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On the cover:   
Aside from the well-known Route 66 points of 
interest are those that few people know. Tulsa’s Art 
Deco landscape ranks with the best of those.  
Frank Gifford points out in his article that within 
this extensive display of theme architecture, you 
will find some of most beautiful buildings in 
America. Pictured in his cover photo is the 
entrance to the 1929 Public Market. (You can see 
where the name has been chiseled off.) It is now 
called. the Warehouse Market and houses upscale 
retail operations.  

®

DIRECTOR’S NOTES 
By David Knudson, Executive Director  

It’s a bit like the Route is gradually crawling out 
from under a huge snow storm. In California, 
everyone is a bit numb and trying to get their 

footing back. To some Mother Road businesses, 
Covid was fatal but most survived. Some barely. 
Using my usual non-scientific barometers to tell 
me how business was faring—talk to business 
owners—count how many requests for          
information we get—things seem to be picking 
up. But I think its going to be a long road back. As 
of this writing, all non-U.S. citizens traveling to 
the United States by air are required to show 
proof of being fully vaccinated against Covid. So 
this, in itself, could limit some travel here. 
            In this issue of the magazine, there are 
three exceptional articles: T. Lindsay Baker’s 
“Dining With Fred Harvey Along Route 66”, 
Frank Gifford’s “Tulsa: An Art Deco Experience” 
and Kip Welborn’s “Toxic 66.” 
            Yes, we’ve covered a lot about Fred 
Harvey in this magazine. But most of it has been 
about Harvey Houses. Many people aren’t aware 
that Mr. Harvey also had establishments that 
were simply restaurants without lodging. Albeit 
high quality restaurants. Mr. Baker discusses a 
few of these along the Route. 
            Frank Gifford is back. This time letting you 
know about his unique discovery in Tulsa - Art 
Deco. In addition to its stunning architecture, this 
Oklahoma city has grown into one of the most 
66-friendly communities on the road. I remember 
18 years ago sitting with Bill LaFortune, the city’s 
mayor at our Steinbeck Awards Banquet. He was 
not very familiar with the Route then. Well, 
things have changed a lot. 
            Kip’s piece on two environmental disasters 
that took place along the Route explains how 
tragedy can take over if we don’t pay attention. 
 
This quarter’s donations to the Federation 
            Our heartfelt thank you to the following 
members who donated dollars to the Federation in 
the last quarter.  
$10-$49- Ellen Rolla





       
Story and photos by Frank Gifford.  

My first exposure to Tulsa's wonderful 
art deco architecture and decoration 
came at the Federation’s 

International Route 66 Festival in 2004. One 
option was a guided tour through 1920s  
buildings downtown. They didn't look very 
promising from the outside. But the real  
treasures were within. Folks in the early "awl 
bidness" (oil business) had good taste and  
displayed it in the office towers they built.  
I vowed to come back with a camera,  
and I did.  

After 18-years on my To-Do List, I 
finally got around to it earlier this year. 

Some of the nation's most beautiful 
buildings are waiting to be discovered just a 
few blocks from Route 66. They're mainly 
behind conventional brick and stone veneers 
from the 1920s - but that's a disguise. Inside, 
these buildings are high temples to crude oil 
and sophisticated taste. Also money.  

They offer insight into the 1920s, an era 
of giddy excess and rapid modernization that 
gave us Route 66. One Wall Street fortune-
teller called it a "permanently high plateau" 
fueled by technology and social change. We 
had radios, telephones, cars with electric 
starters, talking motion pictures, even sliced 
bread. And the next decade promised to be 
even better! 

Tulsa first showed up in the 1900 
Census (when the area was Indian Territory) 
and the population was just 1,390. The very 
next year, a local well gushed up a stinky  
sampler of what was underground. Another 
discovery here, another there, and a pattern 
became apparent: Oklahoma, admitted as a state 
in 1907, was sitting on massive pools of oil.  

Fortunately, Henry Ford's first Model-T 
came out in 1908, and ownership took off 
when he started up his moving assembly line 
in 1913. With America swapping horses for 
horsepower, Tulsa's population doubled in the 
1920s. By decade's end Tulsa was accurately 
calling itself the "Oil Capital of the World."  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Some of Tulsa's gasoline brands from that 
era live on today as collectible signs and 
globes: Cities Service, D-X (later DX), Skelly 
and Cosden.  

Phillips 66 is almost from Tulsa, it 
began in Bartlesville, 45 miles north. Another 
historic brand, Barnsdall, had an oil rig  
literally on Main Street in Barnsdall OK, a few 
miles away. 

Tulsa had the hotels and restaurants 
these small towns lacked, so it became the 
business center for the oil region. Even  
companies headquartered in New York, like 
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The top section of the Boston Avenue United Methodist 
Church tower, with period-correct colorization added. 



Sinclair and Texaco, needed extensive Tulsa 
branch offices.  

Many of Tulsa's buildings went up just 
as Oklahoma began connecting patches of 
urban pavement into a continuous ribbon of 
concrete, asphalt and brick, to be forever 
known as Route 66. So walking into one of  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
these buildings is like time-travel into the 
mindset of almost a century ago, the decadent 
decade before Route 66 became the Mother 
Road, the road of flight to California.  

Driving along Route 66 (11th Street) 
from the east, one prominent structure 
remains from the art deco era. The brick and 
terra cotta (glazed colored tile) front section 
of the 1929 Public Market (11th and S. Elgin) 
was saved from neglect and demolition, and 
today houses a mix of retail operations. A 
Home Depot and parking lot consumed the 
rest.  
Tulsa's main architectural treasures are just 
ahead, conveniently clustered in the "Deco 
District" around S. Boston and Fourth St. 
downtown.  

Another building is readily visible along 
S. Boston to the south.  

From a distance, looking at the skyline 
from Route 66, one building really stands out. 
The 36 story Mid-Continent Tower at 401 S. 
Boston has a distinctive green copper roof. It 

doesn't disappoint inside either, with lavish-
yet-tasteful use of marble and brass in the 
lobby. The engineering behind it is something 
of a masterpiece too. What is now the main 
section went up in 1984, cantilevered over the 
1918 original, yet somehow matching the  
earlier style and elegance.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Another gem from this period also went 
up in sections. It's had several names,  
currently 320 S. Boston, but the original brass 
doors still proclaim: National Bank of Tulsa. 
More brass and decoration await inside, along 
with a high-domed lobby complete with live 
tellers in cages. The original structure is from 
1917, the 1929 addition raised it to 22 stories  
This building also had an early weather alert 
system on the roof. A flashing red light 
warned of approaching storms. 

Two buildings with similar names, and a 
common heritage, face each other nearby. 
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A helicopter flies toward downtown above the decorative tower 
of the 1929 Public Market (or Warehouse Market) along 11th St.  

The sanctuary dome in the Boston Avenue United  
Methodist Church.

Continued on next page...
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1. Oil has been very good to Tulsa, and the USA. This flag 
flies over the Mid-Continent building. 
2. A portion of the lobby in the Mid-Continent Building. 
3. The ornate brass clock in the Mid-Continent building. 
4. A lobby light fixture in the Mid-Continent Building. 
5.Extensive stonework on the walls of the main level makes 
the Philtower Building unique. 
6. Renovations, since complete, have transformed this 1928 
hotel into upscale downtown apartments: The Adams. 
7.Even the Philcade Building elevators got lavish art deco 
touches. 
8. The 1922 Atlas Life Building once had offices of  40 oil 
companies. It has found new life as a Courtyard by Marriott. 
9. Zig-zag touches adorn an entrance to the 1929 PSO 
(Public Service Company of Oklahoma) Building. 
10. A lobby corner in the Philcade Building. 
11.A lobby hallway in the Philtower Building.

Continued on next page...



The 14-story Philcade is at 509 S. 
Boston. Construction began in one era, 1929, 
and it opened in another, 1931. The ornate gold 
leaf lobby ceiling must have seemed in  
horribly bad taste as the Great Depression 
began to bite. Oil and gas prices collapsed 
along with everything else. Inside the lobby 
today there are art deco displays, and a coffee 
shop with a view.  

 
Across the way is the very different 

Philtower Building, 24 stories of offices 
completed in 1928. This is my favorite of the 
bunch, with a cathedral-like stone interior 
that seems to speak in hushed tones of old 
money. In fact, the man behind both "Phil" 
buildings was self-made and knew the sweet 
stink of crude as well as anybody. Waite 
Phillips was part of the family behind Phillips 
66, an oil baron who diversified heavily into 
real estate and ranching, then became a... 
philanthropist.   
There's much more to sample downtown, 
with Deco District gems in all directions. 

Ordinary buildings too, probably erect-
ed on-time and on-budget, but with deco 
touches. These are just the highlights, and a 
random walk will turn up more. All are from 
the era when Route 66 brought you into the 
Oil Capital of the World, and took you out again.  

Driving nine blocks south from  

downtown leads straight to the iconic Boston 
Avenue United Methodist Church (1301 S. 
Boston). This is quite simply a masterpiece. 
Unlike downtown, much of its beauty is on 
the outside. Put up in the same era, 1929, it 
combines marble and limestone, glass and 
tasteful ornamentation. The tower soars 258 
feet and, while obviously designed as an 
advertisement, also houses church offices.  

The arrow symbol, so common in art  
deco, appears as decoration on the top. 
Inside, the arrow becomes a steeple motif, 
also resembling hands in prayer. Windows, 
partitions, and even lighting fixtures get this 
treatment. In the round sanctuary, this mixes 
in with a huge pipe organ (with some pipes 
suspended from the ceiling!) and obligatory 
stained glass.  

Whatever giddiness remained after 
1929 was wiped out by 1932, when the Dow-Jones 
Industrial Average hit a closing low of 41.22.  

About then, years of primitive farming 
practices farther west, combined with 
drought, began triggering the Dust Bowl. All 
this was local news in Oklahoma, a double-
dose of doom that forced some onto Route 66, 
and almost everyone to re-examine their 
spending priorities.  

Lavish big buildings didn't go up in this 
era. (New York's Empire State Building was 
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Simplistic “Depression Deco” began replacing the very ornate Art Deco as did the round-corned Streamline Moderne pictured right.



one exception, designed and financed  
pre-crash in 1929.) And what new  
construction there was tended to be  
simplified, shorn of decoration. Art Deco was 
out of style, something new and cheaper was 
replacing it. One prime example is along  
historic Route 66 at 1735 E. 11th St. This  
squat 1936 structure has always housed the 
same type of business which never has an  
off-year.   

This building has a square motif, and 
one name for the style is "depression deco." 
Most other buildings from the 30s adopted 
the rounded corners of streamline moderne, 
which carried over through the 40s.   

Nearby is the Page Moving Company 
facility (2036 E. 11th) with a classic Fageol 
(FAD-jill) van permanently parked in front, 
repeating the rounded architectural lines of 
their utilitarian building. Fageols were made 
through the 1950s- apparently the last  
company to manufacture anything in  
streamline moderne.  

And well south of Rt 66 (S. Lewis and E. 
81st) is Oral Roberts University. Its mid-60s 
architecture, the Jetsons Era, may appeal to 
those who didn't live through it.   
Through the economic ups and downs, some 
historic buildings have been lost.  

But there's still a lot to see. Tulsa is  
fortunate, in terms of preservation, not to still 
be the Oil Capital of the World and not to 
have experienced explosive growth like the 
city that replaced it: Houston.  

Tulsa's eye-candy is free and generally 
open to the public, thanks largely to the oil 
barons of a century ago. These architectural 
treasures demonstrate yet again why a Route 
66 trip should be relished, not rushed.  

Parking is widely available at  
downtown meters and lots just off Boston 
Ave. The church has free parking in its  
adjoining lots.  

Downtown buildings are open normal 
office hours with no posted restrictions on 
visitors or photography in the lobbies. (Flash 

and a tripod are unnecessary.) 
The Philcade Building has a pleasant 

coffee shop adjoining the lobby, with a street 
entrance at 507 S. Boston. www.topecacof-
fee.com  

www.decopolis.net has historical 
images and contemporary color photographs. 
It is in the Philcade Building at 511 S. Boston, 
and at 1401 E. 11th (very near Buck Atom's). 
Decopolis sells art deco and Tulsa-related 
items, and has a free walking tour map. 

The church allows self-guided tours 
and asks weekday visitors to check in at the 
main office. Sunday services are at 9 and 11 
AM. www.bostonavenue.org  

Tulsa Tours offers several guided trips 
including 1.5 hours devoted to art deco at 
www.tulsa.tours/art-deco-tour  

Art Deco Tulsa by Suzanne Fitzgerald 
Wallis (History Press, 2018) is a solid 135-page 
paperback reference and historical guide  
covering 20 buildings from 1927-47. This 
encompasses art deco, depression deco and 
streamline moderne. Illustrations, mainly  
contemporary photographs by Sam Joyner, 
are black-and-white.  ✍  

On my site www.rt66pix.com the 
gallery "Tulsa: Art Deco Metropolis" offers 
86 images.  
 
 
 
 
 
 
 
 
 
 
 
Frank Gifford has photographed Route 66 and 
other American roads for more than 20-years. 
His site www.rt66pix.com is viewed in 170 
countries. 

9



 
 
 
Story by Kip Welborn. Images provided by the  
author, National Route 66 Federation, Mike Ward,  
Joe Sonderman, Dries Bessels, Wikimedia 
Commons  

Looking up and down Route 66 over the 
years, I think of all the travels Quinn, 
Natalie and I have made along this famous 

road. Like with any and all of us roadies, there 
have been a lot of good times and a lot of good 
memories created.   
One of the special things about traveling 
Route 66 is that you can forget all the  
stresses of the world, all of the anxieties of 
the day to day grind for awhile.  

We might only cruise to St. Clair for  

breakfast at the Lewis Cafe. Maybe we’d cruise 
to Gallup to sit on the porch at the El Rancho, 
watching what seemed like the world pass us by. 
Like Billy Joel reminded us in the “Piano Man” 
Route 66 gives us a chance to “forget about life 
for awhile”.  

It is wonderful to forget, at least for 

awhile, but the truth is we can’t wash away the 
past or the impact the past is having or can have 
on the present. Of course, the history of Route 
66 is full of ups and downs. However, there have 
been events, both natural and man made, that 
have affected whole communities along or near 
Route 66 in profound and unfortunately negative 
ways.  
 
El Reno OK and Joplin, MO have been 
severely damaged by tornadoes.  

The town of Devil’s Elbow, MO was  
nearly annihilated by a flood, and currently the 
Rio Grande River in New Mexico is enduring  
terrible drought.  

Those are natural events, however, there 
have been reckless, man-made events that have 
destroyed not only whole communities, but have 
also destroyed generations of families. Here is 

where the benefit of hindsight, the benefit of  
history, is of assistance. We cannot only  
understand the horrors that beset these poor  
people, but we can also remember these events 
and use them to question events in the present 
and future. 

Two tragic environmental events which 
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As destructive as mining eventually became to Picher, it provided unquestioned boom times when active.



happened on or near Route 66 represent the 
worst of these horrors. One of these events  
happened in Picher, Oklahoma just north of Route 
66 between Quapaw and Commerce, OK. The 
other was in Times Beach, Missouri, a town 
located on the Meramec River just SW of St. 
Louis, which was evacuated 40 years ago this 
December 

Picher, OK was in the Tri State Mining 
District, one of the largest mining districts in the 
world. When lead at Picher was discovered, it 
was discovered on land that belonged to the 
Quapaw Indians, allotted by the Federal 
Government to one Harry Crawfish of the 
Quapaw Tribe. The Quapaw were not interested 
in turning their land into a mining operation. 
They, like the many Indian tribes forced into 
Oklahoma, were forced into a quadrant of the 
state, their “home” being in the northeast corner 
of the state, and were forced to live their lives and 
culture in that quadrant. There they had  
developed a strong agricultural economy, and did 
not want to destroy it with mining operations.   
However, it was in the Tri-State Mining 
District that lead had been discovered, and 
mining companies like Eagle Picher had 
moved to.  

The company was eager to commence 

mining operations in what was Quapaw occupied 
territory and they were not concerned with the 
agricultural necessities of the Quapaw people, 
only the profits to be gained from the land that 
the Quapaw’s crops and cattle grew and grazed 
upon. As such, Eagle Picher and other mining 
interests put pressure on the Bureau Of Indian   

Affairs to rid mining interests of their Native 
American roadblock. Eventually the mining  
interests prevailed over the Quapaw that were 
forced to survive there. The Bureau of Indian 
Affairs declared the Quapaw people  
‘incompetent’, taking away what little  
governance the Quapaw had over the land they 
had been banished to. This gave the Bureau of 
Indian Affairs the right to sign mining leases on 
the Quapaw’s behalf. For one of those leases a 
town was quickly built to sustain the mining 
effort. Thus Picher was born.  
In 1926, the year Route 66 was certified, 
Picher had a grown to a population of 14,252 
residents. 

According to Joe Sonderman, Picher 
protested the fact that Route 66 bypassed the 
town by passing farther South. 

Although 66 bypassed Picher, the mines 
and their revenue did not. The mines produced a 
tremendous amount of lead. According to a story 
on the NBC website from 2014, 75 percent of the 

11

 Tri State Mining Headquarters which later became the 
Picher Museum. 

The large lead smelting operation in Picher utilized, 
extracted and released lead and other toxic substances.

Continued on next page...
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bullets fired in World War I and II came from 
Picher mines. However, the mining industry 
eventually declined and the mining operation in 
Picher closed in 1967. This left behind a  
population that had dwindled to 2,500 people, 
14,000 abandoned mine shafts, 70 million tons of 
mine tailings, 36 million tons of mill sand and 
sludge, and untold gallons of contaminated water. 
All of this was full of lead, and it was prevalent 
throughout the town. “Kids would ride their bikes 
up and down the chat piles, and parents would 
use lead filled chat to fill their kids sandboxes. By 
1983, 63 percent of the children in Picher had 
some level of lead poisoning. According to an 
Army Corps of Engineers Study, by 2006 86  
percent of Picher’s buildings were in a  
deteriorating state and subject to collapse as a 
result of abandoned mine shafts caving in.  

According to KFSM 5 news online out of 
Ft. Smith, Ark. It wasn't until 2005 that the 
Environmental Protection Agency, through its 
Superfund, approved a buyout to relocate just 52 
of the residents. Three years later, nature finished 
the job. In 2008, an EF-4 tornado with winds of 
175 miles per hour cut a swath through town. Of 
the 114 homes destroyed during that storm, none 
were rebuilt. A year later, the police department 
was disbanded, the school district closed and the 
population shriveled from a high of 14,000 to 
three known residents.  
What's left of the school still sits in the 
shadow of the towering mountains of chat,  
mining’s toxic waste product.  

The hallways are empty, the windows are 
broken and the doors are boarded shut. The  
football field is eerily silent and the streets are 
empty. The power lines are still there, but the 
homes they powered no longer exist. The chat 
piles are now surrounded with barbed wire and 
government signs warning against trespassing. 
Picher's residents are now mostly wildlife, but it's 
a dangerous place even for animals. Earlier in 
2015, more than 1,000 migratory birds were 
found dead across Picher of suspected zinc  
poisoning. 

Ironically enough, according to an article 
on the Wide Open Country website, the Federal 
Government magnanimously decided in 2014 to 
return what was left of Picher to the Quapaw 
Indians who owned the property when the 
Bureau of Indian Affairs unceremoniously passed 
their land on to those who would destroy it.  

Then there is the tragedy that occurred at 
Times Beach, MO, it was 40 years ago this 
December that the edict from the EPA came 
down that the city of Times Beach, MO was  
contaminated with dioxin, meaning that the  
citizens of Times Beach were informed that their 
community had been reduced to a toxic cesspool 
that could only be remedied by its total  
destruction. The edict came from the 
Environmental Protection Agency, which, 
through its Superfund, would buy out the entire 
community and bury it.  

The story of Times Beach commences in 
1925. In that year, the St. Louis Times, a year or so 
before Route 66 was certified, set out to improve 
its circulation through a sales promotion that 
offered anyone who purchased a lot on the  
unsettled banks of the Meramec River a  
complimentary six-month subscription to the 
newspaper. For the price of $67.50 each, people 
purchased these little lots. Small cottages began 
popping up on the 20’ x 100’ lots, allowing a  
modest community of weekend vacationers to 
form. Although the initial plan called for a  
vacation town, the Great Depression made  
having second homes impractical. As time passed, 
housing shortages in the 1950’s led many working 
class families to turn these second homes built in 
Times Beach into permanent residences and turn 
Times Beach from a resort into a city.   
Times Beach thrived as a community and as 
a stop on Route 66 for decades.  

In 1932, a new bridge was constructed at 
Times Beach to carry traffic in and out of St. 
Louis. In 1935 a popular roadhouse/restaurant, 
the Bridgehead Inn, was constructed right at the 
east end of the new bridge. The Bridgehead Inn 
was purchased by Edward Steinburg in 1947 and 

Continued on next page...



was renamed Steiny’s Inn. It would become a 
very popular dining destination, where one might 
also be able to engage in the lively art of gambling 
and other illicit activities. According to former 
Mayor Marilyn Leistner, quoted in St. Louis 
Magazine, other businesses included four  
churches and four taverns, a liquor store that  
doubled as a tackle shop selling rods and bait, two 
trailer parks, and even a 7-Eleven. Restaurants 
such as the Chicken Coop and Twin Gables Inn 
would open there as well. 

In Leistner’s words in St. Louis Magazine, 
“Times Beach was idyllic. The sense of  
community, of belonging, made up for any  
financial lacking. It was like everybody was  
related to everybody,” Leistner says. “If you were 
born and raised there you moved there.”With 
town dances, river recreation and family picnics, 
it was almost pastoral, and like most towns along 
Route 66 it had an identity that was worth  
getting to know if you were willing to pull off the 
road and stop there for awhile.  
However, one of the problems with the 
“financial lacking” part of Times Beach was 
the lack of paved roads.  

According to a paper created by Marilyn 
Dyrud of the Oregon Institute of Technology, 
quoted extensively in this article, Times Beach 
had 16 miles of roads, none of which were paved. 
And dirt roads created significant dust problems 
which was a continuous source of frustration. 
Also there were dust issues created by neighbor-
ing horse farms that sprang up as Times Beach 
evolved.  

In the early 1970’s an individual offered a 
solution to the dust problem. One Russell Bliss. 
According to an article in www.worldaban-
doned.com, Bliss made a fortune as a waste 
hauler and one of the products that he hauled was 
waste oil. Bliss discovered that the wasted oil 
could be sprayed on dusty ground and would 
eliminate the dust. He had successfully applied 
the waste oil on horse arenas throughout the area 
as well as in other parts of the state, and it was 
successful in eliminating the dust problem. As 

such, Times Beach saw Bliss’ solution as an 
answer to their dusty road problem. Between 
1972 and 1976 Bliss charged $06 a gallon to spray 
waste oil on the dirt roads of the city.  
Unfortunately, the waste oil Bliss was  
spraying was more than waste oil.  

Unbeknownst to the city of Times Beach, 
Bliss also hauled waste for the Northern 
Pharmaceutical and Chemical Company out of 
Verona, Missouri (NEPACCO). NEPACCO—
which would be bought out by a company known 
as Syntex—had on their premises thousands of 
gallons of dioxin laced residue which resulted 
from the manufacture of Agent Orange. Agent 
Orange is a “herbicide that was designed to kill 
the leaves on plants. It is extremely toxic and has 
destroyed hundreds of thousands of acres of 
entire plantlife (not just leaves) in Vietnam, as 
well as afflicting hundreds of thousands of 
Vietnamese with multiple types of cancers. And a 
large number of children of those exposed to 
agent orange would suffer from birth defects. The 
affliction continues to be passed on from  
generation to generation. It is estimated that 
thousands of U.S. Veterans have died from Agent 
Orange exposure, and the children of those 
affected by Agent Orange have suffered from as 
many as 50 diseases and 20 types of birth defects. 
And those issues passed from one generation to 
the next. 

No, the dioxin, which is the byproduct 
from the industrial practice not only of agent 
orange but of other chemicals that was produced 
from Agent Orange production was not as toxic 
as the Agent Orange itself. However, dioxin can 
and did pose a serious health risk that led to illness 
and even death to people and animals and birth 
defects for the children of parents exposed to 
dioxin. A study by the Journal of Technology and 
Environmental Health on the effects of dioxin 
concluded that a dioxin level of 5.5 parts per  
billion was an acceptable level. It would  
eventually be ascertained that the concoction 
Bliss sprayed at Times Beach and at other  
locations contained dioxin levels in excess of 
ONE HUNDRED PARTS PER BILLION. 
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Prior to the focus on Times Beach, the 
fruits of Russell Bliss’ labor was found on a few 
horse farms which were the initial “beneficiaries” 
of Bliss’ dust solution. According to an article by 
Marilyn Dyrud’s for the American Society for 
Engineering Education, one example was 
Timberline Stables north of St. Louis. On June 
16, 1971, Bliss applied his concoction on the horse 
arena. Thereafter, people noticed a god awful 
smell. Then birds and small animals started 
becoming sick and dying and after that the horses. 
Eventually, according to the suit filed against Bliss 
by the U.S. Department of Justice, at least 62 
registered quarter horses died or became so ill 
they had to be destroyed. Cats, dogs, sparrows 
and other birds died. Then the owner of the  
stables, Judy Piatt, discovered that her children 
were becoming sick with flu-like symptoms. She 
would follow Bliss and discover his collection of 
various wastes. She turned in her evidence to 
state and federal officials who did nothing.    
It was not until 10 years later that the citi-
zens of Times Beach discovered they had a 
problem.  

According to the St. Louis Magazine arti-
cle, a reporter contacted the City of Times Beach 
to ask for comment on Times Beach being on a 
list of alleged sites contaminated with dioxin. The 
city contacted the EPA and, as with Ms. Piatt’s 
efforts, nothing happened. New homes and  
businesses were locating in Times Beach, and as 
such city officials did not feel comfortable with 
the inaction. Therefore, the city advised  
government officials that they were going to pay 
for their own tests. The EPA conceded and  
commenced testing Times Beach’s roads.  

Then came what can be described as a 
“500 year flood” on December 5, 1982, which 
drove the population out of Times Beach. The 
flood brought barrels to the surface containing 
doxin residue. The evidence from the barrels and 
the tests of the soil in Times Beach revealed that 
the city had dioxin levels that were THREE 
HUNDRED TIMES above the level that the EPA 
considered safe.  

On December 23, 1982, the EPA, as a 

result of their testing, ordered the evacuation of 
the citizens of Times Beach. According to the 
EPA edict as set forth by Jean Little in her article 
at epa.govt: “Those who are there, leave now. 
Those who have left because of the flood do not 
come back.” Contractors who came to the city 
went into houses and discovered Christmas trees 
and presents under the trees, and the complete 
belongings of those who lived there. In the words 
of one contractor, it is as if people had gotten up 
out of their chairs, walked out the door and left. 

The Superfund which was designed to 
clean up the most contaminated land in the  
country did provide funds to buy out the citizens 
of Times Beach. They paid out 33 million dollars. 
The rest of the alleged value of the properties, 
approximately 3.7 million, would be paid out by 
the state. This did not in any way buy back the 
lives of those who had been displaced as a result 
of the reckless conduct of an individual who 
threw the ramifications to the environment, and 
to the world these people lived in, to the wind in 
the name of making $.06 a gallon. 
 
Russell Bliss paid little or nothing for  
spreading the dioxin contaminated  
waste oil. 

Multiple suits were filed against Bliss and 
Syntex (they who sold Bliss the dioxin). While 
Syntex did have to pay off on judgments, Bliss 
managed to avoid civil or criminal sanctions, save 
a one year sentence for, ironically enough, income 
tax evasion for failing to report his earnings from 
his waste oil business.  

Meanwhile, between 1983 and 1990 the 
purchase of homes took place. In 1990, a consent 
decree in the case of United States of America v. 
Russell Bliss, et al (a case in which Bliss incurred 
no financial responsibility) made the EPA  
responsible for the eradication of the dioxin laced 
soil. It was determined by the EPA that the best 
way to do this was through incineration, and a 
large but temporary incinerator was brought in to 
eventually eradicate 26,534 tons of dioxin  
contaminated material. This included not only 
material from Times Beach, but also material   
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None of this sat well with the former 
Times Beach or neighboring population. People 
were not happy to be removed from their homes. 
Some, including former Times Beach Mayor 
Marilyn Leistner, did not feel that the  
homeowners were fairly compensated in light of 
the fact that on a cold day two days from 
Christmas, the citizens of Times Beach were  
literally told to leave their homes at the drop  
of a hat.  

And there were many, from and from  
outside Times Beach, that had a serious issue 
with the incineration process, that what was 
being done would not eradicate the dioxin  
problem.  
In an article for the Riverfront Times out of 
St. Louis, reporter, C.D. Stelzer discussed 
the issues with the incineration process, 
most importantly the test processes which 
determined the success of the incineration. 

According to Stezer’s article, (there were) 
“serious lapses in scientific protocol during the 
November 1995, dioxin stack test, lapses that 
cast doubt on whether the incinerator can be 
legally considered protective of human health.” 
People like Steve Taylor of the Times Beach 
Action Group and R. Roger Pryor of the Coalition 
for the Environment called for these concerns to 
be addressed. While these concerns were duly 
noted, they did not result in an alternative 
procedure or the shutdown of the incinerator, 
which “completed its job” in 1997. 
 
I was working my last day of my internship 
with the Coalition for the Environment 
when the entire office rushed out the door 
in December 1982 heading to Times Beach.  

I was working for a Kay Drey, who had 
devoted her life championing causes like the Irish 
Wilderness, a lush forest in South Central 
Missouri. She was trying to convince people of 
the hazards of several drums of radioactive waste 
in the St. Louis area from the Manhattan Project, 
which was the initiation of our nuclear weapons 
program. Mallinckrodt Chemical, a St. Louis  
corporation, was a major participant in the  

project. Kay Drey spent a lifetime trying to  
convince people of the hazards of this waste, 
which unfortunately led to nothing. On this day in 
2022, every news outlet is reporting on  
radioactive levels at a school in Florissant, MO. 
The radioactive levels, according to one study, 
were 22 times acceptable levels. Nearby 
Coldwater Creek was one of the sites where 
waste from the Manhattan Project was dumped, 
waste that Drey and the Coalition for the 
Environment tried to warn people about 40 years 
ago. Today, it was reported that the school will be 
closed as a result of the radioactive exposure.   
Times Beach is now the site of Route 66 
Park, a beautiful destination with trails, 
picnic facilities, and other points of interest. 

In the park one will find a plaque  
commemorating the establishment of the park 
that reads: “On this date, June 26, 1997, one of 
America's greatest triumphs over environmental 
disaster came to an end. On July 2, 1997, the 
property was turned over to the Missouri 
Department of Natural Resources, and Times 
Beach was designated a new state park for the 
people of Missouri.”  

That triumph would result in Route 66 
State Park. The Park’s first Superintendent was 
Diane Warhover, who is also a lifelong member of 
the Route 66 Association of Missouri, and has 
been instrumental in the Association’s efforts. 
The area Diane inherited to build a park was a 
mess. According to Diane, many of the trees in 
the park were leveled to allow the smoke from 
the incinerator to dissipate quicker, essentially so 
that the presence of smoke from Times Beach 
would not lead to contamination concerns. In 
addition, the park had essentially become a dump 
despite efforts to close the area off. Appliances 
and other large items were strewn around the 
property, and the banks of the Meramec River 
were littered with old cars. 

Diane set out to create a place that was 
close enough to St. Louis to give people a sense 
of being out in the country. She obtained  
assistance from the National Guard to remove 
the cars and large pieces of trash from the park. 
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Horse, walking and bicycle trails were created; 
the trail along the Meramec River being especially 
worth your time. And she started the effort to 
replace trees in the park, having several trees 
planted by the Boy Scouts in a field at the end of 
the loop driveway that goes through the park.  

She also established a visitors center in the 
old Bridgehead/Steiny’s Inn at the foot of the 
Meramec River bridge. As quoted in an interview 
with National Public Radio August 28 2019, 
according to Don Fink, then Manager of Route 66 
Park for the last 17 years, the resurgence of Route 
66, and Times Beach’s location on Route 66 were 
the reasons that it was the focus for the new 
park. Fortunately, the Bridghead/Stiney’s Inn was 
spared and it became the visitor’s center for the 
park. You will find there an excellent exhibit of 66 
memorabilia, and a extensive pictorial history of 
Times Beach, a reminder of what has been lost. 
There is also a sign from Route 66 days past, from 
the Keys Twin Bridge Cafe once located near the 
Bourbeuse River west of Times Beach.  
One who drives through Route 66 State Park 
will see a large mound which is where all of 
what was left of Times Beach is buried. 

There is a certain amount of irony that 
comes with driving through Route 66 State Park. 
You can still see cleared lanes that must have been 
the original paths through the town, but other 
than the occasional culvert and a bit of waste by 
the Meramec River, all you find remaining of 
Times Beach, Missouri—a place that former 
Mayor Marilyn Leistner once described as 
“Idyllic”—is a mound and Steiny’s (now the Park’s 
Visitor’s Center) . 

Picher is gone, Times Beach is gone. There 
is nothing to bring these towns back, the sad his-
tory and path that these two towns followed, and 
why they are as they are today. However, when 
you visit these towns and see what happened, 
remember what happened and look at them not 
just as chapters in your Route 66 odyssey, but 
also as examples of events big or small that can be 
prevented by remembering what happened there. 
Time to get in your car and forget about life… 

for awhile.   
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DINING WITH FRED HARVEY ALONG 
ROUTE 66, Part One 
Story by T. Lindsay Baker  

Present-day motorists often think of fancy 
hotels when they hear the name, Fred 
Harvey, and justly so. The English-born 

food purveyor and hotelier partnered with the 
Atchison, Topeka and Santa Fe in operating  
multiple luxurious hotels alongside its railroad 
tracks linking Chicago with California. These lines 
preceded and frequently paralleled the cross-
country route that Highway 66 subsequently 
took in 1926. The widely advertised high-end 
lodgings, however, were only one part of the  

larger Fred Harvey business operation. Lodgings 
generated only a portion of the corporate profits. 
Food service outside of the hotels served its own 
distinct clientele, fed many thousands of locals 
and long-distance travelers, and for decades 
earned profits through dishing up “Meals by Fred 
Harvey.” 

At age seventeen Englishman Fred 
Harvey in 1853 immigrated to the United States, 
landing first in New York but within eighteen 
months relocating to New Orleans and then St. 
Louis. In the Gateway City he quickly entered 
food service, by 1858 operating the Merchant’s 
Dining Saloon. Seeing ominous civil war clouds 
gathering in the early 1860s, Harvey moved three 

The menu printed for the  
Fred Harvey staff ’s use in the main dining room in  
Chicago Union Station on February 1, 1947. The front cover reproduces 
Thomas Hart Benton’s painting, “Rice Threshing.” Author’s collection.
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hundred miles to the north and west to St. 
Joseph, Missouri. The town soon became the 
starting point for the Pony Express mail service.  

From nearby Leavenworth in 1873, 
Harvey began catering meals for passengers in 
trackside “eating houses” at two separate Kansas 
Pacific Railway stations, and this work eventually 
led to his fortune. Three years later he began  
similar food service in Topeka for the Atchison, 
Topeka and Santa Fe Railway. This began multi-
year business arrangements in which he provided 
trackside meals for Santa Fe rail passengers and 
eventually operated its rolling dining cars.  
Fred Harvey’s long-term collaboration with 
the Santa Fe Railway was based on an 1876 
spoken agreement and a handshake.  

As both the railroad and its caterer grew in 

size and profitability, written contracts followed. 
Essentially the Santa Fe agreed to provide and 
maintain the buildings to house Fred Harvey’s 
operations and to transport any needed foods and 
personnel at no cost. Harvey for his part sold 
meals to rail passengers and any other hungry 
customers. The two would divide the profits after 
all expenses were deducted.   
This food and lodging service was Mr. Fred  
Harvey’s personal enterprise. 

When he retired from active management 
in the 1890s, sons Ford and Dave Harvey  
reorganized the business as a private corporation 
with family members owning all the stock. They 
formally named the enterprise “Fred Harvey,” not 
an alternate like “Fred Harvey Company,” “Fred 
Harvey, Inc.,” or “Fred Harvey and Sons;” legally 

Continued on next page...



it was just “Fred Harvey.” Then in 1906 heirs did 
create a Kansas City subsidiary called “Harvey 
Hotel & Restaurant Company“ to separate its 
activities not associated with the Santa Fe 
Railway. 

In 1895 Edward Payson Ripley began what 
became a twenty-five-year presidency of the 
Atchison, Topeka and Santa Fe. In this position he 
boosted areas of business growth seemingly 
neglected by his predecessors. The railway 
already had prosperous freight service connecting 
the Midwest and the Pacific Coast, but earlier 
corporate decision makers had never viewed  
passenger service as a profit center. State  
charters required all railway companies to  
transport passengers, and many companies 
resented having to do so.   
In Fred Harvey agreements in 1896 and 
1906, Ripley and his contractor greatly 
expanded the number of trackside  
restaurants across the American West, 
many of them supported by hotels offering 
convenient and comfortable overnight  
lodgings.  

The two companies worked hand-in-hand 
in promoting the Desert Southwest as an exotic 
but safe destination for Easterners, one inhabited 
by Native and Hispanic people with diverse  
cultures of great antiquity. The collaborative 
effort brought years of tourist revenues to the 
coffers of both firms. 

Completely separate from its colorful hotel 
and food promotions in the Southwest, Fred 
Harvey’s sons in the 1890s saw fresh  
opportunities to build the hospitality enterprise 
inherited from their father. Up to this time most 
railway companies built and operated their own 
separate stations. When a passenger needed to 
transfer from a train of one company to one run 
by another, he or she usually had to hire a horse-
drawn cab or take another private conveyance to 
shift to the second depot. The situation was  
inefficient, inconvenient, and unnecessarily 
expensive.  

In the 1890s the railways serving many 
large cities began working together to erect and 

then operate “union stations” where all the rail 
lines would come together under one roof in one 
terminal. Meeting the needs of these crowds of 
travelers in the combined terminals created  
obvious settings where money could be made, 
and the Harvey sons eagerly wanted to play their 
parts. In time they gained exclusive concessions in 
several cities to conduct dining rooms,  
lunchrooms, soda fountains, fruit stands,  
newsstands, snack bars, drugstores, and even  
barbershops and hairdressing salons to meet the 
needs of hordes of travelers in these new and 
increasingly large stations.  

Among the great union terminals where 
the Harvey firm over time acquired concessions 
were those in Chicago, Cleveland, St. Louis, 
Kansas City, and Los Angeles. Many of these 
facilities were so large and so full of people that 
they seemed almost like cities unto themselves.  

The massive terminal in Chicago fronted 
on Adams Street and Jackson Boulevard on its 
north and south sides like a sandwich. One  
thoroughfare carried Route 66 traffic inbound to 
the central city and the other transported it back 
outbound. Erected in 1924, this was the first 
great union station in the United States that was 
designed specifically to afford convenient  
automobile access. Ramps from Jackson and 
Adams led to and from covered concourses 
underground and adjacent to the main passenger 
hall for easy loading and unloading; just beyond 
were points equally suitable for transferring  
luggage “checked” for baggage cars. Taxis easily 
delivered and picked up not only travelers but also 
customers who came to the facility to dine in its 
multiple eateries. Fred Harvey ran all of them.   
The overall architectural plan of Chicago 
Union Station combined two multilevel 
buildings connected beneath Canal Street, 
one housing a spacious passenger waiting 
area, restaurants, and shops, and the other 
being a public space for boarding and exiting 
trains.  

The complex was designed so that it could 
accommodate up to seven hundred trains  
transporting as many as 400,000 passengers daily.   
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Postcard showing the two large buildings, connected by broad underground passageways, that comprised the 

Chicago Union Station. The great hall, waiting rooms, and food services operated inside the structure on the 

right while the train concourses and tracks provided access to trains beneath the large office building to the left. 

West Jackson Boulevard crossed (and still crosses) the Chicago River over the bridge in the foreground. 

Postcard showing the Servicemen’s Canteen in Chicago Union Station, mailed by Corporal LeRoy Groom to his 

mother, Mrs. Helen Groom, in Bronx, New York, from Chicago on September 25, 1945. Author’s collection.
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Among the great union stations erected in 
America, for decades the one in Chicago 
provided unmatched convenience and  
efficiency.  

For decades it served as a model for many 
other subsequent terminals around the world. 

From the outset in 1924, the Fred Harvey 
company held all the concessions for food and 
passenger service facilities in Chicago Union 
Station. Its most prestigious food service came in 
its formal dining room. In 1931 Chicago food critic 
John Drury declared that the wooden paneling 
and Windsor chairs in this space gave “the illusion 
of dining in the formal dining room of some 
Michigan Avenue hotel or club,” going on to 
declare, “This is probably one of the most elegant 
railroad terminal dining rooms in the country.” 
Five years later Duncan Hines, who wrote 
restaurant guides for motorists, advised, “You 
have not dined out in Chicago until you have had 
a meal at Fred Harvey’s in the Union Station.”  

Harvey staff itself never hesitated to tout 
its appetizing meals: “The steaks are thick, juicy 
and tender. The cream is the genuine article. The 
fruits are always seasonable. The menu is varied 
and satisfying, because Harvey chefs have the 
food products of a continent at their command…
.You always get your money’s worth.”  

The main dining room in Chicago Union 
Station received a complete makeover in 1959, 
becoming the Gold Lion Restaurant. It retained 
its thirty-five-foot ceiling and wall paneling, but 
took on the atmosphere of a royal court in the 
Middle Ages. New were deep red carpeting, 
draperies, and chairs; leather-upholstery on some 
seating; brass-appointed lighting fixtures; and old 
English tavern shields. In addition to direct access 
from the main passenger hall, diners could enter 
from the sidewalk on Clinton Street to descend 
stairs into the dazzling eating place.  

A Chicago Tribune food critic went to the 
Gold Lion in October 1959 to try its one-price 
“champagne dinner” for $4.65. She and a  
companion enjoyed a selection of relishes from a 
rolling cart, a choice of appetizers including the 
French onion soup she enjoyed, and an entrée of 

roast prime ribs of beef with Yorkshire pudding 
and baked potato. She added, “There’s a choice 
of French imported champagne or sparkling  
burgundy—not just one glassful but as much as 
any reasonable guest would like.” It is needless to 
say that high-end meals with Fred Harvey at 
Chicago Union Station could be memorable. 

Not every diner had deep pockets or 
expense accounts like the food critic. When he 
went to eat at Union Station, writer John Drury 
preferred the Harvey lunchroom. In the 1930s it 
occupied a wide open dining hall with both table 
and counter service, together with a mezzanine 
overflow area designated for afternoon tea. He 
advised, “The lunch room gets a heavy patronage 
because the service is quick and because it is open 
all night.” Midday lunch in 1931 cost 50¢ and 65¢, 
with set-menu evening meals for $1.00 to $1.25.  
The Fred Harvey operation in Chicago 
Union Station was the largest single  
contract that the firm held.  

In addition to the dining rooms and lunch 
rooms, the huge complex served travelers in  
coffee shops, self-service cafeterias, sandwich 
counters, soda fountains, tobacco and newspaper 
stands, fruit counters, candy shop, drugstore, 
bookstore, barbershop, and hairdressing salon. 
The operation might be compared with an  
oversized food court in a present-day shopping 
mall. Its busiest years came during World War II, 
when as many as three hundred trains and 
100,000 passengers went through daily. In  
addition to its other services, Fred Harvey during 
the war served food and beverages in a special 
United Services Organization (USO) military 
canteen on the mezzanine level. 

As if the eating options available to Route 
66 motorists who drove past Chicago Union 
Station on Jackson Boulevard and Adams Street 
were not enough, the Fred Harvey organization 
ran another outlet in the very first commercial 
block of the Mother Road. This was its restaurant 
and cocktail lounge at 71 East Jackson Boulevard 
best known as the Bowl & Bottle Tavern. For 
years the Harvey company had offices in the 
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A. The two images on the left are the outside and inside of match book covers for the Cross Roads Room in Dearborn 
Station, Chicago, with a list of other Fred Harvey eating places on the inside. B. Match covers on the right are for the 
restaurants and shops in Chicago and St. Louis Union Stations. C. Below is the two-story St. Louis and San Francisco 
Railway station a block south of Route 66 in Springfield, Missouri which for years was the site of  
a popular “eating house” operated by Fred Harvey.  
Author’s Collection. 
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This page, top ‑ 1966 postcard of the interior of Fred Harvey’s Gold Lion Restaurant at Chicago Union Station;  
bottom ‑ postcard view inside the “Midway,” an open concourse that connected the waiting rooms and restaurants in 
St. Louis Union Station with the platforms that provided pedestrian access to the trains. Opposite page, starting upper 
left moving clockwise ‑ The Frisco Building in Joplin not only housed administrative offices for the St. Louis and San 
Francisco Railway, but it doubled as its passenger depot in the city. Fronting directly on Highway 66, its ground‑floor 
Fred Harvey soda fountain for years served motorists; upper right ‑ Fred Harvey held the concession for merchandise 
sales as well as all food vending in the Chicago Union Station; bottom ‑ Four chefs, all in starched, white uniforms, 
ladling food in the central Fred Harvey kitchens at Chicago Union Station. Author’s  collection. 
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Railway Exchange Building at Jackson and 
Michigan Avenue and Harvey sons and grandsons 
longed for a convenient location where they could 
show off to potential business contacts the skills 
of their chefs and bartenders.  

In 1933, while the Century of Progress 
world’s fair was attracting thousands of extra  
visitors to Chicago, they leased both the rooftop 
cocktail lounge and the ground-level restaurant 
space just across Jackson Boulevard in the Straus 
Building.  

Their Harvey dining rooms occupied the 
street-level area earlier leased by a branch of the 
New-York-based Maillard’s Restaurant. The  
thirty-story office building when erected nine 
years earlier was the tallest in Chicago; it offered 
one of the most prestigious business addresses in 
the city and reputedly the most expensive rent. 
With its dining room windows offering views of 
shoppers bustling along Michigan Avenue, the 
“Fifth Avenue” of Chicago, the restaurant and 
the top-floor bar operated under Harvey  
management until 1941, when problems arose in 
leasing the space from a new building owner.  
Opening a restaurant and cocktail lounge in 
the Straus Building in 1933 represented a 
“first” in the history of the Fred Harvey 
enterprise.  

Since its founding the company had  
operated food and ancillary services exclusively in 
conjunction with railways. Its commercial success 
in the venture at 71 East Jackson Boulevard was 
its first not connected to a railroad. Their eyes 
opened to new opportunities, company officials 
began looking for further new places to open 
restaurants, lunchrooms, and bars in settings like 
the Albuquerque airport and eventually an  
interstate bus terminal just north of Sunset 
Boulevard in Hollywood. 

The Harvey brothers for a decade in the 
1940s yearned to re-open their showplace eatery 
across the street from their Railroad Exchange 
offices, and another change in Straus Building 
ownership gave them that option in 1951. Fred 
Harvey staff reoccupied rental spaces they had 
formerly managed on the lower level of the  

building where they opened the freshly styled 
Bowl & Bottle Tavern. It offered a dining room 
with linen tablecloths and silver service, cocktail 
lounge, cafeteria-style snack bar with soda  
fountain, candy shop, and private dining rooms for 
groups. 

Travelers, Chicagoans, and food writers all 
agreed that the Bowl & Bottle met their food 
expectations. For years during the mid-twentieth 
century, Kay Loring was the regular food editor 
for the Chicago Tribune. In one of her reviews of 
favorite eating places in the Windy City, in 1963 
she directed her readers specifically to the Bowl 
& Bottle, which she characterized as “a little 
restaurant of decided elegance with moderate 
prices.” Four years later Loring specifically  
recommended “calf liver and bacon, baked  
[chicken] Kiev, [and] Beefeater broil,” noting that 
entrees at the time cost about $2.75 apiece.  
In addition to its food services fronting 
directly on the pavement of the Mother 
Road, the Fred Harvey company enticed 
motorists with their own independent auto 
transportations to its other culinary  
attractions in the city.  

Since the 1890s, for example, Harvey 
chefs and “Harvey Girl” waitresses served meals 
in a formal dining room as well as at a lunch 
counter in the Dearborn Station half a dozen 
blocks south of Highway 66 at 47 West Polk 
Street. In 1940 the firm totally renovated its  
dining space to become the Cross Roads Room 
and decorated it with original murals painted by 
artist Edgar Miller.  

In 1951, the same year that it reopened the 
Bowl & Bottle in the Straus Building, the Fred 
Harvey staff moved into additional leased space 
in the Palmolive Building. This was a thirty- 
seven-story Art Deco office structure that 
housed the headquarters of the Colgate-
Palmolive Corporation. There they launched the 
Harlequin Room and then later added the Harvey 
House Grill, each with its own cocktail lounge.  

At 917 North Michigan Avenue, it  
provided food and drink twenty blocks north of 
the head of the Mother Road. It was in this same 



Starting left moving clockwise - postcard depicts   Edgar Miller 

painting a mural in Fred Harvey’s Crossroads Room in the 

Chicago Dearborn Station. National Route 66; Dearborn Station 

in its heyday. Library of Congress. Author’s collection: postcard of 

the lavish Fred Harvey lunch room in the Chicago Union Station. 

National Route 66. 
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building in 1965 that chef Arnie Morton  
collaborated with entrepreneurs Hugh Hefner 
and Victor Lownes in organizing Playboy 
Enterprises, converting the old Palmolive offices 
into their Chicago Playboy Club for the next two 
dozen years. It was here that Morton as the 
founder planned and organized the first of what 
became the internationally famous Taste of 
Chicago food festivals in 1980.  
Due to changing business circumstances, the 
fortunes of all the Fred Harvey food services 
in Chicago declined in the 1960s.  

The last Harvey grandson, who had held 
the business together, died in 1965. Stockholders 
squabbled over who should take over the  
enterprise, while all could see that government-
subsidized AMTRAK soon would take over the 
private rail passenger business. Three years later 
in 1968 the Harvey interests merged with 
Hawaii-based Amfac, Inc. By 1970 all the old 
Fred Harvey services in Chicago had shut their 
doors. 

Changing times were nothing new for 
Fred Harvey and his sons. Often these altered  
circumstances presented new opportunities, as 
occurred with the proliferation of union railway 
stations in the 1890s. These great terminals, 
which brought together the traveling public from 
multiple rail lines, had the effect of concentrating 
them and their pocketbooks in ways never seen 
before.  

After Chicago, the largest and most  
important union railway station in the United 
States was the one that served St. Louis, 
Missouri. The importance of the city was  
guaranteed by its geographical position on the 
west bank of the Mississippi River just below its 
confluence with the Missouri River. Here the 
great river draining the center of the continent 
received flow from the great artery of the West. 
In 1874 the Eads Bridge gave reliable rail access 
over the big river, and soon thereafter an initial 
union depot was built. Proving inadequate to rail 
traffic demands, local entrepreneurs in 1894 
erected a gigantic station that eventually served 

twenty-two different railway companies and 
became the largest and most glamorous of all the 
railroad stations in the nation. Two years later in 
1896, Fred Harvey received the exclusive  
concession to operate all its food and travelers’ 
services business and his company maintained 
that role until 1970.  
Because many cross-country drivers and 
local residents knew they could rely on  
finding clean and tasty meals from Fred 
Harvey kitchens, many of them motored to 
St. Louis Union Station in order to eat.  

The impressive complex stood only ten 
blocks west of the center city via Market Street. 
From the historic alignment of Highway 66 over 
the river on the Municipal (MacArthur) Bridge 
and west on Choteau Avenue, this site lay just 
eight blocks north via Eighteenth Street. Drivers 
found that it was easy to access. 

Auto traveler Jeanie Lippitt Weeden, 
praised  Fred Harvey for their meals: “These 
Harvey Houses are the greatest boon to us 
motorists and we leave each with great regret.” 
Taking cabs from their hotels or driving their own 
cars to park in the neighborhood, Mother Road 
sojourners and others walked through the  
impressive Union Station entry flanked with 
Romanesque turrets to find inside a wide  
selection of dining choices.  

Those wayfaring in comfort might select 
the second-floor formal dining room, or behind it 
the Link Room, which provided even more private 
space for discriminating guests. On the ground 
level those in a hurry or with thinner pocketbooks 
might choose the Harvey lunch counter, while the 
roofed “Midway” concourse area nearer to the 
tracks proffered walk-up snack stands and a  
drugstore. The forty-two-acre site station  
complex operated as a virtual city itself. 

Looking through the collections of the 
Missouri Historical Society’s St. Louis facility, I 
found a luncheon menu from the main St. Louis 
Union Station dining room that offered multiple 
treats. (The Harvey firm printed up a "fresh," 
dated menu every day for years and years.) This 
menu was dated October 31, 1939, coincidentally 
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Starting upper left moving clockwise: The great hall in 
Chicago Union Station, still used as a train passenger 
waiting area but no longer teeming with thousands of 
people in transit. Photograph by the author 2015; A taxi-
cab unloading travelers deep inside Chicago Union 
Station showing how conveniently motor vehicles were 
able to deliver people to the interior of the massive com-
plex. Library of Congress: The Dearborn Station at 47 
South Polk Street, just half a dozen blocks south of 
Highway 66 in Chicago, for years hosted a Fred Harvey 
lunch counter and dining room. Photograph by the 
author 2015; View from Market Street southeast over the 
decorative fountain toward the facade of St. Louis Union 
Station ca. 1930. Author’s collection; Traffic at the street 
corner of East Jackson Boulevard and Michigan Avenue 
just outside the Harvey company restaurant and bar in 
the Straus Building in July 1940. In the background on 
the right, at the head of Adams Street, stands the dark 
masonry Chicago Art Institute. Author’s collection. 

Continued on next page...
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Halloween Day. On that day, customers could pick 
among recommended specials of prime beef ribs au 
jus, broiled veal chops, or fried half chickens á la 
Maryland. Those opting for lighter fare could select 
salads like coleslaw or tomato stuffed with chicken 
salad or alternatively sandwiches including corned 
beef or fried ham and egg. Sweets at midday includ-
ed cherry Delmonico ice cream, fresh pumpkin pie, 
and apple dumplings with vanilla sauce. 

The Fred Harvey operations in St. Louis 
Union Station made an unexpected impact on 
Missouri legal history. For decades the state through 
its “blue laws” had prohibited the sale of general 
merchandise on Sundays with the exception of  
“articles of immediate necessity,” which could legal-
ly be purchased. In 1963 the Fred Harvey firm sued 
the St. Louis Union Station to permit its drugstore, 
long a vendor for toothpaste, shaving cream, and 
razor blades, to sell unrestricted goods on Sundays 
due to ambiguity of the wording in the “blue law.”  
The Missouri Supreme Court in March of that year 
declared the statute unconstitutional because it was 
“so vague and indefinite that it cannot be ascer-
tained with any reasonable degree of certainty what 
sales are permitted.” From that time onward, 
Sunday sales of general merchandise became legal in 
the Show Me State. 
 
One of the several railway companies that 
used the St. Louis Union Station was the  
St. Louis and San Francisco Railway.  

Nicknamed the Frisco, it connected St. 
Louis across Missouri and Oklahoma with Texas. 
During the Panic of 1893 ownership of Frisco stock 
shares passed into Santa Fe Railway control, and 
three years later through this Santa Fe connection 
the Fred Harvey company expanded its commercial 
reach to take over the food services, hotels, and 
newsstands along the Frisco lines. These assets 
included trackside food services in Springfield and 
Joplin, Missouri, that fed and otherwise served passing 
Route 66 travelers.  

Midway across Missouri, Springfield stood 
astride the Civil War-era “Wire Road,” an unpaved 
wagon track connecting St. Louis with Fort Smith, 
Arkansas. Steel rails of the St. Louis and San 
Francisco Railway reached it in 1870, and the town 
on the edge of the Ozarks became a frequent stop 

for travelers. Up until 1902 rail passengers rushed to 
purchase food from eateries around the Springfield 
station and hustle back to their seats before the 
trains pulled out from their scheduled locomotive 
water stops. The local press reported, “Everyone 
around the depot reaped a rich harvest.”   
In 1902 a space was renovated in the west end 
of the existing Frisco station to house a Fred 
Harvey eating house, with living quarters for 
employees in a separate nearby structure.  

In 1926, the year that Highway 66 was  
designated through Springfield, the St. Louis and 
San Francisco greatly expanded the two-story red 
brick station, covering the exterior in light- 
colored stucco, making additions in Mission Style, 
and shifting the Harvey dining rooms to the east 
end of the building.  

As part of a gradual take-over of food  
services along its lines, the St. Louis and San 
Francisco Railway in 1930 assumed management of 
the Springfield station restaurant from Fred Harvey, 
but this was not the end of its role in feeding the 
traveling public. The station and its eating house 
conveniently stood at 301 South Main, just one 
block south of Highway 66 along College Street. 
The reputation of the popular eatery attracted lots 
of motorists, among them Irene M. Roberti and 
three girlfriends who drove the Mother Road from 
Massachusetts to California in summer 1941. On 
July 17 she penned in her trip diary, “We had a sim-
ply grand dinner at the Frisco—our first Fred 
Harvey place and also the first restaurant we found 
in a RR station....We liked Springfield very much.” 

The Frisco Eating House became a social 
institution in Springfield. Wedding rehearsal  
dinners took place there, along with many other cel-
ebratory birthdays and anniversaries. Because it 
stayed open around the clock, the Frisco facility 
became a regular retreat for those “eating a bite 
before calling it a night.” A local journalist in July 
1946 reinforced this observation: “Late in the 
evening, there is one place where you will  
probably meet those who have been out and about 
for the evening, and that is the Frisco eating 
house[,] where conversation is interrupted [only] by 
the announcement that the 1 o’clock train is  
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leaving on track one.” He continued, “At a large 
table were a group of the Kappa Alphas and their 
dates. . . with every indication that they had just 
been swimming in the river.” They contrasted 
with, “A large group of O’Reilly Wacs [members 
of the Women’s Army Corps from Springfield’s 
O’Reilly General Hospital, who were]… 
furnishing the music, singing farewell songs that 
indicate the war is over and the group are  
homeward bound.” The Frisco Eating House 
served meals until 1955, when the St. Louis and 
San Francisco closed its meal operations, citing 
financial losses incurred in maintaining its level of 
service. In 1967 the last Frisco passenger train 
stopped in Springfield, and a decade later the  
disused complex was razed. 
 
Seventy miles to the west, just before  
crossing into Kansas, Mother Road travelers 
had one last chance in Joplin to savor the 
tastes proffered by Fred Harvey staff  
members.  

As the major rail hub serving a three-state 
lead and zinc mining district, Joplin at one time 
boasted services of five different trunk railroad 
lines and for a time its economy boomed. In 1912-
13 the local Odd Fellows Lodge partnered with 
the St. Louis and Southwestern Railway to erect 
a nine-story, steel-frame office building designed 
so that its lower two floors could serve as a  
passenger terminal. Just outside the rear doors 
were tracks and train sheds that enabled people 
to board and leave their cars protected from the 
elements.  

The railroad signed a fifty-year lease with 
the Joplin Odd Fellows Lodge to occupy the  
majority of the building. The facility included its 
own Fred Harvey soda fountain and newsstand. 
The location of the Frisco Building at 605 South 
Main Street in downtown placed it directly 
fronting on Highway 66, enabling travelers  
conveniently to stop off for cool drinks and ice 
cream when passing through during the warm 
months or to enjoy freshly cut sandwiches in any 
season. 

Farther to the west Fred Harvey operated 

more restaurants, cocktail lounges, lunchrooms, 
soda fountains, and other food vending services all 
the way to California. The second part of this  
article, in the next issue, will explore how these  
eating places played their own role in making it  
possible for motorists to enjoy “Meals by Fred 
Harvey” all the way along the Mother Road. 
 
A special word of thanks 

The author acknowledges the very generous 
assistance over a number of years from the late David 
Clark of Chicago (1957-2022). Known to many 
Highway 66 enthusiasts as the Windy City Road 
Warrior, he authored books, led tours, and gave  
innumerable talks about the Chicago end of the 
Mother Road. David personally took the author to 
dozens of historic eating places along former Highway 
66 across Chicagoland, unreservedly sharing his own 
special historical sources. Without his help this article 
would have been woefully “thin.”  
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Conserving your printer’s ink?  
Following are two pages of Fred 
Harvey recipes and an ad. If that 
doesn’t interest you, you may 
want to stop your printer here.

Continued on next page...
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Three Famous  
Fred Harvey Recipes: 
 
What did people eat when they stopped to dine 
in a Fred Harvey restaurant many years ago? 
Here are 3 recipes:  
Brandy Flip Pie, Chef Adolphe Achenbach, 
Chicago Union Station, Chicago, Illinois  
1 tablespoon (one envelope) unflavored gelatin 
¼ cup cold water 
4 beaten egg yokes 
½ cup sugar (divided 3/8 cup and 1/8 cup) 
½ cup milk, scalded 
4 egg whites 
½ teaspoon nutmeg 
3 or 4 tablespoons brandy 
1 baked 9-inch pie crust  

Soften gelatin in cold water. Combine egg 
yokes, 3/8 cup sugar, and scalded milk; cook in a 
double boiler until the mixture coats a spoon. 
While the egg yokes, sugar, milk, and gelatin mix-
ture is cooling and beginning to thicken, beat the 
four egg whites until frothy and thick. (When a 
knife or spatula leaves a visible groove, you have 
achieved the stage of egg white beating that is 
desired.)  Add cooled egg yokes, sugar, milk, and 
gelatin mixture. Mix in the nutmeg, brandy, and 
remaining 1/8 cup of sugar. This combination 
should be creamy white and thick. Pour into 

cooled, baked pastry shell. Chill until firm. Serve 
with whipped cream garnished with chocolate 
curls. Make the chocolate curls by shaving slightly 
warmed bitter or semi-sweet chocolate with the 
long blade of a potato peeler. 

Author’s note: Do not attempt to move the 
completed pie in a motor vehicle, as road vibra-
tion will burst the air bubbles that give the dessert 
its desired consistency. 

(As was common in many mid-twentieth-
century recipes, these instructions call for raw 
whipped egg whites; be certain of the freshness 
of your eggs and insure than none of the diners 
have allergies or other sensitivities to consuming 
raw eggs.) 

From Atchison, Topeka and Santa Fe Railway 
Company, Chicago, and Fred Harvey, Chicago, Super 
Chief Cook Book of Famous Fred Harvey Recipes 
[Chicago]: Santa Fe Railway and Fred Harvey, [ca. 
1955], p. 19.  
Stewart Special Sandwich, Chef Hans Mayr, 
Bowl & Bottle, Chicago, Illinois 

This sandwich was a particular favorite of 
Stewart Harvey, the grandson of the original Fred 
Harvey, who as an adult had offices in the Railway 
Exchange Building directly across East Jackson 
Boulevard (Route 66) from the Bowl & Bottle.  
2 (1/4-inch) slices of ham, freshly fried 
2 slices of buttered white toast 
2 slices cheddar cheese 
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4 slices green pepper 
paprika to taste  

Arrange a slice of ham on each slice of 
toast and top with cheese. Arrange two pepper 
rings on top of the cheese and sprinkle with 
paprika. Broil until the cheese is melted. Serve 
with leaf lettuce, sweet pickle, tomato slice, and 
french fried  
potatoes. 

From Atchison, Topeka and Santa Fe Railway 
Company, Chicago, and Fred Harvey, Chicago, Super 
Chief Cook Book of Famous Fred Harvey Recipes 
([Chicago]: Santa Fe Railway and Fred Harvey,  
[ca. 1955], p. 12.  
Finnan Haddie, Dearborn, Louis Feichtmann, 
Harvey Dining Room (later Cross Roads 
Room), Dearborn Station, Chicago, Illinois. 

In 1900 manager Louis Feichtmann, for 
many years manager of Fred Harvey food service 
in the Dearborn Station in Chicago, introduced 
this dish, which the Harvey company later served 
in several of its other restaurants. It remained  
popular into the late 1960s, when the eateries 
closed.  
1 pound cold-smoked haddock (Scottish finnan 
haddie style) 
1 ½ cups milk 
2 medium potatoes, peeled, boiled, and cut into 
thick slices 
melted butter 
salt to taste 
1 cup cream 
paprika to taste  

Simmer the fish fillets in milk for 10  
minutes. Place in two individual shallow casserole 
dishes or shirred egg dishes. Arrange potato slices 
at one end of each dish. Brush potatoes with 
melted butter and sprinkle with salt. Pour cream 
over fillets and potatoes, sprinkle with paprika. 
Bake at 350°F for 15 minutes. Sprinkle with parsley 
garnish if desired. Cover casserole to retain its 
aroma and serve hot and bubbly. 

From Atchison, Topeka and Santa Fe Railway 

Company, Chicago, and Fred Harvey, Chicago, Super 
Chief Cook Book of Famous Fred Harvey Recipes 
([Chicago]: Santa Fe Railway and Fred Harvey, [ca. 
1955], p. 11. 
 
Cream of Wisconsin Cheese Soup, Chef 
Stanley S. Hamilton, Fred Harvey Dining Room, 
St. Louis Union Station, St. Louis, Missouri 

Chef Stanley S. Hamilton developed this 
savory soup for the Fred Harvey food services at 
St. Louis Union Station, and the company later 
served it as well in the Kansas City, Missouri, Union 
Station. It was a favorite with Senator and later 
President Harry S. Truman whenever he dined in 
either city.  
3 cups grated sharp Cheddar cheese 
1 quart beef broth 
3 tablespoons all-purpose flour 
3 tablespoons butter 
1 tablespoon Worcestershire sauce 
1 cup light cream or butterfat-rich milk 
¼ teaspoon black pepper 
salt to taste if needed 
12 saltine crackers  

In a saucepan heat two cups of broth,  
stirring in and melting the grated cheese. Add the 
remaining broth and simmer until smooth. In a 
separate skillet make a roux by melting better and 
blending in the flour at medium heat; add to the 
soup mixture. While stirring, add Worcestershire 
sauce, cream, and ¼ teaspoon of black pepper. 
Simmer the mixture, stirring constantly, for about 
fifteen minutes. If desired to make the soup  
thinner, add more cream or milk. While the mix-
ture simmers, add salt but only after tasting the 
soup, as the cheese may already have contributed 
sufficient salt. While the soup simmers, place the 
saltine crackers in a warm oven to toast lightly. 
Serve soup with crisp crackers. Makes six servings. 
 
From George H. Foster and Peter C. Weiglin, The 
Harvey House Cookbook: Memories of Dining along 
the Santa Fe Railroad (Atlanta, Ga. Longstreet Press, 
1992), p. 21. 

Continued on next page...
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