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CHAPTER I 

INTRODUCTION 

The Fort Worth and Denver City Railway Company (Fort 

Worth and Denver) was designed in the 1870s to offer rail 

service to the New Mexico Territory, the western-most 

border of Texas. Construction began from Fort Worth in 

1882. The line reached the New Mexico Territory, 

crossing the Canadian River, in January 1888. By April 

1, the through line from Fort Worth to Denver was 

complete and open for business.''' 

In the early 1800s, Zebulon Pike described the Great 

Plains as a desolate, empty desert. In the late 

nineteenth and early twentieth centuries, however. West 

Texas possessed great potential for settlement and 

development.^ Settlement in the Texas Panhandle began in 

'''Summary of the History of the Fort Worth and Denver 
Railway Company, page 1-3, Wallet 1 of 1, Southwest 
Collection/ Special Collections Library, Texas Tech 
University. 

^Jan Blodgett, Land of Bright Promise: Advertising 
the Texas Panhandle and the South Plains, 1870-1917 
(Austin: University of Texas Press, 1988), 5-11; Henry 
Nash Smith, Virgin Land: The American West as Symbol and 



1887 as the Fort Worth and Denver City Railway Company 

completed construction of a railroad line that stretched 

beyond most known communities in West Texas. With the 

arrival of rail service in the Panhandle, the population 

of West Texas grew from 4,142 in 1850 to 755,260 by 1900. 

Between 1889 and 1899, the railroad actively promoted 

immigration to West Texas. Childress, Clarendon, 

Amarillo, and Dalhart, as well as several other towns, 

emerged as viable communities along the "Denver Road."^ 

The major attraction for immigration came from the 

extension of rail service to the Panhandle. Cattle 

ranches historically dominated the region, but with the 

arrival of the railroad and advances in dry land farming 

techniques, the Texas High Plains became a promised land 

for cotton and wheat farmers. In fact, by the 1920s, 

cotton production eclipsed cattle ranching in the 

region.* The influx of farmers affected cattle ranchers 

Myth (Cambridge: Harvard University Press, 1950), 181-
184. 

^W.C. Holden, "Immigration and Settlement in West 
Texas" WTHAY June 1929 (72-94). Vol V. Abilene, Texas. 

^Lester F. Sheffy, Francklyn Land and Cattle Company 
(Austin: University of Texas Press, 1963), 259. 



already operating in Northwest Texas. In 1885, Colonel 

W. E. Hughes, addressing the Texas Cattlemen's 

Association Convention described the relationship between 

the cattleman and the farmer. 

The ranchman of the plains was not to be a 
permanence. . . .His mission was to precede the 
agriculturalist and stock farmers, and until a 
changed order to things should make agriculture 
profitable, or possible, it was his to 
establish, maintain, with profit to the state, 
a valuable industry. He represented as it were 

5 

an era-an epoch-a step in social progress. 

Hughes indicated that cattle ranches were the natural 
6 

precursor to farming on the Great Plains. 

Though not an easy area to cultivate, farmers 

flocked to the region, nonetheless. As Henry Nash Smith 

explained in Virgin Land: The American West as Symbol and 

Myth, boosters and land agents utilized many myths to 

entice settlers to come to the plains. The "myth of the 

garden" brought settlers looking for a land flowing with 

milk and honey, fertile soil and ample rainfall. The 

myth that "Rain Follows the Plough" persuaded settlers 

^Ibid. 

^Ibid. 



that the "magical stroke" of the plow "calls down the 

life-giving waters upon the land." Though these mythical 

arguments were most influential during and after the 

Civil War period, they still proved persuasive in the 

7 

early twentieth century. 

Between 1890 and 1917, farming dominated the economy 

of the Panhandle and South Plains regions of Texas. The 

Fort Worth and Denver City Railway Company published a 

pamphlet to advertise the Texas High Plains. In the 

publication. Facts About Texas, with Special Information 

Concerning the Panhandle, railway promoters appealed to 

the individual farmer over the cattle rancher. Boosters 

predicted that the small farmer who combined tilling the 

soil with livestock raising would edge out the large 

cattle syndicates. Additionally, promoters almost warned 

cattle ranchers that they must accept the new order of 

7 

Blodgett, Land of Bright Promise, 5-11; Smith, 
Virgin Land, 181-184. 



things and recognize the "widening capabilities of the 
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plains." 

The history of the Fort Worth and Denver City 

Railway is closely tied to the histories of the 

communities established along the line in the Texas 

Panhandle. As the railroad pushed northwestward, 

building from Fort Worth toward Denver,^ Colorado, 

townsite and improvement companies worked diligently to 

populate the region along the new route. The settlement 

of the Texas Panhandle, therefore, was a direct result of 

the construction of the Fort Worth and Denver City 

Railway. 

Although the population of the Panhandle grew slowly 

toward the end of the nineteenth century, the early 

decades of the twentieth century brought rapid growth and 

development to the region. Newspaper editors, town 

booster societies, real estate agents and land 

8 

Fort Worth and Denver City Railway Company, Facts 
About Texas, with Special Information Concerning the 
Panhandle and the Country on the Line of the Fort Worth 
and Denver City Railway and its Extension to Denver, 
Colorado (n.d.), 28. 



speculators, landowners and the railroads themselves all 

continued the work of the early boosterism from the 

1800s. These efforts resulted in increased immigration 

to the region between 1900 and 1917. Town builders and 

boosters left no stone unturned in their search for new 

inhabitants. Railroads offered special excursion rates. 

Local communities sponsored agricultural fairs and 

expositions to attract the attention of potential 

immigrants. Realtors published and distributed colorful 

promotional brochures across the nation. 

As the population of the Texas Panhandle increased, 

each community along the Fort Worth and Denver City 

Railway exhibited a united community spirit. With viable 

populations in place, towns such as Dalhart, Amarillo, 

and Childress worked toward economic development. 

Community residents chartered county and regional 

agricultural fairs to showcase local produce. With the 

increase in automobile traffic in the early years of the 

twentieth century, local groups also formed "good roads" 

associations in order to lobby for improved roadways. 

T̂he city of Denver was originally known as Denver 
City-

6 



The activity level of the Panhandle citizens signified an 

enthusiastic population base focused on the economic and 

social development of the Texas Panhandle. 

In most instances, the Fort Worth and Denver City. 

Railway Company fully supported the concerns and efforts 

of Panhandle residents to promote their communities. 

From time to time, however, the goals of the railroad 

clashed with the desires of local residents along the 

line. Almost without fail, the Fort Worth and Denver 

decided in favor of its own economic interests instead of 

the desires of local citizens. Although the Fort Worth 

and Denver valued the populace of the Panhandle 

communities, it was clear that the economic objectives of 

the railroad superceded concern for area residents. 

In the early twentieth century, employees of the 

Fort Worth and Denver Railroad represented the core of 

the population in the Panhandle communities. The 

employees played important roles in the construction, 

operation and maintenance of the railroad. Union 

membership was an important part of the lives of railroad 

employees. Although many former employees held the Fort 

Worth and Denver Railway Company in high esteem. 



conflicts between labor and management often occurred. 

Struggles over the eight-hour workday, for example, 

affected Fort Worth and Denver employees in Texas just as 

it did nationwide. Additionally, wage disputes sparked 

contention. The most notable event which affected 

relations between the Fort Worth and Denver and its 

employees was the 1922 National Shopmen's Strike. The 

event, which sent ripples throughout the nation, had a 

significant impact in the Texas Panhandle. For Fort 

Worth and Denver employees, one major result was the 

decision by the railroad to break from the American 

Federation of Labor and establish company unions. 

In spite of the various conflicts of interest 

between the Fort Worth and Denver City Railway and 

community residents, the railroad played an essential 

role in the settlement and development of the Texas 

Panhandle in the early twentieth century. The two 

entities existed in a symbiotic relationship. The 

settlement, expansion and development of the Texas 

Panhandle justified the construction of the Fort Worth 

and Denver City Railway. At the same time, the first 

railroad constructed through the Texas Panhandle 

8 



justified widespread immigration to a region once 

characterized as uninhabitable territory. 

Although much has been written on the early history 

of the Fort Worth and Denver City Railway, very little 

attention has been paid to the effect of the railroad on 

the Panhandle communities during the twentieth century. 

Richard C. Overton's work. Gulf Coast to Rockies: The 

Heritage of the Fort Worth and Denver-Colorado and 

Southern Railways, 1861-1898, published in 1953, serves 

as a comprehensive history of the early stages of the 

railroad. Overton's work focuses upon the key 

individuals within the company, those who raised money, 

acquired right-of-way, and secured legislative protection 

for the construction of two important railways in the 

American West, the Fort Worth and Denver and the Colorado 

and Southern. In a later work, Burlington Route: A 

History of the Burlington Lines, Overton detailed the 

economic history of the Fort Worth and Denver and many 

other railroads absorbed as part of the Burlington system 

in the twentieth century. Both of Overton's books mark a 

significant contribution to the history of railroads and 

their impact in the American West. Overton fails. 



however, to address specifically the relationship between 

Panhandle residents and the Fort Worth and Denver City 

Railway Company. 

The focus of this work is the history of the Fort 

Worth and Denver City Railway and its impact as an 

agricultural line on the communities of Northwest Texas. 

More specifically, this study concentrates on the history 

of the railroad and its role in the settlement and 

development of the Panhandle, focusing on the peak growth 

period, 1885 to 1917. The Fort Worth and Denver City 

Railway and the related feeder lines represent the last 

of the major railroad construction efforts in Texas. The 

urban landscape of West Texas was transformed due to the 

extension of rail service in the early decades of the 

twentieth century. 

The Fort Worth and Denver was not only important to 

the farmers and ranchers who settled in West Texas, but 

the railroad also provided increased economic 

opportunities through employment with the company. D. P. 

Dodge, T. L. Kanan, Manuel Puma, W. L. Durway, Lee 

Morris, D. 0. Nash and many others shared their personal 

histories as employees of the Fort Worth and Denver 

10 



between 1900 and 1950. All worked in the principal areas 

served by the line, i.e.. Fort Worth to Wichita Falls to 

Childress to Amarillo and many towns in between. 

Although their specific jobs with the railroad varied, 

many of their experiences were the same. Many of them 

experienced the struggle between organized labor and 

management during the National Shopmen's Strike in 1922. 

Additionally, employees of the Fort Worth and Denver 

Railroad endured the Great Depression and the subsequent 

economic boom that accompanied American participation in 

World War II. These men took great pride in calling 

themselves "railroad men," and most belonged to a trade 

union, another relatively neglected area in Texas 

history. 

The construction and operation of the Fort Worth and 

Denver Railroad not only brought jobs to northwestern 

Texas. The migration of new groups of people to the 

Texas high plains also resulted in the growth of new 

towns and communities. Places that are barely 

represented in current census data were once "hub" cities 

along the railroad. Henrietta, Texas, near Wichita 

Falls, was, at one time, poised and ready to become the 

11 



largest city in northwest Texas. The railroad played an 

integral role in the settlement and development of 

western Texas during the first half of the twentieth 

century. 

In the aftermath of World War II, the Fort Worth and 

Denver Railroad experienced a steady decline that was not 

only part of economic change in Texas, but also part of 

major shifts in the nation's transportation industry as a 

whole. World War II brought an increase in federal 

funding for highway construction, which proved to 

stimulate the trucking industry- The decline of 

railroads was a direct result of the growth of truck 

lines as a form of transporting goods. The growth of 

commercial airlines also contributed to the decline of 

the railroad business. As Panhandle residents embraced 

the freedom and individualism offered by automotive 

travel, freight and passenger business for the Fort Worth 

and Denver suffered. 

Railroads made a significant contribution to the 

history of the American West. The story of settlement, 

expansion and development in the Texas Panhandle is part 

of the larger narrative concerning the impact of 

12 



transportation in the modern West. The Fort Worth and 

Denver City Railway gave birth to many of the communities 

in Northwest Texas. A seemingly uninhabitable region 

became populated rapidly with the coming of the railroad. 

13 



CHAPTER II 

EARLY HISTORY OF THE FORT WORTH 

AND DENVER CITY RAILWAY, 1850-1888 

By 1850, railroad mileage in the American West 

remained scarce. The population of Texas hovered at 

around 200,000 people, most of whom lived in the southern 

regions of the recently annexed state. Galveston rivaled 

San Antonio and Houston for the coveted status of leading 

cities in Texas, competing over the regional cotton and 

sugar cane trade. Far north of the coastal rivalry, 

Dallas hosted a brick factory and a wagon works. About 

thirty miles west of Dallas, the garrison at Camp Worth 

guarded the frontier. "The line of westernmost 

settlement ran from Gainesville through Dallas, and Waco 

to Austin, west to Fredricksburg, then southeast to 

Corpus Christi, with a spur up the Rio Grande to Eagle 

Pass."^ West Texas was uncharted, unsettled territory. 

It was the land of fierce native tribes, including the 

Comanche and Kiowa Apache. It was the treeless, semi-

Îra G. Clark, Then Came the Railroads: The Century 
from Steam to Diesel in the Southwest (Norman: University 
of Oklahoma Press, 1958), 7, 12. 

14 



arid landscape, the southernmost portion of the Great 

American Desert, so described by Stephen Long and Zebulon 

Pike. West Texas was a place one traveled through, not 

to. 

The process of settlement in the Texas Panhandle 

began as a slow one. The Texas High Plains presented 

several challenges for new immigrants. Among those was 

the threat of Indian attack. During and after the Civil 

War, Native Americans living in West Texas pushed the 

line of settlement eastward. Only the bravest settlers 

remained in the region after the defeat of the 

Confederacy- The United States Army's presence in the 

West changed significantly during and after the Civil 

War. Forces stationed at frontier posts decreased in 

size as soldiers left to fight for the Confederacy. 

Frontier residents established volunteer armies. As the 

men left to fight, women, children, and older men 

remained behind, faced with the constant threat of 

danger. "When the Indian warriors found they could 

15 



defeat the few ill-trained forces remaining, fighting 

increased, and by 1863 major warfare had begun."^ 

By the 1870s, with the war over, the United States 

Army engaged, once again, in major campaigns against 

Plains Indians to force them back to their reservations 

and remove the threat of attack on the frontier of Texas. 

For almost ten years, Comanche and Kiowa Apache engaged 

in heavy raids on the inhabitants of West Texas. In 

1872, Colonel Ranald Mackenzie led federal troops in 

search-and-destroy missions throughout the Texas 

Panhandle. "̂  

The mission culminated in the Red River War of 1874-

75. An estimated three thousand troops faced the 

Comanche, Kiowa Apache and Cheyenne in what marked the 

last major Indian war on the southern plains. By June of 

1875, Quanah Parker surrendered at Fort Sill, Oklahoma, 

signaling the end of the war. 

Other difficulties faced new settlers to West Texas. 

J. Evetts Haley described the difficulties of life in the 

^Paul H. Carlson, The Plains Indians (College 
Station, Texas: Texas A&M University Press, 148. 

^Ibid., 159-160. 

16 



Panhandle. Those were hard, frugal days, trying the 

resources and ingenuity of the settler who first 

attempted to till the soil. Usually he lived in a dugout 

in the ground, packed or hauled water from great 

distances away, burned cow chips for fuel, and otherwise 

adapted himself to the vigorous clime if he stayed on his 

claim. Yet, along advancing railroads washed that 

restless tide of immigration symbolized by the man with a 

hoe.* 

The arrival of the livestock industry to western 

Texas challenged former perceptions of the region. In 

1857, Charles Goodnight began driving cattle in and 

around Palo Pinto County in the Cross Timbers region of 

West Texas. Goodnight teamed with Oliver Loving in 1866, 

driving a herd of cattle northwesterly along the Pecos 

and Concho Rivers, thus launching the first successful 

drive along what became known eventually as the 

Goodnight-Loving Trail. After a few years in Colorado, 

Goodnight moved his herd to the Panhandle of Texas. In 

'j. Evetts Haley, Charles Goodnight, 381 

17 



1876, he settled along the creeks and draws of the Palo 

Duro Canyon.^ 

Upon his permanent arrival on the Texas High Plains, 

Charles Goodnight partnered with John Adair and founded 

the historic JA Ranch. Goodnight was one among many 

ranchers who immigrated to the Panhandle of Texas to take 

advantage of the short grasses. Colonel T. S. Bugbee, 

Major George W. Littlefield, and "a score of other 

pioneers. . . ushered in the era of the open range and 

the fenced cattle kingdoms."^ Goodnight's decision to 

settle in Palo Duro Canyon represented an attempt to 

resolve one of the more serious issues facing ranchers, 

the need for a steady and reliable water supply.^ The 

rich, short grasses were of no use without reliable water 

resources. Ample water supply lay in the Ogallala 

'ibid. 

^Richard C. Overton, Gulf Coast to Rockies: The 
Heritage of the Fort Worth and Denver-Colorado and 
Southern Railways, 1861-1898 (Austin: University of Texas 
Press, 1953), 36. 

18 



Aquifer, but it was the 1880s before ranchers had the 

technology to access the water table.^ 

In addition to taming the wild plains of the Texas 

Panhandle, ranchers made plans for connecting their 

livestock with northern meat-packing interests in order 

to meet demands on the east and west coasts. The most 

obvious choice was via trail drives. The trail driving 

system, however economical, lived a short life. As the 

Texas ranching industry grew, problems arose. Large and 

small investors from the eastern United States as well as 

Europe risked their money in the cattle business. Many 

syndicates, including the Matador Land and Cattle 

Company, invested millions in the cattle industry. As 

the ranching industry boomed on the Texas High Plains, 

ranges became crowded. A series of blizzards and 

droughts from 18 85 through 1887 compounded problems for 

ranchers. Finally, the proliferation of "Texas fever" 

led many ranchers to consider "closing" the open range.^ 

^Haley, Charles Goodnight, 295-313 

^Ibid., 320-327. 
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Splenic, or Texas, fever destroyed domestic cattle 

in the years immediately following the Civil War.^° The 

hearty breeds of Texas Longhorn cattle possessed immunity 

to the disease but yet proved to be significant carriers 

for the illness. Texas herds mixed with susceptible 

northern cattle, spreading the disease. The effect was a 

significant number of deaths among northern herds. 

Congress, demonstrating concerns over disease control in 

the livestock industry, created the Bureau of Animal 

Husbandry within the United States Department of 

Agriculture in 1884. The commissioner of the bureau 

possessed the power to prevent interstate transportation 

of diseased stock. The original legislation concerned 

pneumonia-infested livestock bound for the European 

markets. Wyoming legislators, however, secured an 

addendum attached to the bill which targeted livestock 

infested with Texas fever. Texas Senators insisted that 

the sickness existed "only in the Northern imagination" 

and successfully prevented inclusion of the Texas fever 

°̂Texas fever was a parasitic disease which 
originated in ticks. The disease was carried by the 
immune Texas longhorns which wiped out short horn cattle. 
See Richard W. Slatta, Cowboys of the Americas (1990) and 
Robert Dykstra, Cattle Towns (1968). 
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provision. Under pressure from area farmers, the Kansas 

state legislature established quarantine districts in 

which Texas cattle were not allowed. Such "blanket 

quarantine laws," however, were deemed unconstitutional. 

Concerns over Texas fever combined with other 

factors encouraging ranchers to consider closing the open 

range. As railroads extended in the western United 

States, it was no longer necessary to drive cattle along 

the trails blazed immediately after the Civil War. One 

factor seemed more important than others. Joseph 

Glidden, an Illinois farmer, invented "a superior barbed-

wire" in 1873.^^ By the 1880s, it was widely available to 

Texas ranchers. Henry B. Sanborn teamed with Glidden and 

the two engaged in ranching in the area of what would 

later be Amarillo. Glidden introduced his invention to 

ranchers in the Panhandle. Large ranches were fenced. 

^^Robert Dykstra, The Cattle Towns (New York: Alfred 
A. Knopf, 1968), 302, 333-334; Robert V. Hine and John 
Mack Faragher, The American West: A New Interpretive 
History (New Haven: Yale University Press, 2000), 325. 

^̂ Paul H. Carlson, Texas Woollybacks: the range sheep 
and goat industry (College Station: Texas A&M University 
Press, 1983), 99. 
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therefore reducing the open land and greatly affecting 

the movement of livestock across Texas.^^ 

Fencing came at a price, however. Widespread use of 

barbed wire marked the end of the open range. Walter 

Prescott Webb described the tremendous effects of barbed 

wire on the range. "The advent of barbed wire was an 

important factor in the decline of the cattle kingdom," 

wrote Webb. He went on to describe the effects of barbed 

wire in leading to the extinction of the free and open 

range. Webb charged barbed wire with sounding the "the 

death knell of the native longhorn." Such drastic 

consequences became more severe with the introduction of 

blooded, or purebred, livestock, through isolation and 

segregation of cattle. Finally, Webb argued, barbed wire 

ended the "long drive, made the cattle trail a ^crooked 

lane,' and forced the cattleman to patronize the 

railroads whether he would or not." Ironically, the 

later arrival of railroads in areas like the Texas 

Panhandle made long-range cattle drives outside the state 

obsolete. No longer did cattlemen have to drive their 

herds hundreds of miles to find the nearest railhead. 

"ibid, 
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with the arrival and widespread use of barbed wire, stock 

farming slowly replaced cattle ranching as the dominant 

industry on the Great Plains."̂ * 

With the closing of the range, fence-cutting wars 

broke out across the state in the first half of the 

1880s. More than half of Texas's organized counties 

experienced fence cutting in 1883. In 1884, Texas 

Governor John Ireland called a special session of the 

Texas legislature to address the problem. The leadership 

in Austin passed a series of laws to curtail the problem. 

Not only was fence-cutting a felony offense, but it was 

also illegal to fence off land not owned or leased. 

Combined efforts of sheriffs and local law enforcement, 

the Texas Rangers, and the public at large worked 

collectively to end fence cutting by 1890. 

The closing of the range, therefore, marked a major 

turning point in the settling of the American West. The 

western regions of Texas serve as an example of this. 

"Walter Prescott Webb, The Great Plains (Lincoln: 
University of Nebraska Press, 1931), 312-313. 

^'Carlson, Texas Woollybacks, 99; Haley, Charles 
Goodnight, 18 5. 
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"The invention of barbed wire revolutionized land values 

and opened up to the homesteader the fertile Prairie 

Plains." Inexpensive fencing allowed farmers to "stake 

out their free homesteads."" As Ira G. Clark, a historian 

of Texas railroads, has argued, "West Texas proved two 

points indisputably . . . .One was that a railroad alone 

could not attract settlers," he said, "there had to be 

some means of livelihood along the line before it could 

draw population." The other point which Clark noted 

referred to the general disposition of the immigrants to 

settle along the railroads . ̂^̂  

The Texas Almanac for 1910 supports Clark's 

argument. Without railroads, western Texas would not 

have developed into the settled, thriving agricultural 

region that defines it today- "With them it is the home 

of as energetic, as industrious, as resourceful, as 

educated, as refined a people as the United States or any 

other country possesses." Agricultural and industrial 

^%ebb. Great Plains, 317 

"ibid. 

18 Clark, Then Came the Railroads, 184. 
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growth relied upon the development of a transportation 

network, and thus had to wait for the construction of 

railroads and, later, highways, in order to get their 

products to market.^^ 

With the Indian presence removed and the range 

closed, the Texas Panhandle was ready for significant 

settlement and development. As the last vestiges of 

frontier life in West Texas began to fade into a distant 

memory, visionaries in Fort Worth were working out plans 

to build a railroad into the remotest region of the 

state. ̂° 

Colonel Warren H. H. Lawrence originated the idea 

for the Fort Worth and Denver City Railway- Born in 

Ohio, Lawrence "had sensed the magnificent promise of the 

West." He moved to Kansas during the Civil War and 

actively participated in politics, serving as secretary 

of state in Topeka for four years. In 1868, he relocated 

^̂ Texas Almanac and State Industrial Guide for 1910 
(Dallas, Texas: A. H. Belo and Company, Publishers, 
1910), 167; S. G. Reed, A History of the Texas Railroads 
and of Transportation Conditions under Spain and Mexico 
and the Republic and the State (Houston: St. Clair 
Publishing, 1941), 392. 

^°Carlson, Plains Indians, 159-160 
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to Fort Worth. Almost immediately, he began to consider 

a rail line from the Gulf Coast of Texas to the Rocky 

Mountains of Colorado. He shared his idea with Colorado 

Congressmen, John Evans and Jerome B. Chaffee, and a 

young cashier at the First National Bank of Denver, David 

A. Moffat. The idea was discussed for less than a year 

before Lawrence introduced a bill before the Texas 

Legislature during the 1869-70 session. He proposed the 

incorporation of a railroad, with the aid of a grant of 

state school lands, from Beaumont, Texas, to Fort Worth 

and on to meet any line from Colorado that was willing to 

connect. Though both houses of the Texas legislature 

approved the charter and grant for the Fort Worth and 

Denver City Railway in that legislative session, the 

governor vetoed the bill, arguing that the population of 

the Panhandle hardly warranted a railroad.^^ 

The population of Fort Worth in 1870 was 

approximately 500 people. Farther west in the state, the 

^^Vernon G. Spence, Colonel Morgan Jones: Grand Old 
Man of Texas Railroading (Norman: University of Oklahoma 
Press, 1971), 55; Oliver Knight, Fort Worth: Outpost on 
the Trinity (Fort Worth: Texas Christian University 
Press, 1953), 85; Overton, Gulf to Rockies, 13, 30-31. 
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population was even more sparse. Only three counties in 

the Texas Panhandle boasted sufficient population to be 

organized by 1873. By 1880, the federal census showed 

the total population of the ten counties proposed to be 

traversed by the Fort Worth and Denver Railroad to be 

8 63. Lawrence, however, possessed great faith in the 

promising future of the West. He remained convinced that 

significant population growth in Fort Worth and West 

Texas was inevitable. Lawrence was not the only Fort 

Worth resident who believed in the potential of the 

22 

area. 

Confederate Army General B. B. Paddock adopted Fort 

Worth as his hometown in 1872. At twenty-eight years of 

age. Paddock became the young editor of the newly 

established Fort Worth Democrat. Over time. Paddock 

emerged as one of Fort Worth's most vocal boosters, 

forecasting extensive railway development on the pages of 

the Democrat. The editor even produced a map with Fort 

Worth in the middle and no less than nine railroads 

^^Overton, Gulf to Rockies, 31; Reed, A History of 
Texas Railroads, 393. The Fort Worth and Denver City 
Railway route was through the counties of Tarrant, 
Armstrong, Childress, Dallam, Donley, Hall, Hartley, 
Hardeman, Potter, Wilbarger and Wichita. 

27 



radiating in all directions. He predicted greatness for 

the booming settlement in an article published in his 

paper on January 25, 1873. Paddock proclaimed, "It is 

impossible to present, by description, a true picture of 

the beautiful landscape views and natural scenery that 

are open to view upon the romantic bluffs and grassy 

plains in and around Fort Worth." He went on to estimate 

the population of Fort Worth at two thousand residents 

and growing. Paddock reminded readers that only the 

"best men in the country are coming to and locating in 

Fort Worth." He predicted that, with hard work and 

determination. Fort Worth would become "what it is 

inevitably destined to be-the city of Northwest Texas. 

It will be the junction of the Texas and Pacific and the 

Trans-Continental railroads, and probably two others will 

also form junctions here."̂ "̂  

A sketch, referred to as the "Tarantula Map," 

accompanied Paddock's prophetic words. "In the center 

was a thick, black blob representing Fort Worth, with 

nine lines, like tarantula legs, pushing out to denote 

^̂ Fort Worth Democrat, 25 January 1873, in Knight, 
Fort Worth, 62. 
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the nine railroads which he predicted would fan 

eventually from the town." Although others scoffed at 

Paddock's vision, in time, it was fulfilled, complete 

with nine railroads servicing Fort Worth, including the 

Fort Worth and Denver City Railway.^* 

Lawrence's confidence was spurred by Paddock's 

declarations. In association with other city leaders, 

Lawrence composed a charter for the Fort Worth and Denver 

City Railway Company and searched Tarrant County for 

investors. The charter was placed in the capable hands 

of "one of Fort Worth's oldest and most prominent 

citizens," Major K. M. Van Zandt, who was then serving as 

a representative in the Texas legislature. 

Van Zandt had arrived in Fort Worth in December 

1865, leaving behind the "galling restrictions of 

carpetbaggers in East Texas." He had led the Seventh 

Texas Infantry during the Civil War, but was a lawyer by 

profession. Van Zandt found the settlement at Fort Worth 

in a desolate state in 18 65. The courthouse was without 

^*Spence, Colonel Morgan Jones, 30; Knight, Fort 
Worth, 62-63. 

25, 'Overton, Gulf to Rockies, 31. 
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a roof. The seemingly abandoned town square consisted of 

boarded store fronts. Convinced that the area, 

nonetheless, held promise. Van Zandt opened a dry goods 

store, built a home and settled in with his family.^^ 

By 1873, Van Zandt was serving as a state 

representative in the Thirteenth Legislature. As a 

result of significant growth in Fort Worth, local leaders 

drew up a charter to incorporate the settlement and sent 

a draft to Van Zandt in Austin. By mid-February, 1873, 

news spread of Fort Worth's incorporation, effective 

March 1." 

With initial elections squared away, the municipal 

leadership of Fort Worth clamored for a railroad through 

their newly incorporated town. The Texas and Pacific had 

promised to build on to Fort Worth. The State of Texas 

allocated large land grants to the railroad, but only if 

the rails reached Fort Worth by January 1, 1874. 

Additionally, and by the same conditions, local 

landowners including Paddock and Van Zandt among others 

granted 320 acres to the Texas and Pacific. Just as it 

^^Ibid, 

^^Knight, Fort Worth, 66-68 
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seemed that plans would move forward, news arrived of the 

collapse of Jay Cooke and Company, long recognized as a 

major institution and leader in railroad financing. The 

closure of Jay Cooke and Company signaled the beginning 

of a widespread national financial panic and the failure 

of over five thousand businesses before the end of 1873. 

One of the most devastating depressions in American 

history struck the nation just as Fort Worth stood poised 

and ready to become a railhead to service West Texas. 

The futures of both the Texas and Pacific and the Fort 

Worth and Denver railways seemed much in doubt with the 

onset of depression.^^ 

The Panic of 1873 stemmed from several causes. The 

nation had undergone rapid expansion during and after the 

Civil War. As Richard C. Overton describes, feverish 

expansion of the national network of railroads left "an 

enormous undigested glut of railroad securities that had 

been marketed" between the end of the Civil War and the 

beginning of the Panic. Additionally, the revelation of 

^^Knight, Fort Worth, 68; Overton, Gulf to Rockies, 
34-35. 
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the Credit Mobilier and Erie scandals further slowed 

economic recovery.^^ 

With the depression in full force, construction of 

the Texas and Pacific line halted at Eagle Ford, located 

approximately twenty miles east of Fort Worth and ten 

miles west of Dallas. Hoping to move the project 

forward. Van Zandt and other local businessmen organized 

the Tarrant County Construction Company in October 1875, 

with the intention of bringing Fort Worth her first 

railway. Van Zandt was elected president of the new 

company-^° 

29 

Overton, Gulf to Rockies, 35. Congressional 
investigations revealed that the Credit Mobilier Company 
extended brides to congressmen and billed the Union 
Pacific Railroad $94 million for construction of part of 
the first transcontinental railroad that cost only $44 
million. Scandals surrounding the Erie Railroad involved 
railroad builder Jay Gould, who frequently bought 
railroad lines that were in financial trouble, made minor 
improvements, and then sold the companies for a profit. 

^°Overton, Gulf to Rockies, 37. The Texas legislature 
had previously postponed the original January 1, 1874 
deadline. When the Constitutional Convention of 1875 met 
in Austin to draft a new fundamental law, a provision was 
made to abrogate the original land agreement with the 
Texas and Pacific "unless the railroad reached Fort Worth 
by the adjournment date of the first legislature meeting 
under the new constitution." 
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Organizers of the Tarrant County Construction 

Company moved quickly in January of 1875, subscribing 

stock for the Texas and Pacific and arranging labor, 

materials, and anything else that the railroad needed to 

continue building to Fort Worth. Van Zandt traveled to 

Marshall, Texas, the headquarters of the Texas and 

Pacific, and its eastern terminus. A deal was struck for 

the Fort Worth businessmen to prepare the roadbed from 

Eagle Ford into Fort Worth and the Texas and Pacific 

would lay the track. On July 19, 1876, at 11:23 a.m., 

the first train of the Texas and Pacific rolled into Fort 

Worth. "That was Railroad Day-by all odds the greatest 

day in the history of Fort Worth." ̂ ^ 

The arrival of the Texas and Pacific Railroad marked 

a turning point in the Fort Worth's history. The 

bustling city boasted a population of six thousand by 

^^Overton, Gulf to Rockies, 37; Knight, Fort Worth, 
73-76. Knight describes the feverish pace at which 
workers toiled, racing to beat the adjournment of the 
Texas Legislature. One anecdote of particular interest 
revolved around the Tarrant County Representative 
Nicholas Henry Darnell. Darnell's single vote every day 
for fifteen days kept the House from adjourning. 
Darnell, very ill, had to be carried on a cot into the 
House chamber each day so that "the sick but valiant man' 
could bellow, "Nay!" 
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1877, a three-fold growth in four years. By 1880, the 

population exceeded nine thousand, with Tarrant County 

home to close to twenty-five thousand inhabitants. The 

Texas and Pacific, under the guidance of renowned 

railroad builder, Grenville M. Dodge, pushed westward to 

El Paso. Colonel Lawrence, convinced that it was prime 

time to acquire interest and support for his plans for a 

Gulf-to-Rockies railway, moved quickly.^^ 

The Fort Worth and Denver City Railway Company, 

generally known as the "Denver" road,^^ was chartered on 

May 26, 1873, by the Texas legislature through an act of 

incorporation. The company was designed to provide rail 

service through the Panhandle Plains region of Texas, to 

the New Mexico Territory and connect with a railroad to 

Denver City, Colorado. The projected route ran through 

counties to the north and west of Fort Worth. The 

"unpeopled immensity" held great promise for the 

visionaries proposing to build the Denver road. The 

^^Overton, Gulf to Rockies, 37-38. 

^̂ At first, the line was referred to as the Texas 
Panhandle Road. Later, however, use of the term "Denver 
Road" dominated as the accepted nickname of the Fort 
Worth and Denver. See Reed, Texas Railroads, 396. 
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newly chartered company conducted preliminary surveys of 

the land between Fort Worth and Wichita Falls. Work 

crews began construction on September 8, with full 

intentions to build straight through the Texas Panhandle. 

But immediate construction was delayed until 1882, due to 

ongoing financial problems associated with the Panic of 

1873.^* 

Thus, in a time of financial crisis and an uncertain 

future, construction of the Fort Worth and Denver 

Railroad ceased. But, by 1881, the project came to the 

attention of famed Union General Grenville M. Dodge, who 

was working with Colorado governor John Evans to build a 

line from Denver to New Orleans. Dodge, who had recently 

finished construction of the Texas and Pacific Railroad, 

possessed a stellar reputation as a railroad builder. He 

had become chief engineer of the Union Pacific Railroad 

on May 6, 1866. Balancing a military career, service to 

the state of Iowa as a representative in the Fortieth 

Congress of the United States, and the construction of 

•̂ F̂ort Worth and Denver Railway Company, Summary of 
the History of the Fort Worth and Denver Railway Company, 
page 1, Wallet 1 of 1, Southwest Collection/Special 
Collections Library, Texas Tech University; Reed, A 
History of Texas Railroads, 393. 
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the nation's first transcontinental railroad, Grenville 

Dodge proved himself to be a talented strategist, 

lobbyist, and financier. Dodge remained focused on the 

task at hand, synthesizing all the necessary components 

to create successful railroad companies.'^' 

Dodge's association with the Fort Worth and Denver 

City Railway Company breathed new life into the project. 

On April 26, 1881, contract negotiations provided for the 

meeting of the Denver and New Orleans Railway with the 

Fort Worth and Denver at a point on the Canadian River. 

On April 29, Dodge signed on to build the Denver road 

northwestward from Fort Worth. As a veteran of the 

"pitfalls of Western railway politics," he represented a 

"virtual guarantee" that the Denver road would be 

finished.^^ 

Dodge moved quickly, enlisting stock subscribers, 

drawing up bylaws for the company, and planning 

construction. He had chartered the Texas and Colorado 

Improvement Company in March 1881. The company was 

authorized to "build, repair, and equip, under 

35 Overton, Gulf to Rockies, 35, 61, 65-66, 89. 

^^Ibid., 89. 
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legislative authority or under contract from other 

companies, railway or telegraph lines" in the state of 

Colorado, any state in the United States, or Mexico. Of 

special interest was the power of the company to 

"purchase, hold or sell town plots."^^ 

By September, the details were worked out to begin 

construction. The last step was acquiring the necessary 

labor and supplies.^^ On November 27, 1881, grading 

commenced at Hodge, Texas, located on the Missouri 

Pacific line, just five miles northwest of Fort Worth. 

By February 27, 1882, the surface was ready for track. 

^^Ibid., 56, 89-91; The original name of Dodge's 
company was the "Colorado and Texas Improvement Company," 
The exact reasons for changing the name to the "Texas and 
Colorado Improvement Company" remains unclear. Overton 
attributes the name change to "good horse sense," stating 
that giving the place of honor to the "greatest state in 
the Union by all odds and counts" reflected Dodge's own 
respect for the people of West Texas and his 
understanding of their character and affection for their 
state. 

^̂ There was some controversy surrounding how Dodge 
acquired building materials so quickly. Overton relates 
two stories regarding the issue. One story attributes 
Dodge with taking the supplies from another of his 
construction companies, the one charged with completing 
the Texas and Pacific. Another story credits Irish 
tracklayers at Hodge with "appropriating the material by 
their own efforts." Overton, Gulf to Rockies, 94. 
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In two months time, tracks were laid to Decatur and the 

Denver Road was open for business. On Monday, May 1, 

1882, the first regular trains traveled on fresh track 

between Decatur and Fort Worth. The Fort Worth and 

Denver City Railway Company offered special excursion 

tickets for persons interested in the town-lot auction at 

the railhead in Decatur."̂ ^ 

Through the summer, the tracks of the Fort Worth and 

Denver City Railway reached and passed Bowie and 

Henrietta. On September 1, 1882, the railhead was 

established at Wichita Falls. Although the total motive 

power, or horse power, of the railroad was less than 

imposing and consisted only of eight locomotives, ten 

passenger cars, and two hundred freight cars, the line 

stretched 114 miles (including 4 miles of leased track) 

from Fort Worth to Wichita Falls.*° 

Upon reaching Wichita Falls, construction stalled 

from July 25, 1882 to May 5, 1885. Many obstacles 

^^Ibid., 93-95. 

*°The Fort Worth and Denver of 1882 consisted of: two 
first-class and three second-class passenger cars; four 
'combination' passenger cars; two hundred boxcars, two 
hundred flat-cars, and a variety of handcars and 
maintenance equipment (Overton, 97). 
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prevented the immediate extension of the line into the 

Texas Panhandle. First, the state land grant act was 

repealed, forcing the Fort Worth and Denver to purchase 

right-of-way, which was not the case for other railroads 

constructed before the 1880s in the state. Second, the 

passenger fare in Texas was reduced from five to three 

cents, which affected profits from passenger traffic. 

Additionally, the threat of federal and state regulation 

of railroads slowed progress. Finally, and most 

significant, the Denver and New Orleans line, building 

toward Fort Worth and Denver, had ceased construction. By 

January 1886, the Denver and New Orleans was reorganized 

as the Denver, Texas and Gulf Railroad Company, placing 

the Colorado end of the Gulf-to-Rockies project on firmer 

financial footing. Colorado leadership, especially 

Governor John Evans, worked diligently with Grenville 

Dodge to reorganize the company and secure stock for 

completion of the northern portion of the route. 

In 1886, with the connecting line stabilized, the 

Fort Worth and Denver City Railway proceeded with 

^̂ Fort Worth and Denver Railway Company, Summary, 2; 
Reed, A History of Texas Railroads, 395. 
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construction through the Texas Panhandle, but not before 

a little reorganizing of its own. A new organization, 

the Panhandle Construction Company, was established to 

guide the construction of the road through the Texas High 

Plains. The new company, organized by Dodge, signed on 

Colonel Morgan Jones to build from Milepost 200, located 

about nine miles west of Quanah, to the Canadian River. 

The stockholders affirmed the contract in December 1886, 

with the deadline for completion set in 1887.*^ 

Completion of the Fort Worth and Denver City 

Railroad occurred rather quickly, once construction 

resumed in 188 6. The Panhandle Construction Company 

built 249 miles to the Texas state line. Tracks reached 

Vernon in October 188 6; Quanah in February 1887; 

Childress in April 1887; Memphis (formerly Salisbury) in 

May 1887; and Washburn in August 1887. The company had 

extended tracks to the Canadian River by October 31, 

1887. On January 26, 1888, builders crossed the river 

''̂ Overton, Gulf to Rockies, 128-130; Reed, A History 
of Texas Railroads, 395. Colonel Morgan Jones succeeded 
J. M. Eddy as president of the Fort Worth and Denver City 
Railroad on December 11, 1883. Jones, probably the most 
dominant force in Texas railroad-building, was also 
serving as president of the Gulf, Colorado and Santa Fe 
Railroad at this time (Spence, Colonel Morgan Jones, 53). 
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and the New Mexico-Texas state lines at the newly 

established town of Texline. "At 3:35p.m. Mountain time 

(an hour later in Fort Worth) on March 14, the last spike 

was driven home at a spot thereupon christened Union 

Park." The Fort Worth and Denver City Railway Company 

made connection with tracks laid by the Denver, Texas and 

Gulf Railway, renamed the Denver, Texas and Fort Worth 

Railway Company in 1887, completing the through line. On 

April 1, 1888, the line from Denver City, Colorado, to 

Fort Worth, Texas, opened for business." 

Upon completion of the Denver Road, the Texas 

Panhandle was largely unpopulated. Therefore, the Fort 

Worth and Denver had a vested interest in the settlement 

and development of the region. The company worked 

diligently to make connections with stagecoach lines to 

serve outlying towns, such as Bridgeport, Jacksboro, 

Archer City, Quitaque, Matador, and Plainview. 

Additionally, the Denver Road made connections with other 

lines in the area, such as the Southern Kansas Railway, 

*̂ Reed, A History of Texas Railroads, 395; Fort Worth 
and Denver City Railway Company, Summary, 3. 
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later absorbed by the Santa Fe.** But the future of the 

Fort Worth and Denver City Railway Company, and the Texas 

Panhandle for that matter, rested on the settlement and 

development of the region. 

**Fort Worth and Denver City Railway Company, 
Summary, 3-4. 

42 



CHAPTER III 

PROMOTION, IMMIGRATION, AND EARLY SETTLEMENT, 

1885-1900 

To ensure the future prosperity of the new railroad, 

builders worked to entice immigrants to move into the 

region. The scattered population that pre-dated the 

arrival of the Fort Worth and Denver Railroad sought the 

attention and respect of the company for their respective 

communities. For the most part, immigrants were would-be 

farmers, seeking new opportunity in the West. Attempts 

to entice the initial waves of settlers occurred between 

1885 and 1890. In spite of the many challenges faced by 

new settlers in the Panhandle, the efforts of various 

boosters and promoters succeeded in populating the region 

by 1890. 

The Texas High Plains presented several challenges 

for new immigrants. The first immigrants to the area 

usually lived in dugouts and brought in water from far 

away. Fuel resources included manure and dried brush. 

•̂ Haley, Charles Goodnight, 381, 
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Farmers often received a cold reception from 

ranchers who had worked the area for several decades. 

Charles Goodnight, when asked by a reporter in 1885 what 

ranchers thought of the new settlers, replied: "They are 

indifferent. They don't think it much of a farming 

country, but they are willing for anybody to try it who 

wants to do so." Goodnight expressed his opinion as a 

seasoned rancher of the Texas High Plains that the only 

way to succeed was to combine farming with stock raising. 

Ranchers feared that the farmers would not only encroach 

upon their lands, but would also edge out the cattlemen. 

But in 1885, Goodnight seemed willing to welcome the new 

settlers.^ 

By 1886, he had changed his opinion. In late 

December he observed that, "Clarendon is now full of 

squatters. ""̂  Many cattlemen in the Panhandle viewed 

incoming farmers as a threat to the ranching way of life. 

Ranchers used the open lands in the Panhandle to graze 

cattle, sheep and goats. Before widespread fencing, 

herds often roamed freely on the range. The danger of 

^Haley, Charles Goodnight, 382-383 

^Ibid., 329. 
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the Texas Panhandle becoming farming country, had the 

potential to threaten the ranchers' grazing rights. 

Politicians and the press spared little time before 

labeling the cattlemen as the trespassing enemies of 

settlement and development. One newspaper editor 

referred to ranchers as the "dictatorial usurpers of the 

'children's grass.'"* Regardless of whether the ranching 

community of Northwest Texas was ready, promoters began 

selling the Panhandle to Americans across the nation. 

Stockholders in the Fort Worth and Denver City 

Railway Company had a vested interest in the success of 

the railroad. They were, therefore, intensely active in 

promoting townsites along the route. As soon as the line 

reached Bowie and Decatur, excursions were organized to 

entice people to the region. 

Grenville Dodge and his son-in-law, R. E. 

Montgomery, established the Texas Townsite Company, a 

subsidiary of the Fort Worth and Denver. Dodge's company 

was originally charged with holding and disposing of 

*Ibid., 383 
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lands acquired at Wichita Falls through a new agreement 

with community leaders.' 

Through the Texas Townsite Company, the railroad 

established several towns along the line. According to 

R. C. Overton, the Fort Worth and Denver Railway Company 

did not directly participate in promotion of Wichita 

Falls. Frequently, railroad companies turned townsite 

promotion over to outside companies, so as not to lose 

money on community-building ventures. Town building was 

risky business and lacked the promise of a quick return 

on the initial investment. As Overton points out, "it 

might be years before a townsite, projected with high 

hopes, actually 'caught on.'" It was common, therefore, 

in the age of railroad construction, for townsite 

building and promotion to be initiated by private 

'Overton, Gulf to Rockies, 98. Wichita Falls was 
originally laid out on the Wichita River. The threat of 
floods forced residents to "relocate 7 miles to the south 
bank" of the river. The Fort Worth and Denver agreed to 
change the projected route so that the line would still 
bisect the town after relocation. In return, land 
owners donated right of way and "half of the property 
adjacent there to." What was construed as generosity of 
the railroad could be better characterized as a business 
opportunity for the Fort Worth and Denver. 
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individuals, usually officers within the railroad 

company, willing to risk their personal monies.^ 

Dodge became intimately connected with promotion and 

population of the region serviced by the Denver Road. He 

held a construction contract with the railroad and had a 

"beneficial interest in its securities." After the 

establishment of Wichita Falls, however. Dodge turned 

management of the Texas Townsite Company over to 

Montgomery, who was in charge of acquiring right of way 

beyond Wichita Falls. In return, Montgomery received 

ownership of the town lots along the way. 

By the end of 1882, J. M. Eddy, President of the 

Fort Worth and Denver, until Morgan Jones assumed the 

position in 1886, prepared the company's first Annual 

Report. As 1882 drew to a close, Texans' eyes were 

"fixed hopefully upon the smooth new rails, the brightly 

varnished equipment, and the bustling communities 

alongside the new Denver Road." By the end of 1883, the 

railroad reported that the population and valuation along 

the route had more than doubled. "Out from Fort Worth 

Werton, Gulf to Rockies, 98-100 

^Ibid., 101. 
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and Hodge went lumber for new buildings, grain and flour 

to nourish man and beast, and a heavy movement of 

miscellaneous supplies." Soon, the once unpopulated 

region shipped back the "produce of a new civilization," 

including cotton, wool, beef, cattle and hides. As 

freight traffic increased along the line and cattlemen 

became convinced that shipping by rail presented more 

benefits than driving the trails, it became clear that 

the cattle industry in Northwest Texas would be forever 

changed. In response, the Fort Worth and Denver expanded 

its stock pens at Bowie, Alma, and Wichita Falls, 

Q 

anticipating increased freight shipments. 

As the freight traffic grew steadily in the early 

1880s, so too did the passenger service along the Denver 

Road. The company made continual improvements in order 

to create a more comfortable atmosphere aboard the 

passenger cars. Second-class seating was said to be 

"equally good and comfortable" as first-class. The Fort 

Worth Gazette reported in 1883 that "passenger traffic on 

the Fort Worth and Denver is simply immense, and a puzzle 

to many railroad men who have seen it." In twelve months 

^Ibid., 109-110 
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time, from October 1882 to October 1883, the Fort Worth 

and Denver ran six million passenger miles on a 114-mile 

line, boasting $90,000 in earnings.^ 

The eastern Panhandle region developed at an 

especially rapid rate in the mid-1880s. Immigration 

boomed. Crops were predicted to do very well in 1885. 

The new president of the Denver Road, Morgan Jones, was 

excited about the growth along the line. "'We encourage 

the sale and settlement of these pastures as much as 

possible and are taking proper steps to inform immigrants 

of the great value [of the lands] for agricultural, 

stock, and mineral purposes.'" 

The press praised the Fort Worth and Denver. "An 

elegant passenger train," boasted one editor, "goes from 

Fort Worth to Wichita Falls and returns daily." Others 

praised Superintendent C. L. Frost for "maintaining a 

perfect and smooth roadbed, and steady gentlemanly, 

reliable lieutenants to execute commands." One 

proclamation read: "The F. W. & D. C. is a dandy little 

^Ibid., 110-111 

^°Overton, Gulf to Rockies, 122. Concerns surrounding 
Texas Fever affected freight traffic, but were resolved 
through thorough inspections and other methods by 188 6. 
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road and is destined to become one of the principal [sic] 

arteries of commerce reticulating our State."^^ 

Regardless of how the settlers learned of 

opportunities in northwest Texas, they came. Initial 

assaults upon the soil were not very successful and 

usually resulted in abandoned shanties and weed-covered 

fields. Even so, the nesters came afresh. They 

experimented with crops and tried new farming methods. 

Following Goodnight's suggestion, many of the neophytes 

to West Texas combined farming with stock raising. They 

were nothing less than pioneers, some of them merely 

transmitting tried and true practices to a region their 

forefathers dared not attempt to tame. "In respect to 

techniques . . . they brought with them the implements 

and practices . . . and modified them in the new country 

to suit the new environment." They transformed the "Great 

American Desert" and claimed it as their own. There was 

"just something about it," according to West Texan, J. 

Evetts Haley. "Even the unimaginative man walking behind 

^^Overton, Gulf to Rockies, 122-123. Frost served the 
Fort Worth and Denver in a variety of capacities as 
superintendent, including general freight and passenger 
agent and treasurer. 
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a plow could feel it, for, as surely and as poignantly as 

the eternal hope of rain, it is eternally there."^^ 

The "eternal hope of rain" was most prevalent for 

settlers during the droughts that struck the High Plains 

in the 1880s and 1890s. A severe setback in the progress 

of settling northwest Texas came with the onset of the 

drought of 1886-1887. The calamity hit the High Plains 

following plentiful Spring rains in 1885. It was "as 

disastrous for West Texas as was the Civil War." Older 

settlers later referred to events as taking place "before 

the drought" or "after the drought."" 

In June 1885, farmers harvested early crops such as 

sorghum, corn and spring grass. The real uneasiness 

began in January of 188 6. Lakes, tanks, creeks and rivers 

that were full at the start of the summer were dry by the 

winter. By May, the dry weather affected the feed 

Haley, XIT Ranch of Texas and the Llano Estacado 
(Norman: University of Oklahoma Press, 1953), 203, 213; 
Rupert N. Richardson, The Frontier of Northwest Texas, 
1846-1876; Advance and Defense By the Pioneer Settlers of 
the Cross Timbers and Prairies (Glendale, CA: Arthur H. 
Clark Co., 1963), 300.' 

"'•̂ W.C. Holden, Alkali Trails, or Social and economic 
movements of the Texas frontier, 184 6-1900 (Dallas: 
Southwest Press, 1930), 129. 
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grasses for livestock. Water was scarce throughout the 

region. The prospects for cotton, corn and sorghum in 

the upcoming planting season were gloomy, at best. 

Additionally, "wheat, oats, millet, potatoes, and garden 

truck [items] were all dead or dying." By the end of the 

month, there was no water at Cisco. Water tanks were 

delivered daily to Albany by the Houston and Texas 

Central Railroad. Water gave out by June and people 

began to leave the region.''•* 

Immigration to West Texas effectually stopped by 

June of 1886. People had no credit, no work and no food. 

They migrated out of the region by the hundreds, many of 

them with the following inscription visible on their 

wagons: "In God we trusted; went west and got busted." A 

board which hung on a deserted house in Blanco County 

read: "250 miles to nearest post office; 100 miles to 

wood; 20 miles to water; 6 inches to hell. God bless our 

home! Gone to live with wife's folks." 

By March 1887, those sturdy souls who stayed in West 

Texas held mass meetings to pray for rain. With cattle 

^Holden, Alkali Trails, 131. 

"ibid. 
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dying by the thousands, people leaving by the hundreds, 

and no rain in sight, the outlook was bleak for the newly 

settled region. Farmers had an especially grim sense of 

humor in dealing with the circumstances: "The Farmer's 

Alliance organized here with fifteen or twenty members. 

But if it does not rain soon, all the members may be 

expelled, as none of them can claim to be farmers."" 

The "great die up," which lasted 23 months, had a 

spiritual effect on people. "Everybody seemed burdened 

with the spirit of hard times." Relief did not come 

until the spring rains of 1887 broke the drought.̂ '' 

In the aftermath of the first major drought to 

affect new settlers on the High Plains, various schemes 

and suggestions surfaced with the objective of preventing 

such calamities in the future. Some individuals marketed 

themselves as professional rain-makers. The only serious 

"ibid., 133. 

"Robert V. Hine and John Mack Faragher, The American 
West: A New Interpretive History (New Haven: Yale 
University Press, 2000), 326; Holden, Alkali Trails, 133. 
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development, however, was the interest in dry-land 

J- • 18 

farming. 

The main principle of dry-land farming was to "store 

up water in time of rainfall for use in time of drought." 

The method involves a series of steps. The soil is 

plowed deeply to facilitate "maximum absorption of 

available moisture that can be stored in the ground until 

used by plants." Ideally, after deep plowing, rainfall 

of about an inch or two softens the ground enough to plow 

again. The soil is plowed a second time in order to trap 

water in the ground before planting so that the crops can 

absorb the moisture when necessary. Dry-land farming was 

the most practical method to assure water availability 

prior to widespread irrigation."''̂  However, even dry-land 

"Holden, Alkali Trails, 14 6. 

^^Irrigation did not become widely used in West Texas 
until after World War II, when increasing quantities of 
equipment, coupled with the post-war economic boom for 
American agriculture, brought the method to almost every 
farm in the region. See "Irrigated Agriculture in 
Texas," Texas Agricultural Experiment Station (College 
Station: The Texas A&M Press, 1950), 17. 
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farming was rendered useless during periods of no 

rainfall.^° 

Although the drought of 1886-1887 presented 

challenges to town developers and promoters, the region 

rebounded. A large wave of migrants entered the western 

parts of the state after 1887. In fact, by 1888, the 

Taylor County News reported that the daily line of 

travelers traversing Abilene and headed west was a common 

sight. The new wave of settlers usually followed the 

Fort Worth and Denver Railroad along the upper Red River 

Valley crossing the Texas Panhandle. The newspapers in 

many counties advertised lodging opportunities and land 

sales on their front pages to attract homeseekers to 

their communities. The Fort Worth & Denver Hotel in 

Childress promised guests a table supplied with locally-

raised produce, fresh beds, and moderate rates. The 

Childress Hotel, located across from the depot, billed 

itself as a "first-class house for the traveling public." 

^°Walter Prescott Webb, The Great Plains (Lincoln: 
University of Nebraska Press, 1981), 366-374. Repetitive 
plowing during growing season, referred to as listing, 
also assisted in taming drought-stricken lands. Dry-land 
farming is still practiced in West Texas in areas where 
irrigation is not feasible. 
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Early land-seekers had no trouble finding lodging along 

the Denver Road.^^ 

By 1890, several counties in West Texas were 

settled. Neophytes to the region hailed from all over 

the United States, but most came from the southern part 

of the nation. While a great many were from Arkansas, 

others relocated to Texas from Louisiana, Tennessee, 

Mississippi, Alabama, Georgia, and the Carolinas.^^ 

The patterns of migration depended upon the point of 

origin. People traveling to Texas from the lower South 

came by way of Shreveport and the Dallas-Fort Worth area, 

a path that became the route of the Texas and Pacific 

Railroad. Migrants from the upper South and north of the 

Ohio River followed a path through Memphis to Little 

Rock, on to Hot Springs and south through Texarkana to 

Dallas, traveling along what became the Bankhead Highway 

route. Natives of Missouri, Kansas and Iowa followed the 

^^Holden, Alkali Trails, 65-70; The Childress County 
Index, 28 June 1889. 

^^Holden, Alkali Trails, 65-70. 
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Butterfield Overland Mail route and went through Fort 

Smith, Arkansas, to Jacksboro or Fort Worth.^^ 

For the most part, new settlers did not desire 

isolation. Instead, "they wanted neighbors, they craved 

the things that are made possible by community life, such 

as social affairs, schools and churches." Additionally, 

most realized that land values were tied to population 

density- For this reason, migrants typically encouraged 

others to come with them.^* 

Even with the increased immigration into the South 

Plains of West Texas in the 1880s and early 1890s, 

thirty-four counties remained unorganized by 1892. 

Settlement dropped sharply between 189.3 and 18 99. The 

curtailment coincided with the Panic of 1893 and the 

severe drought that lasted from 1890 through 1894. 

The Fort Worth and Denver Railroad had survived the 

Panic of 1873. Just twenty years later, however, the 

company, and the nation, endured another financial 

"ibid., 70-72 

^*Ibid., 72-73 

'̂ibid, 
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depression. The Panic of 1893 was the most severe 

economic downturn in American history to that point.^^ 

Although the Panic of 1893 resulted, indirectly, 

from the Silver Purchase Act of 1890, Ray Allen 

Billington states that the causes were "largely 

psychological." The public fixed a meaningless safety 

line for the reserve of gold bullion locked in the 

treasury in Washington. The line was set in the public 

mind at $100,000,000. General feeling held that as long 

as the reserve remained large, the currency system was 

safe. If it dropped below the safety mark, money would 

be deemed worthiess.^^ 

By 1890, the reserve had started to decline. The 

downturn stemmed from very high tariffs that cut federal 

revenue. Additionally, financiers, worried about the 

potential onset of inflation, began hoarding gold. Almost 

immediately after Grover Cleveland's inauguration in the 

Spring of 1893, the reserve fell below the $100,000,000 

mark. Fear swept the nation as companies cut wages. 

Overton, Gulf to Rockies, 35-37. 

^̂ Ray Allen Billington, Westward Expansion: A History 
of the American Frontier, 4̂ ^ ed. (New York: Macmillan 
Publishing Co., Inc., 1974), 645. 
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dumped stocks, and stopped purchases. Bankers closed 

their doors to prevent runs. Workers marched on 

Washington demanding federal intervention. Farmers 

suffered with corn selling as low as fifteen cents a 

bushel and cotton at less than five cents a pound.^^ 

As financial panic gripped the nation, drought 

conditions peaked on the Great Plains. In 47 of 55 

organized counties in the Panhandle and South Plains, 

drought conditions occurred in one or more years between 

1890 and 1894. Drought reports doubled from 1890 to 

1891, doubled again from 1891 to 1892, and peaked in 

1893. Results included drought-thin cattle too 

vulnerable to withstand the severe winters. The winters 

were especially treacherous for ranchers in the northern 

counties. Cattlemen fought to save their herds. Many 

large ranchers tried to lease or buy additional pastures 

in order to graze and fatten livestock. Some even 

^̂ Ibid, 
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supported attempts to "make rain," by firing explosives 

into clouds.^^ 

In spite of drought, economic depression, contention 

between farmers and ranchers, and other challenges facing 

community builders, the population along the Denver Road 

grew. Promotion agents wanted settlers who would move 

into the Panhandle, put down roots, and stay. Boosters 

of the regions fell into five different categories: (1) 

local newspaper editors; (2) commercial clubs and 

immigration societies; (3) railroads; (4) real estate 

agents and speculators; and (5) landowners. These groups 

desired a growing and stable population base for the 

Texas High Plains. 

The first recorded newspaper in the Texas Panhandle 

was established in 1878 at Clarendon. Newspaper editors 

played an especially important role in promoting the new 

communities along the Denver Road. Their enthusiasm was 

generally unmatched by anyone in the local community. 

The most active newspapers were the Daily Panhandle, the 

Dalhart Texan, the Childress County Index, the Hereford 

^̂ Roy Sylvan Dunn, "Drouth in West Texas, 1890-1894, 
in West Texas Historical Association Year Book 37 
(October 1961): 121-136. 
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Brand, the Hale County Herald, the Crosbyton Review and 

the Canyon City News. 

One of the most enthusiastic boosters in the 

Panhandle was newspaper editor C. F. Randolph of Tascosa. 

Randolph waged a valiant campaign to entice the Fort 

Worth and Denver through his town. Although his efforts 

were unsuccessful, his fight deserves some attention. 

Being by-passed by the Fort Worth and Denver Route 

was often fatal to settlements in the Panhandle. This 

proved to be particularly true for the township of 

Tascosa. Local newspaper editor, C. F. Randolph, ran a 

valiant campaign for the construction of the Denver Road 

through his town. His paper, the Tascosa Pioneer, was 

the primary news source for several counties in the 

Panhandle, including Oldham, Hartley, Dallam, Sherman, 

Moore, Potter, Randall, Deaf Smith, Parmer and Castro. 

The paper originated in June of 1886. In the inaugural 

issue, Randolph proclaimed: 

Dirt has been broken on the extension of the 
Fort Worth and Denver City Railroad between 
Harrold and Quanah which will bring the iron 
horse fifty miles farther toward the 
Panhandle. ̂° 

30 Tascosa Pioneer, 12 June 1886 
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The prospects of the railroad boosted the spirits of the 

Tascosa people through the drought of 1885 and 1886. 

There seemed to be no doubt that the rails would come 

and that the town would emerge as the most important 

shipping point in the Panhandle. By 1887, the editor 

offered his advice as to the best possible route of the 

Denver Road through the Texas Panhandle. The route, of 

course, included Tascosa as a shipping point on the line. 

Randolph predicted that Tascosa would be "a second 

Chicago." He saw the region as having superb natural 

advantages, including "an abundance of water, plenty of 

native stone, and a far-seeing, intelligent and lively 

group of citizens. "̂ ^ 

Ultimately, Old Tascosa was bypassed by the Denver 

Road. Even though Randolph reported "the Fort Worth and 

Denver is located to and through the town," Tascosa never 

lay on the route. Citing shifting sand along the north 

bank of the Canadian, General Dodge routed the railroad 

along the south bank, crossing the Canadian about two 

^̂ John L. McClarty, Maverick Town: The Story of Old 
Tascosa (Norman: University of Oklahoma Press, 1946), 
169, 209. 
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miles north of the Tascosa town site. Since the original 

site was bypassed by the Denver Road, Old Tascosa never 

reached the prominence predicted by Randolph.^^ 

In addition to newspaper editors, the railroad also 

encouraged settlement along the line. The Fort Worth and 

Denver did not directly participate in the sale of lands, 

but did advertise the region. The Denver, Texas and Fort 

Worth Railroad, the sister line built from Denver to 

Texline, published the Official Time-Table and Gazetteer, 

which circulated as early as December, 1888. The 

circular included "Pen Pictures of the Panhandle Route" 

and "detailed accounts of every single county along the 

entire line." The Fort Worth and Denver's Facts About 

Texas went so far as to exaggerate rainfall amounts in 

order to entice new settlers. The goal of the railroad 

was to settle and develop the region along the Denver 

Road as quickly as possible, thereby justifying the 

construction of the line through the scarcely populated 

Panhandle of Texas.̂ "̂  

^^Ibid., 210-225 

^^Blodgett, Land of Bright Promise, 33; Overton, Gulf 
to Rockies, 212. 
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Additionally, promoters attempted, with some 

success, to dispel the myths about the region. They knew 

that the tales of blistering summers and "blue northers" 

had traveled East. So, boosters chose to emphasize 

favorable social conditions such as the Texas homestead 

law and property rights for married women.^* 

One area in which the Fort Worth and Denver clearly 

led the way in regional promotion was in their use of 

agricultural fairs to entice new settlers. The best 

example was the Texas Spring Palace, constructed in Fort 

Worth in 1889. The Spring Palace was "designed to 

impress prospective settlers, especially farmers, with 

the varied agricultural and horticultural possibilities 

of the area." Robert A. Cameron, commissioner of 

immigration for the Fort Worth and Denver, organized the 

exhibit. The Texas Spring Palace was a large building. 

The exterior of the building was covered with bunches of 

"native grain stalks." Inside, visitors viewed a variety 

of fruits, vegetables, and livestock grown in the western 

regions of Texas. The Fort Worth and Denver was the 

'*Ibid. 
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first railroad company to utilize such an exposition to 

promote settlement."^' 

Another way in which the Fort Worth and Denver 

Railroad promoted settlement along the line was through 

advertisements in local newspapers. R. E. Montgomery, in 

his capacity as manager of the Texas Townsite Company, 

encouraged settlement along the line. Of Childress 

County, Montgomery said, "Childress County has some of 

the best lands in the Texas Panhandle." Billed as the 

"Gateway to the Texas Panhandle," Childress received much 

promotion by Montgomery and his local land agents. 

Promoting local land sales along the Denver Road was 

the work of Montgomery and his agents. Selling passenger 

tickets and excursion passes, however, was the 

responsibility of D. B. Keeler, vice-president and 

traffic manager for the railroad. Keeler promised 

passengers "homelike comforts" aboard his "luxuriant 

solid trains." Wealthier travelers might choose to 

journey in the Pullman Buffet Sleepers. Keeler also 

^'Blodgett, Land of Bright Promise, 36-37; Overton, 
Gulf to Rockies, 214. 

^̂ The Childress County Index, 5 May 1899. 
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enticed potential tourists and homeseekers with the 

promise that the ride would "make a new man of you, full 

of energy, new thoughts and higher ideals." Fares not 

only to the Texas Panhandle, but also to "beautiful 

Boulder" in Colorado, New Mexico, Arizona, Utah, and 

California were offered by the Denver Road via 

connections with other lines such as the Atchison, Topeka 

and Santa Fe Railroad. Keeler encouraged travelers 

headed West to take advantage of the "unexcelled train 

service and connections for California via the Denver 

Road."^^ 

In addition to newspapers and railroads, realtors 

also worked diligently to promote settlement in the Texas 

Panhandle. The Reed-Allen Realty Company, headquartered 

in La Grange, Illinois, published a promotional brochure 

entitled The Panhandle of Texas: Land of Opportunities 

For Homeseekers and Investors. The brochure circulated 

initially in 1901. Reed-Allen Realty described the 

Panhandle. 

^̂ The Childress County Index, 5 May 1899; The 
Childress County Index, 27 April 1900. 
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This wonderful country with its miles of gently 
rolling prairie land, rich soil, wonderful 
exhilarating climate and its nearness to the 
large seaports and markets of the United 
States, has been neglected for years by the 
agricultural man.^^ 

The lands promoted by Reed-Allen Realty were located 

in Hartley and Dallam counties. Boosters were especially 

boastful of the growing city of Dalhart. They described 

the climate as "delightful, excessive heat or cold being 

unknown." The lands sold from $10.00 to $30.00 per acre, 

depending on location. Taxes ranged from $6.00 to $10.00 

on a section of land, 640 acres. The terms of purchase 

were set at one-third cash and the balance paid in three 

equal yearly installments with 6 percent interest per 

year .̂ ^ 

Additional benefits of life in the Texas Panhandle 

included many opportunities for improved health. The 

promoters from Illinois stressed that "sun strokes are 

unknown" and "persons suffering from asthma, catarrh, or 

^̂ The Panhandle of Texas: Land of Opportunities for 
Homeseekers and Investors (La Grange, Illinois: Reed-
Allen Realty Company, [1907?]), 2-4. 

^^Ibid., 4,9. 
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lung troubles of any nature find perfect relief in the 

clear pure air."*° 

As soil, water supply, and rainfall are primary 

concerns for farmers, Reed-Allen Realty included a report 

from Peter Wood, director of the U.S. Weather Bureau at 

Amarillo, Texas. Wood's report depicted the monthly and 

annual precipitation at Amarillo for the years 1895 

through 1907. Boosters compared the yearly average 

rainfall in Amarillo for a twelve-year period to the same 

for Chicago. Amarillo's average annual rainfall was 

25.30 inches. The average annual rainfall for Chicago 

was 32.74. Attempting to dispel myths that Northwest 

Texas was dry, desert-like terrain, boosters hoped that 

potential settlers would focus on the similarities 

instead of the differences.*^ 

One of the most valuable sections of the Reed-Allen 

Realty brochure was the personal testimony of Texas 

Panhandle farmers. W. D. Wagner praised Panhandle lands 

as excellent soil for the cultivation of cantaloupes and 

*°Ibid., 4 

*^Ibid., 5 
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onions. Both crops netted Wagner over $100.00 per acre 

planted, a result of which he was very proud. *̂  

W. A. Snell wrote to Reed-Allen Realty testifying to 

successful diversified farming in the Panhandle. In 

Dallam County, Snell boasted success with corn, millet, 

milo maize, sorghum cane, and turnips. Of his turnip 

crop, Snell said that they were "as good as can be raised 

anywhere else." He also discussed his success with hog 

raising, reporting that he invested $135.00 in hogs and 

netted $505.00. He added, "I say netted because I have 

not at any time fed these hogs, but have simply allowed 

them to run and pick up the waste about the place." He 

concluded his letter with a prediction: "the future of 

this country is to be very bright."*^ 

The American Farm Lands Association in Chicago also 

published an informative brochure promoting the Texas 

Panhandle for settlement. The company offered settlers a 

deal including no money down, $8.00 per month for every 

twenty acres purchased, no taxes, no interest, no 

*^Ibid., 11-12 

*^Letter from W. A. Snell to Reed-Allen Realty, Feb 
5, 1907, quoted in Ibid., 12. 
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brokerage, and title guaranteed. The lands sold by the 

American Farm Lands Association were located in Sherman 

County, the county seat of which was Stratford. Boosters 

proclaimed, "Right in the heart of Sherman County, near 

the thriving, hustling town of Stratford, you can secure 

virgin farm land-if you act now." As did many realtors 

and land agents, Reed-Allen offered buyers the option of 

buying land sight unseen. The center of their sales 

pitch was the town of Stratford, which supported "two 

banks, a courthouse, a school, a newspaper, stores and 

lumber yards, a grain elevator and comfortable, 

commodious residences."*^ 

Just as had the Reed-Allen Realty Company, the 

American Farm Lands Association practically guaranteed 

improved health upon arrival. Promoters described the air 

as "of the most exhilarating nature." They even claimed 

that eastern doctors sent "the poor unfortunates from the 

east who have cramped and sapped their lung capacity in 

the big cities" to the Texas Panhandle for recuperation. 

American Farm Lands Association, First National 
Bank Building, Chicago, 111., U.S.A.: no money down, 
$8.00 per month, no taxes, no interest, no brokerage, 
title guaranteed, (190?),4. 
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Finally, boosters assured potential settlers that the 

Panhandle of Texas was a place where "children and old 

folks thrive."*' 

Regarding rainfall amounts, promoters with the 

American Farm Lands Association included a comparative 

table, pitting Amarillo against Bismarck, North Dakota; 

Wallace, Kansas; Pierre, South Dakota; and North Platte, 

Nebraska. Not surprisingly, annual rainfall amounts at 

Amarillo far exceeded those of the above-mentioned 

locations. Boosters expounded that the Texas Panhandle 

averaged more rainfall annually than "the great grain 

growing states of Kansas, Nebraska, and the Dakotas." 

They assured potential settlers that "Providence must 

have set this country apart for the tired northern 

farmer. "*̂  

Realtors solicited testimonies from new settlers in 

order to enrich the promotion literature. Of course, the 

authors of the letters praised the Panhandle as prime 

agricultural land, especially since these farmers were 

writing to the company to which they probably still owed 

*'lbid., 10 

*^Ibid., 11 
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payments. The authors of the letters published in 

promotional brochures stressed the variety of crops grown 

in the Panhandle, the lengthy growing season, and 

benefits of stock farming in the region. R. H. Howe, who 

farmed in Sherman County, predicted for the 1908 crop 

season that he would "put in 300 acres of crops myself 

this season without hiring any additional help except a 

few hands during harvesting season." He praised the 

success of the Dalhart Fair of 1906, at which he earned 

money on oats as well as barley. He ended his testimony 

proclaiming: 

The climate is delightful. Why, you can plow 
twelve months a year and there is plenty of 
good water 100 to 160 feet down. One well will 
water 1,000 cattle. You couldn't persuade me 
to leave Sherman County. 

Another Sherman County farmer, Ira Morris, stated: "I 

don't know of any other country where it's so easy to 

make money either with a large or a small tract of 

land."*^ Realtors relied heavily on personal testimonies 

to lure new settlers to the Panhandle. 

By the turn of the twentieth century, their 

efforts proved successful. Even as early as 1891, the 

*^Ibid., 26, 
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population along the Denver Road warranted national 

attention. The Union Pacific Railroad, desiring to 

encourage increased travel along its lines through 

connections with the Fort Worth and Denver published a 

tourist guide entitled, "From Summerland to the American 

Alps." Advertisements stressed the Texas Panhandle 

Division of the Union Pacific as having "superb 

advantages as a railway center," including the fact that 

the region "is reached from all directions by no less 

than eleven different roads." Beginning with Fort Worth, 

the Union Pacific described the cities along the Gulf-to-

Rockies route with very favorable language. For example, 

of Fort Worth, the Union Pacific said: 

impresses one as a shining example of splendid 
pluck and enterprise . . . [Fort Worth is] one 
of the very first industrial centers of the 
State, the initial point of a giant system of 
railways, and one of the most important 
railroad points in the entire Southwest. 

The "famous Panhandle Country" also received attention, 

described as the "world-famous region traversed by the 

Texas Panhandle Division of the Union Pacific." The 
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Panhandle was said to have received "60,000 bona fide 

settlers" in 1890.*^ 

Amarillo was singled out as an important destination 

on the Texas Panhandle route. The settlement "stands at 

the gate-way of the Southwest. . . . Gushing springs and 

unfailing wells supply freestone water in limitless 

abundance," according to promoters. One important facet 

of the town of Amarillo was the "finest hotel in 

Northwestern Texas." Travelers were assured of finding 

"all the comforts, the elegancies, and the luxuries which 

are supposed to exist only in large cities."*^ 

Upon successfully advertising the region, land 

agents and realtors were faced with the challenge of 

transporting potential buyers to the Panhandle. The only 

way in which the Fort Worth and Denver became involved 

directly in settlement and promotion was through the 

establishment of special excursion rates and travel 

packages. Special rates were offered to prospective 

*̂ From Summerland to the American Alps: the Texas 
Panhandle Route (Omaha, Neb.: Union Pacific System, 
1891), 5-6. 

"ibid., 7-8. 
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settlers. The tickets included a round-trip fare to 

Northwest Texas. The return trip was to be made in 

thirty days. The Fort Worth and Denver, however, was at 

a disadvantage in enticing settlers to the Panhandle from 

within the state. Texas Railroad Commission regulations 

prevented the company from offering special rates from 

points within Texas. Therefore, the Denver Road could 

only use special rates to recruit settlers from outside 

the state of Texas.'° 

Selling the Texas Panhandle involved the sustained 

efforts of a variety of individuals. Newspaper editors, 

railroads, land agents and realtors, speculators and land 

owners all joined in the promotion of the region serviced 

by the Fort Worth and Denver Railroad. Although the 

railroad itself did not directly participate in the sale 

of lands in the Texas High Plains, the company benefited 

from the successful settlement of the region. 

Twenty-four counties in the Panhandle and South 

Plains region of Texas remained unorganized by 1900. The 

great wave of settlers came between 1900 and 1917. The 

severe drought which spanned 1890 to 1894 and the Panic 

50 Blodgett, Land of Bright Promise, 37-39, 
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of 1893 prevented the area from being fully settled until 

the early decades of the twentieth century. Settlement 

and development along the Fort Worth and Denver Railroad 

blossomed prior to World War I. Fledgling settlements 

became bustling centers of social and economic activity 

as the Texas Panhandle, once the most remote area of the 

state, emerged as one of the fastest growing regions in 

the entire Southwest. 
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CHAPTER IV 

EXPANSION AND DEVELOPMENT, 1900-1920 

During the first two decades of the twentieth 

century, the Texas Panhandle developed significantly-

The period leading up to U.S. entry into World War I 

represents the greatest growth in social and economic 

development in the region's history. Drought and 

economic hardship consistently disrupted the settlement 

and development of the Texas High Plains prior to 1900. 

Panhandle residents overcame severe challenges and proved 

that the southernmost region of an area once known as the 

Great American Desert was not only inhabitable, but also 

desirable as a place to call home. 

The predominant theme driving the history of 

settlement and development in West Texas is the 

resilience, durability, and unity of the communities. 

The fledgling settlements of the Texas Panhandle had to 

prove that their region was integral to the social and 

economic landscape of the United States. Through a 

united community spirit, the population of the towns of 

Henrietta, Memphis, Childress, Amarillo, and Dalhart not 
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only justified their existence, but also surprised 

outsiders with exponential financial growth and success 

during the early twentieth century. Community leaders 

achieved such growth through valiant fights for county 

seats and the establishment of fairs and associations. 

Although most of the fights for county seats predate 

the early twentieth century, the episodes reflect the 

importance of community spirit to the region serviced by 

the Fort Worth and Denver Railroad. Many towns in the 

Texas Panhandle quickly became defunct after losing the 

fight for the county seat in their respective counties. 

The competition to become the county seat typically 

involved the complete and unbridled efforts of residents 

and boosters. Whole settlements physically relocated in 

order to secure status as favored community of the 

county. The political battles often resulted in the 

death of the town that could not compete. 

The town of Henrietta thrived after defeating a 

nearby community for the county seat. Henrietta, the 

county seat of Clay County, is located 90 miles northwest 

of Fort Worth. The town became the principal station in 

Clay County on the Fort Worth and Denver Railroad, an 
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honor secured after obtaining status as the county seat. 

The fight for the county seat of Clay County represents 

one of the more colorful episodes in thfe history of that 

area."̂  

Clay County was reorganized in 1873 by order of the 

Twelfth Legislature of the State of Texas. Prior to 

1873, the county was attached to Montague County in the 

northeastern portion of the state. Soon after 

reorganization, the settlement of Cambridge was 

established three miles east of Henrietta. Cambridge 

immediately campaigned for the county seat. 

Additionally, the Slack-and-Judy Settlement, located 

three miles west of Henrietta, also made a play for the 

county seat. The result was an all-out war among the 

communities.^ 

Records in Austin reflected Henrietta as the 

original county seat. Cambridge supporters, determined 

to fight for the survival and success of their town. 

^Katherine C. Douthitt, Romance and dim trails; a 
history of Clay County (Dallas: William T. Tardy, 
Publisher, 1938), 11. 

^Ibid., 14, 17; The Texas Almanac for 1872, and 
Emigrants' Guide to Texas (n.p.: Richardson and Company, 
Publishers, 1872), 115. 
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reportedly stole the county records from the Henrietta 

courthouse. Qne version of the story even charged 

Cambridge cowboys with roping the courthouse and dragging 

it away, with the papers locked in a safe inside the 

building. Other sources reported that cowboys dragged 

the courthouse only a small distance. Then, noting the 

wear and tear on the structure, the men removed the safe, 

roped it and dragged it to Cambridge. Irrespective of 

whether these recollections are factual, the fight for 

the county seat in Clay County involved, at the very 

least, thievery, blackened eyes, and a few skinned 

noses .̂  

Cambridge was the legal county seat for a few years, 

but with the construction of the Denver Road through Clay 

County in 1882, Henrietta's fate was sealed as the 

cornerstone settlement. Cambridge, the Slack-and-Judy 

Settlement, and other smaller communities in the area 

^Douthitt, Romance and dim trails, 14, 17; John M. 
Hendrix, "Texas Cow-Towns: Henrietta," in The Cattleman 
(Oct 1941), 20. 
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faded away. They could not survive when Fort Worth and 

Denver established its depot at Henrietta.* 

Another important battle for a county seat that 

resulted in the near death of a town took place in Hall 

County. The Fort Worth and Denver reached the county in 

the spring of 1887. There were a few homes at the Shoe 

Bar Ranch, but little else indicated serious settlement 

in the county. A construction camp situated seven miles 

north of the Red River grew into the town of Salisbury. 

R. E. Montgomery acquired right-of-way through the 

county. As town lots sold, the community showed signs of 

growth. By the late 1880s, Salisbury boasted a post 

office, two grocery stores, a lumber company, a hotel, 

and a saloon. Additionally, the town had a livery, a 

drug store, a tin shop, a blacksmith, and two practicing 

physicians. With the addition of a dual-purpose 

school/church building, a newspaper and a cemetery. 

*Ibid.; The name of the Slack-and-Judy Settlement was 
a derisive term applied by settlers in Henrietta, 
referencing two pioneer families from the area. The 
people at the Slack-and-Judy Settlement referred to the 
Henrietta settlers as "Pinheads." The area within a 
three-mile radius of Henrietta was known by many names in 
the late 1800s, including Pinhook, New Town, Lickskillet, 
and Biggety Ridge. 
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Salisbury was off to a strong start. The tracks of the 

Denver Road reached the area in May 1887.' 

The only serious rival to Salisbury for the county 

seat in Hall County was Memphis. In 18 90, the townsite 

at Memphis consisted of only three families and various 

business leaders who, for the most part, lived in tents. 

Through winter and spring, however, businessmen who 

recently immigrated to the community erected several 

buildings, including a hotel, a general store, a drug 

store, a law office, and a few houses. Promoters at 

Salisbury, concerned that the new community might present 

a challenge for the county seat, resented settlers at 

Memphis.^ 

By May 1887, the Denver Road laid tracks through 

Memphis, but operated a depot at Salisbury. Leaders in 

Salisbury assumed that their efforts toward gaining the 

county seat would be fruitful. However, the Memphis Town 

Site Company gave town lots to those holding property in 

Salisbury in order to entice them to relocate to Memphis. 

Additional incentive included offers by the Memphis 

'Inez Baker, Yesterday in Hall County (Dallas: The 
Book Craft, 1940), 45-46. 

^Ibid. 
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company to move buildings, free of charge, from Salisbury 

to the newer town. The actions of the Memphis promoters 

induced the Fort Worth and Denver to begin making stops 

in the newer settlement. By_mid-1891, the town of 

Salisbury, therefore, had literally been put on wheels 

and moved to Memphis. The Fort Worth and Denver 

constructed a depot at Memphis in the summer of 1891. By 

1893, the original depot at Salisbury closed. The post 

office stopped service by 1900. Memphis was named the 

county seat of Hall County and grew to become a major 

point on the Denver Road during the early twentieth 

century.^ 

Not every battle for control of county records 

resulted in violence or death of a town. The residents 

of Dallam County chose to settle the argument over county 

seat with an election. There were no underhanded deals 

made and no theft or violence involved. As the 

population of Dalhart surpassed that of the original 

county seat, Texline, Ed C. Hyde, newspaper editor for 

the Dalhart Texan, called for moving the county seat to 

Dalhart. On November 6, 1903, Hyde outlined his argument 

^Ibid., 46-47; S. G. Reed, A History of Texas 
Railroads, 395. 
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for relocating the county seat. He asserted that Dalhart 

was the population center of the county, was more 

centrally located than Texline, and enjoyed the service 

of two railroads, the Denver Road and the Santa Fe line. 

Hyde stated that "we have but the kindest feeling for the 

people of Texline, but the public good demands that the 

county seat be removed." He went on to say that Dalhart 

demonstrated potential to become the "best city in the 

Panhandle."® 

Dallam county judge J. P. Inman called an election 

to determine the site of the county seat. The election 

was scheduled for February 21, 1903. Specifically, the 

special election determined whether or not to move the 

county seat to Dalhart from Texline. Editor Hyde 

continued to outline the reasons for removal of the seat 

to Dalhart, arguing that "strangers should visit the best 

town in a county when they visit the county seat." 

The county seat of Dallam county was moved from 

Texline to Dalhart in a vote of 180 to 14. Of eighteen 

voters who cast ballots in Texline, three were in favor 

The Dalhart Texan, 6 November 1902 

^Ibid., 22 January 1903. 
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of Dalhart as the new county seat. There was "no 

soreness on account of the election," at least from the 

viewpoint of Hyde. In fact, the newspaper editor issued 

a charge for the people of Dallam County: 

Our county is a large one with great 
possibilities for the future. We have two of 
the best railroads in the world; the best 
grazing country and a rich productive soil; 
laws that favor progress and prosperity; a 
happy contented people; the largest school fund 
in the Union; plenty of 'kids' to profit by it; 
a good climate and plenty of grit and energy in 
our midst and let us take advantage of all 
these blessings. •̂° 

Since three Texline residents even voted in favor of 

relocating the county seat to Dalhart, the issue seemed 

to pass without incident.''"̂  

The establishment of fairs and associations to 

emphasize the economic potential and output of the Texas 

Panhandle also demonstrated a progressive community 

spirit. Local communities organized agricultural fairs, 

hoping to entice new settlers and businesses to the area. 

Also, residents of the Panhandle united through 

associations in order to improve their home region. 

Although each community hosted its own county fair 

"ibid., 26 February 1903. 

^̂ Ibid. 
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annually, the Panhandle State Fair worked best to 

highlight the assets of Northwest Texas. 

Amarillo led the way in the establishment of the 

All-Panhandle Fair. By 1911, Amarillo boasted a 

population of about 15,000. The town possessed seven 

public schools with enrollment of 2,300 students. Eight 

hotels and numerous boarding houses and apartment houses 

lodged various individuals who visited the city. With 

regard to manufacturing, Amarillo boomed with industries. 

For example, a packing house, broom factories, rubber and 

machine factories, flour mills, candy factories, mattress 

factories, marble factories, and bottling works produced 

goods in the town. Three depots serviced by three major 

trunk lines, the Santa Fe, the Rock Island, and the Fort 

Worth and Denver, provided transportation to and from 

Amarillo. Clearly, Amarillo was a bustling city of 

industry and enterprise. Additionally, Amarillo had 

hosted the Amarillo Tri-State Fair, a collaboration 

between residents of Northwest Texas, Northeastern New 

Mexico, and Western Oklahoma, since 1899. In 1904, 

however, community leaders decided to abandon fairs for 

lack of interest. By 1907, a resurgence of interest in 
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such an event for the Panhandle sparked renewed 

discussion of a Panhandle Fair. Amarillo was the natural 

choice for hosting the proposed All-Panhandle Fair." 

The initial proposal for the fair was published in 

the Amarillo Daily News in December 1911. The purpose of 

the fair was to present to prospective homeseekers a 

"comprehensive exposition of Panhandle products, in all 

their abundant variety," and furnish proof "that the 

claims of this section are based upon tangible results."^^ 

At a mass meeting on January 9, 1912, organizers 

proposed that the fair would last no more than four days 

and would take place at Glenwood Park in Amarillo. The 

goal of the fair was to encourage economic development of 

the Texas Panhandle by creating a broader awareness of 

the potential of the area. Additionally, organizers 

hoped to encourage immigrants to settle in the 

Panhandle." 

"Delia Tyler Key, In the Cattle Country: History of 
Potter County, 1887-1966, 2""̂  ed. (Wichita Falls, Texas: 
Nortex Offset Publications, Inc., 1972), 240-241; 
Amarillo Daily News, 12 August 1911. 

13 'Amarillo Daily News, 27 December 1911. 

"ibid., 22 February 1912. 
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Plans for the fair came on the heels of the "Get 

Together Conference of State and Federal Immigration 

Officials." The overall goal of the meeting was to try 

to distribute immigrants more evenly across the various 

regions of the nation. To accomplish this goal, 

organizers, including Secretary of Commerce and Labor 

Charles Nagel, as well as his chief of the investigation 

bureau of that agency, labor leader, Terence Powderly, 

believed that combining the efforts of the departments of 

agriculture and federal immigration would result in 

better plans for dispersing new settlers throughout the 

nation. Western states were in more need of settlers 

than eastern states. Many western delegates hoped to 

entice new settlers by showcasing the benefits of 

agricultural life. Inducements included land grants, 

special excursion rates, and long, easy finance plans. 

The Texas Bureau of Immigration, established by the 

Twelfth Legislature of the State of Texas in 1872, had 

also worked to increase population growth in the 

"ibid., 15 November 1911; Terence Powderly, long 
identified with immigration concerns as well as the goals 
of organized labor, presided over the three-day 
conference in Washington, D.C. 
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Panhandle. Specific duties of the organization included 

encouragement of immigration to the state as well as the 

compilation of information pertaining to material and 

social matters in the state that might interest potential 

homeseekers. The bureau consisted of a superintendent 

who developed pamphlets, maps, and agricultural and 

industrial information. Additionally, he appointed 

immigration agents who traveled throughout the United 

States and Europe enticing individuals and families to 

visit, and possible settle in, Texas. By 1911, Texas 

boasted a 100 percent increase in population of the 

Panhandle counties, as compared to 1900.^^ 

Clearly, settlement and development of the western 

states was of great importance at the state and national 

levels in 1911. News of the fair was published in the 

Amarillo Daily News with a report from B. B. Cain, 

president of the Commercial Secretaries and Business 

•̂ Âlthough the State of Texas ratified a new 
constitution in 187 6 in effect disbanding the Bureau of 
Immigration, the work of the agency marked a significant 
achievement in initiating population growth in the 
Panhandle. 

^̂ The Texas Almanac for 1872 and Emigrants' Guide to 
Texas (n.p.: Richardson and Company, Publishers, 1872), 
86. 
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Men's Association, which addressed the Immigration 

Convention in Baltimore, Maryland, in February 1912. The 

convention consisted of 350 delegates representing 

eighteen states with interest in looser immigration laws 

at the federal level. Additionally, convention 

participants desired the active encouragement of 

immigration to the United States. Most important was the 

belief that the federal government could assist in 

distributing immigrant populations more evenly across the 

nation, "according to the occupation and ability of the 

immigrant and the opportunities of the states and 

section." Cain declared that: "Texas needs a million 

homeseekers to-settle her idle lands." Cain went on to 

say that "if the citizenship of the congested districts 

of Europe were fully informed of the possibilities in 

18 

Texas, . . . a desirable citizenship would flock to us." 

The goals of organizers of the first All-Panhandle 

Fair fell in line with national goals for increased 

immigration to western states, including Texas. 

Supporters of the event worked tirelessly for almost two 

"Amarillo Daily News, 22 February 1912. Immigration 
associations on the West coast also met in February of 
1912 to discuss the impact of the opening of the Panama 
Canal on immigration niombers for western states. 
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years. By May 1913, the Panhandle State Fair was charted 

under the laws of the state of Texas. The event was 

established as an annual fair for the period of fifty 

years with capital stock of $50,000, making it on par 

with the Dallas State Fair. H. A. Nobles, Amarillo 

resident and owner of Nobles Brothers Grocer Company, 

wrote the official proposal. The Panhandle State Fair 

Association included a president, vice-president, 

secretary-treasurer, and a board of directors numbering 

19 

five or seven members. 

The success of the fair depended primarily on the 

willingness of the people of the Texas Panhandle to 

participate by exhibiting their agricultural products. 

Within two weeks of the charter of the Panhandle State 

Fair Association, A. S. Stinett initiated a series of 

articles in the Amarillo Daily News. The predominant 

themes of Stinett's writings were the rich history of 

Texas and the Panhandle, the necessity of the fair as a 

factor in the growth of the region and the state, and the 

"ibid., 11 May 1913. 
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importance of progress in securing a bright future for 

the Panhandle.^° 

Stinett's editorials exhibited his own deep 

affection for West Texas. He had first encountered the 

Texas Panhandle in 1884 while traveling aboard a 

stagecoach along the Orr and Satterwhite line. He 

journeyed west to Clarendon, through Mobeetie, and on to 

Tascosa. He met various ranchers and cowboys along the 

way. In looking over the vastness of the Texas High 

Plains, Stinett was "convinced that [he] had never seen 

such vistas of fertile lands before," even though he 

considered himself well-traveled. He inquired about the 

region's farming potential and was repeatedly assured 

that there was none. It was cattle country and it would 

remain cattle country forever. 

Upon returning to Wichita Falls, where Stinett was 

established as a businessman, he united with other 

leaders to "try out the resources" of the region, 

including the Panhandle. Just as their endeavors began, 

the drought of 1885-188 6 swept across the Great Plains. 

^°Ibid., 30 May 1913. 

^^Ibid., 31 May 1913. 
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The initial attempts by Stinett and his associates to 

farm the semi-arid sections of Northwest Texas failed. 

But, Stinett refused to forget what he had seen and felt 

on his journey through the Panhandle.^^ 

Fueled by a passion for West Texas and a desire to 

see his own predictions fulfilled, Stinett engaged in an 

editorial campaign to secure the Panhandle State Fair 

Association's existence and alert the outside world of 

the economic potential of the Texas High Plains. By the 

summer, 1913, Amarillo business leaders organized the 

Amarillo Chamber of Commerce. The chamber established a 

fair committee, which Stinett chaired. He and his 

commissioners spent ten days in late June and early July 

visiting the counties of the Panhandle and encouraging 

support of the Panhandle State Fair.^^ 

^^Ibid., 31 May 1913. 

^^Ibid., 22 June 1913. One method of encouraging 
neighboring towns to participate in the All-Panhandle 
Fair was through the official song, entitled "The 
Panhandle Fair Song." Written by Amarillo resident 0. G. 
Crawford, the song's chorus read: 

"To the Fair, To the Fair; Bring your people and 
come to the Fair; Come in your wagons and autos and 
trains; To Amarillo, Queen of the Plains; To the Fair, To 
the Fair; From the country and everywhere; Bring your 
children and ladies; Your old folks and babies; And come 
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Claude, in Armstrong County, was the first location 

outside of Amarillo visited by the fair delegation. 

According to Stinett, the residents of Claude gave the 

proposed fair an "enthusiastic endorsement." He went on 

to say that "the Claude citizens were practically a unit 

for the Fair."^* 

As fair organizers planned an excursion to Childress 

to gain support, residents of the town prepared for their 

twenty-fifth annual county fair and celebration. The 

people of Childress promised the "greatest fair in the 

history of the town." The Fort Worth and Denver Railroad 

furnished the land for the Childress County Fair at no 

charge to the fair association. One attraction that 

received much attention was the daily airplane flights 

conducted by Captain Henry J. Worden of the Moisant 

International Aviation Company- Worden guaranteed 

Childress residents a daring exhibition of flying. Other 

notable events at the Childress fair included quarter 

horse races, a carnival, and performances by traveling 

(come where?) to the Fair." (Amarillo Daily News, 29 July 
1913) . 

^*Amarillo Daily News, 29 June 1913. 
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entertainers. The Fort Worth and Denver offered reduced 

rates for persons traveling to Childress for the fair.^' 

As citizens of Childress geared up for their annual 

celebration, the population of Mobeetie, in Wheeler 

County, announced the dates for their annual fair. 

Organizers in Mobeetie predicted the "best agricultural 

exhibitions that have been held in the Panhandle in many 

a year." The event, scheduled for October 3 and 4, 1913, 

featured racing of various kinds, including quarter 

horse, pony and mule competitions. Women were encouraged 

to participate in the ladies riding contest and to 

compete for the title of best lady driver. Other 

competitive events included culinary, fine art, poultry, 

and farm contests. Wheeler County organizers assured 

Stinett and his committee of their belief that the 

Mobeetie event would help the Panhandle State Fair. 

By mid-July, the Hereford Chamber of Commerce began 

their third annual Water Carnival. The celebration was 

in honor of the third anniversary of the discovery of the 

^'The-Childress Index, 7 May 1913; Amarillo Daily 
News, 12 July 1913; Worden was described as Native 
American and possibly graduated from the Carlisle School 
He received his aviator's license in France. 

^^Amarillo Daily News, 13 July 1913 
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"wonderful underflow" beneath the Panhandle lands, 

referencing the Ogallala Aquifer water table. The 

carnival lasted a full week. The exhibition focused on 

the big wells, which visitors could witness in operation. 

Organizers proclaimed that one water-well pumped 1000 to 

1800 gallon per minute and 1,440,000 to 2,592,000 gallons 

per day. Also featured were irrigated crops. An ad in 

the Amarillo Daily News read: "We want everyone to know 

of our successful irrigation farming." With baseball 

games by "fast teams," special excursion rates on the 

Denver Road, the Rock Island and the Santa Fe, and many 

other amusements, the people of Hereford expected many 

attendants at the Water Carnival.^^ 

Organizers for the Panhandle State Fair received 

further support of their endeavors when management of the 

State Fair of Texas invited residents of the region to 

sponsor an exhibit at the event in Dallas. The combined 

Panhandle exhibit assured "that the agricultural industry 

of the Southwest will be better represented than ever 

before," according to the State Fair of Texas president. 

Panhandlers hoped that their exhibit at the State Fair 

^^Ibid., 13 July 1913 
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would entice people to attend the Panhandle State Fair 

later in the year. H. A. Nobles emphasized to State Fair 

planners that the main purpose of holding an all-

Panhandle State Fair was to secure new settlers for the 

region. Nobles believed that, with the railroads' 

promise of discounted excursion rates for fair visitors, 

thousands of prospective homeseekers would come to the 

Texas High Plains.^® 

A. S. Stinett reported the success of his commission 

in the Amarillo Daily News in late July. He announced 

that the Panhandle State Fair would open October 6, 1913, 

and last for six days. He confidently predicted the 

participation of every county in the Panhandle, as well 

as a steady flow of immigrants to the Panhandle 

immediately after the event. The Panhandle State Fair 

was, in the eyes of its organizers, supporters and 

participants, a grand invitation to the outside world to 

come and settle in the Texas Panhandle.^^ 

As the summer drew to a close, local merchants came 

forth offering various items to the Panhandle State Fair 

^^Ibid., 24 July 1913 

^^Ibid., 31 July 1913, 
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Association intended to be given as prizes in 

competitions. One business donated a motorcycle. 

Merchants believed that awards in various categories 

would encourage the public to bring their best wares to 

the fair.^° 

On August 7, 1913, the Texas General Passenger 

Agents met in Galveston to determine special excursion 

rates for fair attendants. Round-trip tickets to 

Amarillo were offered via two packages. First, the 

convention plan package included a promotional round-trip 

fare costing travelers a little more than the price of a 

one-way ticket from anywhere within 100 miles of 

Amarillo. The convention rate was available between 

October 6 and 11 with the return trip required on or 

before October 13. The second plan, the popular rate 

excursion ticket, was a one-day special rate offered by 

participating railroads. The fare was seventy percent of 

the one-way rate from points within a 100-mile radius of 

Amarillo. The reduced passenger rates signified a 

confidence on the part of the railroads and the Panhandle 

^°Ibid., 5 August 1913 
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state Fair Association in the common goals of increased 

settlement. "̂̂  

Preparations for the new fair continued into early 

fall. Horse barns and stalls were erected. A racing 

track was laid and graded. The main exhibition hall, 

white with a red roof, received its final coat of paint 

just days before the fair opened. The structure measured 

90 square feet and housed 72 booths. Even though 

requests for space came from all over the United States, 

ladies exhibiting textiles and culinary arts were given 

first choice of booths in the grand exhibit hall. An 

estimated 400 head of stock were expected at the fair, 

including cattle, horses, mules and racing horses. 

Additionally, 10,000 copies of an artistic catalogue were 

distributed throughout the state and the nation by mid-

August to entice visitors to attend the first Panhandle 

State Fair.^^ 

The Fair opened on October 6, 1913, in Amarillo, 

Texas. Seventeen Panhandle counties exhibited products 

^^Ibid., 13 August 1913. 

^̂ The Dalhart Texan, 3 October 1913; Amarillo Daily 
News, 16 August 1913. 
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of the region. Three individual farm exhibits 

illustrated the variety and excellence of agriculture on 

the Texas High Plains. Additionally, the livestock 

exhibit showcased the best breeds of cattle and swine. A 

separate building housed the poultry and proved to be one 

of the most interesting exhibits on the grounds. Almost 

every poultry raiser in the Panhandle sponsored an 

exhibit. Representatives of the Southern Poultry 

Association proclaimed that the exposition was the best 

they had seen in the 1913 season. During the daytime, 

visitors enjoyed the agricultural exhibits as well as the 

showing of fine arts, culinary skill, and textiles. In 

the evening hours, however, the scene transformed into 

one of "electricity."^"^ 

Attendants described the evening sights at the fair 

as a "veritable fairyland." Mellow lights framed the 

electrical building, sponsored by Nunn Electric Company 

and City Light and Water Company of Amarillo. The 

outside view of the building at night represented the 

most beautiful spectacle at the fair, but the displays 

33 Amarillo Daily News, 7 October 1913 
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inside were equally engaging. Exhibits ranged from 

curling irons to well-pump accessories.^* 

Notable events also entertained fair attendants. 

The festivities began with an auto parade. Although only 

four entrants, all Panhandle residents, participated in 

the parade, spectators were amazed. The Amarillo Daily 

News published detailed descriptions of entrants' 

automobiles. For example, Mrs. Fannie Fern Masterson 

decorated her Hupmobile with lavender chrysanthemums and 

donned matching lavender sunglasses. Mr. and Mrs. Sam 

Vaughn drove their Studebaker, adorned with pink and 

white roses, complete with a cornucopia of roses spilling 

out the back of the car. A Case was exhibited by Mr. and 

Mrs. Frank A. White. The car shimmered with patriotic 

red, white, and blue. The final entrant in the parade 

was Mrs. John W. Veale's Buick, displaying greens and 

browns. Mrs. Masterson took first place for her lavender 

Hupmobile and matching sunglasses. Additional amusements 

included entertainment by trapeze and tightrope artists, 

musical performances by the Plainview Band, and a giant 

chocolate drop measuring three feet in diameter and three 

^*Ibid., 7 October 1913 
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feet high. The sweet confection was provided by Amarillo 

candy-maker J. E. Bryant.^' 

Horse races drew large crowds. Hundreds of 

spectators lined the course to view the events. Racers 

competed in four events: (1) buggy race for pacers; (2) 

yearling trot or pace; (3) free for all trot; (4) five-

eights mile dash. Cash prizes were awarded to winners in 

each category-^^ 

Awards for achievement in agriculture were 

distributed on the third day of the fair. Three men 

competed in the individual farm category. The winning 

exhibit, that of J. 0. Brown of Hale County, included 119 

varieties of farm products that demonstrated the possible 

accomplishments on a single farm under "intelligent 

cultivation." Non-irrigated crops displayed ranged from 

three types of corn to three varieties of hay to seed and 

boll cotton, wheat, and oats. Other non-irrigated crops 

exhibited at the fair included over twenty varieties of 

fruits and vegetables. Irrigated crops were limited to 

wheat, oats, corn, alfalfa seed, sorghum seed, and some 

^'ibid., 7 October 1913. 

^^Ibid., 9 October 1913. 

102 



stalk cotton. The wide variety of non-irrigated crops 

presented a picture of fertile, generally arable lands in 

the Texas Panhandle.^^ 

On the third day of the fair, local merchants 

closed at noon for the remainder of the day to allow 

employees to enjoy the festivities. Daily attendance was 

estimated at over 6,000, almost half the population of 

Amarillo. In addition to local residents, children from 

Panhandle public schools, prospective homeseekers from 

all across the state and the nation, and exhibitors and 

visitors from seventeen counties in the Panhandle came to 

the fair.̂ ® 

The first annual Panhandle State Fair closed on the 

evening of Saturday, October 11, 1913. By November 9, 

the directors of the fair association issued a formal 

statement, summarizing the success of the event. Total 

expenditures for the fair amounted to $6,154.51. 

Receipts totaled $6,575,80, for a net gain of $424.29-

Although the profit margin was slim, organizers praised 

the participants stated that the first All-Panhandle Fair 

^̂ Ibid. 

^̂ Ibid. 
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"proved eminently successful, . . . more so than had been 

anticipated by the promoters and sponsors." Plans for 

expanded exhibition facilities and adoption of a new 

slogan for subsequent fairs went into motion immediately. 

Organizers issued a charge to themselves and other 

residents of the Panhandle to reveal "to the people of 

the world the grandeur and glory of the Panhandle in all 

the clarity of the noonday sun.""̂ ^ 

As the first annual Panhandle State Fair became a 

fond memory and organizers looked forward to the second 

annual event, headlines in the Panhandle newspapers 

turned attention to the activities of another association 

working to increase settlement and development. The 

Panhandle Good Roads Association emerged in 1913 as a 

movement for an improved auto route along the Fort Worth 

and Denver. Railroad from Wichita Falls to Texline. D. P. 

Talley, president of the Wichita County Good Roads 

Association initiated the project in April, 1913. Talley 

addressed a letter to "Citizens of All Towns on the Ft. W 

& D. C. Ry." The letter was published in various 

newspapers in towns along the route. Talley suggested 

39 'Amarillo Daily News, 9 November 1913, 
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that all residents along the Denver road join together, 

organizing all towns between Colorado Springs and Wichita 

Falls via Amarillo, to form the Colorado to Gulf route.*'̂  

Talley's announcement came on the heels of the 

organization of the Texas State Highway Commission and 

the establishment of the offices of State Highway 

Commissioner and State Highway Engineer. The Texas 

Senate approved the bill, which was proposed by senator 

Alex Terrell, on March 10, 1913.*^ 

The lack of good roads was a major impediment to 

purchasing automobiles for Americans in the early 

twentieth century. Many chose to continue using the 

horse as transportation over the muddy, rut-filled roads. 

Farmers and bicyclists initiated local societies to 

improve roads as early as the 1880s. However, most 

citizens agreed that road improvement was the 

responsibility of local, state and federal governments 

and did not desire taxes as a means to that end. 

*°Ibid., 2 April 1913. 

41 Ibid., 11 March 1913 

*̂ John F. Stover, The Life and Decline of the 
American Railroad (New York: Oxford University Press, 
1970), 134-135. 
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Change came in 1908 when Henry Ford initiated mass 

production of his Model T automobile. The "flivver" or 

"tin lizzie," as it was often called, started at a price 

of $825. By 1910, Ford sold 500,000 automobiles 

annually. Increased use and acceptance of the motor car 

led to a more concentrated effort to improve roads and 

construct paved, all-weather highways.*^ 

The first meeting of the Colorado-to-Gulf Highway 

Association occurred in Childress on May 22, 1913. 

Proponents hoped that the efforts to improve roadways 

would result in increased tourism through the region and 

"a dropping of thousands of dollars in the live towns 

along the route." The proposed route followed the path 

of the Fort Worth and Denver Railroad. Delegates from 

Amarillo, Clarendon, Memphis, Quanah, Vernon, Wichita 

Falls and Childress attended the conference.** 

The meeting began at 11:00am at the Elks Home in 

Childress. Chairman of the meeting was Seth B. Holman, 

secretary of the Amarillo Chamber of Commerce. Delegates 

*^Ibid., 135-136. 

**Amarillo Daily News, 21 May 1913; The Childress 
Index, 14 May 1913. 

106 



were charged with the task of making a concerted effort 

to ensure that the route along the Fort Worth and Denver 

Railroad be promoted as the most desirable and practical 

through way from Colorado to the Texas Gulf. o. L. 

Williams delivered the feature address at the conference. 

Williams served in many capacities related to the 

project, including secretary of the Bowie Chamber of 

Commerce, secretary of the Clay County Good Roads 

Association, and secretary of the Tri-State Good Roads 

Association. He outlined the various details pertaining 

to the establishment of the Colorado-to-Gulf Highway and 

inspired delegates to be aggressive in their 

communities. *' 

With the conference underway, organizers divided the 

territory along the anticipated Colorado-to-Gulf Highway 

into districts. The Panhandle represented one of the 

cohesive units. All county level good roads associations 

were eligible to join the Panhandle Division of the 

Colorado-to-Gulf Highway Association. Delegates were 

briefed on initial plans for the highway and offered 

insight to strengthen the project. They were charged 

*'The Childress Index, 28 May 1913 
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with returning to their home districts to share the plan 

with the citizenry and solicit support.*^ 

County meetings were held within ten days of the 

inaugural conference of the Colorado-to-Gulf Highway 

Association. The goal of the county meetings was to 

identify bad stretches of road in each county and make 

improvements. Such improvements, however, were minimal 

according to R. B. Lockhart, editor of the Pittsburg 

Gazette, who reflected positively on his car trip through 

the Panhandle in June 1913: 

The official route from Denver to the Gulf is 
without question the best that can be made, and 
with the effort now being put forth by the 
towns along the route it will not be long until 
the motorist can make the entire journey 
without subjecting his car or nerves to 
unnecessary strain. 

Lockhart went on to say that he and his party changed 

their opinions of the Panhandle, "for the better," based 

49 

on their trip through the region. 

*^Ibid., 28 May 1913, 

*"̂ Amarillo Daily News, 31 May 1913 

*®Ibid., 24 June 1913. 

*'lbid. 
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The second meeting of the highway association 

occurred on June 5, 1913. The meeting, also in 

Childress, consisted of more than 300 delegates. Every 

county along the proposed route from Dallam to Tarrant 

sent representatives to the conference. Each county 

reported active good roads associations. Additionally, 

delegates approved a motion to have the official route 

1 J 50 

logged. 

M. F. Leonard, supervising engineer in charge of the 

Interstate Highway Association, organized to lobby for a 

nationwide system of highways, also attended the meeting. 

He offered his services as a locating engineer free of 

charge to the Colorado-to-Gulf Highway Association. 

Leonard, accompanied by association president 0. L. 

Williams, toured the proposed route from Texline to Fort 

Worth in mid-June. The purpose of their trip was to 

estimate necessary improvements along the route. 

To secure more support for the Colorado-to-Gulf 

route, delegates from Amarillo, Dalhart, Trinidad, 

Clayton and Raton met with delegates from Plainview, 

'°The Childress Index, 11 June 1913. 

'^Ibid. 
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Lubbock, Big Spring, Lamesa, and San Angelo in late June. 

San Angelo hosted the conference. The meeting, which was 

not publicized in the southern Panhandle, resulted in the 

organization of the Western Division of the Colorado-to-

Gulf Highway Association. Additionally, supporters 

proposed a second route joining Trinidad, Colorado, to 

eastern New Mexico and then to the Panhandle and South 

Plains of Texas and south through Amarillo, Lubbock, and 

Big Spring. From Big Spring, the proposed highway would 

connect San Angelo to San Antonio and, then Corpus 

Christi.'^ 

Three hundred delegates, including a group from 

Corpus Christi, attended the meeting. Organizers hoped 

to join with the Panhandle Division. By joining forces 

with the Panhandle Division, they intended to perfect the 

two "most popular and satisfactory tourist routes in the 

Southwest." Proposal of the southern route resulted from 

a desire to divert the large and growing Texas auto 

traffic through the Panhandle and South Plains, instead 

of through a then-favored northern route through Wichita, 

'^Amarillo Daily News, 26 June 1913; ibid., 28 June 
1913. 

110 



Kansas, via the Santa Fe Trail and west to the 

mountains .'̂  

The Panhandle Division held its third meeting in 

Clarendon on July 25, 1913. 0. L. Williams quickly 

learned of the formation of the Western Division as the 

conference opened. Delegates from San Angelo and 

Plainview proposed moving the route eastward in order to 

include their towns, a move that would have excluded 

certain Panhandle communities. The recommendation drew 

heated debate that almost resulted in physical fighting 

at the conference. Delegates from northern New Mexico 

and southern Colorado promptly distanced themselves from 

the Plainview and San Angelo representatives. Delegates 

from Amarillo and Dalhart, who initiated contact with 

members of the so-called Western Division, remained 

quiet. A lengthy discussion ensued amongst delegates 

along the parent line of the highway, which extended from 

Denver to Galveston, through Amarillo and Dallas. 

Ultimately, representatives agreed to allow the Western 

Division to San Angelo to exist as a branch of the parent 

line and declared Amarillo as the junction of the Western 

Ibid. 
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Division and the Panhandle Division of the Colorado-to-

Gulf Highway.'* 

By November, the proposals of the Colorado-to-Gulf 

Highway Association received national legitimacy. A. L. 

Westgard, representing the National Highway Association 

and Marcus Dods of the Blue Book Corporation, which 

published an automobile guide, met with 0. L. Williams, 

president of the Colorado-to-Gulf Highway Association in 

Amarillo. Westgard's specific purpose was to log and map 

both the main route as well as the Western division to 

San Antonio. At the meeting, Westgard recommended that 

one of the two proposed routes connect with the Puget 

Sound route to the Pacific Ocean. The Puget Sound route 

followed Burlington railroad's Gulf-to-Sound line. 

Amarillo boosters interpreted the news as evidence of 

their city's destiny to become "the most important auto 

highway center in Texas, perhaps the Southwest." The 

promise of increased traffic along the Fort Worth and 

Denver Railroad, once connected to Puget Sound via 

'*Amarillo Daily News, 26 July 1913; The Childress 
Index, 30 July 1913. 
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Denver, Colorado, seemed to guarantee more work for the 

railroad shops at Childress, as well." 

The efforts of the good roads associations located 

throughout the state certainly reflected state and 

national concerns about highway improvement. Although 

the Federal Highways Act did not pass until 1916 as part 

of President Woodrow Wilson' s New Freedom program, states 

initiated many improvement programs during the 

Progressive era. Millions of dollars appropriated for 

betterment of roads were reflected in the records of the 

Texas Business Men's Association report on road and 

bridge bonds in March 1914. A total of $2,629,000 was 

issued in February, reflecting an increase of more than 

1.5 million dollars over February of the previous year. 

Fourteen of nineteen bridge bond elections were 

successful in the month of February, as well. Good roads 

bond elections resulted in even greater victories with 

counties throughout the state electing to raise taxes in 

order to improve roadways. Vigorous campaigns at the 

county level resulted in increased state-wide interest in 

"Amarillo Daily News, 11 November 1913; ibid., 3 
December 1913; The Childress Index, 10 September 1913. 
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road improvement. The "good roads spirit" permeated 

practically every county in Texas by 1914.^^ 

In 1914, the United States Department of Agriculture 

published statistics reflecting increased national 

interest in road improvements. In 1904, total 

expenditures amounted to $79,000,000. Within nine years, 

that amount had increased to approximately $200,000,000. 

State aid to counties and other local communities 

accounted for some of the increase. In 1913 alone, 

individual states appropriated a combined total of 

$38,755,088 toward improved roads. In Texas, as well as 

other states, the bulk of the money originated from 

counties and local communities. In 1912, counties, 

districts and townships put forth more than $138,000,000 

nationally toward betterment of roads. 

The Colorado-to-Gulf Highway Association met 

annually into the 1920s to secure completion of the two 

routes. Almost every newspaper in every town along the 

routes included weekly columns entitled, "Good Roads" and 

"For Better Roads." Preparation for construction of the 

'^Amarillo Daily News, 7 March 1914 

'^Ibid., 21 July 1914. 
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new roads included installing signs, marking mileposts, 

and building bridges along the routes. Crews graded 

necessary sections and installed culverts. By January 

1918, construction was underway in areas that needed 

massive improvement.'® 

At the annual meeting in 1920, hosted by Amarillo, 

delegates discussed the loss of at least two-thirds of 

tourist travel along the Colorado-to-Gulf Route. Members 

present at the meeting attributed the decreased traffic 

to loss of tourists to the much-publicized Dallas-

Canadian-Denver route. The competing route went north out 

of Dallas to Denton, Gainesville and on to Ardmore, 

Oklahoma. At Ardmore, the highway turned west through 

Lawton, Hobart, and Elk City. The route cut across the 

Texas Panhandle through Canadian and north to Perryton 

and on to Denver, Colorado. A branch road connected 

Canadian to Childress, which joined the two competing 

highways. Colorado-to-Gulf supporters learned that a 

large sign existed at the point where the other road 

'®The Dalhart Texan, 11 January 1918 
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entered Childress instructing travelers of the benefits 

of taking the Dallas-Canadian-Denver path.'^ 

Colorado-to-Gulf associates reflected on the waning 

enthusiasm of their organization, which was clearly 

evidenced by the low attendance at the annual meeting. 

They adjourned with the goal of rejuvenating the 

Colorado-to-Gulf Highway Association and increasing 

traffic along the route by 1921. By 1922, the Colorado-

to-Gulf Highway was eclipsed by the Dallas-Canadian-

Denver Highway as the primary route from the Texas Gulf 

to Denver, Colorado. Although the route that followed 

the Fort Worth and Denver Railroad was important for auto 

travel along the line, theirs proved not to be the 

dominant pathway from the Gulf to the Rocky Mountains due 

to the greater population centers in the more 

metropolitan area of Northeast Texas. 

In spite of the loss of a major highway linkage for 

communities along the Fort Worth and Denver City Railway, 

Northwest Texas continued to experience growth in the 

early decades of the twentieth century. The united 

'\he Dalhart Texan, 2 July 1920; The Childress 
Index, 18 April 1922. 
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community spirit that characterized settlements in the 

Panhandle, combined with the efforts of various boosters 

of the region, whether land agents, railroad companies, 

realtors, newspaper men, or the citizens themselves 

resulted in a rapid increase in population between 1900 

and 1920. Of the ten counties in the Panhandle serviced 

directly by the Denver Road, all of them enjoyed at least 

an 84 percent increase in total residents between 1900 

and 1910. Dallam County, home to two major points on the 

Denver Road - Dalhart and Texline - grew from a populace 

numbering 146 persons in 1900 to over 4000 residents by 

1910- By 1920, Dallam County boasted over 4500 

inhabitants. The population of Panhandle counties along 

the Fort Worth and Denver Railroad numbered 19,692 in 

1900. Just ten years later, in 1910, that same 

population had grown to 61,361. By 1920, those counties 

were home to 72,841 people. ̂•'" 

Panhandle residents embraced every opportunity to 

demonstrate to outsiders their firm belief that their 

61 Texas Almanac and State Industrial Guide for 1910 
(Dallas, Texas: A. H. Belo and Company, Publishers, 
1910), 296-298; Texas Almanac and State industrial Guide 
(Dallas, Texas: A. H. Belo and Company, Publishers, 
1925), 48-51. 
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region represented some of the earth's finest lands and 

best people. A spirit of togetherness was the great 

commonality amongst the inhabitants of the area serviced 

by the Fort Worth and Denver Railroad. in addition to 

fighting rivals for county seats and pushing forth goals 

and dreams through dedicated associations. Panhandlers 

also rallied around sports teams and local colleges. 

They embraced their patriotism and raised hundreds of 

thousands of dollars in the name of liberty during the 

Great War, while rationing staples for Hoover's Food 

Administration. 

When faced with great diversity. Panhandle residents 

rallied together. They organized a successful regional 

fair showed the nation, even the world that their lands 

yielded important cash crops, including fruits, 

vegetables, cotton, and grains. Recognizing a national 

trend toward improved highways. Panhandle residents 

decided to lead rather than follow. Community leaders in 

Northwest Texas partnered with Colorado leadership to 

build what they believed to be potentially the greatest 

auto route through the Southwest parallel to the Denver 

Road. Though the financiers and builders of the Fort 
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Worth and Denver Railroad Company were responsible for 

the initial settlement on the high plains of Texas, the 

people developed the region into a web of thriving 

communities composed of sturdy souls who understood they 

would have to work together. 
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CHAPTER V 

CONFLICTS OF INTEREST 

The relationship between the Fort Worth and Denver 

Railroad Company and the people serviced by the line is 

integral to understanding the settlement and development 

of the Texas Panhandle. The Denver road actively 

promoted the region and enticed settlers to relocate to 

the Panhandle. Also, the company worked with local 

communities to develop a thriving network of businesses 

in the region. Evidence of such successful regional 

business growth included the Panhandle State Fair 

Association and local Good Roads Associations. 

At the same time, individual communities took an 

active role in their own growth. Community action 

efforts included working directly with the Fort Worth and 

Denver to secure the economic futures of places such as 

Childress and Dalhart. As a result, a symbiotic 

relationship for growth developed between the railroad 

and the people who lived along the line. 

As towns grew and the needs of the citizenry 

changed, community leaders often appealed to the railroad 
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for assistance in accommodating the new developments. 

When cotton production increased exponentially in the 

Panhandle of Texas in the 1920s, citizens along the 

Denver road petitioned the company for the construction 

of special cotton platforms at depots. Additionally, as 

most of the towns along the line received coal shipments 

via the Fort Worth and Denver from various coal 

companies, community leaders in Texas looked to the 

railroad for assistance during the coal shortage of 1899-

1902. 

At the same time, the communities in the Texas 

Panhandle helped the railroad prosper. As towns 

flourished in the early decades of the twentieth century, 

their social and economic growth brought business to the 

Fort Worth and Denver Railroad. As new business 

endeavors emerged across the Panhandle, the railroad 

imported raw materials for manufacture as well as 

provided the means to send finished products to market. 

Without the residents of the Panhandle, the Fort Worth 

and Denver had no market. Without the railroad, the 

people of the Texas High Plains had no economic ties to 

the rest of the state and the nation. The symbiotic 
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relationship between the communities along the Fort Worth 

and Denver Railroad and the company itself drove the 

settlement and development of the Texas Panhandle. 

The relationship between the two entities was not 

always amiable. The Fort Worth and Denver Railroad 

reported a prolonged and severe coal shortage between 

1899 and 1902. As a result, the company experienced 

difficulties obtaining the necessary amounts of coal 

required to operate the railroad. The responsibility of 

acquiring and allocating the coal fell on two men. H. 

Van Mater of Denver, Colorado, assistant to the President 

of the Fort Worth and Denver, handled all coal purchases 

for the company- D. B. Keeler served as Vice President 

and Traffic Manager for the company and represented a 

point of contact between the communities and the 

railroad. To make up for the shortage, the Fort Worth 

and Denver engaged repeatedly in the practice of 

confiscating coal shipped on the line en route to various 

destinations. Therefore, the railroad continually 
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intercepted coal shipments paid for and ordered by 

Panhandle communities from outside fuel dealers.^ 

In 1899, the Fort Worth and Denver Railroad 

repeatedly took possession of coal shipments for company 

use, often from companies with whom the railroad did not 

have a contract. J. P. LaBelle, treasurer for the 

LaBelle Coal Company in Denver, reported the confiscation 

of four cars of coal by the Fort Worth and Denver in 

December 1899. LaBelle stated, "it occurs to us that our 

coal must be very desirable for Company use." He went on 

to suggest that the Denver Road originate a contract for 

the coal taken from the LaBelle company. Expressing 

additional frustration, LaBelle wrote, "It is very 

difficult for us to comply with our contracts when the 

R.R.[railroad] company assumes the right to take 

everything in sight." LaBelle ended the letter by 

^D. B. Keeler, Fort Worth, Texas, to J. P. LaBelle, 
Denver, Colorado, 31 December 1899, Typed Letter Signed 
(TLS), Fort Worth and Denver Railway and Affiliated 
Railroads Vice President and General Manager's Files, 
1889-1973, Southwest Collection/ Special Collections 
Library, Texas Tech University, Lubbock, Texas (hereafter 
F. W. & D. Papers, SWC). 
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quoting current prices available to the Fort Worth and 

Denver, should the company desire a purchasing contract.^ 

The Fort Worth and Denver Railroad also confiscated 

coal from the Colorado Fuel and Iron Company during 18 99. 

The coal was obtained before the railroad company 

possessed a contract with the fuel company. In fact, the 

railroad made such frequent practice of confiscating coal 

that the Colorado Fuel and Iron Company issued special 

payments rules for the Fort Worth and Denver. If coal 

was obtained from a mine with high freight traffic, the 

railroad paid the commercial rate, which was considerably 

higher than a contract rate. If the Fort Worth and 

Denver confiscated coal from a mine with a low rate of 

freight traffic, the railroad paid the cheaper contract 

rate."' 

Ĵ. P. LaBelle, Denver, Colorado, to Fort Worth and 
Denver City Railway Company, 22 December 1899, TLS, F. W. 
& D. Papers, SWC. 

^D. B. Keeler, Fort Worth, Texas, to H. Van Mater, 
Denver, Colorado, TLS, 31 December 1899, F. W. &. D 
Papers, SWC; D. B. Keeler, Fort Worth, Texas, to S. M. 
Hudson, Fort Worth, Texas, TLS, 31 December 1899, F. W. 
&; D. Papers, SWC; D. B. Keeler, Fort Worth, Texas, to J. 
V. Goode, Fort Worth, Texas, TLS, 31 December 1899, F. W. 
& D. Papers, SWC. 
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Correspondence between Fort Worth and Denver 

Railroad executives reflected concern regarding the coal 

shortage in 1899. S. M. Hudson, auditor for the 

railroad, contacted H. Van Mater about discrepancies in 

company coal. An investigation into shipments received 

from the Victor Coal Company in late November 1899, 

reflected a shortage of almost nine thousand pounds of 

coal. The shortage prompted Hudson to reprimand Van 

Mater, urging him to "see that we get all the coal we pay 

for." Van Mater responded to Hudson's orders by 

instructing Keeler to have the coal shipments inspected 

regularly to check weights and quality against the 

orders. By March 1900, Master Mechanic G. K. Jackson of 

Fort Worth reported results of coal inspection, including 

checking the weights and the quality, made at Clarendon, 

Wichita Falls and Fort Worth. Discrepancies still 

existed.* 

*S. M. Hudson, Fort Worth, Texas, to H. Van Mater, 
Denver, Colorado, TLS, 1 December 1899, F. W. & D. 
Papers, SWC; H. Van Mater, Denver, Colorado, to D. B. 
Keeler, Fort Worth, Texas, TLS, 31 January 1900, F. W- & 
D. Papers^ SWC; G. K. Jackson, Fort Worth, Texas, to J. 
V. Goode, Fort Worth, Texas, TLS, 6 March 1900, F. W. & 
D. Papers, SWC. 
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By early Spring, 1900, D. B. Keeler began making 

arrangements to store coal for the following winter 

season. He based his decision on the severe coal 

shortages that the Fort Worth and Denver had experienced 

the previous winter. Keeler instructed Van Mater to 

arrange shipment of fifteen extra cars per day so as to 

begin storage of coal as soon as possible. Also, Keeler 

ordered Van Mater to continue "until further notice." 

Van Mater requested that Keeler provide "some idea of how 

long the storage order will last." Keeler relayed his 

desire to store approximately fifteen thousand tons of 

coal for use in the following winter. With the increased 

order, the requested daily shipment totaled twenty-three 

cars of coal from the Victor Coal Company-

The storage of coal for future use caused problems 

for the communities along the line. First, frequent 

'D. B. Keeler, Fort Worth, Texas, to H. Van Mater, 
Denver, Colorado, TL, 7 March 1900, F. W. & D. Paper, 
SWC; H. Van Mater, Denver, Colorado, to D. B. Keeler, 
Fort Worth, Texas, Telegram, 9 March 1900, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas, to H. Van 
Mater, Denver, Colorado, Telegram, 10 March 1900, F. W. & 
D. Papers, SWC; H. Van Mater, Denver, Colorado, to D. B. 
Keeler, Fort Worth, Texas, TLS, 15 March 1900, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas, to S. M. 
Hudson, Fort Worth, Texas, TL, 19 March 1900, F. W. & D. 
Papers, SWC. 
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complaints came from the Victor Coal Company to D. B. 

Keeler regarding the inability to fulfill the order of 23 

cars of coal per day due to the lack of railroad cars in 

April 1900. The mines remained anxious to ship the coal 

but, due to the shortage of Denver cars, were unable to 

fulfill the order. Additionally, communities along the 

line were refused coal shipments unless the weekly quota 

for stored coal was met by the railroad. Therefore, 

community orders were filled only after the railroad had 

received its twenty-three coal cars. If the mines lacked 

the coal or the railroad cars to fill the Denver road 

order, then the communities suffered greatly, often 

receiving no coal at all. The practice of coal 

confiscation had far-reaching consequences for small 

communities along the railroad. As the weather turned 

colder, many communities in the Panhandle found 

themselves completely devoid of fuel resources due to the 

practices of the Fort Worth and Denver.^ 

Ĥ. Van Mater, Denver, Colorado, to D. B. Keeler, 
Fort Worth, Texas, TLS, 12 April 1900, F. W. & D. Papers, 
SWC. 
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The communities of Bowie, Canyon City, and Hereford 

reported severe coal shortages by the fall of 1901. The 

general problem stemmed from a shortage of coal cars at 

the mines. Hereford claimed to be "entirely out" of 

coal. The coal companies replied that they possessed 

plenty of coal at the mines, but lacked coal cars for 

shipment. Bowie also complained to the Fort Worth and 

Denver of a severe coal shortage. D. B. Keeler responded 

to the complaints by promising to do everything possible 

to get coal to the town, W. F. Sterley, auditor and 

general passenger agent for the Denver Road, received 

warning from company legal advisors in mid-October that 

the Fort Worth and Denver Railroad was "getting blamed 

entirely for the situation." 

At Canyon City, not located on the Denver Road, but 

situated just south of Amarillo, the coal crisis reached 

even more serious proportions. Severe coal shortages 

"̂A. B. Spencer, Amarillo, Texas, to W. F. Sterley, 
Fort Worth, Texas, TLS, 17 October 1901, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas, to C. L. 
Wellington, Denver, Colorado, Telegram Signed, 21 October 
1901, F. W. & D. Papers, SWC; C. F. Wellington, Denver, 
Colorado, to D. B. Keeler, Fort Worth, Texas, Telegram 
Signed, 22 October 1901, F. W. & D. Papers, SWC. 
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prompted L. T. Lester of the Stockmens National Bank in 

Canyon to solicit D. B. Keeler for assistance. Lester 

stated that the people at Canyon had been out of coal for 

two weeks. Residents from surrounding areas arrived 

daily in Canyon with wagons to obtain coal, but none 

existed. Lester expressed his concern that if severe 

winter weather struck Canyon, the people would suffer 

greatly.® 

The situation became increasingly worse through the 

winter of 1901-1902. The Fort Worth and Denver Railroad 

was unable to supply enough coal cars to transport the 

coal from various mines to the communities in need. A. 

B. Spencer expressed his concern: "The gravity of the 

situation is telling on us, and the fact that we are 

unable to supply cars for this business is hurting us 

very much with everybody." Vice president Keeler advised 

Spencer to try to obtain coal cars from the Santa Fe 

Railroad in order to relieve some of the shortage. 

®L. T. Lester, Canyon, Texas, to D. B. Keeler, Fort 
Worth, Texas, TL, 12 November 1901, F. W. & D. Papers, 
SWC. 

^L. T. Lester, Canyon, Texas, to D. B. Keeler, Fort 
Worth, Texas, TL, 12 November 1901, F. W. & D. Papers, 
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Coal confiscation continued as a practice of the 

Fort Worth and Denver Railroad. As the railroad 

intercepted more and more coal shipments, citizens of the 

Acme, Texas, in Hardeman County spoke out against the 

actions of the railroad. The vice president and general 

manager of the Acme Cement Plaster Company, for which the 

town was named, S. A. Walker, contacted D. B. Keeler 

regarding coal confiscation. Walker expressed his 

frustration with the Fort Worth and Denver Railroad for 

seizing Acme's coal. He further asserted that he had 

worked diligently to acquire coal cars from the Missouri, 

Kansas and Texas Railroad (hereafter, Katy) for his 

company with coal destined for Acme. As Walker stated, 

"then, when we get it on your line, that is the end of 

it." Keeler assured Walker that coal destined for Acme 

would not be taken, "except as a last resort." 

SWC; A. B. Spencer, Amarillo, Texas, to D. B. Keeler, 
Fort Worth, Texas, TLS, 20 November 1901, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas, to A. B. 
Spencer, Amarillo, Texas, TL, 24 November 1901, F. W. & 
D. Papers, SWC. 

"S. A. Walker, St. Louis, Missouri, to D. B. Keeler, 
Fort Worth, Texas, TLS, 20 November 1901, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas, to S. A. 
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For Keeler, the "last resort" occurred soon 

thereafter. He announced that he was faced with a choice 

of either confiscating coal or shutting down his 

railroad. Leo Jacobs, assistant to the president of Acme 

Cement Plaster Company, complained of the seizure of 

Acme's coal to the company's officers at the main 

headquarters in St. Louis, Missouri. "Coal is such a 

scarce article," Jacobs stated, "that we are compelled to 

burn scrap lumber in the office, store and dwellings." 

After the Fort Worth and Denver confiscated yet another 

car of coal, more letters of frustration arrived in D. B. 

Keeler's office from the citizens of Acme. S. A. Walker 

even asked, "Cannot you take somebody else's coal for a 

few days?" Walker soon received assurance that a car of 

coal from the Denver Road would be shipped to Acme 

immediately."̂ "̂  

Walker, St. Louis, Missouri, TL, 23 November 1901, F. W. 
&. D. Papers, SWC; 

^̂ Leo Jacobs, Acme, Texas, to Acme Plaster Cement 
Company, St. Louis, Missouri, 22 November 1901, F. W. & 
D. Papers, SWC; S. A. Walker, St. Louis, Missouri, to D, 
B. Keeler, Fort Worth, Texas, TLS, 25 November 1901, F. 
W. & D. Papers, SWC; W. R. Scott, Fort Worth, Texas, to 
D. B. Keeler, Fort Worth, Texas, TLS, 27 November 1901, 
F. W. & D. Papers, SWC. 
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The struggles between Acme and the Fort Worth and 

Denver Railroad over coal illustrated the precarious 

relationship concerning the railroad and the communities 

along the Denver Road. As the coal shortage increased, 

the Fort Worth and Denver put its needs above those of 

the communities. As a result, the people at Acme 

continued in their struggle to acquire coal. Some more 

influential residents, however, received coal shipments 

whenever needed. Charles Goodnight offered the best 

example. 

As the largest cattle rancher in the region, 

Goodnight was an important customer of the Denver Road. 

On November 29, 1901, traffic manager of the Colorado and 

Southern Railway Company, the parent company of the Fort 

Worth and Denver, notified D. B. Keeler that Charles 

Goodnight at Goodnight, Texas, desired two cars of coal. 

While Acme still begged for coal, general superintendent. 

"C. L. Wellington, Denver, Colorado, to D. B. 
Keeler, Fort Worth, Texas, TLS, 29 November 1901, F. W. & 
D. Papers, SWC!; W. R. Scott, Fort Worth, Texas to D. B. 
Keeler, Fort Worth, Texas, Telegram, 9 December 1901, F. 
W, & D. Papers, SWC. 
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W. R. Scott, wired Keeler on December 9 that coal for 

Goodnight had arrived two days earlier."̂ ^ 

Although coal confiscation was common among railroad 

companies during shortages, the legal department of the 

Fort Worth and Denver Railroad expressed serious concerns 

regarding the consequences of such practices. Some of 

the companies from which the Denver Road took coal 

demanded payment not only of the cost of the coal but 

also for projected profits lost due to lack of coal 

supplies. As a result, the railroad's legal department, 

Stanley, Spoontz, and Thomson, located in Fort Worth, 

requested that the Fort Worth and Denver judge the extent 

of the "liability of the company for the coal." 

In an effort to determine liability, the legal 

department consulted attorneys from other major railroads 

in Texas for advice on handling the coal confiscation 

matter. Those consulted included the Texas and Pacific 

Railway Company, the St. Louis Southwestern Railway 

Company of Texas, the Gulf, Colorado and Santa Fe Railway 

"ibid. 

"Stanley, Spoontz, & Thomson, Legal Department, Fort 
Worth, Texas, to Baker, Botts, Baker & Lovett, Houston, 
Texas, TL, 2 December 1901, F. W. & D. Papers, SWC. 
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Company and the Missouri, Kansas and Texas Railway 

Company of Texas. All companies, except the St. Louis 

Southwestern Railway, acknowledged that they confiscated 

coal for company use occasionally, but stressed that the 

practice occurred only in extreme cases of coal shortage. 

The correspondence indicates that railroads paid only the 

price of the coal and did not pay any additional 

damages. 

The dialogue between the general attorneys for the 

Fort Worth and Denver, the officers of the company, 

namely vice president Keeler and superintendent Scott, 

and other major railroads in the State, revealed one 

constant point. Keeler greatly desired the cessation of 

coal confiscation. When Keeler expressed his opinion to 

W. R. Scott, Scott argued that in some cases, coal 

confiscation existed as the only means of keeping the 

" L . J. Polk, Galveston, Texas, to W. R. Scott, Fort 
Worth, Texas, TLS, 5 December 1901, F. W. & D. Papers, 
SWC; T. J. Freeman, Dallas, Texas, to Stanley, Spoontz, 
and Thomson, Fort Worth, Texas, TLS, 6 December 1901, F. 
W. & D. Papers, SWC; E. B. Perkins, Dallas, Texas, to 
Stanley, Spoontz, and Thomson, TLS, 10 December 1901, F. 
W. & D. Papers, SWC; T. S. Miller, Dallas, Texas, to 
Stanley, Spoontz and Thomson, TLS, 11 December 1901, F. 
W. & D. Papers, SWC; 
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trains running on the track and avoiding stranding 

freight en route.^^ 

Keeler responded by issuing an alternative plan. He 

ordered Scott to see that, if coal confiscation was 

unavoidable, supplies should only be taken from larger 

dealers. Keeler based his stance upon advice from 

Stanley, Spoontz, and Thompson. The general attorneys 

stipulated that since no law existed authorizing the 

confiscation of coal, the extent to which the officers of 

the company could be held personally liable was unknown. 

Keeler, concerned that company officers, including 

himself, might be held liable for damages incurred by 

those from whom the company took coal, desired an 

immediate end to the practice of confiscation."'"̂  

"W. F. Sterley, Fort Worth, Texas, to M. A. Spoontz, 
Fort Worth, Texas, TLS, 12 December 1901, F. W. & D. 
Papers, SWC; Stanley, Spoontz, and Thompson, Fort Worth, 
Texas to D. B. Keeler, Fort Worth, Texas, TLS, 13 
December 1901, F. W. & D. Papers, SWC; 

"D . B. Keeler, Fort Worth, Texas to W. R. Scott, 
Fort Worth, Texas, TL, 14 December 1901, F. W. & D. 
Papers, SWC; W. R. Scott, Fort Worth, Texas to D. B. 
Keeler, Fort Worth, Texas, TLS, 15 December 1901, F. W. & 
D. Papers, SWC; D. B. Keeler, Fort Worth, Texas to W. R. 
Scott, Fort Worth, Texas, TL, 17 December 1901, F. W. & 
D. Papers, SWC. 
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By January 1902, the tension between the railroad 

and the communities increased when several towns along 

the Denver Road requested assistance from the railroad in 

acquiring greater coal supplies. Estelline, Quanah, 

Vernon, Dalhart, and Texline made appeals to the Fort 

Worth and Denver. E. L. Biggerstaff, manager of the 

Estelline Supply Company, petitioned Keeler for 

assistance. Biggerstaff informed Keeler that Estelline 

received only two cars of coal over sixty days. He 

stressed that at that time no coal existed in the entire 

town. Continual interception of coal shipments by the 

Denver road had resulted in significant shortages. 

Biggerstaff further stated that families in the 

communities suffered from the cold weather and lack of 

fuel. He warned Keeler that, if the Fort Worth and 

Denver failed to assist in the matter, the people of 

Estelline planned to make a direct appeal to the Texas 

Railroad Commission and report coal confiscation. 

Fearing legal ramifications, Keeler immediately ordered 

three coal cars to Estelline. He described the citizens 
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of the town as "valuable patrons" and expressed his 

desire to get coal to them as soon as possible." 

Availability of coal seemed to be a consistent 

problem in the early years of the twentieth century-

Community residents and leaders often disagreed with the 

methods by which the Fort Worth and Denver acquired coal 

in times of shortage. Another area that represented 

recurring conflict between the railroad and the 

communities involved right-of-way-

In 1910, S. W. Smith, public road overseer at the 

community of Rowe in Donley County, filed a complaint 

with the right-of-way department of the Fort Worth and 

Denver. Smith argued that the railroad had changed the 

public road crossing, formerly located at the old Rowe 

railroad station, without permission of the county 

" E . L. Biggerstaff, Estelline, Texas to D. B. 
Keeler, Fort Worth, Texas, LS, 7 January 1902, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas to C. L. 
Wellington, Denver, Colorado, Telegram, 9 January 1902; 
C. L. Wellington, Denver, Colorado, to D. B. Keeler, Fort 
Worth, Texas, Telegram, 9 January 1902, F. W. & D. 
Papers, SWC. Keeler expressed to Biggerstaff that a 
shortage in coal cars in Colorado affected the slow 
deliverance from those mines to Texas destinations. 
Keeler, then, stated that the problem was outside of the 
jurisdiction of the Texas Railroad Commission. D. B. 
Keeler, Fort Worth, Texas to E. L Biggerstaff, Estelline, 
Texas, TL, 11 January 1902, F. W. & D. Papers, SWC. 
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authorities. Vice president Keeler and general 

superintendent H. A. Gausewitz contacted the Fort Worth 

and Denver agent at Childress immediately. 0. E. Maer, 

the Childress superintendent, received instructions to 

remedy the situation by either obtaining permission from 

county officials to change the crossing or by replacing 

the old one at Rowe. Keeler wrote to Smith, assuring him 

that the railroad would make every effort to correct the 

matter at once."'"̂  

Gausewitz recommended the installation of cattle 

guards and open crossings at the site of the old Rowe 

station, therefore moving the crossing, in order to 

facilitate public traffic. The matter appeared before 

the commissioners court of Donley County in January 1911. 

By late February, the citizens of Rowe rejoiced when the 

railroad installed guards and the public road opened for 

20 

use. 

" D . B. Keeler, Fort Worth, Texas, to H. A. 
Gausewitz, Fort Worth, Texas, TL, 9 November 1910, F. W. 
& D. Papers, SWC; D. B. Keeler, Fort Worth, Texas, to S. 
W. Smith, Rowe, Texas, TL, 10 November 1910, F. W. & D. 
Papers, SWC. 

°̂H. A. Gausewitz, Fort Worth, Texas, to D. B. 
Keeler, TLS, 17 November 1910, F. W. & D. Papers, SWC; H, 
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In 1912, the citizens of Childress protested the 

erection of a cottonseed warehouse on the right of way of 

the Fort Worth and Denver Railroad. The Memphis Cotton 

Oil Company planned to build the facility. The citizens 

of Childress believed that the proposed warehouse, 

regardless of who built it, would distract from the 

beauty of the town. As a result, a number of citizens 

threatened to sue the railroad for damages if the company 

went forth with plans to construct the warehouse.^^ 

Local attorneys at Childress consulted with the 

attorneys for the Fort Worth and Denver Railroad about 

the warehouse. The general feeling of the attorneys 

reflected a desire to avoid legal entanglements as much 

as possible. The railroad, however, stipulated 

repeatedly that the Denver Road maintained control of 

right of way and possessed rights to build any desirable 

structure within such area. Additionally, the FW & D 

A. Gausewitz, Fort Worth, Texas, to D. B. Keeler, Fort 
Worth, Texas, TLS, 17 February 1911, F. W. & D. Papers, 
SWC. 

^^C. A. Williams, Childress, Texas to H. A. 
Gausewitz, Fort Worth, Texas, TLS, 20 August 1912, F. W. 
& D. Papers, SWC; Fires & Diggs, Childress, Texas to 
Spoontz, Thompson, and Barwise, Fort Worth, Texas, TLS, 
21 August 1912, F. W. & D. Papers, SWC. 
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attorneys stressed that the business people of Childress 

generally supported the construction of any structure 

that promised to benefit the city economically. 

Therefore, the railroad wanted to avoid unnecessary 

conflict with the citizens, but motivation to practice 

sound business outweighed desire to avoid battling with 

citizens at Childress.^^ 

Representing the concerns of many Childress 

residents, attorney Joseph H. Aynesworth wrote vice 

president Keeler regarding the matter. Aynesworth argued 

that the deed records of Childress County dated May 27, 

1899, stipulated that right of way was only an easement 

and not a deed to the entire area in question. 

Aynesworth stressed that parties in Childress stood ready 

to sue to protect their property rights. 

Keeler responded to Aynesworth assuring him that, 

although the Fort Worth and Denver desired friendly 

relations with the town of Childress, the company 

^^Spoontz, Thompson, and Barwise, Fort Worth, Texas 
to Fires and Diggs, Childress, Texas, TL, 23 August 1912, 
F. W. & D. Papers, SWC. 

^Joseph H. Aynesworth, Childress, Texas to D. B 
Keeler, Fort Worth, Texas, TLS, 22 August 1912, F. W. & 
D. Papers, SWC. 
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believed its actions justified. Additionally, Keeler 

informed Aynesworth that many Childress business leaders 

had signed a petition in favor of the warehouse, viewing 

it as beneficial to the local economy- Finally, Keeler 

stressed the universal right of railroads to use right of 

way for trackage purposes.^* 

As Keeler and other Fort Worth and Denver executives 

envisioned the plan, construction of the warehouse on the 

right of way held numerous potential benefits for the 

economy of Childress. Warehouses conveniently located 

near trackage offered efficient loading and unloading of 

freight without dependence upon wagons to ferry cargo to 

storage facilities located further away.^' 

The conflict of interests between the Fort Worth and 

Denver and the people of Childtess revolved around the 

aesthetics of the town, not the economic possibilities 

for the community's businesses. Keeler, along with the 

company attorneys, stressed that the matter of appearance 

*̂D. B, Keeler, Fort Worth, Texas to Joseph H. 
Aynesworth, Childress, Texas, TL, 24 August 1912, F. W. & 
D. Papers, SWC. 

^'Spoontz, Thompson, and Barwise, Fort Worth, Texas 
to Fires and Diggs, Childress, Texas, TL, 23 August 1912, 
F. W- & D. Papers, SWC. 
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never received serious consideration with regard to 

building projects within the right-of-way in any town on 

the Denver Road. By August 27, 1912, the Fort Worth and 

Denver Railroad issued a lease for land in the right-of-

way space to the Memphis Cotton Oil Company. Although 

the residents of Childress made an earnest effort to 

prevent construction of such facility, the company 

executives based their decisions upon general economic 

considerations, not the community pride of the people of 

Childress. ̂^ 

In addition to disputes concerning coal supplies and 

building arrangements, some communities along the Denver 

road disagreed with contractual agreements regarding 

water delivered by the railroad. Various communities 

received shipments of drinking water via the Fort Worth 

and Denver due to the high levels of gypsum in local 

water supplies. Therefore, the railroad agreed to 

deliver cars of drinking water to certain communities at 

^^Spoontz, Thompson, and Barwise, Fort Worth, Texas 
to Fires and Diggs, Childress, Texas, TL, 23 August 1912, 
F. W. & D. Papers, SWC. 
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a discounted rate. in Acme, a dispute concerning 

drinking water extended over a five-year period." 

In May 1905, the Acme Cement Plaster Company refused 

to pay the Fort Worth and Denver Railroad for delivery of 

water. Local leaders with the Acme company referenced a 

supposed agreement with the railroad wherein the 

community received one free car of water regularly. 

Keeler knew nothing of such an arrangement, asserting 

that the only free water provided would have been to Fort 

Worth and Denver employees at the Acme depot. The Fort 

Worth and Denver refused to provide a free water car to 

the community and, by July, Leo Jacobs, assistant to the 

president of Acme Cement Plaster Company, wired Keeler 

informing him that the community was entirely without 

drinking water. Since most of the residents of Acme 

worked for the plaster company, Jacob could speak on 

behalf of the town.̂ ® 

'̂'F. T. Dolan, Fort Worth, Texas to D. B. Keeler, 
Fort Worth, Texas, TLS, 3 May 1905, F. W. & D. Papers, 
SWC, 

®̂F. T, Dolan, Fort Worth, Texas to D. B. Keeler, 
Fort Worth, Texas, TLS, 3 May 1905, F. W. & D. Papers, 
SWC; D. B. Keeler, Fort Worth, Texas to F. T. Dolan, Fort 
Worth, Texas, TL, 4 May 1905, F. W. & D. Papers, SWC; Leo 
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Over the period 1905 to 1910, company leaders from 

Acme Cement Plaster repeatedly requested water cars from 

the Fort Worth and Denver Railroad to fill community 

drinking water tanks. In December 1906, S. A. Walker, 

vice president of Acme Cement Plaster Company, contacted 

Keeler regarding the price of water cars.^^ The Denver 

road charged Acme ten dollars per car for water. Walker 

expressed his frustration with the rate, arguing that the 

railroad had agreed "several years ago" to sell Acme 

water at a price of five dollars per car. Keeler 

responded, asserting that the increase in price was a 

necessary step for the railroad in order to cover 

operating costs.^° 

Jacobs, Acme, Texas to D. B. Keeler, Fort Worth, Texas, 
Telegram, 5 July 1905, F. W. & D. Papers, SWC; The 
community of Acme, Texas, consisted primarily of 
employees of the Acme Cement Plaster Company and their 
families, Leo Jacobs, Acme, Texas to D. B. Keeler, Fort 
Worth, Texas, TLS, 7 July 1905, F. W. & D. Papers, SWC. 

^̂ S.A. Walker, St. Louis, Missouri to D. B. Keeler, 
Fort Worth, Texas, TLS, 13 December 1906, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas to S. A. 
Walker, St. Louis, Missouri, TL, 15 December 1906, F. W. 
& D. Papers, SWC. 

'°Ibid. 
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Delivering water cars to Acme continued as a 

financial burden for the railroad through 1910. The 

managers of the Denver road instructed the Acme citizens 

to use their own cars to acquire drinking water. The 

local business leaders felt the railroad should provide 

for the community and made appeals to Keeler for 

assistance. ̂"̂  

Since the community of Acme was located on an 

independently-owned feeder line connecting Quanah to 

Acme, the Fort Worth and Denver required the plaster 

company to pay fees for switching water cars from the 

Denver road to the Quanah, Acme and Pacific Railroad. 

The tensions grew until 1910, when the Acme Cement 

Plaster Company refused to pay switching charges for use 

of the Denver Road to haul drinking water to the 

community. As a result, in January 1910, W. F. Sterley, 

auditor for the Fort Worth and Denver Railroad, advised 

Keeler to instruct the traffic agent at Acme not to 

^̂ Ibid 
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switch any cars until the Plaster Company settled its 

bills.^^ 

By February, Acme had still refused to pay switching 

fees. Frustration mounted for Keeler, who repeatedly 

reminded the company officials that the railroad 

preferred not to handle water cars or furnish water, but 

did so only as an accommodation. Keeler contacted 

president Sam Lazarus of Acme Cement Plaster Company in 

St. Louis regarding the matter of unpaid bills. Lazarus 

immediately traveled to Acme, Texas, to settle the 

matter. By February 19, Keeler received notice that the 

Acme Cement Plaster Company had settled all switching and 

freight bills with the Fort Worth and Denver Railroad. 

The people of Acme received instructions to secure water 

with their own cars, although the Fort Worth and Denver 

continued to assist at various times. 

^̂ S.A. Walker, St. Louis, Missouri to D. B. Keeler, 
Fort Worth, Texas, TLS, 13 December 1906, F. W. & D. 
Papers, SWC; D. B. Keeler, Fort Worth, Texas to S. A. 
Walker, St. Louis, Missouri, TL, 15 December 1906, F. W. 
& D. Papers, SWC; W. F. Sterley, Fort Worth, Texas to D. 
B Keeler, Fort Worth, Texas, TLS, 11 January 1910, F. W. 
& D. Papers, SWC, 

^̂ D. B. Keeler, Fort Worth, Texas to Sam Lazarus, St. 
Louis, Missouri, TL, 11 February 1910, F. W. & D. Papers, 
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The Fort Worth and Denver Railroad accomplished much 

in assisting the communities of the Texas Panhandle. 

However, the relationship between the railroad and the 

citizens in the communities serviced by the company 

became strained at various times. Time and time again, 

when the railroad faced a decision in which one choice 

benefited the communities and the other choice promised 

economic gain for the company, the company decided in 

favor of financial gain for itself. The Fort Worth and 

Denver was a company that put its economic interests 

ahead of concerns or needs of the residents of the Texas 

Panhandle. When conflicts of interests arose, company 

leadership, especially vice president D. B. Keeler, 

considered the concerns of all involved before making a 

final decision. The final decisions, however, almost 

without fail favored the economic interests of the 

railroad. Further evidence of conflict between the Fort 

Worth and Denver City Railway and the communities it 

SWC; Sam Lazarus, St. Louis, Missouri to D. B. Keeler, 
Fort Worth, Texas, 14 February 1911, F. W. & D. Papers, 
SWC; S. M. Hudson, Fort Worth, Texas to D. B. Keeler, 
Fort Worth, Texas, 19 February 1910, F. W. & D. Papers, 
SWC. 
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served lay in the relationship between the company 

employees and the railroad. 
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CHAPTER VI 

LABOR RELATIONS 

The Fort Worth and Denver was not only important to 

the farmers and ranchers who settled in West Texas, but 

the railroad also provided increased economic 

opportunities through employment with the company-^ 

Railroad workers were the earliest evidence of increasing 

population growth and permanent settlement in the region 

serviced by the Fort Worth and Denver Railroad. Once 

construction of the line was achieved, company employees 

migrated to the Texas High Plains, put down roots, raised 

families, and invested in the communities that they began 

to call home. The employees of the Denver road 

contributed to the overall settlement and development of 

the Texas High Plains. An examination of the activities 

of those employees provides insight into labor relations 

in Texas in the early twentieth century. 

^Blodgett, Land of Promise, 5-11; Smith, Virgin Land, 
181-184; Lester F. Sheffy, Francklyn Land and Cattle 
Company, 259. 
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Albro Martin, a recent scholar of U.S. railroads, 

has asserted "railroads made small-town America."^ 

Careful study of settlement and development in the Texas 

Panhandle certainly proves Martin's point. Childress, 

Memphis, Clarendon, Amarillo, Dalhart, Texline, and the 

many other towns along the Denver road owed their 

existence to the railroad. 

The majority of the Fort Worth and Denver employees 

were career railroad men, having started in a variety of 

positions, such as a rivet-heater, or a shop boy as a 

teenager, acquiring a skill as an apprentice, and serving 

until retirement at an average age of 70. During their 

careers, railroad men in Texas saw many changes in the 

state and the industry as a whole. Many participated in 

one of the largest strikes in American history, the 1922 

National Shopmen's Strike. 

Labor unions played an important part in employment 

with the railroads. Although organized labor in Texas 

represented only a small portion of the population, the 

railroad unions were fairly active. Before changes made 

^Albro Martin, Railroads Triumphant: The Growth, 
Rejection, and Rebirth of a Vital American Force (New 
York: Oxford University Press, 1992), 82. 
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after the 1922 National Railroad Shopmen's Strike, 

employees of the Fort Worth and Denver belonged to the 

Brotherhood of Railway Trainmen.^ 

The move to organize railroad workers dates back to 

1863. No more than a minority of railway employees, 

however, belonged to unions before World War I. The 

federal government took control of the railroads during 

the war and encouraged workers to organize. With such 

encouragement came increased membership in railroad 

unions between 1917 and 1920.* 

The original core of the railroad unions were 

referred to as the "Big Five." By 1894, the Big Five 

included the Brotherhood of Locomotive Engineers, the 

Order of Railway Conductors, the Brotherhood of 

Locomotive Firemen, the Brotherhood of Railroad Trainmen, 

and the Switchmen's Union of North America. Membership 

in the Big Five was reserved specifically for operating 

^D.P. Dodge, Interview by Richie Cravens, 21 July 
1976, Sound cassette. Southwest Collection/ Special 
Collections Library, Texas Tech University, Lubbock, 
Texas, 

*Robert C, Lieb, Labor in the Transportation Industry 
(New York: Praeger Publishers, 1974), 27. Those unions 
excluding the Switchmen's Union of North America are 
often referred to as the "Big Four Brotherhoods." 
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was 

personnel, those individuals involved directly with 

operating the locomotives. By the late 1800s, there 

a marked movement toward organizing the crafts, including 

non-service employees such as the boilermakers, 

machinists, electricians, metalworkers, and others 

employed in the railroad shops.' 

The cogs in the wheel of the railroad enterprise 

were the shopmen. Railroad shopmen performed many tasks 

associated with the line. Carmen, boilermakers, 

machinists, electricians, sheet-metal workers and 

blacksmiths controlled maintenance of the machinery, and 

repair of locomotives, passenger cars and freight cars. 

In fact, by 1921, steam-railroad repair shops employed 

the second highest number of manufacturing workers in the 

nation. Texas boasted 97 steam-railroad repair shops 

employing almost 16,000 workers in 1921. 

Federal control of the railroad industry from 1917 

through 1920 as well as the wave of strikes that spanned 

'ibid., 26-27 

^Colin J. Davis, Power at Odds: The 1922 National 
Railroad Shopmen's Strike (Chicago: University of 
Illinois Press, 1997), 11-13. 
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the nation in 1919 laid the groundwork for the 1922 

National Shopmen's Strike. The federal government's 

decision to take over management of the railroads came on 

the heels of a labor disturbance concerning the eight-

hour day. Fearing further disruptions during wartime, 

President Woodrow Wilson and Congress moved to stabilize 

the railroad industry.^ 

In 1916, railroad management rejected the demands of 

the Big Four, who wanted an eight-hour day with adjusted 

payment for overtime. With the threat of a general 

railroad strike, Wilson unsuccessfully attempted to 

mediate between workers and management. With the two 

sides unwilling to negotiate, Wilson asked Congress for 

legislation establishing the eight-hour workday as the 

"legal basis for work and wages for railroad employees 

engaged in operating trains in interstate 

transportation." Congress provided legal justification 

with passage of the Adamson Act of 1916. Although 

railroads "challenged the legality of the legislation in 

"̂ Alexander Trachtenberg, editor. The American Labor 
Year Book 1919-1920 Vol. 3 (New York: The Rand School of 
Social Science, 1920), 62. 
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the courts," by late 1917 the eight-hour day went into 

effect throughout the industry.® 

In 1916-1917, American war industries competed in 

the labor market. Labor shortages forced railroads to 

raise wages considerably for certain skilled positions as 

the industry attempted to lure workers. As a result, 

those workers who did not experience higher wages became 

increasingly dissatisfied. Wilson, fearing such unrest 

would lead to further labor disturbances, moved to take 

temporary control of railroads. 

On March 19, 1917, the Supreme Court declared that 

the federal government possessed the power to "deal with 

national emergencies that could not otherwise be 

resolved." The threat of labor unrest during wartime 

qualified as a national emergency in the view of 

President Wilson and Congress. Therefore, from 1917 

°Ibid. 

^Ibid., 62-63, 
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through 1920, the federal government operated and 

controlled American railroads." 

Under government control, railroad unions enjoyed 

considerable gains. From the beginning of federal 

operation, the government promised workers that wages 

would be promptly adjusted. Additionally, the government 

created a new agency to field grievances from railroad 

employees. As a result, approximately a million workers 

saw disputes settled that had long been ignored by their 

respective employers. Further advantages existed with 

government control. Women workers in the railroad 

industry,- for example, received wages equal to that of 

their male counterparts "when they do the same class of 

work as men." Also, African American workers earned the 

same wages as white workers for similar work."̂"'" 

Although clear advantages for workers existed with 

government control of railroads, there were 

disadvantages. First, many white male workers objected 

^°Lieb, Labor in the Transportation Industries, 38; 
Trachtenberg, The American Labor Year Book, 1919-1920, 
63. 

''Trachtenberg, The American Labor Year Book, 1919-
1920, 63. 
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to equal payment for female or African American workers 

doing the same job. Also, effective August 31, 1918, the 

Division of Labor issued an order prohibiting employees 

of the railroads from participating in an "active" way in 

politics of any form. The order was later redefined to 

allow participation in local or municipal elections. 

However, the railroad union members protested the order 

vehemently, arguing that it restricted their rights as 

United States citizens. This order formed the basis for 

much of the opposition to federal control among railroad 

workers. 

Further dissatisfaction among railroad employees 

stemmed from the continuing desire for higher wages. 

Workers called for substantial wage increases arguing in 

favor of compensation for sacrifices made during the war. 

The federal government guaranteed railroad employees a 

significant wage increase after the war. Warren S. 

Stone, chief of the Brotherhood of Locomotive Engineers, 

petitioned President Wilson for either an increase in 

wages or a reduction in the cost of living "to a figure 

'̂ Ibid., 65. 
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that the present wages and income of the people will 

meet." Employees in the shopcrafts earned sixty-eight 

cents per hour, while their counterparts outside the 

railroad industry earned an average of eighty-five to 

eighty-eight cents per hour. The Railroad Employees' 

Department (RED) within the American Federation of Labor 

presented the claim for higher wages to the Board of 

Railway Wages and Working Conditions (BRWWC) in January 

1919. The BRWWC was at an impasse and negotiations 

stalled by late summer. With no decisive action by the 

BRWWC, shopmen walked out in August 1919, joining the 

wave of strikes already affecting the industries across 

the nation that year."""̂  

The 1919 strike originated in Great Falls, Montana 

and spread to Chicago, although various shops in other 

parts of the country walked out. Because union 

leadership refused to initiate the protest, exact numbers 

of participating shopmen remain unknown. Union officers 

representing the shopmen were in session in Washington 

when the strike broke out on August 1. Reports indicated 

"Davis, Power at Odds, 4 5-4 9; The Childress Index, 1 
August 1919. 
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that shopmen walked out at "various points on the 

railroads," but the exact number of participants could 

not be determined. The walk-out fell apart within a few 

days, once wage negotiations resumed. By August 14, 

Wilson received word that shopmen would return to work on 

the following day- Shopmen received a four-cent per hour 

increase, although Chicago shopworkers voted against it. 

Carmen in Childress accepted the raise, but maintained 

hopes for a decreased cost of living." 

The raise obtained in 1919 marked a victory for 

railroad shopmen. As World War I ended, railroad owners 

clamored for the return of the industry to private 

control. Many workers, however, desired the continuance 

of government operation through the formation of a 

federally-owned national railway system. In fact, almost 

two million railroad workers presented a plan for such a 

system before the Senate Interstate Commerce Committee in 

"Davis, Power at Odds, 45-46; The Childress Index, 
15 August 1919; The Childress Index, 2 September 1919; 
The 1919 shopmen's strike came one month after three of 
the "Big Four" railroad brotherhoods joined the American 
Federation of Labor. The engineers, conductors, and 
trainmen applied for charter with the federation in early 
June. Firemen, the fourth brotherhood, were considering 
application (The Childress Index, 24 June 1919). 
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February 1919. Proponents of the plan argued that 

government ownership of railroads represented the long-

awaited solution to the problems between workers and 

management."''' 

As railroads returned to private ownership in 1920, 

Congress attempted to deal specifically with the labor 

issue in the railroad industry- The Transportation Act 

of 1920 represented two means for handling labor 

disputes. First, Congress created local railroad boards 

of labor adjustment to mediate disputes between employees 

and the railroads. If the local boards failed to settle 

a disagreement, a second option was the newly established 

Railroad Labor Board (RLB) which existed to deal with 

problems. The RLB consisted of nine members, three from 

the public, three from the unions and three from 

management. The Board received exclusive power to settle 

"ibid., 65, 276-280. Glenn E. Plumb presented the 
plan to the Senate Interstate Commerce Committee as a 
representative of an organization known as the Plumb Plan 
League. Plumb was General Counsel for the organized 
railway workers of America. He authored the plan. 
Samuel Gompers served as honorary president. Warren S. 
Stone, grand chief of the Brotherhood of Locomotive 
Engineers, was president. The League claimed the support 
of six million union members. 
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wage disputes. " However, since the decisions of the 

board were not legally binding, it wielded no real power 

in the eyes of shopmen. In July 1920, the Railroad Labor 

Board raised wages of all railroad workers by an average 

of twenty percent. Shopmen gained an increase of 13 

cents per hour. The raise marked the final significant 

success for shopmen. As railroad returned to private 

control, however, workers faced many obstacles." 

The Transportation Act of 1920 came with great 

promise, but, as it turned out, failed to deliver. The 

Board possessed no power to enforce its decisions and the 

Transportation Act of 1920 contained no anti-strike 

provisions. The predominant goal of the legislation was 

to prevent further labor unrest, yet the Board possessed 

no actual power to do so. An additional weakness 

revolved around the local boards of labor adjustment. 

Few, if any, were ever established, therefore resulting 

in the RLB becoming overburdened with disputes that the 

"The Childress Index, 11 March 1919; Lieb, Labor in 
the Transportation Industries, 38-39. Return of the 
railroads to peacetime status took several months, in 
spite of Wilson's promise. 

"Davis, Power at Odds, 49. 
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agency was never intended to handle. So, the RLB, which 

was the result of legislation intended to resolve major 

conflicts betŷ een labor and management in the railroad 

industry, failed to achieve its purpose." 

The success of the Bolshevik Revolution in Russia, 

combined with strikes of 1919, created fear and suspicion 

among many Americans in the post-war period that the 

Communist Revolution had filtered into the United States. 

Additionally, the public grew weary of further labor 

unrest. Finally, concerns about post-war inflation added 

to national feelings about the future of the nation. In 

the presidential election of 1920, the public responded 

to those fears and chose Warren G. Harding to lead them 

into the new decade. Harding harkened back to the pre

war period with his successful campaign rhetoric. 

Americans desired peace, stability, prosperity, and, as 

Harding put it, "normalcy."^ 

Railroad management praised the new administration 

in Washington. Owners set their minds to limit the power 

"Lieb, Labor in the Transportation Industries, 39, 

^^Davis, Power at Odds, 50-51. 
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of organized labor and, perhaps, break the unity amongst 

the shopmen. Some argued that the unionized shop 

represented a movement toward communism in America's 

railroads. Management rhetoric echoed national concerns 

about the infiltration of Marxist philosophies within 

United States borders. The fears of railroad owners 

reflected the Red Scare or the fear of communism in the 

United States. Additionally, owners supported the 

American Plan. Between 1918 and 1920, business leaders 

launched an effective anti-union campaign designed to 

restrict union power and eliminate the union shops. The 

American Plan, as it was called, targeted railroad 

shopmen since they were the most organized group of metal 

workers .̂ ° 

Finding the Harding Administration less amenable to 

organized labor was the least of railroad workers' 

concerns as the 1920s began. Almost immediately after 

Harding's election, employers started implementing labor 

cutbacks. Management blamed the reduction on the slowed 

economy. However, many large railroads, including the 

Pennsylvania Railroad, cut its work force as a way to 

^°Ibid., 4, 50-51 
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gain leverage against organized labor. Some owners 

believed if workers feared for their jobs, their desij 

to strike would diminish. Conversely., however, decreased 

government support and widespread labor cuts angered 

shopmen. The announcement of a wage reduction moved 

workers in the shopcrafts to action.^^ 

The Railroad Labor Board announced a seven-cent per 

hour wage cut for all shopcrafts in June, effective 

beginning July 1, 1922. Railroad ownership argued that 

their workers earned much more than employees in other 

industries and should be able to sustain themselves on a 

lower wage in light of decreased costs of living in 

America. Additionally, owners asserted that the 

railroads needed economic "breathing" room to recover 

from the financial downturn after the war. Actually, in 

May, just one month before the announcement of a wage 

cut, railroads nationwide appeared on pace to gross 

enough profit for 1922 to wipe out the previous year's 

deficits.^^ 

Davis, Power at Odds, 51-60. 

^^Davis, Power at Odds, 60-61. Also, in the Spring of 
1922, the United Mine Workers went on strike, including 
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Grievances by railway shopmen included the 

significant wage cut, as well as several rule changes 

announced by the Railroad Labor Board. The Board banned 

overtime pay by removing the eight-hour day. 

Additionally, owners continued the practice of 

contracting out much of the necessary work, which 

threatened to weaken the bargaining power of the 

shopcrafts .̂ ^ 

The practice of contracting out began in 1921. The 

Erie Railroad was one of the first to engage contracting 

repairs out to private companies unaffiliated with the 

railroad. For example, the Erie Railroad rented its 

shops in Hornell, New York to the Hornell Repair and 

Construction Company. In the original contract, the Erie 

maintained ownership of all tools, and reserved the 

rights "to take over the shops on demand" and determine 

"who can be employed."^* 

both bituminous and anthracite coal miners. At one 
point, it looked as if UMW leader John L. Lewis wanted to 
join forces with the shopmen. It never materialized. 

^^Davis, Power at Odds, 57-59; Amarillo Daily News, 1 
July 1922. 

^*Davis, Power at Odds, 57-58. 
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Once the contracts were signed between the railroad 

companies and private business agreeing to make repairs, 

the shop force was laid off. Then, as the contractor 

started hiring workers, "seniority was not recognized." 

"The loss of protection," therefore, "left shopmen 

vulnerable to wage cuts and extension of working hours."^' 

One case of contracting out appeared before the 

Railroad Labor Board. The contract in question existed 

between the Indiana Harbor Belt Railroad and the Burnham 

Car Repair Company. As it turned out, the contractor 

possessed no previous experience in railroad car repair. 

Although the RLB declared that the railroad violated the 

Transportation Act of 1920, no direct condemnation of 

7 ft 

contracting out was issued by the RLB. 

With tensions mounting between shopmen and railroad 

management, Bert Jewell polled shopmen in June and found 

1,220,000 ready to strike. Many shopmen included written 

replies with their ballots, indicating not only a 

willingness to strike, but also a commitment to the fight 

^'Davis, Power at Odds, 59 

^^Ibid., 60 
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ahead. Jewell served as president of the Railway 

Employees' Department (RED) within the American 

Federation of Labor (AFL) . He held the position for ten 

years, which included directing the 1922 National 

Shopmen's Strike.^^ 

The 1922 National Shopmen's Strike affected industry 

across the United States. The strike occurred 

simultaneously with the United Mine Workers strike and 

the two walkouts threatened the nation's coal supplies. 

Shopmen in Texas, including employees of the Fort Worth 

and Denver, participated in the strike in large numbers. 

The strike began on July 1, 1922. News of the event 

dominated headlines across the nation throughout the 

summer and early fall.̂ ® 

Nearly 400,000 shopmen participated in the 

nationwide walkout. The work stoppage included 

approximately 60,000 machinists; 18,000 boilermakers; 

10,000 blacksmiths; 11,000 sheet-metal workers; 160,000 

carmen; 110,000 helpers and 20,000 apprentices. Striking 

shopmen at Childress numbered over 500 Fort Worth and 

"ibid., 41, 62-63 

^®Davis, Power at Odds, 162-163 
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Denver employees, with the potential to reach 600 with 

the addition of maintenance-of-way workers. 

Participating Amarillo shopmen numbered approximately 

400, including workers from the Fort Worth and Denver as 

well as the Santa Fe. Dalhart reported 155 Fort Worth 

and Denver strikers. The estimated number of 

participants in the walk out reached as high as 2,000 

workers throughout the Texas Panhandle.^^ 

The National Shopmen's Strike affected the 

communities along the Fort Worth and Denver Railroad. 

The most intense activity occurred in the two major 

junctions of the line, Amarillo and Childress. Both 

cities operated roundhouses and major repair shops. 

The strike proved nearly 100 percent effective in 

Texas. Shopmen from most of the Texas railroads joined 

the strike. Shopmen at Dalhart, Amarillo and Childress 

reported full walk outs. Many onlookers gathered at 

railway shops to watch the strike begin as if waiting to 

see sensational demonstrations. Spectators in the Texas 

^^Amarillo Daily News, 1 July 1922; The Childress 
Index, 4 July 1922. E. F. Grable, president of the 
maintenance-of-way workers, refused to call strike of his 
organization, even though the membership voted in favor 
of a walk out. 
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Panhandle met disappointment as shopmen stopped work and 

calmly left their stations. Tools owned by the railroads 

remained behind, while workers took personal implements 

home. At Childress, public support for the strike played 

an important role: "The men believe that their cause is 

just and by conducting the strike on a high plane the 

public will remain their f riends . ""̂^ 

Boilermakers, machinists, carmen, sheet-metal 

workers, electricians, and blacksmiths participated in 

the strike. Most possessed financial means to exist for 

several weeks. Others needed outside employment to 

sustain themselves during the strike. In the Texas 

Panhandle, many shopmen found work as farm laborers. An 

estimated seventy-five percent of strikers in the 

Panhandle held outside jobs to sustain themselves through 

the work stoppage. 

Early reports indicated that the strike failed to 

affect rail service. A small amount of repair and 

maintenance work was conducted by shop foremen, who 

^"Amarillo Daily News, 2 July 1922; The Childress 
Index, 4 July 1922. 

^̂ The Childress Index, 4 July 1922. 
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remained on the job. For the first three days of the 

strike, trains ran on schedule in Childress. Railway 

executives believed that the effects of the strike on 

freight and passenger service were minimal and, 

therefore, asserted that any movement toward settlement 

would have to be initiated by either the Railroad Labor 

Board or the employees. Bert Jewell refused to meet with 

a federal inquiry committee on July 1, but issued a 

statement that the strike would continue unless the 

Railroad Labor Board abolished the wage cut.^^ 

Concerned about violence and the need for increased 

security at the Denver shops, the company hired guards 

early in the strike. The Fort Worth and Denver employed 

two to three guards at the Childress shops during the 

first few days of the walk out. Local union officials 

promised to maintain order to the best of their 

abilities. Statewide, special law enforcement officials 

guarded Texas railroads. Operating officials 

representing every major line in the state ordered guards 

to ensure protection of company property. Guards went on 

^^Amarillo Daily News, 2 July 1922; The Childress 
Index, 4 July 1922. 
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duty July 1 in anticipation of destructive behavior 

coinciding with the nationwide strike.^^ 

By July 4, the United States Railroad Labor Board 

declared striking shopmen "outlaws." The "outlaw 

resolution," as it was called, came on the heels of a 

vote by maintenance-of-way workers indicating a 

willingness to join the shopmen's strike. The board 

hoped to avoid the addition of 400,000 more railroad 

workers to the already monumental walk-out. 

Additionally, the resolution "effectively encouraged the 

railroads to import strikebreakers" and establish company 

unions in order to counter the AFL strike. Finally, and 

most damaging, was the way in which the resolution dealt 

with the issue of seniority. The outlaw resolution 

proclaimed loss of seniority by striking shopmen. 

Seniority was critical to shopmen for two reasons: (1) 

seniority "guaranteed promotion to skilled status once a 

position became available"; and (2) "shopmen with long 

^^Ibid. 
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service records were the last to be laid off" in the 

event of labor cutbacks.^* 

Samuel Gompers, president of the AFL, responded to 

the Railroad Labor Board ruling as "too ridiculous to be 

accepted as permanent American government policy." He 

went on to say that government-controlled unions were 

tantamount to communism and that the rights of freedom of 

speech and expression existed in a state of grave danger. 

Furthermore, the actions of the RLB provided management 

with a vital weapon against the shopmen. Although the 

board, from conception, was designed to mediate between 

management and labor, the agency clearly equipped the 

railroads with tools necessary to combat the strike by 

practically sanctioning the use of strikebreakers and the 

loss of seniority. The incorporation of the Railroad 

Labor Board stipulated that the workers or the railroads 

could refuse decisions by the board. Yet, when shopmen 

reacted against a wage deduction through a nationwide 

strike, the board declared them to be in violation of the 

^*Amarillo Daily News, 4 July 1922; Davis, Power at 
Odds, 74. 
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law. Three days into the walk-out, the situation further 

intensified.^' 

The first week of the work stoppage ended with 

violence across the country. By July 8, federal judges 

of each district in Texas serviced by the Katy, the Texas 

and Pacific, and the International and Great Northern 

requested protection for property and employees. Federal 

judges across the state, therefore, gained authority to 

deputize "as many men as necessary" to protect railroad 

property and workers.^^ 

By the third week of the strike, the situation at 

Denison, in North Texas, located on the Katy and the 

Southern Pacific railroads, became violent. Strikers 

thwarted attempts to install railroad guards in Denison 

by attacking deputy marshals as they tried "t;o escort the 

guards into town. Mayor V. W. Weaver of Denison assured 

Governor Pat Neff that the presence of guards and 

marshals would make the situation more severe. So, 

Governor Neff ordered that the troops delay their arrival 

'̂ibid, 

^ W a r i l l o Daily News, 9 July 1922 

172 



in Denison. Members of the Harding Administration 

interpreted Neff's orders as refusal to take action.^^ 

Governor Neff's inaction greatly angered the Harding 

Administration, most especially Secretary of War John W. 

Weeks. Impatient with Neff, Weeks announced plans on 

July 24 to send federal troops into Denison. After a 

discussion between Neff and General T. Hines, commander 

of the 8̂"̂  Corps located in North Texas, the Governor 

commanded the National Guard to arrive in Denison by July 

26, which coincided with the planned arrival of 250 

workers hired by railroads to replace strikers in the 

town. With the arrival of National Guard troops, martial 

law went into effect in Denison. The action signaled to 

strikers that the federal government clearly took the 

side of management in the walk out. As troops and Texas 

Rangers arrived in Denison, other railroad towns also saw 

38 

major changes in late July. 

Texas Rangers and members of the Texas National 

Guard arrived in other towns throughout the state. 

"Davis, Power at Odds, 94. 

^®Davis, Power at Odds, 94-95; Amarillo Daily News, 
27 July 1922. 
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including two key points on the Fort Worth and Denver 

Railroad, Childress and Amarillo. The Texas Rangers 

promised to remain in the cities until the strike ended. 

Sergeant J. B. Wheatley commanded Rangers stationed in 

Childress. He assured Childress Mayor James W. Mitchell 

that "disorders would not be tolerated." The editor of 

The Childress Index praised the strikers for the way they 

handled the walk out and maintained peace. The only 

significant disturbance reported in Childress involved 

two shopmen, A. L. Craig and Lake Wilson. Although the 

exact nature of the infraction was not reported, the 

charges against the men included interfering with "a 

United States Marshal in the performance of his duties as 

railroad guard in Childress." The violation occurred on 

July 21. The men were brought up on federal charges on 

August 22 and held at Wichita Falls until they made bond 

at $1500 each.^^ 

In addition to calling state and federal troops to 

guard against strike violence, railroads also took legal 

action against strikers. In Childress, the Fort Worth 

^̂ The Childress Index, 25 July 1922; The Childress 
Index, 22 August 1922. 
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and Denver Railroad filed an injunction against striking 

shopmen prohibiting them from preventing others from 

working. Also, only one picket at each shop gate was 

allowed under the injunction. Conditions remained quiet 

in Childress through July. Strikers reported that union 

officers warned the men against unlawful action at every 

meeting. The Fort Worth and Denver continued to send 

strikebreakers and replacement workers into Childress, 

but the shopmen claimed that the new men worked only a 

few days before leaving.*° 

The ongoing United Mine Workers strike, which began 

with a walk-out of hundreds of thousands of mine workers 

in April of 1922, combined with the shopmen's strike made 

it extremely difficult to maintain for the nation's coal 

supplies. John L. Lewis, leader of the United Mine 

Workers, hoped to bolster the mine workers' position by 

forming an alliance of sorts with the Railway Employees' 

Department of the AFL. The effects of the miners's 

strike could be strengthened if coal supplies became tied 

up on the railroads due to delays caused by the shopmen's 

*°The Childress Index, 25 July 1922; The Childress 
Index, 28 July 1922. 
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strike. Lewis openly condemned the RLB. Lewis and 

Jewell even met to discuss an alliance, but nothing ever 

came of the meeting.*"̂  

By August, President Harding, responding to 

dwindling coal supplies, intervened as mediator between 

strikers and management. Additionally, violence and a 

small, yet important managerial bloc desiring peace 

motivated Harding to further action. He offered two 

peace plans to strikers and railroad executives in 

August. Both plans failed.*^ 

Efforts to reach a settlement in the National 

Shopmen's Strike took many forms. Initially, RED leader 

Bert Jewell issued a statement indicating that shopmen 

were ready to consider any offer. One week into the 

strike, however, the Pennsylvania Railroad declared that 

all striking shopmen forfeited seniority rights and could 

return to the company on a new-hire status only. Soon, 

other major railroads patterned their approach after the 

Pennsylvania example. Although the initial impetus for 

the strike centered around the impending wage cut. 

Davis, Power at Odds, 61-62. 

*^Davis, Power at Odds, 100-101 
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concern over contracting out, and the elimination of 

overtime pay, the dispute quickly became a fight for 

preserving seniority rights, especially in the aftermath 

of the outlaw resolution issued by the RLB. The Fort 

Worth and Denver Railroad, however, initially refused to 

threaten shopmen with loss of seniority. No union 

workers remained in the shops at Childress, for example, 

so the settlement plan guaranteed restored seniority for 

strikers and seniority from beginning date of employment 

for all the new employees.*^ 

President Harding moved to action in light of 

diminishing coal supplies. Early in the strike, Harding 

condoned the use of strikebreakers, arguing that the 

walk-out threatened to interrupt the delivery of the 

United States mail. Once violence tainted the strike, 

Jewell appealed to the President indicating his desire to 

see negotiations begin. Two members of Harding's cabinet 

also supported mediation. Secretary of Commerce Herbert 

Hoover and Secretary of Labor John Davis. Attorney 

General Harry Daugherty and Secretary of War John Weeks 

*^Davis, Power at Odds, 100-101; The Childress Index, 
18 August 1922. 
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opposed mediation and called for more direct federal 

intervention to end the strike. Suggestions for how best 

to end the strike came from all sides. Those supporting 

direct federal action touted former President Cleveland's 

approach to the Pullman strike in 1894. Cleveland used 

federal injunctions to quell the strike.** 

Harding rejected suggestions to employ Cleveland's 

methods. The President felt that the shopmen's strike 

was too different from the Pullman Strike to use the same 

means to an end. The shopmen's strike involved 400,000 

workers in numerous communities with industrial ties to 

the ongoing miners' strike and had greater consequences 

for the United States. The Pullman Strike affected a 

concentrated population, not the nation as a whole. So, 

•the federal government and the railroads remained puzzled 

as to how to end the strike and protect industry with the 

threat of dwindling coal supplies. 

By the first week of August, the Fort Worth and 

Denver Railroad made plans to bring new employees to 

**Davis, 102-105 

*'Davis, 104-105. 
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Childress, Amarillo, and Texline. The coach and paint 

shops at Childress received steel-spring cots, dining 

facilities, and a kitchen to accommodate new workers. 

Two hundred men were expected to arrive for work at 

Childress during the month of August.*^ Plans made by the 

Denver Road indicated that the strike was far from over. 

As the strike wore on, Childress shopmen hosted a 

carnival to raise money. Profits from the carnival went 

to assist striking shopmen who needed food and shelter. 

Shopmen cleaned the carnival grounds, painted booths, 

cooked food, and arranged attractions in preparation for 

the event. All circus acts were free to the public. 

Attractions included slack-wire walking, acrobatics, a 

rail clown, and wrestling matches between a bear and 

local Childress boys. The shopmen offered five dollars 

cash to any boy weighing less than 100 pounds who could 

throw a bear. The carnival proved successful and the 

proceeds helped several shopmen endure the strike a while 

longer.*^ 

*̂ The Childress Index, 8 August 1922. 

*''The Childress Index, 15 August 1922. 
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The loss suffered by workers in the 1922 National 

Shopmen's Strike marked the final attempt of the 

shopcrafts to wield any real power in the railroad 

industry. Organized labor made significant gains in 

achieving government support and protection during the 

Wilson Administration prior to World War I. During and 

immediately after the war, railroad workers enjoyed state 

control, while exerting a tremendous influence in their 

"working world."*® With the coming of the Harding 

Administration and the return of the railroads to private 

control, however, workers faced severe challenges to what 

had become their status quo for almost twenty years. 

Rule changes by the Railroad Labor Board, including 

support of contracting out, loss of the eight-hour day 

and, finally, the wage cut scheduled for July 1, 1922, 

spurred shopmen to action with a nationwide walkout 

lasting several months. 

Bert Jewell described the strike as a failure and 

blamed shopmen for not fighting an effective battle. As 

efforts for a national settlement deteriorated in the 

fall of 1922, separate settlements became pattern and 

*®Davis, Power at Odds, 167 
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practice for railroads. Fort Worth and Denver shopmen 

chose to reorganize, break from the American Federation 

of Labor and emerge anew as a system or, company, union. 

On Wednesday, October 4, 1922, 360 shopmen met in 

Childress and formed the Association of Mechanical 

Employees of the Fort Worth and Denver City and Wichita 

Valley Railways. The new organization included all 

shopmen, whether strikers or new hires. Within two days 

of its formation, leadership from the new union traveled 

to Fort Worth and met with the railroad's vice president 

and general manager, F. E. Clarity.*^ 

As settlement appeared imminent for Denver 

employees, Texas Ranger Captain Frank Hamer met with 

Governor Pat Neff about the withdrawl of troops from the 

Panhandle. Hamer described the situation in the 

Panhandle as "extremely quiet." Troops expected to leave 

Texline, Dalhart, and Amarillo before the end of the 

year. Childress maintained its status as headquarters 

49 The Childress Index, 6 October 1922 
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for Ranger operations in the Northwest Texas through the 

end of 1922.'° 

F. E. Clarity signed the final settlement agreement 

with Fort Worth and Denver Railroad shopmen on Tuesday, 

October 17, 1922. The contract, effective for one 

calendar year, was indicative of the separate settlements 

occurring nationwide as the shopmen's strike 

disintegrated. The Fort Worth and Denver shopmen secured 

some important victories. Employees gained a wage 

increase on average of more than two percent over those 

guaranteed by the United States Railroad Labor Board. 

Additionally, the new contract protected the eight-hour 

workday and promised overtime pay, including Sundays and 

holidays.'"̂  

The establishment of the company union, also called 

the closed shop, within the Fort Worth and Denver City 

Railway reflected a larger company union movement in the 

United States in the 1920s. In the company union, 

management set up the program. Members forfeited any 

rights to strike. Management alone retained power to 

'°The Childress Index, 17 October 1922. 

'̂ The Childress Index, 20 October 1922. 
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hire and fire and set wages and hours. Representatives 

of the craftsmen held no voice in such issues. Clearly 

the advantages were numerous for management.'^ 

For the workers, the company union held advantages 

and disadvantages. The railroads responded quickly in 

the areas of health and safety. Many workers not 

represented by trade unions like the AFL, including 

African Americans, recent immigrants, and unskilled 

laborers, "regarded the company union with all its 

inadequacies as preferable to nothing." Disadvantages 

outweighed advantages, however, for workers tied to a 

company union. Employee representatives proved 

inexperienced at negotiation and bargaining. Labor 

spokesmen often knew nothing of working conditions, wages 

or hours in other shops and, therefore, possessed no 

baseline of comparison. Representatives were almost 

completely ineffective with regard to wag6 and hours 

concerns. Additionally, membership in the company union, 

which was often forced, meant complete forfeiture of 

rights to strike. Without the right to strike, labor 

'^Irving Bernstein, A History of the American Worker, 1920 
-1933; The Lean Years (Cambridge, MA: The Riverside 
Press, 1960), 171-172; Davis, Power at Odds, 164. 
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lost its most effective tool for leverage against 

management. In essence, labor had little voice in the 

conduct of its affairs.'^ 

Federal intervention, coupled with the immense 

influence of railroad management, stalled serious 

negotiations between the shopmen and the railroads. 

Through strikebreakers and state and federal guards, 

railroads maintained their schedules in both passenger 

and freight service during most of the strike period. 

The national strike failed for two reasons. First, 

the decision of the maintenance-of-way workers to avoid a 

walk out stole momentum from the strike in the early 

days. The addition of almost 400,000 maintenance-of-way 

workers to the 400,000 shopmen would have signified 

tremendous leverage for the railroad workers. Second, 

the eagerness of Jewell and the Railroad Employee's 

Department leadership to settle with Harding prompted 

them to accept a proposal which guaranteed seniority 

only. Acceptance of the settlement signified that the 

shopmen were fighting only to keep what they had, not to 

make important changes or challenge the power of the 

'̂  Bernstein, The Lean Years, 173-174 
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Railroad Labor Board. The failure of Jewell and the 

Railroad Labor Board, as well as the disintegration of 

the strike as a whole, moved Fort Worth and Denver 

shopmen to break from the larger AFL and establish a new 

union. Although most trade unions view company unions as 

worthless, the Fort Worth and Denver employees believed, 

at least in 1922, that they had achieved a significant 

victory by securing seniority rights and a wage increase. 

For Fort Worth and Denver Railroad employees, the 

1922 National Shopmen's Strike proved more successful 

than for other railroad workers across the nation. 

Shopmen weathered the strike, emerged with victories, and 

reorganized representative labor under a company system. 

The company union became a fixture of American railroad 

labor in the 1920s, in fact. By late 1923, seventy 

percent of railroads ran company unions and only thirty 

percent of railroads had representation in the Railway 

Employees' Department of the AFL.'* These changes 

prepared the Denver employees for the catastrophic 

effects of the Great Depression on the transportation 

industry. Through the 1930s and 1940s, skilled laborers 

'*Davis, Power at Odds, 237 
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employed with the Fort Worth and Denver Railroad found 

themselves much better off than other laborers in the 

country-

Enduring many significant changes in the railroad 

industry, including a strike that upset the entire 

national transportation system, railroad men during the 

first half of the twentieth century lived in a very 

exciting era. Employees of the Fort Worth and Denver 

Railroad served important economic and social roles in 

the communities in which they worked and lived and raised 

their families. They represented a point of contact 

between the local citizens and the railroad. Railroad 

men were one example of the connection between the 

population of the towns along the Fort Worth and Denver 

and the company itself. 
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CHAPTER VII 

DECLINE: FROM RAILS TO ROADS 

Economic growth in most of the towns of the Texas 

Panhandle reached a peak in the 1920s. As railroads 

returned to private control and local, state and federal 

agencies became more enthusiastic about highway networks, 

business along the rail lines began a steady decline. 

Since the towns had been established, populated and 

developed by the Fort Worth and Denver City Railway, as 

business for the railroad decreased, economic advances 

for the primarily agricultural communities along the line 

also declined to some extent. However, corranunity leaders 

embraced national campaigns to achieve improved highway 

systems, hoping for increased economic opportunities. 

In the 1920s, the automobile industry became a focal 

point of economic growth and twentieth century modernism. 

Although the railroad industry played an integral role in 

World War I, it suffered under federal control. As much 

of America emerged in the post-war period with eyes fixed 

on economic growth, the battle had just begun for the 

railroad industry. America's first big business found 
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itself in competition with the rapidly growing automobile 

industry. 

By the time the United States entered World War I, 

railroads had existed for nearly a century in America. 

Automobiles, on the other hand, had only been around for 

about twenty years. For the whole of their existence, 

railroads had "considered cooperation with government 

beneath them, akin to socialism." Unfortunately for 

railroads, legislators at both the state and national 

levels reciprocated the feelings of antagonism. The 

automobile industry, in contrast, eagerly "created an 

enduring, symbiotic partnership" with policymakers.^ 

In addition to fostering a positive relationship 

with the federal government, the motor car industry 

possessed public support for their initiatives. The 

American public was warmly receptive to the growth of the 

auto industry and related businesses, especially the 

construction and improvement of roads. The railroads 

embodied everything that reformers during the ages of 

populism and the progressive movement abhorred about the 

^Stephen B. Goddard, Getting There: The Epic Struggle 
Between Road and Rail in the American Century (New York: 
Basic Books, 1994), 5. 
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new industrial era in America. The membership of such 

populist organizations as the National Grange of the 

Patrons of Husbandry and the Farmers' Alliance targeted 

the railroads. At the same time, rural America held 

great enthusiasm for improved roads. Clearly, the auto 

industry had public support on its side. As one writer 

put it, "if the railroads had given the Grangers 

something to be against, good roads would offer them 

something to be for." The fight for improved roadways 

came to virtually every county in America by the turn of 

the twentieth century.^ 

"Good Roads" associations played a significant role 

in the development of a united coiratiunity spirit in the 

towns along the Denver road. Such organizations, 

scattered across the country, dated back to the 1890s, 

when bicycle clubs and farmers' groups began working at 

local and state levels to secure improve roads. At the 

Columbian Exposition in 1893, General Roy Stone 

established the National League for Good Roads. That 

same year, the first Good Roads Convention met in 

Washington, D.C. to bring federal attention to the 

^Ibid,, 45. 
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inadequacies of the country's roadways. More so than the 

bicycle craze, two things spurred the movement for good 

roads in America: the Grangers-supported Rural Free Mail 

Delivery (RED) and automobiles.^ 

Rural Free Mail Delivery began in 1893. For the 

first time in American history, rural communities 

received direct mail delivery- Before the widespread 

proliferation of telephone networks, rural citizens 

possessed few options for acquiring news and information 

from outside their immediate communities. Many had to 

travel as far as five miles to the nearest town to 

purchase newspapers or use the telegraph service. With 

direct delivery of mail to the farms, rural America soon 

received newspapers, magazines, catalogs, and personal 

letters at their homes. One drawback of the RED, 

however, was that the mail was only delivered when 

weather permitted easy travel. By 1903, representatives 

3, ^Goddard, Getting There, 48; Mark H. Rose, 
Interstate: Express Highway Politics, 1941-1956 
(Lawrence, Kansas: The Regents Press of Kansas, 1979), 7-
8; James J. Flink, The Car Culture (Cambridge, 
Massachusetts: The Massachusetts Institute of Technology 
Press, 1975), 8. See previous chapter in this work 
entitled "Expansion and Development, 1900-1920" for more 
information on Panhandle good roads associations. 
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of rural states in Congress proposed appropriation of 

federal money to fund postal roads to facilitate regular 

delivery of mail to the rural areas.* 

The automobile represented further impetus to 

improved roads throughout the country- Motor cars 

embodied individualism and mobility, two characteristics 

of growing importance to Americans in the early decades 

of the twentieth century. Automobile travel provided 

freedom of choice and control over one's environment. A 

motorist could plan a trip without committing to a 

schedule predetermined by a railroad company. In an 

automobile, travelers could choose any path they desired 

on their journeys to any destination. When Henry Ford 

introduced the assembly line and mass production to the 

auto industry in 1908, the number of automobiles in the 

United States yearly multiplied. Ford introduced the 

Model T, a "car for the people," with such an affordable 

price that "no man making a good salary [would] be unable 

to buy one."' Throughout the first decade of the 

twentieth century, "good roads fever" swept the nation. 

Goddard, Getting There, 48. 

'Ibid., 53-54. 
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with many counties across America establishing regional 

branches of the National League for Good Roads. The 

communities of the Texas Panhandle certainly participated 

in the movement in large numbers.^ 

As the Sixty-fourth Congress met in 1916, important 

groundwork was laid for federal funding of roads. By 

1920, approximately ten million motor cars "plodded along 

the nation's mud and dirt trails." In 1915, membership 

of the newly established American Association of State 

Highway Officials (AASHO) developed a federal-aid bill 

and submitted it to Congress, hoping for speedy 

consideration. Before the bill was introduced. 

Representative Dorsey Shakelford of Missouri proposed a 

bill calling for improved RFD routes with federal funding 

based on a formula involving each state' population and 

mileage of RFD roads. Shakelford's bill easily passed 

the House. When the bill appeared before the Senate 

Committee on Post Offices and Post Roads, chairman and 

Senator John H. Bankhead of Alabama rewrote the 

legislation. Bankhead's rewrite reflected the AASHO 

^Flink, The Car Culture, 38; Goddard, Getting There, 

53-54. 
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proposal, giving rise to the newly named Bankhead bill. 

Bankhead's legislation passed the Senate in May 1916. 

After some debate in joint committee, the Bankhead bill 

passed and President Wilson signed the legislation on 

July 11, 1916.^ 

For the first time since the construction of the 

Cumberland Road, completed in 1838, Congress appropriated 

financial support in the Federal Aid Road Act of 1916. 

Legislators created state highway departments and set 

aside $25 million annually to build roads. The states 

divided the money, "half by population and the remainder 

by mileage of RFD routes."® 

Nationwide efforts to create a system of national 

highways added to the fervor of local communities to 

build paved roads. States received incentive to promote 

highway construction and pave farm-to-market roads with 

the promise of federal grants. Congress fulfilled the 

promise with passage of the Federal Highway Act of 1921 

^Goddard, Getting There, 63; William Kaszynski, The 
American Highway: The History and Culture of Roads in the 
United States (Jefferson, North Carolina: McFarland & 
Company, Inc., Publishers, 2000), 52-53. 

®Ibid. 
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(FHA). A significant turning point for U.S. policy 

toward road-building, the FHA provided matching funds to 

every state for construction of a federal highway system 

amounting to two hundred thousand miles of two-lane, 

hard-surfaced and graded roads. Highways extending east-

west received even numbers and those stretching north-

south were designated by odd numbers.^ 

From the end of World War I through the 1920s, 

trucking grew significantly as an industry in the United 

States. Various reasons accounted for the growth of the 

newest facet of the American transportation business. 

First, for an individual to begin a trucking business, 

little capital up front and very little skill were 

required. An individual desiring self-employment could 

purchase a truck for anywhere from $2000 to $5000 and own 

the vehicle within eighteen months paying on an 

installment plan. Additionally, the fledgling trucking 

industry was virtually free from government regulation in 

the early decades of operation. Plus, use of trucks 

^Goddard, Getting There, 63; Kaszynski, The American 
Highway, 52-53; Michael P. Malone and Richard W, Etulain, 
The American West: A Twentieth Century History (Lincoln: 
University of Nebraska Press, 1989), 41, 
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attracted many smaller merchants and farmers due to the 

flexibility that railroads could not offer. Early on, 

railroads worried little about the trucking industry 

since most experienced peak periods, in business during 

the First World War and the 1920s, Also, initially, 

trucks operated as feeders to railroads. Therefore, 

trucks connected more remote rural communities to a 

railhead by which to ship goods onto the national market. 

As Americans embraced the technology of the early 

twentieth century, trucks posed no immediate threat to 

railroads.^° If anything, railroads regarded trucking as 

a supplemental industry to the railways, something that 

represented an attractive way to empty crowded loading 

docks and rail yards by hauling freight to more remote 

locations from the railhead. "'""̂ 

In the early twentieth century, most railroad 

executives viewed the trucking industry as a servant to 

the railways. Trucks in the 1910s and 1920s frequently 

broke down and rarely hauled freight further than twenty 

"Goddard, Getting There, 86 

^^Ibid., 87. 
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or thirty miles. Since short hauls did little to profit 

railroads, trucks were welcomed. However, since trucking 

experienced no direct rate regulation, as automotive 

technology improved, truck drivers hauled goods for 

increasingly longer distances, with rates left to their 

own discretion giving them a clear advantage to undercut 

railroads a clear advantage." 

Further warning signs that trucking challenged the 

dominance of railroads in shipping freight in America 

emerged with the popularity of the federal aid to roads 

program. On the frontlines of the lobbying force in 

Washington, D.C. were engineers from the American 

Association of State Highway Officials (AASHO.) As the 

federal government continued to assist states in 

improving the country's roads, important peripheral 

businesses emerged in urban and rural communities. With 

the growth of the trucking industry and popularity of the 

automobile, truck stops, gasoline stations, service and 

"ibid., 90-92. By 1918, automotive manufacturers 
introduced heavier trucks built to haul greater freight 
shipments. 
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repair shops, and other related endeavors arrived to 

fulfill a new set of needs for the American public." 

In 1925, the United States recorded almost two and a 

half million registered trucks. The lack of hard-

surfaced roads, however, limited their use. Emphasis on 

the need for improved farm-to-market roads to link more 

remote agricultural communities to railheads coincided 

with other movements toward improved roadways. Secretary 

of Agriculture W. M. Jardine predicted after passage of 

the Federal Aid to Highways Act of 1921 that trucks might 

compete with railways for freight business. Between 1921 

and 1930, mileage of hard-surfaced roads in the U. S. 

grew from approximately 25,000 to more than 92,000,^* 

During and immediately following the First World 

War, there seemed to be enough business to profit both 

railroads and truck lines. However, by the mid-1920s, 

competition between railroads and trucks grew fierce. 

Railroads came into direct competition with trucks and 

were increasingly aware of the free right of way granted 

to the new industry. Whereas railroads purchased right 

"ibid., 91, 

"ibid., 91-93. 
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of way, trucks received right of way from the federal 

government. The railroad industry could not forget, nor 

should it, that it "purchased, maintained, and paid taxes 

on their own [right of way] and even paid taxes on the 

roads built to support their competitor." Additional 

frustration mounted as the federal government passed 

measures providing funding for construction, improvement, 

and maintenance of highways, which benefited the trucking 

industry. Participation and support of the trucking 

industry through federal initiatives and funding grew 

significantly in the 1920s and 1930s." 

While the automotive industry received increased 

federal support in the post-World War I period, railroads 

suffered. Railroads experienced much hardship during the 

Great Depression. In 1931, the Colorado and Southern 

Railway, which owned and operated the Fort Worth and 

Denver Railway, recorded a forty-eight percent shortfall 

from the previous year's earnings. Such deficits caused 

"Goddard, Getting There, 114-115; Rose, Interstate, 
4-5. 

198 



significant lay-offs. The Fort Worth and Denver saw its 

workforce cut by thirty percent between 1929 and 1931." 

Through the 1920s and 1930s, governments at all 

levels spent over thirty-four billion dollars on 

construction and repair of roads in the United States." 

Instead of increased advertisement to attract freight and 

passenger traffic, railroads "responded to the motor 

onslaught by fighting highway appropriations, demanding 

that Washington regulate truckers, and diversifying into 

trucking themselves."" In February 1932, Leo Flynn, a 

government investigator, delivered a report to the Senate 

Interstate Commerce Committee regarding the competition 

between the railroad and motor industries. Leaders of 

both industries gathered to hear the report. The motor 

industry feared regulation by the Interstate Commerce 

Commission. Railroads feared that the federal government 

^^Richard C. Overton, Burlington Route: A History of 
the Burlington Lines (New York: Alfred A. Knopf, 1965), 
368. 

"""̂ Rose, Interstate, 4. 

"Goddard, Getting There, 141. 
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would continue to leave the highway industry relatively 

free of controls.^^ 

Flynn held hearings in thirteen cities including 

Dallas, Boston and San Francisco. He investigated 

charges against the motor industry by railroad leaders 

and shippers that trucks competed unfairly and illegally. 

After interviewing four hundred witnesses, Flynn arrived 

in Washington "convinced that the time had come to bring 

interstate trucking into the ICC tent." Flynn made a 

compelling argument based on his findings. He asserted 

that rail, motor, water, and air modes of transportation 

should be coordinated through the mechanism of government 

regulation to that each industry completed its job in the 

best and least expensive way. Flynn believed that such 

careful organization would limit the tendencies each area 

of the transportation industry to overbuild and charge 

20 

consumers higher fares. 

Most striking about Flynn's report was his 

conviction that rail and road must work together. Yet, 

"ibid., 140. 

^°Ibid., 140-142 
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even with such compelling evidence as Flynn presented, 

the Senate committee was not swayed easily. The bottom 

line for railroads seemed to point to the fact that, even 

in a depressed economy, Americans loved the freedom of 

movement provided by the automobile. Since all 

peripheral costs pertaining to automobile operation and 

ownership were not calculated together in the minds of 

the American public (purchase and financing, insurance, 

maintenance, car and road taxes, traffic courts, police 

patrols, and the per-mile cost of gasoline), motor 

transport seemed much more cost effective when compared 

to railroad rates that increased in the unfavorable 

business climate. The public loved motor travel. And, 

by the time Congress passed significant regulatory 

legislation to reel in the trucking industry, American 

railroads were too severely injured by decades of 

overregulation, negative public opinion, and stale 

leadership to rebound without federal intervention. 

World War II breathed new life into America's first 

big business. The biggest fear held by the industry as 

^^Ibid. 
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war approached was the threat of federal control 

reminiscent of the First World War. Railroads, however, 

mobilized privately for war under the direction of Ralph 

Budd, president of Burlington Northern. Budd proved to 

be a democratic leader of the railroad industry s war 

efforts, convincing rail executives to work together 

toward the common goal of helping the United States win 

the conflict.^^ 

With improved technology and the ability to serve 

ports on two coasts, railroads embraced the opportunity 

for increased business during the war. Larger rail-cars 

and more powerful locomotives added to the strength of 

the railways to move supplies, tanks and soldiers to port 

for use at war on both the European and Pacific theaters. 

Passengers and material shipped during the First World 

War went to the East Coast ports since there was no need 

to ship west, but shipments east and west proved 

profitable for railroads during the Second World War. 

World War II sparked renewed interest in preserving 

and strengthening railroads. The industry seemed to come 

^^Ibid., 164-165, 

"ibid., 166, 
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as 
to the rescue, moving necessary supplies and troops, 

the motor industry failed to contribute as expected. 

Japanese seizure of rubber plantations in Southeast Asia 

and German U-boat attacks on American oil tankers brought 

the auto industry to a standstill when coupled with the 

effects of government rationing on gasoline and rubber. 

Additionally, auto companies were retooled to manufacture 

trucks and vehicles for military use, meaning fewer 

automobiles produced for the domestic market. According 

to V. V. Masterson, new hopes and future plans developed 

by the leadership of American railroads promised to foist 

the industry into the forefront of home front efforts 

during the war. Taking advantage of new public 

appreciation for the industry, railroads ran full-color 

ads in popular magazines, such as the Saturday Evening 

Post. "The rail terminal was again the focus of the 

community, as magazines pictured civilian workers at rail 

terminals selling departing soldiers cigarettes at cost 

and giving them baskets of books and jigsaw puzzles." 

Business for truck lines fell by thirty percent during 

the war whereas railroads shipped almost seventy-five 
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percent of American goods and serviced the same amount of 

passengers.^* 

After the war ended, however, and the railroads 

returned to peacetime business, the industry slowed 

again. Railroads still competed against the government-

subsidized trucklines. Americans' desire for automobiles 

reached new heights. But, railways made concerted 

efforts in the post-war period to fight the highway-motor 

industry for business that the railroads believed was 

rightfully theirs.^' 

In the post-war era, railroads made a valiant fight 

to reclaim passenger and freight business. The industry 

utilized advertising campaigns, improved technology, 

extended service routes, and special excursion rates in a 

concerted effort to increase business.^^ The Fort Worth 

and Denver City Railway went to great lengths to secure 

freight and passenger traffic through aggressive ad 

*̂V. V. Masterson, The Katy Railroad and the Last 
Frontier (Norman, Oklahoma: University of Oklahoma Press, 
1952), v; Goddard, Getting There, 167, 

25 Goddard, Getting There, 173. 

Overton, Burlington Route, 571 

204 



campaigns and special rates, hoping, like the rest of the 

railroad industry, to ride the wave of success following 

World War II into a new era of growth. 

Part of the plan to increase passenger and freight 

business included incorporation of new technology along 

the Burlington lines. Ralph Budd met with engineers and 

railroad executives to discuss the development of diesel-

powered engines for trains in his office in mid-1933." 

The trains, diesel-powered and fashioned of stainless 

steel, were capable of traveling at a speed of up to 120-

miles per hour. Burlington initiated the first Zephyr in 

1934 and proceeded to expand the fleet of high-speed 

trains across the west through the 1940s.̂ ® 

'̂'Albert Cotsworth, Jr,, a seasoned railroad 
executive asserted that the new diesel-powered engine 
must have a worthy name, Cotsworth believed that the 
engine should be named by the last word in the dictionary 
because it would be the "last word" in passenger service 
trains. Since ^'zymurgy," meaning the art of fermenting 
wine, was the actual last word in the dictionary and had 
no relation to fast trains, a brain-storming session 
commenced as the men set forth to choose an appropriate 
name. Budd, recently rereading Chaucer's Canterbury 
Tales, was suddenly struck with an idea. He recalled 
Zephyrus, the god of the west wind. Therefore, the new 
train, not yet in operation, was named "Zephyr." (See 
Overton, Burlington Route, 395.) 

28 Overton, Burlington Route, 395, 571 
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By August 1940, the Fort Worth and Denver Railroad 

was operating the first of the Texas Zephyrs. The 

company ran full-page advertisements in newspapers across 

the Southwest to showcase the new features. The trains 

operated with a 4000-horse power diesel locomotive 

engine. They were completely air-conditioned with 

reclining seats adjustable to three positions. Hostess 

service, streamlined Pullman cars, and the dining and 

observation lounge car were "smart and colorful," 

complete with comfortable seating. Diners received 

"tempting meals, expertly prepared and graciously served 

at moderate prices." The company published full-page ads 

featuring the new Texas Zephyrs, claiming "travel reaches 

new high in luxury and comfort," with service to begin 

between Dallas, Fort Worth and Denver on Thursday, August 

22, 1940. The Fort Worth and Denver City Railway 

promised faster service between Fort Worth and Denver as 

well as faster time to the Pacific Coast. The city of 

Amarillo received an open invitation to see one of the 

new Texas Zephyrs at the Fort Worth and Denver station at 

9:45 in the evening on August 22. Most enticing to 
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potential passengers was the promise that the "myriad of 

new travel features and conveniences" came at no extra 

29 

price. 

As the Texas Zephyr made its maiden voyage across 

the Fort Worth and Denver rails, the new train stopped at 

every depot. Excited Panhandle citizens turned out to 

see the high-speed engine. Approximately seventy-five 

Dalhart residents came to see the ten-car train with its 

two power units and stream-lined design. But, excitement 

over the new Texas Zephyr diminished when citizens 

learned of plans by the Fort Worth and Denver to 

eliminate regular stops in smaller towns,^° 

In early November 1948, after eight years of Zephyr 

service through the Texas Panhandle, the Fort Worth and 

Denver City Railway set a new time table for the Texas 

Zephyr trains numbered 7 and 8, The trains provided 

high-speed diesel service to the communities of the 

Panhandle, both northbound and southbound. Since two 

^̂ The Amarillo Globe, 22 August 1940. The 
christening ceremonies for the Texas Zephyr were held 
simultaneously in Fort Worth and Dallas on the evening of 
August 21, 1940 and were broadcast by radio via KFJZ from 
Fort Worth and KRLD from Dallas. 

30, The Dalhart Texan, 25 August 1940 
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Zephyrs serviced the region daily, one northbound and one 

southbound, residents enjoyed mail and freight deliveries 

as well as passenger arrival and departures twice daily. 

The change in timetable, however, removed several towns 

as regular stops. The reaction from Panhandle residents 

was evidently not anticipated by the Fort Worth and 

Denver, however. ^'^ 

The new time table became effective November 14, 

1948. The motivation for limiting the number of 

scheduled stops along the Denver Road came from a desire 

by the railroad to ensure that the Texas Zephyr reached 

Denver and other connecting points "in time." The change 

was desired to eliminate a long layover in Denver for 

California-bound passengers. However, several Panhandle 

communities protested the change before it went into 

effect. With the revised schedule, the only regular 

stops along the line between Fort Worth and Denver would 

be Amarillo and Wichita Falls, First-class mail would 

still be delivered, but express mail deliveries would 

stop. Also, regular passenger service to many of the 

31 Abilene Reporter News, 8 November 1948 
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Panhandle towns would be interrupted. Railway officials 

stated "we'll stop for passengers, provided there are 

any. But, we don't intend to stop unless there are. It 

takes valuable time and it costs money." Further comment 

from Fort Worth and Denver executive indicated 

ambivalence regarding Panhandle passenger traffic. "It'd 

be cheaper anyhow if those people would take buses, 

especially on shorter routes." The seemingly careless 

attitude incensed some Panhandle residents who voiced 

their anger through state newspapers and telegrams and 

letters to the Denver headquarters at Fort Worth. ̂^ 

The communities of Chillicothe, Electra, and Memphis 

led the protests against the schedule changes. Mayors, 

city councilmen and members of the chambers of commerce 

throughout the Panhandle cried out against the relegation 

of their towns to "whistle stop" status. The mayor of 

Chillicothe, R, T. Ferguson, reacted by sending a 

telegram to W- 0. Frame, General Manager of the Fort 

Worth and Denver, arguing that the schedule change would 

result in negative effects for the business of the 

32 Abilene Reporter News, 8 November 1948. 
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Panhandle and that the citizens of Chillicothe, Electra 

and other smaller communities along the line "are 

entitled to good mail and express service in good times 

as well as in bad times," Mayor Ferguson reminded Frame 

that Panhandle citizens had supported the railroad in 

worse economic times, but felt taken for granted that the 

railroad would limit service during more prosperous 

times. He ended his protest with a striking statement: 

"Who knows, there may again come some bad times when you 

will need the support of the whistle stops. "̂"̂  

Increasingly angered by the impending loss of 

regular service, city leaders from Electra also voiced 

opposition to the schedule change. City official filed a 

complaint against the Fort Worth and Denver Railroad with 

the Texas Railroad Commission. R. Wright Armstrong, vice 

president of the railroad, asserted to Texas Railroad 

Commission chairman, E. 0. Thompson, that the General 

Passenger Agent, Robert L. Hoyt, for the Denver Road was 

in Electra attempting to remedy the situation. Electra's 

protests received much media coverage throughout the 

^̂ R. T. Ferguson, Chillicothe, Texas to W. 0. Frame, 
Fort Worth, Texas, Telegram, 6 November 1948, SWC. 
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state. On Sunday, November 7, one week before the 

scheduled change to the new timetable, the Fort Worth 

Star-Telegram ran a headline that read, "Electra Seeking 

to Force Regular Stops by Zephyr." Electra's mayor T. 

Leo Moore proposed an ordinance imposing several local 

laws on railroads traveling through the city. Among the 

proposed laws was a fine for excessive whistling ranging 

from twenty-five to two hundred dollars and a 15-mile per 

hour speed limit for trains passing through the city. 

The purpose of such an ordinance was to force the Texas 

Zephyr to continue regular stops at Electra, instead of 

brief pauses, or whistle stops, for which to deliver 

mail.'* 

Citizens in Memphis also opposed the new timetable. 

Under the proposed changes, Memphis was among those towns 

relegated to whistle stop status. Mayor C. C. Hodges, as 

well as other Memphis citizens, feared that the schedules 

changes to be enacted by the Fort Worth and Denver would 

affect industrial development. Mayor Hodges protested, 

saying, "Memphis isn't a hick town anymore, you know. We 

'*R. Wright Armstrong, Fort Worth, Texas to E. 0. 
Thompson, Austin, Texas, Telegram, 8 November 1948, SWC; 
Fort Worth Star Telegram, 7 November 1948. 
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have big businesses and factories here now." The mayor 

further expressed concern that "Investors won't care to 

put their money in a 'flag stop' town." Like Electra, 

Memphis petitioned the Texas Railroad Commission to stop 

the change. Clifford Farmer, manager of the Memphis 

Chamber of Commerce, asserted "it's a real insult to all 

the towns in the area." Memphis florist Walter Hightower 

feared direct effects for his business. Hightower 

received flower shipments via express mail deliveries 

from Fort Worth on the morning Zephyr. However, with the 

shipping changes Hightower did not know from where he 

would get fresh flowers.'' 

Not every town excluded as a regular stop along the 

Fort Worth and Denver protested the change. Claude 

citizens generally believed that if the change helped the 

railway, then Panhandle citizens should be supportive. 

The close proximity of Claude to Amarillo, which remained 

a regular stop for the Texas Zephyr on the proposed plan, 

may have influenced local sentiment there.'^ 

^'Abilene Reporter News, 8 November 1948 

'^Ibid. 
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Although initial reports indicated that the diesel-

powered trains would stop regularly only in Amarillo and 

Wichita Falls, Fort Worth, and Denver officials 

clarified, promising stops in Quanah, Vernon, Childress 

and Dalhart as well. But, the towns of Decatur, Bowie, 

Henrietta, Electra, Chillicothe, Memphis, Clarendon, and 

Claude, once regular stops enjoying express mail and 

parcel post service as well as regular passenger service, 

still faced a future as conditional stops. Steam trains 

would continue to make deliveries, but those smaller 

communities would only enjoy regular stops by the Texas 

Zephyr if passengers were boarding or de-boarding in 

their respective towns. 

Due to the intense reaction by many citizens in 

proposed whistle stop towns, the Burlington Lines, and 

specifically the Fort Worth and Denver City Railway, felt 

compelled to meet with city representatives to address 

the controversial schedule change. General passenger 

agent for the Denver Road, Robert L. Hoyt, traveled to 

Electra and met with community leaders representing 

"Quanah Tribune Chief, 11 November 1948; Fort Worth 
Star Telegram, 12 November 1948. 
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Electra, Memphis, Chillicothe, Bowie, and Claude on 

November 12, 1948. Hoyt reported the results of the 

meeting to Fort Worth and Denver vice president R. Wright 

Armstrong by memorandum. After an hour and a half of 

debate, Hoyt believed it in the best interest of the 

company and the region serviced by the Denver Road to 

reinstate those towns designated as conditional stops to 

full-stop status.'® 

The citizens won the fight. Newspapers from Fort 

Worth to Dalhart reported the victory garnered by 

Panhandle residents. The evening edition of the Fort 

Worth Star Telegram reported "FWDC abandons 'Whistle 

Stop' Plan After Hectic hearing at Electra." By the next 

morning, news of the victory at Electra had spread across 

West Texas. The Star Telegram provided a detailed 

description of the scene at Electra as Mayor T. Leo Moore 

led the opposition to the schedule change. 

'®Robert L. Hoyt, Fort Worth, Texas to R. Wright 
Armstrong, W. 0. Frame, and A. Cotsworth, Fort Worth, 
Texas, Typed Letter, 13 November 1948, F. W. & D. Papers, 
SWC. 
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Electra's big cigar-smoking mayor put on his 
cowboy boots, big hat, and orange-yellow silk shirt 
Friday morning and went to bat.'^ 

In the new agreement, the revised schedule included 

regular stops by the Texas Zephyrs, trains 1 and 2, at 

Decatur, Bowie, Henrietta, Electra, Chillicothe, Memphis, 

Clarendon, and Claude. Channing remained a conditional 

stop. The Zephrys would carry only first-class mail and 

newspapers. Express mail and parcel post would be 

handled by the steam trains that serviced the Panhandle 

daily.'° 

The significance of the fight over the proposed 

schedule change cannot be overlooked. Community leaders 

throughout the service area of the Fort Worth and Denver 

City Railway rose up to protest the changes. Citizens 

feared that loss of service by the diesel-powered Texas 

Zephyr would result in major losses in industrial 

development with further potential for losses over an 

extended period of time. The initial lack of concern 

'̂ Fort Worth Star Telegram, 13 November 1948, 

^°Robert L. Hoyt, Fort Worth, Texas to Agents, 
Representatives, Conductors, and Connections, various 
locations. Typed Memorandum, 16 November 1948, F. W. & D. 
Papers, SWC. 
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regarding community protests supports the theory that the 

railroads as a whole failed to see trucks, buses, and 

airlines as a direct threat to economic success. 

Railroads, even as late as 1948, continued to view truck, 

buses, and airlines as supplemental industries, not 

competitors. The proposed schedule changes reflected 

planning by company leadership to cut regular business in 

order to try to attain new business. For example, the 

new schedule for the Texas Zephyr was designed to limit 

stops along the line in order to facilitate quicker 

direct passenger service to Denver and points beyond all 

the way to the Pacific Coast. What Panhandle residents 

seemed to grasp that Fort Worth and Denver executives 

ignored was that the steady freight and passenger 

business from towns on the Denver road marked a 

significant portion of the railroad's business over time. 

In the post-World War II prosperity, the Denver focused 

on attaining greater profit margins. However, Panhandle 

residents successfully reminded the railroad of the 

importance of "dancing with the one who brought you." 

Further excitement surrounded the Fort Worth and 

Denver City Railway in 1950 with the extension of the 
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Denver Road through to the Gulf of Mexico. The 

dissolution of the Burlington-Rock Island Railroad 

allowed the Fort Worth and Denver to extend its passenger 

service to Houston and freight service to Galveston. 

Access to the Gulf promised to increase business 

revenues, both in freight and passenger traffic, for the 

Denver Road.*"̂  

With recent gains for the railroad industry in 

general and for the Burlington lines more specifically, 

company president Harry C. Murphy, who succeeded Ralph 

Budd, asserted in June 1950 that a promising future lay 

ahead for railroads. He also stated that the previous 

decade, 1940 to 1950, had brought more progress to the 

industry than the preceding forty years. He cited more 

efficient diesel engines, centralized traffic control, 

and other engineering innovations as reasons for greater 

safety and savings for railroads. In a press conference 

in Amarillo, Murphy addressed the relationship between 

railroads and the federal government and the rest of the 

transportation industry. 

41 Overton, Burlington Route, 570. 
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The railroad industry . . . can hold its own 
competitively with any form of transportation if it 
is permitted by the regulatory bodies to operate as 
an industry rather than a monopoly. We have no 
quarrel with any form of transportation. There is a 
place for all, including air, truck, buses and 
pipelines.*^ 

Murphy's enthusiasm reflected an overall optimism in the 

railroad business immediately following the Second World 

War. 

Burlington and the Fort Worth and Denver did not 

fail to capture every part of the passenger business that 

it could in the 1940s and 1950s. In the 1956 annual 

report for the Burlington Lines, of which the Fort Worth 

and Denver Railway was a part, company leadership 

expressed a commitment to passenger service. "We are 

confident that with the growth of our nation the [sic] 

railroads will enjoy a volume of traffic that will enable 

a continuance of good, fast, comfortable day and night 

service between centers of population." Slumbercoaches 

were introduced along the Denver Road by the late 1950s. 

*̂ The Amarillo Globe, 7 June 1950. 

*'Overton, Burlington Route, 395, 571 
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Between 1949 and 1967, national railroad passenger 

traffic decreased by fifty percent. However, the 

Burlington lines reported no substantial decline in 

passenger revenues between 1949 and 1963. Passenger 

revenues for the Fort Worth and Denver Railroad decreased 

even less than other Burlington lines. In fact, by 1963, 

efforts to garner increased passenger traffic continued 

in Burlington service areas, as special excursion rates 

for students received mass advertising in an attempt to 

entice younger travelers to choose rail over highways or 

airways. Student excursions became part of a major 

campaign as early as 1953. Trips were promoted in the 

fall and spring as educational excursions, including 

special tours. The campaigns proved successful and by 

1963, trains on the Burlington lines carried over 122,000 

students. The Fort Worth and Denver targeted young 

people with its "Riding the Train is Fun!" campaign, 

promising round trip fare from Amarillo to Denver, for 

example, for only $25.50.** 

**Overton, Burlington Route, 571; The Amarillo Globe-
Times, 13 February 1963. Further excursion rates were 
offered to baseball and football fans as well as off
season vacationers. 
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In spite of the success of ad campaigns to retain 

and attract new passenger business in the early 1960s, 

within a few years, the Fort Worth and Denver Railroad 

discontinued passenger services along the line. The last 

Texas Zephyr traveled through Amarillo on September 11, 

1967. With the widespread use of automobiles, buses and 

commercial airlines, individuals traveled more 

economically and efficiently by other meahs than rail and 

it was no longer profitable for the Denver road to try to 

compete.*' 

Freight traffic via railroads also declined 

significantly during the Cold War. Cargo shipping 

increased for truck lines. Trucks reportedly traveled 20 

billion ton-miles in 1930, a number which increased to 38 

billion by 1940. Other shipping methods, primarily 

trucks, provided a more economical option for businesses 

servicing the Texas Panhandle, Railroads clung to some 

basic business by winning contracts to move bulk freight. 

Federal regulation of the railroads, however, continued 

*'Malone and Etulain, American West, 232-233; 
Overton, Burlington Route, 417, 
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as a major impediment to even minor successes for the 

industry after World War 11.*^ 

In spite of attempts to recover lost business, 

railroad mileage in Texas decreased noticeably between 

1945 and 1985, Texas recorded over sixteen thousand 

miles of track in 1945. By 1965, the State had just over 

fifteen thousand miles of track. In 1985, railroad 

mileage in Texas totaled 12,853 miles. *̂  

Additional disappointment came for the railroad 

industry in 1956. Passage of the Federal-Aid Highway Act 

marked a historic commitment by the federal government to 

the auto industry- Essentially, Congress set up a trust 

fund to finance the interstate highway system by taxing 

travelers on federal roads. The bill required the 

federal government to fund ninety percent of the cost of 

interstate highways, a huge victory for state 

governments. Additionally helpful to the states was the 

provision enabling the federal government to purchase 

lands for right-of-way to construct the interstate 

*Wlone and Etulain, American West, 233; Overton, 
Burlington Route, 417. 

47-
'Ibid., 234 
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highway system. Finally, the bill created the Federal 

Highway Administration, charged with setting design 

standards and overseeing the construction and maintenance 

of a national highway system.*® 

The Fort Worth and Denver increased sales campaigns 

in the late 1960s in an attempt to bolster freight 

business along the line. The sales campaign came in 

conjunction with the merger of the Burlington Lines with 

the Great Northern Railway and the Northern Pacific 

Railway- Effective with the merger was an official name 

change. Freight sales offices were instructed to answer 

their telephones with the following greeting, "Good 

Morning (afternoon, evening), Burlington Northern." 

Sales executives within the Burlington Northern 

organization encouraged representatives to keep shippers 

apprised of rate changes so as to foster positive 

relations with regular customers. Additionally, sales 

*®Ibid., 235-236; Kaszynski, The American Highway, 
166-169. 
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agents more aggressively solicited Container-on-Flatcar 

and Trailer-on-Flatcar traffic.*^ 

By April 1969, sales representatives received 

further pressure to increase freight traffic on all of 

the Burlington Northern lines. J. D. Rezner, assistant 

vice president for sales with the company, issued a 

memorandum encouraging freight sales agents that "we 

don't want to leave any stone unturned to develop all the 

leads we can" to increase business. Further indication 

of the pressure on the sales department to increase 

freight business lay in a memorandum circulated through 

the Burlington Northern organization entitled, "What 

Burlington Expects of Its Sales Supervisors." Rezner 

demanded that all sales agents be knowledgeable about the 

*̂ Sales Committee Memorandum, Fort Worth, Texas to 
Freight Sales Department Offices, various locations. 
Typed Letter Signed, 2 February 1968, F. W. & D. Papers, 
SWC; F. E. Deines, Chicago, Illinois, to On-line Freight 
Sales Offices, various locations. Typed Letter Signed, 19 
April 1968, F. W. & D. Papers, SWC; F. E. Deines, 
Chicago, Illinois, to Freight Sales Offices, various 
locations. Typed Letter Signed, 6 May 1968, F. W. & D. 
Papers, SWC; J. D. Rezner, Chicago, Illinois, to Freight 
Sales Offices, various locations. Typed Letter Signed, 12 
September 1968, F. W. & D. Papers, SWC; J. D. Rezner, 
Chicago, Illinois, to Freight Sales Offices, various 
locations. Typed Letter Signed, 5 November 1968, F. W. & 
D. Papers, SWC. 
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extent of the service area operated by the company, make 

the best possible use of contacts to acquire increased 

business, and endeavor to contribute through sales to a 

favorable net return for the investors.'° 

Financial records for the Fort Worth and Denver 

between 1968 and 1971 reflect significant decline in 

freight business. The industry that built small-town 

America, as Alfred Chandler once wrote, ushered in the 

twentieth century, the modern century. By the 1950s, 

that same industry found itself in severe decline due to 

over regulation federal and state agencies and the growth 

of the auto industry. Communities along the Fort Worth 

and Denver Railroad once thrived as railheads for local 

agriculture and ranching. With the decline of the 

railroad industry, those same communities also 

experienced economic downturns. 

When the last Texas Zephyr rolled through Amarillo 

on September 11, 1967, passenger service to the Texas 

Panhandle ceased. Although freight service particularly 

related to the movement of agricultural and mineral 

'°J. D. Rezner, Chicago, Illinois, to Freight Sales 
Representatives, various locations. Typed Letter Signed, 
4 April 1969, F. W. & D. Papers, SWC. 
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products including cotton, gypsum, oil and coal still 

continues along the rails of the original Fort Worth and 

Denver Railroad, the company name on the boxcars says 

"Burlington Northern." 
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CHAPTER VIII 

CONCLUSION 

The Fort Worth and Denver Railroad began offering 

complete freight and passenger service through the Texas 

High Plains by April 1888. Courageous visionaries from 

Fort Worth held strongly to their belief that the 

extension of rail service to the largely uninhabited 

region would result in immigration, settlement and 

development of the Texas Panhandle. Although the 

population grew slowly, by the early years of the 

twentieth century, the construction of the first railroad 

through the remotest region of the state was justified by 

a variety of bustling agricultural communities. 

Initial settlement and promotion of the region 

serviced by the Denver road was led by newspaper editors, 

realtors, land speculators, and the railroad. Local 

residents engaged in vigorous advertising campaigns 

designed to increase immigration to the region. Realtors 

and land speculators looked outside the state for new 

settlers, hoping to bring a diverse population to the 

High Plains. The Fort Worth and Denver offered special 
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excursion rates and published extensive ads in newspapers 

across the country in order to showcase the potential of 

the region. 

Expansion and development of the Panhandle stemmed 

from the aggressive efforts of community residents to 

bring national attention to the Panhandle. Citizens 

embraced the geography and climate of the area through 

agricultural experimentation. Through county fairs, they 

demonstrated to the rest of the state and the nation that 

that Texas High Plains was a fertile, profitable and 

desirable place to settle. Local residents also 

endeavored to bring further economic development to their 

region through county good roads associations. 

Construction of the Colorado-to-Gulf Highway marked a 

significant turning point for Panhandle residents as they 

attempted to bring tourism through the region. In spite 

of difficulties faced as residents tried to make their 

route the primary highway through northwestern Texas, 

Panhandle citizens remained committed to their vision of 

economic growth and development. 

The relationship between the Fort Worth and Denver 

Railroad and the communities of the Texas Panhandle was 
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essential to the success of both entities. The railroad 

and the residents existed in a symbiotic relationship, 

each depending on the other. Although, unlike many 

railroads, the Fort Worth and Denver was more sensitive 

to the needs of its constituency, conflicts did occur. 

As evidenced through the correspondence between the 

railroad and community leaders, the company often 

listened to the concerns of Panhandle residents before 

reaching a final decision. In most cases, the railroad 

based decisions on potential economic growth for the 

company. However, as with the fight to retain service of 

the Texas Zephyr in 1948, taking on the railroad was not 

always a losing battle. 

With the rise of the automobile industry and the 

growth and extension of trucklines, buses, and commercial 

airlines, railroads across the country suffered, 

especially in the post-World War II period. The Fort 

Worth and Denver Railroad was able to maintain a steady 

flow of business primarily because of its relationship 

with the agricultural communities of the Texas Panhandle. 

The Texas Panhandle experienced remarkable economic 

growth in the early decades of the twentieth century-
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Amarillo, Dalhart, and Childress boasted the most 

significant development, although other towns along the 

Fort Worth and Denver Railroad also enjoyed financial 

successes. Indications of such economic development 

included the arrival of new businesses, the success of 

local agriculture, and the construction of new facilities 

to accommodate the social needs of the community 

residents. 

The Fort Worth and Denver Railroad served an 

important purpose in the settlement and development of 

the Texas Panhandle. As communities along the Fort Worth 

and Denver Railroad experienced a shift in economic focus 

away from the industry that gave them life, many changes 

took place. Depots, once a focal point of local 

business, closed, became relocated, or were destroyed. 

At Childress, the Denver shops, including the roundhouse, 

were torn down in favor of the construction of an 

underpass through which residents can drive without 

crossing the railroad tracks. The depots at Memphis and 

Quanah met similar fates, although Quanah hosts a local 

museum honoring their heritage as a railroad town. At 

Clarendon, the Fort Worth and Denver depot currently 

229 



resides on a back lot at the county historical museum. 

The building received a new coat of paint in recent 

years. The local curator hopes to oversee a complete 

renovation of the structure to preserve the history of 

Clarendon as an original stop on the Denver Road. 

Trains of the Burlington Northern still move freight 

on the rails of the original Fort Worth and Denver route 

through the Texas Panhandle. Agriculture dominates the 

economy of the communities plotted and planned by 

Grenville Dodge and his son-in-law, Robert E. Montgomery. 

Many of the towns, all except Amarillo in fact, are only 

a resemblance of the bustling communities that existed in 

the early decades of the twentieth century. State 

Highway 287, part of the Colorado-to-Gulf route, bisects 

most of the towns. Passers-by notice modern gas stations 

and a sampling of fast-food restaurants. The more 

curious traveler, however, may turn off of the main 

highway, and venture into the original heart of the 

community to discover the origins of settlement and 

development in the Texas Panhandle. 

The historical significance of the Fort Worth and 

Denver Railroad to the Texas Panhandle stands unmatched 
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by any other force in the region. The construction of 

the railroad was justified by the growth of the 

population in the Texas High Plains. Employees of the 

Fort Worth and Denver represented the core population 

during the growth years, 1900 to 1917. Decline of the 

railroads with the onset and expanse of the trucking 

industry resulted from decreased need of railroad 

employees, the development of agri-business and the 

technological revolution in agriculture (less men needed 

to do the farming), and more affordable shipping rates on 

truck lines. Additionally, passenger service, which 

experienced a severe decline after World War II, became 

practically non-existent, further isolating towns that 

once boasted thriving, growing communities. 

The uniqueness of the Fort Worth and Denver is found 

in its durability as a company and the special 

relationship that the line developed and maintained with 

the Panhandle citizens over the years. The FW & D 

exhibited a willingness to protect its relationship with 

local residents of the region it serviced. Although not 

in every case, in many instances the railroad yielded to 

community residents, demonstrating an awareness of the 
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importance of that relationship to its own survival, 

especially after World War II. 

Further evidence of the resilience of the railroad 

lay in the decision to merge with the greater Burlington 

Northern lines. As a result, trains still run along 

tracks laid in the late 1800s, providing freight service 

to the Texas Panhandle. Although the line represents 

some of the last vestiges of rail service in the United 

States, the whir and whistle of diesel powered 

locomotives still colors the landscape of a region whose 

expansion and development is owed to the Denver road. 
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Figure 1. Principal Railways in and near the Texas 
Panhandle, 1887-1899^ 

^Overton, Gulf to Rockies, 184 
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APPENDIX B 
ADVERTISEMENT FOR SPECIAL EXCURSION RATES, 1963 
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Figure 2. Advertisement for special excursion rates, 
1963^ 

^Amarillo Globe Times, 12 February 1963, 
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APPENDIX C 
COLORADO-TO-GULF AND DALLAS-CANADIAN-DENVER HIGHWAYS 

253 



Figure 3. Colorado-to-Gulf and Dallas-Canadian-Denver 
Highways 

V.hildress Index, 18 April 1922 
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APPENDIX D 
AGRICULTURAL EXHIBIT AT PANHANDLE STATE FAIR, CIRCA 1913 
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Figure 4. Agricultural Exhibit at Panhandle State Fair, 
Circa 1913' 

•""Photograph courtesy Panhandle-Plains Historical 
Museum, Canyon, Texas. 
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APPENDIX E 
FW & D RAILROAD ROUNDHOUSE AND YARDS, CHILDRESS, TEXAS, 

CIRCA 1910 
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Figure 5. FW & D Railroad Roundhouse and Yards, 
Childress, Texas, Circa 1910^ 

'Photograph courtesy Panhandle-Plains Historical 

Museum, Canyon, Texas. 
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APPENDIX F 
FW & D RAILROAD YARDS, AMARILLO, TEXAS, CIRCA 1910 
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Figure 6. FW & D Railroad Yards, Amarillo, Texas, Circa 
1910' 

'photograph courtesy Panhandle-Plains Historical 
Museum, Canyon, Texas. 
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