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Preface to the Route 66 Centennial Edition





In 2026, Route 66 reached a major milestone. It celebrated its one hundredth anniversary. Commissioned by the federal government as U.S. Highway 66 in 1926, Route 66 has endured a century of history through thick and thin. The old road even survived a near death experience in 1985 when it was bypassed by interstate highways and officially decommissioned only to rise again as a historic landmark and symbol of the independent American spirit and America’s love affair with the automobile.


Although much along the historic highway has been lost over the years, with many of its iconic motels, cafés, gas stations, bridges, and roadside trading posts long gone, Route 66 still has a lot to offer. In the past few decades, the highway has evolved into a linear community, a heritage corridor, an American route of pilgrimage sustained by a series of preserved landmarks visited by tourists from all over the world. Old motels, vacant gas stations, vintage restaurants, and decayed tourist traps have been preserved and transformed into sites of reverence and memory. Along with seeing its historic remnants, tourists stop at more recently built museums, visitors’ centers, roadside parks, and Route 66–themed businesses to experience the highway and the ideas it represents.


Now more of an idea than a highway, Route 66 symbolizes a sense of freedom and benign rebellion against the constrained routines of modern life, a place where one can wander and live in the moment. The old road also represents community, wholesome enjoyment, and an entrepreneurial, independent spirit. Route 66 is a road of stories and legends.


This book examines the many meanings of Route 66 and how they relate to its past, present, and future.
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IntroductionWhy Route 66?







YOU’RE ALL PACKED UP. You’re on your way. Your vacation, a long-awaited auto trip to California, has finally begun. Just south of Chicago, the kids giggle with anticipation as you turn your shiny new ‘57 Chevy onto the main road. Sleek signs with flashy neon logos line the busy suburban highway as you drive through the city’s congested suburbs, eager to get out into the country. Farther south, the two-lane highway guides your two glistening rocket-like hood ornaments straight toward the flat prairie horizon. Nothing’s ahead except open fields and happy anticipation as you race past a familiar black-and-white Route 66 shield. You’re going to see the whole road this time, all the way to the Santa Monica Pier.


Several hours into your drive, you come to a lonely gas station, a “Phillips 66,” which looks like a small English cottage, to gas up. You take out and unfold a map of the United States as the uniformed gas attendant fills your tank, cleans your windshield, and checks your oil. A red line marked “Route 66” will lead you all the way to California starting with a trip across the green, flat prairies of southern Illinois, through the gently rolling hills of Missouri’s Ozarks, and across the farmlands of Kansas and eastern Oklahoma. Then you will motor west toward the 100th meridian and witness the vast, hazel high planes of western Oklahoma and Texas, the arid buttes and fascinating Indian ruins of New Mexico, the snow covered mountains and beautiful deserts of Arizona, and finally you will pass close to Death Valley, the starkest landscape of all, and cross over the cactus-covered mountains to the verdant orange groves and sunny beaches of southern California. Along the way, you hope to stop at all of the snake pits, souvenir shops, Indian trading posts, cowboy towns, and Indian ruins that you can stand, eat mounds of hearty American food at roadside cafés, and stay at remote motels with exotic names like the De Anza, Pueblo Court, and the Wigwam Village. With everyone back in the car, you start your engine and begin your exciting journey west.


My first encounter with “Route 66” was nothing like this. It happened in the 1990s as I was driving on the beltway just west of Washington, DC, and exited that congested highway to take another interstate west toward Winchester, Virginia. Next to the wide shoulder of that generic highway, I spotted a red, white, and blue shield that read “Interstate 66” and asked myself, “Is this the Route 66?” But even as the words left my lips, I realized this sterile, four-lane monster leading west into the hills of northern Virginia could not be the Route 66. “Wasn’t Route 66 in the West?” I asked, “And wasn’t it big in the 1950s?” This experience—and the resulting effort to find out what Route 66 actually was and why it became so famous—led to my first journey down the actual “Mother Road” and eventually to my writing this book.


Virtually every American has heard of “Route 66,” or as it was officially known, “U.S. Highway 66,” and some have a vague notion, like I did back in the 1990s, that the highway was somehow “western” and a thing of the past, but that’s about all they usually can say about it. Route 66 is well known but not widely understood. Despite this, thousands of Route 66 enthusiasts from all over the world associate the historic route with a cluster of images, ideas, and nostalgic experiences, real or imagined, many like the scene at the beginning of this chapter.


U.S. Highway 66 has two histories: a material one as a major U.S. transportation corridor from 1926 to 1985 and a symbolic one as a pillar of mid-twentieth-century American automobile culture, nostalgia, and tourism. While not the first or longest long-distance highway across the United States (the Lincoln Highway from New York City to San Francisco was both earlier and longer), Route 66 enjoys a unique place in American popular culture because, unlike other pre-interstate U.S. highways, it has earned a distinct and widespread popular identity. Before and since its official closure in 1985, historic U.S. 66 became associated with the deserts, Indians, and cowboys of the Southwest, the “Okies” of the Great Depression, and with the millions of vacationers who took to the highway in their streamlined automobiles and found adventure on the open road from the late 1940s to the 1970s.


There are few, if any, television commercials that feature U.S. Highway 40 or U.S. Highway 30, both of which were heavily traveled truly coast-to-coast historic highways (Route 66 linked Chicago and Los Angeles). Yet Route 66 has earned such a reputation and such name recognition it has been used to advertise products ranging from blue jeans to cologne, root beer to automobiles. Like when corporations use celebrities to endorse their brands, advertisers exploit Route 66’s notoriety to sell products both on and off the road.


Route 66’s path to fame goes back a long way. It began in the late nineteenth century with the advertising campaigns of the Atchison, Topeka, & Santa Fe (AT&SF) and the Southern Pacific Railroads. These railroads ran passenger trains along tracks that roughly paralleled the path Route 66 would later take. The railroads and the Fred Harvey Company, which managed a string of restaurants and hotels for the AT&SF, aggressively marketed the Southwest, often using the cultures, artifacts, and architecture of the Pueblo Indians and the myth of the Old West to entice potential tourists from the East to visit this previously wild and inhospitable region. From around 1900 into the 1950s, railroad advertisements featured Pueblo Indians and Plains Indians such as the Apache, as well as cowboys and Mexican Americans using clichéd representations of their regalia, cultural activities, ceremonies, and architecture.


Millions of tourists saw the Southwest by train from the 1880s to the 1950s, however, soon after its official designation in 1926, Route 66 became the main auto and truck route between Chicago and Los Angeles and began to replace the railroads as the primary mode of tourist travel. Initially, many motorists and truckers chose U.S. 66 rather than other long-distance highways because the highway took the shortest feasible route directly from the Midwest to southern California and was more passable in winter than more northern highways, such as U.S. 30 and U.S. 40.1 As motorists followed its diagonal path across the western half of the continent, Route 66 took them to and through the Southwest, a region already made popular by the railroads. By 1930, many Americans were using the highway as a tourist route to see natural wonders such as the Grand Canyon, the Painted Desert, and the Petrified Forest; and to access cultural sites such as Anasazi ruins, Hopi pueblos, and the city of Santa Fe, dubbed “America’s oldest capital.”2 People drove Route 66 to see many of the same tourist attractions that their parents and grandparents had visited by train, however, roadside retailers and motel operators adapted, altered and often abstracted the images originally promoted by the railroads for use on Route 66. With Route 66 as the primary automobile route through the Southwest, previously established regional images eventually became associated with the highway itself, and Route 66 gained fame as the best road to and through the remnants of the Wild West, where the auto-tourist would encounter the Indian, the cowboy, and the open road.


The realities that tourists encountered along Route 66 often differed from the romantic ideas and imagery promoted in the travel literature produced by railroads, regional boosters, roadside businesses, and highway organizations. Instead of seeing authentic Native Southwestern cultures and the untamed wilderness, motorists experienced the “Wild West” as they ate in cafés shaped like giant sombreros, stayed at faux-adobe motels designed to mimic ancient pueblos or haciendas, and bought souvenirs at phony Indian trading posts and snake pits.


Rather than focusing on real historic places and history, tourist establishments and roadside businesses attempted to recreate Hollywood’s version of the “Wild West” for paying visitors. Mom-and-pop tourist traps such as Frontier City near Oklahoma City, the Longhorn Ranch near Moriarty, New Mexico, and Two Guns, Arizona, played a major role in defining the Route 66 tourist experience. Neon road signs featuring “Wild” Indians in feathered head dresses or cowboys in ten-gallon hats twirling lassos and thematic commercial architecture with faux-adobe stucco walls adorned with fake vigas and canles or giant concrete cones painted up to look like Indian teepees, had more impact on the immediate roadside landscape than did the authentic cultural landmarks, which were often hidden in inconvenient places a distance from the highway. Despite their artificial quality, Route 66 travel experiences, often recalled from childhood, inspired much of the current nostalgia for Route 66.


Although Route 66 enjoyed only about thirty years of dominance as a primary auto and truck route from 1926 to 1956 when interstate highways started replacing it followed by a subsequent period of gradual decline that lasted into the 1980s, Route 66 became forever fixed in the history and lore of the Southwest and the United States as a whole. Popular culture, including John Steinbeck’s 1939 novel The Grapes of Wrath, Bobby Troup’s 1946 lyrics “Get Your Kicks on Route 66,” and the 1960 to 1964 television show, Route 66, helped to immortalize the highway. With nicknames such as the “Mother Road,” the “Main Street of America,” and the “Will Rogers Highway,” Route 66 became the most famous road in America.


Despite the popularity that Route 66 had achieved by the time a total of five new interstate highways replaced its mostly two-lane roadway, most motorists gladly left the old pavement and put its congestion and dangerous curves behind them. Many observers in the early 1980s thought that Route 66 was dead and gone. This sentiment must have been shared by the highway officials who designated the short interstate west of Washington, DC, as “Interstate 66” without any regard or respect for the famous U.S. Highway 66. However, after interstates completely bypassed Route 66 in 1984, a new breed of road enthusiast started a movement to revive Route 66 and form organizations dedicated to preserving the memory of the old road.


By this time, Route 66 had come to represent the eras in which it was active, particularly the 1930s and the 1950s, and continued to symbolize concepts such as the Old West (as personified by the cowboy, the Indian, and the Mexican American), flight from adversity (as personified by the “Okie”), and the power and freedom of the private automobile as represented by cars, particularly those of the 1950s. Marketing, literature, songs, and television reinforced Route 66 images. The lonely gas stations, “Indian” trading posts, and motels along the vacant ghost road; the sad yet heroic faces of Dust Bowl migrants; and the memory of streamlined 1950s “sleds” roaring across the arid West all helped to give Route 66 its unique identity. For many, Route 66 inspires ideas of freedom, mobility, and the innocence of youth.


Route 66 means different things to different people. To some contemporary enthusiasts, the highway is a symbol and remnant of the “good old days” of the 1950s, which they believe was a more moral and upstanding period of American history. For others, the highway represents the beginnings of the freewheeling road culture of individuals such as Jack Kerouac, who helped spawn the cultural changes of the 1960s. Others see Route 66 primarily as the road of migration and “flight” of the Okies, and later, of GIs returning from the Second World War looking for a new life in California. To most enthusiasts, Route 66 represents the quintessential American highway and the route through the Midwest and the Southwest where the history of America lives on.


The complexity and contradiction of historic Route 66, with its quirky neon signs, motels reminiscent of Anasazi pueblos and Spanish missions, roadside attractions adorned with strange advertising gimmicks like burning covered wagons, giant kachina dolls, and twenty-five -foot-high arrows, have retained their appeal in the post-1980s, postmodern world. When compared to the functional purity of the interstate highways, which came out of the modernist mentality of the 1950s, Route 66 stands out as a fascinating spectacle. Unlike interstates, which separate motorists from the landscape, Route 66 followed the curves of the landscape and brought motorists in direct contact with unusual roadside businesses, genuine historic structures and famous natural monuments where they could stop at will. Many current historic Route 66 tourists want to relive the relative intimacy with the landscape that motorists enjoyed in the past. While traveling the Route 66 corridor, the contemporary tourist encounters architecture from various periods, images, and ruins that reflect multiple layers of memory, history, and myth. Motorists experience authentic Indian and Spanish colonial sites and artifacts alongside the ruins of the motels, cafés, and tourist traps that tried to imitate them. On Route 66, the artificial has joined the authentic to create a cultural and natural collage that stretches from prehistory to the present.


Thousands of Route 66 enthusiasts currently belong to preservation and promotional organizations for the highway, including people who do not reside on or near the road. Each of the eight Route 66 states, Illinois, Missouri, Kansas, Oklahoma, Texas, New Mexico, Arizona, and California, has an active grassroots preservation organization dedicated to saving and interpreting the highway. In addition, enthusiasts have published Route 66 specialty publications, created hundreds of Internet sites dedicated to the route, formed a National Route 66 Federation, and established international Route 66 organizations in far-flung places including Germany, Brazil, Australia, and Japan. Numerous museums and visitors’ centers dedicated to Route 66 line the old road, such as two large museums located in Elk City and Clinton, Oklahoma (cities that are just thirty miles apart). In addition to the museums and visitor centers, guided bus tours, drive-a-thons, motorcycle rallies, and convoys of vintage recreational vehicles travel the route on a regular basis. Since the 1980s, media attention has fueled interest in Route 66. American and European magazines, including National Geographic, Newsweek, and Der Spiegel, and television producers such as the Travel Channel and Public Broadcasting System have produced episodes on Route 66. The highway’s fans help generate untold tourist dollars for Route 66 communities. This enthusiasm also resulted in the passage of a major federal historic preservation initiative, the Route 66 Corridor Act of 1999, the creation of the Route 66 Corridor Preservation Program, the forming of the national Route 66 Road Ahead Partnership in 2013, and the establishment of the Route 66 Centennial Commission in 2020.


Thousands of foreigners, especially Germans, Swiss, Poles, Czechs, and Japanese, come to remote sites in Arizona, New Mexico, and Oklahoma to tour Route 66. One German tourist said he came to see the “real America.” By this, he meant the America of western literature and John Steinbeck, not the America of chain motels and franchised fast-food restaurants. Another German visitor to Seligman, Arizona, summed up the view of many foreign visitors when he said, “If you build a McDonalds here, we will stop coming.”3


Along with its appeal for tourists, Route 66 has deep significance for Americans who have spent their lives driving it and the highways that replaced it. A Route 66 enthusiast in Illinois, who lived and worked on Route 66 for over fifty years, described the highway as “an adventure.”4 A long-time gas station operator on the highway in central Illinois referred to Route 66 as “our history,” and Michael Taylor, former director of the federal Route 66 Corridor Preservation Program, described Route 66 as the “open road, a two laner that hugs the landscape.”5 Others, such as author Michael Wallis who wrote Route 66: The Mother Road, (1990) the first widely-read tribute to the highway, characterized Route 66 as “a metaphor for the way the United States used to be—real family values without the buzz words.”6


Although Route 66 endures today more as a symbol than as an actual highway, thousands of historic sites do survive along the various alignments of old Route 66. A number of major historic resources, such as the U-Drop Inn in Shamrock, Texas, and the Will Rogers Hotel in Claremore, Oklahoma, are successful examples of preservation; others, such as the Coral Courts Motel in St. Louis, Missouri, and the Club Café in Santa Rosa, New Mexico, vanished long ago.


Today, the remaining segments of Route 66 offer an intimate view of some of the same roadside businesses, historic structures, and natural monuments that our parents and grandparents experienced. Although many historic sites along the highway are currently threatened and meaningful preservation efforts to save them are desperately needed, isolated roadside architecture and ruins, remote towns, historic cityscapes, and diverse natural areas still define Route 66. In some cases, the decay of the eclectic structures and buildings along Route 66 is part of their attractiveness.


Much of the appeal of Route 66 lies in its sense of authenticity and place. While the symbols of the road, such as the shield, have been widely marketed, most the road itself has yet to be packaged despite the intrusion of a few recent misguided efforts to create massive fake “Route 66 experiences,” like the “Route 66 Historical Village” in Tulsa, Oklahoma. One can still travel the often-lonely stretches of road and walk among the ruins, meet genuine Route 66 personalities, stay in the same motels, and eat at the same restaurants, sometimes run by the same families, as the original tourists. Route 66 represents a linear community truly “for, by, and of the people.” The surviving segments comprise an American cultural landscape and an American ruin. Europe has castles, cathedrals, and Roman aqueducts: The United States has tourist courts, gas stations, and vintage highway viaducts.7


The purpose of this book is not to simply recount the history of Route 66, but to create a comprehensive portrait of the cultural meaning, history, and preservation of the highway that explores what Route 66 was, what it is today, and what it may become in the future.














1. 

Wild Lands and Tamed Indians

The Cultural Origins of Route 66







FROM ROUTE 66’S INCEPTION in 1926, images of Native Americans as feathered Indian chiefs, cowboys as clean-cut white heroes, and Mexicans as colorful dons and feisty señoritas appeared in Route 66 brochures and advertisements, on roadside signs, and even on roadside architecture. These ethnic and cultural stereotypes, which have deep roots in American history and culture, had origins in the commodification of the Southwest and its peoples by the railroads in the late nineteenth century as they worked to entice rail tourists to the region by exploiting its rich cultures and history. Not only did the railroads transform the physical landscapes of the Southwest, they also altered the way tourists perceived those landscapes by promoting the region on the national stage as an exotic tourist destination and a “land of enchantment,” a phrase the state of New Mexico would later adopt as its promotional slogan in 1935.1


Easterners, who viewed the rest of the North American continent in relation to the East, invented the concept of the Southwest. Native Americans and Spanish settlers did not view the region from this perspective because they had different geographical and cultural reference points. While modern definitions of the American Southwest vary, according to many, the region roughly stretches east to West Texas and western Oklahoma, west to the California coast, south to the Mexican border and north into Nevada, Utah, and Colorado.2 The western half of Route 66 passed through the arid heart of what twentieth-century motorists knew as the Southwest.


The path the railroads and later Route 66 would follow was already well traveled by the time the ballast, ties, and rails were laid. The northeastern leg of the Route 66 corridor from Chicago, Illinois, to St. Louis, Missouri, dates back at least to the 1673 portage trail that Pere Jacques Marquette and Louis Joliet blazed on their exploration of the upper Mississippi River following earlier paths established by Native Americans. The next leg, which led southwest of the Marquette and Joliet route, approximated an Osage Indian trail that extended from modern-day St. Louis across Missouri to Fort Smith, Arkansas. Travelers later came to know this stretch as the “Wire Road,” because the first telegraph line into the Southwest followed it. In 1849 Captain Randolph Marcey and Lieutenant James Simpson led a surveying expedition to map a future “national road” across the Southwest. This road followed essentially the same path Route 66 would across Oklahoma, through the Texas panhandle and on to Santa Fe.3


In 1857 the U.S. Congress sent Lieutenant Edward Beale, and a survey crew that used camels imported from Egypt as pack animals, to plot a course west from Fort Smith, Arkansas, through Albuquerque, New Mexico, and along the 35th parallel to the Colorado River and the deserts of eastern California. Beale employed the drought-resistant animals because they could carry heavier loads than mules and ate virtually any kind of forage, however, to control the ornery beasts, he had to hire an experienced Syrian camel driver named Hadji Ali who the locals knew as “Hi Jolly.” The purpose of this endeavor was to improve military and civilian transportation across the United States’s southwestern frontier in the wake of the territorial gains that resulted from the Mexican American War.4


Beale’s road was the first passable wagon road through the western portion of the approximate path that U.S. Highway 66 would eventually take. Beale predicted the future importance of the transportation corridor he had established when he declared that it would “inevitably become the great emigrant road to California,” anticipating the migration of millions to the Golden State from the late 1920s to the 1970s which would help give Route 66 its prominent place in American history and popular culture.5 The Atchison, Topeka, & Santa Fe Railway (AT&SF) and the Southern Pacific entered the region in the early 1880s. At first, the railroads mostly ignored the history and cultures of regional tribes including the Navajo (Diné), Hopi, and the Hualapai, and Pueblos such as the Pueblos of Laguna, Isleta, Sandia, and Acoma, being focused primarily on opening up the Southwest to mining and agriculture by transporting goods and passengers across its deserts and mountains to California. It wasn’t until the mid-1890s that the western railroads started to realize the potential that the area had for tourism and began to study and promote the region’s Indian and Spanish colonial heritage.6


Railroad promoters soon discovered that the landscapes, cultures, and historic sites through which their tracks passed were rich and varied. By the turn of the twentieth century, they had realized that the arid land could draw thousands of tourists with its Petrified Forest, Grand Canyon, snowcapped mountains, and massive meteor crater. Railroads also capitalized on the tourism value of Native Americans whose cultures and architecture dated back thousands of years. The lore of Spanish missionaries who had arrived in the area as early as the 1500s, and the legacy and myths of white pioneer settlers and cowboys who moved into the region in the 1800s also served as material the railroads used to attract tourists.7


Until the railroads came through in the 1880s, few white travelers remained in the desert Southwest longer than it took to pass through as quickly as possible to California. Novelist Washington Irving, who did brave a difficult pre-railroad land journey across the future Route 66 state of Oklahoma in 1832, described the landscapes he saw as “desolate,” “barren,” “wild,” and “dreary.”8 With the desert Southwest not yet popularized and difficult to access, white people who were not miners, railroad workers, or in the military rarely spent time in the region. The few that did went to prospect, paint portraits of Indians, run frontier businesses such as trading posts, explore or otherwise find adventure, but never to take a relaxed holiday. Europe remained the primary destination for well-heeled American tourists.9


In the final two decades of the nineteenth century, rail travel rapidly superseded stagecoaches, and the travel time across the continent and the Southwest decreased dramatically. What had been a difficult and dangerous journey that took months by wagon or coach became a relatively comfortable and safe trip that took no more than a few days by train. Before the railroads, many easterners skipped the region all together and traveled to California by ship even though it meant sailing around the horn of South America or transferring by land across Panama from a ship on the Caribbean to another on the Pacific. Once established, the Atchison, Topeka, & Santa Fe Railway, and the Southern Pacific dominated passenger travel in the Southwest between 1880 and 1930, and rapidly transformed the Southwest from a rugged wilderness nearly inaccessible to easterners to a tourist destination with luxurious amenities.10


Railroads had a massive impact on the landscapes along the Route 66 corridor. Railroad-owned land companies platted many settlements on tracts of land granted by the federal government or state legislatures, and they established the locations, laid out the street plans, and built some of the early architecture of most Route 66 towns. These new communities became the sites of railroad locomotive repair shops, freight and passenger stations, railroad worker housing, and hotels to provide passengers with a comfortable place to eat and sleep during layovers and other interruptions in long train journeys. Iconic Route 66 communities such as Lincoln, Illinois; Rolla, Missouri; Gallup, New Mexico; and Kingman, Arizona, all had their origins in the late nineteenth century as railroad settlements.11 Builders oriented the business districts of railroad towns toward the tracks in an easily recognizable configuration of adjacent or closely-spaced commercial buildings, often of wood or brick with high false fronts added to make them noticeable to train passengers. Railroad era commercial buildings still define the character of many of the main streets through which Route 66, “the Main Street of America,” would later pass. From Chicago to Los Angeles, the various alignments of Route 66 would rarely leave sight of the tracks (Figure 1.1).


The arrival of railroads in the Southwest greatly accelerated American settlement and extractive and commercial development helping to dissolve the frontier. In 1893, a decade after railroads had crossed the Southwest on their way to California, historian Frederick Jackson Turner gave his often-cited address, “The Significance of the Frontier in American History” at a special meeting of the American Historical Association held at the World’s Columbian Exposition in Chicago in which he claimed that the western frontier that had existed since the first English settlement in Virginia in 1607 and Massachusetts in 1620 had finally “closed” in 1890. Turner claimed that the closure of the frontier would usher in a new era in which the United States would no longer “advance along a single … continually advancing frontier line.” He argued that the existence of the frontier and frontier life had sustained a “perennial rebirth,” a “fluidity of American life,” throughout American culture and history up to that time. “This expansion westward with its new opportunities, its continuous touch with the simplicity of primitive society, furnish the forces dominating American character.”12 It was Turner’s contention that contact with “wilderness” and the “meeting point between savagery and civilization,” a reference to contact with Native Americans, had defined the American character up to 1890.


[image: Vintage postcard with Route 66 shield of map showing the path of Route 66 across the western United States from around 1950 (top half of image). Historic postcard of map showing the path of the Santa Fe rail lines, across the western United States from around 1910 (bottom half of image). The path of the railroad lines and that of Route 66 look nearly identical.]

Figure 1.1. (above) Map of Route 66, circa 1950. (below) Map of Santa Fe lines, circa 1910. Note the similarity of the Routes, especially west of Amarillo, Texas. Historic postcards, author’s collection.






With the frontier supposedly gone, white Americans who had viewed the United States as an ever-expanding nation of pioneers shaped by its wild frontier, started to fear it was now a becoming finite country being flooded by immigrants from Eastern Europe and other places they considered to be even less desirable. Some were afraid the end of the frontier would transform the United States into a sedentary industrial society plagued by radical and subversive foreign social and religious influences. Beginning around 1900, some middle-class white Americans began to yearn for the wilderness where they hoped to experience an idealized revival of frontier life, natural authenticity, and rugged individualism. More interested in experiencing authenticity and rugged individualism than frontier violence on their vacations, they hoped to engage in a nostalgic and far less dangerous relationship with the “wild Indian,” than their forbears had.13


During the railroad era, most white Americans believed that the United States had fulfilled its “manifest destiny” by taking the West and claiming hegemony over its Native American and Hispanic peoples. Railroads and regional boosters took advantage of the prevalent nationalism and white ethnic pride, and portrayed rail travel as an opportunity to visit an anachronistic primitive America that had not yet been fully incorporated into the civilizing nation. Encouraged by railroad advertising, Americans wanted to go see what their country had conquered. A Southern Pacific advertisement titled “The Apache Trail” from 1922 spelled out this impulse in no uncertain terms, “Forty years ago a handful of nameless, blue-clad troopers won for you the site of one of the wonders of the modern world—won it from the merciless Apache by tracking him down and fighting it out, hand to hand. Stop off a day in Arizona on your ‘Sunset way’ to California to see the marvels of the Apache trail.”14


The supposedly primitive and “merciless” Native Americans had both frightened and fascinated white people since first contact. Reflecting this fascination back in the late eighteenth and early nineteenth centuries, European philosophers invented the concept of the “noble savage.” Romanticism, which emphasized emotion over reason, originated in Western Europe in the mid-eighteenth century as a reaction to the more cerebral Enlightenment philosophy. It would persist as the dominant intellectual ideology of Western society into the mid-1800s.15 Rugged, dramatic scenery, peasants, lunatics, children, and “savages” fascinated the Romantics. During the Romantic era, elite Europeans began to admire mountains and wilderness areas, most of which had been seen as mere impediments to human progress previously. Emerging as a critique of the developing mechanized industrial civilization just as the industrial revolution was getting underway in Europe, the Romantics called for a return to “a state of nature,” albeit one that maintained the comforts of civilized life for those who could afford them.16


American Indians seemed to fit perfectly into the Romantic ideal of the primitive “natural man” or “noble savage” uncorrupted by the complications and many temptations of Western civilization. Indians came to represent the antithesis of the Protestant work ethic, affected bourgeois manners, and the inequities of entrenched European social classes.17 Despite their enthusiasm, the Romantics’ idealized notions of tribal peoples showed little understanding of their cultures. Sitting in European salons, Romantics speculated about Native Americans and imagined that tribal peoples existed in a “primitive” state of perfection in complete harmony with nature and their inner selves. Even the individuals influenced by Romanticism who actually did travel west and did come into contact with Indians portrayed them as mythic figures set in a pastoral fantasy in painted and written descriptions for eastern and European audiences. Paintings by Karl Bodmer, George Catlin, and Alfred Jacob Miller from the early to mid-1800s portrayed Native Americans as innocents, distant from the sophistication and the corrupting influences of civilization.18


After traveling through the American West to draw and paint images of Plains Indians in the 1830s, artist George Catlin described Indians as “noble,” but argued that civilization was rapidly corrupting their cultures. Catlin wrote that nature had “nowhere presented more beautiful and lovely scenes than those of the vast prairies of the West” and that the “noble specimens who inhabit them—the Indian and the buffalo” were the “joint and original tenants of the soil, and fugitives together from the epoch of civilized man.” Ominously, Catlin added that the Indian and buffalo were “under an equal doom,” having “taken up their last abode, where their race will expire, and their bones will bleach together.” In his writings, the romantic Catlin outlined the view of tribal peoples that tourists to the Southwest would later adopt, that they were “noble fugitives … from the epoch of civilized man.” Catlin had a tremendous influence on subsequent American perceptions of Native Americans and the West as a whole. He wrote a series of popular books and took his collection of paintings of Indians, sometimes bringing along living “specimens,” on tours of the United States and Europe.19


Because of the romanticized depictions of Native Americans in Catlin’s paintings and in other art, and a widespread intrigue with westward expansion and the West in general, the image of a Great Plains Indian in a feathered headdress became a symbol of the United States in the nineteenth century. By 1859, the image of the traditional western Indian had become so associated with the American national identity that the U.S. government replaced the small cent coin featuring a flying eagle with a new design portraying the profile of a Native American in full war regalia to represent the traditional “lady liberty” that had appeared on American coins since 1792. Designed by James Barton Longacre (1794–1869), chief engraver of the United States Mint, the popular cent remained in production until 1909, the one hundredth anniversary of Abraham Lincoln’s birth, when a portrait of Lincoln replaced that of the Indian lady liberty. The fact that American pennies and the “Indian Princess” dollar and three dollar gold coins proudly featured the image of a Native American at a time when the U.S. government was relentlessly forcing Indians onto reservations, and the Army was massacring them at places such as Sand Creek, Colorado, (1864) and Wounded Knee, South Dakota, (1890) illustrates the wide gulf between Romantic idealism and iconography, and the horrors of racism, conquest, and ethnic displacement.


In the last two decades that the Indian head cent was in circulation, railroad tour brochures urged would-be travelers to see the post-frontier West soon and catch a final glimpse of its native people and cultures before they disappeared forever. Promotion by railroads, dime novels with western themes, and circus acts such as Buffalo Bill’s Wild West Show provided easterners with a highly romanticized and fictionalized perspective on the formerly “wild” but recently tamed Indians living in still “untamed” southwestern landscapes. Many white Americans assumed that, although native cultures were doomed due to inevitable technological, racial, and social progress, they were worthy of study as interesting and perhaps even noble, anachronistic spectacles that should be witnessed and documented on their way to obsolescence. Cultural anthropologist Renato Rosaldo describes this desire to view subjugated peoples as “imperialist nostalgia.”20


Before the railroads began advertising the Southwest as a tourist destination, the native cultures of the Southwest held only an abstract interest for most Europeans and easterners, and Southwestern Indian art and pottery had little economic value. Until the Atchison, Topeka, & Santa Fe Railroad reached Albuquerque and pueblos such as Laguna on its way to California and started marketing them to tourists, the rural New Mexico and Arizona Indian villages existed in “feudal self-sufficiency,” with their crafts serving their own practical, aesthetic, and religious purposes.21


When passenger trains first reached the Southwest, most AT&SF and Southern Pacific passengers who came west to stay in the region did so because they believed the dry southwestern air and mineral water baths cured illnesses and generally aided health. However, once they saw and traversed the region’s arid landscapes, viewed Indian ruins and visited inhabited pueblos, they often grew at least as interested in the places and cultures they experienced as the cures they had come to receive. Soon, a relatively small but growing number of elite easterners began traveling west for their holidays for the sole purpose of experiencing natural and cultural landscapes.22


To preserve the most striking western landscapes and attract additional tourists, conservationists and people involved in the tourism business worked to create the first national parks such as Yellowstone (1872) and Yosemite (1890). Seeing economic opportunity, the Southern Pacific Railroad actively lobbied for the establishment of both the Yellowstone and Yosemite National Parks. While addressing the Sierra Club annual meeting in 1895, Conservationist John Muir said, “Even the soulless Southern Pacific R.R. Co., never counted on for anything good, helped nobly in pushing the bill for this park through Congress.”23 As national parks drew more tourists to the West, the popularization of Indian cultures and the ancient ruins of Arizona and New Mexico enabled the AT&SF and its partner, the Fred Harvey Company, to build a tourism empire based on programmed holidays. The impact of Fred Harvey’s tours and railroad hotels became so great that the company garnered the title “civilizer of the West.” By 1930, the Fred Harvey Company would operate twelve major railroad hotels from Las Vegas, New Mexico, to Los Angeles, California.24


As early as the late 1870s, over twenty-five travel guidebooks to the West had been produced, all of which championed the new option of long-distance rail travel. These early guidebooks and other railroad-sponsored promotions worked. In 1875 alone, over 75,000 passengers rode the Southern Pacific from Omaha, Nebraska, to San Francisco. By the end of the century, over 100,000 people rode trains to the West annually, bringing millions of dollars along with them.25


The Atchison, Topeka, & Santa Fe Railway did not include Indians in its advertising until the mid-1890s, in part because the railroad had continued to equip trains with Winchester rifles against Indian raids well into the 1880s. Several groups of Apache staged “breakouts” from reservations and returned to their traditional homelands, often raiding ranches and attacking U.S. soldiers in a desperate attempt to regain their homes and their traditional livelihoods.26 After the United States pacified the Indians through military force and by killing off their food supply of American bison and other animals, easterners could more easily perceive Native Americans as alluring symbols of child-like freedom and vanquished ferocity in ways similar to how the Romantics had viewed them a century earlier.


With the region now safe for vacationers, the railroads stepped up their marketing efforts, first promoting the Southwest’s scenery and then its native heritage. They sought to promote the notion that a safe yet interesting version of the recently “closed” American frontier environment could indeed now be experienced by anyone who had enough spare time and spare money to take a rail journey west. In 1892 the AT&SF commissioned the renowned painter, Thomas Moran, to create landscapes of the Grand Canyon. Seeing the success of this effort, the AT&SF’s managers decided to intensify their program to promote tourism and set about hiring additional artists, photographers, and ethnographers to depict natural scenery and Indian life in the region. In 1898, the Southern Pacific Railroad began publishing the promotional tourism periodical, Sunset, to increase tourist ridership along its lines.27


In the early twentieth century, the AT&SF, Southern Pacific, and Fred Harvey flooded the East with posters, calendars, postcards, and guidebooks featuring arid western scenery and Native American material culture to evoke sensations of mystery, adventure, and innocent romance among potential railroad travelers. William H. Simpson, who headed the AT&SF’s advertising department from 1900 to 1933, assembled a collection of over six hundred paintings, mostly of Pueblo and Navajo scenes, and used them to illustrate colorful AT&SF calendars, which reached as many as 300,000 offices, houses, and schools a year.28 The advertisements featured pictures of natural wonders such as the Painted Desert and Petrified Forest, AT&SF trains puffing through the desert, Indian-made artifacts, and even recently-built picturesque railroad hotels. The stylized, dignified yet primitive image of a southwestern Indian became the symbol of the AT&SF, and the company gave its trains such names as The Navajo, The Chief, and The Super Chief. AT&SF brochures even spoke of the “Santa Fe Indian” and the “Santa Fe Southwest.”29


After 1905, Indians and Indian art and architecture appeared in nearly all AT&SF and some Southern Pacific advertisements. A December 1910 layout artfully depicts a romanticized encounter between an Anglo woman tourist and an aloof Native American woman selling artifacts. A similar 1912 promotion shows three Indians wrapped in blankets standing in front of a pueblo seen through a contemplative female tourist’s train window (Figure 1.2).30 Both ads emphasize the contrast between the tourist, who the viewer is supposed to identify with, and the exotic otherness of the Native American. Railroad promotions, such as a 1930 Southern Pacific brochure advertising passenger trains through Arizona, featured Maynard Dixon’s painting of an Apache man, depicting Indians as a picturesque “lost race,” the scattered remains of which were now available for viewing by rail tourists, and by this time, viewing by auto tourists on Route 66 as well.31 Despite the contrived nature of the travel experiences they offered, the railroads and the Fred Harvey Company created an aura, a sense of authenticity for their customers.


Along with the railroads, popular magazines promoted romantic notions about Native Americans. A 1910 National Geographic travel article described an evening a tourist might spend “at home” with “bright and cheerful Zuni men and women,” and noted the “picturesque” nature of Hopi ceremonies, as if these friendly, “good” Indians were eager to please tourists and invite strangers into their homes.32 A similar 1916 article in National Geographic by a travel writer, Gilbert H. Grosvenor, called “The Land of the Best,” described the Indians as “Redskins upon our own Western [sic] plains and in our own cliff dwellings [who] reveal stories of the past as strange as any we know, and constitute a race more magnificent in physique than any that can be found in other parts of the world” (my italics).33


[image: A white woman in a tailored travel outfit sits confidently in the foreground, gazing into the distance with a composed expression. She appears poised and modern, symbolizing the ideal traveler. Behind her, a group of Pueblo Indians, dressed in traditional clothing, stand near adobe-style structures, evoking a sense of cultural heritage. The contrast between the stylish tourist and the Indigenous figures underscore themes of modern travel, cultural encounter, and the romanticized Southwest.]

Figure 1.2. The strange world outside this tourist’s window included the Indian “other” and pueblo architecture. Santa Fe advertisement in Harper’s Magazine, 1912.






The choreographed Sante Fe, Fred Harvey experience allowed tourists to see Native Americans and Spanish-speaking Americans both past and present without actually touching or being touched by any of them as they related to the authentic “others” safely through a window, via a monetary transaction, or during a staged performance. At its Mexican and Indian House in Albuquerque, the company’s designers choreographed tourist visits to create demand for their merchandise and increase sales, much as many museums do today (Figure 1.3). First, guides took tourists through an artfully displayed collection of genuine antique Native American and Hispanic artifacts to inspire a sense of wonder and then led them straight into the gift shop where they could purchase locally handmade reproductions.34 In 1916 writer of etiquette books Emily Post traveled through the Southwest and described the railroad tourism she witnessed as, “like being in behind the scenes at a theater. The hotel people, curio-sellers, and Indians are the actors, the travelers on incoming trains are the audience.” She observed as a train arrived in Albuquerque that Navajos and Hopis appeared out of nowhere, “their headbands and beads and silver ornaments fill the platform with color like a flower display.”35


Staged events helped popularize southwestern Indian art. In 1922 the Gallup, New Mexico, Chamber of Commerce organized the first Inter-Tribal Indian Ceremonial to attract tourists to the region. At the time, Gallup was served by both the railroad and the Old Trails Highway, which the Automobile Club of Southern California had begun to promote with maps and tracts that emphasized the Indian art and culture to be found in settlements, such as Gallup, along the route. The Ceremonial, which became an annual event, involved days of exhibitions, cultural displays, and craft shows by various local tribes. Despite its name, the show emphasized quality Native American crafts over traditional dancing. In 1925, the state of New Mexico established an Indian Arts fund to create more demand for Indian-made crafts, and in the late 1920s, Indian schools in the Southwest began to encourage their students to learn and produce traditional crafts that had been modified for tourists.36


[image: A white woman dressed in early twentieth-century travel attire, is perusing the offerings of Indian goods for sale. In front of her, a group of Pueblo Indians in traditional clothing, including blankets and headbands, sit and stand near the building, selling handmade Indian goods. In the background stands the Fred Harvey Indian Building in Albuquerque, designed in the Spanish colonial revival style. The composition contrasts the poised tourist with the Indigenous figures, highlighting themes of modernity and cultural encounter.]

Figure 1.3. Historic image of Fred Harvey’s Mexican and Indian Building in Albuquerque circa 1920. Fred Harvey “invited” Native Americans to sell their crafts here. Historic postcard, author’s collection.






Selling to railroad passengers and automobilists on the Old Trails Highway (soon to be Route 66) provided isolated and cash-poor tribes and Pueblos and local merchants with a needed source of hard currency.37 However, marketing by the railroads and roadside trading posts eroded tribal traditions by degrading the authenticity of southwestern art, pottery, and jewelry. Traders encouraged Indian artisans to redesign their wares to suit white tastes rather than creating them for tribal use as they had for thousands of years. Traditional silver and turquoise jewelry became lighter and more ornate, and traditional pottery became reduced in size as artisans ceased making functional vessels, such as water jars, and crafted ornamental pottery for the tourist market instead.38 Degrading authenticity even further, imported materials sometimes replaced traditional ones. Art dealer Frederick Douglas wrote in 1931, “Pieces of old rubber phonograph records are replacing old black jet or lignite. Coral imported from Italy has supplanted almost altogether the reddish-pink stone seen in prehistoric inlay. Within the last five years large quantities of Chinese turquoise have been imported and sold to the Indians.” Tailoring crafts for tourist consumption altered the Native Americans’ way of life irreversibly.39


By the dawn of the Route 66 era, Indian art and culture had been largely transformed by the American economy. Southwestern Indians drawn into the souvenir trade were also brought into the national and international art markets as the value of their art and sacred objects increased. Their jewelry, pottery, weaving, and even their traditional ceremonies, such as the Snake Dance, became commodified as souvenirs and entertainment for the guests of the Fred Harvey Company and the customers of roadside trading posts, both of which easily converted Indian material culture into profits. Heritage tourism had come to the Southwest.


Ever-increasing tourism encouraged the railroads to build more rail lines, advocate for better roads to get tourists to historic and natural attractions and construct more hotels and restaurants to better serve them. By the 1920s, the railroad had become so integrated into the New Mexico and Arizona landscapes that some rail tourists asked their guides why the Indians had built their pueblos so far from the tracks. The intensifying intrusion of industrial commerce by both rail and road into the Southwest offered tourists a point of contrast with the handmade artifacts and fading ruins of indigenous cultures. The spectacles of programmed tourism reinforced the assumption of many white visitors that modern solutions were more effective, even though experiencing traditional cultures and lifestyles was the very reason most tourists had traveled west to begin with.40


To compete with increasing presence of the automobile and expand the range of sites, cultures, and souvenirs they could provide their customers access to, in 1926 the Fred Harvey Company launched a new tour service called the Harveycar “Indian Detours,” to provide guided, chauffeured auto excursions from hotels and train stations to out-of-the-way scenic areas and Indian sites. The Indian Detours not only got rail tourists to areas remote from the tracks and towns but also provided them with the services of a “courier corps” of “attractive and refined” single female guides known as Harvey Girls, young women who Harvey carefully recruited and then trained for months. Harvey Girls had been serving in Harvey’s restaurants since 1883. In that year, a violent brawl in Raton, New Mexico, between a group of African American Harvey House waiters and a gang of white cowboys caused Harvey to fire his entire Black wait staff and replace them with white Harvey Girls. Participation in Harveycar Indian Detours added new responsibilities and greater status for the Harvey Girls, who became a significant aspect in Harvey’s marketing as “emblems of the Southwest’s tourism industry.”41


A 1929 Harveycar promotion states, “Those who are passing on into the setting sun made the Southwest safe. The railroad made its gateways accessible. It needed only the automobile, dragging better roads behind it, to let down the last barriers of time and distance, discomfort and inconvenience, that for so long barred the Southwest to any but the pioneer.”42 When Harvey promoters wrote this passage they did not realize that the good roads and the automobiles they were praising would spell the destruction of the railroad tourism that had made the Fred Harvey company so successful. Route 66 was just over two years old. Competition from the “automobile, dragging better roads behind it,” would eclipse the rail travel by the late 1940s.


In addition to helping create the western Indian stereotypes that would appear on Route 66, the AT&SF helped establish the architectural precedents for Route 66’s pueblo and Spanish colonial revival style motels and cafés which followed the revivalist design of the railroad’s extensive system of Southwestern railroad stations and the hotels, which it contracted the Fred Harvey Company to manage. While touring the massive neoclassical 1893 Colombian Exposition in Chicago, AT&SF executives became inspired by the California Building’s mission style architecture and began using the style in new depots from Kansas to California. The Southern Pacific soon followed the Santa Fe’s lead.43 AT&SF regionally themed revivalist hotels included the Casteñeda in Las Vegas, New Mexico, built in 1899, the Alvarado in Albuquerque built in 1902, and the El Tovar on the south rim of the Grand Canyon, built in 1905. The AT&SF encouraged Hopi and Navajo artists and craftspeople to sell jewelry to tourists at their hotels. The railroad built a museum next to the El Tovar in the pueblo revival style, called the “Hopi House,” to display local Native American artifacts to visitors, and the hotel paid Hopi dancers to perform for their guests in the evenings.44


Architect Mary Jane Colter designed many AT&SF hotels. She began working for the Fred Harvey Company in 1902, having been hired to design the interior of the company’s Alvarado Hotel Indian and Mexican building in Albuquerque. Her architecture and interiors borrowed forms from Native American and Mexican-Spanish examples found throughout the Southwest, such as Anasazi watchtowers, Navajo pueblos, and Spanish colonial missions, creating a “fiction in three dimensions,” by exaggerating and condensing regional motifs with the purpose of creating an artificial aura of authentic regional character for tourists.45 Colter antiqued her buildings to give them a false patina, such as by blackening fireplace stones to make them look as though they had been exposed to decades, perhaps centuries, of smoke, incorporating genuine Anasazi petroglyphs into modern stone surfaces, and even designing false doorways filled with loose stones to appear, as she wrote, “as if done in haste in the fear of the attack of an enemy.” In her more than forty years of employment by the Fred Harvey Company, Colter designed popular and much visited structures including the El Navajo in Gallup, New Mexico, built in 1918 and expanded in 1923 and the previously mentioned Hopi House at the Grand Canyon, which she intended to look like “an authentic pueblo dwelling.” Five of her buildings, including the Indian Watchtower built in 1932, are currently listed as National Historic Landmarks.46


A pueblo revival hotel on Route 66 during the twelve years from 1926 to 1938 that the highway passed through Santa Fe, the La Fonda Hotel in downtown Santa Fe, New Mexico, was built in 1920. The AT&SF bought the hotel in 1925 and leased it to the Fred Harvey Company, which extensively remodeled the building with Mary Colter as the architect to make it reminiscent of the Taos and Acoma Pueblos. This “inn at the end of the trail” became a significant Route 66 landmark and acted as a venue to merchandise Indian crafts, sell regional food, and showcase local Native Americans to early Route 66 travelers.47
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		Figure 1.1. Map of Route 66, circa 1950. (below) Map of Santa Fe lines, circa 1910. Note the similarity of the Routes, especially west of Amarillo, Texas. Historic postcards, author’s collection.



		Figure 1.2. The strange world outside this tourist’s window included the Indian “other” and pueblo architecture. Santa Fe advertisement in Harper’s Magazine, 1912.



		Figure 1.3. Historic image of Fred Harvey’s Mexican and Indian Building in Albuquerque circa 1920. Fred Harvey “invited” Native Americans to sell their crafts here. Historic postcard, author’s collection.



		Figure 1.4. Palace of the Governors, Santa Fe, New Mexico, an example of the “corrected” Spanish-pueblo revival style. Historic American Buildings Survey, M. James Slack, Photographer, March 22, 1934, courtesy of the Library of Congress Prints and Photographs Online Catalog.



		Figure 1.5. Pueblo Bonito Court, circa 1938, Albuquerque, New Mexico. Motels on Route 66 in the Southwest often followed in the promotional and architectural footsteps of the railroads. Historic postcard, author’s collection.



		Figure 1.6. Railroad advertisement, “Miss Way Down East Visits Senorita California,” encounter with the exotic “other.” Life, January 1911.



		Figure 1.7. Sculpture at El Capitan Motel in Gallup, New Mexico, 1958. Insensitive cultural stereotypes of Mexicans had deep roots on Route 66. Historic postcard, author’s collection.



		Figure 2.1. This postcard, produced by U.S. 66 National Highway Association in the 1950s, used the highway’s distinctive arched path across the West as an attractive graphic. Note the regional imagery. Historic postcard, author’s collection.



		Figure 2.2. Seaba Station, Warwick, Oklahoma, built in 1923 on Route 66. Photo by the author, June 2024.



		Figure 2.3. Restored “English cottage” gas station built circa 1930 in Oklahoma City, Oklahoma. Photo by the author, June 2024.



		Figure 2.4. Sprague’s Super Service station, built in 1930, Bloomington, Illinois. Photo by the author, May 2024.



		Figure 2.5. View of restored Tower Station and U-Drop Inn built in 1936, Shamrock, Texas. Photo by the author, June 2006.



		Figure 2.6. Cabin #1, Wagon Wheel Court, Cuba, Missouri, circa 1950. Built in the late 1930s, this substantial cabin marked the transition from “tourist camp” to “tourist court.” Today the Wagon Wheel looks very much the same. Historic postcard, author’s collection.



		Figure 2.7. The Gypsy Trail Motel on Route 66, Pasadena, California, circa 1930s (since demolished). Built in 1925 and designed by architect Arthur Heiman, with its attached rooms rather than detached cabins, this was the first motel in the world. Historic postcard, author’s collection.



		Figure 2.8. The Pueblo Court and gas station in Amarillo, Texas. Historic postcard, author’s collection.



		Figure 2.9. The Wigwam Motel on Route 66 in Holbrook, Arizona, built in 1949 with vintage 1950s cars. Photo by Sharon Vaughan, October 1998.



		Figure 2.10. Apache Motel sign, Tucumcari, New Mexico. Photo by the author, March 2006.



		Figure 2.11. The Lasso Motel sign in Tucumcari, New Mexico, on Route 66 (since demolished). Photo by the author, September 1998.



		Figure 2.12. Indians dancing on stage at Longhorn Ranch and Museum, forty miles east of Albuquerque on Route 66, circa 1966. Historic postcard, author’s collection.



		Figure 2.13. “Indian Kiva,” Frontier City, Oklahoma City, circa 1960. Historic postcard, author’s collection.



		Figure 2.14. Entrance, La Cita Mexican Restaurant on Route 66 in Tucumcari, New Mexico. Photo by the author, August 2003.



		Figure 3.1. Gearhead Curios, Galena, Kansas with 1951 Hudson painted up to resemble the character Doc Hudson from the popular 2006 movie Cars. Photo by the author, May 2024.



		Figure 3.2. Restored Tower Station and U-Drop Inn built in 1936, Shamrock, Texas. Photo by the author, June 2024.



		Figure 4.1. Thirty-eight pony-truss bridge on Route 66 over the Canadian River in Oklahoma built in 1933. Photo by the author, October 1998.



		Figure 4.2. Cadillac Ranch, Amarillo, Texas, a monument to the many interpretations of Route 66. Photo by the author, September 1998.



		Figure 4.3. Route 66 monument called “Roadside Attraction,” Tucumcari, New Mexico, 1997, designed by Thomas Coffin and commissioned by the Cultural Corridors Public Art on Scenic Highways Project. Route 66 memorial imagery expands on the abstraction of auto and western themes that began in the 1950s. Photo by the author, October 1998.



		Figure 4.4. 1950s mock-up, Seligman, Arizona. In Seligman, mannequins acted out the nostalgic fantasies of mid-twentieth-century auto culture for tourists. Photo by the author, October 1998.



		Figure 5.1. The Route 66 Experience, Springfield, Illinois. This park on the county fairgrounds displays signs and remnants from, and reproductions of local historic Route 66 structures. Photo by the author, May 2024.



		Figure 5.2. Twin Arrows, Arizona in 1998. The symbols along Route 66 became increasingly abstract. Photo by the author, October 1998.



		Figure 5.3. Twin Arrows, Arizona. This famous landmark and symbol along Route 66 as a ruin. Photo by the author, June 2024.



		Figure 5.4. Historic view of the Shamrock Court in Sullivan, Missouri, circa 1955. Historic postcard, author’s collection.



		Figure 5.5. The Shamrock Court in Sullivan, Missouri, in 2024 mostly restored to its former glory. Photo by the author, May 2024.



		Figure 5.6. Blue Swallow Motel in Tucumcari. The Blue Swallow Motel is one of the best-preserved historic Route 66 experiences. Photo by the author, June 2021.



		Figure 5.8. The Diamonds Restaurant, Villa Ridge, Missouri, circa 1950. Historic postcard, author’s collection.



		Figure 5.9. The Diamonds Restaurant, Villa Ridge, Missouri, in 2024. A tornado severely damaged the already weakened building in March 2025. Photo by the author, May 2024.



		(opposite page) Figure 5.7. The De Anza Motor Lodge circa 1940, 1950, and 1960. Historic postcards, author’s collection.



		Figure 5.10. Ruins of the Gascozark café and gas station, Gascozark, Missouri. Photo by the author, May 2024.



		Figure 5.11. The Union Bus Depot in Lebanon, Missouri, in its heyday, circa 1940. Historic postcard, author’s collection.



		Figure 5.12. The Union Bus Depot in Lebanon, Missouri, lost the characteristics that made it a recognizable historic building (building since demolished). Photo by the author, September 1998.



		Figure 5.13. Ruin of Two Guns in Arizona. Many contemporary tourists travel Route 66 to experience its eerie, vacant quality. Photo by the author, June 2024.



		Figure 5.14. Lucille Hamons’s historic 1929 gas station, Hydro, Oklahoma. While it has been well preserved, the once vibrant station has the feel of a museum exhibit. Photo by the author, June 2024.



		Figure 5.15. Lucille’s Roadhouse, circa 2020. Modeled on Lucille’s historic station, the building expands the building into something it never was. Note the awkward, non-functional relationship of the faux pumps to the parking area. Photo by the author, June 2024.



		Figure 5.16. “East Meets West,” monumental and confusing sculpture at the Cyrus Avery Centennial Plaza & Route 66 Neon Sign Park in Tulsa, Oklahoma. Photo by the author, June 2024.



		Figure 6.1. Drive through Route 66 shield, Kingman, Arizona. Gimmicky monuments like this overpower the historic road and have little relationship with the actual highway and its history. Photo by the author, June 2024.



		Figure 6.2. Line of intact but deteriorated motels in Gallup, New Mexico, crying out to be renovated and reused. Photo by the author, June 2024.



		Figure 6.3. The Ariston Café, built in 1924, Litchfield, Illinois. Photo by the author, June 2024.



		Figure 6.4. Steiny’s Inn, Eureka, Missouri, built in 1935. Historic postcard, author’s collection.



		Figure 6.5. Wagon Wheel Court, Cuba, Missouri, built in 1934. Photo by the author, May 2024.



		Figure 6.6. Boots Motel, Carthage, Missouri, built in 1939. Photo by the author, May 2024.



		Figure 6.7. The Blue Whale, Catoosa, Oklahoma, sculpted in 1972. Photo by the author, May 2024.



		Figure 6.8. The El Vado Motel, Albuquerque, New Mexico, built in 1937. Photo by the author, May 2024.



		Figure 6.9. The El Rancho Hotel, Gallup, New Mexico, built in 1936. Photo by the author, June 2024.



		Figure 6.10. Roy’s Motel Café in Amboy, California, built in 1938 and substantially remodeled in the late 1950s. Photo by the author, June 2024.



		Figure 6.11. Cucamonga Service Station, Cucamonga, California, built in 1915. Photo by the author, June 2024.



		Figure 6.12. The Santa Monica Pier, Santa Monica, California, built in 1916, amusement park added in 1930. Photo by the author, June 2024.
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