as the Straight Creek necessary. This plan was to be was $ \02,988,770, I=ompared to the 
Tunnel until the Legislature re- utilized until the second bore was engineer's estimate of S1I0,559,807. 
named it in 1972. opened. The low bidder was a joint venture 

Travel through the first of the Meanwhile, in 1972, designets. of Peter Kiewit Sons' Co., Omaha" 
twin tunnels increased far beyond from the Division of Highways and Brown and Root, Inc., Houston. 
the projections, as touristS thronged began work on plans for the second This latter venture was awarded the 
the route, as skiers swarmed to and , of the twin tunnels, with advice contraCt August 11; 1975, for the bid 
from the slopes, and as former users from tWO consultants: Stearns-Roger amount, Sl02,800,OOO. Work got 
of U.S. 40 via Berrhoud Pass chose ArchiteCts, Inc. of Denver on ven- under way outside the mountain 
the tunnel route (170) and U.S. 9 as tilarion, and Leeds, Hill, and Jewett, Aug. 18,1975, with mining to begin 
an alternate. Between opening day, Inc. of San Francisco on mining and in November. 
March 8, 1973, and March 8, 1975, supporr. Bids were opened June 5, To the layman, the taSfbound tun-
6,189,770 vehicles had been counted 1975, on the electrical/mechanical nel has a marked resemblance to the 
. for an average of 8,479 a day. Traffic ,work (ventilation, etc.) ' with , westbound in appearance and func-
estimates for calendar 1973 had been Howard Electric Co. of Denver tion, though the engineer and con-
6,200 a day and 7,700 for 1975. lowest of five firms at $6,246,228, traCtor personnel involved could 

and the contract award went to point to technical differences. On busy Sunday evenings, home
bound skiers or Denver bound 
tourists created formidable traffic 
jams as they were squeezed from two 
eastbound lanes into one. So, early in 
1974, the Division of Highways and 
State Patrol Division began a 
cooperative effort Sunday evenings 
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Howard on June 20. Time count P. R. McOllough, a construction 
started July 7, 1975, for 380 worka- engineer on the first bore, was pro-
ble days. mated to assistant district engineer 

and given responsibility for the se
cond bore. The tunnel is in Engineer
ing District I, of which R. E. 
Heathcote became district engineer 
in 1975. 

Bids for mining, lining, drainage, 
supporr, and approach roads were 
opened August 8, 1975, with two 
joint ventures competing. Higher 



CONSTRUCTION AND 
T~E·.INTERSTATE . 

At various points in this report 
there has been information on high

, ~.""" war codstruetion from the in,eption 
I of the department through the 40's 

after the close of World War II. The 
1950's co~inued at abOut the same 

'level, runnifl.g from S 16.6 million in 
'. 1951 up ,[0 525.9 million in 1955. But 

in \ i 956, tne first year of the high 
ratio federal aid for the interstate, 
totil construction hopped up to 
$39.7 million, almost $54 million in 
1957, and ' reached almost $65 
million in 1958. 

The next five years the torals sag
ged considerably. The 1959 figure 
was 559milliort, 1960 and 1961 were 
S4~ milIion; and 1962 fell to 547 

million. 1963 saw a comeback to 
almost 560 million, but in 1964- it 
jumped to 573.6 million. During the 
balance of the 1960's the totals 
stayed in the 570 million ,bracket" 
with 1969 reaching $79'2' lrrillion. A ' 
year to remember vias 1970, ' when 
total construction: topped' $100 
million for the first rime in history. 
While 1970 was good, 19i.l was the 
all-time winner when t'he 'iotal 
reached a whopping Sl26.5 million. 
Fiscal 1972 slid to S118 million and 
1973 slumped to 596 million. Fiscal 
1975 saw a record S181 million 
programmed for construction after 
President Ford's release of $2 billion 
of extra federal aid. Colorado 
received double the amount of 
federal funds expected originally, for " 
a total of S150 million in federal aid.' 

A"glUt 30, 1967, rloSing the gap on 1 Z' near Wellington. 

Total highway construction for 
the years 1910 thro,ugh ' 1949 
amounted to $212.151 million. 
However, the cost of construction 
from the inception of the depart
ment through 1973 amounted to the 
very impressive figure of $1,657,-
116,294.31. Now add to this the total 

"-of 5337,040,670.21 spent for mainte
nance, snow removal, and l'pkeep 
Jhrough 1973, and you come up with 
the staggering total of $1,994,156,-
964.52 which is the investment Col
orado road users had in their high
way sYstem ar that time. The policies 
of renewal and repair are necessary to 
protect this gigantic investment, 
since without maintenance, the 
system will rapidly deteriorate, and 
the economic progress and growth of 
Colorado will suffer. 
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•• EPA AND THll CANYON 

During the summer of 1969, the 
U.S. Senate passed a bill known as 
the National Environmental Policy 
Act of 1969. (NEPA), which in the 
years ahead was to have a most pro-

. Jound impact on the planning and 
building of highways in Colorado 
and elsewhere. The House amended 
the bill during the fall, .but the 
Senate would nOt concur. A con
fetence committee worked out a 
compromise, and Public Law 91-190 
was approved by the president Janu
ary 1, 1970. The putpose of the act 
was to establish a national policy to 
encourage productive and enjoyable 
harmony between man and his en
vironment, to prevent or eliminate 
damage to the environment and 
biosphere and stimulate the health 
and welfare of man, and to enrich 
the understanding of our ecological 
systems and important natural · 
resources. 

In declaring this policy, Congress 
<ecognized the impact of man's ac
tivity on all components of the 

Glenwood Canyon, 1918. 
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natural environment; particularly 
population growth, high-density ur
banization, industrhd expansion, as 
well as the i1l'Porrance of restoring 
and mainrainiRg environmental 
quality~o the ! welfate of man. To 
carry out this policy, the federal 
government was committed to use 
all practicablt JIleans to permit man 
and nature tOW exist in productive. 
harmony and to fulfill the economic, . 
soc,a1, and environmental requite
ments of present and future genera-
tions. . 

No one can pOssibly" disagtee with 
the intent and purpose of such a 
policy. To do so would be like fight- ' . 
ing pome and motherhood. As the 
law was incorpotated in the Federal 
Highway Acts and as regulations 
were issued by FHW A, it had a con
siderable slowing effect on the plan
ning and processing of highway pro
jects to the construction stage. 
Whereas, it had normally required 
one to thtee years to bring a project 
to conttact, it would now be found 
that a major proposal would take 
five to 10 years and in some cases 

more. And it would see the expen
diture of thousandS of dollars for 
various preliminary studies with no 

. assurance the roads would ever be 
built. : 

-The Federal·Highway Administra
tion directed the states to prepare, 
for FHW A approval, an action plan 
for planning and processing projects. 
The directive was not entirely 
specific but outlined only general 
parameters. The Colorado Division 
of Highways' version, was approved 
by FHWA. It covered every con
ceivable step in the entire process, 
aimed at protection or minimum dis
turbance of the environment and the 
socioeconomic community, and at 
the same time remembering the 
many thousands of people who· 
needed an improved road for their 
safety and convenience. 

A typical exarI).ple of a section of 
highway deeply mired in NEP,A, is 
some 20 miles of proposed interstate 
between Glenwood Springs and 
Dotsrro. This route, which traverses 
Glenwood Canyon, was included in 
the mileage of I 70 added to the 



Cottonwood Pass, 1970. 

system in 1957. The existing canyon 
road (U.S. 6-24) from Glenwood 
Springs to Shoshone was improved 
by Switzer and Horner, who began 
work October 19, 1936 ' and com
pleted their job May 7,1937, at a cost 
of $135,738. But Charles D. Vail had 
given thought to further improving 
the canyon when; in 1940, he.first re
quested the mileage be added to the 
interregional system. Later, approx
imately four miles from Glenwood 
Springs to the east were imptoved to· 
interstate standards, including twin 
tunnels near No Name Creek. With 
the advent of the National Environ
mental. Policy Act of 1969, further 
construction waS delayed to permit 
compliance with the law. 

Several years before NEP A was 
enacted, the Federal Highway Ad
ministtation had issued Policy and 
Procedure Memo 20-8, which re
quited that public hearings be held 
in advance of beginning construction 
of fedetal aid projects. Major projects 
required a location hearing at which 
the general roure was to be discussed. 
After FHW A approved the location, 
a design heating was to be held, at 

which time the specific design and 
pettinent construCtion details were 
outlined. After approval ftom this 
hearing, the division could then pro
ceed to construction. 

The purpose of these hearings was 
to inform the public of proposed im
provements and obtain citizen input 
which might warrant consideration 
in developing the facility. Often 
those in arteridati.ce at these meetings 
interpreted the hearing as soliciting 
their approval and some even 
wanted to take ' a vote for or against 
the project. 

Delays in authorization to proceed 
from FHW A were ·common· where 
any controvetsy arose in the hear
ings, since the hearing record of such 
projects were subject to scrutiny in 
Washington. 

A public hearing was held in July, 
1963, for the tunnels and the No 
Name ' Creek ' area. Another public 
hearing was conducted duting 
March, 1964, for I 70 through the 
canyon to Canyon Creek. To make 
doubly sure that the Division of 
Highways' selection of the canyon 
was the best toute, and to provide 

engineering data to substantiate the 
decision, studies of a possible route 
over Cottonwood Pass along Cattle 
Creek and the Roaring Fork, were 
begun in the summer of 1969. 

Early in 1969, the Legislarure had 
passed a resolution recommending a 
Glenwood Canyon Advisory Com
mittee to advise arid assist the Divi
sion of Highways in the design of 
this ' route, with particular emphasis 
on preserving the scenic beauty and 
the environment from irreparable 
damage. Charley Shumate appointed 
three consultant-planners, one 
architect-plannet, one landscape 
architect, one medical doctor-con
servationist, and ' one outdoorsman. 
.Four 'meetings were held in addition 
to a walking inspection trip of the 
canyon. Copies of the route study 
wete supplied each member together 
with numerous other pertinent 
materials. 

On June 3, 1970, the committee 
met and approved a resolution 
recommending that DOH give 
funher study to alternate routes and 
that a corridor heating should be 
held. They further requested delay in 
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Ie purchase of any right of way bet
ween Gypsum and.the Eagle Airport 
until the corridor was established. 
From the phrasing of the commit
tee's resolution it could be concluded 
that this was fully intended as a 
directive to DOH. Shumate notified 
the chairman June 15 that studies of 
other possible routes were under way 
and that a public hearing would 
possibly be held in Oerober. He 
furrher pointed out that purchase of 
right of way was necessarily a DOH 
decision, but the right of way men
tioned would be needed no matter 
which route was used. He went on to 
point out that .... .it would appear 
that there will be no need for futther 
meetings of the committee until 
such time as the routing is deter
mined." Records do not reveal any 
other meetings of this group. 

In addition ' to the many studies 
made in the canyon, studies were 
also made of Cottonwood Pass and 
the Flat Tops rouce. Consideration of 
Flat Tops along the north rim of 
Glenwood Canyon was discarded at 
an early date. The road ' over ex-

tremely rough terrain woUld have ro 
cross many canyons at high altitude 
and be extended to over 42 miles in 
order to meet grade requirements" 
Toral COSt was estimated at $338 
million; over five times chat of the 
canyon. 

Cotcon wood Pass was scudied, 
bach fo t the roucing of I 70, and also 
for use as a detour during construc
cion in the canyon. A comparison 
revealed chat' the pass route was 9.4 
miles longet with maximum grades 
of seven percent compared to four 
percent. Rise and fall totalled 5,752 
feet for the pass and 1,099 feet for 
the canyon. Most of this for the pass , 
was contained in the shon space of 
some 15 to 18 miles, rising over COt
tonwood Pass and Blue Hill. Right of 
way ro be acquired for the canyon 
route was only 718 ,acres, of which 
328 acres were in private ownership. 
The pass route would require a roral 
of 2,513 acres, of which . 1,748 acres 
would be privately owned. . 
. From the socioeconomic view a 

point, the canyon route was the 
recommendation of rhe Division of 

1 70 east o/GknWfJOd Springs, Wt!st 0/ contested stretch. 
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Highways. 
A total of 125 dv.:ellings would be 

taken by a road oVer Cotronwood 
Pass, whereas only 20 would be re
quired in the can'yon . Seven 
businesses would have ro be acquired 
in building the pass route, compared 
rp five for the canyon. One each I=ity 
park, county fairgrounds, and' 
church would have to be relocated 
along the pass road. CoSt to build the 
tWO routes including engineering 
supervision and contingencies was 
estimated at $65.2 million for the 
canyon and for rhe pass route $77.7 
million. 

A corridor public hearing was held 
in Glenwood Springs October 11 and 
12, 1971, and conrinued the follow
ing cwo days in Denver. These meet
ings had been advertised widely, .nd 
a long list of interested firms, 
org'anit.tions, and agencies had been 
notified by· mail. Furchermore. dis- ' 
plays and research data had been 
available for a month prior to the 
hearings for examination and review 
by interested" persons. Ther!, were 
258 people who registered for the 



" 

On. consult .. n,'s tksign ,on,.p's. 
Glen'!"9od Sp~ings meetings and 211 
in Denver., Many testified or pre
sented ' ptepared statements . 
Hundreds of letters were received' 
expressing opinions on the two 
routes. There were 26 organizations 
in favor of the canyon route, includ
ing one club consisting of21 western ' 
counties. Two organizations were 
opposed, one an en vironmental 
group ,and the other a small, county 
political committee. ' 

To summarize testimony favorable 
to Glenwood Canyon: this route was 
shorter, eliminated one more moun~ 
tain pass with severe 'snow problems; 
it was safet, would cause less distut
bance to the community and to 
wildlife; and its early completion 
would have a substantial benefit on 
the economy of Western Colorado. 
Some requested that exceptional care 
be used in the design to minimize the 
damage to the scenic beauty of the 
'canyon, but many expressed faith in 
the designers' ability to do so. 

The opposition recommended 
more studies be made. As a result of 
both public hearings, 40 organiza
tions favored the canyon while 11 

were against it. Some opposed all 
highway construction in general and 
the Division of Highways in particu
lar. It was, interesting to note that 
much of the opposition was against 
damaging or defacing the canyon 
rather than being in favor of Cotton-
wood pass. " 

Reviewing the many studies and 
the consultants I environmental 
report on the two routes reinforced 
the Division of Highways' position 
that: ' 

1. The canyon' route was safer. 
2. The snow and ice problem was 

worse on the pass., 
3. The geology was more favora

ble in the canyon. 
4. The pass route required far 
. more land, more homes, 

businesses, and displaced more 
people. 

5. The canyon route would have 
grearer economic benefit. 

6. The canyon road would distutb 
wildlife less. . 

7. Effect on rivers and streams was 
less in the canyon. 

• 8. Vegetation would tecover 
faster in the canyon. 

. 9. The pass route would induce 
rapid development. (This was, 
very desirable to some; objec
tionable to others.) 

to. The greatest scenic beaUty in 
the canyon was the upper cliffs 
and growth which would not 
be disbutbed by construction. ' 

On January 10; 1972, the Division' 
of Highways forwarded to the ' 
Federal Highway Administration the 
draft environmental impact' study., 
Included was also a Section 4f Study 
which ordinarily pertained only to 
public parks and recreational areas. 
Both the U.S. Forest Service and 
Buteau of Land Management had 
written the division that the canyon 
was not classed as a park or rectea
tion area and there were no plans to 
do so. But Washiogron decided since 
there was controversy over the eaut.e, 
a 4f Study should be done to 
establish any prudent alternatives. 

The division requested approval of 
the-canyon corridor-March 21, 1972, 
and forwarded the final environ
mental ' impact study (FElS) to 
FHW A in April of that year. It was 
relayed to Washiogron July 24. Sep-
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;:\ .:( ;~r)i, :I9-z2! the acting federw 'the' p~ss road : 6d~be·~2.i 7~:. ··O~~·~: ;'i~~ih;~~~jfir~~~f~~~~t. 
B . ".' highw~y . adminiStrator fonyarde.d .•.... . November 16 they 'si!bmlttedthell':."·" ~.~~:~t~;~~.i;Irifi?,~F.-;i:'i\' 
~ . . ;t~" . r.epor~s to ,th~)ecretar~ > ,of ' report to the gov~or; They~eCo,:,,--;, ~~;: 'lff;!fS~9es;:t,:V:~1Iffi:ei:.';f' ',,' 
'-,: . ,~sportat'9n . wlt~.these , fi.1l#ngs: , .' ~ended flatly t~p9 . .!'l.0f<: .sru~~es;::,:.As~q!"!..a\:,s;'R.t\;.!"(tV(~,;J.~,'Q5k, .. ~'!;'!~~~~:';;~ 
;".:-:,,\,;,' (1) the ... r.e WllS"O feasl91.c; ~~;prudent ; . ',!,dept~were !)..'-'~.'. ~!I!Y ~.¥.ean ... ): HO~'~. 'Nra.r-~ .. . ewes .. .i:~1'l'. !!"m ... . eQ.~~n.d.".';f~:'~' 
"':A wternate and (2) the divISIOn prq- .' --appropttate selectlOl1· ofa .comdor. ,·1' ·~aofi"l~;Mil~ee:>wnen·an ~" ... · ... 
.. · 'posalincluded all pOSsible' planning .. ...• The repOrt Wso.caUtionedth&t design ... ..• three 'had;~lec§ theuWork, <;hi(?..;"! ,' 

to minimize harm. . . .. .• : '.;' and construaionphases shou1~giye '., iepottswere' disciisse4 at}engd18ta " ' :' 
rn a rc;ply of March 12, 1973, the careful considera,tion to the detailed ' presentation onA~ 15,1974. At-

assistant secretary of transportation features of the ecblogy, geology; hy~ tendance,included DOH, the High: 
for environment advised FHW A he droloKY, and esrhetics. The division way Commission;' FHWA, represen: , 
could not concur; he believed the forwarded the commirtee repOrt to ' tativesfromthe offieeof·theassis-
design and corridor must be con- FHW A December 3, 1973;and again tant ~etarY'oftransportation for . 
sidered together, and he must have requested ~provwof ,the canyon ' . environment,and' from' DOT's · 

,. more detailed comparison of design corridor. On April 5, 1974. the seae- . generw:couris(l .. On A!J&1lst.19, 1974, .. 
. altetnative. FHW A authorized DOH ' tary of transportation. indicated the . • the. tru-ee desigri. concc;pts · were pree': 
. on April 10, 1973. to have design ' request was being tevieweci . ..,:.:. scnted mDenver.by the consultants . .-
concepts prc;pared in sufficient detail . In the meantime. the three consul' . to .. iriierested ,grO~ atidindividuai$. ; 
to permit assessment of impacts of rants were busilyengliB'ed in ptepat< •. inclu~ thOse who~ ~~d 
each of them, On]uly 13. 1973, the .. . 

. federal highway administrator ' . . .. .;. ' . . ' 
, , . authorized DOHroproceed . with .' .< '. _ ¥'.(' ' , ' 

thiS preliminary . engineering; .but . , ~ . ' ". ':'.'> ;'-.r.:..:.: .... ~ ... ':<.,.;,,,.' •... ,' , . . 
'COW,clnot.aro;rove waiving the .same · .~ 

)
". ~1:. treatment. or. the pass r()w:e,;; l:Ie , . '..".,,,,',. " 
. ". furth~ , ~esced ·,tise·-- of.a,'i,citizeQ's,," . 

I . council forinpJlt into' the process. '" 
The .' Division .0fHighways 

I ' 
I' 

J 

Jtified FHW A inAugusr, 1973, 
tlW: .a~ctly imparriitl and uncom
mitted~o.~· w~ul<i , bdelected to . 

. comply,. WIt/:! dill request.FHWA 
'. v,iiis Iili9 advised dlat three.()umand
: i!l8 engill~ering f~~,!ould .. be 

.' ... ' . engaged to' prc;pare aesJ8Il' concc;pts 
" ofthe auiyori .. row:e,. but ·.ibat . the ' 

; , . govCiri()r .:;vas' ~emely tdtictant, to 
-' .' . ~~~ytriorefUil<hspe*ton~~ 1''!'5 

... .' route. · l'!iW.A approved. ' the three 
' ;desigo'fmm AugtiSi:2L "'J ' . 

. :n~e80verpor appointed .. ~·· com" 
. mttreeof lline ' lIl~s, Sept~ . 
. " 14, .1973. Each' member wU ' fur~ , 

;' , . nished . with the' 10 ·. vOlumes , of ~ 
;:' . ~dies. aridrepot!'s prepare4 $Dfar ' 

: ' aI}d:,' were" r~este4 to ,;determine: . 
, ,...hat: jf any'i4ditionwinfOl-mAtion , : 

, .. , wasn~ded to permit a fuiw decision 
,.: , .. ·on the.routing. &erVingQIl. thecom~ · 

mince weret UniveJ:sity .pr#id~nt . ·· 
' . , ~'eiiieri~; .!1 bankei:,' the '.chairmari of r "· ;.theState ::Parks . and Recreation 

: ,:.. : .'- ··.· .. . 1kiat<J,;' .a:til-e .and .oil distribUtor; a 
.•. r8,i)cher, a professor 0(. nuiChanical 
, Sciellce md environmentw engineer~ 

log, II b,iology profesSor; theinayor of .', 
a city; and a retired district judge. '. 

" . 'The committee fItStinet October .. 
2,lp~, and mac!eafie!dtrip.over 2 . US 6/24i;,.GlenuiOoti C"flyott,i'70. 

.. -, ' '. 
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to building'an or in:~:~~~ci:~:~~ . . One designer ' studies of the 
;' :: , ~~nded using both sideS of the alternates, with no ' federal ' to'the Glenwood'cari- ' , 
.:: :'nv.;r wh~e feasil;>lefor either one or approval received as yet. . 70 controversy;·an-'. :-- : 

both di~ectionsof . traffic.Another Governor Richatd D. Lamm, who otherhighwaydis~eemeni: in 1975. .. '"'.' 
.' .,ggeSrioo ,:was.'for several' twin or took office in Januaty of '19i'5,cetltered around a proPosed 26-mile . d 
." ooe-'direction tUnnels; and another launched a campaign to. get the :, southwest citcumfetential ·route·that .. · ' . 

. : to'~~her UJ? the side of the can,-... Glenwood .. Canyon . issue, offd~ .. would link! 25 south of Din"er to I , ] 
, ', 'yon : Us~ SC!"uct1.ltes , and~\UlneIs . .> ' center. He endorsed' the canyon' ai' 70 west of thetity:The mil¢;,ge was · . .-

. AISo .-. tcCo~ended d.sign·.:;;/aS to ' the loaition for Iaterstate' 70 alid ' added co Coiorado'Linrerstace . ·' ~ 
...e!Origr~es. of StrUai.xre's ,which " . urged theU,S. · Department .of . . systi:ril' in 19Wwhen tile nationwide{. · 

" -troutd '~)wo-way-'- ttuck ':t¢fic : ~ ' TranSponation to Inake such a desig-:' "." total' was ' increased · from_~.4t,000:· to . 
. oil· 'theground level 'and 'cwoCway nation. At the same time, he did not ' . 42,500.' Representatives af 'tOWns;, 

. pa~~er: .. , cru;ttaffic 'On 'the· ,upper ' , commit himself to. the concept of· cities; and counties ,affeaed, plus 

...• J 
'i;~~~~1~j'd~Ei:~t'r" ~'~'~"~1~~' .. ' .. full-blown . 'iotersrate' . ,: stan- . "~ .~"ambers of. cOinmerce,:deveiopcis, o . . . < .tp~: . ?£;.'!~j~~etp:~o~~~~~~it~;~~~ : ~ n 

highway: .' . ' ... ; ~. : .... ' .•... : : 
,: On 4prii 24, 1975, "GOvernor > ";;1 

. - Lanun 'announced he would veto' - . " . 
' conStruaion ohheroute and·tilkii ' ··: , 

~~~~~~f~~~~j~f ' steps to have the iilterstate' fundS ' W)'ll~~ 'I . . ' diverted ttl . mass transit . . The issue.' 
. :,came ;'to .a' violencboilin .the : 
.. Leglsrature;iiithe media:; and itithe 

hn'''' ',h~ .'. ' stateexecu.tivecham:bers.:.A IegiSIa
:". tive' effort was made to·'·offser .: the 

'J 
, 1 

:. giiverrior's ' announceo inee'ot i ito -. 
. delete: t}je rO'!te,~ ;" bill . was : in~'; " , 

. - trodu~ed ofderlll8 ' tht: D¢parr(Ileat. .· .. '. J 
. J ClfHighw"ays tobltil~ '~ .' toU ;·.ro,";<l:>." :;: ....• 
· ; . where , !, 4lO . . ",as . ·planae.d.:: The :';' :. ~ ' " 
.' · . .. D)~.l!te. di~ io. :~hey;ani"& daysof':,' . :.:: > 

w('w'~n.ot .: ~~~~~hil~ .. '~he ; ~6v~r;,0~' 'h~<l ':' ' ........ J 
··~ x.-,· ·~~~:~;~~~~~~~r~ '. aske.d,the .departmenttO, ~e . S~e '. ~.. · rlleU.s.neparrineiii of ,Tt~rfai' , 

:E~~~~i~~~\~;;~~r .. ~:~~~jl:' · rlOn'droppedthe 1470 mileage'£tonl' ] 

. .. , 

' . ' 

, .' Cblorado ~ interstate ' netwo*'~ 'Th< ,,:'.; .' _ 
. State l-lighway ColDQ;lission counter-:,· " .. 
. :'mandedthegovernorby.areSOlut\ori : . ;-: 

. ~~~~~~t~~i~~~:;es~;ps~~~:; . J 
':~~~~~~~~~~~i~j.t .. ·· therolue) ri the 'iil~erstate ,y~em;.:;-.;: _ ,. ! '> . , ' Haase poirited· out. 'thir- he ... w",( '· · . :, .... j 

.. ' caught ¥wee'n cOnflicting ord~ ~',,; 
• that of, ~he gove~.n9r : as expresse<!' f 

_ thtough the. executive ,director, and . 

: .... 
. . ~ 

" .. that of the commisSion, Iri aJrieildly '.' 
suit,the commissioriasked 'ihe .Col~ 
orado' Supreme ..• Courr :tO a£Srm its · 

. "ut~ority . over the ;thief'e.oiitieer., , :· 
The"courr .did so)uhe 19, 1975, .and . . . 



, Th~ State ' Highway Commission " 
,mentioned above is a story in itself., 
Whe!i' GovernorLamm took office 

' iii JalularY 'of '1975; state law gave 
~ : . , Ii~,~~~ .l>rerop~veot app()in~ing 
""'" ': fiveiie'l'..-c:ommisSlonersofthe mne- ,.-
, ", i:~iMerl>od~.'l:I~senfthe f911i>~i~ , " 

, '':': . .5tate1ienate for contlI-' 
" H.Walkei(reappOintc " 

·ULur,en.:e 'L. Bitner, Patricia ' 
. Schmidt and" 

, " " . , 

.. ~ .. 

" 

, ' 

:,' 
-.. " . \ . 

, '.';,s·;~::r~~,~;:~tf:~(: ·:·~·~~:·~; '· 



sion~,. ' 
man, the . ." 

., way :~inJriissjon, aot}'-coulicilman; 
a .chamber .:.of. c<ilriIrierce. me!Dher, 
tWI> members oE ad hoc groups favbr-

, '. ' :c~;"'''''-'': '> _-.''' 

orado Supreme Coun th~t . lkut'on" 
. Governor I.amm's aPpointees to ,the and Division of : 
.State Highway Commission coUld " - Hlghways,RN. Haase~ chi.ef 
'not take office .until confirmed by · : engineer. No slight is intended in, 
·.the State Senate and that the pte- , lack oEmention to' the .three. di"i- -. . 
. Lamm . i(lcumb-ents would hold >, 

)" a.~lth,?rilty · :mean'while. However; ·tbe " " 
" ,~:'- ¢<i,un ,w'''''.'~ .t''iU' faiJ. \ ir' e' ofp.e:sWe: . 

. aer o' ,on ' nominees :in :.the 
wcmId ,,,',t· mean . that tI1e in': .' ;. 

'.: ~-' - " '. .., ..... ~ ; - . . 
\ 'KINSTLIN'G 
-,OyER :·;- . 

.. 

] 

] 

1 
:1 
Il 
J 
J 
J 
-J 

",J 
.J 

.: __ ~i';;edireCtor, Jack Kinstlinger; ilad ,: . 
th~ ,~:, "f:~iJ~~e~!~gY',~,~.~ke • --J 

_,c ' ,,' : .-.; : ' TheHIgh ,R.oaiJt68,-.::':, 



',~ii~~~\.'if~1~iiiif~i~.i~~~i~~ . :\p~ .,he appointmeiit. ~He ~took'over ' a,e:" hdl.d·be~n [or' tw({year~t1ie·direc~'.:t; }iiS appciiiitiIieiit'w8§cobe ~bieCfio'" :.~ 
' .> ":t<: positiQn·'·OriOCiol,~B21;: :J97·'-ZHe~·::-' ~' tor!ifaavai)i:epillli.tiirii fOr, th!-l'en.:~,,;,, ilpproval :.-b'Y','the ,-Co-{orildo '. S~ate'. 'lr' 

'J ,:. . .wt! . tQbr~ · tQCoIQradQtne; ex· '':. nsylvaitiaoepartlll,en~Df High~js, , ',·:~n~e. : ::' ::'Je-;:,"'" ' : ,: ' . ,', ' ,'. , ',: : • 
. t~;;~ r)::peneD:~, the,g(l~~~!l,~~. ~.~:~f:~.~·:~~;.~- . _~~e*·~- y~~ , ,!i~li : ~ . ~D¥i~~~ ~~ .. ~:~;.~·l~t;" .·~o~~es ; :o.~ .. ·~~se.y~~"he ;~i.~ , ·~·~~:~:\: 
'·:}'":\':i:'?allm.~ <lfqa(lspo~.o!,/':haY~<p· -C91l;S~~ f~roUllded:o.ut the·~x:·t !}i~on!W r~~d!llUCh ~h.e.~II!?-~~p 

" J .• : : served sJRc.el97U,as depllty~etary .' ,. perlence of this44.yeOJO-oldgiaduate ;., · , as. lll it1!ebes1D.1!J1l8;'5lio~h tlje,'Ways >, ': 
F· '.:' ;~ (or-'pI8tining;PennSylVanil!~:; , of 'RensseIw" Polytechnic Itistirut~ ,, ; of doiri8 it andt,hemen'and'wQmen .. ' . 
J ' inent of Transportation.>PrevioilslY (B.C:K), ' and 'of M.I.T .. (M.S.; eRr ' responsible have changed 'with' the 

r 
I. 

\ 
.i .. 

J 

L 

. , , . . . years. . 
-;.;. '.- ',' 

. MEMBERS OF . 
STATE HIGHWAY COMMISSIONS 

'. ' ., . --'.' ' OR -' 

. .... HIG~WAYADVISORY BOARDS : 
. "" . 

:. ' 

NAME . . CITY ' NAME ~ ,~< CI'rr : ' , SERVED 

Allen, B. B. : Silv~rton 1924~;93() )' &ion, RexC, < Earon 1954-1956 
Allen,C.P. :Denver '. ; 191():'1913 '·' ' .. '. Edmonds,HAo ,Ft.Collins . . ' . ' 1921.1923., 

. ~;HLee ' Deriver.'. ", " ' i96!t-im" C' .. " ·· ~,~.A.":.:· Co!onodOSprin,g$I926'1929:~ . 
Ashley, Thorruist. . ·Sagu-.che1939'19<is · Elis()'am.. F. 'Gt~ey '19641971 ' , 
Be.ilciHarry ", ' ~ 19s21954", Fti~)'Ohn.A··: ' ikUSi. . . 194H946 :' : 

',. BairJ.'R..!Ph 0.:' " ' . ;Deii~ ...... '",.. . , j~1937,." , . ,. ,. ~ .•. ~ ¢eO.i:I./ ; , i .' .' Pui:bt~ .• , . 19ii.l928 ... 

::::':!~J~' ,. ~~'-:i::i~) '~~~",:.~:i~ ; ,. ~~::~: 
Bames,E.]. ' Srerlinli , , . 1959·1%3 Gobie,Frededck ., SilvertOn . 19i6-192i 
Bash,Hl.; .;S~Sprio&S 'l9,5iI%2 .. . ... ; GnItatn;RalphlC ,' Ft.MOrgan 1940-1943 

' Bea,ucha,i;p,LI'1Oyd : · · ~ic.W .. ,·· ' 1931.i939 .. " Griffid;;i\;'T,-':,_ •.. · ; Duf~ ' : " :'1973:iwr 
'; Benson,HF.-.. ,' Co!Or~SpriD8s •. 1950:1953 &ve~Pattici~H". Derivei::' , · , (1975·1979) " 

1 . Bimer laurenceL. ': WaIsh'·t(I975'·i979) Hawki,;.,jacic '.:' '''' ' Cottez -- ·1969-1973 . 
; ' ' Ii!air,;"";kH: :' ' SrerliDi~ ' .' , "~l9i2;i934 ~~ ROberiwCoi~Spri;,g. '· , : 1.954-1~ : . 

m""J:D.Jr. , " "'si:~< :; : . '192H921\ :; : , . .~; ~Il,. ,:~> ~ , ,. ' , 1913:1916 '~ 
' : . - · 1lradford;~V . . ·. ~, ' ,'· ·· 1953·1957 .. .. ;':: , ' ., HilliminJOhn,ll": " Dcita :. ,.', , , ' 1940'-1944·, 

, ' .' =i:·;. ". ·;'~;~~: .: " : c;; :: .~;~~;;i:'t ·'; . ;'-~L i,.': :;··' ,:~::t~fts?·;:"~?I'~; ,:" ... , . i~~{~~ 
'1 '" . ~Ralph ' · ".Qui-ango , ' ': 19,51,1953" . ' ·: .• Joigensen,I!e!iH ' " ,Gunnison .. '·.:' "i952,1965 ... 

:~; .. ': ,J ...• ",.,""Caroahan;, . ,,' . _ •. nsen' oe,.c-'W." .Cf,'_.,' . .. " .• ,., .•.. : .• ,. J6riw\i .", ' i947lm " ~Roi,;) .' ';Uie'sbW.g ' " 1963 " 
" . '""'~« "'<"' '. Br.,ish ''':: :· ··;' j%ii967,,::· - ' ~;g,~:W.;)~" ' s.lida: ', ;( .. '.)9f{/l~/ 

OayJ.A::.' .' " '~ .• ' . :c i~I-1924 · .. : , , " Kuykeridall;)oIinM , :' p.n~ '" ' -l!l13-i9i8 : " 
~WilterB..,< . . ft;Coilins .:: : .~ ,. ,. t~I'l950 ·.:.. "; , " , ' .. lagUt;HeptyIL:;·:::·:.},to;.re V..q;. , '.1 , .. ' I94llcl~i :., 

, _; .' ..... _. _ ,- . . ~ ,, ' ' . _ ."~~ - . - ~' . _ ';" . " : t. ~ ", .' . " " , '" . ,:-. -:' "'.' -' "'. -~'. _ .' . . ' -' . . ' ' _ . 
. , 

Cosgriff, SteWlltt. ,' ' .Denver' " .. " ' . 1951il~ .. ";' , .' . Lansing; OW'lesB. .·. CoIOradQ Spii,ogs" 1921·1926: . 
, ~ROger':. &uidei: "" " " 197i~(975) . . .. " . ·· liqinp,Dr.O.:I:. . ' Denver ., ; " . ,', . .1951 ~ . " . 

. ' CUrtis, I.-ardR :~'a,lora#SpringS ·. i9l3,'1m , :: ";' . Luek~ lli'J<Li A 'sreanhm ~~', '. 1962· i966 ,0: 
, ~els,CadYL:' c " Q,1~Spi-~ . . : .l938<1~7 : ~., ; :.- , . . ' ~i;.A,: W," ' q,lor~ Spr;,;g. , ' i9j'·.i938 :: 

. . ' DaviS:J.Hayes : CoiOrado~~<. 1929-1935 "" .. : ' ,' .. ' MarsIi,)~;: '. '; .- De;.,~ " ": ' ;'~ : ' 1948-1951, 
~ ';" ··· Deruous. ,WJlliuri::: .. '. ,· .Pen.' .·.,~,,,.' ~,' .. r.·"' ·" ' ··i.·.~ .. ·,i~.··. ; ... ,: -', .. " .. '. ".', ,:'-" '" " : . ' " . t': l : > ' I~i964 

i 
J '.'.' . c .. . 

:' DentiY;A. W.,· · . . ',. Cortez . .' ..... 1957-1961 , .: , : ¥io·;·, ' ,. · : i933~1937> 
.' Dodson,stanl~yLqt~~Sprin8s i965:'j'm·:. ..< '. :<;'=~:i . Canori'oty " ':: 'J913~i916 

Donovan,JohnA. ., Lo~nt :'; ' 1923:1925 ' "" , ~, , ·.MeIcher,~rt'G. : · ,· Oen~ .' .,:-,' '. > i967_197i 
Downing',RoderitkI.: Bowclet' ' 1950,1953 ' ,. · ;: M~vin,Wal'e:.:W.Puebj~ . " ; ", '1943-1945 
Downing, WarwickM ~vd-, ' > . ' 1937:j?3i/ '. ·, Middi~binp; &iWi~'G. ' ~lo . . . .' . . · 1m..1933 
Duvall, William G.: ~Idcii' :·: , .. . i925·1929 ' ;" · Middl~Per.,: R : > ' Ant~nito ' . '1%1' 19(,1); 

T.,'heHigh R-.J'/69 c
':-. . " . ",' ',:- ' .. :0,. , '.' . • .' ' ~ .' :", ," . "-
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~ ;,·~,·~~,:~;~. ·;~: .. ~. ·; .. ,t, .• ," ."''.<·/.t~ ~~/;~ 
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.. 3 ·liigliwaY Commi~sioners 
5 Memkr AdvisOry Board 
5 Highway Commissioners 
7 Member Advisory Board 
a Highway Commissioners 
9 Highway Commissioners 
,-- " (Added one member at large) 

I ' • . 'r . · 

- ~ , 

. ,", 

~- ·· '~ """"!." >:'; ""-M·"""'·"'''' ' '''''''' '''' -' ~ - ,"_''''' "'", · ... M, •.• ', -l:, .. .. ~' .• ;;. '-" ·-"'''{·~'I.'-,""· '''' ....... "'~ ..... 
, .. . , •. '. :-. 'C:., .; ', ,'.r .' " ., , . " -, , ., :,::~ .. ' .~'.;": ': ~"".~.<~~'~'<~"'~~_~. ' ~ ~' ... 

:.~ ~:: . ~ " ." . "0-

, ·: ~<.~:'.;'V:;:~< . '.: . >.\~;i~~~~~t\\~J~~~ 
, , " , .', " "';" -ADMINISTRATIVE HEADS¥;i" 'r,;~~~~ 
,;./ , ",~~,,:r·i.~: " . ~:~, ': ""'::"':' ''';:-;':; ~:~~~':~~J' 

1910-1913 . C-P. Allen; COmmission Chilimlln ' :': ,:/0;;::';,'. :." 
. '. . ,.' ::: • .,:. . . '- ' ''' _::. . , ,).: .. : ... :,:.!f.:): . .'_ " ..;;:.,"',~_, 

l~I?,I~.V;~j'fhos,J· Ehrh~; (;ommlS$lon~ f;~;;:~i#i\¥~ '~~ 
1921 '19~O. ' .. ;: ' Malor L. D., Blauvelt,Statel-Jighway" i ' ;. (;: ' l~·',: 

, " . • '. ", --in. ee,--' .:. ' ,, :":' .' :,,': ; .-
~'6 .• . : ', ' 

1930.1945" Chas, D. Vaii,Stat~High~ayEniiine.r " , 
1945-1946 

1946-1952 
1953-1963 
1963-1968. , 
1968.-1975 ' 
1975-, 
1975-

A. F. l-Jewitt, Acting State Highway., 
Engineer, 
Mark U. Watrous, State Highway Ilngineer 
Mark U. Watrous, Chiefllngineer 

.' .Chas. E. Shumate, Chief Ilngin~er , 
". Chas. E. Shumate, Executive Direa~r : 

i. Con F. ',Shea, Acting'Executive Director .7 

. Jack Kinstiinger, Executive Direct~r. 

" ' , 

"'.-, .. .... .. ... .. . ' 

~ap of. t.t.e: . state HIQhway';' of ~;"; : . .' ,.' 

--~ .... ---.. -

, . 

.; . 

'""7.':'- •. 

, " ?'ht HiglJRo""lli ' . . -' ' .... 

" 
-, , 

,. '.' 

,' . . ' 
. : ... " . ~ .. 

. . ' .' 

" :- -



~ ~ifF1.f!!~~~~~;:m~~;;.~~~~· :-"'~.~~.;;~:'~.~ -~ ':~~' ~ ~ '.' .~'~'~:~ ~"::--~::~:-;':" .:':' ~' .:' ,, ~ ' ~"';' " ''~'' ''' ~. ' ~:,:~ " .... -... ", ., ..... .... .~ ::'~' ,,,~' .·t:~~.~~·;·~~:~·~:r~·~~~C~7, 
. . - .. ,"\ .': .... ~: , 

~-.·~~~*;~i~iNt;~:· ;~t\~~ _:><':<. ,. , c, ': .-' " " :'/{~~~~:~~;~:5~f~t~f~'; 
' . ". ",'-'.~3.,J" '~'''',::: .l;;?}ij.''\" :; ,,. >,':' ; '~,< ', ' " COLORADOHIGHWAYDEPARTMENT ,: .. ,' ',' ' • . ~,,,£. ,, , ,,;. - '.~.' 

':"~~!~"~i-'#J¥X~:'·;i:;: > ,"";. ' , ; :. ';~" " CONSTRUCTION EXPENDITURES ." . f> : '~-~~;!;;) ;:;&~*~;.,.j:!~t 

:{~~jj;v,:~~~~ ~ ... ' '. ··· · ~'4~zj " Towoo~:·~·~t~W?: 
01950" '; , "'17m.6 1%3 '" 59.985 roads from 1910 thCougb, '1974;is, a·-.c;<"· r 
1951 " 16.600 1964 73,678 grand total ofSdl,n4,78;.B6B,I~. . ' ' iL 

Total expen itures lor mrunte-
1952 19;406 1%5 79.575 nance and repair of state highways ' 
1953 24.757 1966 75.756 through 1974 was $369,460,\'>95.66. , 
1954 23.142 1%7 72.559 Colorado road users' investment in 
1955 25.939 1%8 78.178 itssrate highway system at the end of ' 
1956 " 39.716 1969 79.220 1974 was $2,026,576,989.97. Only 
1957 . 53.986 1970 100.134 with continuing renewal and repair ' 

can this investment be protected." ' 
1958 64.856 1911 126.544 Without ii, the system 'will d~erior- ," 
1959 ' . ' 55.091 1972 118.046 ate very rapidly under heavy.'traffic. 
1960 48.617 1973 / %.149 

" , 1961. ' 48.065 1974 117.667 
' . . . ~. 

.... , .. ~ ,': . " , ' . " . " . . 

. .. ..; : ~ . " , . 

. ' 'Stair highW4Y sysu;" 1970. 
. - ' ,': ,- . ," . ... -. ' J ,:' , . .... 

' .. , ';: 
. '. ~ . 
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