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FOREWORD 

While serving in the armed forces at White Sands 

Missile Range, the writer of this paper had the opportunity 

of working for the City Planning Department of the City of 

El Paso, Texas. While in that employ he had opportunity to 

observe the results of a master plan prepared for El Paso in 

1925. The author of the Plan was George Kessler, one of the 

early city planning consultants of this country. 

The Kessler Plan for El Paso was adopted and pub-

~ , lished in 1925. The Plan was oriented around a projected time 

period of thirty years. In that period of time it was pro-

posed that the population would reach 300,000 persons. In 

1959, thirty-four years after adoption of the Plan, the 

Official estimate for El Paso's population is 291,000. The 

population did hot increase at the rate of progression proposed 

in the Plan. This rate of progression is not as important 8S 

'i,~ the fact that the physical plans within the Kessler Plan 

,.~re oriented for a population of 300,000 persons at the end 
" _If, 

'~ 

o.f thirty years. The unique feature which makes this Plan 

P?teworthy for research is the closeness of the predicted 
, ~j; 

" ;¥ 

p.bp,ulation to the actual population a t the present time. The 

f.~t that the theoretical time limit of the Plan (30 years) 

land the present time (34 years after the adoption of the Plan) 
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are so close is also noteworthy. These two factors create 

a unique situation in which the writer may empirically inven

tory and observe the effects, accomplishments, failures and 

inadequacies of the Plan. It is possible to observe the 

adequacies and the inadequacies of the planner in his prepara-

tion of the Plan as proven by the test of time. It is 

possible to observe the pitfalls of the Plan, which time 

has proven. It is possible to see if the provisions of the 

Plan were adequate for the period of time and number of 

persons which it was designed to serve. There is also an 

opportunity to compare the basic planning philosophy of the 

Kessler Plan with current plans and philosophies. Likewise 

the changes ~ithin the profession itself may be gauged. 

It is the attempt of the writer to perform two func-

tions with this paper: 

1. To perform an analysis of the weak and strong 

p'pints of the Plan, producing from the original hypothesis 

a series of conclusions indicating any basic errors made in 

~~e original planning process, its application, its philos

,'Qphy, and its external protagonists. 

2. To exhibit a historical review within the contents 

. ~f" the paper of the progress and accomplishments made on the 

',4;;pgividual proposals within the Plan during the intervening 

P~~iqd between its adoption and the present time. 
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The first function of this paper should be useful 

to the student and planner as a guide to some of tbe pitfalls 

which may occur over the period of a Plan, and which might be 

avoided by careful preparation and consideration prior to the 

preparation of .the Plan. This should likewise serve as a 

vehicle for noting the strong theoretical reasoning and ap

proaches noted in the Plan which may have made it acceptable 

to the community, as it has been, and which would be useful 

in the preparation of other plans. The analysis also serves 

as a gauge of the changes of style within the planning pro-

fession. 

The second function should provide, within the con-

tents of this paper, a historical review and an analysis of 

~he specific accomplishments of the Plan. This should be 

useful to the El Paso Planning Department and the people. of 

E:jJ·Paso in 'helping them to realize the specific effects of 

fne Plan within their own community. 
-

~ The Plan will be analyzed in a series of ten chapters. 

~~e~first chapter will establish the background necessary 

tor the study. The second chapter will be an analysis of 

the pbysical adequacy of the Plan as indicated by the cor

~aBtness or incorrectness of the predictions of the Plan. 

The~thirdJ fourth, and fifth chapters will analyze the physl

.caiLad~quacy of the Plan in terms of the hi stori cal experience 
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of the community with its Plan. The third chapter covers 

the thoroughfare proposals of the Plan, the fourth chapter 

covers the public facilities proposals of the Plan, and the 

fifth chapter covers the remaining physical proposals of the 

Plan. The sixth chapter analyzes actions which were not 

included in the Plan but which the community was forced to 

take, thus indicating an inadequacy of the Plan. The seventh 

chanter will discuss the major external forces working on the 

Plan which were not anticipated at its writing and will 

analyze their effect on the Plan. The eighth chapter will 

discuss the community acceptance and non-acceptance of the 

Plan with an indication of the cost to the community of non-

acceptance. The ninth chapter will discuss the philosophies 

of the Plan and their comparison to current planning philos-

ophy as well as current plan content and orientation. The 

f'inal chapter will summarize and present the conclusions of 

the research concerning the Plan. It will establish the 

l;I:ypotheses gained in the study and their proof or disproof 

: 't.nrough a series of conclusions arri ved at from the analysis. 

An important factor to be noted in the development of 

ttW~ hypotheses of this thesis is the changing role of master 

;j)l:ins through the intervening years from the adoption of the 

Ke~~ler Plan to the present. At the time of the Kessler 

Pi - .~. 1 . 
.~n, p ann~ng, as such, was a product. The plan was devel-

oped, adopted, and used as a guide. The machinery to meet 
'. ~ 
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changing conditions, in the form of a planning staff, was thus 

not allowed to develop, and planning policy could not be 

formulated. In essence, planning was a product, not a pro-

cess, and the result was a planned city rather than a planning 

city. Today, planning is a continuing process, ever changing, 

ever developing. It might be construed that the Kessler Plan 

hindered planning, in that it delayed the development of a 

continuing planning program. 
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AN HISTORICAL APPRAISAL OF THE 

1925 KESSLER PLAN FOR EL PASO 

CHAPTER I 

EL PASO AND ITS PLANNING DEVELOPMENT 

EL PASO, ITS LOCATION, ECONOMY 

AND HISTORICAL DEVELOPMENT 

El Paso is a charter city in the State of Texas which 

operates under its own City Charter. It has a council form 

of government, having a mayor and four aldermen. El Paso 

is located at the westernmost tip of the State of Texas. l 

Named after its original Spanish title of El Paso Del Norte, 

_meaning the pass of the north, it is located on the lowest 

snow-free pass of the continental divide between the Isthmus 

·of Tehuantepec and the Arctic Sea, a distance of 4700 miles. 2 

tt stands at the crossroads of several of the oldest highways 

e~tablished by white men on this continent. The El Paso Del 

ISee Figure I entitled "Location Plan, El Paso, Texas." 

2 George Kess ler, The Ci ty Plan of El Paso, Texas, .A 
.~eport Prepared by the City Plan Commiss on with Mr. George 
lCe'ssl,er Acting as Consultant, (El Paso, Texas: City Plan 

,.c0mIhission, 1925), p. 9. 
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Norte was originally discovered approximately 1566 by Cabeza 

de Vaca. The former town of Ysleta, which has now become a 

part of the Incorporated City of El Paso, was, prior to the 

annexation, the second oldest town in the United States. El 

Paso is located at the crossroads of two transcontinental 

rail lines. Several other rail lines have their terminus in 

the City. U. S. Interstate Highway 80 passes through El 

Paso, while U. S. Interstate Highways 62, 85, and 180 have 

their terminus within the City. U. S. Interstate Highway 54 

passes through the City and joins the Pan American Highway 

(Mexican Highway #45) at its crossing of the Rio Grande River 

into Juarez, Mexico. 

El Paso is approximately an overnight stop between 

Dallas, Texas, and Los Angeles, California, which are res-

pactively 630 and 810 miles from El Paso. It is approximately 

f?45.m11es south of Denver, Colorado. 3 

El Paso's sister city to the south across the border 

i.s.,ff"uarez, Ch., Mexico. It is the largest city on the border 

and:one of the larger cities in the Republic of Mexico. The 

c·J,.~se.· proximi t y of the two oi ties lends a cosmopo 11 tan, 

b!li:g.gual atmosphere to the City of El Paso. The proximity 

'" "_u 3 
Rand McNally and Company (ed.), Road Atlas and Radio 

G'td .. de; .. iJChicago, Illinois: Rand McNally and Company:-I957), 
Ill. ,8Q.!' :" 
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of the two also makes possible easy mutual trade. 

The retail trade area of El Paso, exclusive of Mexico, 

has a radius of 150 miles, with over 700,000 population. An 

additional 200,000 persons living in Mexico, the majority of 

them in Juarez, complete the total trade area population. 4 

The City's economy is a diversified one including 

farming, ranching, transportation, wholesale distribution, 

export and import trade, government expenditures, metal 

refining, petroleum products manufacture, and clothing manu-

facture. 

THE BACKGROUND OF 

PLANNING PROGRESS IN EL PASO 

In 1907 Mr. George Kessler first visited El Paso 

upon the urgent invitation of a friend residing within the 

',G4.~t.y. After looking into the Cityfs developmental problems 

'8hd:during this visit, he made several addresses which aroused 

p~b'llc interest in urban planning. Shortly afterward, a care

.~~~~~y drawn program of things necessary for El Paso to do by 
, . ,,~ . "-, 1-
wf#.;r:o':"'f well ordered development was submi tted to him for , 

,.cr~;t~r:cism. He patiently analyzed the program and made a 

4 .._ El Paso Chamber of Commerce, El Paso, a Brief Review 
.~?;,:ri~ned Annually ~ ~ El ~ Chamber of Commerce, {El 
-Pas.o, Texas: Chamber of Commerce, 1958 ). 
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series of recommendations concerning the program presented. 

This formed the original background for the Plan prepared 

some eighteen years later. After his first visit Mr. Kessler 

kept in touch with El Paso by correspondence and visited it 

from time to time, bringing in fresh and inspiring ideas. 5 

It was not until 1919 that organized support of the 

planning program took place. At that time the City Planning 

Committee of the Chamber of Commerce was formed. It was at 

the recommendation of this committee in 1922 that Mr. Kessler 

was engaged by the City to act as consultant in the prepara-

tion of the Plan. Two years after Mr. Kessler's death, in 

1925, the "City Plan for El Paso, Texas" was published and 

adopted by the Council of the City of El Paso. 6 

Mr. Walter E. Stockwell began working with the El 

PAso planning program in 1919 when he took the position of 

s-:Scr.etary of the City Planning Commi ttee of the Chamber of 

Commerce. During the preparation of the Plan he acted as the 

1:00.a1 engineer, working with Mr. Kessler as consultant. 

:A.E;~~r. Mr. Kessler fS death, Mr. Stockwell stayed in El Paso 

t9~!~ish the publication of the Plan and remained in the 

P9~.1,,~:ton of engineer-secretary of the newly formed planning 
- .. '--'or:" 
"- '.-) 
cO~lssion. He remained in this position until his retire-

'. --. "'~'i~5Kessler, .£E. cit., p. 6. 

6~. 
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ment in September, 1953. 7 It is probablJ' because of his close 

association with Mr. Kessler and work in the preparation of 

the Plan that so many of its proposals have been followed and 

that so few deviating courses of action have been taken. Mr. 

Louden Wingo, who had worked from 1952 with the Planning 

Department, succeeded Mr. Stockwell and was with the Depart-

ment until the end of 1956. Mr. Phillips succeeded Mr. Wingo 

and was Director until the latter part of 1957. In March, 

1958, Mr. Jonathan Cunningham became Director of Planning. S 

The writer was associated with the Department of Planning 

from March, 1958, to February, 1959, on a part-time basis 

while serving a military obligation at White Sands Missile 

Range. 

~;'" Notable accomplishments of the El Paso Planning Com-

~i8sion between the adoption of the Plan with creation of the 

:~ommission, and the retirement of Mr. Stockwell, included the 

construction of the Bataan Trainway, with its alleviation of 

QPlrptown grade crossings; the completion of Paisano Drive; 

't;'h~::!1nl tial planning for freeway development; and the 

, : '{ "~j ;.~ ,---,:, ~ :: 
,'. r ~., 

7 City Plan Commission, 
,''8~,Pe:-r-t.1953, (El Paso, Texas: 

'~-'-l~ -:- ~~' " tJ· 

El Paso, Texas, Annual pro,ress 
City Plan Commission, 1953 , 

8City Plan Commission, El Paso, Texas, Annual Progress ,:;t'b::957 , (El Paso, Texas: City Plan Commission, 1957), 
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establishment of the Zoning Ordinance and creation of a 

Zoning Board of Adjustment as early as 1930. 9 

More recent accomplishments of the planning program 

include preparation of a basic map series for the entire El 

Paso area, a complete land use survey of the area completed 

in 1951, extensive studies for preparation of the zoning 

policy in the lower valley, a street name and number change 

program to coordinate names and numbers throughout the entire 

City, a major traffic and parking survey of the downtown 

area, the establishment of a subdivision coordinating council 

to review submitted plats, completion of a proposed capital 
<.' , 

improvements program, preparation of a comprehensive plan 

for the North East El Paso area, completion of an economic 
!', r " 

data survey, preparation of a comprehensive thoroughfare 

plan, and completion of a park and playground survey of the 
H ... ,\ J , 

, '·,¢ommuni ty. 10 

Many of these later accomplishments expand and further 

'~~'veiop proposals made in the origina 1 Kess ler Plan and 

tl~a:ble a better analysis of the adequacy of the original 

."" '-

"-~-'':i:i.: 9Annual Progress Report 1953, lac. cit. 

;': . ____ lOCity Plan Commission, El Paso, Texas, Annual 
¥~.S~)~s.s Report 1958, (El Paso, Texas: City Plan Commission, 

;:. 
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GENERAL INFORMATION ON GEORGE KESSLER 

Mr. George Kessler, the consultant responsible for 

the City Plan of EI Paso, completed his higher education 

in forestry, botany, and civil engineering in the United 

States as well as abroad. ll At the age of twenty he was 

employed as a landscape architect in Kansas City, Missouri. 

At thirty he was the landscape architect responsible for 

the Kansas City Park Department program. He was in full 

charge of this department for twenty-five years. During 

this time he built up a large clientele among other cities 

as a consultant in city planning and landscape work. He 

r~mained as consulting engineer for the Kansas City park 

and boulevard departments until his death. 12 
. ; 

George Kessler was the landscape architect for the 

~a,ipt Louis Exposition of 1904 and later restored this site 

".' to what is now Forest Park. Besides the El Paso Plan, at 

~~~ time of his death he was also engaged in planning for 
t ",<;,_.::' 

a..number of enterprises of the Long Bell Lumber Company, one 
. , ;'t':;, 

Qf. .,which was the planning of Longview, Washington, familiar 
. t, '>;~. ! 

'j '4·9- Pacific Northwes t residents as a "planned communi ty. tt 
::' ; ..... ~-

.~psas City, Missouri; Saint Louis, Cincinnati; Indianapolis; 

"~~~-.;:"- " 
',> i":' 11 Ke s s 1 e r, 10 C • cit. 

l2Ibido -
;~ , 
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Memphis; Syracuse; Denver; Dallas and Salt Lake City reflect 

impressions left by this man in his work as a consultant to 

them. Thirty other communities had projects ~ a less compre

hensive nature prepared for them by Mr. Kessler. 13 

While the majority of his plans involved only the 

development of plans for parks, parkways, traffic ways and 

other points of cultural and monumental interest, it is note-

worthy that prior to 1917 he had acted as consultant on the 

preparation of the entire city plan for the City of Dallas. 14 

The El Paso plan and Longview, Washington, plan likewise 

oontained a more comprehensive plan of development than plans 

developed primarily for park departments. For many years Mr . 

. Kessler worked as a consultant in city planning to the firm 
. 

of Hare and Hare in Kansas City, and performed consulting 

s~r~ices for most of the planning projects undertaken by the 

·fi'rm.~15 

The most eloquent statement that could be made con-

. 'ger~ing Mr. Kessler appears in the preface of the Kessler 

. 1 t 

:Fj}.,al}£o:. It is wri tten as a sort of an epi taph to the man and 
t~ 'I 

h:t'~~Qrks. The author of these praiseworthy notes was H. D. 

l3Ibld • 
'.-

~ ,1"'" ~4Ameri can Insti tute of Archi teats Committee on Town 
'Pla~~~g~' ~ Planning Progress 1917, (Washington, D.C.: The 
.~G~Vn~li6f the American Institute of Architects, 1917) p. 45. 

~ 4~ \~t:f5 
-'.' ': ... ·)·:=:Kessler, 10c. cit. 
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Slater, chairman of the El Paso City Planning Commission at 

the time of the Plan. 

George E. Kessler's technical attainments need no 
word of praise. His fame is securely graven in the fabric 
of the cities he helped to build and to guide. But it 
was not given to all to know intimately the fine nobility 
of his manhood. 

Great of heart, his nature throbbed with human sym
pathy, generous and sincere. His personality and influence 
were wholesome, his motives pure. 

He was kindly, and possessed something more refined 
and innate than what we call courtesy, admirable as that 
be - he was chivalrous, and chivalry is a precious thing 
in a man. He was gentle, even tender. His thought of 
service reached out first of all to the little children, 
whom he ,loved, and to mothers, and to the helpless and 
needy, and to the tired worker, the bearer of burdens. 

This deep feeling of responsibility to the innocents, 
the unprotected, the weary ones, "the uncompensated 
majority" as he used to call the folk with whose greater 
happiness he charged himself - affected all his "city 
planning" work. And what beauty the prosaic work of the 
world takes on when thus illumined! He spent his heart 
in it. He worked for the joy of it, through sleepless 
nights and in the bed of sickness. Rest was a stranger 
to him. And the world grew more beautiful under his 
hand. 

His vision was so wide that it seemed he possessed 
'; a prophetic sense. In 33 years Kansas City has not found 
.it necessary to depart from the principles of development 

:,'and expansion he laid down a generation ago, or to revise 
his maps and plans except to extend them outward and 
~laborate them with the needs of increasing population 

:,~nd new civic demands. He was adaptable and ready as 
:,.~eeds developed, to help at the critical point. 

';: . ~? t . 
, ',' With something of the quick sensibility and delicacy 

":;';':~;",br'Jra';poet, he brought to bear upon all his work an 
.'~~~thetic instinct that sensed the true in art from the 
,;,·r'~Hre', and that could not bear to have beauty corrupted, 
~ither through ignorance of what beauty might be, or 
t,!:+-r.o;ugh putting the right thing in the wrong place. _., 
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Whether in landscape gardening or in the broader aspects 
of city building, his touch was that of the artist, and 
he believed that the fine arts ought to accompany us 
everywhere in life, to inspire and refresh - for no one 
is immune to their influence. 

All this was combined, in Mr. Kessler's well rounded 
nature, with an intense and sure practicality. He was 
no visionary. He saw facts and worked with facts. He 
took things and men as be found them and enlisted men 
to make things better. He was firm but not opinionated. 
In his business relations, meeting big men in big matters, 
he was tactful and reasonable, persuasive rather than a 
driver. Even-tempered and quiet spoken, he gave the 
impression often of diffidence or indecisiveness, yet 
working beneath the unruffled surface was the power plant 
that got results and left no unfriendliness to rankle. 

Mr. Kessler was that rare being, an artist who could 
teach business to business men, and leave them his 
grateful debtors. 

Withal, he was the most modest of men. It was all 
but im~ossible to get him to talk about his work, to 
tell what he had done in and for his world. 

It is something that El Paso has known him, however 
slightl]. It 1s much that he knew El Paso and believed 
in this city of ours and its promise of greatness and 

.' strength and beauty. El Paso is the richer for having 
~~r=~share in the memory of his faithful life of great 

service to mankind. 16 

THE PRESENT ORGANIZATION OF THE 

EL PASO PLANNING PROGRAM 

,. 
The Charter of the City of El Paso anticipates that 

..... .,. ... - . 
·:the -c1 ti zens of the communi ty will carryon a program of 

-de.~lopment in the interest of all of the people of the 

C~l;.;y. The formal organization through which such a program 

16Kessler, ~. cit., pp. 6-7. 
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may be developed and made to work is established by charter 

provisions and state statutes. 

Responsibility for leadership in developing such a 

program is placed with the City Council and the Plan Com-

mission, which is composed of private representative citizens 

appointed by the Mayor and Council. 17 

A Board of Adjustment is appointed by the Mayor and 

Council to insure an equitable application of regulations 

enacted to guide the physical development of the City, such 

as the Zoning Ordinance. With the exception of the making 

of recommendations on architectural control to the City 

Council, all other actions of the Board have their recourse 

of appeal directly to the courts rather than to the Mayor 

and Counci 1. 18 

The Planning Department exists as a fact-finding and 
.' 

;t'.e<;:hnical agency to assist the Mayor, Council, Plan Commis-

iLo~, and other departments of City government, and citizens 
: .~, 

lot ;~he community in matters pertaining to the physical develop-

.. ·n):e~t of' the City. 19 

A copy of the organizational chart of the planning 

17Annual Progress Report 1957, o~ cit., p. 7. 

18Ibid • 

19Ibid • 
-
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function as well as the duties of each of the three planning 

groups is shown in Appendix A of this paper • 

.. 
: ~ ~~..:" -:t 

. " 
, , 
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CHAPTER II 

THE PHYSICAL ADEQUACY OF THE PLAN AS INDICATED BY 

THE EXTENT OF CORRECTNESS OF PLAN PREDICTIONS 

To test the adequacy of the Plan, three tests will 

be taken: 

1. Test of statements in the Plan with relation to 

general items such as economic base, population, etc., wherein 

sp~cific predictions are made. 

2. Test of the historical experience with the Plan 

t~ s~e if the physical plans for the development of the Com-

mu..flJty have met the needs of the population living within the 

, c,omn:tuni t Y • 

'.~'\. t, 3. Test of the adequacy of the Plan as measured by 

the'iactions taken by the Planning Commission and legislative 
i. ';';- -

The test of statements in the Plan with relation to 

:g'e~~r~l items such as e conomi c base, popula ti on, et c ., set 

·t:be,~ f:r~mework for the portion of the Plan wi th the physi cal 
.. , , , 

:,Clie~{Q~@PITlent of the communi ty and muni cipa 1 functi ons whi ch 

sef¥,e,;i~t. These statements will be discussed in Chapter II. 

The test of the historical experience with the Plan 

~~~' ~~:<!>,' :~~ certa in what ha s happened wi thin the communi ty in 
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the period from the publication of the Plan to the present 

time. This test will evaluate the development of the pro-

posals made in the Plan as reviewed by the historical devel-

ooment of these projects and proposals to the present time. 

This historical development will be discussed in Chapters 

III, IV, and V. A summary of the conclusions of the three 

chapters will be included in Chapter V. 

Actions taken by the Planning Commission which were 

not foreseen in the Plan form the basis for the third test 

of adequacy of the Plan. These actions taken by the Planning 

Commission and legislative officials which were not foreseen 

in the Kessler Plan indicate, to a certain extent, problems 

which occurred as a result of the normal growth of the com-

mtinity but which were not covered by the physical plans 

,w~thin the Kessler Plan. Either the Kessler Plan was inade-

" ,,'quat,s for the p~edicted population and economic base, or 

", ~ut81de influences changed the relationships of population 

~nd economic base to the extent that actions not foreseen in . - ':.: 

.~b.~ f+~n became necessary. Outside forces acting on the Plan 
". , V:."'''' 

, " 

'~~~, scussed, in Chapter VII of this paper. The actions 
" 

:2 ',t~'k~it"".by the Planning Commission which were not foreseen as 
" J ... : ~ ••• "'''' ._ 

R~cessary are discussed in Chapter VI. 
·.v .... ,'"' ":'",--",,,, 

, . .,-
The presence of specific predictions in the Plan 

'wit,hout s:pecific re la tlonship to Plan proposa Is is one of 
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the unusual features of the Plan. There appear to be only 

two specific sets of predictions so separated and stated in 

the Plan. They refer to actual population predictions and 

the physical distribution of that population in the form of 

City growth. 

POPULATION 

The Plan predicted, and used as a basis for all of 

the proposals within it, a population of 300,000 people 

aggregated over the following thirty-year period. l The 

Plan specifically stated that: 

El Pasols population in 1900 was 1,500; by 1910 
it had risen to 40,000, and by 1920 to 77,000, excluding 
the _military post adjacent. Present estimate of 100,000 
for this young metropolis and its immediate suburbs is 
conservative. It is safe to estimate that the popula
tion will reach 120,000 by 1930; 200,000 by 1940; 
250,000 within twenty-five years from the date of this 
r:eport. To put the estimate in another form, the pop
Ulation may confidently be expected to double in fifteen 

. tears and to treble in thirty years. 2 

The predicted population increases were based on 
. ~ ~-

. ·M-r.. Kess ler I s be lief that El Paso, as a traffi c cent er, wi th 

l.t,s,;,,p,rogressive citizens, favorable climate and abundant 

.'nat'i:.l,ral resources, would have a natural growth in the pattern 

. ,:~~·;iJldicated. By 1930 the official population of the City 

, l " op. ci t ., p. 8. 
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was only 102,421 persons, slightly less than the 120,000 

predicted. 3 By 1940 the population had dropped to 96,810, 

a little less than one-half the population predicted by the 

Plan for that year. 4 

By 1950 the population was up to 130,485 persons. 5 

The official population estimate in 1959 was 291,000 persons. 6 

It appears that the population did not increase at a steady 

rate as proposed in the Plan, but rather that the population 

fluctuated up and down slightly until after 1950, when it 

rose sharply. 

PATTERNS OF CITY GROWTH 

This City of the future will be densely built up 
northward to the Baptist Sanita'rium and beyond, and east

~ t ... ; ... ward to the Fort Bliss spur. West of the mountain the 
. .,. usable terri tory in Kern Place and Piedmont will be well 

occupied and there will be settlement all along the Mesa 
Road to the Country Club. Down the valley suburban 
residences will extend in solid lines along all roads 

,as far as Ysleta. In the City the business district will 
','. ~ha ve expanded northward and eastward and new neighborhood 

.• :. trading centers will have sprung up. Manufacturing will 
4 '~be important and factories and warehouses will occupy much 

of the territory between the railroads and the river. 7 
~. }': :,:-e 

.... -..; .. ~ 
3U. S. Census, 1930 . 

"." ...... 4U. S . Census, 1940. 
'. : ~ 

:;~',~"'~~i~' 5 U. S. Census, 1950. 

6City Plan Commission, El Paso, Texas, Caoital Improve
. ~~i.!trrogram 1959-1965, (El Paso, Texas: City Plan Commission, 
. -:i:9'S'9) :' . 4 

, .. " '~'~j I'_P· • 

7Kessler, ££. cit., p. 17. 
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Thus the patterns for city growth were predicted. 

The City did build up densely northward to the Baptist Sani

tarium. 8 It did not, however, build eastward to the Fort 

Bliss spur due to the fact that this portion of the City was 

acquired for the expansion of Fort Bliss as discussed in the 

portion of this paper on external forces acting on the Plan. 

The shift in development from this area projected the popula-

tion in a northerly direction from the Baptist Sanitarium for 

a distance of several miles, a much greater expansion than' 

indicated by Mr. Kessler. The usable territory in Kern Place 

and Piedmont has developed as predicted. The settlement along 

Mesa Road has been far from solid but areas have developed 

along it toward the Country Club. In the Lower Rio Grande 

Valley9 development took place in a manner quite different 

·from the prediction. Instead of lining the roads solidly to 

, Ysleta as predicted, homes are built in numerous subdivisions 

~t~ling in the areas between the roads. There are still 

s'tretches of open farm lands along U. S. Highway 80 East 

b~tween Ascarate and Ysleta. 

. '" - 8 
. " The Baptist Sanl tarium was loca ted in the section 
J'll:$t-north and west of the municipal golf course shown on the 
ma~ comprising Figure II. See also Figure IX following 

,'Appe~dix C for this location. 

", ;-, 9 
, , The Lower Rio Grande Valley is the portion of El 

pa:s,oGounty shown in Figure II between El Paso and Socorro. 

'J' i 
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The business district failed to develop in the nortb-

ward and eastward direction predicted and proposed in the 

zoning pattern recommended by the Plan. The pattern of devel-

opment of ribbon business streets has gone out of vogue. The 

big increase of population has been within the last nine years 

so new business to serve the new population has developed in 

small shopping centers as well as in some segments of out-

lying strip development. The downtown core has remained 

static. Until the 1950's the railroad grade crossings dis-

couraged the north and eastward movement of the central 

business district. Only marginal and peripheral service type 

commercial establishments have developed in the area predicted 

for downtown expansion. 

The prediction concerning the development of industries 

and warehouses in the area between the railroads and the river 
(f .: 

has not come to pass. The area between the railroads and the 
"(,:1. 

~~y'qr has remained almost entirely in use for residential 
. 'r ..... 

~t~'l;lctures and small commercial establishments even though 
" ',.,',:J(' 

it;.,~~s been zoned for industry since the passage of the first 

tr .. Paso zoning ordinance. Probably the two most logical ex

pl~~~~ions for the lack of development of this area into 

and factories are as follows: 

1. The ehamizal area dispute makes title to land in 

area questionable. This problem is discussed in the 
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portion of Chapter III concerning the International Highway 

and bridge. 

2. The industrial establishments requirements have 

changed in respect to desirable land. Industry now wants land 

with good traffic circulation, abundant parking areas, and 

one-story operations rather than the older 10ft-type buildings 

constructed from property line to property line on small 

lots. lO Thus this area of small blocks with mixed uses and 

poor traffic circulation is not desirable for industrial 

use under current industry building standards. 

SUMMARY AND CONCLUSIONS 

, . The population did not follow the pattern projected 

b~.the Plan. The greatest growth of the City appears to have 

occurred since the 1950 census. This is also the period in 

'Whi~ch the Ci ty experienced a growth in the physical boundaries 

rcontaining it. Therefore the popula tion predi c tions were 

reasonably close to the final projection approximately four 

years subsequent to the final projection date. 

The pattern of City growth residentially followed 

closely the predictions of the Plan. The business and 

ln~ustrial districts did not, however, follow suit. The 

10 The lots were originally platted in 25-foot widths. 
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areas predicted for these latter activities were overly 

generous. The change in land use demands of these two 

probably account for part of the change of location for 

these activities. The Chamizal no doubt was also responsible 

for lack of industrial growth in the South El Paso area. 

The test ~f statements in the Plan in relation to 

general items such as economic base, population, etc., 

indicates: 

1. The Kessler Plan made very few specific predlc-

tions of this nature. 

\- 2. The predictions were generally incorrect, in-

~6mplete, and their orientation with other factors, such 
:;:;. , 

a>s time, were incorrectly phrased in the two specific predic-
.. .., 
1::1'on8 noted. 

3. The lack of scientific reasoning in the fields 

of:prediction or outside factors not anticipated in the Plan 
'J 

appear to be the causes for these deficiencies in the Plan. 

'. \,,' 



CHAPTER III 

HISTOR! CAL EXPERIENCE AS TO TEE PHYSI CAL 

ADEQUACY OF THE TRANSPORTATION FACILITY 

PROPOSALS OF THE PLAN 

In order to explain more clearly the actions taken 

on the thoroughfare recommendations of the Kessler Plan, 

these recommendations and the resulting actions are divided 

into three major categories: (1) inter-city thoroughfares, 

(2) intra-city thoroughfares, and (3) international highway 

arid bridge. Inter-city thoroughfares are discussed according 

to the individual routing. Intra-city thoroughfares are dis-

cussed according to thoroughfare name • 

.. ,';, As the historical data concerning the inter-city 

tho~oughfares and the fntra-city thoroughfares is lengthy, 
~) . 

in an appendix l these thoroughfares and their development 

th~ough the years following adoption of the Kessler Plan 

discussed thoroughly. This chapter will contain a 

of the information contained within this appendix • 

... -. ", I 
See Appendix B. 
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INTER-CITY THOROUGHFARES 

u. S. Highwal 80 East 

The Kessler Plan recommended a number of street 

widenings plus construction of four additional parallel 

arterials to facilitate the flow of traffic into the Lower 

Rio Grande Valley as well as to points east of El Paso. All 

of the widenings proposed became necessary and were accom-

plished. Of the four additional thoroughfares, two have 

been constructed to date. The third additional thoroughfare 

i,s the site for an urban expressway programmed for construc-

tion in the immediate future. The fourth thoroughfare was 

proposed to be a riverside drive along the river bed. It 
,~l \ 

is still under consideration in the street construction 

program of the City of EI Paso. 

This highway was under construction at the time of 
~ .. ~t:._ 

the Kessler Plan. Highway 80 West traversed at that time 

w~ab is now known as, U. S. Highway 80A West (Doniphan Drive). 
...... 

''':rhe' Plan projected the symmetrical development of the com-
~ , 

~unrty along the Mesa Road route of U. S. Highway 80 West. 
~ 

~nis -development has forced the widening of this thoroughfare, 

'ca'f"irig its wise location. 
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U. S. Highway BOA West (Doniphan Drive) 

This route was the main highway for the Upper Rio 

Grande Valley.2 The Kessler Plan proposed that this route 

be widened and that a new route be constructed along the 

railroad tracks to a point west of the train station to pro-

vide an alternate to the Main Street viaduct. The widening 

had taken place by 1943 and the alternate route was completed 

to connect this route with the newly constructed Paisano 

Drive. 

U. S. Highway 54 

~~ The Plan had two proposals concerning this route. 

Una proposed having it continue in its then present routing 

~ith a short detour of one block to the west of its route at 

the time of the Plan to take advantage of the Altura Boulevard 

.g,rade separation. The other proposal was to take advantage 

'of.:the El Paso Southwestern Railroad right-of-way for a 

,~11mi t'ed access approach into the Ci ty. The construction of 

lila' gr.ade separation on Dyer Street a llevia ted the need for 

ldetour of the first proposal. The development of Fort 

the abandonment of the El Paso Southwestern Rail-

impossible so this proposal could not be followed. 

See Figure II. The Upper Rio Grande Valley is the 
between El Paso and La Tuna at the county line. 
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The growth of Fort Bliss and the resulting reorientation 

of population in the North East EI Paso area has necessita-

ted construction of additional thoroughfares to relieve 

U. S. Highway 54 from a heavy intra-city traffic volume. 

u. S. Highway 62 

The Kessler Plan indicated the need of a new highway 

to serve the Pecos Valley and Carlsbad Caverns! U. S. High-

way 62' was subsequently constructed to serve this purpose. 

The Plan proposed that such a highway enter the City via 

t_he Hueco Tanks. The a ctual highway routing was slightly 

'l;rQuth of the one propos ed in the Plan. As a res ul t of sub-

sequent location additional problems were created in the 

~Jve Points District by U. S. Highway 62 traffic. This 

pr:Qmpted the Wyoming-Hueco Street proposal. 3 This proposal 

was, not accomplished and so the City has had to budget 

$51~.OOO to make a partial solution to the traffic conges

ti~n:problem in the Five Points District. 4 These proposals 

~hd ~the added expense would not have been necessary had the 

o1'ig1nal Plan proposal for the location of U. s. Highway 62 

iOlll'ea· ~ifo llowed. 

See Appendix B, page 213, for a more detailed explarta-
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INT RA-CITY THOROUGHFARES 

The Kessler Plan made specific recommendations con-

cerning a total of seventeen intra-city thoroughfares. The 

individual routes and the actions taken toward accomplishment 

of the Plan proposals are discussed at length in Appendix B. 

Of the seventeen thoroughfare proposals, four oro-

posals have been altered because of the growth of Fort Bliss. 

The areas which they would have served were included in the 

enlargement of the Fort. One of the thoroughfare proposals 

has become the route programmed for an urban expressway. 

Seven of the proposals have developed as projected in the 
.-, 
Plan. 

One thoroughfare proposal has had no development as 

an arterial at all. There has been no apparent loss of 
. j . 

efficiency in traffic movement due to its lack of develop-

,m~nt. One thoroughfare proposed in the Plan is currently 

projected as a major north-south highway. Another proposal 

was not followed because the Planning Commission allowed a 

block its projected course. The traffic which would 

~e used this thoroughfare now uses a detour of two other 

to follow the course which it would have taken. 

One thoroughfare proposal was blocked by the en-

a cemetery. This enlargement was foreseen in 

action to obtain the necessary right-of-way 
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was not taken soon enough. 

Two of the thoroughfare proposals have been partially 

fulfilled and are still proposed for future development. 

The Circle Boulevard system proposed in the Plan was 

partially developed prior to the completion of the Plan. No 

further development of the system has occurred in the inter

.vening years. There likewise has been no system of marking 

the boulevard routes. 

The thoroughfare predictions and projections are 

remarkable in their accuracy. Though traffic thinking had 

.not produced the freeway, it is noted that the limiting of 

access and proposals for grade separations were suggested 

i~the Plan. The highway department proposed a projected 

t;ijoroughfare route of the Plan as a route for the U. S. High

way 80 freeway. Most of the thoroughfares projected in the 

. pia-rl have materialized and have handled the traffic adequate

:The expansion of Fort Bliss caused some of the proposals 

the Plan to be abandoned, as no residential areas would be 

The remaining thoroughfares have been programmed 

"cb"nstruction in the near future, indicating their need 

tbei~popula tion reaches the figure predi cted and pro jected 
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INTERNATIONAL HIGHWAY AND BRIDGE 

The Kessler Plan proposed the construction of a new 

free bridge across the Rio Grande to be located in an area 

between the Stanton Street toll bridge and the Santa Fe 

Street toll bridge. Mr. Kessler prophesied that the traffic 

between El Paso and Juarez, which was then very important, 

would become more so with the development of northern Mexico 

and more cordial relations between the two countries. At 

the time of the Kessler Plan both bridges were one-way 

~ooden structures with one-way automobile and street car traf-

fico Pedestrian traffic could travel both ways. The bridges 

were owned by the street railroad company operating the 

tr?}leys. Toll was then, as now, charged for all persons 

~n9 vehicles using these facilities, with the exception of 

trolley passengers whose toll was absorbed in the fare. 5 

·~r.;Kessler called toll bridges and toll roads anachronism 
" ... '.,. - , 

tb9se days when every effort was being made to encourage 

relations and free intercourse between these two 

~1ties separated only by a narrow channel of the Rio Grande. 

prophesied that "the frequent discussion of a free bridge 

1i before many years bear fruit in actual construction. lt6 

Kessler, £E. cit., p. 14. 
6 
~., p. 21. 
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Two bridge locations were proposed in the Plan. One 

was located at the foot of South Oregon Street with diagonal 

roads connecting the bridge head with South EI Paso Street 

and South Stanton Street. On the Juarez side diagonal roads 

connected it with Avenida Lerdo, Calle del Ferrocaril, and 

Avenida Juarez via Calle Acacias. This proposal retained the 

railroad crossing connecting Calle del Ferrocaril and South 

El Paso Street.? 

The second proposal eliminated the railroad crossing 

and connected South El Paso Street with Calle del Ferrocaril, 

the latter being converted to a divided boulevard. Diagonal 

roads on the Juarez side connected the bridge with Avenida 

Juarez and Avenida Lerdo. Diagonal roads on the El Paso side 

connected the bridge with South Santa Fe Street, South Oregon 

Street, and South Stanton Street. S 

The bridge designs indicated customs and immigration 

bll'-ldings on both sides of the bridge. Monuments were placed 

,in the center of traffic circles connecting the diagonal 

at each bridgehead. 9 

An International Drive connecting this bridgehead 

See Figure III. 
8See Figure IV. 
9 

See Figure V. 



, \ ' 

. ~ •.. 

, . 
, ' 

.. : 

" .,' 

,', *,' 
, ' , 

l<. 

0 

5: 
..,J 
--
> 

uJ 

>-
u.J 

tI1 

0 
cr 
cO 

L...J 
a 
z 
« 
cr., 
t..9 

0 

cr, 
~ 0 0 

t.J z v 
I 

<{ -

>< 
~ uJ 

<{ 1: 
I/) I 

V) :J« 
V) ::1 

if) I 
0 « « 
ct. x ::J 

-I 
U 

uJ I 
f-

« J: 
I 

V I ~ I • 

uJ « N 

'-.9 Clw 

.Ja::' 
b uJ« 

::J 

~ zl 
W Ii) wO 

~« 

....J t:-
0 
::> w 

« cOU 

z 
0 

r 
« 
z 
a: 
w 
,~ 

0 
1: 

\.? 
I Z 

v') -
- Z. 
::l Z. 
0 « 
...J .J 

I- 0. 

V) 

r 
I I" 

u 
ct. 
W z: 
...J 0 
iI) 
v') f-w z: 
':t: « 

f-w .J 

::J 
W I,{) 

l.!) z: 
cr 0 
0 u 
uJ 
l!J 

«"> 
N 
(fl 

..,.-

I 

:r: 
U 

ct. 
« 
L 

lI} 

d 
Z 

, I 

• 'I'"· 

& ~,,,;'''f'r~~ 

.~'))f:i 

., 
i 

,,'I 
' , 

" 

" 

, -'J' 

v: J '. 



, " 

+,' . 

, . 
, , 

'l 
( 

\" 
\ 

, ."" . ""',, 



-----~~~.~=~~~~~ - ,e,:.':" .', . z:::::5§: "'" .. iiiL.:_::-""-;:,,,,' . :>~':. I~! 

II ! Jj t, :::, If .. ' '," , I L FIGURE Dr ,II 
~---; ,~-- LLc " .. ], ',,', . ~ PROPOSE:D IN;~~~~;;g~AL BR lOGE III 

'~ 
li 
II 

) i'",. ci t) .~ f~ rc ~: 

i R.iL 

t 
=::::::::::---, r=--__ .. __ 

--'.,1 I!----.---~l 
, • , / ! 
I Ii / ! t , J ,,-

/ 
!! I! 

' /; /1 
'/. I i I :' l "I } ! / 

Ii /1 ij 
1/ /1 I, 

/1 fi! , j/ /1 

/ / ! . // 
II I // 1 i' ~' 

, I I . 
:.. ~ -:::;::,;::::?' 

il 

/' II 
II 

IL 

~ 
'f; 

\?; 
t:~ 

I .:' . ON I I 
I ' c-"" 'Sf ... _-.'"-...... '" I 
1~X'~~~Q:;~~l:t·t?:··')!1l S. EL PASO 5T. AND C. DEL fERROCARIL I! 

i}~Kff~N:;}(::? ":"", : . .,:,!7 EL P.ASO,TEX. AND JUARE Z, CHL IJi 
It.!)'" '.H.··,· i" '/ PREPAR-'O -Y TH- " . ::'':'l ;.:.:;:'.:.;,,:: ;.:, -~.: /: '" it.O t:.. !' ! 
! .} ':~~:~;,:,~~ .. ,-:: :,:.\ ,: .. ,1" • ,~ ,. _, • C _ l 
!'!,l)::.:.···;·:~,:·~·· "." / CIT) PLAN COMM!,:)~ION 15 
\~l,;)(,,·>.::·· ,,_ ' .. , .1. EL PA SO. TEXAS !i 
'\ .1',,;.;,::' , .... 'r'. -'. ' .', H D S"ATI"'R CHAIR.·""'IAN Ii ~ .. ~"'-. . ....... w" . , I L _ J. 

~i.(Vl,':·' .. : ' ";,i.5TOCKWELUNGINEER II ""'. . t..,. " I~' 
.;J ~~- ~ SCALE .!; 
, '. _ "'" ' - .... , -, .. --'"" .. ,. 3eo FEE T I al 0' 

f • • ~ '.:1 f f""\ ~ 1":'- .... IJ W 'j ,', co. ••• ' ? ;hi. ,~, .,. I 0 \'.1 /...... .:;:"" '-'. ".. STIll 
;'0 '., ~~<'~. '- " ' • , I I' 

~
' , -",' ~ ", '." .',,,,...,;,",, .JUNE, 1923 I' 
.' .~' .... ;(,>~~" .~. t 

.• ' t ,~, , I 

-~. ~p~.;~, 'f7~~~\·7<~~:'t~~. J ~t J 

If 
i II j:- ~! 
; I' I..j I i~ 

Ii Ii' II ,,: .' ," Ii! 
t" 

II ' tl J 1 
,_ ''-~'''';'' ... '\ .' ~. .'. y. \"X"x"; • ;J" • 7J'!!V ", I '. ':, !j, 

ft
'r:::::---.... ~. -'~';.,( ., /.. . <GV <...... ,". \::..;' 'l 
I """'" ~ • of \~# . .:. '; , 1-.. ---· .. -; ."'. " !~l 

! --.....:...~-----.. "'. '.' :f".:·,;'~" '" ," ': .. ,~,,: .5 OR'EGO'N, • 'ST. /"1 /' ~ ~,.", i 
I .• '.:::::::: ,'. -< . f"l .r::.... . " i j 

" 

. , 

--'" 1_ 

>-

:::::.:::::::::::::::::::::::::;;:::;:::::.....::.:: . ~> 

} 

.::" 

t 

, 
J 
r 

f. 

~\ 

~' . 

":: 'k:'· .,' , , 

, '; ,t 
, 
r----·-· -. .. ---.-----.. -.,----

. .; ·-.t·':. C ',' \\ \::\ •• :~. IS) , ::., '.' 'I 
",-e Y \\. I' , ' , .. . \ ',,,, 

~ ,' .... !' l 11 ", I 
,_,._'_ I \.." i 

'1'", ' 
... 

., ,.(,~ 

/-:~ it,. ", 
I- If)~' ~'1 I d': ~ ., ::, ' . 

I /-I,z '.' ..... ,/ 
\ . ,,; .. 
"-

S.-, M'f S.A AV£ 
'.'. :" 

" (L j ~ 
" > - 2 

w w 
~ ~ W , 

~ .. 
J) 

!I 

.s. STANTON 
... ~ ~~==, ·==,'~:~·:.yc,tl:,1 No~li ===~=:;;:::=:--li (I, .. "~,:,, ,.' _"" ~! 

! .=~ -= ' 

ST 
~ " 

= " 
.-_._~. __ ----.-.- 1""" •• 

~:.:;~~~ ..,, ___ ~~-'"~._:r . .., .... ~ .... ~, .... w,,: •• _ 



.. ', 
::' 

--, -,l , II 
, ' 
I' , I 

"" j; I 
-.1 

I 

.Ii >.;" . 



--41 - .1. .w 
I I 

~-:( i R}-\NDL 

. ~--·t~ 

.. ~,-

.'----':. 

S U G G E .) T liON f 0 It 

NAL BRIDG[ CROSS THE. 
B:E T W· E. f_ N E. L P AS 0 T E. X AS - U 5" A A N~6 
CIUDAD ,JUAREZ I HUAHUA - ME-X:I CO 

. " 

" ~: 

::. l: .-'~"":' ~~:. 
~ 

·n 
."-:' "'0-

R rO . I " 

'0 

'" 

GRAN DE 

.? 1~ 

T E.R L. I N -~---<------ . ---~ ~ 

G EO 8-,GE f-
co 

", 

E.L1PASO 

<",D·~-; ::,.,-
..... I ~~l • ..--

~. 1. 

~- :t 

E R ST-LOUIS - MO 
N C I TV P LAN N I N G 

H - 1923 

~.: :~'':: 

ij 

A ~.----. ;~ 

F~GURE ~ i . 

I 
I 

.: .. ~ , '~-' 

. ~. 
i," ,.," 

. -

/" 
r 

I(! ,I 
if 

f I ( \ 
\~ , 

'; >~. 

." ... 

'.' .. 

':"No.4.· 

.. 



" ,.;. 

':'!lJ :. 

: 

, 

- .... .,.,.--. 

~ 

II 
., 
\ 
\ 

II 
< : 

\ 

\ 
\ 
\ 

\ 
\ 
\ 

zs' 

/." 

,?~~-,.,'. 

C!UDAD 

"<1 c: ...... : ) 
1'-; (' 

'. (' 

"-, 

seA l [ 
c=:==r:=;: , -;:::::4-- = 
'0 50 

± 

E T 

100 

",'. 

~~=~=-=-=,========== 
.L .. ! 

-'--f"" -:::::::.. t-

'--"-' «._---,,......,""- --.-~.-. ---' --.-:--

f 
:' 

-4 8' '~Z.S' --,-_ ':lZ.5' ---rOo 
-,------ ---~.-.-

o 

""'''''-

i 

d 
J }~ i\ 
II 
1 

\' 

S U G.G t.5 0 N 

I, N'T ,'[ R t'-J AT! 0 N A L 
1:1 ~E 1: W t E. M f. lJ:) 
CIUDAD ..JUAR£.Z 

150 
" 

"t-, 
_4, 

.~ ~ ':.-,.4' 
" 



I ; 
J 

!, 

J 
1 
j . 

34 

with others on the Rio Grande was also recommended. This 

drive is discussed in another part of this paper. lO 

To date there is still no free bridge between El Paso 

and Juarez. Both of the timber toll bridges have been re-

placed with concrete structures carrying one-way traffic 

similar to the wooden structures. In 1958 the pressures on 

both sides of the river were brought to ~ear for the con-

struction of a new free crossing. It had become evident that 

the existing facilities were not adequate. The Stanton Street 

Bridge carries three lanes of traffic which disburses on the 

Juarez side on the two-lane Avenida Lerdo and via one-lane 

Calle Chapultepec, which traverses a residential section of 

Juarez and carries the tourist away from the attractions 

normally desired in Juarez. Traffic on the United States 

side is .backed up for a mile and a half regularly on week-

ends, in the evenings, and during work rush hours. When the 

traffic is so congested it can take an hour and a half to 

make the crossing. 

Late in 1957 the new United States customs building 

was opened on the Santa Fe Bridge for returning traffic. 

This new structure separated pedestrian and vehicular traffic 

returning by elevating pedestrian traffic via escalator or 

ramp over vehicular traffic entering the building. The 

10See "U. S. Highway 80 East" in Appendix B. 



35 

United States immigration offices are contained in the second 

floor of this structure. Automobile traffic crossing the 

bridge must turn right into an open area with ten inspection 

lanes. It is then exitted onto South El Paso Street instead 

of South Santa Fe Street. This facility has increased the 

efficiency of this crossing to the extent that the only bar

rier creating congestion on Avenida Juarez is the collection 

of tolls. This still causes traffic to back up for several 

blocks during rush hours. 

This congestion caused a great deal of attention to 

be focused on a new free bridge facility. In 1958 El Paso 

County agreed to build an access road from Hammett Boulevard 

to Cordova Island11 if the Mexican officials would agree to 

build a road ~rom the end of the county road across Cordova 

Island to the existing Cordova Island Bridge. This two-lane 

bridge, crossing the Rio Grande and connecting Cordova Island 

with the rest of Juarez, would connect this proposed route 

with the Calzada De Las Americas in Juarez. The City of El 

Paso owns the land adjacent to Cordova Island and agreed to 

allow the County to build a thorciughfare over its property, 

which had been used for sanitary fill, if the County would 

build a road which would meet the City's construction stand

ards for arterial streets. The cost of such construction 

11 
See Figure VI for location of Cordova Island. 



THE· CHAMIZAL ZONE 

L 
j .• 

Chamizal Zone of Dispute 
I ' 

CORDOVA 

ISLAND 

~ . r" 
I 

I 
ft\ 
;0 JUAREZ , 
0 
0 
I l l> ,i , 

~ < ., 
fC\ !11 

J 
AVe. /6 DE 

SEPf/E,..SIH:: 
11 

i 

FIG U·R E V 
I .. I 



37 

over this property would be very expensive considering that 

it must be constructed over twelve feet of unpacked loose 

fill. This factor, plus difficulties in obtaining another 

boundary crossing, have left this project in the discussion 

stage to date. 

It is not specifically mentioned in the Kessler Plan 

as to whether Mr. Kessler !mew of the "Chamizal".12 The 

Charnizal is a large triangular parcel of land containing 

approximately six hundred acres bounded by Cordova Island, 

the present course of the Rio Grande, and a line joining the 

two at approximately 6th Street on the west. Figure VI more 

clearly illustrates the location. This piece of land is 

claimed by both the United States and the Republic of Mexico. 

It is in use, however, with homes and businesses. The north-

ern boundary of the Chamizal is the 1852 river channel, as 

charted by an International Commission. 

The 1848 Treaty of Guadalupe Hida Igo defined the 

boundary as the middle of the Rio Grande River from El Paso 

to the gulf of Mexico. The charting of the river location 

at this northern boundary gave Mexico its claim to the 

Chamizal. Both nations ha ve .agreed that the river has shifted 

its main stream southward since 1852. Disagreement comes, 

12 
John A. Hovel, Jr., "The Chamizal: A Deecription" 

'~l Paso, Texas: An eight page dittoed brochure prepared as 
a planning progress report by the El Paso City Planning Com-
mission, dated February 18, 1959). . 
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and the United States has as its claim that the rules of 

international law select the owners of flood plain land ac

cording to how the river made its new diversion or channel. 13 

Land which becomes attached to one bank of a river 
which forms an international boundary becomes the property 
of that country only if the addition is achieved by ac
cretion, with a slow and gradual addition of land being 
made with soil carried away from the opposite bank by 
erosion. On the contrary if the land is moved by avulsion, 
a sudden cutting off of the land by flood and torrential 
waters

1 
such land remains the property of its original 

owner. 4 . 

The United States claimed the north bank was deposited 

by accretion. Mexico claimed it was done by avulsiono In 

1907 the two countries agreed to maintain the status quo until 

the national ownership of this land could be settled finally. 

At present the laws of the United States are enforced in the 

disputed area and the State of Texas and the City of EI Paso 

as well as El Paso County continue to exercise full control 

over the area. The middle of the present channel of the Rio 

Grande in this area is used as the bdundary, in fact, between 

the United States and Mexico, Unlike other points of entry 

along international boundaries, the international bridges are 

bare of boundary monuments. 15 It seems unlikely that a bridge 

similar to the one proposed by Mr. Kessler with monuments 

13I bid., p. 2. 

14Ibid ., p. 4 

15 
I bid., p P • 5- 6 • 
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would be proposed for this site without mention of the 

Chamizal in the Plan. Until there is settlement of national 

ownership of the land in question, a new crossing at this 

point would be a difficult project. 

Likewise, the allocation of federal funds for an 

international highway connecting the bridgehead as proposed 

by Mr. Kessler cannot be obtained for land which is in dia-

pute as to international ownership. 

The proposal for a free bridge across the Rio Grande 

is current. Negotiations are being made to acquire a new 

free crOSSing. The site proposed by Mr. Kessler has been 

abandoned, however. The Chamizal dispute makes such a loca-

tion impractical when combined with the poor traffic handling 

facilities in the present central district of Juarez. The 

,,; Cordova Island location appears to be in current favor for 

a crossing, with a direct connection with the Pan-American 

" Highway on the Mexican side of the river be1ng apparent and 

.:' j ¥, 
possible at this location. The theory and need indicated by 

,the Plan are still present and will be inculcated in the con

struction at a slightly different site. 
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CHAPTER IV 

HISTORICAL EXPERIENCE AS TO THE 

PHYSICAL ADEQUACY OF THE COMMUNITY 

FACILITY PROPOSALS OF THE PLAN 

Thoroughfares were discussed in Chapter III and the 

physical adequacy or inadequacy was noted for these traffic 

moving facilities. Chapter IV discusses the other community 

facilities proposed in the Plan as to their adequacy or 

inadequacy in the light of historical experience obtained 

in the period of time between the adoption of the Plan and 

the present. 

WATER SUPPLY 

The Kessler Plan recognized the need to acquire 

additional water supplies when it stated: 

The supply appears to be sufficient for a long period 
in the future, but it is the general experience that 
underground sources do not suffice indefinitely for the 
needs of a large city, and EI Paso is in a region where 
water is such a vital factor, it is a part of wisdom to 
look forward to the possible need for an inexhaustible 
source. 

Fortunately such a source is available in the Rio 
Grande with the storage of Elephant Butte reservoir, 
and the City would do well to prepare the way for its 
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use when the time may come that it will be required. l 

The waters of the Rio Grande are being rapidly ap
propriated and used for irrigation purposes, If the 
city is to someday require from this source, as seems 
very probable, it will be wise to take promptly sucb 
steps as may be necessary to acquire the right to use 
it when needed. If this is neglected until the need 
for river water becomes imperative the cost will be 
increased. 2 

Kessler went further into the process of suggesting 

two means of obtaining water from the Rio Grande. One con-

sisted of pumping directly from the river at some point 

above the City, and the other consisted of taking water 

from the Elephant Butte Reservoir for gravity supp1y.3 An 

economic and quality comparison was made to show that 

pumping at that time was by far the least expensive and 

that the gravity supply would be of much better quality 

ahd require less treatment. 

The Planning Commission was given the specific duty 

in Section 10 of tbe ordinance creating it: "to study, 

investigate and report on plans for extension of the water 

supply and upon new sources of supply.n4 This ordinance was 

drawn as a part of the Master Plan. 

At the time of the Kessler Plan there was a great 

1 Kessler, £E. cit., pp. 52-53. 
2 Ibid., p. 53. 

3 Ibid., pp. 53-54. 

4 Ibid., p. 68. 
i 

,I 
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amount of sentiment for the gravity supply from Elephant 

Butte, but the Plan at that time pointed out that the high 

cost due to high capital charges would make this very ex

pensive. 5 In 1935, ten years after publication of the Plan, 

a survey of ground water resources in the El Paso area was 

charted by the City Water Department with the cooperation of 

the United States Geological Survey. This survey showed that 

El Paso was pumping out water from its water table faster 

than the table was being replenished, but that there was a 

large supply good for many years of use at the then increased 

rate of uae. 6 

By 1940 the water table was getting low enough to be 

of concern to City officials. A Water Development Committee 

consisting of Mr. W. E. Robertson and two other members was 

appointed by the mayor to report on the water supply situa-

tiona The committee, after studying all available data on 

the subject, recommended that the City take immediate steps 

to secure an additional water supply to supplement the under-

ground supply. The City acquired the right to purchase two 

thousand acres of water rights from the Rio Grande. This was 

done and a new treatmen~ plant was started. 7 

, :Report 
'p. 17. 

5 
I bi d ., p. 54. 

6 City Plan CommiSSion, El Paso, Texas, Annual prorress 
~, (El Paso, Texas: City Plan Commission, 1943 , 
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In 1947 the City owned about thirteen hundred acres of 

land for water rights and was negotiating to increase the 

right to purchase up to four thousand acres. This land had to 

be purchased at considerable expense and retireq from farming 

use. This four thousand acres represented about five per cent 

of the federally irrigated farmin~ lands in the Valley. This 

same year the Planning Commission recommended that the City 

explore the possibility of diverting intermittent flood 

waters on the Rio Grande below the Caballo Dam and storing 

them at a reservoir for use by the City.S 

By 1951 years of drought had caused serious conc,ern 

over the water problem. River water delivered to the City 

under its water rights could be rationed during times of 

water shortages, similarly to the rationing of water to agri-

cultural users. The underground water supply was being over

pumped and the reserve further reduced during these drought 

periods. At the same time the City was having to over-use 

the water reserve. Farmers in the lower valleys were installing 

shallow wells and pumping plants to irrigate their lands. 

Many of these farmers actually had no water rights but were 

using the underground source of water which was being re-

charged by the irrigation seepages. With the investments 

8 
r City Plan CommiSSion, El Paso, Texas, Annual pro~ress 

.·.~:Report 1947, (El Paso, Texas: City Plan Commission, 1947 J 

. , p. 7. 
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made by these individuals in mind, it was evident that they 

would continue to use the underground sources. Thus the 

underground reservoirs would continue to be depleted even 

during times of plentiful river water when the City would 

not be using underground water sources. 

A further distressing fact was that the Elephant 

Butte Reservoir had been full for only one 8.eason since its 

construction in 1916. T~e State of New Mexico had cons1s-

tentl~ failed to deliver to the reservoir the amount of water 

establi8h~d in the Rio Grande Compact, incurring a water debt 

it can probably never repay. This was an indication that the 

Rio Grande watershed was over-developed; that water conserva-

tion should be practiced throughout this watershed; and that 

no further land should be placed under irrigation from that 

source. Thus Mr. Kessler's prediction that the Rio Grande 

River and the Elephant Butte Reservoir would provide an inex-

haustible source of water was incorrect. It must be noted, 

however, that the engineers designing the project were also 

incorrect and that the error probably rests on Mr. Kessler's 

dependence on their engineering rather than on a study of his 

own. 9 

9 City Plan Commission, El Paso, Texas, Annual Progress 
Report 1951, (El Paso, Texas: City Plan Commission 1951), 
p. 26. 
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In 1951 fantastic suggestions were made that water 

be brought in from other watersheds where floods are a prob-. 

lem. This involved great expense, however, in pumping the 

water up to the high elevation of the Cit Yo 

Two more practical solutions were proposed, however. 

One proposed the diversion of certain waters from the Colorado 

River watershed into the Rio Grande watershed. Tpe State of 

New Mexico was entitled to this water under the Colorado 

River Compact. The other proposal involved the straightening 

and lowering of the Rio Grande River bed through the Albu-

querque area from San Marcial, New Mexico, on upstream, in 

order to save water lost by evaporation and seepage. IO 

The Plan's prediction that Elephant Butte Reservoir 

would provide an inexhaustible source of water was incorrect. 

However, since the engineer's design of the project was 

incorrect in its assumptions, it may be considered that Mr. 

Kessler relied on this jUdgment in bis predictions, rather 

than to make a separate survey of his own. The Plan, however, 

was correct in recommending the immediate acquisition of water 

: rights. The cost of acquiring them later meant the retirement 

'.of land from growing crops at grea t expense to the Ci ty in 

90th tbe actual purchase of water rights and the reSUltant 
L 

108s in economic base. 

lOIbid. 
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STORM DRAINAGE 

At the time the Kessler Plan was undertaken the 

City had not witnessed any exceptionally heavy storms or 

wet seasons for a number of years. During the time from 

the last storm year of 1914 the community had grown, thousands 

of additional houses had been built, and many miles of pave-

ment had been laid. These man-made changes had added to the 

imperviousness of the area and to the quickness of runoff. 

Kessler prophesied that there would be drainage difficulties 

during the next storm period. The Plan divided the City 

into topographical drainage areas, and went on to establish 

watersheds for the various parts of the City. 

Kessler recommended that a comprehensive flood water 

drainage plan be prepared for the whole area of the future 

~ity. He also pointed out areas of special need. These 
Po ' •• 
included the Noble and Newman Street canals slated for con-

~ection to the Cebada drain, the Copia Street drain, the 
" 
G6vernment Hill draw, and the downtown area. ll 

In 1928 the Robertson Committee proposed certain 
, 
§';t;opgap remedies for low areas wi thout the preparation of 
~~L1:' . 
gpy master plan. The majority of the proposals in the 
,~,'. 

'iB§lpertson Commi ttee report came from the areas of special 

11 Kessler, ££. cit., pp. 55-57. 
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need indicated in the Plan. 12 

The master drainage plan proposed in the Kessler 

Plan was prepared in 1930. The first drainage project con-

structed as a result of this master plan was a storm drain 

for the downtown area. 

By 1943 the straightening and scouring of the Rio 

Grande channel made a drainage program more practical with 

a gravity system less expensive than the system of pumps 

proposed in the 1930 study. In this year the city engineer-

ing department prepared a new plan taking this factor into 

consideration. Except for a small flood in 1941, the pre-

cipitation rate had been below normal, as it was durlng the 

time of the Kessler Plan. 13 

During the six years following the 1943 drainage plan 

many of the dams and water sources proposed in the 1943 plan 

were constructed,14 

In 1950 a rainfall of over three inches was unoffi-
.i c1ally recorded on the eastern slopes of Mount Franklin. 

12 
'~_. W .. E. Robertson, Report of the Robertson Committee 

'1£. the Mayor and Council, City of El Paso, Texas, A Report 
~~epared by a Citizens Committee of Ten Citizens of the City 
'~t-El Paso with Mr. W. E. Robertson Acting as Chairman and 
C90rdinator for the Committee, (El Paso, Texas: City Planning 
Qommission, 1925) 

13 Annual Progress Report 1943, £E. cit., p. IS. 

14 City Plan Commission, El Paso, Texas, Annual Progress 
!~port 1949, (El Paso, Texas: City Plan Commission, 1949), 
p~ S. 
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The drains and dams functioned as planned in all areas 

with the exceptions of the Lincoln Park area and the Durazno 

area. Much damage was done during the storm in the areas 

north of Van Buren Street which were newly annexed and which 

had not been included in the 1943 plan. A study of these 

areas indicated that evaporation ponds should be located in 

part of Fort Bliss to handle this overflow from north of 

Van Buren Street. 15 

By 1953 the growth of the City compelled the Plan-

ning Commission to accept plats where drainage was known to 

be bad because the problem could not be solved in the one 

plat alone. No master drainage plan of areas such as the 

Lower Valley had been prepared. 16 

In 1956 an engineering survey of the drainage of 

the Upper Valley was completed and one dam was constructed 

as a part of it. The Cotton Street Dam was also constructed. 

The survey, along with the construction of the projects, 

resulted from funds in the 1956 bond issue for drainage 

projects. 17 

15City Plan Commission, El Paso, Texas, Annual Progress 
Report 1950, (El Paso, Texas: City Plan Commission, 1950), 
po 8. 

16 Annual Progress Report 1953, ££. cit., p. 7. 

17 
Capital Improvement Program 1959-1965, ££. cit., 

p. 6. 
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The wet years of 1957 and 1958 again focused public 

attention on drainage 'problems. Rapid growth in the north

east El Paso area and the Lower Valley bad created new 

drainage problems. 

A bond issue in 1958 focused on protection and on 

surveys for drainage areas in North East El Paso, the Durazno 

area, the Lower Valley, and the Upper Valley. $2,524,000 

in funds were voted for this purpose. 

Although the Kessler Plan did not suggest specific 

projects to be undertaken, but rather recommended a master 

drainage plan and outlined special areas of need, at the 

present time it is noted that three special drainage plans 

have been prepared and all of the special areas of need have 

been corrected. In addition to this, the areas of new growth 

are programmed for drainage control projects. 18 

The storm drainage provisions and projections appear 

to have been adequate. The wet years brought about the 

results predicted in the Plan. The drainage problem predic

ted in the Plan occurred. The solutions projected in the 

Plan have been constructed. As the City has expanded the 

program started in the Plan has been extended into the new 

areas, and new problem areas are on the program of capital 

expenditures for construction in the near future. 

18 Ibid., pp. 16-20. 
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SANITARY SEWERS 

The Kessler Plan noted that the existing main trunk 

sewage line traversing 2nd Street, Cotton Avenue, and Olive 

Street was nearing its capacity and that it delivered the 

sewage to a sump from whence it was pumped to septic tanks 

near the river. This line served East El Paso, Government 

Heights, Fort Bliss and the remainder of the northeast por

tion of the City. While the elevations in these areas were 

considerably above elevations in the flat area served by the 

rest of the 2nd Street lateral, all of the sewage drained 

into it had to be pumped into the septic tanks. The Plan 

recommended the construction of an interceptor trunk line 

to collect the sewage from the area above Montana street 

and to deliver it through a pressure line into the tanks 

without pumping. Such construction, the Plan stated, would 

relieve the existing mains in the lower portions of the City 

to an extent that they would be adequate for quite Bome time 

without enlarging. The interceptor line would also lower 

the cost of pumping from the 2nd Street line. 19 

The interceptor line proposed in the Plan was con

'structed in 1935. In 1942 the enlargement of Fort Bliss 

,brought about the construction of a new and larger 

19 Kessler, £Eo cit., pp. 54-55. 
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interceptor line to the tanks. The increased amount of 

sewage from Fort Bliss overloaded the septic tank treatment 

system and necessitated the construction of a new treatment 

plant in the vicinity of the overloaded tanks. With the 

assistance of the Federal government a primary treatment 

plant was constructed in 1943. 20 

The growth of the community and the further expansion 

of Fort Bliss by 1951 had overloaded the treatment plant and 

objectionable odors emitting from the sewage treatment plant 

were then commonplace instead of an occasional occurrence. 

As part of the renewal of the Paisano-Hammett Boulevard area 

the correction of this problem was proposed. The treatment 

plant was enlarged and constructed for the full treatment of 

sewage. 21 

The proposals of the 1925 Kessler Plan were carried 

out completely as proposed, and additional facilities were 

~onstructed to handle extra loads caused by the enlargement 

of the military bases in the area. These new facilities 

~were not proposed as a part of the Plan because the military 

;base expansions and wartime construction were not foreseen 
\ : 

~t the time of the Plan, which was prepared some sixteen or 
~~; 

·:s.venteen years before the second World War. 

20 Annual Progress Report 1943, £E. cit., p. 17. 

21 
Annual Progress Report 1951, ££. cit., p. 17. 
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Thus the sanitary sewer needs predicted in the Plan 

occurred and the solutions proposed had to be constructed. 

Additional facilities were constructed as a result of the 

expansion of Fort Bliss. 

PARK DEVELOPMENT 

Mr. Kessler devoted several pages of his Plan to the 

development of park and recreation sites in the El Paso 

area. He classified the park program into the following 

types of recreational and park facilities: (1) community 

centers, (2) playgrounds, (3) neighborhood parks, and 

(4) large parks. 

Playground and community centers were indicated to 

be a necessary item in conjunction with school property. 

The Plan recommended that the City negotiate to have a Joint 

school and city playground program with play areas utilized 

and supervised after regular school hours. 22 

Neighborhood parks were indicated to include Memorial 

and Washington Parks as well as numerous small parks such as 

Houston Square, Caruso Park, Austin Park, and other parks of 

less than a square block in area, Mr. Kessler stated. The 

Plan indicated that the neighborhood park functioned to 

provide open space and relief from the brick and pavement 

22 Kessler, £E. cit., p. 35. 

i 

1 
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of the City, and, where large enough, should provide athletic 

fields, tennis courts, and playgrounds. It was further 

indicated in the Plan report that, judged by the standards 

of humid climates, only Washington and Memorial Parks would 

be considered adequate in size for neighborhood parks. How-

ever, it was pointed out that the practical consideration of 

the expense of watering required a modest program in terms 

of park sizes. 23 

Large parks were defined in the Plan as recreation 

facilities requiring too much space to be included in neigh-

borhood parks. Examples of drives, paths, lakes, and golf 

courses were given. Specific mention was made of the Charles 

Davis Park, with over one hundred acres of land, as an example 

of a then existing large park. 24 

The Plan specifically proposed the addition of a 

twelve-acre neighborhood park in the Morningside Heights 

area, and the acquisition of the Magoffin homestead property 

to provide recreation facilities near San Jacinto Junior 

High School as neighborhood parks. 25 For additional~rge 

parks the Plan proposed the acquisition of land in the 

vicinity of Rim Road north and east of El Paso High School 

to be known as Central Park, the development of McKelligan 

23Ibid ., pp. 36-37. 

24 Ibid ., p. 40. 

25Ibid ., p. 36. 
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Canyon to give access to camping spots, and a large park in 

the valley near the River with irrigation facilities to 

make possible picnic areas and a golf course. 26 Also pro-

posed wa~ the extension of Washington Park to include the 

city dump and sewage disposal property.27 

The Plan further recommended the acquisition of 

another block of land in the vicinity of Aoy School for play-

ground purposes. In addition to this, the five-block area 

in the vicinity of the proposed new free bridge to Juarez 

was designated as a proposed park site. 28 

The Plan made certain proposals for the development 

of existing park sites, as well as making these proposals 

for additional sites. 

An athletic field was proposed for Memorial Park in 

the area east of Copia Street. Lighting with underground 

wiring was proposed. Mr. Kessler stated, concerning th~ 

intersection of Copper Street and Copia Street, that: 

The corners should be well-rounded as shown by 
the Plan, for safety and convenience. Otherwise the 
intersection at Copia Street with high banks on each 
corner will be dangerous and unsightly.29 

26!llio, pp. 40-4l. 

27 39 • . ~'J p. 

281Els1. , p. 35. 

29 
38. ,-

~., p. 
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The Plan pro~osed the extension of Washington Park 

northward to Pera Street and southwest past the canal on 

land then owned by the City.30 

Further proposed as an improvement to existing park 

grounds was the proposal in the Plan for the development of 

Charles Davis Park. Kessler proposed leaving this as a 

desert park with native vegetation. A small lake filled 

with water pumped from the Sunset Heights water reservoir 

was also proposed. A bathing beach would be located on the 

north shore of the lake. It was proposed further that the 

College of Mines property and the Davis Park be developed 

in harmony to provide a play space for the entire western 

portion of the City.31 

The twelve-acre school site in the vicinity of Morn-

ingside Heights proposed in the Plan was purchased in the 

exaQt site shown on the Plan. It was named Grandview Park. 

By 1951 the City had acquired four lots adjacent to the 

park site through tax delinquency. There were two privately 

owned lots separating two of the City owned lots from the 

other two city owned lots. The Planning Commission recom-

mended this year that the City obtain the two privately owned 

lots for the extension of Grandview Park. By 1951 the only 

30Ibid ., p. 39. 

31 
~., pp. 40-41. 
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major improvements of this park facility were the lights for 

the softball field. A swimming pool was proposed for this 

site. 32 

To this date the Magoffin home has not been purchased 

as proposed in the Kessler Plan, and the highly developed 

area in the vicinity of the Magoffin homestead is without a 

park facility. 

Central Park has failed to materialize as such. 

Arroyo Park, just north of the proposed Central Park, has 

materialized, however. The Central Park was indicated in the 

1928 Robertson Report, along with the Rim Road Parkway, for 

a portion of the funds proposed by that committee. 33 In 

1931 the Planning Commission made a restudy of the park and 

recreation plan of the City after a large number of people 

in the Government Hill area petitioned for a park to be 

located in that area. As a part of this restudy attention 

was again called to the fact that the area in the vicinity 

of El Paso High School had no large park. It was the recom-

'mendation of the Planning Commission that the Central Park 

site be the next park site purchase made by the City. It 

was further recommended that the new City water reservoir 

under construction in the area deSignated for the Central 

32 Annual Progress Report 1951, £Eo £ll., p. 15. 

33 . 
Robertson, £E. cit., p. 16. 
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Park be constructed with a roof of sufficient strength and 

water tightness to permit recreational use of this flat 

surface. 34 The recommendations for the reservoir were not 

adopted by the City for lack of funds. The depression and 

the war hindered the program for this park site. 

In 1953 the Planning Commission again reviewed the 

site. It was noted that the topography of the existing 

platted area of the park site was such that streets could 

not be developed in the manner in which the land was platted. 

It was further noted that the City was, at that time, owner 

of a number of lots in the area through tax delinquent 

titles. The Commission proposed a replat of the area for 

housing and for a park site. The redevelopment of the area 

would, in many cases, require the trading of land owner

ships.35 To this date no site is developed in this location. 

Some replatting has taken place but not in accord with the 

1953 plan for the area. To the north and west of the pro

posed Central Park site the City presently owns about sixty 

7acres of park site known as Arroyo Park. It is a low-lying 

.district of about two blocks in width traversed by a drainage-

,ay of the Krazy Kat Mountain area. The land was undesirable 

34 City Plan Commission, El Paso, Texas, Annual Progress 
Report 1931, (El Paso, Texas: City Plan Commission, 1931), 

. p. 12. 

35 
Annual Progress Report 1953, ~. cit., pp. 8-9. 



58 

for residence purposes because of occasional floOding. It 

was relatively undeveloped and the majority of the property 

was acquired on delinquent taxes. Small payments were made 

by the City for non-delinquent and improved land. In ac

cepting the site the City planned to develop the western end 

for recreation purposes and the eastern end for a natural 

desert park. In accepting the land an inferior residence 

district, was not permitted to develop between Kern Place and 

Rim Road and the City was relieved of the burden of flood 

control. 

In 1948 a portion of this area was leased to the 

tennis club for tennis courts and a club building. In 1949 

the recreation department began the work of grading for a 

softball diamond located in accordance with the earlier plan 

for development of the park. Property owners of Kern Place 

and Rim Road came en masse to protest the location of this 

recreation facility.36 Construction was halted and the 

northwest portion of the City is still without a major recre

ation facility. The 1959 capital improvement program ap

propriates funds for leveling, grading, and landscaping 

portions of this park to beautify an unsightly public area. 37 

p. 44. 

36Annua1 Progress Report 1949, £E. cit., p. 10. 

37 
Capital Improvement Program 1959-1965, £E. cit., 
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Development of McKelligan Canyon into a park site 

as proposed in the Plan has been undertaken by El Paso 

County. The road over the Franklin Mountains through 

McKelligan Canyon as proposed in the Plan has not been under

taken although it 1s one of the roadways on a priority list 

of arterial highways prepared in 1958 by the Planning Depart-

mente 

The large park near the river with picnic areas and a 

golf course as proposed in the Plan has been accomplished by 

the construction of Ascarate Park by El Paso County. This 

park, now within the Clty limits, has an artificial lake and 

golf course constructed within it. This park site was a part 

of the 1935 plan of the Lower Valley which was accomplished 

as a Kessler Plan recommendation also. The river channel had 

been straightened by that date and the land now developed as 

Ascarate Park belonged to the Federal Government. The land 

was deeded to the county and the park was developed partially 

.:with C.C.C. labor. Work on this park was halted by World War 

lIe Development has now been completed and this park meets 

the requirements established for it in the Plan. 38 

Although the property was owned by the municipal 

government, Washington Park was not extended to the river 

~s proposed. Two conjectures can be made on this point: 

38Annual Progress Report 1943, ~. cit., pp. 14-15. 
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1. The dumping of garbage in a land fill operation 

has made the area unsuitable for park facilities until recent 

years. 

2. The construction of Paisano Drive made a distinct 

barrier between the activities of Washington Park and the 

activities of the Coliseum and livestock area. 

These factors have undoubtedly affected this proposal 

of the Plan. 

Construction of Delta Drive, even though proposed in 

the Kessler Plan, has further divided the Coliseum area and 

the sewage plant area into further distinct use areas. 

Modern traffic has taken on a different aspect from 

traffic of the Kessler Plan times. While Mr. Kessler proposed 

the Franklin Canal for foot paths for casual walks, today's 

highway engineers proposed it as an access-limiting feature 

for fast-moving arterial traffic. In this respect the other

wise sound philosophy of the Kessler Plan was revised under 

the present day philosophy of moving traffic. However, a ten-

~cre portion of this area south of Burleson School has been 

~et aside and developed for recreational facilities for the 

,~eighborhood south of Paisano. 

While the Plan proposed another block area in the 

ViCinity of Aoy School for a park and recreation site, it 
" 

was not until 1952 that this site was acquired. Then it 
., 't \i . 
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was acquired by the City in a clean-up program of tene

ments. 39 A swimming pool and bathhouse have been built 

on the site. 

In addition to the specific recommendations con-

cerning new park facilities mentioned before, specific studies 

were made of the development of Memorial and Washington Parks. 

The Memorial Park Plan has been developed exactly as 

proposed in the Plan, with two notable exceptions: 

1. The broad curving intersection of Copper Street 

and Copia Street. 

2. The football stadium and track facility east of 

Copia Street. 

The intersection of Copper and Copia was not developed 

as proposed and the limited visibility intersection noted by 

the Plan if such an intersection design were not followed is 

now existent and evident at the intersection. The football 

stadium, track, and grandstand have not been developed. With 

the change of transportation modes such a facility at this 

,location would be unfeasible because of lack of parking 

facilities. The area has been developed instead into com-

'munity rose gardens, parking facilities, and a baseball 
~ 

diamond. 

':"', 39CitY Plan Commission, El Paso, Texas, Annual 
·t:rogress Report 1952, (El Paso, Texas: City Plan Commission, 
1'~52), p. 2. -
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The Washington Park Plan has not been followed for 

reasons which limited the expansion of the facility as 

mentioned earlier. The extension of the park to Pera street 

as recommended in the Washington Park Plan of Development 

portion of the Kessler Plan was accomplished. 

Two of the parks owned by the City at the time of 

the Plan have been vacated or altered. The sixty-acre 

Roosevelt Park was vacated due to the expansion of Fort 

Bliss, which covered the entire neighborhood that it was 

to service. The platted area surrounding it and the park 

were never developed. 

In 1949 the City, with Planning Commission approval, 

exchanged Davis Park for lands to the north of it belonging 

to the College of Mines. This was to make possible a more 

logical expansion of the college site. While there was some 

difference in value of the Davis Park land and the land ac-

quired north of the college, the commission suggested 

• • • that the College has other lands where the 
City sometimes needs right-of-way or land for other 
purposes, which should be kept in mind, so that the 
difference in value between Davis Park and the less 
valuable land to be acquired might be made more nearly 
equal. 40 

At the time of the exchange the land was undeveloped. 

The remainder of park properties purchased by the 

40 
Annual Progress Report ~, £Eo cit., p. 8. 
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City of El Paso are not specifically covered by the Plan. 

In most cases they should be covered in the County Plans, 

the formulation of which was proposed by the Kessler Plan. 

The park program appears to have been adequate for 

the population. The proposals in the Plan were followed. 

Several sites have not been fully developed as proposed. 

Where this has occurred the functions of the park were of 

a specialized nature, such as the case of Davis Park with 

its bridle trails, paths, etc., or else the park was re-

placed by one of similar size in the immediate vicinity, as 

in the case of Central Park. The development of McKelligan 

Canyon and Ascarate Park in the county by W.P.A. help and 

funds are notable accomplishments. No new sites have been 

purchased that were not projected by the Plan, other than 

those sites that would have been in the County Plan proposed 

tty Mr. Kessler. The parkways projected by the Plan appear 

to have been a daydream rather than a reality. 

CIVIC CENTER41 

The Kessler Plan proposed the use of three additional 

li:~9cks and a part of a fourth block for a civic center in 

;~qdition to the county courthouse block and the triangle 

t:h:en used for the city hall. 

4Isee Figure VII. 
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Mr. Kessler postulated in 1925 that the then present 

city hall was inadequate for the then present needs. He also 

indicated that there was a need for a new Federal building. A 

museum and an art gallery were also indicated as needs for the 

future. It was further noted that the courthouse was without 

proper setting. With the demolishing of the then present city 

hall and with the restoration of that property to a city park, 

the courthouse would be in a very favorable setting. 42 

;- -' 

SUGGESTION FOR 

PROPOStO CIVIC Ct.NTEFt 
AND ST~t:[T CORRf:CTIONS 

."" ,. ... c; 

DOWN TOWN DII5TRICT. 
CITV PLAN COMMISSION 

rL. PASO Tf:XAS . ( .,.. 

A s:roupln/O 01 public buildings In a CIvic Center adds to the convenience a.nd ImpreflltlVllnue ot each. 

,- FIGURE VII 

42 
Kessler, £2. cit., pp. 43-44. 
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The Robertson Committee in 1928 recommended that 

$50,000 be spent for an addition to the then present city 

hall for some remodeling of its interior and for repairs to 

the Marr homestead which was proposed to be used by the 

health department. The water department was proposed to be 

in the new addition. It was the conclusion of the committee 

that these alterations would serve for several years until 

funds were available for' construction of a building worthy 

of city offices. It was the opinion of the committee that 

other items in their capital budgeting program were more 

important for the then near future. 43 

In 1949 the Planning Commission, in its recommenda-

tions to the city council, noted that a new city hall would 

'be imperative as the present building was entirely inadequate 

for the operation of city affairs. By this time the Federal 

Courthouse had been constructed on the site originally 

'rfoposed in the Kessler Flan for the city hall. The Commis

~~on proposed construction of the city hall on a site using 
'. L 

iP~e block east of the present county courthouse. 44 
t.!..: 

In 1950 further steps toward a new city hall were 

, _~~!~n by the Planning Commission, with a recommendation that 

s'tudies be made immediately for the selection and acquisition 

43Robertson, .9..£- .ill., p. 18. 

44 Annual Progress Report 1949, .9..£. cit., p. 9. 
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of a site and the programming of a building. It was noted 

that the water and sewage departments were in rented quarters; 

that the police and health departments were in old, unattrac

tive, and overcrowded quarters; that the park department was 

located three miles from the city hall; and that the pur

chasing agent was located at the airport in order to get 

enough office space. 45 

In 1951 the Commission further noted that the engi

neering department was then in quarters miles from the city 

offices and other city departments. The personnel department 

was in a building along with the city shops and water depart

ment warehouse. The council chamber was far from being 

adequate for the city hearings. In its 18' x 40' room only 

thirty people could be seated in permanent seats. Any over

flow would have to stand. 

The Planning Commission recommended that the block 

east of the county courthouse be purchased as the location 

of a new city hall and new health and police buildings, with 

the remainder of the block to be used for parking. The 

property on which the old police and health buildings were 

located would then be retained for parking. 46 

In 1952 the Commission proposed tha t t'he counci 1 

45 Annual Progress ReEort 1950, £E.. cit., p. 6. 

46 
Annual Progress ReEort 1951, c1 t ., 12. ~. p. 
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purchase the block east of the courthouse and initiate con-

struction for buildings to house the health and police de-

partments, and begin drawing up plans for the new city 

hall. 47 

In 1953 the removal of the license department from 

the city hall allowed other departments in that building to 

expand. It was noted that should closer integration be 

made between the city and the county, the site east of the 

county courthouse would be ideal for the new city hall. An 

underground connection could be made under Campbell Street. 48 

In 1957 the consolidation of city and county offices 

in the county courthouse with the remodeling and enlarging 

of that structure was proposed. 

In 1959 the new combined structure was opened but 

there was still not enough room to handle all of the growing 

city departments. There are departments continuing to rent 

space outside of this municipal building. The enlargement 

of the courthouse into a county-city building has not solved 

the problem. It appears that the prediction of need for a 

new municipal building in a civic center in the area east of 

the courthouse is still a very present need. 
.~. 

Although specific reference is made to the " no as 

," 

47Annual Progress Report 1952, ODe ei t. , p. 1. 
i.':r -

48 
Annual ProfFess Re20rt 1953, .9.E. • ci t • , p. 7. 

.. '~ 
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contents of the structures in the civic center, it is assumed 

that Mr. Kessler, by inference in his report, intended to 

have the museum and art gallery in this complex. Also, a 

library may have been included as well. The buildings 

included in his sketch were sufficient for the uses. At 

the time of the study, the Federal Reserve Bank was located 

on Myrtle Avenue across from the city hall. 

Listed as one of the big plans for the more distant 

future, a great municipal museum and art gallery was suggested 

by Mr. Kessler as a need of the City which would become in

creasingly pressing as time went on. The Plan indicated that 

a cost from $500,000 upward should be regarded by farsighted 

EI Paso-ans as a necessary development of the years. It was 

further suggested that a museum and art gallery might be a 

part of the civic center. 

A large, fine residence with a block of ground sur-

rounding it was acquired and is currently utilized as the 

International Museum. Primarily to house a group of valuable 

paintings offered to the City by the Kress family if the City 

would provide suitable fireproof quarters, the citizens of 

EI Paso voted a bond issue in 1958 to cover construction of 

two new fireproof wings to be constructed adjoining the two 

~ides of the present International Museum. Funds of $725,000 

were devoted to this construction to be performed in the 
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1959-60 budget year. It appears that El Paso citizens did 

see the construction of suitable quarters for a museum and 

art gallery as predicted in the Plan, but not as a part of 

the civic center. 

Recently the new library was completed on a site 

directly in front of the old library building on Oregon 

Street. In 1958 the Federal Reserve Bank moved into new 

quarters in the hilf-block bounded by Main Street, the 

trainway, and Stanton and Campbell Streets. It appears that 

in the near future none of these uses sometimes associated 

with a civic center will be a part of the complex of buildings 

housing the seats of government. 

,1 . 
,; . 



CHAPTER V 

HISTORICAL EXPERIENCE AS TO THE PHYSICAL ADEQ,UACY 

OF THE MISCELLANEOUS RECOM.l\ffiNDATIONS 

COMPLETING THE PLAN PROPOSALS 

Chapters III and IV discussed the physical adequacy 

or inadequacy of the thoroughfare proposals and community 

facilities proposals of the Kessler Plan. Chapter V dis

cusses the remaining proposals of the Plan which didnot fit 

into either of the two previous categories. Together these 

three chapters test the historical experience of El Paso 

with the physical plans proposed by the Kessler Plan. The 

collective results of the three chapters should give an 

indication as to how the physical plans have met the needs 

of the population living within EI Paso. A series of con

clusions will be included at the end of Chapter V in order 

to assemble in one place the results of the test of histori

cal experience which is discussed in these three chapters. 

T HE CENT RAL BUSI NESS DI ST RI CT 

The Kessler Plan indicated that congestion in the 

qowntown district was apparent as early as 1925. One of the 

causes of this congestion was indicated as being the bad 



71 

articulation of streets along San Antonio Street. The pro-

posals to ease this situation included obtaining an easement 

in the Feder Building for the sidewalk on Mesa Street, south 

of San Antonio Street, and bringing the curb line of Mesa 

Street next to the building at this intersection, and removing 

part of an old building which projected out at the northwest 

corner of Myrtle Avenue and Stanton Street, thus extending 

the north line of Myrtle Avenue to San Antonio Street. It 

was further noted that Kansas street and Campbell Street 

could be straightened out at their intersections with San 

Antonio Street with the construction of a new civic center 

which, incidentally, was also proposed in the Kessler Plan. 

It was also recommended that Kansas Street between Myrtle 

Avenue and Mills street be widened. l 

The railroad grade crossings on the north side of 

the central business district were also. referred to as one 

pf the projects for correction in the central business dis

trict. This SUbject is covered in the portion of this 

chapter entitled "Railroad Grade Crossings."2 

In 1928 the Robertson Committee proposed in its ten

year budget $25,000 to straighten out the San Antonio Street-

Myrtle Avenue intersection as proposed in the Plan, and 

1 Kessler, £E. cit., p. 27. 

2 
See page 82. 
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$75,000 to purchase the property at the northwest corner 

of Mesa Avenue and San Antonio Streets to correct the 

intersection and to continue the building line at its 

normal course along the west side of Mesa Avenue. 3 In 1942 

the northwest corner of Mesa Avenue and San Antonio Street 

was purchased for a new building belonging to Lerner Stores. 

The City negotiated to have the building set back twelve 

feet to the normal building line on Mesa Avenue and to have 

the corner at this intersection rounded on a six-foot radius. 

The cost of $13,500 was borne by the City and by assessment 

for benefit of neighboring property. The City's portion 

was $4,000. 4 While this improvement helped a poor inter-

section situation, it did not solve the problem. To date 

this intersection is still a problem. 

In spite of Mr. K~ssler's prognostication that the 

buildings on the northwest corner of Myrtle Avenue and San 

Antonio Street were "old and will naturally be replaced in 

a few years,n5 the buildings still exist and no correction 

has been made at this intersection. As a result of this 

poor intersection and of the turning of the Juarez Street 

3 
Robertson, £E. £!i., p. 19. 

4 
City Plan Commission, El Paso, 

Progress Report 1942, (El Paso, Texas: 
1942), p. 6. ----

Texas, Annual 
City Plan Commission, 

5 
Kessler, £Eo cit., p. 27. 
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streetcar onto South Stanton Street from San Antonio Street, 

eastbound one-way traffic on San Antonio Street tends to 

congest at the intersection. 

During the preparation of the 1925 Kessler Plan and 

as a result of Mr. Kessler's recommendation, South Kansas 

Street was widened to its full width just west of the court

house prior tb which several buildings facing on San Antonio 

Street had prevented the widening of the street. It was 

further proposed in the Plan that the area now occupied by 

the city hall be converted into a park and the jog in Kansas 

Street be straightened out. 6 This is still a proposal of the 

City Planning Department. 

In 1931 an announcement in the papers of a new build

ing to be constructed which would be on part of the area to 

be widened on North Kansas Street brought about immediate 

consideration of this project. Construction of the proposed 

building was abandoned, however, and immediate action was 

not necessary.7 This project was not discussed again until 

~943 when the Planning Commission, in reviewing the Kessler 

rlan, again referred the project to the City Council. 8 In 

1947 action was taken and Kansas Street was increased from 

6Ibid • 

7 Progress Re20rt 1931, ci t. , 10-11. Annual £.E. pp. 

8Annual Progress Re20rt 1943, £E.. ci t. , p. 10. 
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forty to sixty feet in width between Milla Street and Myrtle 

Avenue. 9 Having been converted to the only north and south 

one-way streets, Kansas Street and Campbell Street now carry 

a large amount of traffic. There is congestion on Kansas 

Street at Myrtle Avenue because of the narrow width of Kansas 

Street between Myrtle Avenue and San Antonio Street. This 

congestion would reach much larger proportions had the widening 

not taken place. 

As a whole the proposals for rearticulation of inter

sections and widening of streets in the downtown area have 

met with little success. Where accomplished the benefits 

have been noted; where not accomplished present day traffic 

congestion indicates the accuracy of the prediction for the 

needed change. 

THE FIVE POINTS DISTRICT 

The Plan indicated that the Five Points District was 

the most important of the secondary business districts and 

that it would most likely retain its pre-eminence. It was 

noted that none of the streets then carrying the heavy east

west traffic of the district, especially Montana Street and 

Yandell Boulevard, crossed directly over Piedras Street, 

c~using a very bad traffic situation. With the exception 

9Annual Progress Report 1947, £Eo cit., p. 2. 
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of pershing Drive it was further noted that a direct continu

ation of these thoroughfares was impracticable because of 

expensive improvements. It was noted that the acutely angled 

southwest corner of Yandell Boulevard and Piedras Street had 

no improvements on it, which would make it possible to cut 

back this corner. The Plan further noted that at Elm Street 

and Grant Avenue there was a small triangle occupying half 

the normal width of Portland Street and that this triangle, 

which is the only unrestricted parcel in a neighborhood 

otherwise restricted to residential purposes only, could 

well have a destiny of being used as a service station, store, 

or similar business place detrimental to the neighborhood and 

the adjacent school. lO 

Specifically, the Plan proposed that the following 

actions be taken in the Five Points Dtstrict: 

1. Make a considerable cut at the southeast corner 

of Montana Street and Piedras Street across the Masonic 

Hospital without interfering with the hospital proper to 

ease the flow of east-west bound traffic on Montana Street. 

2. Cut off the southeast corner of Pershing Drive 

and Piedras Street. 

3. Acquire the triangle bounded by Montana, Piedras, 

~nd Cedar Streets to develop as a plaza to stabilize this 

10 Kessler, £Eo £!!., p. 28. 
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location as the center of the Five Points District, much 

as the plazas do in the downtown El Paso district. 

4. Make a connection for Douglas Avenue to Piedras 

Street to relieve Pershing Drive traffic at some future date. 

5. Cut back the southwest corner of Yandell Boule-

vard and Piedras Street for easier traffic flow. 

6. Acquire the triangle of land bounded by Grant 

Avenue, Elm Street, and Portland Avenue for future widening 

of Portland Avenue. ll 

At the time of the Plan the Carlsbad Highway was 

only a suggestion of the Plan and nowhere near a reality. 

Montana Street east of Piedras Street carried only local 

traffic. With the designation of Montana Street as the 

entrance for this new highway and with the new location of 

the airport also being served by Montana Street, it soon 

appeared that the problems indicated in the Plan would be 

even more complex than antiCipated. By 1928 the Wyoming-

Bueco thoroughfare was proposed to take the through traffic 

of the Alamagordo Highway out of the heart of the Five Points 

District and route it more conveniently around the district. 

It was estimated that at that time the Wyoming-Hueco opening 

would cost approximately $100,000. 12 No action was taken 

l1Ibid ., pp. 66-67. 

12Robertson, ££. cit., p. 19. 
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on this opening, however, and in the twenty years that lapsed 

from 1928 to 1948 expensive improvements had been allowed to 

encroach upon this right-of-way to the point that such a 

proposal would have been Impractical. 13 

No action was taken concerning the hospital property 

until it was sold to Sears Roebuck and Company for the 

erection of a new atore. In 1946 before the construction 

of the Sears store, the Planning Commission proposed a 

building line ten feet back on the east side of Piedras 

Street for all new construction in the area affected by the 

half-block jog of Montana Street. This plan was adopted by 

the City Council. Sears objected to this plan unless the 

City were to widen Piedras Street for one block in either 

direction from their store. This would have made a pro-

hibitive cost and the City Council rescinded its action on 

the building line. Construction of the new Sears store 

closed forever the opportunity to make an improvement at 

this point of congestion at a nominal cost.14 In 1947 the 

roadway on Montana Street east of Piedras Street was widened 

from forty feet to fifty feet to try to improve the traffic 

. 13City Plan Commission, El Paso, Texas, Annual 
Progress Report 1948, (El Paso, Texas: City Plan Commission, 
1948), p. 2. 

14City Plan Commission, El Paso, Texas, Annual 
Progress Report 1946, (El Paso, Texas: City Plan Commission, 
1946), p. 3. ----
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problem at this corner. 15 The introduction to use of a 

one-way street couplet west of Piedras Street using Yandell 

Boulevard for eastbound traffic has further helped to al

leviate traffic problems at this corner. With all of the 

various other improvements in the Five Points District 

designed to divert congestion from the District and from 

Montana Street and Piedras Street in particular, this inter

section is still a major problem. $516,000 has been budgeted 

for expenditure in the 1962-63 budget year for the rectifi

cation of this intersection. This project will include 

removal of business property west of Piedras Street to pro

ject Montana Street across Piedras Street at a right angle. 

This most likely will not eliminate all of the problems of 

eastbound traffic trying to turn east off Piedras Street on 

to Montana Street. 16 The el~mination of this problem was 

precluded when the City backed down on the building line 

proposed in front of Sears in 1946. The cost of correcting 

the articulation of Montana Street W€st of Piedras Street 

will be over five times the cost of the original proposal 

for the opening of the Wyom;ng-Hueco thoroughfare, which 

would have carried all through traffic out of the Five Points 

District. 

p. 37. 

15Annual Progress Report 1947, £E. cit., p. 2. 

16Capita1 Improvements Program 1959-1965, £E. cit., 
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In 1958 the southeast corner of Pershing Drive and 

Piedras Street was corrected as proposed in the Plan. In 

addition, with the introduction of one-way streets on Montana 

Street and Yandell Boulevard and with the opening of Pershing 

Drive to Montana Street at Poplar Street to permit Pershing 

Drive traffic to avoid the congestion on Piedras Street, the 

congestion at this intersection has been considerably 

reduced. 

The triangle bounded by Montana, Piedras and Cedar 

Streets has not yet been acquired for the purpose of making 

a plaza to stabilize the center of the Five Points District. 

A small plaza has been created at the intersection of Yandell 

Boulevard and Piedras Street as a result of the reorientation 

of Yandell Boulevard to cross Piedras Street at a right 

angle and connect with Alamagordo Street east of Piedras 

Street. 

It was not until 1952, after a similar project was 

accomplished at Wyoming and Piedras Streets, that the south

west corner of Yandell Boulevard and Piedras Street was cut 

back as proposed in the Plan. At that time Yandell Boulevard 

was turned into Alamagordo Street to make a right angle con

nection across Piedras Street. The triangle formed by this 

rearticulation was converted into a small plaza as previously 

~~dicated. In 1953 the Planning Commission proposed that 
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this triangle be converted to a bus transfer point and 

waiting room with rest rooms and concessions. 17 No further 

action has been taken toward construction of any structures 

within this triangle. 

The triangle of property at Grant Avenue, Elm Street, 

and Portland Avenue was not acquired and, as predicted prior 

to the passage of necessary legislation to control the use 

of property through zoning, a service atation was located 

within the triangle. The property is not now used as a 

service station but another commercial venture is still 

located within the triangle. 

The predictions of the Plan have come to pass con

cerning the problems in the Five Points district. The City 

allowed the opportunity to correct the Montana Street

Piedras Street intersection to pass by and are now paying 

the price for this error. Most of the other proposals for 

this district have been accomplished in the past few years. 

There is, however, no park nor plaza in this district as 

proposed. 

THE SYMMET RI CAL DEVELOPMENT OF THE COMMUNITY 

One of the larger and more pressing problems noted 

in the Kessler Plan was the encouragement of symmetrical 

17 Annual Progress Report ~, £Eo cit., p. 6. 
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growth of the community. The area west of Mount Franklin 

had not developed correspondingly to development which had 

already taken place to the east and northeast. Mr. Kessler 

recommended that such development be pushed by the coopera

tion of city and county governments as well as by private 

enterprise. 18 Although this area has not developed entirely 

as materially as the other areas, the development has tended 

to concentrate on more expensive housing. The widening of 

Mesa Avenue to Brentwood Avenue and the extension of Stanton 

Street north of Baltimore Avenue has helped to encourage 

growth in this area west of Mount Franklin. The growth of 

Crestmont Addition and Coronado Hills Addition and the 

development of a new country club in this area will further 

encourage growth. The widening of Mesa Avenue from Brent

wood Avenue to the Crossroads should have a great affect on 

the area. It appears that although most of this growth has 

occurred in the last decade, it does follow the recommenda

tions of the original Plan. 

The symmetrical development encouraged so strongly 

fn the Plan has finally'started to come about ~s the popula

tion reaches the figure predicted in the Plan. The projec

tions and provisions for this development appear to be 

adequate. 

18 Kessler, £Eo cit., pp. 13-14. 
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RAILROAD GRADE CROSSINGS 

During the Keasler Plan survey period grade separa-

tiona were non-existent in El Paso. Removing the ·surface 

railroad tracks from the heart of town was a project listed 

as one of the larger present and pressing problems for the 

community. 19 The Plan specifically recommended that grade 

crossings should ultimately be eliminated from all inter-

sections with streets designated in the Plan as main thorough-

fares, and that classification yards and tracks not necessary 

for local service should be removed from the center of 

town. 20 Appendix C indicates the crossings which were 

covered in Mr. Keasler's proposal. As a result of Mr. 

Kessler's persevering insistence Copia Street was opened 

across the El Paso Southwestern Railroad track as a grade 

separation instead of grade crossing. The opening occurred 

during the survey period of the Plan. 

Other than the goals for grade separation and switch 

yard removal noted in Appendix C, no specific recommendations 

were made concerning this problem. The Plan report did go 

into detail to offer suggested solutions. The abandonment 

of the present classification yards, and the spread of 

trackage from the west side of Cordova Island through South 

19 Kessler, £Eo cit., p. 13. 

20 Ibid., p. 33. 
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El Paso to serve a manufacturing district were suggested. 

A main line track elevation through the south side at about 

2nd Street was proposed to allow auto and pedestrian 

traffic to flow freely to the bridges. This would reorient 

the trackage at the Union Station. 

Also suggested was the rerouting of Southern Pacific 

Railroad trains using the El Paso Southwestern Railroad 

tracks from a point north of Fort Bliss along a line east 

of Fort Bliss to a junction with the Gulf, Houston, and San 

Antonio Railroad tracks at Alfalfa. The classification yards 

could then be located at Alfalfa on property already owned 

by the railroad. This would make the maintenance of two 

right-of-ways through the heart of town unnecessary. With 

the El Paso Southwestern Railroad line abandoned, the old 

right-of-way could be used for a boulevard with few cross 

streets to serve the northeast area. Railroad grade separa

tions could be enlarged and used as automobile traffic 

separators. 2l 

In 1927 the railroads submitted a plan for street 

underpasses which the City found unacceptable. A city plan

ning consultant specializing in railroad problems, Mr. W. D. 

Hudson, was engaged and plans for a track depression in the 

alley between Main Street and Franklin Street were proposed. 

21Ibid • 
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Relocation plana for the railroad yards and shop proposed 

by Kessler were rejected by the railroads as being too 

costly.22 Developments at Fort Bliss made the abandoning 

of the El Paso Southwestern Railroad right-of-way as pro

posed by Kessler difficult. 

The Altura Boulevard undercrossing of the El Paso 

Southwestern Railroad tracks was proposed as a project of 

primary importance for the expenditure of capital funds in 

the 1928 Robertson Committee report. Altura Boulevard 

was a part of the inner circle of boulevards proposed by 

Mr. Kessler. 23 

In 1935 the availability of $200,000,00024 for grade 

crossings called the attention of the Planning Commission 

to the grade crossing situation in El Paso. Suggestions 

were first· made that the Federal government should be asked 

to build one or m9re underpasses in the downtown area. 

Agreement could not be reached. on consolidating all of the 

tracks on Main Street for an undercrossing. An under- or 

overcrossing of the tracks in the alley between Main Street 

and Franklin Street would be impossible because of the top-

ographic problems of connecting such a crossing in grade 

22 Annual Progress Report 1943, ££. cit., pp. 12-13. 

23 Robertson, £E. cit., p. 18. 

24 City Plan Commission, El Paso, Texas, Annual 
~rogress Report 1935, (El Paso, Texas: City Plan Commission, 
1935), p. 8. 
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with Franklin Street. The railroads, because of the econ-

omic depression condition, were in no condition to be 

persuaded to move tracks. The Commission decided to press 

for possible underpasses outside of the central district. 

Proposed for separation were: 

1. Dyer Street across the El Paso and Southwestern 

Railroad tracks. 

2. Wyoming Street across the El Paso and South-

western Railroad tracks. 

3. Montana Street across the El Paso and South-

western Railroad tracks. 

4. Piedras Street across the Texas and New Orleans 

Railroad tracks. 

5. Copia Street across the Texas and New Orleans 

Railroad tracks. 

Dyer Street had been decided' on by the Commission 

for the major thoroughfare for the Alamagordo Highway instead 

-of Marr Street one block to the west. This eliminated the 

diagonal intersections at Tomkins Way. As a result of this 

1935 list, the Dyer Street undercrossing was built.25 In 

1937 it was generally agreed that Wyoming Street should be 
. 

the location for the next construction of a new separation. 

There was dissenting opinion for a downtown overcrossing 

25Ibid ., pp. 8-9. 
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instead, so unanimity of the Commission was beginning to 

break down at this point. After a thorough discussion it 

was decided that track depression was the solution to the 

downtown crossings. Such a project had the disadvantage 

that it could not be done in small units over a period of 

years but would have to be done as a whole project between 

Campbell Street and the Union Station. The Commission agreed 

that the depressed trainway project would be its goal for the 

railroad problem in the downtown area. It was, further agreed 

that it would be short sighted to adopt an inferior plan for 

immediate expediency.26 

In 1942 the Commission reviewed its program and 

decided that the 1937 track depression plan was the best 

solution to the downtown grade crossing problem and recom

mended that it be one of the first post-war projects under

taken. The Commission recommended that the Southern Pacific 

Railroad Company be requested to get plans for such a project 

1n shape so that work could be started quickly as soon as the 

war was over and financing could be arranged. 27 

Also recommended by the Commission in 1942 was the 

~nderpass at Piedras Street across the Texas and New Orleans 

26City Plan Commission, El Paso, Texas, Annual 
!rogress Report 1937, (El Paso, Texas: City Plan Commission, 
1937), p. 2. -

27Annual Progress Report ~, £Eo cit., pp. 4-5. 
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Railroad tracks, a viaduct at Octavia Street over the Southern 

Pacific Railroad yards, and a viaduct or underpass over the 

Southern Pacific Railroad yards at Cotton Street. Octavia 

Street paralleled the Ange Street crossing proposed in the 

Kessler Plan and was one block east of it. 28 

In 1944 the Texas Highway Department proposed a 

Preliminary Plan of Street and Highway Development for EI 

Paso and vicinity. Mr. Jac L. Gubbels, Director of Urban 

Planning for the Highway Department, prepared the report and 

proposed the expenditure of $5,599,840 exclusive of right-

ot-way acquisition and property damage funds for the project. 

In his report Mr. Gubbels made the statement that the growth 

of El Paso's central business district had been to the north 

and the northeast but that the tracks had been a definite 

barrier for further growth in that direction. As a result 

of this growth, the Bouthern portion of the retail area had 

begun to become blighted. Mr. Gubbels thought that the re-

mbval of the track barrier would extend the growth of the 

retail area across the tracks and result in even more blight 

in the southern portion. He indicated that in his opinion 

the elimination of the rail barrier would by no means facili

tate a loosening up of the then present traffic congestion, 

28 
Ibid., po 5. 
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since the retail center was, in itself, a definite barrier 

to good traffic flowe 

He proposed, as an alternative to the track depression 

plan, a plan that he felt would "restore good traffic flow, 

retain and restore real estate values, prevent blight, give 

convenient access to all parts of the City, and cost much 

less in the long run than the depressing and elevating of 

the tracks."29 The alternative plan involved the construc-

tion of a street belt one hundred twenty feet wide traversing 

the central business district in a circuitous pattern along 

Missouri Street» Santa Fe Street, Overland Street, and Camp-

bell Street, with underpasses crossing the tracks at Santa 

Fe and Campbell Streets. It was determined that the plan 

adopted for highways in this year would affect the road pro

grams for years to come to the viewpoint of the Commission 

ahould be broad with no avoidable mistakes, with costa taken 

into consideration. 

Mr. Gubbels' plan concerning the downtown grade sep-

aration met with little favor, but the Commission agreed that 

a pr"oposal from such a reputable source should not be dis-

missed without careful consideration of its merits. The 

Commission noted that the tracks had undoubtedly kept the 

main business district south of Main Street, but there had 

29City Plan Commission, El Paso, Texas, Annual 
Progress Report 1944, (El Paso, Texas: City Plan Commission, 
1944 ), p. ~ • --
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been a growth of small business north of the tracks contin

uing as an extension of the main retail center. They 

theorized that the policy of leaving the tracks as a barrier, 

encouraging traffic to use Santa Fe and Campbell Streets, and 

blocking Franklin Street ,as would be the case with the pro

posed underpasses, could develop a separate business district 

north of the tracks. They concluded that this would be more 

menacing to the stability of the then present central core 

because of the advantage of the majority of the purchasing 

power coming from north of the tracks. A district on the 

north side of the tracks had a competitive advantage over 

a central core south of the tracks. The tracks as a barrier 

would then tend to keep traffic north of the tracks rather 

than south. The noise, unsightliness, delays, and danger 

would still remain on the major crossings. The Commission 

further concluded that it would prefer the gradual growth 

northward of the central area to the development of two 

competing central cores separated by a rail barrier. The 

Commission further noted that the $900,000 that Mr. Gubbels 

had allowed in his estimate for construction of the Campbell 

Street and Santa Fe Street underpasses would be a SUbstantial 

contribution toward a complete solution. The track depression 

plan adopted in 1937 was estimated to cost $3,000,000, of 

, which the railroad would bear the ma jor part. I t was the 
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conclusion of the Commission that if the two underpasses 

proposed by Mr. Gubbels were constructed, there would in 

time be demand for other underpasses, so that the final 

expense would approximate that of the track depression plan 

with a much inferior result. As a result of this thinking, 

the Commission recommended that 

. the solution of the downtown grade crossing 
problem should be first in importance in the highway 
program and no plan inferior to the track depression 
plan of 1937 should be considered as satisfactory.30 

Such a firm stand on principles began to bear fruit 

in 1946 when the Southern Pacific Railroad promised to con

sider the track depression plan. The State Highway Depart-

ment indicated a willingness to participate in the cost of 

the track depression project notwithstanding the report of 

Mr. Gubbels. 

The firm of DeLeuw, Cather and Company was employed 

to evaluate the plans proposed. A pit and bearing test was 

taken and the s011 showed ideal cond1tions for the depressed 

track construction should that plan be adopted. 31 

By 1947 the definite agreements had been reached by 

the railroad, the City, and the State Highway Department for 

the traffic depression plan proposed in 1937. Plans and 

specifications were well advanced and construction was 

30Ibid ., pp. 1-3. 

31Annual Progress Report ~, £E. cit., p. 2. 
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projected to begin in the fall. 32 In 1951 the depressed 

trainway for which the Commission had worked for twenty-five 

years was completed and in operation. In connection with the 

downtown trainway contract, an overpass at Cotton Street over 

the Southern Pacific Railroad yards was also constructed. 

This was another crossing recommended in the Kessler Plan. 3S 

In 1949 the Commission listed in priority for separa

tions the following grade crossings outside of the central 

business district: 

1. Piedras Street across the Texas and New Orleans 

Rai lroad tra cks. 

2. Cotton Street across the Texas and Pacific Rail

road yards. 

3. Boone Avenue across the Texas and New Orleans 

Railroad tracks. 

4. Copia Street across the Texas and New Orleans 

Railroad tracks. 34 

In 1950 Hawkins Way across the Texas and New Orleans· 

Railroad tracks, North Loop Road across the Texas and New 

Orleans Railroad tracks, and Piedras Street across the El 

32Annual Progress ReEort 1947, .21? • ci t. , p. 3 . 

33 Annual Progress Re,eort 1951, £.E. • cit., p. 7. 

34Annual Progress ReEort 1949, £E.. cit., p. 6. 
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Paso Southwestern tracks were added to the grade crossing 

list. o5 

The 1959 capital improvements budget includes funds 

for construction of the following grade separations: 

1. North Loop Road across the Texas and New Orleans 

Rai lroad tracks. 

2. Copia Street across the Texas and New Orleans 

Railroad tracks. 

3. Fred Wilson Road across the El Paso Southwestern 

Railroad tracks. 

4. Hawkins Way across the Texas and New Orleans 

Railroad tracks. 

5. Montana Street across the El Paso and Southwestern 

Railroad tracks. 

6. Piedras Street across the Texas and New Orleans 

Railroad tracks. 

7. Piedras Street across the El Paso Southwestern 

Railroad tracks. 

8. Yandell Boulevard across the El Paso Southwestern 

Railroad tracks. 36 

Assuming that funds are spent for the above 

35 
Annual Progress Report 1950. £Eo ci , p. 8. 

36 
'+___ Capital Improvement Program 1959-1965, £E.o cit., 

'P'p. 21-24. 
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separations, approximately twenty of the original forty pro-

posed grade separations will have been accomplished, or a 

record of fifty per cent. In addition to those proposed, 

construction of Paisano Drive has created two additional 

grade separations including one at the south of the Union 

terminal which Mr. Kessler proposed for a possible grade 

crossing on a relief route to avoid climbing the grade at 

West Main Street. 

According to a public statement by Mr. J. L. Long, 

Southern Pacific Railroad superintendent, published in 

August, 1958,37 there are still sixteen daily trains passing 

through El Paso in addition to non-daily movements and local 

within-the-community movements which would tend to emphasize 

Mr. Kessler's prediction of the importance of the community 

for rail traffic. 

With fifty per cent of the grade separations proposed 

in the Kessler Plan accomplished or programmed for construc-

tion, and the majority of the remaining crossings either 

abandoned because of their thoroughfares being abandoned or 

still under consideration for separations, it would appear 

that the predictions concerning the need for grade separations 

were adequate and the Plan was thus adequate in this matter. 

In addition, after careful study and considerable tenacity 

37Article by Janet Archibald, The El Paso ~exa~ 
Herald-Post, August 19, 1959. 
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in upholding the proposals of the Plan, the complate elimina-

tion of the railroad hazards in the central business district 

was accomplished with the construction of the Bataan Trainway 

rather than through piecemeal crossin~-by-crossing solution. 

AVIATION PROJECTS 

Aviation was given some attention in the Plan although 

aviation was far from the advanced position to which it has 

now developed. In a far-sighted statement Mr. Kessler said: 

The city builders of the past are criticized for 
not foreseeing and providing better for the traffic 
condition of today. If· we do not take note of the rapid 
growth of aviation and make some provisioB~ for it we 
lay ourselves open to the same criticism. 

The Kessler Plan proposed that the upper part of the 

water works property west of the EI Paso Southwestern Railroad 

tracks be set aside for aviation purposes when needed. If 

the golf links were rearranged they could be moved in order 

to allow a "flying field R or the field could be placed in a 

larger area east of the tracks. Since the Plan both the galf 

course and the area east of the tracks have been acquired for 

use as a portion of Fort Bliss. 39 

Three years after the completion of the Plan the 

Robertson Committee indicated their belief in the growth of 

air transport. Funds for construction of an administration 

38 Keasler, £Q. cit., p. 43. 

39Ib1d • 
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building and a hanger were proposed by the committee as a 

part of their study on capital expenditure budgeting. 40 

In 1928 when the time came to establish an airport, 

the golf course site was entirely inadequate for an airport 

and the larger space east of the tracks was used for airport 

purposes as proposed. This was 800n enlarged and outgrown 

and the airport was moved to its present location to get 

further from the mountains and to consolidate the American 

Airlines facilities and the city facilities into one modern 

unit.4l 

In 1937 a new municipal airport administration build

ing was given top priority for W.P.A. moneys and construction 

of this unit was undertaken. The modern unit proposed 

earlier was constructed. 42 

By 1942 the Commission prophesied that the end of 

the war would release great numbers of aircraft, manufactur

ing facilities for aircraft, and trained pilots, so that an 

expansion of air transport could be expected and increased 

facilities at the municipal airport would be needed. 43 Prior 

40 oi t. , 18. Robertson, ,2£- p. 

41 
Prosress ReEort 1943, oi t. , 15. Annual ,2£. po 

42Annual Progress ReEort 1937, ,2£. cl t • , p. 4. 

43 Annual Progress ReEort ~, £E. .£.!.!. , po 60 
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to this easements were acquired from Fort Bliss to expand 

the airport, and by 1943 plans were under way to acquire 

additional easements for a large terminal plant. 44 

Through these years the City had acquired land in 

nine different grants east and south of the air facility for 

the enlargement of the airport and for airport purposes. The 

latter was construed by the city attorney to mean the sale 

or lease of such lands with proceeds devoted to permanent 

airport improvements. Portions of the grants were designed, 

planned, sold, and leased for an industrial park, tourist 

facilities, and a subdivision for homes, schools, parks, and 

shopping centers. The proceeds of these actions were placed 

in airport improvement funds. 

In 1958 some of these funds, along with a bond issue 

voted by the populace, marked the beginning of intensive 

large-scale improvements of the municipal airport facilities. 

Additional improvements are projected in the 1959-1965 capital 

improvement program to be financed from funds obtained from 

airport operations. 45 

Though George Kessler had the foresight to make some 

proVisions for the growth of aviation, it is doubted that 

he could possibly have foreseen the magnitude to which it 

44 Annual Progress Report ~, ~. cit., p. 15. 

45 Capital Improvement Program 1959-1965, ££. cit., 
Pp. 10-13. 
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haa grown during the period of time in Which his population 

increases became realities. The farsightedness of the Plan 

in regard to aviation projects is to be particularly noted. 

The airport was located in the area proposed. The area has 

been enlarged and adequate facilities for today's needs and 

the project's future needs are in current existenceo W.P.A. 

funds were used to construct the terminal and air strips, as 

a result of having the Plan prepared prior to the depression. 

The Plan has been adequate in theory and practicality in 

this area of need. 

PUBLIC TRANSPORTATION 

Concerning the public transportation system, the 

Plan s ta ted: 

El Paso is well-served by trolleys considering the. 
changing conditions in this business due to the great 
number of private automobiles, the jitney and the 
automobile bus. There is no evidence that the trolley 
will be replaced and we must plan for its expansion a~ 
the City grows and more service is demanded. 46 

This statement concerning the fact that the trolley 

would not be replaced was certainly an illustration of how 

changing times can make predictions incorrect. The use of 

the bus was then expanding according to the statement, but 

apparently the planner did not feel it was suitable for mass 

transportation. By 1943 the trolley had long since cease'd 

46 Kessler, 2£. cit. p p. 51. 
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to be an expansion problem. Only three trolley lines re

mained in operation, and the remainder of the City was 

served by buses and private automobiles. The Planning Com

mission noted at this date the good fortune of the community 

in having three trolley lines left during those times of gas 

and tire shortages and rationing. It was noted even in 1943 

that buses were growing larger and more numerous. Thoughts 

of the Planning Commission were then put toward having 

corners widened and cut back where the buses turned and 

improving the pavement where the buses stopped frequently. 

Also discussed were loading shelter and terminal facilities 

near the downtown plaza. 47 

By 1953 the Commission had obtained a growing ap

preciation for the important place of public transportation 

in the traffic patterns of the City. It was deemed advisable 

to improve the transportation facilities rather than to 

provide downtown parking facilities for all of the automobiles 

that would come to the City center if mass transit were neg

lected. Cooperation of the City and the bus company was 

urged by the Commission in such matters as street improve

ments, loading facilities, and traffic regulations. It was 

, pointed out that the Plaza, City Hall Park, and Five Points 

were places where facilities for the better handling of bus 

47Annual Progress Report 1943, ~. cit., p. 16. 
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traffic might be provided. 48 Specific plans for a bus loading 

facility with waiting rooms, rest rooms, and concessions were 

presented for the triangular park at Yandell Boulevard and 

Piedras Street in Five POints. 49 

The reliance on the trolley as a lasting means of 

transport has invalidated the proposals of the Plan with 

respect to public transportation. The trolley was not "here 

1" to stay". Only the Juarez streetcar line remains 0 

REGULATED RIVER CHANNEL 

Mr. Kessler proposed that the Rio Grande River be re-

channeled with levees from the upper end of the El Paso 

Valley. By international agreement this would fix a location 

of the channel which would be maintained, thus stabilizing 

conditions in the valley to the extent that drainage improve-

ments could be made with some assurance that they would be 

permanent and adequate. The straightening of the channel 

would cause a greater stream velocity and discourage the 

silting of the river bed. The Riverside Drive proposed in 

the Plan50 would be located on one of the levees. 51 

Bridge. 

48!nnual Progress Report 1953, £E. £!1., p. 4. 

49~., p. 6. 

BOSee also Chapter III, "International Highway 'and 

51 
Kessler, £Eo cit., pp. 57-58. 
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By 1928 the proposal for straightening the Rio Grande 

was in the hands of the International Boundary Commission. 

This resulted in the straightening of the river channel from 

Cordova Island eastward. This reduced the flow problem, 

improved drainage, and reduced the mosquito problem in the 

lower valley.52 

The Rio Grande River between Cordova Island and the 

Mexican diversion dam has not been corrected in its course. 

A probable reason for this project not being accomplished 

is the Chamizal dispute discussed in Chapter 111. 53 

Thus, the provisions for a regulated river channel 

below Cordova Island have been accomplished as proposed in 

the Plan, to the benefit of both American and Mexican 

properties. The portions of the river between Cordova Island 

and the Mexican Diversion Dam have not been corrected in 

course to date. The theory is atill a good one, however, 

and shows the adequacy of the Plan in this area of physical 

development. 

URBAN RENEWAL 

Although "urban renewal" as a term was not in common 

usage at the time of the Kessler Plan, as it is today, the 

52Annual Progress Report 1943, £Eo cit., p. 18. 

53See Chapter III lRlnternational Highway and Bridge. 1t 
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principles involved in urban renewal today were discussed 

thirty-four years ago in the Plan. Mr. Kessler indicated 

that Chihuahita, the area south of 2nd Street inhabited by 

a large percentage of Latin American inhabitants and 

including the "Chamizal" zone discussed in this paper with 

the bridge proposals, was "an eyesore, unhealthful, and a 

·c. disgrace to the city ... 54 He indicated that it could be made 

" ;. 

into a section of exotic' charm and of special tourist interest. 

He further suggested that a large market place and outdoor 

fair be provided in this section, possibly as a part of the 

bridgehead improvement. 55 

In 1935 the City Planning Commission reaffirmed Mr. 

Kessler's statements about the conditions of Chihuahita and 

" extended the opinion tha t slum conditions not only existed 

there but in other southside districts as well. The Commis-

'sion endorsed a proposal tha t the Federal government be re-

quested to make a survey for the establishment of a slum 

.clearance and low-cost housing project for the City. A 

"', housing survey wa s made by the ci ty engineer r s offi ce in 

"" November and December, 1934. In the area under study only 

933 of the 3,810 properties surveyed were satisfactory for 

habitation.. Five depression years had reduced the area to 

. ,.,-----------54 . 
Kessler, 2£. cit., p. 14. 

55Ibid • 

I 
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this condition. Families were moving across the tracks to 

a low-class area north of the south side slums and creating 

a new blighted area. As a result the United States Housing 

Authority built two low-cost housing projects, Alamito and 

Tuys Place, clearing some of the worst slums. 56 

In 1945 the Planning Commission again surveyed the 

,,' blight problems of the south side. It was their recommenda-

,'. 

tion that with the return of peace and the end of the acute 

housing shortage, houses in the south side area which were 

unsanitary and unfit should be demolished or improved to 

meet higher standards. The Commission proposed that the 

housing code be amended to require more sanitary facilities 

for any living quarters. In this year also the Commission 

discussed the possibility of having legislation passed in 

Texas to facilitate the assembly and redevelopment of 

blighted area.s by private or public corporations in order 

to perform neighborhood conservation and rehabilitation. 57 

In 1951 the Commission centered its efforts on the 

renewal of an area in the vicinity of the Coliseum, including 

the abandoned city dump. This resulted in the improvement 

of the sewage disposal plant in the area to a full treatment 

. -. plant, the erection of a Federal Housing Project, the extension 

56Annual Progress Report 1935, 2£. cit., pp. 5-6. 

57 Annual Progress Report 1943, £Eo cit., p. 20. 
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of the Coliseum facilities, and the construction of a new 

school and playground facility in the area. 58 

In 1957 the Commission again reviewed the possibility 

of urban renewal under more current federal regulations. It 

was the recommendation of the Commission that such a study 

be continued. In view of the serious nature of the Urban 

Renewal Contract, the Commission did feel that a thorough 

study and careful preparation should be made to prevent pre

mature or haphazard starts into such a program. 59 

Although George Kessler visualized the improvement of 

urban slums, he could not be expected to propose, and he did 

not propose in the Plan, the methods of urban renewal and 

slum clearance which have occurred in the past three decades. 

It is noteworthy that the recommendation for housing improve

ment by a government project was proposed as a part of the 

Plan. Although several projects have occurred to clear 

Chihuahita of unhealthy living conditions, no efforts have 

been expended to change the area,into one of exotic charm, 

open markets, outdoor fairs, etc., as recommended in the 

Plan. Instead it is an area of not too pleasant views to 

be hurriedly and unobservantly traversed in order to crOBB 

the bridges to Juarez. Again reference must be made to 

58 Annual Progress Report 1951, £Eo ~., pp. 16-17. 

59 Annual Progress Report 1957, £E. cit., p. 5. 
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the Chamizal which has prevented large amounts of govern

mental funds from being expended in the area. 60 

ZONING 

Zoning was not legal in Texas in 1925, but the Plan 

discussed its desirability and recommended that El Paso 

prepare a Zoning Ordinance as soon as there appeared to be 

a reasonable chance that it would be sustaiped by the courts. 

The reasons used to SUbstantiate zoning were commonsense 

reasons such as: 

A store or garage may destroy the desirability of a 
section for quiet residence, or a factory may change 
the character and destroy the values in a retail business 
district, or residences may depreciate an industrial 
district by cutting off room for expansion and bringing 
in inhabitants who may in time complain of the noise and 
dirt of factories~ even though the factories may have 
been there first. ol 

The Plan went further to spread the "gospel" of the success

ful zoning program of other cities in the country.62 

A zoning plan63 was prepared for the City which 

divided the community into three simple districts: residence, 

bUSiness, and industry. It was further indicated that the 

residence district could be divided into dwelling and 

60See Chapter III, "International Highway and Bridge." 

61 
Kessler~ £E. cit., p. 58. 

62 
Ibid., pp. 58-60. 

63See Figure VIII • 
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apartment districts. The Plan showed only one residence 

district, however. It was indicated that the Mexican custom 

of having small stores in the residential sections should 

not be further encouraged but that the existing stores, as 

non-conforming uses, would be sufficient for the popula

tion. 64 

The business district-would allow commercial, 

residential, and light m~nufacturing uses. It was indicated 

that local business districts should be provided at approx-

imately.half-mile intervals and wherever any considerable 

number of stores are already established. 65 

The industrial districts would allow the uses per-

mitted in the other zones but all other uses would be per-

mitted with the exception of certain industries which gave 

off offensive odors, noises, or fumes. These uses were to 

be placed in an area designated as a heavy industrial 

district. 66 

It was indicated that area regulations providing for 

certain minimum requirements of light and air be included in 

the regulations. The percentage of lot to be occupied should 

be specified, as well as minimum amounts of open space in 

64Ibid ., p. 60. 

65Ibldo 
.............. 

66Ibid ., 60 61 pp. - • 
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front g side, and rear yards. Standards of housing in El 

Paso at the time of the Plan recognized that no apartment 

or tenement house could occupy more than ninety per cent 

of a corner lot or more than seventy per cent of other 

10ts. 67 

The zoning map classified the majority of the com-

munity as residential, with four corner clusters of business 

zones everyone-half mile along thoroughfares or trolley 

lines, with strips of commercial along certain streets where 

such use was then existent. A three-block swath 'from Yandell 

Boulevard to the railroad yards running from the central 

business district to the Five foints District was also zoned 

for business. A similar Bwath followed Texas Street and 

Myrtle Street and continued east from Piedras Street along 

Alameda Avenue. 68 

Most of the area along the railroad tracks was pro

posed for industrial districts, as was the area of South El 

Paso. 69 

No ordinance was submitted with the Plan. The first 

zoning ordinance was passed in 1930 and apparently followed 

the proposals in the Plan. 70 In its review of the zoning 

67~'J p. 61. 

68 See Figure VIII. 

69Ibid • 

70Annual Progress Report 1953, £Eo cit., p. 13. 
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situation in 1943, the Planning Commission noted that an 

over-optimism on the part of Mr. Kessler had resulted in 

over-zoning for business and industrial purposes. In this 

year they prepared a new zoning map, reducing the apartment, 

business, and residential districts and enlarging the resi

dential districts. A new residential district was created 

making new construction spread out and not "overcrowd" the 

land. Front yard set backs were increased in the new zone 

from twenty feet to twenty-five feet. The minimum lot width 

was increased from 37. feet- to 50 feet in the new zones. 

The annual reports swell with rezone cases and the extension 

files of the Board of Adjustment indicate the inadequacy of 

the zoning proposals. 71 

It must be recognized that the American way of life 

has changed with the development of the automobile. It is 

no longer necessary to have the "corner grocery within walking 

distance. lt The housewife now drives several miles to the 

supermarket. Efficient shopping facilities no longer prefer 

to string out along arterials or on four-corner locations, 

but prefer to have integrated centers with abundant off

street parking. Industry prefers large open areas with 

parking facilities for employees, not small lots with loft 

buildings. The residential design has changed to the extent 

71Annual Progress Report 1943, ££. cit., p. 19. 
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that even fifty-foot lots are no longer adequate. These 

changes in our way of living make a zoning pattern as 

professed in the Plan an antiquated and useless one. 

The fact that no land use or occupancy studies were 

made prior to the ordinance did not make the ordinance any 

more fitting to the realities and needs of the area. The 

technology of making these studies has progressed in the 

intervening years from the date of the Plan ,to the present. 

The fact that a substantial number of court cases 

have been added to the repertoire of expe~ience in this 

field, plus the fact that many of them have, by their 

decisions, completely changed the course of zoning policy 

throughout the nation, must also be taken into consideration 

when reviewing the zoning recommendations of the Plan. 

Zoning was not legal in Texas at the time of the 

Plan. The Plan did, however, make certain zoning proposals 

which were to be put into effect at such time as it appeared 

that they would be sustained in the courts. The proposals 

in the Plan were simple. They were not adequate, however. 

The files of the Board of Adjustment and the rezones of the 

Planning Commission so indicate. 

The zoning recommendations have not been adequate 

through the years and have not beeh a good tool of implemen

tation of the Plan. While the other physical recommendations 
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have been adequate, this portion of the Plan was highly 

inadequate. 

SUMMARY AND CONCLUSIONS 

The test of the historical experience 72 with the 

Plan to see if the physical plans for development of the 

community have met the needs of the population living within 

the community indicates: 

1. The predictions of need by historical observa-

tion have been remarkable in their accuracy. 

2. The projected physical plan of the community by 

historical observation has been remarkably adequate. 

3. If the practical physical developments have not 

been accomplished as proposed in the Plan, they are either 

projected for construction or action, or they are theoretical

ly properly located and are still items considered for future 

action. 

4. The proposals for urban renewal, limited access 

highways, and highway and railroad grade separations usually 

associated with current planning were notable because of 

their presence in this Plan adopted as early as 1925. 

5. The thoroughfare needs prediction and projections 

72This test covers items discussed in Chapters III, 
IV, and V. 
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were remarkable in their accuracy over the period of time 

from the adoption of the Plan to the present. 

6. The Plan proposals for park, museum, and civic 

centers and other cultural centers have been adequate. The 

needs predicted have occurred and in most cases the projec

tions of the Plan have been followed. 

7. The predictions and plans concerning public 

transportation have been a complete failure due to the Plan's 

reliance on the fact that the trolley would be the prime 

means of transportation within the City. Historical evidence 

has disproved this prediction and the Plan projections in 

public transportation. 

8. The zoning as generally proposed in the Plan was 

placed in effect some five years following the Plan. The 

increasing technology in the zoning field has invalidated 

much of the zoning reasoning used in the Plan and the zoning 

adopted became unwieldy and inadequate as a tool for imple

menting the Plan. 



CHAPTER VI 

THE PHYSICAL ADE~UACY OF THE PLAN AS INDICATED BY 

ACTIONS TAKEN WHICH lJIlERE NOT PART OF THE PLAN 

Actions which were taken by the Planning Commission 

in the years subsequent to the adoption of the Plan but 

which were not included as part of the Plan should indicate 

basic weaknesses in the provisions of the Plan which kept 

it from meeting the needs of its projected period. Thus 

these actions which were taken by the Commission indicate 

a general weakness in the Plan or the results of projections 

not included in the Plan. 

The number of these actions taken in the years sub

sequent to the Plan is remarkably small. There are approx

imately five new pol~cies adopted by the Commission that 

were not properly projected or included in the Plan. They 

are 

1. Curb cutting regulations. 

2. The Wyoming-Hueco Street Traffic Route. 

3. East Rim Road. 

4. One-way streets. 

5. Parking. 
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CURB CUTTING REGULATIONS 

In 1931 the Planning Commission recognized the prob-

lems caused by drive-in stores, gas stations, etc., which 

cut excessive portions of the curbs for vehicular traffic to 

enter and leave their premises. The Commission noted that 

such a policy of excessive curb cutting limited curb parking 

space and made it inconvenient and sometimes dangerous for 

pedestrians. The planning staff was directed to make a 

specific study of abuses in this practice so that the Plan-

ning Commission could make specific recommendations to the 

City Council as to a policy to be developed on this practice. l 

This particular phase of legislation does not always 

come as a study of planning officials, and it is not unusual 

that it should not be a part of the Plan. The important 

factor to be noted, however, is that in making such a survey 

the Commission was fulfilling portions of the ordinance 

creating the Commission and establishing its duties, as 

follows: 

Whenever it is proposed to make any general altera
tion in the street or highway system of the city or any 
portion thereof, or to open, close, widen, or extend any 
street, boulevard, or highway in the City of El Paso, or 
in the territory adjacent thereto ... such proposal 
before it is acted upon shall be referred to the City 
Plan Commission for advice and consultation. 

lAnnual Progress Report 1931, £E. cit., pp. 8-9. 
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It shall be the duty of the City Plan Commission 
. to make studies and recommendations for the 

improvement of sanitation, recreation, and the general 
welfare of the public, and to improve traffic, trans
portation, and the general convenience of the public. 2 

Since the ordinance creating the Commission was a 

part of the Plan and established the duties of the Commission 

to extend its duties to cover future problems such as the 

curb cutting problem, it may be established that the Plan 

foresaw that needs not necessarily covered in the Plan might 

occur and provided a means for solving such future problems. 

THE WYOMING-RUECO STREET ROUTE 

Less than three years subsequent to the publication 

of the Plan, this amendment was made to the Plan. It called 

for a diagonal thoroughfare to be constructed from the inter-

section of Wyoming Street and Piedras Street to the intersec-

tion of Hueco Street and Montana Street. Although a traffic 

route from the Carlsbad Caverns area and a new flying field 

were both generally proposed in the Plan, the Plan was not 

prepared to have traffic from both enter the City via Montana 

Street. Because of the juxtaposition of these two facilities, 

and an anticipated traffic increase from both of them, the 

Wyoming-Bueco Street traffic route was proposed. 3 The 

2 Kessler, £Eo cit., p. 68. 

3 Robertson, £E. cit., p. 19. 
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proposal, however, gathered no more momentum than to be 

included as a Plan Commission proposal. In 1949 this thor

ough fare proposal had not been effectuated and expensive 

improvements constructed on the right-of-way precluded any 

construction at a reasonable cost over the right-of-way. It 

was dropped as a project and attention was focused on Montana 

Street as the prime thoroughfare for handling this traffic. 

This in turn became a project not envisioned in the Plan 

which, because of lack of acceptance by community officials, 

was dropped for substitute measures. 4 

EAST RI M ROAD 

In 1948 the Planning Commission proposed the exten

sion of Hastings Street to the Carlsbad Highway (U. S. 62). 

Since the road would follow along the rim of the East Mesa, 

the name for it was proposed as East Rim Road. An eighty

foot right-of-way was secured for this thoroughfare through 

the Terry Allen Addition and Hastings Street was opened 

hetween Raynolds Boulevard and Howze Avenue in conformity 

to the addition to the Plan. 5 By 1952 the right-of-way had 

been acquired for this thoroughfare as p1anned. 6 To date. 

4Annual Progress ReEort 1949, .£E. ci t. , p . 2. 

5Annual Progress ReEort lli§., £E.. c1 t. , p. 5. 

6 Progress ReEort 1952 , ci t. , 1-Annual £E.. p. 
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the right-of-way is reserved but unopened for public use. 

It would be only considered judgment to evaluate this route. 

However, the increasing traffic on Highway 62 will undoubtedly 

. use the East Rim Road as an alternate routing to Montana 

Street when this route is opened. It will help facilitate 

movement of traffic with a desire to travel into the Man

hattan Heights area. 

The Plan did not'propose such a routing but it must 

be assumed that the expansion of Fort Bliss with its southern 

boundary adjacent to this proposed thoroughfare was not con

templated at the time of the original Plan. This military 

property was destined, in 1925, to be developed into residen

tial property with east-west thoroughfares running in areas 

north and south of this later proposed East Rim Road. 

Trowbridge Street was proposed in the Kessler Plan 

to extend easterly from its intersection with Womble Road. 

The extension of Fort Bliss, the construction of the Carlsbad 

Highway, and the relocation of the airport, all had competing 

effects which prevented this eastern portion of the City from 

developing as proposed in the original Plan. In lieu of pro

posed thoroughfares running parallel to the proposed East Rim 

Road three blocks north of it and four blocks south of it, 

the East Rim Road has developed as a substitute for these two 

thoroughfares as a result of development not anticipated in 
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the Plan. The philosophy of extending thoroughfares in this 

vicinity is kept, however, though not in the exact location 

as proposed in the Plan. The proposal of the Planning Com

mission thus is complementary rather than conflicting to the 

original Kessler Plan. 

ONE-WAY STREETS 

The Kessler Plan made no specific mention of one-way 

streets as a method of lessening traffic congestion. At the 

present time there are eleven streets or portions of streets 

involved in one operation to increase traffic flow. They 

include San Antonio Street, Magoffin Avenue, Myrtle Avenue, 

Texas Street, Missouri Street, Yandell Boulevard, Montana 

Street, Rio Grande Street, AriZona Street, Kansas Street, 

and Campbell Street. They represent, for the moat part, 

peripheral streets which do not traverse the central core 

of the City. Texas Street and San Antonio Street are the 

only one-way thoroughfares that enter the heart of the central 

business district. 

By 1951 the standards for lane widths, median strips, 

and parking lanes had increased to the extent that a minimum 

two-way thoroughfare in the state or federal highway system 

required a 94-foot right-of-way. The majority of right-of

ways in El Paso were 70-foot. Using these standards as a 
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criteria for traffic moving facilities, the Planning Com

mission decided to investigate developing one-way street 

couplets for highways entering the City. A thorough 'study 

was made by Mr. Harry Corbett of the State Highway Depart

ment, acting as a citizen.7 The study was reviewed and ap

proved by the Planning Commission and in 1953 a proposed 

system of one-way streets was recommended to the City 

Counci1. S The program presented has, for the most part, 

been adopted and placed in operation. 

It appears that one-way streets are one method of 

traffic engineering technology that has developed with the 

congestion caused by the increased use of thoroughfares 

designed to serve the traffic at the time period in which 

the Plan was drawn. The increased emphasis on the use of 

the automobile for transportation rather than for pleasure 

was not foreseen at the time of the Plan. The Plan, in es

sence, projected future street requirements on the then 

accepted standards of street usage and projected the automo

bile as a pleasure vehicle rather than a transportation 

vehicle. This was apparently the basic lack of foresight 

which occasioned the inadequacy of the thoroughfares to 

handle current traffic loads and thus necessitated one-way 

7 
Annual Progress Report 1951, £E. cit., pp. 9-11. 

8Annual Progress Report 1953, £E. cit., p. 6. 
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street operation. The evaluation of the design of the motor 

vehicle may also account for this necessary readjustment of 

arterial standards. The automobile has become wider, lower, 

longer, and faster in design. Thus the need for higher speed 

traffic facilities and wider lanes has occurred. This evolu-

tion in the automobile industry was likewise not envisioned 

within the Plan. 

PARKING 

The Kessler Plan makes no specific reference to 

parking or parking standards. Parking was not the problem 

at the time of the Plan that it has currently grown to be. 

By 1945 the parking problem had reached the point that the 

Planning Commission recognized the need for offstreet parking 

facilities in the downtown district and recommended that 

steps be taken toward the solution of the problem. It was 

noted at that time that effective action was difficult under 

the then existing laws. 9 By 1952 the decentralization of 

business had reached the point that the Commission recommended 

that the City accept as a public responsibility the furnishing 

of offstreet facilities in connection with the street system 

and that legal means be sought from the state legislature for 

the issuance of revenue bonds to be paid from the revenues 

9 Annual Progress Report 1947, opo cit., pp. 3-4. ---
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of new facilities and existing parking meters. It was felt 

that the guarantee of revenues from these facilities would 

be necessary to make the bonds marketable. The bill proposed 

was introduced and fostered by E1 Paso County representatives 

, in the legislature but failed passage. An amendment to the 

City Charter was then proposed to allow all persons owning 

property in the local improvement district for such facilities 

to vote, rather than those residing within the district, so 

that bonds could be issued on such a basis. Such a charter 

,; 

amendment was made. Improvement district bonds were voted 

for offstreet parking facilities for a district bounded by 

the trainway, Campbell Street, Overland Street, and El Paso 

Street, said streets containing generally the central business 

district. lO In 1953 the parking improvement district went 

into litigation because of a challenge of its legality.ll 

By 1958 no parking facilities had been purchased or con

structed but at that time a survey was performed by a group 

of consultants to ascertain the proper location, sizes, ex

penses, etc., for these facilities. 

In 1956 the City passed an amendment to its zoning 

ordinances providing offstreet parking and loading require

ments for all uses and areas in the City. The central 

lOAnnual Progress Report 1952, £Eo £!!., pp. 2-3. 

llAnnual Progress Report 1953, £E. cit., p. 4. 
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business district was absolved by resolution from these 

requirements. For similar reasons to those indicated for 

the adoption of one-way streets, the Plan did not anticipate 

the problem of parking in the downtown area. With regard 

to the automobile and its impact upon the Plan, Mr. Kessler's 

planning was not for projected needs of thirty years, but 

was rather a projection based on expansion of 1925 parking 

needs for an additional thirty years. 

SUMMARY AND CONCLUSIONS 

The remarkably few acts taken by the Planning Com

mission which were not part of the Plan speak well of the 

adequacy of the Plan. Of those taken three, curb cutting, 

one-way streets, and parking, were occasioned by the incr~ase 

in number, size, and speed of automobiles, which were not 

envisioned in the original Plan. 

The Wyoming-Hueco Street traffic route was occasioned 

because of the specific location of the Carlsbad Highway' as 

it entered the City on Montana Street. This proposal was 

not accomplished over a period of years, so that improvements 

were located in its path to the extent that it became imprac

tical. Stopgap solutions to resolve the problem had to be 

taken at the intersections of Piedras Street and Wyoming 

Street and of Piedras Street and Montana Street. 
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Construction of the East Rim Road extending Hastings 

Street to the Carlsbad Highway may be considered to be 

occasioned by the enlargement of Fort Bliss, which was not 

envisioned in the Plan. In theory, it replaces a Kessler 

Plan boulevard which would have been parallel to and north 

of it in the area which is now part of Fort Bliss. 

The test of the adequacy of the Plan as measured by 

the actions taken by the Planning Commission and legislative 

officials indicates: 

1. The Planning Commission and the legislative 

officials of the City accomplished remarkably few acts in 

the direction of the physical development of this community 

which were not included in the original Plan. 

2. The majority of the acts accomplished which were 

not proposed in the Plan deal with the results of the increase 

in number, size, and speed of automobiles, which were not 

originally envisioned in the Plan. 

The Plan as a whole appears to have been quite adequate 

through the historical period observed. The inadequacies ap

pear to have been caused primarily by: 

1. Lack of scientific investigation in the prepara

tion of specific predictions. 

2. Increase of technology in certain areas which 

.has occurred in the period of time following the Plan. The 
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changes in zoning ordinance format. design, and content, and 

the increased library of judicial experience would be some 

good examples of this increase in technology. 

3. Changes in the transportation habits and media 

of the public in the years intervening from the adoption 

of the Plan have been great. Notably the change of public 

travel habits from public transportation to private automo

bile with the resulting .technological changes in both fields 

of travel would be good examples of this change in trans

portation habits and media. 
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CHAPTER VII 

THE EXTERNAL FORCES WORKING ON THE PLAN 

Two major economic forces left their effect on the 

Kessler Plan. It was during the thirty-year period which 

was projected in the Plan that the United States went 

through the upheavals of a major economic recession and 

a major world conflict. These two economic upheavals could 

not possibly occur without leaving major imprints on the 

life of the community and upon its development. Therefore 

the consequences of these two occurrences on the Plan must 

be analyzed. 

THE DEPRESSION OF THE EARLY THIRl'IES 

The crash of October and November, 1929, left men 

and women in all walks of life penniless overnight. It was 

but a part of an economic depression which was the plight of 

the world. Since the cities depend on tax moneys to subsist, 

it is only logical that a major economic recession would be 

felt by the municipal government. Persons with speculative 

property were no longer able to maintain their taxes. Cities 

were thus short of tax revenues. Bonded obligations were 

still current for municipalities, 80 they reached an economic 
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situation similar to that of private individuals who were 

unable to meet their financial obligations. The municipali-

ties, however, have the advantage that their obligations 

become public debts, so no bankruptcy proceedings were 

instigated. 

The public debt of the Federal government during the 

period 1933-1936 increased from $16,185,000 to $33,785,000, 

or an increase of twice the original debt. l Portions of 

,;', this increased Federal debt were moneys appropriated on a 

loan basis to states and municipalities who were unable to 

meet current obligations because of the decrease in revenues 

brought about by the depression. In addition to the loan 

moneys available to the municipalities, additional moneys 

were available through the Works Progress Administration 

(W.P.A.) on a share-of-expense basis for public works within 

the community. During the years from 1934 to 1936, $1,169,880 

was spent on W.P.A. projects by the Federal government. 2 

Since the Kessler Plan had proposed a number of 

public works programs, the City was in a good position to 

obtain persons and moneys through the W.P.A. to help it 

accomplish the public works proposals suggested. The program 

lEducators Association Inc., The Volume Librar!, 
(New York, New York: Educators Association Inc., 1947 , 
p. 1429. 

2 
Ibid., p. 710. 
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for the City was proposed and the only limitation on the 

extent of accomplishment was the City's share of the funds 

for the projects. It was through this fund source that El 

Paso accomplished construction of the grade separation on 

Dyer Street, the Copia Street Drain, the Manchester Street 

Bridge, the curbs and sidewalks on Portland Street, and 

improvements at the City sewage disposal plants. The munici-

pal airport and terminal building were constructed using 

W.P.A. funds and personnel. 3 The County built two large 

county parks, Ascarate and McKelligan Canyon, using these 

funds. 4 Both parks were located and developed according to 

the Kessler Plan. Thus, while the depression was disastrous, 

in many ways it became a blessing in disguise by forCing a 

public works program which followed Kessler Plan proposals. 

THE RETURN TO A WAR ECONOMY 

From the early days of Mexican-American hostilities, 

El Paso has been a military center. Fort Bliss was formed 

as a cavalry post in 18485 to keep peace and order in this 

3Annual Progress Report 1937, ££. cit., p. 4. 

4Annual Progress Report 1943, ££. cit., pp. 14-15. 

5William Rule, "Facts on El Paso Military Installa-
tions lt (El Paso, Texas: An eight page typewritten manuscript 
dated 1958, prepared by William Rule, Col., U.S.A., Ret., 
concerning the history, size, and economic implications of 
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border town. Numerous Mexican and Indian uprisings were 

squelched as a result of troops stationed at this point. 

The Fort also became the last check point for camel trains 

traveling from San Antonio to California. The Fort ex-

panded prior to 19l? under the command of General John J .. 

Pershing and became a military training center for World 

War I. In 1920 the William Beaumont Army Hospital was founded 

on a 2?2-acre site adjacent to Fort Bliss. 6 In 1919 the 

Border Patrol was formed with facilities and cooperation 

of the Aviation Section Headquarters.? The forerunner of 

Biggs Air Force Base, the "United States Aviation Field,n 

was organized July 1, 1920, and had Captain Claire L. 

Chenault as an aviation engineer officer from 1922 to 1924.B 

The importance of El Paso as a military center, as 

can be noted from the establishment of the various military 

bases, was an established fact prior to World War II. At 

the time of the Plan, however, the world was satisfied that 

peace would be a lasting thing. The armistice had ended the 

war of wars. 

military installations in El Paso. Col. Rule is currently 
zoning administrator for the City of El Paso Planning 
Department), p. 5. 

6 Ibid., p. 1. 

? Ibid., p. 1. 

8Ibid ., p. 1. 
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In 1941 this country entered into one of the greatest 

conflicts recorded in world history. It was natural to 

assume that it would have some impact on the military instal-

lations in El Paso. 

Fort Bliss became an aciive training center in 1942. 

The First Cavalry Division was mechanized and thousands of 

acres of wastelands to the north and east of the Fort were 

purchased for maneuvering areas and artillery ranges. After 

the First Cavalry Division was sent to combat duty in the 

south Pacific, the Fort and its various ranges became a 

center for anti-aircraft artillery training. 9 

William Beaumont Army Hospital became a training 

c, center for enlisted men and officers of the medical corps. 

, 
" 

Approximately sixteen thousand men were trained. In 1944 

a W.A.C. complement was added to the hospital and a training 

center for approximately five hundred women a month was 

opened. During the war wounded personnel from the E~ropean 

and Pacific theaters of operations made a peak patient load 

at the hospital of almost six thousand persons. lO 

The growth of Biggs Air Force Base, stimulated by 

World War II, was phenomenal. $10,000,000 of construction 

expanded the old field into a completely modern air base. ll 

9 7. ~., p. 

10Ibld. , p. 4. 

llIbld. , p. 2 
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The end of World War II did not end world hostili

ties. The Korean conflict turned Fort Bliss into a Replace

ment Training Center in anti-aircraft training. 12 The peak 

patient load at William Beaumont Army Hospital rose to 1200 

patients. 13 

The increased emphasis on our nation's defense pro

gram made itself felt in the El Paso area, forty-one miles 

north of the El Paso City limits, at the southern end of 

the Tu~arose Basin. The development of guided missiles 

became a factor which turned this wasteland into the nation's 

largest inland missile range with millions of dollars worth 

of installed electronic equipment and thousands of persons 

employed, both military and civilian. Exact figures on the 

White Sands Missile Range cannot be obtained for security 

reasons. 

The large range areas, plus the accessibility of the 

White Sands Missile Range, led to the conversion of Fort 

Bliss to the country's only Guided Missile Training Center. 

Instruction in all phases of guided missiles and anti-aircraft 

artillery for both officers and enlisted men of the army, as 

well as students representing participation of the U. S. Navy, 

U. S. Air Force, and U. S. Marine Corps, is provided at the 

13 Ibid., p. 4. 
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utilities. 18 Its impact on the economy of the area may 

also well be noted. 

From a humble beginning of a 13-man personnel comple

ment and 208 acres of land containing two aircraft hangars 

and one balloon hangar, Biggs has grown to a complement of 

6,600 military personnel and 350 civilian personnel on a 

base of 746 acres with an inventory value in excess of three 

hundred million dollars. Of the 6,600 military personnel, 

all but 850 families live off the post in dwellings within 

the City limits. The annual military payroll averages 

twenty-four million dollars, while contracted services and 

locally purchased supplies account for an annual expenditure 

of an additional thirteen million dollars annually. The 

impact of the military installation may also be well nated. 19 

A part of the old Logan Cantonement area af Fort 

Bliss has been set aside as a border patrol academy and 

though it covers approximately a ten-acre tract and the 

persons staffing it would be negligible when compared to 

the other military installations, it does have its part in 

the military economy of the area. 

The expansion of military facilities may be noted 

18 
~., p. 5. 

19 
Ibid., p. 2. 
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in the population trends. The City of EI Paso had failed 

to increase in population at anywhere near the pace predicted 

in the Kessler Plan until the just previous nine years. It 

has been during this nine years that the greatest increase 

of military base facilities has occurred. It has been in 

these nine years that the guided missile programs have 

developed. The impact of the military has contributed sub

stantially to the increased population to enable it to reach 

a figure similar to the one proposed in the Plan. 

The increase in this particular economy has over

balanced the economic base that was originally established 

in the Kessler Plan. 

The increase in the size of Fort Bliss, which was not 

envisioned in the Plan, changed the existing and predicted 

uses of large areas north and east of the Fort. The Alhambra 

Gardens Subdivision was incorporated into the ~~rt and Roose

velt Park was abandoned. The Fort took control of the 

municipal golf course, and the City constructed a new one 

in Ascarate Park. The development of the City in a north

easterly direction was prohibited by the Fort expansion. 

The airfield was moved to the south end of the Fort because 

of its expansion. Changes in the road and boulevard patterns 

of the eastern portion of the City were changed by the ac

quisition of lands for Fort BliSS, making them impossible 
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or impractical proposals. The wide expanse of the Fort 

forced the development of the North East EI Paso area north 

and east of the Port. This development was accompanied by 

requirements for streets, parks, schools, and public 

facilities which were not envisioned as a part of the Plan 

since there was suitable area for development closer in to 

the City at the time of the Plan. This same suitable area 

became a portion of Fort Bliss. 

SUMMARY AND CONCLUSIONS 

The depression of the early thirties and the 

return to a war economy appear to have had the following 

effects and consequences as external factors working on 

the Plan: 

1. The Kessler Plan neither predicted the depres

sion nor envisioned the war so no provisions were made for 

the effects of either. 

2. The depression of the thirties had many il1-

effects on everyone concerned. It did have, however, the 

quality of a blessing in disguise in helping to implement 

some of the proposals of the Plan. The fact that the Plan 

was in existence prior to the depression gave the community 

a long range policy to work toward in W.P.A. projects rather 

than accomplishing short range projects arising at the time. 
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3. The return to the war economy has probably had 

the greatest effect on the Plan, although the City has had 

a military history. It brought an upsurge in the economy 

of the area during World War II. The real impact did not 

affect the area, however, until the development of guided 

missile facilities and programs in the area. 

4. The military economy has affected the economic 

base to the extent that'it has now become the basic industry 

with those listed in the Plan becoming secondary, though 

not unimportant, in nature. 

5. The military economy appears to have brought 

about the upsurge in population to the point that in a 

nine-year period the City has nearly reached the population 

which the Plan predicted for a thirty-year period. This had 

failed to materialize previously. 

6. The increase in the size of Fort Bliss changed 

the ecological distribution envisioned in the Plan and thus 

necessitated some changes in the physical plan which would 

probably not have been necessary had the space acquired by 

the Fort been put to the uses envisioned in the Kessler Plan. 



CHAPTER VIII 

THE EXTENT OF ACCEPTANCE OF THE PLAN AND 

THE COST OF NON-ACCEPTANCE OF THE PLAN 

The purpose of this portion of this paper is to 

ascertain the pulse of public acceptance of the Kessler Plan 

and the cost, where measurable, of the non~acceptance of the 

Plan. 

The acceptance can be measured only by empirical 

evidence of accomplishments and the evidence of behind-the

scene efforts to "sell" the Plan. 

The cost of non-acceptance is a difficult cost to 

measure. There are many ways in which the non-acceptance 

of the Plan costs the City. Most of the time these costs 

are measured in intangibles such as the general welfare of 

the public, lack of accomplishment of esthetic features of 

the Plan, overcrowding of certain faCilities, etc. Very 

often it is indicated that the lack of acceptance of the 

Plan can induce monetary loss, but the measurements of these 

losses are highly intangible because no subsequent actions 

heve been taken which were caused by the lack of acceptance 

at the proper time. 
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THE EXTENT OF ACCEPTANCE 

The best measure of the acceptance of the Plan is 

the fact that the majority of the proposals indicated in 

the Plan have been accomplished over the period of years 

intervening since its adoption. George Kessler made numer-

ous addresses to clubs and organizations in El Paso selling 

planning long before the Plan was written. His local 

engineer stayed in El Paso as City Plan Engineer after 

completion of the Plan to insure its implementation. 

The Kessler Plan association had been established 

in Dallas to continue selling the Kessler Plan for Dallas. l 

Such an organization was not necessary in El Paso. El Paso 

did, however, have speakers from outside the community come 

in from time to time to speak on planning before the joint 

meetings of the City's luncheon groups. 

THE COST OF NON-ACCEPTANCE 

There are two special items historically noted in 

the actions of the Planning Commission which indicate a cost 

of lack of action on the Kessler Plan proposals at a proper 

time. One of these items reflects a specific monetary item. 

1 Correspondence on file in the El Paso Planning 
Department substantiates the existence of this organization 
and indicates its purpose. 
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The Purchase of ~~ Rights 

The Kessler Plan proposed that the City acquire 

water rights from the Rio Grande River. The City's water 

rights could have been included in the original dam project 

plans with little expense involved for the City.2 No action 

was taken, however, until 1940, some fifteen years after 

adoption of the Plan. By 1940 water supply had become acute 

and the City was beginning to deplete its water table well 

supply. By 1943 the City had to acquire, by means of pur-

chase, approximately 5300 acres of land, at considerable 

expense, and to remove this land from cultivation in order 

to obtain the water rights. Not only did this purchase re-

move the land from the property tax base of the area, but 

it also removed approximately five per cent of the federally 

irrigated farm lands from the valley, thus reducing this 

amount of economic base. 3 

The Montana Street-Piedras Street Intersection Correction 

The Plan proposed that a considerable cut be taken 

across the Masonic Hospital grounds located on the south-

east corner of Montana Street and Piedras Street. It was 

2 
Kessler, ££. ~., pp. 53-54. 

3 Annual Progress Report ~, £R. cit., pp. 16-17. 
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noted that such a cut could be made without influencing the 

hospital proper and that such a cut would ease the flow of 

east-west traffic on Montana Street. 4 No action was taken 

to perform this intersection correction. An alternate solu-

tion to this intersection correction was proposed by the 

Commission in the construction of the Wyoming Street-Hueco 

Street trafficway. The cost of this latter trafficway' was 

estimated at the time to be one hundred thousand dollars. 5 

No action took place on the Wyoming Street-Hueco Street pro-

posal and it had to be abandoned because new structures built 

made the proposal unworkable at a reasonable expense. 

In 1946 the Masonic Hospital was torn down and Sears 

Roebuck and Company purchased the property for a new store. 

A special building line was proposed by the Planning Com-

mission, which would help alleviate the traffic congestion 

at this point. The City Council adopted the special building 

line, Sears objected, and the Council rescinded its action. 

Sears built their building covering the corner, which closed 

this property for any street purposes. 6 

The introduction of one-way streets failed to help 

materially in this intersection. In order to correct the 

4Kessler, £E. cit., p. 28. 
5 . 

Robertson, £E. cit., p. 19. 

6Annual Progress Report 1946, £Eo cit., p. 3. 
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articulation, the funds are programmed to remove commercial 

buildings across from Sears in order to correct this inter-

section. This correction will be more awkward than the 

original proposal, and the cost 1s projected at $516,000. 7 

This is five times the cost of the original Wyoming Street-

Hueco Stree~ trafficway proposals, and is an expenditure 

which would not have been necessary at all if proper actions 

had been taken to correct the intersection as proposed in 

the Plan. 

SUMMARY AND CONCLUSIONS 

The extent of acceptance is apparent in the fact 

that the majority of Plan proposals have been accomplished. 

The cost of non-acceptance is clearly indicated in two ex-

pensive stop gap measures necessitated by the fact that the 

proposals were not followed or were not completed within the 

framework established in the Plan. The specific dollar and 

cents figures indicated as the cost of non-acceptance of the 

Kessler Plan might make a good reference for use when a 

planning commission is trying to justify expenditure of 

municipal funds on capital improvements that appear to be 

imperative for immediate action. Often similar examples 

7 
Capital Improvement Program 1959-1965, £E. cit., p. 37. 
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within a local community are impossible because this cost 

can be measured only in intangibles. If the local municipal 

officials can be swayed by figures and experiences of other 

communities, then measures such as those indicated in this 

chapter would be useful. 



CHAPTER IX 

THE PHILOSOPHY OF THE PLAN COMPARED TO 

PRESENT DAY PLANNING PHILOSOPHY 

This section on the philosophy of the Plan compared 

to present day planning philosophy attempts to indicate the 

adequa cy or inadequa cy .of the Plan from a planning principle 

viewpoint rather than the adequacy of the physical parts of 

the Plan. 

For this purpose, the adequacy of the Plan is dis

cussed in two divisions: 

1. Comparison of specific Kessler Plan concepts. 

2. Comparison of the Plan to specific contemporary 

Plans. 

The part pertaining to the comparison to specific 

Kessler Plan concepts takes certain planning principles dis

cussed in the Kessler Plan and makes specific reference of 

these principles to similar present day planning prinCiples, 

as can be noted in current planning programs or which were 

inculcated as a part of the curriculum at the University of 

Washington during the tenure of instruction of the author 

of this paper. 
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The part pertaining to the comparison of the Kessler 

Plan to specific contemporary plans takes specific plans 

and compares the Kessler Plan by content and associated 

principles. 

COMPARISON OF SPECIFIC KESSLER PLAN CONCEPTS 

The following portion of the paper indicates points 

of specific physical plans noted in the Kessler Plan. Ma~y 

of them are currently accepted in general by planning agencies 

in their preparation of public policy in the development 

of their individual communities. Time is a test for these 

philosophies noted in the Kessler Plan. 

Parking Strips 

The Plan advocated narrower pavements on streets 

which did not carry heavy traffic, and parking strip's be-

tween the curb and the sidewalk to be planted and c,ar,ed for 

by the Ci ty with the cost assessed against the pro.PE!I'ty., 

This scheme would be put into effect when the proper'!?y 

owners on a street would voluntarily raise funds fo~ the 

original installation and petition the City to take.~harge 

of the maintenance. The maintenance cost would be taken 

care of by the simple system of raising the assessments 

enough, because of the benefits, to produce the cost of 
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upkeep at the prevailing tax rate. l While the principle of 

establishing a street classification system according to 

estima ted traffic densi ty .i8 a ra ther common planning prin-

ciple, the development of city-maintained parking strips ap

pears to be more of a daydream than a reality. This is in no 

way to discredit the logic in the proposal, but rather to 

indicate the experience of the proposal. In El Paso the 

idea was tried on Rio Grande Avenue for a short time. The 

assessment, however, was a special one at a flat rate, les8 

than the cost. Owners could withdraw from such a program at 

will and the City was then forced to operate the program at 

a loss. As a result, the Plan was abandoned and the deteri

oration of the parking strip was immediately apparent. 2 

Urban Renewal 

As previously discussed in the historical experience 

as to adequacy or inadequacy of Plan proposals, the Plan 

proposed an early effort at urban renewal and slum clearance. 3 

The program proposed in the Plan included voluntary rehabili

tation of the area by owners and residents as currently pro

posed in the Federal program, as well as for complete clear-

ance and reconstruction where needed. 

lKessler, QR. cit., pp. 44-47. 

2Annual Progress Report 1943, £E. ~., p. 14. 

3See Chapter V, "Urban Renewal". 
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Joint School-Park Facilities 

The Plan proposed that the City "Provide for the 

all year daily and nightly use of school buildings and school 

grounds so far as practicable by the people for recreation 

and social purposes.u4 This currently acceptable planning 

principle is notable for its early appearance in El Paso as 

a result of the Plan. 

Abandonment of Unnecessary Streets 

The Plan proposed that unnecessary streets and parts 

of streets be abandoned and that the space thus saved be 

turned into public playgrounds and parks. 5 While current 

planning philosophy calls for abandonment of unnecessary 

streets by replatting, vacation, or a combination of both 

in a redevelopment project, the conversion of these streets 

into small parks and playgrounds is not as ideal today as 

at the time of the Plan, although the development of the 

park-spine green belt might help the City approximate the 

Kessler proposal. The economics of maintenance prevent the 

logical upkeep of such areas unless interconnected. The 

expense of maintenance and upkeep has caused a reorientation 

4 Kessler, OR. cit., p. 12. 

5Ibid • 



145 

of thinking as to the minimum size of a park and of play-

ground areas in the intervening years from the time of 

the Plan to the present. 

Platting Standards 

The Kessler Plan proposed for the residential areas 

where development had not occurred that "gridiron" platting 

be revised and modified to conform with the topography.6 

The principle of avoiding gridiron plats on any topography 

as well as the principle of following contours in platting 

are both accepted and followed as present day planning 

policy. The proposal in the Plan indicates attention was 

given to the subject thirty-four years ago. 

Street Width Standards 

The Plan stated: 

Streets, like all other structures, should be designed 
for the purpose for which they are intended. To have one 
standard street is to be justified only by the absence of 
any gene~al plan and by the saving in mental effort of 
trying to decide what the future requirements of the 
street will probably be. 7 

Within the standard 70-foot right-of-way prevalent 

throughout El Paso p the Plan proposed pavement widths of 

6 Ibid., p. 15. 

7 Ibid., p. 28. 
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32 feet for a residence street, forty feet for a secondary 

street, and 46 feet for a thoroughfare. Within the 100-

foot right-of-ways thoroughfare pavements of 25-foot widths 

were proposed for each side of a median strip of 20 feet 

which contained a double-track trolley. It was indicated 

that the trolley me an could be paved when needed. Boule

vards within lOa-foot right-of-ways were proposed to have 

a 40-foot pavement. 8 

The standards appear to be on the skimpy side when 

compared to present day street width proposals. By 1943 

the El Paso Planning Commission noted that the 32-foot pave

ment proposed for residential streets was inadequate and 

that it should be increased to 34 feet. 9 By 1950 the Com

mission increased the standard for major thoroughfares from 

46 feet, as proposed in the Plan, to 54 feet. lO New stand

ards were in effect in 1958 for new right-of-ways for col

lector streets with 64-foot pavements and 120-foot right-

of-ways for arterial streets with 32-foot pavements separated 

by 24-foot median strips.Il 

8Ibid . , p. 29. 

9Annual Prosress Re:eort 1943, £E.. ci t. , p. 11. 

10Annual Progress ReEort 1950, £E.. cit., p. 9. 

11 Im:erovement Program 1959-1965, ci t . , CaEi ta 1 .2E. • p. 41. 
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Standards have changed and trolleys have ceased to 

be a problem for inclusion in street design. However, it 

is notable that a classification system was established in 

1925 to give a basis for policy in street development pat

terns and to give the Commission a basis for changing the 

original policy in relation to more current needs of traffio 

movement. 

Regional Planning 

Planning for the future, to be entirely effective, 
must reach out beyond the present city limits and embrace 
the whole region of which El Paso is the center. l2 

Thus the introduction to the concept of regional 

planning was made a part of the Plan. The regional plan ae 

embraced in the Keasler Plan included the Upper and Lower 

Valleys, the then inhabited areas of El Paso County. It 

has since been extended to cover the North East El Paso 

area. Rudimentary planning elements such as thoroughfares 

and park sites are adopted by the County Commissioners. 

Since the Texas enabling legislation to date makes no pro-

vision for a county planning commission or county zoning, 

the implementation of a plan for the region depends only 

on the capital expenditures of the county government and 

12 
Kessler, £E. cit., p. 32. 
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control of subdivisions as tools of implementation. The 

introduction of the principles of incorporating a planning 

area including the urbanized area instead of just the 

physical environs of the municipality is noteworthy for this 

period thirty-four years ago • 

. ' 
School Servl~e Areas 

The Plan indicated that it was assumed that small 

children should not be required to go more than one-half 

mile in well built up neighborhoods to attend school. 13 

The one-half mile service area is generally accepted now 

as the theoretical school service area radius and establishes 

the theoretical standards for neighborhood boundaries. 

COMPARISON OF THE PLAN TO 

SPECIFIC CONTEMPORARY PLANS 

In order to further evaluate the Kessler Plan in 

light of more contemporary plans, a sampling of comprehensive 

plans of the post World War II era has been made. Five 

comprehensive plans have been selected for comparative 

purposes. The five represent works of consultants per-

forming the planning studies on a contract basis; planning 
\ 

staffs performing the planning studies with the aid of 

13Ibid ., p. 470 
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consultant advice; and staffs performing the planning studies 

without a consultant advice, depending on the resources of 

the staff and director alone. They represent the thinking 

of Harland Bartholemew and Associates, Scott Bagby, Ladislas 

Segos and Associates, J. Hazlet Bell, and Corwin R. Mocine. 

They represeht plans prepared for cities of similar or smaller 

sizes than El Paso, as well as one prepared for Dayton, Ohio. 

Dayton, of similar size,has a predicted 1960 population'of 

281,000 persons, similar to the 1955 figure predicted in the 

Kessler Plan for El Paso (300,000 persons) and the actual 

1959 popUlation estimate for El Paso (291,000 persons). As 

there are many similarities in these latter plans in compari-

son to the Kessler Plan, only significant differences in 

planning content and philosophy are noted in comparing the 

two. 

The Dayton ~14 

The Dayton Plan was prepared with a transmittal date 

of November, 1954. It was prepared for the Deyton City 

Planning Board by Harland Bartholemew and Associates of 

St. Louis, Missouri. The report is prepared covering the 

14Harland Bartholemew and Associates, City Planners, 
Comprehensive Plan Dayton Urban/Area, A Report to the City 
Plan Board, Dayton, Ohio {Saint Louis, Missouri: Harland 
Bartholemew and Associates, 1954}. 
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Dayton urban area which includes not only the City of Dayton, 

Ohio (1952 population 254,959 persons), but also the City of 

Oakwood, Ohio, and the City of Fairborn, Ohio (1952 popula

tions of 10,493 persons and 9,759 persons respectively), and 

also townships and portions of townships designated by the 

consultants to be a part of the Dayton urban area (total 1952 

population of 408,520 persons). 

The Dayton Plan and the Kessler Plan contain similar 

basic elements although they are separated in the space of 

time by twenty-nine years. Both contain elements concerning 

the geographical and location characteristics, historical 

background, and general economy. 

While both plans made specific studies in thorough

fare planning, transit and railroad facilities, parks, school 

sites and public services such as water supply, sanitary and 

storm sewers and storm drainage, the Dayton Plan is much more 

thorough in its approach to transportation 1n that 1t recog

nizes the importance of truck transportation and air trans

portation, two modes of traffic not overly important in the 

transportation of goods and persons in the 1925 period of the 

Kessler Plan. l5 The development of plana concerning the 

location of air facilities, truck terminals, inter-city and 

intra-city truck routes, were not problems of the Kessler 

15 Ibid., pp. 46-49. 
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Plan time, due to the fact that rail facilities handled the 

primary inter-city movement of both goods and persons. The 

Kessler Plan did recognize the future necessity of air 

facilities, but not on the scale that we now think of as 

commonplace. Both plans give thorough and specific studies 

to rail facilities, including recommendations for removal 

of certain rail lines, erection of grade separation facilities, 

and grade relocation facilities in the downtown area. 

The Dayton Plan contains studies concerning location 

of existing fire stations and proposed location of future 

fire stations, as well as proposals'for abandonment of 

certain stations. 16 It also contains studies concerning 

disposal of wastes and garbage. l ? These are areas of muni-

. ' cipsl function not covered specifically in the Kessler Plan 

'(I,' 

published twenty-seven years prior to the Dayton Plan. 

A l/ilrge share of the Dayton Plan is devoted to land 

use and zoning. IS These are areas which differ considerably 

in their scope from their counterparts in the Kessler Plan. 

Zoning was in the elementary stage even in 1925, though many 

cities had adopted this form of regulation by that time. It 

was certainly not the complex method of regulation that is 

now common or was common even at the time of the Dayton Plan. 

16!E1.£. , p. SO. 

I?Ibid., pp. SO-Sl. 

ISIbid. , pp. 14-2S. 
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Public control of private property was still a source of 

controversy and was largely a job of salesmanship in 1925. 

Sixty-two municipalities were zoned in 1924 and only three 

hundred twenty municipalities in the United States had adopted 

zoning at that time. The legal status of zoning was not well 

established nor were the prerequisites well established for 

the comprehensiveness or thoroughness necessary to form the 

basis for this public control of private land. 

The Kessler Plan indicated that although no specific 

legislation was in Texas legislature books concerning zoning, 

the basis for this use of the police power was in general 

statutes concerning the exercise of the police power for any 

great public rieed. 19 The power of cities in Texas to regulate 

by districts, as in fire districts, where different types of 

construction were permitted or prohibited and to regulate the 

location of certain industries, sanitariums, etc., would come 

under the classification of a public need. This left the 

legality of zoning in Texas dependent upon the court's opinion 

as to reasonableness and necessity. A simple zoning ordinance 

and zoning plan was prepared with four districts: residence, 

business, industrial and heavy industries. No land use plan 
..- ", 

~. was prepared nor was any detailed land use data collected. 

The zoning map was prepared on a "rule-of-thumb" basis. 20 

19Kessler, ££. cit., p. 59. 

20Ibid ., p. 60. 
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Specific studJ of eXisting land use is made in the 

Dayton study complete with calculated data concerning land 

use compared with population, lot area per family, percentage 

of zoned area used by the zoned uses, etc., as well as pro

posed future land use requirements. 21 The test of reasonable-

ness and necessity appears to be much greater in light of 

court decisions than were the tests in the public control 

of private land in the time of the Kessler Plan. This 

probably marks the transition from the pioneering days of 

Kessler times to the modern complex society of today in 

relationship to the requirements necessary for a co~~unity 

to have a comprehensive basis for zoning. 

While the Kessler Plan had interspersed recommenda-

tions for thoroughfares, the civic center, etc., 8 proposed 

plan for the downtown area was not segregated for special 

study as in the Dayton Plan. The Dayton study goes very 

carefully into circulation and parking in tbe central busi

ness district. 22 The impact of the automobile most certainly 

bas brought about the reorientation of transportation in tbe 

downtown area. In 1925, the time of the Keasler Plan, mass 

transportation was the mode of transportation for the majority 

2lHarland Bartholemew and Associates, 2£. cit., pp. 
14-23. 

22Ibido, 6~ 72 pp. v- • 
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of persons coming to the central business district, while 

the automobile was reserved for "joy riding" rather than 

as a primary means of transportation. This pleasure use 

of the automobile is specifically mentioned in the Kessler 

Plan in the statement: 

The marvelous increase in the use of the automobile 
is revolutionizing the pleasure-seeking habits of the 
people. Nearly every family has a car, and riding for 
pleasure is the principal outdoor sport of the day.23 

While no specific parking study was made as a part 

of the Kessler Plan, nevertheless homage was paid to the 

problem with the statement: 

More car parking space is an imperative need which 
will grow steadily greater. Any street widenlngs in 
future business districts and on main thoroughfares 
will be' profitable to the abutting property and ~o the 
community, for, other things being approximately equal, 
the shopper will seek the stores where parking tacilities 
are best. 24 

Today offstreet parking facilities for new business 

districts have become an accepted fact. No longer is parking 

on the major thoroughfares sufficient. Likewise, no longer 

is the public transportation providing transit for the 

majority of persons working or shopping in the central 

business district. Thus new urban problems dealing, with the 

automobile have developed in the twenty-seven years between 

23 Kessler, £E. cit., p. 23. 

24Ibid ., p. 322. 
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the Kessler and Dayton studies which require a more thorough 

survey of parking needs and facilities to be made than would 

have been necessary at the time of the Kessler Plan. This 

additional study, with emphasis on parking and traffic cir-

culat1on, is present as a part of the Dayton Plan. 

The Kessler Plan was very thorough in its treatment 

of major thoroughfares and parkways.25 Emphasis was placed 

on this phase of the urban plan, most likely due to the 

background of the author in landscape architecture. Boule

vards and parkways were the vogue of the day, a "leftover-

of the city beautiful movement. These thoroughfares were 

designed and destined, according to the Plan, to facilitate 

the principal outdoor sport of the day, which was riding 

for pleasure. The Plan was specific in its many recommenda-

tions for street widenings, parkway strips, etc. 

In a like manner the Dayton Plan is specific in its 

application of a thoroughfare program. 26 It, however, pro

vides a group of arterial standards for application through-

out the City of Dayton. In a manner similar to the Kessler 

Plan, it proposes a radial or belt system of roadways for 

Dayton. The primary difference between the two is the design 

and intent of the facility. While the Kessle.r Plan proposes 

25 
~., pp. 19-27. 

26 Harland Bartholemew and Associates, 2E. ~., 
pp. 29-37. 



154 

these thoroughfares for moderate speed pleasure driving, 

the Dayton Plan proposes them for a higher speed traffic 

moving facility designed primarily for its traffic moving 

qualities rather than its esthetic qualities. 

~ Berkeley Plan27 

The Berkeley Plan may be studied through two docu

ments; a preliminary master plan published in 195328 and the 

adopted master plan published in 1955. 29 The latter is, for 

all practical purposes, the Master Plan, and was adopted as 

such. However, some of the standards adopted in the Master 

Plan are more thoroughly explained and graphically presented 

in the Preliminary Master Plan. The Berkeley Plan concerns 

only the incorporated City of Berkeley, California. The 1950 

census rated Berkeley as having a population of 113,805 

persons. The 1960 population projection prepared by the 

Berkeley Department of City Planning is 120,000 persons. 

27A combination of a preliminary plan published in 1953 
and a plan published and adopted in 1955. 

28CitY Planning Commission, Berkeley, California, 
Preliminary Master Plan for Berkeley 1953, (Berkeley, Cali
fornia: City Planning Commission, 19~ 

29 Berkeley Planning Commission, Berkeley Mast~ 
Plan 1955, (Berkeley, California: Berkeley Planning Com
mission;-1955). 
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It can then be noted that the growth patterns of Berkeley 

and of El Paso do not appear to be similar. Significant, 

however, is the fact that this Plan had been completed in 

1955. Early planning experiences in Berkeley and El Paso 

are similar in that both have purchased the service of 

early-day consultants. The College of California (now the 

University of California) Plan prepared as early as 1865 

was a work of Frederich Law Olmstead and his plans for the 

college included parks and parkways extending to the Bay 

and to Oakland. Werner Hogeman, a famous Austrian planner, 

was hired by a group to prepare a plan for Oakland and 

Berkeley in 1914. 30 From these early beginnings Berkeley 

established planning and governmental precedents such as 

establishing one of the first zoning ordinances in the 

country and early use of the city manager form of govern

ment. 31 

While El Paso is a complete trading center serving 

a large trade area, thus initiating traffic from without to 

within its environs, Berkeley is only part of a much larger 

trade area with Oakland and San Francisco forming the 

nucleus of the trade area. Therefore there is an appreci-

able amount of traffic leaving the Berkeley environs to go 

30~., p. 12. 

31 
Ibid. J p. 13. 
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to San Francisco for work, recreation, and normal economic 

activities. In this respect Berkeley and El Paso are quite 

different. 

The Berkeley Plan and the El Paso Plan contain similar 

basic elements. The Berkeley Plan has inserted, however, a 

section on assumptions forming the basis of the Plan. 32 The 

Kessler Plan includes the basic assumptions section by sec-

tion, thus creating only a difference in structure rather 

than content between the two concerning this point. It is 

in the assumptions section of the Berkeley Plan that specific 

recognition of Berkeley's position in the San Francisco Bay 

area is made. The Berkeley Plan, similarly to the Kessler 

Plan. has in its first page a summary of the proposals further 

discussed within the Plan. A very thorough population study 

is made in the Berkeley Plan, in contrast to the "rule of 

" thumb" forecasting made in the Kessler Plan. It must be 

considered, however, that population projecting and informa

tion gathering techniques have improved considerably in the 

thirty years separating the two plans. The Berkeley Plan, 

like the Dayton Plan, has a significant portion of the Plan 

report devoted to land use, with specific studies made con-

cerning land use patterns. As indicated and discussed in the 

Dayton and Kessler Plans, comparison land use studies were 

32 
Ibid., pp. 15-16. 
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not an important part of the Plan. The integrity, ability 

to ascertain by observation the land use patterns, and the 

power to project future needs from this "rule of thumb" type 

of studying, apparently were the essential talents of the 

early day planning consultant. The Kessler Plan does not, 

however, appear to establish as closely defined land use 

controls as are now. common practice. 

The Berkeley Plan goes into the neighborhood concept 

of planning. 33 This neighborhood concept, wherein areas large 

enough in population to support an elementary school yet small 

enough in area to permit comfortable pedestrian movements,' 

with the natural boundaries to said neighborhood being formed 

by arterials or natural boundaries, does not appear in the 

Kessler Plan, though school service areas are a part of the 

Kessler Plan. This 1s undoubtedly a result of more recent 

planning philosophy. 

The Berkeley Plan calls attention to the prinCiple 

of having ribbon commercial areas develop along major arteri

als 34 which appears to be one of the planning principles of 

some early planners, but which does not appear to be a tenet 

of the Kessler Plan for El Paso. Between the Five Point 

District and the central business district of El Paso the 

major east-west thoroughfares from Montana Street to Missouri 

33 ~., pp. 34-36. 
34 Ibid., pp. 37-38. 
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Street were all proposed in the Keasler Plan to be zoned 

commercial. 35 The same is true of Texas, Myrtle, and 

Alameda Streets south of the tracks. In most cases, how-

ever, these reflect more the overzealousness of the plan-

ner for the extension of commercial properties than his 

desire for the development of ribbon commercial districts. 

The commercial zones proposed in the Kessler Plan usually 

extend three to four blocks in depth rather than extending 

one-half block in depth from major thoroughfares as was the 

case in Berkeley and in other cities with commercial develop-

ment along trolley lines and traffic streets. 

Parking had not been the problem during the time 

preceding the Kessler Plan that it is today, and so it is 

normal to assume that no specific studies of parking needs 

and solutions would be made in the El Paso Plan. Parking is 

one of the major studies in the Berkeley Plan, and the Berkeley 

Planning Department has made a detailed analysis of parking 

in that city.36 

~Vhile the Kessler Plan makes a rather thorough aeries 

of recommendations concerning the need for additional arteri

al and street alignment corrections., the recommendations 

appear to be more on the basis of a personal projection of 

future needs, rather than on any scientific knowledge of 

35 
See Figure VIII. 

36 City Planning Commission, Berkeley, California, 
£E. cit., pp. 39-40. 
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traffic volume, etc. The Berkeley Plan goes into a very 

thorough analysis of traffic needs using traffic vehicle 

registration figures, origin and destination surveys, and 

other tools, not even thought of in 1925, which show the 

changes in technology that the further development of the 

automobile has occasioned. 37 

While primary emphasis appears to be on the esthetic 

aspect of the park and recreation program fpr El Paso, it 

is conversely so on ~he use or recreation aspect in the 

Berkeley Plan. While recreation uses are by no means neg

lected in the Kessler Plan, small esthetic parks, parkways, 

and boulevards, with attention to monumenta, fountains, etc., 

are given considerable attention in this Plan. Conversely, 

while parkways, boulevards, and small esthetic parks are not 

completely neglected in the Berkeley Plan, the emphasiS on 

recreation is reflected when it refers to parks as being for 

"quiet recreation and as a visual and emotional relief from 

the congestion of urban surroundings. st38 Thus a ba~io change 

from the esthetic to the practical appears to be deneted in 

this change of basic planning philosophy thirty years in 

durationo While the city beautiful movement was ~it;1;ll: sf-
, . ," 

. . 
fecting plans in 1925. the change from the esthetio ~o' the 

37 
Berkeley Planning Commission, £Eo ill·".'p~::110. 

38Ibido, p. 92. 
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practical economics of city administration appears to have 

been a factor affecting such a change over this period of 

thirty years. 

The Hopkins Plan39 

The Hopkins Plan was prepared by Ladislas Segoe and 

Associates, city planners in Cincinnati, Ohio, for the 

Zoning and Planning Commission of the City of Hopkins, 

Minnesota. The letter of transmittal to the Zoning and Plan

ning Commission is dated June 21, 1954, some twenty~nine years 

after the transmittal of the Kessler Plan. The Hopkins, 

Minnesota, projected population for 1960 approximates 16,000 

persons. It, like Berkeley, is a bedroom-type city with some 

• «" industrial base but wi th a close commuting proximity of a few 

miles to Minneapolis. The Hopkins Plan 1s the first for the 

city and is the result of concern by the City Council and 

Chamber of Commerce over an increasing parking problem and 

traffic congestion. 

As in the plans for Dayton and Berkeley, a very 

thorough population projection and analysis has been performed 

in the Hopkins Plan which shows the improved technology in 

the field of planning in the years intervening between these 

39 Ladislas Segoe and Associates, city planners, City 
Plan Hopkins, Minnesota, a report prepared for the Zoning and 
Planning Commission, Hopkins, Minnesota (Cincinnati 2, Ohio: 
Ladislas Segoe and Associates, 1954). 
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plana and the Kessler Plan. 40 As in the previous two con

temporary plans studied, a thorough survey of land use was 

included in the Hopkins Plan. 41 While the Dayton Plan goes 

very briefly into an economic base survey, similar but more 

extensive than the Kessler Plan, the Hopkins Plan goes into 

more detail to show the present and proposed economy of the 

area, with analysis and application to the Plan. 42 This is 

another indication of the advance in urbiculture over the 

years since the Kessler Plan. It is doubtful that the 

methods of measuring business and economic activities within 

the community were developed at all during the time of the 

Kessler Plan, as there is no indication that there were any 

measurements available for the economic factors discussed 

in the Plan. 

While one of the elements included in the Kessler, 

Dayton, and Berkeley Plans, the element of transit studies, 

is omitted in the Hopkins Plan, this is understandable because 

of the size of the city studied. Very careful consideration 

is given traffic and parking in the Hopkins Plan. This un

doubtedly reflects the consultant's mandate from the City to 

study parking and congestion, the factors which prompted the 

40~., pp. 6-14. 

41~., pp. 23-28. 

42~., pp. 15-23. 
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study. Traffic counts for volume, destination, and turning 

movements of traffic were utilized, questionnaires were given 

to workers at the industrial establishments within the com-

munity, and results calculated from these questionnaires 

helped determine origin and destination data. Noteworthy 

also in the Hopkins Plan is the extensive use of question-

naires to obtain data for parking and traffic origin and 

destination analysis. 43 By using scientific methods of 

traffic study, recommendations were made concerning arterial 

systems and parking facilities. As noted in the previous 

plans, parking and traffic have become areas of scientific 

study within the plan rather than educated guesses as reflec

ted in the Kessler Plan. 44 

While the Dayton Plan is very thorough in its analysis 

of school sites, both present and proposed, the Hopkins Plan 

is more thorough in its analysis of the school district 

properties. Each site presently owned is analyzed as to 

size of grounds, size and condition of structu~eJ and service 

area. Standards as to size of structure and property for 

each basic type of school plant are established. Areas for 

new a1 tes are indicated. 45 The Kessler Plan :didl not go into 

detail concerning the exact location of sites, but rather 

43Ibid • , p. 37. 
. . 

44Ibid • , pp. 36-62. 

45Ib1d • , pp. 63-78. 
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indicated certain areas that would need additional sites in 

the future. No time schedule or standard as to size was 

included as a part of the recommendations. The standard of 

one-half mile walking distance for elementary schools was 

included as a part of the Kessler Plan, which indicated that 

this basic distance which has since become one of the measure-

ments for the neighborhood concept now generally accepted by 

planners, was basic thinking in the preparation of the Kessler 

Plan as far back as 1925. 46 The technology of school site 

planning has developed considerably through the intervening 

years from the Kessler Plan, but the one-half mile distance 

figure is still acceptable in modern planning. 

The park and recreation recommendations of the Hop-

kins Plan are similar, though on a smaller scale, to those 

of the Dayton and Berke ley Plans, and di ffer from the Kes:s Ie r 

Plan park proposals in a manner similar to the aforementioned 

plans. 47 

One of the primary proposals in the Kessler Plan was 

a civic center. 48 This topic was not discussed in the Berke-

ley Plan and was lightly covered in the Dayton Plan •. The 

public buildings portion of the Hopkins Plan is significant 

46Keasler, £Eo cit., p. 47. 
47 . 

Ladislas Segoe and Associates, city planners, 
~. cit., pp. 79-90. 

48 Keasler, £Eo cit., pp. 43-44. 
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in that a very thorough study is made as to the site for a 

civic center and as to the needs for structures within this 

civic center. This is far more complex in its presentation 

than the Kessler Plan. 49 

It is noteworthy that the Hopkins Plan and the Holland 

Plan discussed in the next segment of this paper contain, as 

a part of the comprehensive plan submitted, a public works 

or capital improvement program. The Hopkins Plan contains 

a very detailed priority system establishing a listed series 

of capital improvements. 50 Since the Holland and Hopkins 

Plans were prepared by consultants for communities without 

planning staffs, most likely the capital improvements pri-

orities were included as part of the plan package for the 

purpose of providing a guide line for the lay members of the 

Planning Commissions for capital improvement recommendations 

for the tw~nty years following preparation of the Plan. 

There may be two schools of thought concer~lng the 

completion of a plan pa ckage in this manner.> une s·chool 

may well profess the need for the consultant ~o show the 

implementing means for all his plan with a twenty~year maxi

mum for the implementation, while the other schoql may profess 

that planning is a process rather than a product and that the 

49 1 Ladislas Segoe and Associates, city p:anners, 
£Eo cit., pp. 105-117. 

50Ibid ., pp. 118-125. 
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consultant does the community a disservice by presenting 

a twenty-year package. Each has its merito Regardless of 

which school of thought is accepted, capital improvement 

programming is an effective tool for implementing the plan 

utilized by most large communities. 

This well accepted tool of plan implementation, 

though not specifically mentioned in the Kessler Plan for 

El Paso, was proposed three years after completion of the 

Plan by a mayor's committee composed of the five Planning 

Commission members and five other citizens. 51 The committee 

was known as the Robertson Committee, named after the chair

man who was a member of the Planning Commission. A ten-year 

capital improvement program was presented to the voters of 

El Paso but failed to pass. This early effort at a capital 

improvement program was most likely an idea emanating from 

the Kessler Plan though not empirically evidenced in either 

the Kessler Plan or the Robertson Committee report as a recom

mendation of Mr. Kessler. The close proximity to the comple

tion of the Plan and the fact that the engineer who worked 

with Mr. Kessler in preparing the Plan was the secretary and 

statistician of the Robertson Committee seem to point to the 

fact that this program was probably the result of one of Mr. 

Kessler's suggestions. As such, it would indicate the 

51 
Robertson, £E. cit., p. 2. 
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presence of the concept of this plan implementation tool 

at the time of the Kessler Plan preparation. 

The Holland Plan52 

The Holland Plan was prepared by Scott Bagby, city 

planning consultant of Grand Rapids, Michigan, for the City 

of Holland, Michigan. The letter of transmittal gives the 

date of presentation of the report to the Holland area 

residents and businessmen as April, 1953. The projected 

population for 1950 for the City of Holland is apprOXimately 

17,500. The city is an independent trade center for the 

surrounding suburban area. It started as a religious colony 

and was located as such rather than having lines of communi-

cation or natural resources serve as factors of location. 

The composition of the Holland Plan is somewhat 

different from the composition of the other plans compared 

with the Kessler Plan. While the Kessler Plan and the others 

previously discussed are arranged more or less into separate 

chapters or categories such as popula~ion, land use, 

arterials, schools, etc., with all material, maps, data, 

etc. contaibed in its own chapter or category, th~ Holland 

Plan follows a somewhat different pattern. Mr. Bagby relies 

52Scott Bagby, An Area Master Plan for Holland, 
Michigan (Holland, Michigan:--City of Holland, 1953) 
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strongly on the narrative form of presentation with simple 

graphic illustrations. The narrative is written in terms 

easily understood by the "butcher, baker, and candlestick 

maker" rather than in the more complex technical terms which 

planners and most persons associated with the formation of 

a plan ordinarily understand. Basically, the Holland Plan 

contains most of the elements of the other plans compared 

with the Kessler Plan. 

The population survey of the Holland Plan is much 

more limited than those of the other plans compared herein 

with the Kessler Plan. It does make use of figures from the 

1940 census. The predictions made within the Holland Plan 

are made in narrative form, as in the Keasler Plan, and do 

not reflect the intensity of study reflected in the other 

contemporary plans used for comparat.1ve purposes. 53 There 

is no attempt, in the Holland Plan, to analyze the economic 

base of the community other than to reflect its growth 

through census figures and a light analysis of historical 

development. In this respect the Holland Plan differs from 

the Kessler Plan as well as the other contemporary plans 

studied, in that it does not have a thorough economic base 

study. Land use is covered thoroughly in the Holland Plan, 

as in the other contemporary plans. The arrangement of text 

53Ibid •. 15 19 , pp. - • 
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and maps differs from these other modern plans, however. 

Regardless of the composition, land use and land use pat

terns in the contemporary plans differ tremendously in the 

degree of complexity from the treatment of land use in the 

Kessler Plan. Land use is not surveyed in the Kessler Plan 

but is covered generally by narrative. In other parts of 

the Plan the Holland Plan does not differ greatly from the 

Kessler Plan and othe~ contemporary plans studied, other 

than in the degree of intensity of background study. The 

Holland Plan, similarly to the Hopkins Plan, has a great 

degree of emphasis on the public improvement programming 

phase of the Plan. 

The Holl~nd Plan also places great emphasis on the 

elimination of through traffic in the residential districts. 

Mr. Bagby concludes that the residential areas must have 

protection from through traffi c and acce s si bi 11 ty b,y adequate 

major streets. 54 Since the gridiron pattern does not,give 

this protection, he proposes a simple rearrangement of 

curbs and pavements so as to require traffic a~ .~ regular 

intersection to make a right angle turn rather than to pro

ceed in a forward manner using the street as an arterial or 

non-arterial shortcut. This proposal was tried and tested 

in Grand Rapids, !vii chigan, in the spring of. l;9~5, after 1'1 ve 

54 Ibid., p. 46. 
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years of public relations to persuade people in a neighbor·_ 

hood to try it. The diversions were constructed by local 

improvement districts. After almost a year of the operation 

of this trial, residents who tried it were well pleased and 

found it to be a sound and practical approach to the neigh

borhood traffic problem. 55 This practical approach to prob

lems is significant in this contemporary plan as it is 

similar to the practical approach to problems which Mr. Kessler 

presented in the El Paso Plan. Not only in the narrative 

arrangement of the plan, but also in its common touch to 

planning problems are the Holland and El Paso Plans similar, 

even though separated by twenty-eight years of technological 

improvement in the field of urban planning. 

The Tacoma Plan56 

The Tacoma Plan was prepared by the Tacoma Planning 

Department with J. Haslett Bell acting as planning consul-

tanto The outline of the Tacoma Plan indicates that the 

plan was to be prepared in a series of eleven reports, each 

a self-contained publication representing a portion of the 

plan. The total of the eleven would represent the entire 

55 Robert M. Yoder, It Revo It of the Homeowners, It The 
Saturday Evening Post, March 24, 1956, p. 44. 

56A series of eleven publications each covering 
separate elements of a master plan. 
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plan. These reports were broken into areas of study similar 

to chapters or portions of the other contemporary plans. The 

first was published in 1947 with others coming out in from 

five to fifteen month intervals. The 1960 projected popula

tion for Tacoma, as noted in the plan publication entitled 

"Site - History - Population" is indicated as being between 

159,000 persons and 150,660 persons, with the accepted projec

tion being 156,154 persons. 57 

Of the contemporary plans studied, the Tacoma Plan 

has the most thorough study of population, indicating the 

use of tools for population predictions not available in 

the 1920 census, as well as the improved techniques of 

demography which have developed in the intervening time be-

tween the Kessler Plan and the Tacoma Plan. 

In a similar manner to the population survey, the 

portion of the Tacoma Plan which covers the economic base 

of the community is well-documented. 58 It does not, however, 

attempt to analyze or project the figures collected but 

rather gives a broad introductory statement as to the future 

economic capabilities of Tacoma based on the facts collected. 

57City Planning Commission, Tacoma, Wasbington, Site -
History - PODulation (Tacoma, Washington: City Planning 
Commission, 1948), pp. 38-45. 

58City Planning Commission, Tacoma, Washington, What 
Tacoma Has to Offer (Tacoma, Washington: City Planning 
Commission,-r948). 
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Although not as articulate in its presentation of facts, the 

Kessler Plan does give a broader analysis and prediction of 

the facts collected than is evident in the Tacoma Plan. 

The streets portion of the Tacoma Plan and the Kessler 

Plan are very similar in the fact that specific street recom-

mendations are made, even to the width of pavement, rounding 

of curbs, etc. 59 In the extensive Tacoma Plan freeways are 

recommended. While the -freeway was unknown during the time 

of the Kessler Plan, the boulevard and parkway were not un-

common. It is interesting to note that the Kessler Plan pro-

posed construction of two grade separations on one of the 

boulevards which contained few cross streets, "Making a fast 

traffic route of incalculable benefit to the great residence 

section north and east of Five POints,n60 thus fostering an 

early beginning of what we now regard as freeway standards. 

The Tacoma Plan uses an analysis of motor vehicle 

registration as the basis for the street needs of the com

munity.61 No figures of then present or predicted traffic 

volume were used in the Kessler Plan. Most likely the methods 

of obtaining them were not common during the time of the El 

Paso Plan. The Tacoma Plan, as in the majority of the other 

59CitY Planning Commission, Tacoma, Washington, 
Streets (Tacoma, Washington: City Planning Commission, 1950). 

60 
Kessler, £R. cit., p. 34. 

61CitY Planning Commission, Tacoma, Washington, 
Streets, £E. cit., pp. 6-10. 
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contemporary plans studied as a part of this paper, estab-

lishes arterial standards with a classification of thorough

fares. The Kessler Plan had a very limited classification 

systemo The classification and establishment of street 

standards appears to be more complex in the contemporary 

development of the planning processes. The Tacoma Plan, like 

its fellow contemporary plans, includes a detailed study on 

parkingo As explained before, parking is a problem that has 

developed with the increased use of the auto and decreased 

use of mass transit. While the former was predicted in the 

Kessler Plan, the latter is the reverse of tbe Kessler pre

diction. Regardless of the mistake in its predictions, 

undoubtedly the increase of auto traffic bas brought about 

an increase in technology to observe the increase of traffic 

and parking problems and to bring about at least partial 

solutions for these problems. 

The Tacoma Plan, like the Berkeley Plan, includes a 

well-rounded park and recreation plan 62 including parkways, 

passive recreation areas, etc., marking, as in Berkeley and 

the other contemporary plans, the change from the esthetic to 

the practical. The neighborhood concept is applied to parks 

and recreation as well as to schools in the Tacoma Plan. 

62City Planning Commission, Tacoma, Washington, 
Parks - Pla;t Areas - Schools {Tacoma, Washington: City 
Planning Commission, 1952}. 
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Neighborhoods were not so specifically designated in the 

Kessler Plan for £1 Paso. The Kessler Plan did recognize 

the one-half mile service area for schools which is now com

monly recognized, and did recognize the need for play areas 

in conjunction with the schools. Mr. Kessler called these 

small neighborhood play areas in connection with the schools 

community centers instead of neighborhood parks. Neighbor

hood parks in the El Paso Plan served what would now be con

sidered in present day planning thought as a community of 

several neighborhoods and which would be considered a com

munity park, in our present day planning vocabulary. The 

Tacoma Plan establishes standards for its various park and 

recreation uses as well as analyzing population figures as 8 

basis for various park and recreation needs. It further sum

marizes the inventory sites, facilities, and equipment then 

presently existing within the community. In almost every 

respect the Tacoma Plan has a much more thorough t.reatment 

of parks, .play areas, and schools than was evidenced in the 

Kessler Plan for El Paso. 

Sm~MARY AND CONCLUSIONS 

The philosophy of the Kessler Plan C9mpared' to gen

eral present day concepts indicates that many.of the currently 

accepted planning policies were current at the time of the 
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Plan and were included in the Plan. The Kessler poliCies 

and concepts on urban renewal, though not so termed at the 

time of the Plan; jOint school-park facilities; platting 

standards; regional planning; and school service areas are 

as current today as at the time of the Plan. They indicate 

the remarkable planning logic of thirty-four years ago. The 

street width standards, though increasing in width through 

the intervening period Df time, were indicative of the thought

ful inclusion of street standards as a part of the Plan as 

early as 1925. The general concept proposed in the Plan of 

abandoning unnecessary streets is a current one. The use for 

the abandoned streets proposed in the Plan, which suggested 

that they be used for parks and playgrounds, is a concept 

not currently accepted because of the economic implications 

of maintenance and operation. 

The change in economic conditions, labor supply and 

wage demands have caused the Kessler ,proposals, of City 

maintenance of parking strips and small parks ~~d playgrounds 

to become impractical. 

The specific comparison of the Kessler Plan of El 

Paso to the comprehensive plans of Dayton, Ohio; Berkeley, 

California; Hopkins, Minnesota; Holland, Michigan; and 

Tacoma, 1,Iiashington, indicate the followingp;oints of con

clusion: 
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1. The basic contents, with the exception of the land 

use survey and plans, are in both the Kessler Plan and its 

contemporaries. 

2. The basic underlying reasons for the planning 

process in the Kessler Plan is land economics and esthetics, 

while its contemporaries use a sounder statistical basis with 

less emphasis on land use values and esthetics. 

3. The urban problems covered in the planning process 

have increased. With the increase of problem areas, tech

nology has developed for the analysis to suggest efforts for 

solution of the problems, a notable example being the increased 

use of the automobile and increased traffic and parking analysis 

methods. 

4. The processes for general urban analysis have in

creased with the additional years of time between the Kessler 

Plan and its contemporaries, a notable example being the 

increase of analysis tools in demography and the change in 

scope of succeeding censuses since the 1920 census .. 

5. The economic base stUdies of the Kessler Plan, as 

well as its contemporaries, still do not show an organized 

analysis but rather depend on a survey of current resources 

with an educated guess of future resources. 

6. The contemporary plans rely more on scientific 

investigation and analysis for future predictions and plans 
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and less on the integrity and ability of the planner to 

ascertain by a "rule of thumb" method essential in his 

qualifications during the time of the Kessler Plan. 

7. The neighborhood concept was suggested in the 

Kessler Plan as in the contemporary plans, but was not defined 

as thoroughly as in the later plans. 

8. The format of the majority of the contemporary 

plans, when compared to .the Kessler Plan, differs from the 

Kessler Plan. The contemporary plans tend to use the text 

and to explain further the graphic presentations, figures, 

and charts, with each area of study self-contained. The 

Kessler Plan of El Paso relies more on the straight narrative 

approach with incidental graphic presentations to amplify the 

text. 

9. The establishment and publication of standards 

such as arterial standards, school service area standards, 

acre of school grounds/student standards, park area/IOOO 

persons standards, etc., are more frequent and common to the 

contemporary plans. 

10. The increased use of the automobile and the 

decreased use of mass transit has changed many frames of 

reference from the time of the Kessler Plan to the time of 

the contemporary plans studied. 



CHAPTER X 

CONCLUSIONS 

The following general conclusions are drawn from a 

historical appraisal of the Kessler Plan: 

1. A study by historical observation indicates that 

the Kessler Plan was adequate in most of the physical areas. 

Two notable exceptions were: 

a} The public transportation facility proposals, 

and 

b) The zoning recommendations. 

2. The twenty-eight year tenure of Mr. Walter Stock-

well, who helped prepare the original Plan, played a major 

part in guiding the implementation of the Plan. 

3. The inadequacies of the Kessler Plan can gen-

erally be classified as a result of: 

a) The lack of scientific investigation in the 

preparation of certain predictions; 

.b) The increase in technology in urban studies 

such as population, land use, traffic, etc., subsequent to 

completion of the Plan; 

c) The changes in transportation habits and media 

subsequent to the adoption of the Plan; and 
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d) The wartime expansion of military facilities 

in the community. 

4. The early proposals for urban renewal, limited 

access highways, and highway and railroad grade separations 

were evident as early as 1925, when the Kessler Plan was 

prepared for El Paso. Thus, they are not necessarily con

temporary thoughts originated by today's planner. The degree 

of development of these proposals as early as 1925 is notable. 

5. The predictions for future needs of the community 

were remarkable in their accuracy in spite of the lack of 

scientific investigation evident in the Plan. 

6. The two major external forces which left their 

imprint on the Plan were: 

a) The depression of the early 1930 years, and 

b) The return of the country and the El Paso 

area to a war economy. 

7. The depression, while being a disadvantage in 

many ways, was a blessing to El Paso in that it: 

a) Allowed the City and County to use W.P.A. 

labor and funds to implement proposals of the Plan, thereby 

accomplishing some projects prior to their scheduled need; 

and 

b) Returned tax lots to City ownership, thereby 

helping the City obtain additional park sites in some under

developed areas. 
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8. The return to a war economy forced the following 

changes upon the community: 

a) An increase in the size of military facilities 

which brought about a change in the ecological distribution 

of population in the City originally proposed in the Plan, 

and brought about certain changes in the development of the 

physical facilities of the community; 

b) An increase in the size of military operations 

to the point that the government expenditures portion of the 

community's economic base has become the leading economy; and 

c) An increase of population which followed the 

increase in size and permanency of military facilities. 

9. The acceptance of the Plan is apparent from ob

serving the accomplishment of the Plan proposals. 

10. The cost of non-acceptance of the Plan is indicated 

in two specific expenditures which would not have been neces

sary if the proposals of the Plan had been followed within 

the time schedule proposed in the Plan. The two costly ex

penditures did not provide a solution, but were less desirable 

stopgap measures which were not as adequate as the Plan 

proposals. 

11. The Kessler Plan was identical in general content 

to the contemporary plans studied, with the exception of land 

use plans and land use surveys, even though plan formats have 

been Changed through the intervening- years. 
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12. The planning philosophies accepted by today's 

planners as current planning philosophies were present in 

many cases within the Kessler Plan. 

13. The scieritific investigation and the use of 

urban research methods such as traffic volume measurements, 

population characteristics studies, land use figures, etc., 

have replaced the majority of the "rule of thumb lt observation 

methods evident in the ,Kessler Plan. Thus the contemporary 

plans rely on scientific investigation and analysis for pre-

dictions and plans, rather than upon the integrity and 

ability of the planner to ascertain future patterns and 

needs by observation. 

14. The contemporary plans reflect more of a dedica

tion to practicality, while the Kessler Plan was dedicated to 

esthetics and land economics. The Kessler Plan was more 

involved in fltownscape u than traffic volume. 

A few positive suggestions drawn from these conclu-

sions include: 

1. The planner of today should "make no little 

plans; they have no magic to stir men's blood ... make 

big plans: aim high in hope and work." l If the practical 

solution is greater than the community can accomplish, break 

lStatement by David H. Burnaham in The Christian 
Science Monitor, January 16, 1927. 
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the solution down into steps that are palatable to the 

resources of the community, but give them a long range goal 

for which to strive. 

2. The planner should utilize scientific investiga

tion wherever possible for the preparation of predictions. 

3. The planner should allow freedom in the textual 

presentation to extend the plan beyond current limits of 

transportation. He should plan optimistically for the future 

by observing present trends, and project them for the future, 

rather than to extend the limits of the present through 

future years. 

4. The planner should allow for the impact of ex

ternal forces such as wars and depressions within the textual 

presentation of the Plan. 

5. The planner should look at zoning only as a means 

of implementing the plan. As such the zoning ordinance should 

be reviewed and changed periodically to adapt it to the chang

ing development of the plan. 

6. The plan should be reviewed periodically and 

reoriented to adapt results to newer and more scientific 

methods of urban study. 

7. The planners should, as a group, consider further 

research to isolate and publicize the physical cost to a 

community of the failure to act upon the recommendations of 

a plan. 



182 

8. The planner should reorient his thinking con

cerning the projected time period for a comprehensive plan. 

Thirty Jears may have appeared adequate in 1925. The twenty_ 

year period of today may well be inadequate in ten years due 

to increasing technology within the physical and social 

sciences. In twenty years these sciences may be increasing 

in technology to the point that only a ten-year projected 

time period for a comprehensive plan may be adequate. 

9. The planner should carefully observe the cyclical 

trends about him. As the pendulum of planning thinking has 

swung from the esthetic to the practical and from the use of 

mass transportation to the use of individual automobiles in 

the past thirty years, it may well, swing back in the direc

tion of the esthetic and the use of mass transportation in 

the next thirty years as a result of problems occurring from 

reaching the opposite end of the cycle. As a result, todey's 

plan in respect to these two items may be as invalid thirty 

years from now as the Kessler Plan is today in this resoect. 
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APPENDIX A 

PRESENT EL PASO PLANNING ORGANIZATIONl 

I MAY 0 R 

I Plan 
[Commission 

PLANNING COMMISSION 

VOTERS 

A N 

Planni~ 
Department I 

IBoard of 
~?justment 

Policy Formation Pertaining to Community Development 

1. Represents the public and iriterprets public 

opinion in regard to city planning. 

2. Responsible for assisting city government in 

explaining public policy to the citizens. 

3. Advises city council when requested by the council. 

4. Initiates recommendations to city council. 

lAnnual _ Jress Report 1957, EE. ~., pp. 7-9. 
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5. Annually recommends revision of the 6-year 

Capital Improvement Program. 

6. Performs public hearing function in considering 

modification of the zoning map and administers procedures 

for subdivisions. (Recommendations may be appealed to the 

city council) 

7. Advises and assists planning department in the 

preparation and mainten,ance of the comprehensive or master 

plan. 

8. In general advises the planning department. 

BOARD OF ADJUSTMENT 

Interprets the Law 

1. Rules on application of the law when there is a 

dis~greement between the building official or planning de-

partment and the applicant as to the true meaning and ap

plication of the zoning ordinance. (Appeal from action of 

the board is directly to the courts) 

2. In cases where the strict application of the 

general rule of the zoning ordinance is impossible or would 

result in extreme hardship because of physical factors 

dssociated with the particular property not generally present 

or the location of existing buildings, etc., may issue a 

variance permit· provided such is in the spirit of the ordi

nance. (Appeal from action of the board is directly to the 

·courts) 
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3. In specifically enumerated cases ma~ issue condi-

tional use permits for uses which are not generally permitted 

in a particular zone when it is found the conditions are 

present under which the legislative body (Council) intended 

the use Qe permitted. (Appeal f~om action of the board is 

directly to the courts) 

4. May recommend architectural approval to the city 

council when it is found that the proposed structure will not 

be unduly out of character with other structures in the zme 

or adjacent zones. 

PLANNING DEPARTMENT 

1. An advisory, coordinating and research agency 

serving the Mayor and Council as well as other departments 

of the city. 

2. Acts as the secretariat of the Planning Commission 

and board of Adjustment. 

3. Assists in the administration of the zoning ordi-

nance and platting regulations. 

4. Coordinates and assists in preparation of the 

6-year Capital Improvement ~udget. 

5. Responsible fOf the staff work connected with 
1 

the preparation and maintenance of a comprehensive plan. 



APPENDIX B 

DETAILED THOROUGHFARE PROPOSALS 

INTER-CITY THOROUGHFARES 

u. S. Highway 80 ~l 

At the time of the Kessler Plan this highway was 

routed eastward via Texas Street and Alameda Avenue. This 

was the only major thoroughfare serving the Lower Rio 

Grande Va,lley. North Loop Road was, a t the time of the 

Plan, only a narrow farm-to-market road serving the 

agricultural areas of this Lower Valley. The plan recom-

mended the designation of a thoroughfare plan for the 

Lower Valley, This was to be the guide for platting east 

of the City limits. The Plan further recommended that 

Alameda Avenue be widened from Boone Avenue to Val Verde 

Street, moving the trolleys to the center of the street, 

and that a wide thoroughfare be built on both sides of the 

trolley line from Val Verde Street to Sambrano Street. At 

the time of the Plan El Paso County was building an 80-foot 

thoroughfare from Sambrano Street to the Ascarate District 

ISee Figure IX following Appendix C for map showing 
thoroughfares. 
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along the interurban line. The opening of Pera Street as 

a thoroughfare from Magoffin Street to Washington Park was 

recommended. 

For traffic destined for the Lower Valley north of 

the tracks, the Kessler Plan proposed a thoroughfare developed 

along Mis~ouri, Madera, Manzana, Stephenson Streets, and 

Womble Road. The Plan stated that the immediate construc

tion of such a thoroughfare was not imperative for the then 

immediate future but that the right-of-way should be devel

oped as practical. This new route would necessitate the 

opening of Missouri Street from Cotton Street to Piedras 

Street, the opening of Madera Street westward to Missouri 

Street, the construction of a new street through Concordia 

Cemetery connecting Madera Street and Manzana Street, the 

construction of a new street segment connecting Manzana and 

Stephenson Streets, and the construction and widening of 

Stephenson Street to the Fort Bliss Spur Road. It was recom

mended that Stephenson street east of Crockett Avenue be 

100 feet in width to acco~~odate a future trolley line. 

It was further recommended that Womble Road be constructed 

with a lOa-foot right-of-way from the end of Trowbridge 

Street to North Loop Road near its intersection with the 

Fort Bliss Spur Road. 

The Plan further recommended the construction of a 
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Riverside Drive along the Rio Grande River bank and the con-

struction of an unnamed thoroughfare in the location of the 

presently constructed Delta Drive. 2 

By 1935 the Rio Grande River course had been straight

ened and levees built. The bottleneck at the Ascarate Dis-

trict was no longer present, with the acquisition by the 

County of the lands now developed for Ascarate Park. The 

Lower Rio Grande Valley plan, the preparation of which the 

Kessler Plan proposed, was completed and accepted in 1935. 

It proposed the extension of Delta Drive through the Lower 

Valley to Ysleta. 

In 1942 a proposal was made to extend Delta Drive 

across Cordova Island to connect with 2nd Street, thus making 

a through route from the Depot to Ascarate which would be 

independent of Alameda and Texas Streets and the U. S. High

way 80 East traffic. 3 

In 1943 a review of the 1925 Kessler Plan indicated 

that Alameda Avenue had been widened as proposed in the Plan. 

The Pera Street-Magoffin Avenue thoroughfare had not been 

constructed, however. 4 

In 1944 the Texas State Highway Department prepared 

a Preliminary Street and Highway Plan for El Paso and Vicinity 

2 
ci t. !J 19-21. Kess ler, £.E.- pp. 

3 Progress RSEort 1943, ci t., 5-9. Annual £E.. pp. 

4Annual Progress RSEort 1942, .2.E. • cit. , pp. 1-2.; 
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This plan was to be the guide for post-war highway construc~ 

tion in the area. This plan proposed a new route for U. S. 

Highway 80 East, leaving its then present route four miles 

east of Ascarate following the levee road to Smeltertown. 5 

Until the new route was constructed a routing followed its 

then current routing tb Magoffin~ crossing over Cotton Street 

to Overland Street and along Overland Street to a viaduct 

carrying the route over the Santa Fe Railroad yards to Doniphan 

Drive. The plan was hastily prepared to obtain data for pend-

ing post-war Federal legislation. The Planning Commission 

noted: 6 

While the prospect of Federal funds is tempting, 
we should be over alert so that no hurried plans we 
adopted will be contrary to the well-considered schemes 
of the City for grade separation and traffic streets. 

The plan for highways which is determined upon now 
will effect the shape of the City for generations to 
come and the viewpoint should be broad and no avoidable 
mistakes should be made, but costs, even if not directly 
on the City, cannot be disregarded. 7 

The Planning Commission, .after studying the proposal 

of the highway department, concluded that the U. S. Highway 

80 East proposal crossing Cordova Island was impractical 

unless or until the Cordova Island crossing could be obtained 

by international agreement. The Commission recommended the 

5City Plan Commission, EI Paso, Texas, AnnualProrress 
Report 1944, (El Paso, Texas: City Plan Commission, 1944 , 
pp. 1-5. 

7 Ibid., p. 2. 
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adoption of the Overland street route proposed with the 

change of the east portion of the routing to include an over-

pass over the Franklin Canal and the railroad at the Inter-

national Bri,ck Company. This would provide a new road con-

structed along the north side of the Cordova Island boundary 

to the south shore of the Franklin Canal at Washington Park, 

along the south shoulder of the canal to the Hawkins Way

Alameda Avenue junction.- It was noted by the Commission that 

such a routing would have a limited access character by virtue 

of the canal along one side of it and the international 

boundary along the other side in two differerit portions of 

the route. It was concluded that such a route would give 

fast access to town from the airport, coliseum, the industrial 

area at North Loop Road, and Ascarate Park. 

The Commission proposed the name of this route to be 

the Overland Express Highway and recommended that the City 

promote the project in every way possible. 8 By 1946 the Over

land Express Highway right-of-way was being purchased. In 

1947 there was a decision to reroute the Overland Highway to 

miss Overland Street all together. Plans were prepared to 

widen 1st and 2nd Streets for this highway and to have this 

route connect with the Overland Express Highway at the Cor-

dova Island boundary. 

8 
~. j) pp. 1-5. 
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Instead of having the viaduct connect the new right-

of-way in a northwesterly direction with Overland street, it 

would connect in a southwesterly direction with 1st Street. 

1st and 2nd Streets would be connected with a diagonal thorough-

fare along the south boundary of the Texas and Pacific Railroad 

tracks. By moving the viaduct to 1st street the large church 

and the Tays Housing Project would not be destroyed or dam

aged by the project. 9 2nd Street would be widened. 

This alternate plan was proposed to avoid having 

through traffic traverse downtown streets as would have been 

• the case on Overland Street. 2nd Street would be far enough 

from the center of the central business district to act as a 

bypass but close ~nough to take traffic destined for the 

central business district to a point of distribution near 

it. IO 

By 1948 the 2nd street portion of U. S. Highway 80 

East was widened and constructed from Santa Fe street to 

Cotton Street. The route had been redesignated as Paisano 

Drive. In this year also contracts were let for construction 

of Paisano Drive from Cotton Street to its intersection with 

Alameda Avenue and Hawkins Way. Controversy arose over the 

9See Figure VI for location of these streets and the 
Tays Housing Project. 

10 
Annual Progress Report 1947, £Eo cit., p. 3. 
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construction of a grade separation at Alameda Avenue. Owners 

of adjacent property claimed large consequential damage in a 

belief that their property values would be injured. The 

Planning Co~~ssion, along with civic organizations, went on 

record approving the construction of the separation. ll The 

Commission went on record as being of the opinion that "damages, 

if any, were greatly over estimated, and that the separation 

will be val~able in promoting safety and faCilitating the flow 

of traffic at this important junction. ul2 

Plans for the western segment of Paisano Drive were 

prepared to continue the route from Santa Fe Street. 

By 1949 the Commission noted the reduction of traffic 

congestion on Texas street and Alameda Avenue as a result of 

the new Pais,ano Dri ve cons truction. 13 

The Commission noted, concerning the completed portion 

of Paisano Drive, the limited access features of the completed 

portion of this facility, and made the following polic;y state-

ment concerning zoning along Paisano Drive: 

The Drive in this portion is largely througb an area 
not zone9 for business but there 1s a constant pressure 
for changes in the zoning wbich would permit tbe com
mercialization of the road with a loss of some of its 
advantages. The present owners abutting on tbe highway 

11 
ProEjress ReEort 1948, cit., L Annual ~. p. 

12Ibid • 

13 
ProEjress ReEort 1949, c1 t., 1-2. Annual £E.o pp. 
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were well-compensated for all the land that was taken, 
and have not been asked to pay, by assessments, for any 
of the improvement work. Their property as 'Residential' 
will have an increase in value because of the imnroved 
accessibility provided by the highway and there is no 
injustice in denying to them special advantages which 
would be a detriment to the general public interest in 
the highway_ A million dollars for right-of-way purchases 
by the City and over three million dollars for construc
tion costs by the State will be the ultimate investment 
in Paisano Drive. The Commission feels such an invest
ment to provide a safe and fast road into and through El 
Paso should be protected. It therefore recommends again 
that commercial development along the highway be dis
couraged by retaining the present zoning and by retaining 
and increasing the City's property holdings along the 
drive. There is an economic fallacy in the argument 
often used that exceptions to good planning and zoning 
may be justified in order to get property on the tax 
rolls where it will contribute to the support of the 
City. The taxpaying ability of a community depends on 
many factors affecting the general prosperity, but in
vestors are usually ready to make improvements for which 
there is demand at a profit. As long as competetive 
sites are available, if the improvement is not made in 
one place because of zoning, it will be made in another, 
where zoning permits, and if it is not made at all there 
will be more business for the taxnaying enterorises 
which are al~eady established. 14 . , . 

In 1949 also the Commission made recommendations for 

widening North Loop Road and Womble Road. It was recommended 

that the right-of-way on North Loop Road be increased in 

width from fifty feet to eighty feet. 15 

Although the 1925 plan recommended the construction 

of Womble Road on a lOO-foot right-of-way, the construction 

pr,ior to 1943 was made on an 80-foot right-of-way ignoring 

14Ib1d • 

15Ibid ., p. 7. 
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! 
'I' the recommendations of the Plan. By 1949 the necessi ty for 

a wider right-or-way had become apparent and the Commission 

recommended to the City Council the original proposal of the 

Kessler Plan for a lOa-foot right-of-way. The recommended 

additional right-of-way from Howze Street to Hawkins Way was 

purchased as a result of the recommendation. 16 

In 1950 g with the Bataan Trainway project in the 

downtown area nearly completed, additional grade separations 

were studied. A grade separation over the Texas and Pacific 

Railroad right-of-way and Paisano Drive at Cotton Street was 

recommended and a grade separation for North Loop Road was 

again recommended. 17 

By 1952 contracts had been let on the western portion 

of Paiaano Drive connecting it from Santa Fe Street to Doni-

phan Drive and West Main Street. The congestion on U. S. 

Highway 80 East from the eastern terminus of Paisano Drive 

to Ysleta had become apparent and focused attention on the 

need for further thoroughfares in the Lower Velley. The Com

mission proposed that the Riverside Drive originally proposed 

in the Kessler Plan be constructed along the Rio Grande from 

Hammett Boulevard to Ysleta. The river would give it a 

limited access character similar to Paisano Drive without 

16Ibid • 

17 Annual Progress Report 1950, £Eo cit., p. 8. 
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the usual right-of-way expense. The opening of Delta Drive 

to Ascarate Park was also suggested. The end of this year 

saw the completion of Paisano Drive. 18 

In 1953 the first urban expressway project for El 

Paso was proposed by the Stat-e Highway Department. A comulete 

report on a highway plan for El Paso was prepared by a high

way coordinating committee including City, County, and Chamber 

of Commerce officials •. The route for such a project was 

purchased by El Paso County from the County line to the then 

present City limits. The proposed route paralleled North 

Loop Road approximately one mile north of it. It crossed 

Womble Road just east of Hawkins Way and ended at Stephenson 

Street and Hawkins Way. The proposed route through town fol

lowed the original proposals of the 1925 Kessler Plan for the 

Missouri-Madera-Manzana-Stephenson thoroughfare. The express-

way project was the major proposal of the highway plan 

completed this year. Other projects in the same plan included 

the widening of U. S. Highway 80 East from Ascarate to Ysleta 

and from Ysleta to Fabens, a grade separation for Alameda 

Avenue and North Loop Road, the widening of Womble Road from 

Montana Street to North Loop Road, the construction of Delta 

Drive continuing through the Lower Valley from Ascarate, and 

18 Annual Progress Report 1952, £Eo cit., pp. 1-2. 
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the construction of the Riverside Drive. 19 

To date, U. S. Highway 80 East has been widened to 

four lanes from Paisano Drive-Hawkins Way to Fabens 20 with 

the exception of a four-block portion in the Ysleta business 

district. Delta Drive has been constructed from Hammett 

Boulevard to Alameda Avenue at Ascarate Park. The portions 

of Alameda Avenue between Texas Street and North 'Loop Road 

are adequate for four moving lanes of traffic and turning 

lanes as a result of the removal of the trolley and inter-

urban lines which were planted in a center parkway arrange-

ment as proposed in the Kessler Plan. The Pera-Magoffin 

thoroughfare has not been constructed. With Paisano Drive 

and a one-way street pattern changing the traffic flow and 

needs of that area, it is improbable that it will take place. 

The Missouri-Madera-Manzana-Stephenson route will be 

developed as the new urban expressway is developed through 

EI Paso. The right-of-way along this route was not purchased 

as proposed in the Plan, and will be more costly today than 

thirty years ago when originally proposed. However, the 

development of these streets for business purposes as a result 

of the increased traffic of a thoroughfare would probably have 

made this route impossible for the expressway had it b'een 

19Annual Progress Report 1953, £Eo ~., pp. 1-3. 

20 
See Figure II to locate Fabens and Ysleta. 
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developed prior to this date. Womble Road has finally been 

constructed on a 100-foot right-of-way as proposed in the 

Plan. The right-of-way was purchased during the paat few 

years at an expense that would not have been necessary if 

the Plan had been followed and an early purchase of the 

needed right-of-way had been made. Paisano Drive has been 

completed and is carrying through traffic around the down-

town core. 

The programming of funds for 1959-1965 includes the 

1 construction of Delta Drive from Ascarate Park to Yaleta,2l 

and the further widening of pavement on North Loop Road to 

make it a four-lane thoroughfare. 22 

u. s. Highway 80 West (Mesa Road) 

At the time of the preparation of the Kessler Plan 

this highway was under construction traversing the western 

slopes of Mount Franklin. While the .Plan focused primary 

attention on the road that is now known as U. S. Highway 80 

Alternate or Doniphan Drive, no recommendations were made 

concerning any future expansion of the Mesa Road route. This 

could be a natural reaction in the fact that Mesa Road was 

new and under construction. The Plan did, however, call for 

21 
Capital Improvement Program 1959-1965, £Eo cit., 

p. 33. 
22 

Ibi d., p. 38. 
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a symmetrical expansion Qf the City which would focus additional 

attention on the Mesaroute. 23 

By 1942 the symmetrical development had begun to Occur 

and the Planning Commission began to look at the other traffic 

routes going northwesterly. The widening of Stanton Street, 

parallel to and one block east of Mesa Avenue, was recommended 

for that portion of Stanton Street between Blacker and Cincin-

s nati Streets. Also, the extension of Stanton Street north of 

Mississippi Street to connect with North Kansas Street as pro

posed in 1939 was reviewed and recommended. 24 

By 1948 the Mission Hills area had begun to develop. 

The Commission recommended as a measure of relief for a 

growing congestion on Mesa Avenue that not only a diagonal 

thoroughfare from Stanton Street into Kansas Street .be con-

structed but that a connection from Stanton Street to Mesa 

Avenue be built. A new plan for the northern termin.us of 

Stanton Street was prepared and it was recommended ,further tha t 

the City purchase all of Blocks 225 and 229 of the Alexander 

Addition west of Mesa Avenue while it was vacant~ Tb~ pur-

chase of this land would make it possible for ~he C~t~ to 

build a grade separation carrying traffic on Balt·im9re Street 

under Mesa Avenue. This would allow for better dispersion 

23 Kessler, £Eo cit., pp. 19-21. 

24Annual Progress Report 1942, ££. ~., p. 5. 
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of traffic from the Sun Bowl parking areaa. 25 

In 1951, with one-way streets under discussion, the 

Commission recommended the opening and extension of Oregon 

Street with a diagonal connection to Mesa Avenue north of 

Baltimore Street. This would permit an easy transition for 

Oregon Street and Mesa Avenue as a one-way traffic couplet. 26 

In 1953 the highway plan projects prepared by the 

Highway Coordinating Committee indicated a need for widening 

and straightening Mesa Road from Baltimore Street to the Cross

roada. 27 

To date, U. S. Highway 80 West (Mesa Road) has been 

widened from Baltimore Street to Brentwood Avenue with a 

median strip and turning lanes in the center. Stanton Street 

has been widened and connects with North Kansas Street at 

Mississippi Street, as proposed by the Planning Commission. 

No connection with Mesa Avenue has been built, nor has an 

underpass for Baltimore Street been constructed. Oregon Street 

does not extend past Baltimore Street. The new additions of 

Coronado Hills and Crestmont have increased the traffic flow 

on Mesa Road and the present construction of the new country 

club on this route indicates the possibility of further 

25 Prosress Report 1948, ci t. , 5-6. Annual .£Eo pp. 

26 
Annual ProSress Re:eort 1951, 2.E. • .£!.!. , pp. 1-2. 

27Annual Progress ReEort 1953, ODe el t. , p. 2. --
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congestion along it. The widening of Mesa Road to a four-

lane divided thoroughfare from Brentwood Street to Cross

roads was voted as a bond issue item in 1958 and programmed 

for 1959-1960 construction. 

u. S. Highway 80A West (Doniphan Drive) 

During the preparation of the Kessler Plan this high

way was the main westbound highway leaving the City. It 

actually traverses a northerly direction to Las Cruces, New 

l Mexico, before turning westward again. At the Crossroads 

it is met presently by the Mesa Road and both routes continue 

along Doniphan Driveo 28 The Kessler Plan described this route 

as follows: 

To the upper valley West Main, West Missouri, and 
West Rio Grande Streets may be followed, converging at 
the viaduct over three railroads and paralleling the 
Santa Fe Railroad through the Mesella Valley. This 
road shares the narrow pass with three railroads, a 
trolley line, and the river, and must always carry heavy 
traffic. It is narrow and dangerous in places and should 
be widened in the near future, as improvements along the 
road will make this increasingly difficult if the acquisi
tion of the necessary property is long delayed. At the 
west end of the Viaduct there is a steep grade which limits 
the loads which can be hauled in to the city from the north. 
Horses frequently drop from over-exertion in attempting 
this pull and have to be killed. To avoid this grade and 
to make an alternative route into the lower part of the 
city there is proposed a road following the river bank 
to a pOint west of the Union Station and then crossing 
the canal and the Santa Fe tracks to South Davis Street. 
This would necessitate a grade crossing at the head of 

28 Kessler, 2£. cit., pp. 19-21. 
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the Santa Fe yards, but these are not very active tracks 
and such a crossing offers the practical way into the 
business section on a level grade. This river road 
might be continued to Ninth Street. 29 

In addition to these recommendations, the Plan more sDec1f1-

cally recommended that this route be widened to the Courchesne 

Bridge. 

By 1943 the roadway to the Courchesne Bridge had been 

widened by the County and it was hard to visualize the old 

narrow road. Horses pulling heavy loads had ceased to be a 

problem, but nevertheless the depot road had been constructed 

and even the portion to 9th Street had been constructed and 

placed in use. 30 

The construction of Paisano Drive brought renewed 

interest in improving this route. The Paisano Drive routing 

included the construction of a four-lane thoroughfare connec-

ting the portion of Doniphan Drive from the West Main Viaduct 

to the 2nd Street portion of Paisano Drive. This included 

construction of a viaduct over the rail yards west of the 

Union Station. It also included reconstruction of the West 

Main Viaduct in such a manner as to carry southbound traffic 

turning left, above and over the Doniphan Drive main traffic. 

The urban expressway program presented by the State 

Highway Department picked the Doniphan Drive routing for the 

29Ibid ., p. 19. 

30 
Annual Progress Report 1943, £Eo cit., pp. 5-6. 
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general location of the westbound U. S. Highway 80 urban ex-

pressway in 1953. Proposed, along with the freeway routing, 

were these projects of U. S. Highway SOA. 

1. Widening to four lanes of that portion of Doniphan 

Drive from the cement plant to Courchesne School. 

2. Widening to four lanes of that portion of Doniphan 

Drive from the Courchesne School to the Crossroads. 

3. Widening to four lanes of that portion of Doniphan 

Drive from the Crossroads to the New Mexico state line. 

4. Extension of Main Street Viaduct to Yandell 

Boulevard. 31 

To date the latter two proposals have been fulfilled 

and a portion of the highway north of the cement plant has 

been constructed to urban expressway standards. 

The portion of the expressway from the New Mexico 

state line to the Mesa Road is presently under construction. 

A portion of the right-of-way for the· expressway south of the 

Mesa Road has been purchased. A 1956 bond issue was voted 

by City residents to connect this exoressway from its existing 

right-of-way to Doniphan Drive. A 1958 bond issue was voted 

to bring those portions of Doniphan Drive between the Main 

Street Viaduct and the cement plant to urban expressway 

standards. 

31 
Annual Progress Report 1953, £Eo sit., pp. 1-3. 
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The trolley line has been removed and the Darrow pass 

shared by the rail "line and highway now will be developed for 

an urban expressway. The depot road has developed into a 

four-lane tqoroughfare carrying traffic over the rail yards. 

The Plan has been completely fulfilled with respect to this 

thoroughfare and even more thorough development was was pic-

tured in 1925 is taking place. 

u. S. Highway 54 

The Plan proposed the route for the Alamagordo High-

way to come from town on Montana Street, or any of the streets 

paralleling it, to Piedras Street, and thence on Pershing 

Dri ve to Dye:r Street. It was further recommended tha t when 

the Altura boulevard grade separation was completed, that this 

highway be rerouted under the railroad at that point and con-

tinue up Lackland Street to the Tomkins Road diagonal and 

thence baCK to Dyer Street. This recommendation was made to 

have traffic avoid the Dyer Street rail grade crossing. 

A proposal was also made in the Plan that if the El 

Paso Southwestern Railroad line between Fort Bliss and the 

rail yards could be abandoned, that the right-of-way along 

the tracks from Dyer Street to Memorial Park be converted to 

a boulevard wit:l traffic from Alamagordo entering the City 

vie Grant Avenue and Rio Grande Street. It was pointed out 
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that such a route would have few cross streets and the grade 

separations at Copia Street and proposed at Altura Boulevard 

would be retained for a fast flow of traffic. The railroad 

grade crossing on Dyer Street was eliminated by a rail over-

crossing as a part of the Federal works program of the de-

pression years so the use of Lackland Street and the Altura 

Boulevard grade separation was not necessary.32 By 1942 the 

increased traffic to Fort Bliss caused the Planning Commission 

to recommend the widening of Pershing Drive from Stevens 

Street to Dyer Street. Since'the project was proposed for 

the near future, property owners were notified so that new 

trees could be planted near the sidewalks and could have 

some growth when the existing parkway trees were removed. 33 

In 1944 when the Texas State Highway Department 

presented its Preliminary Plan of Street Development'"for El 

Paso and Vicinity, they renewed the proposal originally made 

in the Kessler Plan for a thoroughfare along the ~1 Paso and 

Southwestern Railroad right-of-way, with grade separations 

a t Piedras Street, Copia Stree t, and Altura Boul'evard. The 

Planning Commission, in reviewing the pronosa Is: of the "Highway 

Department, was of the opinion that the portion of the ~'higbway 

plan from Cotton Street to the West Main Street Viaduct using 

32Kessler, £E. ~., pp. 19-21. 

33 Annual Progress Report 1942~ £.Eo .£!.!-.,., p~." 5,~". 
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Rio Grande Street, and West Yandell Boulevard, traversed a 

purely residential area and that the widening of the streets 

to a 90-foot right-of-way and the routing of heavy traffic 

over them would be detrimental to those areas. It was further 

stated that the Planning Commission was of the opinion that 

.. the need for their particular route was distant and that the 

, 
" ... 

portion of this highway project west of Cotton Street should 

be postponed until the need becomes more.apparent. 34 

In 1946 the widening of Pershing Drive was still a 

t proposal of the Planning Co~~ission.35 B~ 1950 the Commission 
~ 

was proposing to widen Grant Avenue by six feet from Cotton 

Street to Piedras Street to take care of anticipated increased 

traffic upon completion of the Cotton Street overpass. It was 

felt that this would be one step toward the complete goal of 

having this thoroughfare become part of U. S. Highway 54. 36 

By 1951 the Commission had established a 9-foot build-

ing line on the west side of Dyer Street and a 15-foot building 

line on the east side of Dyer Street. On the portions from 

the El·Paso Southwestern Railroad underpass to Van Buren Street 

this was the case. North of Van Buren Street the right-of-way 

was one hundred feet. When a change of zoning to permit a 

34 
Progress Re}2ort 1944, cit., 4. Annual £Eo p. 

35 
Pra5ress Re:eort 1946, 2. Annual ~. cit:., p. 

36 
Progress Re}2ort 1950, 3. Annual OPe cit., p. 
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business center with offstreet parking in front was permitted 

on the east side of Dyer Street between Van Buren Street and 

Monroe Street, it was arranged so that the l5-foot strip along 

the east side of Dyer Street was deeded to the City for widen-

ing this arterial. The Commission decided to make this the 

policy in future business zoning as it extends southward from 

Monroe Street. 37 

In 1953 the Highway Coordinating Committee represen

ting the City, County, and Chamber of Commerce prepared a 

master highway plan for El Paso. Proposed in this plan for 

U. S. Highway 54 was the widening of Dyer Street to four 

lanes, and the construction of the thoroughfare next to the 

EI Paso Southwestern Railroad tracks with the widening of 

Grant Avenue, Rio Grande Street, and West Yandell Boulevard 

to the Main Street Viaduct. 38 

To date the El Paso Southwestern Boulevard has not 

been constructed but Pershing Drive and Dyer Street have 

been widened from Stevens Street to Evalyn Street at the 

south side of the Logan heights Cantonment. 

The growth of the north east section of El Paso has 

37Annual Progress Report 1951, £Eo cit., pp. 4-5. 

38 Annual Progress Report 1953, £E. cit., p. 2. 
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required the construction of other arterials to relieve the 

local traffic load from U. S. Highway 54. These include the 

construction of a four-lane thoroughfare on Alaba.ma Street 

from Grant Avenue and to Fred Wilson Road. Because of the 

increased traffic and growth of North East El Paso, the voters 

approved bond issue funds for the extension of Alabama Street 

to Atlas Drive. In platting areas from Atlas Drive north 

the City has required l20-foot right-of-way from subdividees 

to extend this thoroughfare. The City has further paid for 

the paving of all width in excess of forty feet of paving and 

placed the median strip in this 120 feet of right-of-way. 

Also included in the 1958 bond issue funds were moneys for 

construction of Railroad Drive along the El Paso Southwestern 

Railroad tracks north of Fred Wilson Road and McCombs Street 

to tie in with a state farm-to-market road being constructed 

in the northern portion of the County, and the widening of 

Sheridan Street. Sheridan Street, Alabama Street, and- M(;;8ombs 

Street-Railroad Dri ve thus provide three al ternate route~, 

for North East El Paso local traffic to keep it off U. S. 

Highway 54. 

ALso included in the 1958 bond issue were fundsfQr 

widening Dyer Street (U. S. Highway 54) to four lanes from 

Evalyn Street to the New Mexico state line. 39 
'. tJ: • 

39Capital Improvement Program 1959-1965, ~. cit., 
pp. 30-40. 
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Although the North East EI Paso area has grown in a 

somewhat unsymmetrical manner, not foreseen in the Plan, the 

conditions of the Plan along with the alternate routes appear 

to have been adequate. 

u. S. Highway 62 

The Kessler Plan indicated that the road to Hueco 

Tanks could be improved and extended to the Pecos Valley 

opening up to the commerce of EI Paso a great undeveloped 

region, and making a highway leading into the plains country 

of West Texas. It was further indicated that such a road 

would lead to the then recently discovered Carlsbad Caverns 

and would help El Paso to capitalize on this natural attrac

tion. 40 

The Texas State Highway Department picked a slightly 

different route for this highway a few miles to the south 

of the Hueco Tanks. Its success in opening to the commerce 

of EI Paso the Caverns, the Pecos Valley, and'the'West Texas 

plains exceeded even the expectations of Mr. Kessler. 

This new highway, prophesied in the original Kessler 

Plan, now known as U. S~ Highway 62, entered the-City via a 

new right-of-way connecting with the end of Montana Street as 

indicated in the Plan and continued as an extension thereof. 

40 Kessler, ~. cit., p. 21. 
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The use of Montana Street with its poor articulation 

at Piedras Street and the joint use of Montana Street west of 

Piedras street by U. S. Highway 54 created a point of conges

tion at this Five Points intersection presenting problems 

.for this thoroughfare which brought about the proposal for 

construction of a new street connecting Bueco Street at 

Montana Street with Wyoming Street at Piedras Street. This 

would enable Uo So Highway 54 traffic to be diverted at Stevens 

Street to Hueco Street and thus to Wyoming and Montana Streets. 

The traffic to be diverted over this new thoroughfare would 

thus eliminate the poor articulation and congestion of Five 

Pointso The Wyoming-Rueco plan was first proposed in 1928. 41 

By 1946 the traffic on U. S. Highway 62 plus the air

port traffic had reached the point that recommendations were 

made for increasing the pavement width of Montana Street from 

Stevens Street to Radford Avenue. 42 

By 1949 the proposed Wyoming-Rueco thoroughfare had 

not been constructed and the construction of expensive im

provements and rising land prices had made building this 

thoroughfare too costly as proposed. A revised plan by the 

Planning Commission brought the Wyoming Street traffic around 

to a right-angle intersection with Piedras Street and tied it 

41 Robertson, £Eo cit., p. 19. 

42 
Annual Progress Report 1946, £Eo ~., p. 2. 
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in to White Oak Street. It was proposed that a new connectlan 

between White Oak Street east of Piedras Street and the 

Hueco-Montana Streets intersection be worked out. 43 By 1950, 

in order to'provide for the traffic load increasing on Montana 

Street as residential subdivisions occurred along the right

of-way, it was proposed by the State Highway Department that 

the Montana Street right-of-way be one hundred twenty feet 

wide along these new subdivisions which would allow for a 

center parkway strip. With the construction of new housing 

subdivisions along Montana Street in the vicinity of the air

port, the 120-foot width was observed. Since this land was 

sold by the City from former airport property, in addition to 

the 120-foot right-of-way an access road was constructed 

beside Montana Street limiting access points to the highway.44 

By 1953 the widening of Montana Street recommended by 

the Planning Commission in 1946 was finally taking place and 

had been executed as far as Radford Avenue. In 1953 it was 

proposed that the widening continue from Radford Avenue to 

the City 1imits. 45 To date this has developed as proposed; 

however, no connection bringing this highway into the City 

via Wyoming Street has been constructed. The introduction 

of one-way streets on Montana Street and Yandell Boulevard 

43 Prot;:jre s s Re:eort 1949, cit., 2. Annual £E.. p. 

44Annual Profjre ss Re:eort 1950, £E.- cit., p. 2. 

45Annual Prot;:jress Report 1953, £.E - c1 t. , p. 2. 
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as far as Piedras Street, the channelization of traffic on 

Piedras Street, and the articulation of Wyoming Street and 

Yandell Boulevard intersection at Piedras Street have eliminated 

some of the congestion in the Five Points district but it is 

still a major traffic problem. 

Proposed in the 1959-60 funds of the capital improve

ment program at an estimated cost of $516,000 is the extension 

and re-articulation of the intersection of Montana and Piedras 

Streets to help eliminate this major point of congestion in 

Five POints. 46 

INTRA-CITY THOROUGHFARES 

Missouri-Madera-Stephenson Streets 

The Kessler Plan recommended that the Missouri-Madera-

Stephenson Streets rQute north of the railroad tracks be 

opened for traffic which was destined for the Lower Valley. 

This involved opening Missouri Street from Cotton ~treet 

across the railroad eastward to Piedras Street, e~tenslon of 

Madera Street westward from Piedras Street to 1ts l~te~s~c-

" tion with Missouri Street, construction of a new ~tfee~ con

necting Madera Street with Manzana Street, a new st,ree.t con

necting Manzana and Stephenson Streets, widening of', 

46 . 
Capital Improvement Program 1959-196Q,£E,- cit •• 

p. 37. 
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Stephenson Street and its extension to Womble Road. 47 

In 1951 Missouri street was opened and paved to 

Piedras Street and it was recommended by the Planning Com

mission that a right-angle intersection at Piedras Street 

join Missouri and Oro Streets in a manner similar to the re

articulation of Wyoming and White Oak Streets. 48 

In 1953 this route originally proposed in the Kessler 

Plan was recommended as the route for the expressway con-

struction from U. S. Highway 80 East. 49 Its adoption and 

purchase of right-of-way by El Paso County for this route 

from Stephenson Street and Ha,wkins Way east to the county 

line help assure the Missouri-Madera-Stephenson Streets route 

for freeway construction. To date this route is still pro-

posed for freeway construction although the right-of-way has 

not ,been purchased. 

St. Vrain-Ange Streets 

The Kessler Plan proposed this thoroughfare for 

north-south communication between Cotton Street and Campbell 

Street. It was noted that St. Vrain Street was the last 

street to cross the Texas and Pacific Railroad tracKs from 

47 Keg aler, £.E. • ci t. , p. 66. 

48 Annual Progres s ReEort 1951, £.E.. ci t. , p. 7. 

49 Progress Re]2ort ~, cit., 1. Annual £.E. • p. 
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the downtown area to Cotton Street. Ange Street was adjacent 

to the high school and could be extended to the new proDosed 

Rim Road, thus creating a through north-south thoroughfare 

from Chihuhuita past the Rim Road. It was proposed that this 

thoroughfare cross the railroad yards with an overpass and 

that a re-orientation of the portion of Ange Street north of 

the high school be made in order to follow the contours of the 

land up to the Rim Road. 50 Al though no spe cifi c cons.truct 10n 

of any part of this thoroughfare had occurred by 1943, the 

Planning Commission, in its re-study of the Kessler Plan that 

year, recommended that it should be remembered, as it was the 

only practical connection with the Rim between Stanton Street 

and Brown Streets. 51 

To date no further action has occurred on this 

thoroughfare. 

Brown street 

The Plan indicated that Brown Street would become 

important as the natural entrance into a large undeveloped 

but usable area, in the Collins and Fisher Surveys. It was 

proposed that this street cross the railroad yards and join 

Cotton Street near San Antonio Street, and that a deep under-

50 Kessler, ~. cit., p. 67. 

51Annual Progress Report 1943, ££. cit., p. 7. 



" 
.I 

l' 

218 

cut or tunnel take this thoroughfare under the Rim Road con

necting it with Kern Place by way of Piedmont Avenue. 52 

Grading and surfacing of Brown Street to an intersection 

with Kerbey Street and Rim Road was done in 1935 as a depression 

relief work. To date no further improvements have been made 

since this 1935 relief work. 53 Proposed for use in the fiscal 

year 1959-60 are funds set aside to relocate Brown Street more 

in conformance with the original plans, but with an intersec

tion at Rim Road rather than a tunnel or under-cut, thus 

providing a better arterial facility to connect Cliff Street 

and Detroit Street extensions with Kern Place. 54 

Cotton Street 

The Plan recognized Cotton Street as an important 

thoroughfare and indicated that nothing should be allowed to 

keep it from extending in a straight line across the yards . 

of the Texas and Pacific Railroad. It specifically recommended 

that this thoroughfare be opened acroas all railroad yards 

eventually, that the jog at Grandview Avenue be elimln~ted, 

and that the portion below the Texas and Pacific Railroad 

yards be widened. 55 

52 Kessler, loco cit. 
53 Annual Progress Report 1935, £Eo ~., p~ 6~ 

54 
Capital Improvement Program 1959-1965, £.~.cit., p. 32. 

55 
Kessler, loco cit. 
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The Cotton Street overpass over the Southern Pacific 

Railroad yards was included as a part of the trainway project 

and by 1951 this overpass was completed. 56 In 1949 the Plan-

ning Commission reiterated the original plan proposal of a 

grade separation across the Texas and Pacific Railroad yards. 

It was pointed out that an overhead structure over these 

tracks could also carry traffic over Paisano Drive with an 

interchange at Paisano Drive. Pais~no Drive was not originally 

proposed in the Kessler Plan. 57 In 1953 this latter overpass 

was included as a project in the highway plan prepared by the 

Highway Coordinating Committee which represented the City, 

County, and Chamber of Commerce. 58 To date, no further action 

has been taken for such a structure, although it is still 

included in the current planning of the City Planning Depart-

menta 

Piedras Street 

The Plan indicated that this street should be a major 

thoroughfare from the International Boundary to the McKelligan 

Canyon Road. It predicted that ultimately a bridge to Juarez 

56Annual Profjress Re:eort 1951, .£E.. cit., p. 7 • 

57 
Re:eort 1949, Annual Progress .£E. • ci t., p. 6 • 

58 
Re:eort Annual Prosress 1953, .£E.. ci t., p. 2 • 
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would be built at the foot of this street. It specifically 

recommended the elimination of the two railroad grade crossings 

on Piedras Street. 59 In 1949 the grade crossing at the Southern 

Pacific Railroad tracKS and Piedras Street was placed first on 

priority for grade separation. 60 To date no progress has been 

made in obtaining either grade separation. The connection of 

this street with McKelligan Canyon Road has been accomplished 

though no further discussion has been held concerning an inter-

national bridge of the south end. The growth of the Five 

Points business district along with the switch of primary 

transportation from mass transit to the automobile created 

additional problems at the Five Points portion of Piedras. 

Street. The more recent trend by the traffic departme~t.ot 

the City has been to avoid forcing traffic into the Five Points 

District. In order to alleviate the Five Points traffic prob-

lem new emphasis has been placed on Alabama Street th~ee 

blocks west of Piedras Street to funnel traffic north of 

Five Points into town via Arizona and Grant streets •. 

In 1950 the increasing north-end traffic prompted 

the Planning Commission to request that the paving widt~.on 

on Alabama Street from Fort Boulevard to San Jose St..reet ,.be 

59 
Kessler, loco cit. 

60 Annual Progress Report 1949, ~. cit., p. 5. 
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increased to at least forty feet. Alabama Street, as a 

supplement to Piedras Street, was designated as the major 

arterial to serve the western part of the North East El Paso 

area. 61 In 1957 the widening of Alabama Street from Grant 

Avenue to Pierce Street was accomplished. In 1959-60 the 

portion of Alabama Street from Pierce Street to Fred Wilson 

Road is programmed for accomplishment with moneys from a 

1956 bond issue. 62 1958 bond issue funds are proposed to 

extend this thoroughfare to Hondo Pass Drive in the 1960-61 

budget year. 63 Although Alabama Street is only three blocks 

west of Piedras Street, it is near enough to Piedras Street 

to take a portion of traffic off Piedras Street. The heavy 

concentration of growth in the North East El Paso section 

c· ~', which was not anticipated in the Plan, however, is the prime 

cause for the new arterial on Alabama Street. 

Copia Street 

The Plan noted that Copia Street should, be destined 

to be a major thoroughfare by virtue of the fact that it 

would connect Riverside Drive on the south with the Baptist 

Sanitarium on the north, with the Alta Vista business district, 

61Annual Progress Report 1950, £E. cit., p. 11. 

62Capital Improvement Program 1959-1965, £Eo cit., p. 31. 

63 Ibid., pp. 30-31. 
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Memorial Park, Morningside Park, and also the William Beau

mont Army Hospital. The Plan specificall~ recommended cor

rection of bad articulation at Jackson Street and Hueco 

Street. It suggested that the drainage ditch in a portion 

of it eventually be covered and that the right-of-way be 

widened from seventy feet to one hundred feet from Nashville 

Street to Fort Boulevard for the purpose of providing for a 

double-track trolley.64 The widening project was proposed 

by the Robertson Committee in 1928 to be accomplished with 

$5,000 to be expended in 1930. 65 

In 1931 the City Council proposed extending Hender-

son Street southward from Nashville Street to Copia Street 

in order to divert northbound traffic from Piedras Street. 

It was indicated at that time that the use of Henderson Street 

for automobile traffic would be easier than Copia Street north 

of Nashville Street because of more favorable topography and 

the absence of the trolley track. The Planning Commission 

agreed to this slight deviation from the original Plan, indi

cating that the further development of Copia Street in ac-

cordance with the Plan could still be made when such develop

ment became desirable. 66 In its review of the Plan in 1943 

64 
Kessler, loco cit. 

65 Robertson, £E. cit., p. 18. 

66 
Annual Progress Report 1931, £E. cit., pp. 11-12. 
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the Planning Commission indicated that this new connection 

from Copia Street to Henderson Street between Frankfort Street 

and Nashville Street made this thoroughfare to the north a 

more efficient way than that proposed in the Plan, but the 

importance of the street was not underestimated in the Plan. 57 

By 1949 traffic on Copia St~eet had reached proportions 

that made the Planning Commission develop a specific recommen-

dation concerning the removal of the grade crossing on the 

Southern Pacific Railroad tracks in order that the heavy 

traffic on that street might not be endangered and delayed. 58 

In 1952 a link of this thoroughfare was constructed which 

made its southern terminus Paisano Drive and increased the 

importance of this street for through traffic. 

To date Copia Street from Paisano Drive to Van Buren 

Street is a major north-south arterial with relatively few 

* commercial areas along its route from Pershing Drive to Van , 
i 
f 
1 Buren Street. No construction has taken place north of Van 
I 

~' Buren Street. Permission has never been obtained to locate 

this route through the William Beaumont Army Hospital. The 

BaDtist Sanitarium mentioned in the original Plan no longer 

exists and is now a part of Fort Bliss. Since the construc-

tion of this thoroughfare over the Henderson Street routing 

67 
Annual Progress Report 1943, £R. ~., p. 8. 

68 
Annual Progress Report 1949, £Eo cit., p. 5. 
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in 1931 no further construction has been contemplated on the 

portion of Copia Street north of Nashville Street. In 1958 

the Henderson Street name designation was removed from Frank-

fort Avenue north and the entire paved street has become Copia 

Street, with the street names appropriately changed. The 

portion of Copia Street one block west which was proposed 

for improvement in the Plan has had its name changed to 

Justice Street. 

To date traffic journeying north from Van Buren Street 

has made a jog along Van Buren Street traveling east one 

block from Copia Street to Byron Street and thence north to 

Hayes Avenue, Beaumont Hospital, and Fort Bliss. The ex-

tension of Copia Street from Van Buren Street to Hayes Avenue 

is proposed for capital expenditure in 1960. Although slightly 

changed in location, this arterial has met the needs and has 

been necessary as predicted in the Kessler Plan. 

Crockett Boulevard 

This thoroughfare connecting Altura Boulevard and 

Pershing Drive on the north with Washington Park on the south 

was proposed to travel over Boone Street to the Concordia 

cemetery, connecting at that point with Crockett Street and 

running to Hastings Street. It was pointed out that this 

was the only thoroughfare that could go through between 
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Stevens Street and Marr Street because of the Concordia and 

Evergreen Cemeteries. Hastings Street was indicated in the 

Plan as being part of the Outer Circle of boulevards around 

El Paso and was therefore the northern terminus of Crockett 

Street. Specific recommdations for this route included open-

ing a crossing across the Southern Pacific Railroad tracks, 

widening this street from Manzana Street to Alameda Avenue 

for a new trolley line, and widening this street from Manzana 

to Alamagordo Street to seventy feet. 69 

In 1943 when the Planning Commission reviewed the 

Plan it was noted that Marr Street had been blocked from 

being constructed by the enlargement of the Evergreen Cem-

etery and that Crockett Street had been improved gradually 

to the point that it needed only paving and a minor altera-

tion which required removal of an adobe shack at the south

east corner of the Concordia Cemetery to make it a useful 

thoroughfare. 70 It was noted in 1944 that if this thorough-

fare were developed north of Hastings Street to Dyer Street 

and improved from Hastings Street to Trowbridge Street, it 

would be a valuable addition to the thoroughfare plan, 

diverting traffic desiring to go from Dyer Street to Womble 

Road off the congested segment of Pershing Drive. 71 In 1948 

69Kessler, .£E.. cit., p. 65 • 

70Annua.l Progress Report 1943, ~. cit., p. 9. 

71Annual ProSress Re;eort 1944, 2.E. • ci t. , p. 5. 
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this thoroughfare was projected as one which would be valuable 

for a connection between U. S. Highway 54 and Paisano Drive 

(U. S. Highway 80), bypassing congested areas, and thus 

should properly be a project of the State Highway Department. 72 

It was proposed by the Planning Commission in 1949 

that construction on this thoroughfare take place as soon 

as possible, becoming a part of a city-county highway system 

supplementary to the state system if necessary. It was 

further recommended that a grade separation be planned for the 

crossing of the Southern Pacific Railroad tracks. 73 To date 

no specific paving or construction has taken place on the 

: : thoroughfare; however, the construction of this thorough-
, 

fare is programmed for funds in 1962. At that time it will 

be constructed from Delta Drive to the Dyer Street under

pass. 74 

Marr Street 

The Plan proposed that Marr Street be opened through 

the Evergreen Cemetery to connect with Tobin Place, which 

should then be widened to the proposed Riverside Drive. It 

72Annual Progress Re}2ort 1948, £E. ci . , pp • 3-4. 

73 Annual Progress Re}2ort ~, £E • ai t. , p. 3. 

74 Ca}2ital ImErovement Prosram 1959-1965, £Eo cit., 
pp. 31-32. 
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was noted that this was the best location for a north-south 

thoroughfare between Washington Park and Val Verde Street. 

It was further noted that at the time of the Plan such a 

street opening would interfere with no graves in the Evergreen 

Cemetery, but that interments could soon make it difficult 

or impossible to get a street through on this location. 75 It 

was noted by the Planning Commission in 1943 that the diffi

culty of getting the street through the cemetery had increased 

as was forecast. To date Radford Street, one block east of 

Marr Street, has developed as an arterial serving the area 

north of the cemetery and indicating, certainly, a need for 

a thoroughfare in this location, and verifying the prediction 

of need. 76 

Concepcion Boulevard 

The Plan indicated that this thoroughfare would facili

tate traffic from the south end of Fort Bliss to the river. 77 

Fort Bliss grew easterly during the period from this Plan to 

the present date, and no longer will this thoroughfare handle 

the traffic anticipated. However, the Howze Street entrance 

to the Fort would be much more readily used and would relieve 

traffic congestion in Chelsea Drive had the Flan been followed. 

75Kesslerl £E. cit., p. 67. 

76Annual Progress Report 1943 1 ~. cit., p. 8. 

77Kessler, £E. cit., p. 66. 



228 

Unfortunately the Planning Commission allowed a plat to be 

accepted between Montana Street and Stephenson Street which 

blocked this thoroughfare from being accomplished. As a 

result, through traffic now must use Raynolds boulevard 

(Val Verde Street) one block west of Concepcion Street 

between the river and Hastings Street, and then jog one 

block right to Howze Street to go to Fort Bliss. The need 

for a thoroughfare is indicated by the usage of Reynolds 

Boulevard. Increased traffic on Chelsea Drive, a path of 

least resistance, may account for part of the traffic which 

would ordinarily be handled by this thoroughfare had it been 

developed according to the Plan. 

Porter Road (Chelsea Drive) 

The 'Plan projected this thoroughfare from the Rio 

Grande River to Alhambra heights, a subdivision which was 

located in what is now part of Fort Bliss. 78 With the en-

largement of the Fort, this street has become the main south 

entrance to the Fort. By 1950 traffic had increased in this 

thoroughfare to the extent that it was necessary for the 

Planning Commission to recommend the acquisition of additional 

right-of-way to widen it. 79 In 1951 some of the additional 

78 Kessler, ££. cit., p. 67. 

79 Annual Progress Report 1950, £E. cit., p. 9. 



.\ 

.' 

, 
I 
J 
'I 

229 

right-of-way bad been acquired. It was noted tbat tbe inter-

sections of Chelsea Drive with Womble Road and witb Montana 

Street were very badly congested at rusb bourse It was es-

timated tbat since this was a major connector from Fort 

Bliss to Paisano Drive, increased activity at tbe Fort could 

make tbis tboroughfare critical for action to move traffic 

more freely.80 Cbelsea Drive bas been widened to accommodate 

four-lane traffic from Womble Road to Hawkins Way at Chelsea 

Drive's southern terminus. A new grade separation over the 

Southern Pacific Railroad tracks is proposed on Hawkins Way 

for 1960 construction and a newly integrated intersection of 

Cbelsea Drive and Hawkins Way should occur from this project. 8l 

Collinsworth Boulevard 

This thoroughfare was proposed in the Plan to be a 

part of the outer boulevard circle. It was to be constructed 

from the proposed Riverside Drive to Roosevelt Park in Alham

bra Heights. 82 Tbe enlargement of Fort Bliss prevented this 

thorougbfare from really coming into being. Also, the result

ing street development along Womble Road prevents the prac-

tical construction of such a thoroughfare to date. Clark 

p. 23. 

80Annual Progress Report 1951, £Q. cit., p. 4. 

81 Capital Improvement Program 1959-1965, Q£. cit., 

82 Kessler, £E. cit., p. 66. 
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Road two blocks east of Collingsworth Road has developed into 

a north-south thoroughfare ending at the freewa J • Clark 

Road undoubtedly absorbs some of the traffic which would 

have traversed Collinsworth Boulevard had it been developed. 

The use of Clark Road as an arterial indicates that Mr. 

Kessler's jUdgment in proposing an arterial at Collingsworth 

Road was not unsound. 

First Avenue (Ascarate Street) 

The Plan projected a thoroughfare paralleling the 

Fort Bliss spur track from Collinsworth Boulevard to Alameda 

Avenue. 83 To date no such thoroughfare has been constructed, 

although the southern portion of such a thoroughfare 1n ex

actly the same location in relation to the spur line is pro-

posed for 1960 construction, to connect Alameda Avenue and 

the freeway.84 Again, the wisdom of judgment in location of 

arterial roads is indicated, showing the adequacy of the 

plans for the predicted growth. 

McKelligan Can~on Road 

This thoroughfare was proposed for construction in 

the Plan from Mountain DTive on the east side of Mount 

83 
~., p. 67. 

84 Capital Improvement Program 1959-1965, £E. cit., 
p. 35. 
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Franklin on Alabama Street prior to construction of East 

Mountain Drive, along the contours of the land, up through 

the floor of McKelligan Canyon to a point near the head of 

the canyon, and thence doubling back to follow the best 

location for suitable grade climbing to the pass above the 

canyon. This drive was then proposed to extend down the 

west side of the mountain to the Mesa Road. The Plan pointed 

out that this drive would offer fine mountain scenery, many 

favorable picnic and camping sites, wonderful views from the 

pass, and access to the higher points of the mountain. A 

route specifically shown in the Plan had a maximum grade of 

five per cent and the Plan indicated that this would have a 

traffic value as a connection between the Fort Bliss district 

and the Upper Rio Grande Valley.85 

By 1943 the McKelligan Canyon Road as far· as the 

of the Canyon was a rea Ii ty. The area in the Canyon had 

developed into a county park with picnic sites and fine 

scenery as indicated in the Plan. 86 

head 

been 

To date the increase in traffic from the west side 

of the City funnelling to the Fort Bliss area and to North 

East El Paso has caused the resumption of discussion con-

cerning a pass across the mountains at this location. The 

85 Kessler, 2£- cit., p. 25. 

86Annual Progress Report 1943, £Eo cit., p. 7. 
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increase of traffic on Scenic Drive indicates a need for a 

route further north. Discussion of highway officials indi-

cates that the completion of the McKelligan Canyon Road will 

be programmed in the near future to provide better access to 

Fort Bliss and North East El Paso from the Upper Rio Grande 

Valley and Coronado Hills. This route was indicated in the 

Plan for such usage and it appears that the predictions for 

this route in this location were adequate. 

Rim Road-Mountain Drive --- ---- ~~~~ 
This was indicated in the Plan to be the central 

feature of the boulevard system. The key portion was to be 

Rim Road with a scenic point above the high school. The 

portion of Mountain Drive from RObinson Boulevard to Rich-

mond Street was constructed prior to the comple~ion of the 

Plan. S7 At the time of the Plan the area where Rim Road is 

now located was a place of "unpleasant sights and smells M88 

referring to a district of adobe shacks then known as storm-

ville. The sights and smells even caused Mr. Kessler to 

suggest Robinson Boulevard as an alternate connection to 

Mountain Drive until such time as this area could be 

corrected. 

By 1928 the district had been replatted by the 

S7Kessler, ££. clt., p. 24. 

88Ibid ., p. 26. 
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owners with a street conforming to proposals of the Plan. 

The land south of this street, extending over the rim of 

the Mesa, was conveyed to the City for a consideration of 

$34,100 to be used for park purposes. This also protected 

the view from adjoining properties. 

The actual construction of the road took place in 

1930. Through the coordination of the Rim Development 

Company in replatting the area along Rim Road~ this project 

was carried out even better than was proposed in the Plan. 

Here private capital helped accomplish on a voluntary basis 

a major project of the Plan. Today the Rim Road is well-

developed with fine homes instead of potential slums as a 

result of the accomplishment of this portion of the Plan. 89 

The Rim Road projection of 1930 and the southern 

po~tion of the Mountain Drive constructed prior to the 

completion of the Plan, along with the portion of McKelligan 

Canyon Road discussed previously,90 are the only segments 

of the Mountain Drive Circle proposed in the Plan which have 

been constructed. No plans for a segment of the East Moun

tain Drive, connecting the Richmond Street terminus of the 

present Mountain Drive with McKelligan Canyon Road, are 

being currently projected for construction. Likewise no 

S9Robertson, £E. cit., p. 16. 

90 See page 230 of this Appendix. 
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plans for the West Mountain Drive segment from the western 

terminus of the Mountain Drive to the proposed McKelligan 

Canyon Road have been projected. The Plan indicated that 

the Mountain Drive should connect with Altura Boulevard for 

part of the boulevard system. However, it still ends at 

Richmond Street, one block south of Altura Boulevard. With 

the emphasis of traffic signals east of Alabama Street, and 

with the underpass located on Altura Boulevard, indications 

are that this should be the major arterial at this .location. 

By forcing traffic on to Richmond Street from Mountain Drive, 

crosstown traffic must take devious routes to move from 

Richmond Street to Altura Boulevard. This indicates the 

wise judgment indicated in the Plan which took the traffic 

from the Mountain Drive and distributed it on Altura Boulevard. 

Mason Street 

This street, now better known as Fred Wilson Road, 

was shown in the Plan as a thoroughfare leading toward Hueco 

Tanks. At the time of the Plan this street also served the 

north edge of Fort is~, the public golf course, the City 

waterworks, and the north portion of Alhambra heights. The 

expansion of Fort Bliss saw the end of public use of the 

golf course, when it was converted for the army special 

services division. The construction of Biggs Air Force Base 
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with base housing on the former Alhambra Heights subdivision 

saw the end of Alhambra neights. This road was never devel-

oped to Hueco Tanks as proposed in the Plan, but instead 

ended at the main entrance to Biggs Air Force Base. As a 

result of these changes the road was maintained as a public 

way with the expansion of Fort Blisso It, along with the 

Airport Road, developed as the only route which the public 

could traverse through these vast military installations from 

North East El Paso to the municipal airport on the Lower Rio 

Grande Valley. Heavy usage of these arterials was the result. 

In 1958 the congestion developing on this arterial as well as 

Airport ~ad, along with the location of this ~oute as the 

last remaining route connecting these two parts of town 

through the military installations, prompted the people to 

vote bonds to cover an expenditure of $484,000 to cons~ruct 

Fred Wilson Road as a four-lane divided arterial thorough

fare. 91 

Though not for the identical reason posed by the 

Plan, this thoroughfare has developed primarily because of 

its natural arterial location. It would appear, therefore, 

that the Plan was adequate in proposing that this street be 

a thoroughfare. 

9lCapital Improvement Program 1959-1965, £Eo cit., 
p. 30. 
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The Circle Boulevard Systems 

The Plan indicated: 

The marvelous increase in the use of the automobile 
is revolutionizing the pleasure-seeking habits of the 
people. Nearly every family has a car, and riding for 
pleasure is the principal outdoor sport of the day. 
This condition is likely to continue and to increase 
and the great demand is for some place to go. Our 
paved roads are crowded every Sunday and holiday with 
people riding aimlessly up and down the road furnishing 
only a smooth surface on which to travel but offering 
no particular objective at the end. 92 

In order to give this traffic an end, Mr. Kessler pro-

posed a system of boulevards and parkways connecting the 

parks and points of interest within the community. There 

were two portions of this boulevard-parkway system which 

were in a circular pattern so as to bring the driver back 

to his point of origin on the trip. These were known as 

the Inner and Outer Circles. The Inner Circle was a series 

of thoroughfares with less distance involved than the Outer 

Circle, tying together the Rim Road~ the Mountain Drive with 

a scenic vista point, Newman Park~ and Memorial Park. 93 

The Outer Circle diverged from the Inner Circle at 

Myles Street and Altura Boulevard, and took in additional 

boulevards, the Austin Terrace District, and Washington 

Park. 94 

92 Kessler, op. cit., pp. 23-24. 

93Ibid ., p. 65. 

94Ibid • 
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The Inner and Outer Circles used mostly existing 

streets which connected the parks and points of interesto 

To date little has been accomplished to develop the various 

parks and pOints of interest. With the exception of the 

development of Rim Road and the southern portion of 

Mountain Drive, and the construction of a grade separa-

tion at the El Paso Southwestern Railroad tracks to bring 

Altura boulevard to a connection with Pershing Drive, no 

construction has been accomplished to further the two 

circles as a part of the boulevard system. There is not, 

even to date, any marking or development of scenic routes 

within El Paso. It appears that funds for a scenic route

way have been put mare readily to use for facilitating 

traffic on thoroughfares, whose sole purpose is to speed 

traffic to its appointed destination, rather than for pro-

viding scenic drives • 



APPENDIX C 

GRADE SEPARATION PROPOSALSl 

Under the Kessler proposal for grade separation the 

following thoroughfares would require grade separations: 

1. Downtown trainway which would eliminate the 

crossing of tracks in the alley between Main and Franklin 

streets and on Main street for North Santa Fe Street, North 

EI Paso Street, North Oregon Street, North Mesa Avenue, 

North Kansas Street, and North Campbell Street. 

2. Ange Street over the Southern Pacific Railroad 

yards. 

3. Brown Street across the Southern Pacific Railroad 

yards. 

4. Cotton Street across the Southern Pacific Rail-

road yards. 

5. Piedras Street across Texas and New Orleans Rail-

road tracks. 

6. Copia Street across Texas and New Orleans Rail-

road tra c ks . 

7. Crockett Street acrosa Texas and New Orleans 

RBilroad tracks. 

I 
Kessler, £E. cit., pp. 32-34. 
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8. Marr Street acr'oss Texas and New Orleans Railroad 

tracks. 

9. Concepcion across Texas and New Orleans Railroad 

tracks. 

10. Chelsea Drive (Porter Road) across Texas and New 

Orleans Railroad tracks. 

11. Collinsworth Road across Texas and New Orleans 

Railroad tracks. 

12. Ascarate Street across Texas and New Orleans Rail-

road tracks. 

13. North Loop Road across Texas and New Orleans Rail-

road tracks. 

14. Unnamed road by Fort Bliss spur over the Texas and 

New Orleans Railroad tracks. 

15. Texas Street across the Southern Pacific Railroad 

tracks. 

16. Myrtle Avenue across the Southern Pacific Railroad 

tracks. 

17. Magoffin Avenue across the Southern Pacific Rail-

road tracks. 

18. Cotton Street across the Texas and Pacific Rail-

;; road yards. 

19. South St. Vrain Street across the Texas and 
. r 

Pacific Railroad tracks. !,:' 
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20. Texas street across the Texas and Pacific Rail-

road tracks. 

21. Myrtle Avenue across the Texas and Pacific Rail-

road tracks. 

22. Magoffin Avenue across the Texas and Pacific 

Railroad tracks. 

23. Montana Street across the El Paso and Southwestern 

Railroad tracks. 

24. Yandell Boulevard across the El Paso and South-

western Railroad tracks. 

25. Wyoming Street across the El Paso and Southwestern 

Railroad tracks. 

26. Missouri Street across the El Paso and Southwestern 

Railroad tracks. 

27. Piedras Street across the El Paso and Southwestern 

Railroad tracks. 
)., 

28. Copia Street across the El Paso and Southwestern 

Railroad tracks. 

29. Altura Boulevard across the El Paso and South-

western Railroad tracks. 

30. Fred Wilson Road across the El Paso and South-

western Railroad tracks. 

31. Davis Park Drive across the combined Upper Valley 

trackage. 

. I 
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