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Cover lllustrations Key

1. Dodge Street circa 1930 (Nebraska) .
Dodge Street in Omaha attracted the Lincoln Highway in 1913 and numerous highway improvement projects such as this
1930s-era road widening and grade separation.

2. Lisbon (Ohio)
The early Lincoln Highway was the 'Main Street of America' bringing a sense of identity and connectivity to the small down-
towns it passed through. Towns like Lisbon, Ohio, readily changed the name of their main street to 'Lincoln Way."

3. Hotel Joliet (Illinois)
Widely advertised by motor guides and postcards, the Hotel Joliet benefited from its central location relative to four major
trunk routes that came to intersect in Joliet, Illinois; the Lincoln Highway (U.S. 30), U.S. 66, U.S. 52 and U.S. 6.

4. Wooster Motel (Ohio)
The Wooster Motel was one of many Lincoln Highway cabin courts that emerged on the new, lucrative commercial strip at
the edge of town. This was a considerably less formal setting catering to a growing number of road-weary middle class travel-
- ers looking to avoid the pomp, social scrutiny and expense of better apportioned hotels downtown,

5. Lincoln Highway Bridge (Iowa / Illinois)
Built in 1891, the Fulton and Lyons Bridge across the Mississippi River was one of the more significant pieces of infrastructure
- inherited by the Lincoln Highway.

6. Toll Gate Rock (Wyoming)

Westward Lincoln Highway motorists charted their progress using familiar landmarks, such as Toll Gate Rock along the Green
River in Wyoming,. :

7. Turtle Creek (Pennsylvania) .
The importance of clearly visible highway markings and all-weather paving are apparent in this c. 1920 view of the Lincoln
Highway near Turtle Creek, Pennsylvania.

8. Ferry Building (California)
In the early days, both ends of the early Lincoln Highway were supported by ferries. The Weehawken Ferry carricd Lincoln
Highway travelers across the Hudson River from 42nd Street in New York City, and the San Francisco Bay ferries brought
Lincoln Highway travelers to the Ferry Building at the foot of Market Street for the last leg of the westbound trip to the Pacific
Ocean.
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EXECUTIVE SUMMARY

n December of 2000, Congress directed the National Park Service (NPS) to evaluate the significance of

the Lincoln Highway and develop alternatives for preserving, interpreting, and using its remaining fea-

tures (Public Law 106-563, shown in this study as Appendix A). in response, the NPS Midwest Regional
Office assembled an interdisciplinary team and began this Special Resource Study (SRS). Throughout the
course of this project, the public was kept informed through mailings, newsletters, a website, and a series
of public meetings across the country.

This Special Resource Study assesses whether a resource should be added to the national park system. The
process for making this determination involves four steps:

Determining if the resource(s) is/are nationally significant;
Assessing the suitability of the resource(s) for inclusion;
Establishing that its inclusion would be feasible, and
Determining if there is a need for NPS management.

NPS Management Policies 2001 (Section 1.3.1) states that a resource will be considered nationally signifi-
cant if, after study by NPS professionals in consultation with subject matter experts, scholars, and scien-
tists, the resource meets the following criteria:

It is an outstanding example of a particular type of resource,

It possesses exceptional value or quality in illustrating or interpreting the natural or cultural themes
of our nation s heritage (this criterion is evaluated by applying the national historic landmarks (NHL)
process),

It offers superlative opportunities for public enjoyment or for scientific study, and

It retains a high degree of integrity as a true, accurate, and relatively unspoiled example of a
resource.

This study concluded that the Lincoln Highways significance is reflected in three of these four criteria. It is
" an outstanding example of a particular type of resource; it possesses exceptional value or quality in illus-
trating or interpreting the natural or cuftural themes of our nation's heritage; and it offers superlative
opportunities for public enjoyment or for scientific study. However, because a variety of road and roadside
resources contribute to the significance of the Lincoln Highway, it would be important for a wide cross
section of those resources to be present throughout the corridor, nationally, at a density that would
approximate the highway's appearance during its period of significance in order for the entire highway to
retain integrity. Unfortunately, there are large stretches of this corridor that retain only one or two fea-
tures to remind todays travelers of the history of the road. Along many stretches, there are no such fea-
tures.

As a whole, the Lincoln Highway does not retain a high degree of integrity as a true, accurate, and rela-
tively unspoiled example of a resource. Because of this, the study team concluded that the highway does
not meet all of the significance criteria for inclusion in the national park system. Therefore, neither analy-
sis of the suitability and feasibility of managing the Lincoln Highway as a unit of the system nor an assess-
ment of whether or not direct NPS management would be necessary is included in this study.

Four management alternatives that do not involve inclusion in the National Park System are described in
this study. As required by the National Environmental Policy Act (NEPA), one of these alternatives involves
no new action.

Under the first alternative, the preferred alternative, either a new nonprofit organization would be estab-
lished or an existing organization would be enhanced in order to coordinate a program to commemo-
rate, preserve, and interpret the Lincoln Highway. The National Park Service would offer financial and .
technical support to this organization. The program would include comprehensive planning, certified
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interpretive sites (or CISs ), uniform signs, an information clearinghouse, and the development of a web-
site offering personalized travel itineraries. A matching grant program prioritizing preservation efforts
would also be part of the program.

In addition to providing financial and technical support, the role of the National Park Service in the pro-
gram would involve encouraging the inclusion of Lincoln Highway resources in existing federal programs
that influence the preservation and interpretation of historic roads. This alternative is also the environmen-
tally-preferred alternative.

Under the second alternative, a series of discovery hubs and certified interpretive sites that would intro-
duce visitors to the Lincoln Highway would be developed by encouraging state-based programming and
local interpretive efforts. The National Park Service would provide a set amount of matching funds per
state for the establishment of hubs to be located in an existing highway resource. Certified interpretive
sites would be identified throughout each state. Personalized travel itineraries would be available to the
general public through a website. This alternative would have an impact at state hubs (a minimum of one
hub in each Lincoln Highway state), at CISs and, potentially, along the entire route due to personalized
itineraries.

Under the third alternative, a collection of locally initiated coalitions would be developed. These coalitions
would consist of multiple segments of the Lincoln Highway and associated resources. Although there
would be at least one coalition per region, together, the coalitions would make up one national heritage
corridor. Within each segment of the corridor, local groups (such as businesses, nonprofit organizations, or
units of local government) would take actions to protect, preserve, and promote the role that segment
played in the national Lincoln Highway story. Each segment would pursue an action agenda developed as
part of the national management plan for the heritage highway as a whole.

Existing means of protecting historic roads are discussed in this document to provide some context for the
proposed management alternatives. The largest federal investment in protecting historic roads for public
enjoyment to date comes for the U.S. Department of Transportation (U.S. DOT). The U.S. DOT, together
with the state departments of transportation for each of the fourteen Lincoln Highway states, manages
two programs that have provided some funding to preserve resources of the highway the National
Scenic Byway Program and the Transportation Enhancements program. Lincoln Highway resources have
benefited from $6.5 million of funding from these programs over the past ten years. The new manage-
ment altérnatives described above would range in cost from $6.6 to $9.3 million over ten years, for a
total of $12.4 to $15 million over ten years when this DOT funding is taken into account.

The Environmental Assessment for this study was based on assumptions of projects that could reasonably

be expected to be implemented under each alternative. Because this study considers the best ways, on a
programmatic, conceptual level, to commemorate, preserve, and interpret the Lincoln Highway nation-

wide, it does not propose specific actions at any given site. Until specific sites are selected and the param-

eters of projects are known, it is not possible to meaningfully analyze the impacts associated with the "
project. When impacts vary significantly at individual sites, they were not considered in this environmental

assessment; rather, they were dismissed from further analysis due to the programmatic nature of this

study.
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Chapter One

Introduction and Study Process

Above: A Model A on a 1920 brick
section of the Lincoln Highway in
Elkhorn, Nebraska.

Top: Jean Bonnet Tavern in
Bedford County, Pennsylvania.
Built in 1767 and given new life
with the arrival of Lincoln
Highway traffic in the early 20th
century

n December of 2000, Congress

directed the National Park Service

(NPS) to evaluate the significance
of the Lincoln Highway and develop
alternatives for preserving, interpreting,
and using its remaining features (Public
Law 106-563, shown in this study as
Appendix A).

Established in 1913 as the idea of busi-
nessmen in the automobile industry,
the Lincoln Highway was one of
America's first transcontinental auto-
mobile roads. The highway, which
began in New York City and ended in
San Francisco, played an important
role in the development of the automo-
bile's influence on the way of life in
20th century America.

In response to Public Law 106-563, the
National Park Service's Midwest
Regional Office assembled an interdis-
ciplinary team and began a special
resource study (SRS). The National
Park Service uses special resource
studies to assess whether a resource
should be added to the national park
system or whether another manage-
ment option is more appropriate. The
SRS process involves five steps, typical-
ly carried out by an NPS study team.
The five steps are as follows:
1. Determine if the resource(s) is/are
nationally significant. National sig-

nificance for cultural resources is
evaluated by applying the National
Historic Landmarks process.

2. Assess the suitability of the resource(s)

for inclusion in the national park sys-
tem. An area is considered suitable if
it represents a resource type that is
not already adequately represented
in the system or is not comparably
represented and protected for public
enjoyment by other federal agencies;
tribal, state, or local government; or
the private sector.

3. Establish that its inclusion s feasible.
Feasibility evaluations involve con-
sidering factors such as size and con-
figuration, current and potential
impacts on the resource, and cost of
administration.

4. Determine if there is a need for NPS
management.

5. Develop a range of potential manage-
ment alternatives.

A year before this study was author-
ized, the National Park Service con
ducted a preliminary study of the
Lincoln Highway. This earlier study,
directed by Congress in July 1999,
resulted in two documents, the
National Lincoln Highway Historic and
Cultural Resource Guide and the
National Lincoln Highway Route
Viewer!, The Resource Guide describes

IThese documents are available through the NPS website for this study - www.nps.gov/imwro/lincolnhigh
way or through www.iup.edu/geography/faculty/patrick.
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in detail the history and historical geog-
raphy of the highway on a national

* scale and state by state. This guide also
lists existing important Lincoln
Highway properties, including those in
the National Register of Historic
Places, along with contacts for each
state. The National Lincoln Highway
Route Viewer contains mapping data on
a set of CD-ROMS. These two docu-
ments were developed collaboratively
by the National Park Service, Indiana
University of Pennsylvania, the Lincoln
Highway Association, and the State
Historic Preservation Offices for each
state along the highway. The informa-
tion collected during the Historic
American Buildings Survey/Historic
American Engineering Record
(HABS/HAER) study of the Lincoln
Highway in Pennsylvania in summer
1999 contributed to this work as well.
These documents provided valuable
background to the special resource
study team throughout the study
process. '

A reconnaissance-level field survey was
conducted in the summer of 2002 as
part of this Special Resource Study. That
survey identified 1,500 properties that
contribute to the significance of the
Lincoln Highway. The survey results
are detailed in this Appendix D of this
document. This reconnaissance survey
helped the study team develop five pre-

liminary management alternatives in
the fall of 2002. Those management
alternatives were summarized in a
newsletter distributed in the winter of
2002/2003 and presented at 14 public
meetings held across the country at
300-500 mile intervals along the high-
way. Local community organizations —
chapters of the Lincoln Highway
Association, State Historic Preservation
Offices, local historical societies, cham-
bers of commerce, and tourism promo-
tion agencies — reserved spaces for
these meetings and announced them
locally. Altogether, these meetings were
attended by 600 people. A total of 900
comments about the preliminary alter-
natives were received at the meetings
and by mail, fax, and a dedicated e-mail
site.

The study team then revised the five
preliminary alternatives, taking the
comments into consideration. Public
comments and a decision-making
model called "Choosing by
Advantages" (CBA) led the team to
develop the four alternatives described
in this draft. The CBA process is
described in chapter five, which also
contains cost estimates for the alterna-
tives. Finally, the environmental
impacts of each alternative were
assessed; those impacts are described
in chapter six.
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Chapter Two

History of the Lincoln Highway

stablished in 1913, the Lincoln included the sense that the nation des-

Highway was one of America's perately needed better roads, the desire
first transcontinental automobile to build an appropriate memorial to the
roads. Beginning at Times Square in fallen President, and the desire to grow
?E’f‘}"’= ’:“'_“““'f']"_““l')"_’f"'l - New York City and ending at the Palace their automotive businesses. The for-
section Memoriatin Byen INCEAL| - of the Legion of Honor in San mation of the LHA inaugurated a part-
=" , Francisco, the Lincoln Highway played nership between the auto products
Top: The 1930 Lancaster-York : g ' ) )
Intercounty Bridge over the an important role in the development 1mlust_r_v and rf):ad development in
Susquehanna River. of the automobile's influence on the America. The innovative marketing
way of life in 20th century America. campaign conducted by the LHA suc-
The Lincoln Highway began as the idea cessfully created a cultural identity for
of Carl Fisher, the founder of the Prest- the highway unmatched by any other
O-Lite company, which made head- road of that era.
lights for gasoline-powered automo-
biles. Americans readily viewed the Lincoln
Highway as the modern equivalent of
Fisher launched the idea of the Lincoln the Oregon Trail or the transcontinen-
Highway as a way to make America tal railroad, facilitating long distance
accessible to the growing number of travel and exploration at one's own
automobile owners. With the help of pace. The Lincoln Highway represents
other visionary leaders in the early the American landscape in transition
automotive industry, chiefly Henry Joy between the dominance of the railroad
of Packard Motor Car Company and and the emergence of the automobile
Frank Sieberling of Goodyear Tire and as the predominant method of travel
Rubber Company, Fisher formed the and transportation.
Lincoln Highway Association (LHA) in
1913 with the goal of building a contin- The importance politicians placed on
uous improved road across the coun- the road's location illustrates the pres-
try. Fisher initially called his idea the tige associated with this premiere
"Coast to Coast Rock Highway", but at transcontinental highway. At its incep-
the urging of Henry Joy, the name of tion, the LHA had to decide whether
the road was later changed to the the highway's location was going to be
Lincoln Highway in honor of President determined by the lay of the land and
Abraham Lincoln. pre-existing settlement patterns, or by
politicians, all the while realizing that
The motivations of the men who public road projects could not be
formed the LHA were varied and undertaken without political support.
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The Lincoln Highway's short-lived
Colorado Loop is an early representa-
tive example of the two frequently
opposing paradigms that have shaped
the evolution of American highways:
politics and geography.

" On the very day the LHA was formed
in Detroit, July 1, 1913, Carl Fisher led
an entourage out of Indianapolis to
reconnoiter a route to the Pacific
Coast. The entourage headed west
through southern Illinois, Missouri,
Kansas, and Colorado, crossing the
Rocky Mountains via Berthoud Pass
before following the Grand River
Valley into Utah and crossing south
central Nevada to Bishop, California.
The Hoosier Motor Club and the
Indiana Automobile Manufacturers
Association sponsored this expedition.

Carl Fisher insisted that the route taken
was not necessarily going to be the
route of his proposed coast-to-coast
Lincoln Highway, but the states, towns,
and politicians along the way worked
to put their best road forward just in
case. Nevada spent $25,000 in road
improvements in preparation for the
Hoosiers. The people of Price, Utah,
showed their enthusiasm by taking a
holiday to construct a road through the
canyon east of town. Colorado rebuilt
60 miles of road through Berthoud
Pass and rushed the completion of 30
new concrete bridges along the route.

The delegation was wooed, wined, and
dined along the entire route, being the
guests of honor at banquets, lunch-
eons, and celebrations every day, and
on more than one occasion they were
supplied with free gasoline. High-rank-
ing officials - including the governors
of Illinois, Kansas, Colorado, Utah,
Nevada, and California - turned out to
stump for their states. '

For the Hoosiers and the nascent LHA,
the 34-day good roads tour was a stun-
ning success. All 19 vehicles completed
the trip, and the western governors
agreed to meet in Colorado Springs,

Colorado, on August 26 to hear the
LHA's verdict as to the location of the
highway. After being two of the greatest
political supporters of the Hoosier
Tour, Colorado Governor E. M.
Ammons and Kansas Governor
Hodges were understandably disap-
pointed when they discovered that
Colorado and Kansas would be the
only two states of those represented at
the meeting that would not be on the
map of the Lincoln Highway.

Geography won, or so it seemed, in
preselecting a route that would follow
in the footsteps of the pioneers along
Nebraska's Platte River Valley and over
the Rockies via the open plateaus and
basins of Wyoming. The LHA's
"Proclamation of the Route of the
Lincoln Highway" listing the towns
through which the highway would pass
was issued only a few weeks after this
expedition was completed. That
proclamation route did include
Colorado, but as a deviation via an
optional loop rather than as part of the
highway's main, more direct route.

The period of significance for the
Lincoln Highway begins in 1913, the
year the LHA was formed, and con-
cludes in 1956, with the passage of the
Federal Aid Highway Act. Nationally
significant events during those years
include the first Army Transcontinental
Motor Convoy in the summer of 1919

. and the official marking of the route in

1928, when Boy Scout troops across
the country placed 3,000 concrete
markers bearing the Lincoln Highway
logo (an "L" in a rectangular graphic
emblazoned in red, white, and blue), a
bronze medailion of President Lincoln,
and a blue directional arrow along the
length of the highway.

The Lincoln Highway, although not the
only transcontinental route across the
nation during the early part of the 20th
century, was the best known. Other
named highways contemporaneous to
the Lincoln also achieved transconti-
nental status - the Theodore Roosevelt
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International Highway (Portland, ME,
to Portland, OR), the Yellowstone Trail
(Plymouth Rock, MA, to Puget Sound,
WA), the Pikes Peak Ocean-to-Ocean
Highway (New York, NY, to Los
Angeles, CA) and the National Old
Trails Road (Baltimore, MD, to Los
Angeles, CA).

When the American Association of
State Highway Officials (AASHO) and
the U.S. Bureau of Public Roads under-
took the task of identifying and mark-
ing a national system of interstate high-
ways in 1925 and 1926, the goal of the
road system changed from simply
crossing the continent to facilitating
travel via integrated major roads
throughout the nation. At that time, the
named routes often overlapped and
were poorly routed. AASHO and the
Bureau of Public Roads aimed to
change this by creating a nationwide
grid of numbered routes. These routes
were nine major east-west transconti-
nental trunk routes - U.S. Highways 2,
20, 30, 40, 50, 60, 70, 80, and 90. The
Lincoln Highway became part of the
new numbering system as U.S. 30 for
most of its route.

However, for 30 more years much of
U.S. 30 retained its popular identity as
the Lincoln Highway. It wasn't until
1956, with the passage of the Federal
Aid Highway Act and the development
of the modern interstate system that
the identity of the Lincoln Highway
declined significantly. For this reason,
1956 marks the end of the Lincoln
Highway's period of significance.

RESOURCE DESCRIPTION

The Lincoln Highway stretches across
the United States from Times Square in
New York City to the Palace of the
Legion of Honor in San Francisco. The
Lincoln Highway began as a miscella-
neous collection of downtown streets,
country lanes, and old trails marked
with the highway's logo. Today, the cor-
ridor of the Lincoln Highway approxi-
mates sections of the present day U.S.

Lincoln Highway Special Resource Study and Environmental Assessment

and state highway system: U.S. 1, 30, 40,
50, and Interstate 80 traversing New
York, New Jersey, Pennsylvania, West
Virginia, Ohio, Indiana, Illinois, lowa,
Nebraska, Wyoming, Utah, Nevada,
and California. Early in its history, the
Lincoln Highway was also routed
through the northeastern corner of
Colorado before bypassing that state in
favor of a more direct route from
Nebraska into Wyoming,

The following state-by-state descrip-
tions of the Lincoln Highway were
derived from The Lincoln Highway
Resource Guide developed for the
National Park Service, National
Register of Historic Places by Dr. Kevin
Patrick and Robert Wilson of Indiana
University of Pennsylvania (August
2002).

New York
' _r
\ Le
L
Nem Yore Lity)' el
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Of all the states the Lincoln Highway
passed through, New York has the
smallest segment. Starting at Times
Square, the Lincoln Highway extended
west along 42nd Street for barely a mile
to the New Jersey-bound Weehawken
Ferry across the Hudson River. The
Times Square terminus was purely cer-
emonial. Before the LHA even deter-
mined what states the great road would
go through, it knew that America's pre-
mier metropolis would anchor its east-
ern end. In 1913 not even the railroads
were truly transcontinental; they broke
at Chicago or Saint Louis or New




Orleans. For something as ambitious as
the first cross-country automobile
road, there needed to be a noteworthy
beginning. Times Square, aptly nick-
named "The Crossroads of the World,"
seemed appropriate.

Rising from a triangular lot bounded by
Broadway, Seventh, and 42nd Street, :
the Times Building was the monumen-
tal eastern anchor to the Lincoln
Highway. Although very few long-dis-
tance Lincoln Highway travelers actu-
ally started their journey at Times
Square, no other corner in the country
would have carried as much symbolism
as its ceremonial starting point. Times
Square was generally thought of as the
beginning, rather than the end, of the
Lincoln Highway; the Pacific Ocean,
the final destination.

New Jersey

The alignment of the Lincoln Highway
in New Jersey was in part the product
of geography beyond New Jersey. The
Appalachian Mountains were the first
barrier confronted by the Lincoln
Highway west of New York City. Where
the LHA decided to cross them would
determine its general route in the adja-
cent states. River valleys through
upstate New York formed a popular
lowland route west with reliable
accommodations in cities like Albany,
Syracuse, and Buffalo. This was the
route taken by Emily Post in 1915 for
her book By Motor to the Golden Gate,
but rejected by the LHA in favor of a
shorter road through the mountains of
Pennsylvania. That meant it first had to
cross New Jersey. '

Lincoln Highway travelers took the
Weehawken Ferry across the Hudson
River into New Jersey. The Weehawken
Ferry was part of the new Central
Railroad's extensive waterfront rail
yard that sprawled along the Jersey
shore of the river, hemmed in by the
high cliffs of the Palisades. West from
the ferry, the Lincoln Highway fol-
lowed the twisting curves of Pershing

Road to the top of the palisades and
into the densely settled neighborhoods
of what is now Union City. Avoiding
the congested and commercial
Bergenline Avenue, the Lincoln
Highway was routed south into Jersey
City along Hudson Boulevard. Hudson
Boulevard was inspired by the "City
Beautiful" Movement, which promoted
the improvement of urban centers with
such elements as broad, landscaped
carriageways, parks, and lighting. Since
renamed John F. Kennedy Boulevard,
Hudson Boulevard, typical of "City
Beautiful" parkways, was designed for
pleasure but soon usurped by the
demands of the automobile. It was
exactly the kind of road the Lincoln
Highway and its recreational drivers
sought for the pleasurable driving
experience it offered.

The Lincoln Highway predates Jersey
City's commercial center around
Journal Square, which emerged as the
Jersey City equivalent of Times Square
in the 1920s. Turning west off Bergen
Hill, the Lincoln Highway crossed the
Meadowlands to Newark over the only
Hudson County road that still carries
that name today. The Lincoln Highway
passed through Newark's "Four
Corners," at Broad and Market streets,
at the time said to be the "third busiest
traffic center in the United States." By
1924, the Lincoln Highway had been
rerouted around Four Corners via
Jackson and Lafayette streets.

Between Elizabeth and Trenton, the
Lincoln Highway was laid out through
New Brunswick and Princeton along a
road that had been in use since the
17th century. The original Native
American footpath leading into the for-
est from the Dutch settlements near the
Hudson River was blazed with tree
markings. The path followed the high
ground at the edge of the Piedmont
between Elizabethtown and the Falls of
the Delaware. By the early 18th centu-
ry, it was known as the Upper Road.
After 1717, the Upper Road was
improved as a major "King's Highway."
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This Bedford, Pennsylvania, Coffec
Pot, an example of whimsical road-
side architecture served, appropri-
ately, as a coffee shop for decades
after it's opening in the late 1920s.
By 2003, this building was at risk of
destruction. The Pennsylvania
Lincoln Highway Heritage
Corridor successfully worked with
other historic preservation groups
to save the Coffee Pot by moving it
125 yards to the Bedford County
Fairgrounds, where it will be
restored.

It became part of the intercolonial post
road and one of the most heavily trav-
eled stagecoach routes in the American
colonies.

The importance of the Kings Highway
was due to its alignment across the
"waist" of New Jersey between
Philadelphia and New York, the first
and second largest cities on the conti-
nent. Positioned along the Fall Line
edge of Piedmont, it also crossed
streams above their wider, swampy-
banked tidal reaches, linking sites with
industrial water power potential. The
King's Highway was still New Jersey's
most heavily traveled trans-state road
when the Lincoln Highway arrived in
1913. While the location of the Lincoln
Highway had yet to be stabilized in
Utah, New Jersey was paving its sec-
tion with concrete. By 1922, the entire
route was surfaced as city streets,
either in concrete, or in concrete with
a bituminous macadam surface.

Before the decade was over, New
Jersey would go from improving the
Lincoln Highway to replacing it with a
new alignment that became U.S.
Highway 1. The new alignment would
include innovative engineering designs
like Elizabeth's Bayway Circle, the first
cloverleaf interchange, built outside
Woodbridge in 1928, and the Pulaski
Skyway, part of a four-lane expressway
constructed in 1932 from the Holland
Tunnel and across the Meadowlands,
which functioned as a bypass around
the downtown areas of Jersey City and
Newark.

The LHA's 1913 Proclamation Route
listed Camden as the next Lincoln
Highway town beyond Trenton. Soon
afterward, Camden was dropped from
the Lincoln Highway before the route
was fully recognized, and despite
extensive review of historic maps, its
location is still unclear today. The route
chosen crossed the Delaware River
over Trenton's Calhoun Street Bridge, a
toll-taking, multiple span through truss
built in 1884, By 1924, however, the
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Lincoln Highway was rerouted along
Warren Street to the Lower Trenton
"Free" Bridge. The Lower Trenton
Bridge was replaced in 1929 by the cur-
rent through truss span, commonly
known as the "Trenton Makes" Bridge.
This nickname is taken from the large
neon sign that hangs from the bridge's
trusses to call attention to the strength
of the manufacturing industry in that
city - "Trenton Makes, the World
Takes."

Pennsylvania

The geography of the Appalachian
Mountains was the overriding charac-
teristic determining the location of the
Lincoln Highway in Pennsylvania.
There were three major trans-

Appalachian transportation corridors
between the large cities of the Atlantic
seaboard and the Midwest, but the one
across southern Pennsylvania was by
far the closest fit to a direct line drawn
between New York City and San
Francisco. Once decided, the
Appalachian crossing fixed the route
for the entire eastern United States,
predetermining the highway's course
from New York to Philadelphia and
from Pittsburgh to metropolitan
Chicago.

Between Philadelphia and Pittsburgh,
the Lincoln Highway followed a his-
toric assemblage of overland routes.
These routes had been laid out toward
the Appalachians and then across them
with the westward moving frontier. By
including Camden, NJ in the 1913
Proclamation Route, the LHA officials




implied that the Lincoln Highway
would enter Pennsylvania at
Philadelphia over the Market Street
Ferry on the Delaware River. Avoiding
this ferry probably was one of the rea-
sons that the Lincoln Highway
Association soon opted for Delaware
River crossing at Trenton via the
Calhoun Street Bridge and then the
Lower Trenton "Free" Bridge after
1920. '

In addition, a Lincoln Highway routing
through Pennsylvania's lower Bucks
County would position the Lincoin
Highway to take advantage of
Philadelphia's new Northeast
Boulevard. Like Hudson Boulevard in
New Jersey, Philadelphia's Boulevard
(renamed after Teddy Roosevelt in the
1920s) was a "City Beautiful"-inspired
thoroughfare that would soon be trans-
formed into a major traffic arterial. A
third of the Boulevard was already
complete by 1913. By 1921, it was fin-
ished to the Bucks County line. The
Lincoln Highway alignment between
Trenton and Philadelphia via Roosevelt
Boulevard made all other competing
roads obsolete. This alignment was
attributed to the emergence of an
"automobile row" of showrooms,
garages, and filling stations along North
Broad Street. This route was marked as
part of US. 1 after 1925. From
Philadelphia west to Wyoming, most of
the Lincoln Highway was concurrent
with U.S. 30, which extended from
Atlantic City, NJ, to Astoria, OR.

Between Philadelphia and Lancaster,
the Lincoln Highway followed the
Lancaster Pike. When Lancaster Pike
was completed in 1795 as one of
America's first toll roads, it connected
the largest city on the continent with
the largest inland city in America. The
crushed stone macadam surface that
was state-of-the-art in the early 19th
century would still be covering
Lancaster Pike in the early 20th centu-
ry, and the tolls would stand until six
years after its absorption by the
Lincoln Highway.

In the days of the Conestoga wagon,
Lancaster Pike was part of a trans-
Appalachian emigrant trail known as
the Pennsylvania Road, which rivaled
the more famous National Road. The
Pennsylvania Road, which had become
a turnpike from Philadelphia to
Pittsburgh by 1818, angled northwest
from Lancaster to Harrisburg, then
southwest to Chambersburg before
turning west to cross the mountains.
Over time, a more direct line of turn-
pikes was constructed between
Lancaster and Chambersburg via York
and Gettysburg. It was this shorter
alignment that captured the Lincoln
Highway in 1913, supported by the
added historic attraction of Gettysburg,.

Originally, the Lincoln Highway
crossed the Susquehanna River over a
mile-long through truss shared by the
trains of a Pennsylvania Railroad
branch line. The Lancaster-York

Intercounty Bridge that replaced it in

1930 held the record as the longest
reinforced concrete arch bridge in the
world. West of Gettysburg, the Lincoln
Highway crossed South Mountain, the
modest northern extension of the Blue
Ridge, and into the Cumberland Valley.

Westbound motorists were confronted
with their first stiff climb at Tuscarora
Mountain west of Fort Loudon. The
Lincoln Highway west from Fort
Loudon passes through
McConnellsburg, Bedford, Ligonier,
and Greensburg to Pittsburgh. This
route began as a French and Indian
War military trace road completed in

~ 1758. It was later rebuilt as the

Pennsylvania Road and improved as
the Pittsburgh-Philadelphia Turnpike
(actually five separate end-to-end
pikes) by 1818. It was this road that
became part of the Lincoln Highway in
1913.

East of Pittsburgh the Lincoln Highway

crossed the Turtle Creek Valley over
the massive George Westinghouse
Bridge, the world's largest reinforced
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The steep ridges of the
Appalachian Highlands presented
a challenge to the fragile automo-
biles of early Lincoln Highway
travelers, creating a unique oppor-
tunity to entrepreneurs who set up
ridgetop, one-stop service centers
for motorists struggling to cross
the mountains. The most famous
of these ridgetop one-stops was the
S$S Grandview, opened as a ship-
shaped hotel perched atop
Allegheny Ridge in 1932. This
important roadside resource no
longer stands, having succumbed
to a fire in November 2001.




concrete arch span. Although its 1931
opening came after the dissolution of
the Lincoln Highway Association, it
was still praised in the LHA's official
history (published in 1935) as epito-
mizing the progressive spirit of the
Lincoln Highway; “Until this bridge
was constructed, Turtle Creek present-
ed the most crowded bottle neck on
the Lincoln Highway . . . The new route
saves its users $1,500,000 a year, This
work is directly attributable to John S.
Fisher, Lincoln Highway State Consul
and Governor of Pennsylvania during
the period of construction.”

Like Broad Street in Philadelphia, the
Lincoln Highway in Pittsburgh encour-
aged the development of an automobile
row along Baum Boulevard. It also
gained access to the Golden Triangle
downtown via the "City Beautiful"-
inspired Grant (later Bigelow)
Boulevard. After Boulevard of the
Allies was opened in 1920 as a second
thoroughfare extending eastward from
downtown, the LHA signed it as part of
a less congested alternate route.

West from Pittsburgh, the original
Lincoln Highway passed through 25
miles of crowded railroad suburbs and
river towns along the north bank of the
Ohio River to Beaver and then swung
inland along the Tuscarawas Road (uni-
versally decried as the worst stretch of
Lincoln Highway in the state) to the
state border at East Liverpool, Ohio.
This unsatisfactory routing stimulated
the LHA consuls in Pennsylvania to
push for a brand new road to be built
as the Lincoln Highway south of the
river. Completed by 1927, the new
Lincoln Highway carried the U.S. 30
shield west from Pittsburgh through
Crafton, Imperial, and Clinton to the
state line. The realignment required
that West Virginia be added as the 14th
and final Lincoln Highway state.

West Virginia

The rerouting of the Lincoln Highway
into West Virginia was an unintentional
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byproduct of the bad roads in
Pennsylvania. Traditionally, there were
three main roads west from Pittsburgh,
and the road to East Liverpool, OH, via
Chester, WV, was not among them.
Pre-Lincoln Highway travelers either
went southwest toward Wheeling,
picking up the National Road in
Washington, PA; went west on the
Steubenville Pike to Steubenville, OH,
by way of Weirton, WV; or went north-
west down the Ohio River and up
Beaver Valley to Cleveland by way of
Salem or Youngstown, OH.,

The overland travelers who wanted to
go to East Liverpool from Pittsburgh
followed the Cleveland road to Beaver,
then struck west over poorly main-
tained local routes. This was essentially
the route followed by the original
Lincoln Highway, which opted for the
higher and drier Tuscarawas Road
rather than the Midland Road along
the Ohio River.

The LHA's dissatisfaction with the
route west from Pittsburgh was appar-
ent in 1923 when they established an
official detour away from the
Tuscarawas Road and East Liverpool.
The greatest stumbling block to secur-
ing and improving a more direct route
to East Liverpool was that none of the
country lanes meandering across the
farmland between the Ohio River and
Steubenville Pike was part of the
Pennsylvania state highway system;
therefore, they were ineligible for state




funds. LHA consuls eventually were
successful in getting a route designated
and then constructed as a state highway
by 1927. The new road angled north-
west from Steubenville Pike at Imperial,
passing through Clinton, and crossing
5 miles of the West Virginia Panhandle,
then crossing the Ohio River into East
Liverpool.

The Lincoln Highway originally
crossed the Ohio River from First
Street, over what was known as both
the Chester Bridge and the Lincoln
Highway Bridge. Built in 1897, the 705-
foot suspension bridge was demolished
in 1970.

Ohio

As a cross-state transportation corri-
dor, Ohio's Lincoln Highway route was
pioneered by the Pittsburgh, Fort
Wayne and Chicago Railroad (con-
trolled by the Pennsylvania Railroad) in
the 1850s. Connecting Canton,
Massillon, Wooster, Mansfield,
Crestline, Bucyrus, Upper Sandusky,
Lima, and Fort Wayne, this line stimu-
lated the urban-industrial growth that
bolstered civic and economic growth in
these towns by the time they were
joined again by the Lincoln Highway.
Before the railroad and after the
Lincoln Highway era, the main routes
of travel across Ohio were along the
National Road/Interstate 70 corridor to
the south and the Lake Shore/Ohio
Turnpike/I1-90 corridor to the north.

The easternmost section of the Lincoln
Highway between East Liverpool and
Lisbon, is historically more associated
with travel between the Ohio River and
Lake Erie than with east-west move-
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ment. On the other side of the state, the
Lincoln Highway followed the
Bucyrus-Fort Wayne Road laid out in
1835 along an ancient Lake Erie beach
ridge to facilitate the settling of western
Ohio and northern Indiana. In 1912,
much of the future route of the Lincoln
Highway was designated as "Main
Market Route Three," part of a farm-
to-market state road network linking
county seats before the rise and domi-
nance of long-distance motor high-

ways.

The location of the Lincoln Highway's
Appalachian crossing to the east and
the LHA's desire to run the road near
Chicago farther west determined the
general path of the route across Ohio
and Indiana, The resultant route fol-
lowed the best roads available between
Pittsburgh and Chicago. When more
direct roads were built or improved,
the Lincoln was apt to be rerouted to
follow them. Fully 60 percent of the
original Lincoln Highway in Ohio was
abandoned in subsequent reroutings.
This does not include subsequent
bypasses that marginalized dozens of
roadway remnants across both states.
The Lincoln Highway legacy is thus
characterized by a braided stream of
roadways rightfully claiming to have

This map details the
l Michamns multiple generations
wd |of Lincoln Highway
S in central Ohio,
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been a part of America's first
transcontinental highway at one time
or another.

One of the most controversial rerout-
ings of the Lincoln Highway came
when the association dropped 70 miles
of roadway between Galion and Lima
via Marion and Kenton in favor of an
unfinished route to the north. This
occurred a mere three weeks after
these towns celebrated their inclusion
on the Proclamation Route of
September 1913. An unsuccessful
petition asking the Lincoln

Highway Association to reverse the
rerouting was supported by then
Senator Warren Harding, which
ultimately led to the building of

the Harding Highway along the

route abandoned by the Lincoln

Highway.

The L.LHA's effort to secure a more
direct route through north central
Ohio was thwarted for years. This
forced the association to “"temporarily”
locate the Lincoln Highway over a
series of poorly maintained section
roads from Galion through Bucyrus,
Upper Sandusky, Forest, Dunkirk, and
Ada, adding 5 railroad grade crossings,
29 turns, and 3 miles to the original
route. Additional reroutings and
improvements had ironed out the road
by 1924, removing Galion, Nevada,
Forest, Dunkirk, Ada, and Lima from
the list of Lincoln Highway towns in
favor of what was defined as the
Lincoln's longest straight section
between Upper Sandusky and Cairo.

Ohioans were proud of their Lincoln
Highway, and worked tirelessly under
the leadership of LHA state consuls
John and Frank Hopley to improve and
promote the route. A final route adjust-
ment took place when Boy Scouts
placed concrete markers along the
entire route of the Lincoln Highway in
1928. Ashland was bypassed when the
more direct alignment between
Wooster and Mansfield was added.
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Soon after the 1925 marking of the
Lincoln Highway as part of U.S. 30, the
newer Bucyrus-Upper Sandusky route
achieved parity with the original align-
ment through Marion and Kenton. The
former was designated U.S. 30N, and
the latter U.S. 30S. This lasted until
1973, when the northern route
acquired the U.S, 30 shield and the
southern route was redesignated Ohio
State Route 309.

Indiana

Fort Wayne, IN, is the largest Lincoln
Highway town between Pittsburgh and
Chicago. Historically, it attracted any
transportation route passing between
these two larger cities. This was the
case in the 1850s when the
Pennsylvania's Pittsburgh, Fort Wayne
and Chicago Railroad was constructed,
and it was the same some 55 years later
with the routing of the Lincoln
Highway. From Canton, OH, to Fort
Wayne, the various Lincoln Highway
alignments never strayed too far from
the railroad's well-established trans-
portation lifeline.

Beyond Fort Wayne, however, the rail-
road tracks struck northwest toward
Chicago along a direct 145-mile right-
of-way, where an incomplete network
of lanes existed along the section lines.
By contrast, the Lincoln Highway
inherited an old emigrant road angled
northwest along a different radiant to
the upper Kankakee Valley, where it
joined the Sauk Trail coming westward
from Detroit bound for the Illinois
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prairie, With the urban-industrial
growth of Elkhart, South Bend, and the
cities around the toe of Lake Michigan,
the old trace was upgraded into north-
ern Indiana's most important wagon
road, and likewise adopted by the
Lincoln Highway in 1913 (and now
marked as U.S. 33 and IN 2).

The highway's circuitous routing
through northern Indiana brought it
into the transportation corridor of the
Northern, or Lake Shore, Railroad
routes. This was the main line of travel
between New York City and Chicago
via Albany, Buffalo, and Cleveland. It
should be noted that Ligonier, Elkhart,
South Bend, and LaPorte were New
York Central Railroad towns, Motorists
following the northern route west
would have joined the Lincoln
Highway at Ligonier from what was
locally known as the Chicago-Toledo
Pike or, later, the Blazed Trail.

The Lincoln Highway was designated
as one of the first three highways to be
improved after the Indiana State
Highway Department was formed in
1917. Work accelerated in the more
urban counties first, with concrete
being poured along sections in Elkhart,
Saint Joseph, and Lake counties by
1920 and in Allen County in 1923. By

Columbia City, Warsaw, and Plymouth,
shaving 20 miles from the original
Lincoln Highway. This latter route,
which took the U.S. 30 shield as well as
the Lincoln name, was bypassed itself
by the construction of a four-lane
replacement highway after World War
IL

The LHA refined the art of building
object lesson roads with its “seedling
mile" program. In 1920 LHA Vice
President Austin Bemment started
working on the ultimate seedling mile,
a short stretch of road constructed to
the highest standards as a demonstra-
tion project. A 1.33-mile section of
semirural road east of Dyer, IN, was
selected to be upgraded into a four-
lane concrete highway bordered by
pedestrian walkways and lit with elec-
tric lights. Opened in 1923, the "Ideal
Section" incorporated many innovative
highway features, even though the
design speed was a mere 35 miles per
hour for cars and 10 mph for trucks.
The LHA encouraged other states to
adopt the construction features of the
"Ideal Section" to improve the roadbed
nationwide. The "Ideal Section" bore
the traffic of U.S. 30 until 1997, when it
was ripped out as part of a road-widen-
ing project. Two stone monuments are
all that remain of the "Ideal Section.”

1924, only the two most
rural sections of Lincoln | __
Highway between Fort 3
Wayne and Ligonier and
between LaPorte and
Valparaiso were still sur-
faced in macadam. These
were the two stretches span-
ning the gulf between the
New York Central-dominat-
ed Northern Route and the
more direct Pennsylvania
Route,

A reliable road had been constructed
along the Pennsylvania Railroad in time
to receive the concrete posts of the
Lincoln Highway's final marking in
1928. The rerouted road connected
Fort Wayne and Valparaiso through
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Ilinois

Although the pull of Chicago directed
the general course of the Lincoln
Highway west from Pittsburgh, the
LHA had no intention of actually run-
ning the route through the congested
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city streets of that sprawling prairie
metropolis. Their vision of America's
first transcontinental road was pegged
to the scale of the nation, favoring
long-distance travelers over local traf-
fic. For Chicago, close was good
enough. The Lincoln Highway looped
around the city thirty miles distant,
passing through Chicago Heights,
Joliet, Plainfield, Aurora, and Geneva
before striking west again.
Recognizing that Chicago would be an
origin or destination for many,

Illinois through DeKalb, Rochelle,
Dixon, Sterling, and Morrison to a
Mississippi River crossing at Fulton.
This was the route of the Chicago and
Northwestern Railroad, the Lincoln
Highway's near constant companion all
the way to Omabha.

With the passing of the Federal
Highway Act in 1921, Illinois designat-
ed the Lincoln Highway as part of its
interstate system and moved rapidly to

the LHA established official Y
Lincoln Highway feeders that \
branched from the main high- |
way at three different locations.
Chicago-bound motorists

could leave the Lincoln

Highway at Dyer, IN, and pass
through Hammond and South

Chicago to Michigan Avenue or
turn north on the Dixie Highway in
Chicago Heights. Westbound motorists
from Chicago were advised to follow
the Lincoln Highway signs along
Roosevelt Road to pick up the
transcontinental road in Geneva.

The most important route-fixer deter-
mining the trajectory of the Lincoln
Highway west from Chicago was the
Rocky Mountain crossing. After Carl
Fisher's 1913 expedition across Kansas
and Colorado ruled out the possibility
of crossing the Rockies over Berthoud
Pass in Colorado, the only logical
choice was through southern
Wyoming's Great Divide Basin. This
would mean a route up Nebraska's sto-
ried Platte River Valley by way of
Omabha. Even with that, the route from
Chicago to Omaha was not clear-cut,
causing LHA President Henry Joy to
take ten trips across lowa in five years
to conclude that as many as 50 possible
routes existed, none significantly more
advantageous than the others.

The route eventually chosen was a
well-used road that lowans already
referred to as the Transcontinental
Route. The most direct road to it from
Chicago was straight across northern
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improve it. By 1924, 138 miles of the
165 miles of the Lincoln Highway in
Hlinois had been paved in concrete;
only 3 miles were left in macadam.
Realignments throughout the 1920s
straightened the road east of Aurora
and west of Geneva. Then in 1937, ten
years after the LHA was disbanded, 90
miles of Lincoln Highway were side-
stepped when a new road was built for
U.S. 30 across open farmland from
Aurora straight west to the Rock River.

lowa

The westbound Lincoln Highway tray-
eler’s first glimpse of lowa was from
the crest of the Fulton and Lyons
Bridge high above the Mississippi
River. The bridge was infamous for the
right-angle turn on its western
approach. This turn was not much of a
concern for wagons in 1891 when the
bridge was completed, but it was decid-
ed hazard for the cars and trucks that
inherited it as part of the nation’s first
transcontinental highway. A new can-
tilevered span was constructed just
downstream in the 1930s, but the four
massive through trusses of the old
Lincoln Highway Bridge stood until
being demolished in 1975.
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From the vast matrix of section roads
that grid Iowa's rolling countryside,
two rival trans-state routes that
emerged during the early 20th century
carried the bulk of long-distance traffic
between Illinois and Nebraska. The
Lincoln Highway favored the general
path of what was already known as the
Transcontinental Route, because it had
been followed by a number of well-
publicized cross-country auto trips.
This included the very first crossing,
which was taken by H. Nelson Jackson
and Sewell Croker in 1903. From
Clinton west, the original Lincoln
Highway ran through DeWitt, Mount
Vernon, Marion, Cedar Rapids, Belle
Plaine, Tama, Marshalltown, Ames,
Jefferson, Carroll, Denison, and Logan
to the Missouri River at Council Bluffs.

Iowa's Lincoln Highway was slow in
being improved. Road construction,
even for interstate routes, was a refer-
endum issue voted on at the county
level. At the time, agricultural counties
tended to favor farm-to-market roads,
which spread the highway dollars more
thinly across many roads, rather than
long-distance roads, which concentrat-
ed the funds on fewer high quality
highways. These "peacock alleys" were
thought of as benefiting primarily
wealthy, urbane auto tourists. In com-
parison to Illinois, which had 95 per-
cent of its Lincoln Highway paved by
1924, Towa's 362 miles of transconti-
nental road were still overwhelmingly
graded dirt and gravel. The LHA rec-
ommended that drivers not waste their
time trying to navigate these roads dur-
ing wet weather, but to wait until they
dried out. Clinton and Greene were the
only Iowa counties with substantial

mileage in concrete in the early 1920s. .

Although Iowa lagged in road con-
struction, the state was at the forefront
in small bridge construction. Even
before 1920, graceful reinforced con-
crete arch bridges were beginning to
replace the ancient wooden spans on
Towa's main roads. Such bridges were

an Iowa specialty. Examples of this type
still carry traffic at Chelsea, Cedar
Rapids, and over the North Raccoon
west of Jefferson. The wing walls of
two small concrete bridges east of
Grand Junction are embossed with the
Lincoln Highway logo. The most
famous span is the Tama Bridge, built in
1915 to incorporate the words

"Lincoln Highway" in both railings.
During the 1910s and 1920s, the Iowa
State Highway Department also used a
concrete through-arch designed by
James Barney Marsh. A number of
these majestic Marsh rainbow arches
graced the Lincoln Highway, although
only one now remains, spanning
Beaver Creek west of Ogden.

Even with the limited all-weather road
construction, lowa designated a state
highway system in 1919, which includ-
ed the Lincoln Highway. The Lincoln
Highway Association continued to
reroute sections of the road, searching
for the most direct alignment. In west-
ern Jowa, the Harrison County
stairsteps, a series of 11 right-angle sec-
tion line curves, were cut through with
a straight road by 1924. East of Cedar
Rapids, the Mount Vernon shortcut
was also opened in the early 1920s,
much to the vocal consternation of the
town of Marion, which was dropped
from the route as a result.

Numerous other reroutings took the
Lincoln Highway on different sets of
town streets or rural section roads
throughout the state. Most of the
remaining right-angle turns were
smoothed out by the 1930s, including
the 10 miles of circuitous routing to
avoid the Bohemian Hills of Benton
and Tama counties. This was bypassed
with a new road in 1936 that also side-
stepped the former Lincoln Highway
towns of Belle Plaine, Chelsea, and
Tama. Another major rerouting
occurred with the 1930 opening of the
Abraham Lincoln Memorial Bridge
over the Missouri River, which provid-
ed a direct route between Missouri
Valley, IA, and Blair, NE, lopping off
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The 1913 Eurcka Bridge is a multi-
ple span, closed spandrel rein-
forced concrete arch bridge over
the North Raccoon River west of
Jefferson, lowa, Greene County.




the southern Lincoln Highway |

loop through Council Bluffs !

and Omaha. i
e

Nebraska

Rejection of the Kansas-

Colorado route meant the Lincoln
Highway would follow in the paths of
the westward pioneers who followed
Nebraska's legendary Platte River
Valley, crossing the lower-elevation
Rocky Mountains through Wyoming,
This was the route of the Oregon-
California Trail during the mass over-
land migration of the 1840s and 1850s,
and it was used by the Pony Express for
the 19 months it ran in 1860 and 1861
before the advent of the telegraph. The
path of the Lincoln Highway, however,
did not follow these traces, which
stayed mostly south of the river.
Instead, the Lincoln Highway kept
close to the Union Pacific Railroad on
the north bank. Established as the first
transcontinental railroad in 1869, the
Union Pacific infused life into many
Platte River Valley towns, such as
Fremont, Columbus, Grand Island,
Kearney, and North Platte. These
towns were also connected by the
unimproved section line roads that
would become the Lincoln Highway.

The original Lincoln Highway route
crossed the Missouri River into Omaha
on the old Douglas Street Bridge and
dropped into the Platte River Valley
west of Elkhorn. The highway was
routed through the broad river bottoms
for nearly 400 miles, following section
line roads nearest to the railroad tracks.
The Union Pacific had been built paral-
lel to the Platte River, which flowed at
an angle to the rectangular township
and range survey system that bounded
the Lincoln Highway. As a result, the
Lincoln Highway in Nebraska was
characterized by right angle turns and
railroad grade crossings.

The original Lincoln Highway split at
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Big Springs in Nebraska's western
Panhandle. The main highway turned
north to climb out of the South Platte
Valley, then west along Lodgepole
Creek to Wyoming. The Colorado loop
followed the South Platte River south-
west to Julesburg, CO, then on to
Denver before returning to the main
Lincoln Highway in Cheyenne, WY.

The first series of Lincoln Highway
reroutings involved straightening the
right angle-turning "stairsteps" by relo-
cating the Lincoln Highway from sec-
tion roads to new alignments along the
railroad. Where it had the available
land, the Union Pacific Railroad was
more than willing to help. By 1924, the
Union Pacific had provided a 50-foot
strip of its own right-of-way for a paral-
leling Lincoln Highway in seven differ-
ent counties. The railroad was less
threatened by the Lincoln Highway's
potential as a competitor than it was by
the potentially catastrophic train
wrecks that could result from the high-
way's many grade crossings. The
realignments eliminated grade cross-
ings while shortening the route.

In 1917, the highway in Dawson and
Lincoln counties was relocated to the
edge of the Union Pacific right-of-way,
bypassing miles of stairsteps. This
included the Gothenburg stairstep on
the south side of the Platte River, which
was eliminated with the opening of the
North Platte River Bridge, cutting 18
miles from the Lincoln Highway
between Gothenburg and North Platte.

In 1920, the state of Nebraska took
over the entire Lincoln Highway and
continued to improve the route,
Because of its length, sparse traffic, and
scattered population centers, Lincoln




Highway road construc-
tion was largely limited
to grading and graveling
until the 1930s. A 70-
mile stretch of graveling
was completed on
Nebraska's Lincoln
Highway in 1920, com-
pared to only 5 miles of
concrete and 5 miles of
brick. The concrete sec-
tion was stimulated by
the Lincoln Highway
Association's construc-
tion of a "seedling mile" west of
Fremont in the previous year.

By the end of 1924, only 84 miles of
Nebraska Lincoln Highway was still
classified as "good dirt," most of it
between Columbus and Kearney. In
comparison, 330 miles were gravel-sur-
faced, which was state policy as gravel
was cheap and locally abundant. Only
28 miles had any type of hard surfac-
ing, 18 miles in brick and 10 miles
paved in concrete. By 1928 all of the
stairstep routing had been eliminated.
There were very few sections of the
Lincoln Highway where the motorists
could not hear Union Pacific train
whistles, and along most sections the
trains could be seen.

The last major rerouting of the Lincoln
Highway in Nebraska occurred with
the opening of the Abraham Lincoln
Memorial Bridge in 1930, which also
was known as the Blair Bridge. This
new Missouri River crossing made a
more direct link between Fremont, NE,
and Missouri Valley, 1A, bypassing
Council Bluffs and Omaha. The new
route not only captured the U.S. 30
shield; it also became the generally
accepted route of the Lincoln Highway,
the signs of which were relocated from
Omabha to Blair.

Colorado

Colorado was once a Lincoln Highway
state, and for a brief period Denver was

Denver

the second largest western city on the
highway. As was explained in the intro-
duction to this chapter, Colorado was
at first excluded and then included in
the Lincoln Highway's route. While not
including his state on the main, most
direct route of the highway, the LHA
agreed to accept a "dogleg" to Denver
in exchange for Governor Ammons's
promise to build the dogleg to the stan-
dards of the main Lincoln Highway.
Therefore, the Proclamation Route of
the Lincoln Highway that was
announced a few weeks later included
a bifurcation at Big Springs, NE, that
was routed along the South Platte River
valley through Julesburg, Sterling, and
Fort Morgan to Denver, then returning
north through Longmont, Loveland,
and Fort Collins to rejoin the main
Lincoln Highway at Cheyenne, WY.

To Henry Joy, directness of route was
everything. No LHA official regretted
the temporary lapse of conviction asso-
ciated with including the Colorado
loop more than Joy. The organization
feared that critics would point to such
deviations and say, "Here you were
swayed; at this point you deviated from
your announced purpose.” Afterwards,
the LHA was besieged with petitions to
bend the route one way or another, but
possibly because of their Colorado
experience, the association officials
were more resilient than ever, even
turning down a request from President
Woodrow Wilson to run the Lincoln
Highway through Washington D.C.
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Only the circuitous droop of the
Colorado Loop vexed the organization,
and then not for long.

In January 1916 the LHA distributed a
report that included a quantitative
method for determining route efficien-
cy by calculating the percentage in
which a road wandered from a straight
line drawn between two terminal
points. Route corrections over the pre-
vious three years had shaved 184 miles
from the transcontinen-
tal highway, making it
85 percent efficient.
The Colorado Loop
was not a factor in the
calculations because

the association had qui-
etly dropped it the year
before as if it had never
existed.

The people of Colorado, however, had
not forgotten their section of the
Lincoln Highway, which continued to
be well marked. In addition, a large
billboard was erected at the split at Big
Springs, NE, to encourage westbound
motorists to take the Lincoln Highway
through Denver. The LHA countered
with its own adjacent billboard depict-
ing the Lincoln Highway's "true" route
west through Wyoming. Driving the
point further, the second edition of The
Complete Official Road Guide of the
Lincoln Highway cautioned westbound
motorists to take the "right hand road"
at Big Springs, warning that, "numer-
ous markers have been placed here to
mislead the tourist.” The 1924 edition
of the LHA guide flatly states that
regardless of the deliberately mislead-
ing red, white, and blue markers, “the
Lincoln Highway does not enter
Colorado."

Today, Colorado's Lincoln Highway is
sometimes vaguely discernable because
of the absence of the same kind of
LHA literature that was generated for
the route in other states after 1915,
Until new information is unearthed,
some of the route can only be assumed
by linking the seven Colorado towns of
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the original Proclamation Route
(Julesburg, Sterling, Fort Morgan,
Denver, Longmont, Loveland, Fort
Collins) with the main roads that
would have been available in 1913. The
1916 Complete Official Guide to the
Lincoln Highway offers more clues by
suggesting that eastbound motorists
wanting to detour to Denver at
Cheyenne can return to the Lincoln
Highway via "Fort Lupton, Greeley,
Fort Morgan, Sterling, and Julesburg."

Wyoming

Like the cities of New York, San
Francisco, metropolitan Chicago, and
the Appalachian crossing, the Lincoln
Highway's Rocky Mountain crossing in
Wyoming helped to pin down the rout-
ing of America's first transcontinental
highway. According to the official histo-
ry of the Lincoln Highway, the three
trans-Rocky Mountain routes consid-
ered were Raton Pass on the Colorado-
New Mexico border, the "Great South
Pass" through Wyoming's Sherman
Mountains, and the "Old Emigrant
Trail" along the North Platte and
Sweetwater rivers. The routes are con-
fusing for several reasons. Jim Bridger
opened the Overland Trail across
southern Wyoming in 1862, and this
was the route followed by the Union
Pacific Railroad in 1869, As in neigh-
boring Nebraska, the Lincoln Highway
followed the route laid out by the rail-
road.

The road from Nebraska to Cheyenne
was fairly well established in time for
the Lincoln Highway, but the road
beyond Sherman Summit was practi-
cally nonexistent even after the LHA
designated it to be part of America's
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grand cross-country boulevard. Early
motorists essentially followed the route
of the Union Pacific Railroad, in places
making their way over well-tracked
trails; in other places they would strike
off over open country, directed more
by the location of ranch gates in fenced
rangeland than by any red, white, and
blue blazes. Motorists wandered over a
braided path of possible routes that in
parts of Wyoming were not channeled
into a single built roadway until the
1920s.

Sections of the original Lincoln
Highway in the Sherman Mountains

.and west of Rawlins used the graded

Union Pacific right-of-way constructed
in 1868 and then abandoned for an
improved alignment around 1900.
Although narrow and bumpy, the right-
of-way had moderate grades and was
durably constructed of gravel crushed
from Sherman granite, which was also
used in early Wyoming road building
projects. West of Cheyenne, the
Lincoln Highway ascends the
Gangplank, a low-grade route from the
High Plains to the top of Sherman
Summit discovered by Union Pacific
surveyors in 1866. The original Lincoln
Highway passed close to the Union
Pacific's Ames Monument then
dropped south to Tie Siding before
turning north to Laramie.

Around 1919, the road was rerouted
over Sherman Summit and down
Telephone Canyon. In 1959 the Lincoln
Monument, a massive bust of Abraham
Lincoln, was constructed at the road's
highest point (8,835 feet) on Sherman
Summit, and the monument was
moved to a nearby Interstate 80 rest -
stop in 1968.

The Lincoln Highway followed the
Union Pacific Railroad in a broad,
northward arc across the Laramie Plain
from Laramie, through Bosler, Rock
River, and Medicine Bow before turn-
ing west again to Rawlins. In some
places along this stretch, the Lincoln
Highway braided stream corridor

includes no less than four generations
of roadway. Along much of its length,
the original 1913 trace is barely dis-
cernable.

The second generation Lincoln
Highway constructed between 1920
and 1923 was actually the first genera-
tion automobile road built by the state
of Wyoming. Even the LHA conceded
that the traffic warranted only a 24-foot
wide gravel road but nonetheless insist-
ed on referring to it as a "boulevard.”
The LHA contributed $20,000 from the
Willys-Overland Fund to construct the
Lincoln Highway through Carbon and
Sweetwater counties, which included a
number of concrete culverts and
bridges. The first hard-surfaced road
was constructed around 1931 as the
third generation Lincoln Highway, and
the wider U.S. 30 alignment was com-
pleted during the 1940s.

From Rawlins through Wamsutter to
Rock Springs, the Lincoln Highway
was relocated and constructed as a 24-
foot wide gravel road between 1920
and 1924. This section crosses the
Great Divide Basin with its Red Desert.
The Continental Divide runs along the
rim of the basin, so Lincoln Highway
motorists crossed the divide twice.

One of the Lincoln Highway's most
significant monuments stood on the
barren knoll at the Continental Divide
until its relocation to the Interstate 80
rest stop at Sherman Summit in 2001.
This is the Henry B. Joy Monument,
which was erected to honor the presi-
dent of the LHA and the Packard
Motor Company. Joy wanted to be
buried at this location. His wife, Helen,
ensured that he was not, but she had
the monument erected in 1938. It was
surrounded by a fence with four
Lincoln Highway markers.

~ West of Green River, WY, the original

Lincoln Highway followed the
Overland Trail through Telephone
Canyon until 1924, when a new road
was opened through the Green River

Lincoln Highway Special Resource Study and Environmental Assessment

The Abraham Lincoln
Memorial at the Sherman
Hill Summit in Wyoming




Valley. This second genera-
tion highway passed the foot
of Tollgate Rock and ran
along the base of the spec-
tacular Green River
Palisades before crossing the
longest Lincoln Highway
span in Wyoming, the 286-
foot long Green River
Bridge.

Farther west, near Moss
Agate Knoll, the original
Lincoln Highway hooked up
with the Oregon-California
Emigrant Trail, which angled
southwest from South Pass
to Fort Bridger. A more
direct alignment was constructed
through Little America in the 1940s. At
Granger Junction, the road split. After
1925, traffic bound for the Pacific
Northwest followed U.S. 30N (later
U.S. 30) to Kemmerer and then went
into Idaho's Snake River Valley.
California-bound traffic followed U.S.
308, the modern Lincoln Highway
replacement, to its reunion with the
1913 Lincoln Highway east of Lyman,
then through Fort Bridger, Evanston,
and into Utah.

Utah

Sixty-six years after Brigham Young
looked out over the Salt Lake Valley
and declared, "This is the place," the
Lincoln Highway followed the route of
the Mormons over the Wasatch
Mountains and into Utah. From the
Wyoming border, the route passed
through Echo Canyon to Main Forks
(a.k.a. Echo Fork) on the Weber River.
The Union Pacific Railroad rebuilt part
of this route during the early 1920s
when the old road was buried beneath
the heavy fill required by the double
tracking of the line.

The Proclamation Route of the Lincoln
Highway, influenced by the wishes of
Utah Governor Spry, turned north-
westward through Echo and Weber
Canyon to Ogden. From there the route
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turned south to Salt Lake City. In 1849,
Parley P. Pratt blasted the Golden Pass
Road through what was then Big
Kanyon. Decades later, the Union
Pacific Railroad drove a line down the
same narrow canyon, crisscrossing the
old wagon road.

With the Lincoln Highway, early guide-
books warned motorists to be careful
of the ten grade crossings that existed
within the canyon walls. As this was a
36-mile deviation, the LHA amended
the route in 1915 to drop this leg,
reverting to its first choice alignment,
which was south from Main Forks
along the Weber River Valley and
through Silver Creek Canyon to the
Wasatch Mountain summit, then along
the west slope through Parleys Canyon.

After the Ogden leg of the Lincoln
Highway was dropped, the highway
entered Salt Lake City on 21st Street
South (now 2100 South) to State Street,
where it turned south, then west again
on 33rd Street South (now 3300
South). By 1924, the Lincoln Highway
west from Salt Lake City had already
been rebuilt as the first piece of con-
crete pavement on the Lincoln
Highway in Utah. The hard surface
extended through the copper smelting
towns of Magna and Garfield, near the
shores of the Great Salt Lake.
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After rounding the northern tip of the
Oquirrh Mountains, the Lincoln
Highway struck west to Timpie near
the eastern edge of the Great Salt Lake
Desert. The original Lincoln Highway
circled around the south end of the
Great Salt Lake Desert through the
remote settlements of Fish Springs and
Callao to Ibapah, 6 miles east of the
Nevada line.

In 1919, the LHA made substantial
improvements to the route between the
Great Salt Lake and Ibapah. Carl Fisher
donated $25,000 to open a road over
the Onaqui Mountains at Johnson Pass.
This allowed the Lincoln Highway to
be redirected over an improved gravel
road through Tooele and Rush Valley,
leading to the abandonment of the
Skull Valley route. After passing over
the newly renamed Fisher Pass in the
Onagquis, the Lincoln Highway recon-
nected with the old route at Orr's
Ranch.

The success of the Fisher Pass
improvement was tempered by the fias-
co of what became known as the
"Goodyear Cutoff" farther west. Frank
Seiberling, president of both the LHA
and the Goodyear Tire and Rubber
Company, committed $100,000 to build
a 40-mile shortcut across the southern
tip of the Great Salt Lake Desert from
County Well - west of Orr's Ranch - to
Gold Hill. With this financial commit-
ment, the Utah State Highway
Department agreed to use its own
equipment and funds to finish the
road. When the state withdrew support
after only seven miles of grading and
gravel, the LHA's most acrimonious
relationship was initiated.

The Utah state government, realizing
that at least $100,000 more would be
required to finish the Goodyear Cutoff,
had reevaluated its long-term highway
plan and terminated the project.
Officials in the LHA were understand-
ably annoyed because of the large sum
of money that already had been invest-
ed in Utah and Nevada; this investment

would be negated because nearly 600
miles of Lincoln Highway between Salt
Lake City and Reno depended on the
completion of the Goodyear Cutoff.
Utah instead began to construct the

Wendover Road across the widest part '

of the Great Salt Lake Desert west from
Timpie to Wendover, UT, on the
Nevada line. This would keep southern
California-bound motorists in Utah
longer by forcing them to take the
Arrowhead Trail south from Salt Lake
City rather than the Lincoln Highway
to Ely, NV, and the Midland Trail
across Nevada to California.

To ensure the success of its plan, the
state of Utah refused to designate the
desert section of the Lincoln Highway
as part of its 7 percent interstate high-
way system, denying the route any
funds available through the Federal
Highway Act of 1921. At an extreme
cost, the Wendover Road was complet-
ed over 40 miles of salt flats in 1927. It
was part of the Victory Highway (U.S.
40), a late-arriving transcontinental
highway that continued on to San
Francisco via the Humboldt Valley in
northern Nevada. With this being the
only federal highway west from Salt
Lake City, the LHA was forced to swal-
low its pride and accept it as the route
of the Lincoln Highway, even though it
meant waiting until 1930 before a con-
necting road was built between
Wendover and the original Lincoln
Highway north of Ely.

After the Wendover Road was complet-
ed, few motorists made the deviation
south to Ely to cross central Nevada via
the Lincoln Highway, opting instead to
continue on the shorter Victory
Highway to Reno, where it rejoined the
Lincoln Highway. The Goodyear
Cutoff was absorbed by the U.S. Army's
Dugway Proving Ground in 1942.

Nevada
On a modern road map of Nevada, the

bold line marking Interstate 80 appears
to have an obvious routing along the
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This section of Lincoln Highway
across the Bonneville Salt Flats of
northern Utah represents onc of
the few road battles lost by the
LHA. The association had to
accept this route after the state of
Utah refused to recognizc its
more favored desert crossing far-
ther south, known as the
Goodyear Cutoff.




Humboldt River between Salt Lake
City and Reno. By comparison, the thin
line of U.S. 50, the route of the Lincoln
Highway, seems remote and tentative,
hardly the expected impression of what
was once the country's premier
transcontinental highway. With no
interstate access through central
Nevada, modern traffic to or from
California is carried far to the north or
south of the Lincoln Highway, which
may have resulted in its recent designa-
tion as the "Loneliest Road in America.
The Lincoln Highway was clearly the
best trunk road in Nevada until the end
of the 1920s, but its ultimate destiny
was largely determined by the physical
geography and historical events of
neighboring Utah. From 1913 to 1919,
the Lincoln Highway Association fixed
the main motor route between Salt
Lake City and San Francisco through
central Nevada. The expansive Great
Salt Lake Desert blocked the way west
from Salt Lake City, and there were few
funds available to build a road across
the barren salt flats. Such a road would
require heavy grading to raise it above
the level of the spring floods. The
Lincoln Highway was therefore routed
around the south end of the desert to
Ely.

The direct link between Salt Lake City
and Ely started to fade after 1919. This
was when the State of Utah reneged on
its contract to complete the Lincoln
Highway's Goodyear Cutoff across 20
miles of salt flats at the southern tip of
the Great Salt Lake Desert in favor of
the 40-mile long Wendover Road
through the heart of the desert farther
north. This road was designated part of
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the Victory Highway, a lesser-known
transcontinental motor road that also
stretched between New York and San
Francisco. The Lincoln Highway
Association fought the decision, and
did its best to mark and maintain its
route through western Utah, but it
became clear that the under-funded
Lincoln Highway would never be able
to attract the traffic drawn to the com-
pleted Wendover Road.

In 1927, the LHA abandoned its route
for the Wendover Road with the assur-
ance that Nevada would build an 80-
mile connecting road south from
Wendover to join the old route of the
Lincoln Highway north of Ely. This 80-
mile gap in the now more circuitous
Lincoln Highway was not spanned
until 1930, By then, the more direct
Victory Highway (U.S. 40) through
northern Nevada's Humboldt River
Valley had been improved enough to
capture most of the traffic traveling
across the Great Basin.

Before the Lincoln Highway, the
Humboldt River Valley was the pre-
ferred overland route across Nevada
used by the California Trail and the first
transcontinental railroad. Following
the river from Wells to Humboldt Sink,
the Victory Highway had lower grades
and crossed fewer mountain ranges
than the Lincoln Highway.

The Lincoln Highway's route through
central Nevada crossed five ranges with
elevations greater than 7,000 feet and
included grades as steep as 18 percent.
It essentially followed the trails and
wagon roads opened along the line of
the old Pony Express/Overland Stage
Route to serve metal mining and smelt-
ing towns such as Ely, Eureka, and
Austin. These towns lie in north-south
valleys that are separated by parallel
ridges. The towns are connected by
railroad branch lines northward to the
main line railroads in the Humboldt
Valley. Running transverse to the alter-
nating basins and ranges, the road
inherited by the Lincoln Highway was
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established as the only east-west trans-
portation link through central Nevada.

During the early years, there was much
optimism over road improve-
ments initiated by the LHA in
Nevada. As a large state with a
small population (a mere 80,000
people in 1920), there was very
little Nevada could do to improve
the route. Its section of the

Lincoln Highway was therefore

the recipient of substantial sums

of LHA money. General Motors
Corporation and Willys-Overland
Company were the financial
backers behind $115,000 of LHA
donations to improve six sections

- a total of 120 miles - of Lincoln
Highway between Ely and Reno.
Most of the projects were grading
and graveling undertaken in 1919,
the same year as Utah's ill-fated
Goodyear Cutoff. The roads across
Frenchman's Flat and Fallon Flats were
constructed, as was a section west from
the Eurcka-White Pine county line to
Devil's Gate.

Much of the road between Ely and
Eureka was completely relocated
northward during the early 1920s to
follow the current alignment of U.S. 50.
As a result, an array of lonely places
listed in the 1915 and 1916 Complete
and Official Road Guide of the Lincoln
Highway were absent from the 1924
edition, including Reipetown,
Kimberly, White Pine Summit, and Six-
Mile House. In 1924 and 1925, 50 miles
of new road was constructed over
Carroll Summit between Austin and
Eastgate, resulting in the rerouting of
the Lincoln Highway away from the old
Overland Trail through New Pass and a
saving of 15 miles. Ironically, a hard-
surface highway improvement project
in the 1930s relocated the Lincoln
Highway back to the original route.

The westward Victory Highway
rejoined the original Lincoln Highway
at Fernley, and both ran concurrently
through Reno and into California via

Donner Pass through the Sierra
Nevada. At Reno, the Lincoln
Highway's Pioneer Branch turned
south down Virginia Street to

Steamboat Springs and Carson City. At
the Nevada state capitol, the highway
turned west on King Street to climb the
tortuous King Canyon Grade to Lake
Tahoe before crossing the Sierra
Nevada. This alternate trans-Sierra
Lincoln Highway route was contrary to
the association's prime directive of
finding the best, most direct path to
San Francisco. It was part of the origi-
nal Proclamation Route and never
explained more than as a way "for
those tourists desiring to see Lake
Tahoe." The LHA did consider scenic
and historic attractions in its routing of
the Lincoln Highway, but the Pioneer
Branch was the only significant bifurca-
tion established essentially as a scenic

byway.

In 1921, the Fallon Cutoff opened over
a new gravel road from Carson City
east to Lahontan Dam, where it con-
nected with an old trail that continued
to the Lincoln Highway 9 miles west of
Fallon. This road replaced the section
of the Pioneer Branch that ran through
the Washoe Valley between Reno and
Carson City, and it actually made the
Pioneer Branch the shorter of the two
routes to Sacramento. West of Carson
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City, the steep, twisting King Canyon
Grade over the Carson Range's
Spooner Summit was eventually aban-
doned for an alignment farther south,
accessed via Stewart.

California

There were only two good passes from
central Nevada over the Sierra Nevada
to San Francisco, and the Lincoln
Highway used both. The main route
was over the 7,239-foot high Donner
Pass, which had been pioneered by the
California-bound Stephens party in
1844, but which was named for the
tragic Donner party, who were trapped
in the mountains over the winter of
1846-1847. West of Donner Pass, the
route passed from the Yuba River to
the Bear River Valley via Emigrant Gap,
then largely followed the interfiuve
above and between the steep walls of
adjacent valleys, as was typical for
trans-Sierra emigrant roads.

To tap into lucrative freight traffic, the
route was made passable in 1864 as the
Dutch Flat and Donner Lake wagon
road. It also served the construction
camps building the Central Pacific
Railroad (later renamed the Southern
Pacific) through the mountains. The
rail line was opened in 1868, and a year
later it became part of the nation's first
transcontinental railroad.

The wagon road was neglected until
resurrected as California State Highway
37 in 1909. Four years later it became
part of the Lincoln Highway. The road
also was marked as the trans-Sierra
route for the Victory Highway and,
after 1925, as U.S. 40. In 1964 Interstate
80 was opened through Donner Pass as
the Lincoln Highway's modern
transcontinental successor.

The original Lincoln Highway also
included the Pioneer Branch, which
split from the main Lincoln Highway at
Reno and extended south down the
Washoe Valley to Carson City. The
Pioneer Branch crossed the Carson
Range over Spooner Summit, wrapped
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around the south end of Lake Tahoe,
then breached the Sierra Nevada via
the 7,382-foot Johnson (Echo) Pass.
Once on the west slope, the road fol- .
lowed the American River's South Fork
to Pacific House, then on to Placerville,
reaching Folsom at the eastern edge of
the Sacramento Valley.

This trans-Sierra route was opened in
1848 by a party of Mormons headed
east to Salt Lake City soon after gold
was discovered at Sutter’s mill. El
Dorado, Sacramento, and Yolo coun-
ties constructed a public road in the
late 1850s. In the 1860s a series of pri-
vate turnpikes perfected what would
become the route of the Pioneer
Branch in 1913 and U.S. 50 after 1925.
The Lincoln Highway Association
established the branch as an alternative
scenic byway for tourists who wanted
to visit Lake Tahoe. After 1921, howev-
er, when the Fallon Cutoff opened a
direct road between Fallon and Carson
City, the Pioneer Branch became the
shorter of the two Lincoln Highway
routes to Sacramento, and it was just as
likely to be traveled as the other route.
Boy Scouts erected memorial concrete
posts along both routes during the final
marking of the Lincoln Highway in
1928.

The LHA's grand boulevard through
the Sierra Nevada was a narrow gravel-
surfaced road that was left to be buried
under heavy snowfall each winter. The
Tahoe Tavern on the shores of Lake
Tahoe presented an annual trophy to
the first California car to make it to the
resort each spring. The demands of a
growing skiing industry stimulated
winter maintenance of the Pioneer
Branch in the 1920s.

Significant improvements were made to
the Lincoln Highway's northern
Truckee route during the 1920s. In
1926 a shorter road carved out of the
Truckee Canyon replaced the Dog
Valley Road from Verdi, NV, to
Truckee, NV. Farther west, the old
Dutch Flat and Donner Lake Wagon
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Road had been abandoned for a new
alignment over Donner Pass, the
crowning achievement being the rain-
bow arch Donner Summit Bridge,
which was completed in 1926.

Early California-bound Lincoln
Highway motorists were all but fin-
ished with their journey after reaching
Sacramento. This was the location of
Sutter's Fort, where the westbound
wagon trains were broken up. During
Lincoln Highway's period of signifi-
cance, this was where the Truckee
route and the Pioneer Branch rejoined,
the former entering the city from
Auburn on 15th Street, the latter
approaching from Placerville on M
Street. It was smooth driving from
Sacramento to the coast; the entire
route already had been paved with con-
crete or concrete surfaced with bitumi-
nous macadam by 1924,

A different sort of barrier determined
the original route of the Lincoln
Highway between Sacramento and San
Francisco. In the middle of the Central
Valley, the south-flowing Sacramento
River meets the north-flowing San
Joaquin in California's Inland Delta, a
mammoth tidal marsh crisscrossed by
waterways and drainage ditches. From
here, the water of the Central Valley
drains west to San Francisco Bay. To
avoid this morass and the upper reach-
es of the bay, the Lincoln Highway fol-
lowed Stockton Boulevard south from
Sacramento through Galt and
Woodbridge to the inland port of
.Stockton, staying well to the east of the
Delta. Around 1920, the highway was
rerouted away from the Lower
Sacramento Road through Woodbridge
to a new alignment passing through
Lodi and entering Stockton on
Cherokee Lane.

From Stockton, the Lincoln Highway
swung south and west to Banta, taking
a bead on Altamont Pass and Dublin
Canyon as the way to cross the Coast
Ranges, the final mountain barrier to
the Pacific Ocean. The tightly twisted

Altamont Pass Road was bypassed with
the straighter alignment of U.S. 50 in
1938. On the bay side of the moun-
tains, the Lincoln Highway entered
Hayward on A Street, then turned
north on Foothill Boulevard to
Oakland. After turning onto High
Street, the Lincoln Highway followed
14th Street to 24th Street to 12th and
13th streets to Broadway in downtown.
Oakland. The ferry slips to San
Francisco were at the foot of Broadway,
currently the site of Jack London
Square.

In 1927, the Lincoln Highway was
rerouted to the north and west of the
Delta. This was the route of the Victory
Highway (U.S. 40), avoided by the orig-
inal Lincoln because of an unbridged
arm of San Francisco Bay that required
a ferry crossing at Benecia. In 1927,
however, the Carquinez Strait Bridge
opened at Vallejo, creating a more
direct link between Sacramento and
Oakland. The only obvious deviations
were between Davis and Dixon, where
the road followed the right-angle sec-
tion lines until being replaced by a
four-lane highway in the late 1940s.
South of Carquinez Strait, the Lincoln
Highway was marked along San Pablo
Boulevard to University Avenue in
Berkeley and then onto Berkeley
Marina. 4

Interestingly, a Lincoln Highway jour-
ney leaving from either terminal city,
New York or San Francisco, began with
a ferry crossing. The opening of the
Oakland Bay Bridge in 1939 made the
ferry crossing obsolete, but, until that
time the highway came ashore at the
Ferry Building, then coursed up
Market Street and west over Post and
Geary streets to 36th Street. After turn-
ing north for a block, the Lincoln
Highway entered Lincoln Park and its
western terminus at the Hall of the
Palace of Legion of Honor, overlooking
the Pacific Ocean.

Lincoln Highway Special Resource Study and Environmental Assessment




Above: An example of an automo-
bile showroom located within

mobile row.

Pittsburgh’s Lincoln Highway auto-

Top: Lincoln Highway monuments
flanking the entrance to Clink
Boulevard in Crestline, Ohio.

Chapter Three

Current Context of the Lincoln Highway

LEMENTS OF THE CORRIDOR

The routes of the Lincoln

Highway add up to approximately
5,000 miles in length. Properties that
contribute to the historic significance
of the Lincoln Highway include the
road itself, the views and vistas,
bridges, markers to help travelers find
their way, and numerous buildings that
served travelers during the period of
significance (1913-1956).

Of a potential 5,000 miles, the recon-
naissance survey conducted as part of
this project identified about 400 dis-
contiguous miles of road and bridges
that retain integrity. The survey also
revealed about 300 markers and about
1,000 buildings that retain integrity and
contribute to the significance of the
Lincoln Highway. These resources are
scattered throughout the length of the
highway's corridor, in each of the 14
states, including 122 counties and 22
major cities. Appendix D contains a
summary of the reconnaissance survey
results.

OWNERSHIP AND LAND USE

Although the roads of the Lincoln
Highway corridor are almost entirely in
public ownership (state, county, and in
some cases in the West, federal), build-
ings contributing to the significance of
the road are almost entirely privately
owned.

The road segments surveyed as part of
this study for their intact integrity are,
with a few possible exceptions, all
under public ownership, either as state
or county roads. The few exceptions
are no longer easily drivable "remnant”
roads that do not appear to be main-
tained. It is unclear who actually owns
these remnants, but none of the identi-
fied remnant roads contains "no tres-
passing" signs or is fenced off. Because
of this, it seems likely that these roads
are still on public land.

East of Wyoming, the viewshed along
identified segments of the road is most-
ly in private ownership. There are
expansive sections of land in the West,
however, in which the Lincoln
Highway crosses land managed by the
U.S. Forest Service (USFS), the Bureau
of Land Management (BLM), the
Bureau of Reclamation, and the
Department of Defense. Together,
these segments add up to perhaps 400
miles (see Appendix B). Notably, the
road itself across the federal lands is
typically not owned or maintained by
the federal government, although the
surrounding area is.

Of the identified buildings, nearly all
appear to be both in private ownership
and in commercial use. There are a few
exceptions - some buildings that are in
municipal ownership. The NPS team
that conducted this study tried to send
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letters to the owners of the 1,000 iden-
tified buildings but was unable to reach
about 40 percent of these owners,
either because the buildings appear
abandoned (8 percent) or because
addresses for them were unavailable.2
About 8 percent of the owners
returned the postcards included in the
mailing to request more information.

The ownership of the 300 concrete
Lincoln Highway markers identified as
part of this project is unclear. While
ownership of the markers may general-
ly follow the pattern of ownership for
other resources - those along road seg-
ments would be publicly-owned, those
in front of buildings would be private-
ly-owned -- further historical research
might also reveal that, at the time of
installation, these markers were "gifts"
to the municipality or county.

EXISTING IMPACTS AND THREATS

Because the same qualities that lend
historic roads integrity, such as narrow
alignments and older, less smooth sur-
faces, can pose safety concerns with
the speed demands of today's drivers,
maintaining those qualities can be chal-
lenging, The same demand for conven-
ient, efficient travel that led to the
building of the Lincoln Highway has
contributed to its destruction. Of the
roughly 5000 miles that comprise
routes of the Lincoln Highway, the sur-
vey identified less than ten percent of
roadway retaining integrity.

Fortunately, even while 90 percent or
so of the road itself has been signifi-
cantly altered, there are about 1000
buildings contributing to its signifi-

cance that remain. Six percent of these
properties appear to be abandoned or
neglected. Without further attention, it
is likely that these buildings will cease
to retain integrity. 49 of the 1471 sur-
veyed resources (road segments,
bridges, markers, buildings) are indi-
vidually listed on the National Register
of Historic Places3, providing them
some attention if there is a federally-
funded project potentially threatening
them.

INTEREST AND SUPPORT

During the scoping period for this
project (winter 2002), overwhelming
public support was expressed for the
preservation of Lincoln Highway
resources. State road departments
expressed both support of the project

-and concern about their ability to

maintain safety and efficiency stan-
dards for historic roads. A few respon-
dents specifically expressed their sup-
port for a national park along the
Lincoln Highway.

Approximately 600 people attended
public meetings for this study in
February and March 2003. A total of
900 comments were received at these
meetings and through the mail. The
feedback received during this comment
period expressing support for the
preservation and interpretation of the
Lincoln Highway reflected the same
general response that was received dur-
ing the scoping period - overwhelming
public support tempered by some con-
cern from public roads departments
(see Appendix F).

2The study team's method for locating addresses of surveyed properties was as follows: The survey team
recorded addresses of buildings as they surveyed them. Where street numbers were not visible on the
building, the team recorded the placement as best they could (for example, "at the corner of...") In these
cases, attempts were made to locate mailing addresses using business directories (e.g. the yellow pages).
Where exact street numbers could still not be located, a mailing was sent to the best address available
(e.g. an identified intersection). While that attempt was successful in some cases, roughly 100 letters were

returned.

31n total, 128 resources surveyed are on the National Register, either individually or within the boundaries

of a listed historic district (see Appendix C).
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POTENTIAL FOR PUBLIC
ENJOYMENT

It is difficult to predict how many peo-
ple could be expected to travel along -
the Lincoln Highway and visit historic
resources with a more comprehensive
and coordinated national program of
preservation and interpretation. No
reliable mechanism is in place to record
visitation to the two established long-
distance travel promotion programs for
the Lincoln Highway - the Lincoln
Highway Heritage Corridor of
Pennsylvania, and the Lincoln Highway
Scenic Byway Program of Illinois.

One indicator of interest in the high-
way might be the level of interest in the
subject matter generally - classic cars,
roadside attractions, and historic roads.

Old Cars Weekly, a magazine for classic
car enthusiasts, has 70,000 subscribers,
which indicates that there is a great
deal of interest in this subject matter.
However, Roadside, a magazine for
roadside attraction enthusiasts, halted
publication in 2001 because of an
unsustainably low level of interest. A
new magazine for fans of historic
roads, American Road, expects to near-
ly double the number of issues it prints
in the first year of production, from
5,500 to 10,000.4 Another indicator of
interest might be visitation counts for
individual museums dedicated to his-
toric roads. For example, at the
Powerhouse Museum along Route 66
in Kingman, AZ, which is dedicated to
telling the story of that historic road,
4,800 visitors signed the guest book
from July through September 2003.

4Data gathered in personal communication between magazine publishers and Ruth Heikkinen, Lincoln

Highway Study Coordinator, January 2004.

5«Visitors” Route 66 News, Fall 2003, page 3.
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Above: Hotel Yancy in Grand
Island, Nebraska-a flagship
hotel along the Lincoln
Highway built in the 1920s.

Top: Dunkle’s Gulf gas sta-
tion in Bedford, Pennsylvania.

Chapter Four

Evaluation of National Significance

RITERIA FOR NATIONAL

SIGNIFICANCE

According to NPS Management
Policies 2001, Section 1.3.1, to be con-
sidered nationally significant, a
resource must, after study by NPS pro-
fessionals in consultation with subject
matter experts, scholars, and scientists,
meet the following criteria:

« It is an outstanding example of a
particular type of resource.

« It possesses exceptional value or
quality in illustrating or interpreting
the natural or cultural themes of our
nation's heritage.

« It offers superlative opportunities for
public enjoyment, or for scientific
study.

» It retains a high degree of integrity as
a true, accurate, and relatively
unspoiled example of a resource.

In addition to meeting these four crite-
ria, it is important that a period of sig-
nificance for historic properties be
established. A period of significance is
the length of time when a property was
associated with important events, activ-
ities, or persons, or attained the charac-
teristics which qualify it for listing in
the National Register of Historic
Places.

LINCOLN HIGHWAY PERIOD OF
SIGNIFICANCE

For the purposes of this study, the
study team defined the historic period
of significance for the Lincoln Highway
as 1913 to 1956. This period encom-
passes the following events:

« the highway's inception as an early
transcontinental automobile road at
the behest of the Lincoln Highway
Association, founded in 1913

* the highway's rise to national promi-
nence through the LHA's influential
promotional and political acumen
during the 1920s

» the retention of the highway's nation-
al cultural identity and importance for
a considerable time beyond the disso-
lution of the LHA

« the highway's gradual and regionally
varied decline as a nationally impor-
tant representative of early named
highways that were eventually
supplanted by the modern interstate
highway system.

Several episodes in the complex evolu-
tion of what was to become the inter
state highway network played out from
the 1920s through the 1940s. However,
the modern interstate highway system's
funding and construction was fore-
stalled by events surrounding World
War II and then the Korean War.,
Construction was dramatically has-
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tened nationwide by the funding provi-
sions included in the Federal Aid
Highway Act of 1956, which President
Eisenhower signed on June 29, 1956.6
Secretary of Commerce Sinclair Weeks
immediately announced the allocation
of $1.1 billion to the states for only the
first year of what he called "the greatest
public works program in the history of
the world."” By August 1956, three
claims to the construction of the "first"
interstate highway had been staked,
two by Missouri and one by Kansas,
each dependent on a slightly different
definition of "first."8 Thus, the provi-
sions of the 1956 Act, its appropriated
funding level, and the immediate con-
struction of highway projects under its
auspices together signal a radical turn-
ing point in the historical development
of American highway building and a
logical termination for the Lincoln
Highway's period of historic and cul-
tural significance.

In addition, because of its transconti-
nental nature and its complex evolution
in the states through which it passes,
what was historically known and
understood as the Lincoln Highway is
not easily or neatly defined. The high-
way developed differently and at differ-
ent times in different areas of the coun-
try because of a variety of contributing
factors. Therefore, the Lincoln
Highway's applicable period of nation-
al significance fully encompasses this
fluid historical development and

_ reflects the highway's entire transconti-

nental range and important associated
cultural resources.

EVALUATION OF LINCOLN
HIGHWAY USING SIGNIFICANCE
CRITERIA

Outstanding Example

The Lincoln Highway is an outstand-
ing example of a particular type of
resource. Cultural resources that could
be considered of the same type as the
Lincoln Highway are other early
transcontinental named highways in
the United States, such as the following
Lincoln Highway contemporaries: The
Theodore Roosevelt International
Highway, the Yellowstone Trail, the
Pike's Peak Ocean-to-Ocean Highway,
and the National Old Trails Road.? All
these early named roads emerged dur-
ing the "Good Roads" movement in the
nation, which originated in the 1890s
both to help bicyclists maneuver quick-
ly around cities and to provide rural
roads to help farmers bring produce to
market.

The Theodore Roosevelt International
Highway, which extended from
Portland, ME, to Portland, OR, was
begun in 1919 by a group of Good
Roads boosters based in Duluth,
Minnesota, as a memorial to President
Theodore Roosevelt. Although it also
represented a memorial to a popular
president, this highway, perhaps
because of its northern route and
Canadian segments, did not retain a

6president Eisenhower acknowledged the influence of his personal experience as a young soldier in
the 1919 U.S. Army transcontinental convoy along the Lincoln Highway in his support for building a
sound national network of interstate highways through the 1956 legislation, a key accomplishment of
his administration. This convoy is explained in more detail later in this chapter.

7Weingroff, Richard F., "Federal-Aid Highway Act of 1956: Creating the Interstate System.” Summer
1996, Federal Highway Administration website at <www.fhwa.dot.gov>.

8Weingroff, Richard F, "Three States Claim First Interstate Highway." Summer 1996, Federal Highway

Administration website at<(www.fhwa.dot.gov>.

9IRoute 66, perhaps the best-known historic road in the United States, is not described here because it
neither a contemporary of the Lincoln Highway nor a transcontinental route. For a discussion of the

historic context of that road, see the introduction to chapter 5, where the NPS program to preserve and

_interpret Route 66 is described.




strong identity beyond the Good Roads
era. Today it consists of portions of U.S.
Highways 2, 11, and 12, among oth-
ers.10

The Yellowstone Trail, which extended
from Plymouth Rock, MA to Puget
Sound, WA, was established in 1912 by
a group of businessmen and Good
Roads boosters in Ipswich, SD. Unlike
the Lincoln Highway, however, this
highway originated as a regional tourist
route from Minneapolis to the north-
ern (automotive) entrance of
Yellowstone National Park and grew to
reach the coasts. Under the federal
numbering system of the late 1920s, the
Yellowstone Trail became parts of U.S.
Highways 10, 12, and 20.11

Similarly, the Pike's Peak Ocean-to-
Ocean Highway (New York, NY to Los
Angeles, CA) originated in the first
decades of the 20th century as a series
of regional or tourist routes. In the East
it was known as the Roosevelt
Highway, in the Midwest, both as the
White Way and as the Detroit-Lincoln-
Denver (DLD) Highway. Segments far-
ther west were known as the Pike's
Peak Highway. Today much of the route
is U.S. Highways 6 and 34. With its
beginnings as a series of regional or
tourist routes, the Pikes Peak/Roosevelt
Highway did not retain a strong identi-
ty as a single transcontinental high-
way.12

Another early transcontinental high-
way, the National Old Trails Road,
would extend from Baltimore, MD to
Los Angeles, CA. The highway's boost-
ers derived the name from the high-
way's proximity and routing along 19th

century transportation routes such as
the National Road, the Santa Fe Trail,
and the Oregon Trail. Today, the
National Old Trails Road is largely U.S.
40 and Interstate 70. In some states,
U.S. 40 retains a strong identification
with the early 19th century routes such
as the National Road.13

Since federal funding for road develop-
ment during the Good Roads move-
ment was minimal, anyone who wanted
a road built had to encourage area resi-
dents to lobby their local officials for
assistance. It was critical to gain public
name recognition for roads. Of the four
previously cited transcontinental high-
ways of the period, the Lincoln
Highway was both the most publicized
and the best known; as such, it repre-
sents the most successful private roads
campaign initiated during the Good
Roads movement.

Exceptional Value or Quality
The Lincoln Highway possesses
exceptional value or quality in illus-
trating or interpreting the natural or
cultural themes of our nation's her-
itage. The criterion of possessing
exceptional or quality is evaluated by
applying the national historic land-
marks (NHL) process as defined by the
NPS Management Policies 2001 for eval-
uating the significance of cultural
resources. National historic landmarks
are significant properties with excep-
tional value in representing or illustrat-
ing an important theme in the history
of the nation. They must meet at least
one of the following NHL criteria:
1. association with events that have
made a significant contribution to,
are identified with, or outstandingly

10Skidmore, Max. 1999. "From Portland to Portland: the Theodore Roosevelt International Highway,"
Society for Commercial Archeology Journal, vol. 17 no. 1, pp 14-21.

11Bedeau, Mike, 1996. “The Yellowstone Trail: A Good Road from Plymouth Rock to Puget Sound,”
Society for Commercial Archeology Journal, vol. 14, no. 1 pp. 33-36.

12Ahlgren, Carol, 1977. "Dry, Long, and Dusty: The Detroit-Lincoln-Denver (DL.D) Highway in
Nebraska," Society for Commercial Archeology Journal, vol. 15 no. 2; and Weingroff, Richard, 1996.
"When Highways Had Names, * Society for Commercial Archeology Journal, vol. 14 no. 1.

13V(/eingroff, Richard, "the National Old Trails Road Part 1: The Quest for a National Road." Federal
Highway Administration website at <www.fhwa.dot.gov> and Raitz, Karl, 1996. "The U.S. 40 Roadside,"
The National Road, edited by Karl Raitz. John Hopkins University Press.
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represent the broad national pat-
terns of United States history and
from which an understanding and
appreciation of those patterns may
be gained

2. association with lives of persons
nationally significant in the history
of the United States

3. representation of some great idea or
ideal of the American people

4. embodiment of distinguishing char-
acteristics of an architectural type
specimen exceptionally valuable for
the study of a period, style, or
method of construction or that rep-
resent a significant, distinctive, and
exceptional entity whose compo-
nents may lack individual distinction

5. composition of integral parts of the
environment that are not sufficiently
significant by reasons of historical
association or artistic merit to war-
rant individual recognition, but
which collectively compose an entity
of exceptional historic or artistic sig-
nificance or outstandingly commem-
orate or illustrate a way of life or cul-
ture

6. yielding, or being likely to yield,
information of major scientific
importance by revealing new cul-
tures or by shedding light on periods
of occupation over large areas of the
United States - such sites are those
that have yielded or may reasonably
be expected to yield data affecting
theories, concepts and ideas to a
major degree

The national significance of the
Lincoln Highway is reflected in two of
the above criteria, numbers 1 and 5. In
the following text, the Lincoln
Highway's significance is placed in
context of the larger multifaceted
American past with the use of the NPS
thematic view of history presented in
History in the National Park Service:
Themes and Concepts (1994). These
eight themes are as follows:

1.  Peopling Places
II.  Creating Social Institutions and
Movements

I1I. Expressing Cultural Values
IV. Shaping the Political Landscape
V.  Developing the American

Economy

VI. Expanding Science and
Technology

VII. Transforming the Environment,
and

VIII. Changing Role of the United
States in the World Economy

The significance of the Lincoln
Highway is best understood when con-
sidered in light of Developing the
American Economy (NPS historical
theme V) and Transforming the
Environment (theme VII).

NHL Criterion 1: Association with
Events. The Lincoln Highway is asso-
ciated with events that have made a sig-
nificant contribution to are identified
with or outstandingly represent the
broad national patterns of United
States history and from which an
understanding and appreciation of
those patterns may be gained.

The Lincoln Highway represents the
most successful private roads campaign
initiated during the Good Roads move-
ment. As mentioned earlier, this move-
ment was launched both to help farm-
ers bring produce to market and to
help bicyclists move quickly around
cities. However, soon after its initiation,
spurred on by the development of the
automobile, the Good Roads move-
ment adopted a more ambitious goal -
to facilitate long-distance travel by
motor vehicle. The automobile manu-
facturers and businessmen who formed
the LHA saw the economic potential
and benefit of improved roads. The
LHA was active from the establishment
of the route in 1913 through 1928. In
1926, the Lincoln Highway was includ-
ed in the new federal numbering sys-
tem as U.S. 30 for much of its route,
leading the LHA to end its active pro-
motion of the road two years later, in
1928.
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An example of a seedling mile in
Grand Island, Nebraska. A portion
of this road was demolished in
2000 when a new intersection was
built, although some of the historic
resource remains.

Between 1913 and 1928, the private
individuals at the helm of the LHA
worked to promote, improve, and mark
the Lincoln Highway across the coun-
try. The building of the Lincoln
Highway was accompanied by a pro-
motion campaign so successful that the
road's popular identity would outlast
the organization that built it by at least
thirty years.14 Perhaps more signifi-
cantly, the efforts of the LHA were
instrumental in developing the auto-
mobile's influence on the way of life in
20th century America.

The Lincoln Highway played a key role
in developing the American economy
in the area of transportation (NPS his-
torical theme V). The historical evolu-
tion of the national economy has :
depended on the extension and inte-
gration of transportation infrastructure
into new territories. The Lincoln
Highway represents both the extension
of a transcontinental auto road west-
ward and one of the early contribu-
tions to an integrated grid of national

highways.

The LHA's plans to build the highway
were reflective of other road-building
efforts of the time. The association
originally wanted to raise private funds
to build the entire route, but its mem-
bers soon realized that building
"seedling miles" — short stretches of
pavement designed to encourage.oth-
ers to build more stretches like it —
and encouraging public support for
completing the road was a more practi-
cal tactic. The LHA borrowed the idea
of seedling miles from the Bureau of
Public Roads, where the same idea was
called "object lesson roads." Complete
public financing of highway building
on a federal level was decades away at
the time the LHA was formed. The
techniques that the automobile indus-
trialists at its helm adopted are instruc-

tive to understanding the development
of highway engineering, policy, and
financing in America.

The Lincoln Highway provides numer-
ous examples not only of the evolution
of highways, but also of the evolution
of automobile-related commerce. Over
the course of the Lincoln Highway,
scores of commercial establishments
were built to serve travelers. In addi-
tion, existing pre-automobile business-
es refocused their establishments to
serve travelers on the Lincoln Highway.
These auto service, food, and lodging
establishments, which emerged to serve
this new group of travelers, have
become permanent features in our
American landscape.

The towns potentially on the highway
were keenly aware of the role the
Lincoln Highway would play in devel-
oping the American economy. As soon
as the idea of a cross-country Lincoln
Highway was publicized, towns and
states petitioned the LHA and compet-
ed with each other to be located along
the route. State and local governments
improved existing roads and promised
future funding of improvements as a
way to sway the alignment of the
Lincoln Highway in their favor. Once
the official route was established in -
1913, towns celebrated their inclusion
with bonfires, parades, speeches and
celebrations and, with the encourage-
ment of the LHA, renamed their main
streets "Lincoln Way." The arrival of
the Lincoln Highway, with its percep-
tion of progress, prosperity, modernity,
and connectivity, was a definitive
moment in the identity of many small,
isolated towns across the country. The
Lincoln Highway became representa-
tive of an American infrastructure in
transition between the dominance of
the railroad and the emergence of a
national, auto-based transportation
system.

14payrick, Kevin J., Learning from the Lincoln Highway: Idendity, Place, and a Pennsylvania Landscape.
Doctoral dissertation from the University of North Carolina. UMI Dissertation Services.
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In the first decades of the 20th century,
the emerging auto industry was not the
only group pursuing good roads.
Following World War I, the U.S. mili-
tary was interested in the quality and
availability of decent roads to mobilize
troops across the nation. In 1919 the
U.S. Army set off on a transcontinental
journey to test the efficiency of the
American road system in the interest of
national defense. From Washington,
DG, to San Francisco, CA, the convoy
traveled along the Lincoln Highway
from mid-Pennsylvania to California -
most of their trip. The convoy, accom-
panied by promoters of the Lincoln
Highway and meeting many along the
way, brought an enormous amount of
attention to the need for good roads,
particularly a transcontinental route
such as the Lincoln Highway. The mes-
sage all along their challenging route
was, if local and state governments and
organizations did not make an effort at
road improvement, then the Lincoln
Highway would be rerouted and pass
them by.

A young officer, Dwight D.
Eisenhower, was a member of the con-
voy and a witness to the meager road
system available across the United
States at this time. Eisenhower no
doubt kept this experience in his mind
when he signed the Federal Aid
Highway Act as President of the United
States in 1956, an act which, as men-
tioned previously, finally provided the
federal funding necessary to fully
implement a system of national
roads.15

The LHA's goal for the highway was to
connect American communities by
establishing and promoting an
improved, toll-free transcontinental
road. In doing this, the Lincoln
Highway played a key role in trans-
forming both the natural and the built
environment (NPS historical theme
VII). Today, it is easy to get lost trying
to follow this historic road across the
country as its path varies from rough
unpaved roads to high speed inter-
states. Ironically, this fact is actually a
testament to the success of the Lincoln
Highway. Transportation officials over-
the past 75 years have built on a central
idea of the original Lincoln Highway
promoters — that good roads could
play a pivotal role in economic devel-
opment — and applied it to developing
a vast network of roads across the
United States. Today, road building is
so prevalent that all other methods of
ground transportation are subordinate,
both in terms of usage and public fund-
ing, to vehicular traffic.16

The ability to shape nature through the
process of road construction was limit-
ed in the early days of the Lincoln
Highway; however, that ability became
more and more pronounced as the suc-
cess of early roads encouraged the con-
tinual advancements in road engineer-
ing.17 Moreover, the ease of traveling
in one's own car to remote corners of
the country gave Americans the ability
to look at nature differently, to experi-
ence it in new ways, and ultimately to
alter the natural processes in many
areas. Finally, the Lincoln Highway
contributed to the evolution of the

15 More information about this transcontinental convoy is available in Pete Davies, American Road: The
Story of an Epic Transcontinental Journey at the Dawn of the Motor Age. New York, 2002: Henry Holt

and Company.

16 About 5 percent of Americans use public transportation to commute to work; about 85 percent drive to
work. Over the past decade, rail and transit funding has averaged 20 percent of total government expen
diture - local, state, and federal - and highway funding has averaged 60 percent. Source: U.S. Bureau of
Transportation Statistics, National Transportation Statistics 2001 and Government Transportation

Financial Statistics 2001.

17 The study team thanks Bruce Seely, Chair, Department of Social Sciences at Michigan Technological
University, for this observation. Mr. Seely adds "Compared to the post-1945 construction patterns,
when machinery allowed road builders to completely alter the shape of nature, the impact on nature of
roads built in the 1920s and 1930s seems sedate and constrained.” (letter dated July 21, 2003).
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American landscape from a series of
urban centers and rural communities to
a radiating landscape of development.
This pattern of development, growing
out from the cities to create suburban
communities wherever there were
roads, was an outgrowth of the popu-
larity of the highways like the Lincoln

Highway.

To credit the Lincoln Highway with the
systemic changes to the environment
brought on both by the expansive net-
work of roads and by the proliferation
of automobiles of the 20th century
would be an overstatement. The
Lincoln Highway, symbolic of the
Good Roads movement, was only one
of many factors contributing to these
changes. Nevertheless, the Lincoln
Highway's significance reflects the his-
torical theme of transforming both the
natural and built environments through
highway planning, promotion, design,
and construction.

NHL Criterion 5: Exceptional as a
Collective Whole. The Lincoin
Highway includes sites that are com-
posed of integral parts of the environ-
ment that are exceptional as a collec-
tive whole but not necessarily as indi-
vidual components.

The Lincoln Highway corridor encom-
passes numerous buildings and struc-
tures that could be cited individually
for their historical significance. The
historical significance of the highway,
however, is better understood when
considered as a collective whole, or as
segments of concentrated resources.
The Lincoln Highway is a complex cor-
ridor that consists of original and sub-
sequent routes and includes roadways
constructed at different times from
1913 to 1956. During this time, the
road's promoters were continually
working to improve the route; thus,
they abandoned some of the earlier
sections. Today the highway may be
likened to a braided stream with as
many as four "generations" of road
offering different paths through the

Lincoln Highway Special Resource Study and Environmental Assessment

same area. Within the corridor are
numerous examples of roadside com-
mercial architecture that evolved
throughout the period of significance.

The Lincoln Highway linked town and
country, city and suburb. Its design ele-
ments and associated roadside land-
scape reflect both automobile age capi-
talism and government perceptions of
public roads. The appearance of the
Lincoln Highway landscape is largely
defined by the changing image of
modernity and its influence on archi-
tecture and highway design.

The Lincoln Highway landscape is a
representative example of automobile
culture and popular vernacular styles
as applied to the road and roadside of
one of America's first transcontinental.
highways. Of particular importance are
roadway remnants, structures, and
markers, along with roadside commer-
cial architecture in use during the
Lincoln Highway's period of signifi-
cance (1913-1956) and especially dur-
ing its heyday before the road was
numbered by the American Association
of State Highway Officials (1914-1928).
Roadway elements depicting changes
in highway design and engineering
standards are represented by the devel-
opment and evolution of the nation's
premier long-distance highway.

The Lincoln Highway's expansive his-
tory began at a time when automobiles
inherited a pre-modern road network
and continued through the construc-
tion of limited access bypasses. The
Lincoln Highway contains specific
examples of noteworthy highway and
bridge designs, as well as landscape
ensembles that illustrate changes in
highway and bridge design left near to
each other as a result of route succes-
sion and the construction of multiple
bypasses of different ages.

The Lincoln Highway's commercial
roadside buildings represent a transi-
tion in the architecture of automobile-
oriented retailing from early 20th cen-
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tury vernacular styles through numer-
ous periods of modern roadside archi-
_tecture, including: Early Auto, Art
Deco, Streamlined Moderne, Modern,
and Exaggerated Modern styles. The
Lincoln Highway's commercial road-
side is a testament to the economic
impact the highway had on the com-
munities it passed through.
Commercial roadside businesses most
" directly linked to the influences of the
Lincoln Highway are gas, food, and
lodging establishments from the period
of significance (1913-1956).

The Lincoln Highway also contains
auto-oriented commercial landscape
districts such as urban "automobile
rows" that resulted from an agglomera-
tion of auto show rooms, gas stations,
garages, hotels, and roadside restau-
rants along the main thoroughfare
leading into the central business dis-
trict. North Broad Street in
Philadelphia and Farnam Street in
Omaha are two noteworthy examples.
Other districts resulting from the influ-
ence of the Lincoln Highway are com-
mercial strips of motels, gas stations,
and restaurants at the edge of numer-
ous small towns, and "one-stop”
tourist centers containing gas, food,
and lodging accommodations as part of
a single operation. When taken collec-
tively, these resources tell the story of
the Lincoln Highway and its effect on
the American landscape.

Opportunities for Public
Enjoyment.

The Lincoln Highway offers superla-
tive opportunities for public enjoy-
ment or for scientific study. The
Lincoln Highway routes and associated
resources offer countless opportunities
for public enjoyment and for under-
standing the significance of this road
from coast to coast. Collectively, the
roadway and historic resources within
the Lincoln Highway corridor could
give the public the opportunities to
experience travel along the route remi-
niscent of the adventures enjoyed by
previous generations of Americans.

Individually, many of the adjacent his-
toric resources are accessible or could
be made accessible for public under-
standing and enjoyment.

“Today there is no nationally coordinat-
ed effort to provide for public enjoy-
ment of the Lincoln Highway and its
associated historic resources. However,
the current Lincoln Highway
Association, a reincarnation of the
organization that founded the road, is a
national organization with roughly
1,000 members that works to preserve,
interpret, improve access to, and pro-
mote the road to enthusiasts and the
general public. At present this organi-
zation does not have the capacity to
provide for the public enjoyment of the
road and its related resources consis-
tently on a national basis, but it does
provide a forum for coordinating local
efforts. A few regional efforts exist to
provide for the public enjoyment of the
Lincoln Highway. These efforts, which
are limited geographically, include the
Lincoln Highway Heritage Corridor in
western Pennsylvania and the Lincoln
Highway Scenic Byways in Ohio and
Illinois. Preservation and interpretation
efforts such as these are discussed in
more detail near the beginning of chap-
ter 5 of this study.

Integrity as a True, Accurate, and
Relatively Unspoiled Example
The Lincoln Highway in its entirety
does not retain a high degree of
integrity as a true, accurate, and rel-
atively unspoiled example of a
resource. The passages above demon-
strate that the Lincoln Highway pos-
sesses exceptional significance in illus-
trating or interpreting the heritage of
the United States with respect to three
of the four criteria for national signifi-
cance. The fourth criterion for national
significance requires that the resource
also retains "a high degree of integrity
as a true, accurate, and relatively
unspoiled example of a resource.” A
wealth of individual resources in the
Lincoln Highway corridor do retain

- integrity, as demonstrated by the find-
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ings of the reconnaissance survey con- °

ducted as part of this project. 1,500
resources were identified that con-
tribute to the highway's significance;
however, the Lincoln Highway as a
whole does not retain the necessary
high degree of integrity.

Appendix C lists the 49 incoin Highway
resources that are already individually
listed in the National Register of
Historic Places. In addition, at least 40
of the surveyed resources have been
determined eligible for listing by State
Historic Preservation Offices.

Because a variety of road and roadside
resources contribute to the significance
of the Lincoln Highway, it would be
important for a wide cross section of
those resources to be present through-
out the corridor nationally at a density
that would approximate the highway's
appearance during its period of signifi-
cance in order for the entire highway to
retain integrity. However, there are
large stretches of this corridor that
retain only one or two features to
remind today's travelers of the history
of the road. Along many stretches,
there are no such features. The recon-
naissance survey identified less than
ten percent of the road and its associat-
ed landscape as retaining integrity.

As mentioned previously, a wealth of
individual resources retain integrity
throughout the Lincoln Highway's
5,000 miles. In some places, these
resources are grouped so close togeth-
er that the district in which they are
located may be eligible for designation
as a historic district. The National Park
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Service would welcome nominations
for both national register and national-
historic landmark listings of significant
Lincoln Highway resources. However,
since the entire corridor does not
retain a high level of integrity, the
Lincoln Highway does not meet the
necessary criteria for national signifi-
cance to warrant its inclusion in the
national park system.

In summary, the Lincoln Highway's sig-
nificance is reflected in three of the
four necessary criteria -it is an out-
standing example of a particular type
of resource; it possesses exceptional
value or quality in illustrating or inter-
preting the natural or cultural themes
of our nation's heritage; and it offers
superlative opportunities for public
enjoyment or for scientific study.
However, as a whole, it does not retain
a high degree of integrity as a true,
accurate, and relatively unspoiled
example of a resource.

Because the Lincoln Highway does not
meet all the significance criteria for
inclusion in the national park system,
neither analysis of the suitability and
feasibility of managing the Lincoln
Highway as a unit of the system nor an
assessment of whether or not direct
NPS management would be necessary
is included in this study. The possibility
of including a small part of the highway
in the national park system was consid-
ered during this project, but that possi-
bility was eliminated from further
study. This decision is described in
more detail in chapter 5.
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Above: The Red Bat's Nest, an
early auto roadside restaurant in
domestic vernacular style in Fulton
County, Pennsylvania.

Top: The Lincoln Mator Court in
Bedford, Pennsylvania, an early
auto cabin court.

his chapter describes existing

means of protecting historic

roads for public enjoyment and
presents a range of viable management
alternatives for the Li