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MANAGEMENT SUMMARY

The Regional Transportation District (RTD) has initiated an
Alternatives Analysis/Draft Environmental Impact Statement
(AA/DEIS) for the Southwest Corridor project. The corridor,
which follows the general alignment of South Santa Fe Drive (SH
85/US 285), begins in central Denver near Union Station and
proceeds south/southwest to North Highlands Ranch Parkway, about
three miles south of Littleton. It traverses portions of Denver,
Arapahoe, and Douglas Counties. In addition to the main
corridor, the assessment involves Commuter Rail alternatives in
the Platte Bottoms area of lower downtown Denver and near the
junction of Colfax Avenue and Auraria Parkway. A number of
proposed station locations along the corridor, normally at its
intersection with other major transportation routes, are assessed
as well.

The Southwest Corridor is identified as one of the critical links
in a rapid transit system for the Denver area. The project
consequently represents a high priority corridor for obtaining
new federal funding as a major transit investment. Because of
this scenario, federal mandates require that the potential
effects of the project on cultural resources must be considered
during the AA/DEIS phase. Requirements involve compliance with
federal environmental protection and historic preservation
legislation.

Richard F. Carrillo, Historical Archaeologist, was retained by
Hermsen Consultants, consultants to RTD, to assist with the
AA/DEIS. Objectives for the cultural resources study are to
identify the presence of historic and prehistoric resources in
the study area using a combination of research and field
methodologies. Because much of the area has been the subject of
previous investigations by other researchers, this effort
involves assembling the existing survey data and supplementing it
as necessary. A total of 49 acres along the main corridor and in
some proposed station locations was intensively inventoried. 1In
addition, all areas determined to have the potential for
historical archaeological localities were field checked.

The study yielded no prehistoric resources; however one proposed
station location is recommended for archaeclogical monitoring
should it be chosen from the alternatives. 1In terms of historic
resources, the class I inventory identified 11 previously
recorded sites within the proposed project area. All of these
were field checked and their locations within the area were
confirmed. Six of these sites have been officially determined
eligible for the National Register and two others are recommended
as such. Of these eight sites, four will be avoided by the
alternatives as presently defined, yet the remaining four are
linear features and avoidance appears unlikely. Segments of
these sites that may be adversely impacted by the proposed
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project should be individually assessed for their ability to
contribute to the significance of the site as a whole. 1In
addition, nine possible historical archaeological localities have
been identified. If any of these localities fall within the area
of potential effect (APE) of the chosen alternatives,
archaeological testing, complete recordation, and evaluation for
their National Register significance is recommended. Lastly, two
probable locations of local rail lines are recommended for
monitoring if they are to be impacted by any of the proposed
alternatives.

Following the completion of the AA/DEIS, an environmentally
preferred alternative and associated station localities, if
applicable, will be selected. At that time, the actual area of
potential effect (APE) and the nature of the related ground
disturbing activities will be more fully defined. Using the more
precise APE, the resources identified in the current study will
be assessed for their potential to be affected by the proposed
undertaking. The resources within the APE will be evaluated
following NRHP procedure, according to the specific
recommendations presented in this technical report.
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The period 1920-1945 is characterized as the early automobile
period where adaptation to the mass use of the automobile and
rubber-tire transport devices significantly changed the built
environment. The economy diversified and consolidated and
continued a period of slow growth. Transportation attempted to
superimpose the automobile on the well developed rail/streetcar
routes. The automobile, like earlier stagecoaches and horse-
drawn vehicles, did not require a centralized business area
around rail connections. Trucks and automobiles made movement
along the urban fringes easier and decentralization began. The
rail/streetcar central business district was replaced by the
urban fringe. Many residents still depended upon street car
service and residential density followed the streetcar lines,
south down the Broadway corridor. Englewooed, Sheridan and
Littleton were well established cities by the mid-1930s, although
not completely contiguous with the Denver city limits. Large
employment centers such as Gates Rubber Company and Samsonite
Corporation located along the southern transportation corridor
and employed large numbers.

The early automobile period left its mark on South Santa Fe
Drive. Through the 1920s, especially between Louisiana and Yale
a new type of lodging sprung up along the road. The maps of the
time indicate a number of "Tourist Camps", the precursors to
motels. Tourist Camps, which were constructed throughout the
West during the 19205 and 30s, usually consisted of a few wooden
cabins or bungalows set on a roadside tract with parking space
for cars, often with either ocutdoor cocking facilities or an
adjacent cafe (Nash 1973). Tourist Camps emphasized access to
and protection of lodger's automobiles rather than lodging
itself. oOverland Park, located on the west side of South Santa
Fe Drive, removed its race track and set up quarters for auto
campers. The park became known as a place for "motor gypsies"
(Ellis and Smith 1991).

The southern corridor of the Denver metropolitan area experienced
changing usages since the 1850s. The evolution from rural, semi-
isolated farms and ranches to incorporation intc the major
transportation pattern of the Denver area occurred over a twenty
year period. Along with the changes in transportation came
significant changes in land usage.

S8TATEME OF OBJECTIVES

Objectives for the current study are to identify the presence of
historic and prehistoric resources in the study area using a
combination of research and field methodologies. Because much of
the area has been the subject of previous investigations by other
researchers, this effort involves assembling the existing survey
data and supplementing it as necessary.

36



EXPECTED RESULTS

The research design prepared for the archaeoclogical survey along
SH 85 between Church Street and C-470 (Colorado Department of
Highways 1990:7-8) offers some predictions for prehistoric
resource distribution within the project area. They state that
Paleo-Indian sites are common in the region, often occurring on
high, dry plateaus. Deflation can facilitate their
identification (CDOH 1990:7). Normally, Paleo-Indian components
are regarded as significant resources either as part of
multicomponent or single component sites.

Archaic Stage resources, also common, are often associated with
current drainage systems, particularly second tributaries.
Formative Stage sites are often found in shelters and/er cn high
pints of terraces and hills, often within relatively close
proximity to drainages. Open, single component sites of these
stages are viewed as particularly significant (CDOH 1990:7).

Late Prehistoric and Protohistoric occupations are much less
common and little can be said of their predicted locations. The
discovery of such sites, particularly those that can be traced to
ethnographically defined groups, is considered highly significant
(CDOH 1990:8) .

The majority of these prehistoric occupations are manifested in
site types that include lithic scatters of chipped or chipped and
ground stone. Some scatters may represent testing/quarrying
activities of local toolstone. Lithic scatters may or may not
have associated features which, in this area, primarily include
hearths or fire affected rock clusters.

Previous investigaticns along the South Santa Fe Drive corridor
have identified only limited prehistoric resources. This is
probably due to the extreme degree of historical and modern
development of the area. Based on these results and the fact
that the current survey will only be essentially filling in very
small segments between areas previously investigated, the
likelihood of encountering even an intact prehistoric
archaeological site is low. However, one or more isclated
prehistoric artifacts could be discovered.

Historic resources expected in the area include transportation
lines themselves, as well as commercial, industrial, and deomestic
structures. The various types of sites we expect to find include
large and small industrial ventures, roadhouses and other way
stations, tourist camps and motels, and houses. A suite of sites
and structures related specifically to the railroad could be
expected and include both railroad owned - depots, car shops,
loading docks, etc. - as well as railroad related - hobo camps
and commercial wventures aimed at railroad passengers. Any
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