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•IN his message to Congress on Natural Beauty, in February 1965, the President said: 

More than any other country, ours is an automotive society. For most 
Americans, the automobile is the principal instrument of transportation, 
work, daily activity, vacation, and pleasure. By making our roads 
highways to the enjoyment of nature and beauty, we can greatly en
rich the life ofnearly all of our people in city and countryside alike. 
Our task is two-fold: first, to ensure that roads themselves are not 
destructive of nature and natural beauty, and second, to make our 
roads ways to recreation and pleasure. 

In effect, the President by these words laid the foundations for a highway beautification 
program which is now in effect, and provided impetus for a scenic roads and parkways 
program which is yet to be considered and authorized. 

The proposal that a national program of scenic roads and parkways be developed 
arises from a recommendation of the President's Recreation Advisory Council in 1964. 
This council is composed of the Secretaries of Commerce; Interior, Agriculture; 
Health, Education and Welfare; Housing and Urban Development; and Defense; and the 
Chairman of the Tennessee Valley Authority. Because the Department of Commerce 
has the primary responsibility in the Federal Government for highways, the Council 
asked the Department to undertake a study of such a national program. It iS the pur
pase of this paper to describe this study: the criteria develn!)P.rl fnr the 1=1tnriy nf "'-'P!'.i'-' 
roads and parkways, and to give some insight into the data that have been submitted by 
the state highway departments and Federal agencies in this connection. 

The Scenic Roads and Parkways Study is a joint effort of all the agencies repre
sented on the Recreation Advisory Council, working under the supervision of the De
partment of Commerce. Several statistics of major significance have already been 
developed from the work that has been done. One of these relates to the vast amount 
of vehicle mileage -that the people of the United States are driving each year. Last year 
the American motorist traveled approximately 800 billion vehicle-miles. This was done 
in large part by some 75 million passenger vehicles, and the rest was done by trucks. 

If the components of this figure of 800 billion vehicle-miles are analyzed, they show 
that one-third of these vehicle-miles are generated by social, recreational and vaca
tion purposes. This, of course, includes local travel around the neighborhood. But 
even if this type of travel is eliminated, one out of every five miles was devoted to driv
ing for pleasure. In the past, most of us have not appreciated the importance of this 
component of highway use. 

Another statistic of significance concerns the recreation side of pleasure travel. 
Scenic roads and parkways are a new phenomenon, which is the result of a fusion of 
transportation and recreation objectives. On the recreation side, the findings of the 
Outdoor Recreation Resources Review Commission indicate that 42 percent of all out
door recreation activities are accounted for by driving for pleasure. This exceeds any 
other form of outdoor recreational activity. Not only does driving for pleasure now 
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exceed swimming, walking or other outdoor sports, but the prospect is that it will con
tinue to lead in the years to come. 

So, if the matter is considered in the light of these facts, there is a strong implica
tion that we need to do something on a nationa.l basis to improve the physical plant on 
which this kind of activity depends. Il the majority of Americans want to engage in 
driving for pleasure, it is up to the responsible government agencies to respond to 
this desire. 

There are other factors-economic and social-that also provide a strong underpin
ning for scenic roads and parkways. One of these factors is population. As population 
proliferates, so does the demand for and involvement in recreational activity. As hours 
of work decrease, people find themselves with longer weekends and more leisure time 
during the week. Vacation time increases. At the same time disposable income in
creases. In 1960, the aggregate of the nation's disposable income was about $354 
billion; as of the year 2000, this will increase to $1437 billion. This helps identify 
possible spending patterns, and it has been found that there is a definite relationship 
between aggregate personal disposable income and recreation expenditures. 

All of these factors are interrelated in practice: one can see how population will 
proliferate; gross national product will go up markedly; personal disposable income 
will rise; the work week will decrease; paid vacations will go up; etc. These social 
and economic factors spell the need for just this kind of program, and provide its 
justification. 

There are many benefits that can be mentioned. Some accrue to defense and safety. 
There are health benefits, also. There is a definite relationship between physical and 
mental health and vacations, recreation and pleasure driving. In the Scenic Roads 
and Parkways Study, three doctors from the National Institutes of Health made an ex
cellent analysis which is going to be included in the report. 

One statistic of significance which was contributed by the Chamber of Commerce 
told that 24 tourists a day will provide a local community with as much financial income 
as a factory with an annual payroll of $100,000. And, of course, scenic roads and 
parkways provide an important drawing force in tourist travel. 

Another thing that has been of interest from the beginning is the "corridor concept" 
in highway planning. This concept did not originate with the Scenic Roads and Park
ways Study; credit for this goes to the people of California and Wisconsin. It has a 
definite place in the study, because one could easily visualize the danger that billions 
of dollars might be put into this scenic roads program, only to find, perhaps 10 years 
later, that the very recreation experience which the surrounding countryside gave to 
driving on these highways had been destroyed by discordant development. This could 
easily happen if the a1·eas adjacent to the roadways are not amply protected. The 
Recreation Advisory Council therefore decided from the start of this program that the 
corridor concept would be a basic element. 

This corridor concept consists of three principal elements. One is the right-of-way, 
owned by the state highway department or held in perpetual easement. Within this 
right-of-way, the public agency responsible exercises all control of its use. Next, 
there is what is called the inner zone of the corridor. Demarcation of this zone has 
both legal and functional significance. Functionally it is the area where there may be 
some selective cutting of trees to open up views. 

It is this portion of the corridor where other types of activities may be carried on 
by the landscape architect. Some type of legal control, or at least legal arrangements, 
will have to be established here to permit these functions to be carried out. The state 
may acquire some parts in fee; in other cases, they may acquire easements. In the 
remainder of the corridor, which has been 1called "the outer zone," there are also ob
jectives of scenic quality, but they are of secondary importance as far as the highway 
department's responsibility is concerned. They may serve an important function as 
far as the scenic experience of the traveler is concerned, but they are the sort of thing 
that is adequately controlled and preserved by zoning. 

In the corridor will be established such complementaryfacilities as picnic areas, 
roadside rest areas, scenic overlooks, bike and hiking trails, camping areas. and boat 
launching sites. 
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AB part of t.lie Scenic Roads and Park',•tays Study, all t..'le state-s and participating 
Federal agencies submitted nominations for scenic roads and parkways. These were 
submitted with recommended priorities, and various other data, such as potential cost, 
traffic estimates, and potential complementary facilities. Regarding the corridor it
self, three specific things were asked. One of them was the designation of those areas 
considered to have the greatest urgency regarding the need for protection. In this con
nection, it was found that in 34 percent of the roads nominated it was stated that unless 
the corridor was protected immediately it would be destroyed for scenic purposes 
within the next few years. Identification and protection of at least this 34 percent of 
the scenic road mileage will have to be the immediate concern of the agencies responsi
ble for this program. In 52 percent of the cases, the states indicated they will "soon" 
need protection; and in the remaining 14 percent it was indicated there was no urgency 
for protection. 

These roads will include major scenic highways, such as the Great River Road along 
the Mississippi. But one does not have to have a highly sophisticated road or highway 
in order to obtain the benefit of its scenic quality. It may not even be a hard-surfaced 
road. The main thing is that it preserves the scenic quality of the setting, and that it 
is combined with the recreational opportunities that this setting presents. 

At the present time we do not have a national program of scenic roads and parkways 
at the Federal level, but we do have some bits and pieces with which to work. One 
of the purposes of the recent study requested by the Recreation Advisory Committee 
was to see how far these existing programs can be carried on, and where they have 
points of contact with each other which might be coordinated. Some of the Federal 
agencies which are now carrying on parts of this program include the Bureau of Public 
Roads in the Department of Commerce, and the Forest Service in the Department of 
Agriculture. The Bureau of Public Roads has a highway beautification program going 
on at the present time under the legislation passed by Congress in October 1965; and 
the Forest Service bas a program to develop "Recreation Ways." 

In the Department of the Interior, the National Park Service since 1933 has been 
building national parkways, and today has about 1, 100 miles of new parkways under 
construction. In addition, the Interior Department's Bureau of Land Management and 
Bureau of Indian Affairs builds roads which traverse somA of thA nlltinn'"' n,nc,t c,t.,.;1r_ 

ing scenic areas. 
The new Department of Housing and Urban Development has a keen interest in this 

program as it relates to beautifying the parkways and park areas of cities . 
The Departments of Defense and Health, Education and Welfare also have an interest 

in this program, as the former also manages some significant land holdings where 
scenic quality exists, and the latter is concerned with the promotion of recreation as 
a major factor in the nation's physical and mental health. 

The Tennessee Valley Authority has a regional interest in this program, and in its 
region it has taken an imaginative lead in developing the recreational as well as the 
power-producing potential of the natural resources that it has. 

In the work that has been done so far on the Scenic Roads and Parkways study, the 
states and Federal agencies have nominated a total of 136, 500 miles of their highways 
for development as scenic and recreational roads 01· parkways. The aggregate imputed 
cost of this development was approximately $18. 7 billion. This exceeded the size of 
the program that could be mounted at the present time, so various criteria were ap
plied for selection of the most desirable nominations. 

Some of the characteristics of this total 136, 500 miles are of particular interest. 
Two-thirds of this mileage is already in existing road systems. They are not neces
sarily improved as they would be under the proposed Scenic Roads and Parkways Pro
gram, but the rights-of-way are all acquired and do not have to be purchased on new 
location. Ninety-six percent of these roads are rural; four percent are urban. 

This, however, does not mean that the scenic roads will be only for rural residents. 
It is the vast city population that will be the main users of these roads as they come 
out into the countryside to enjoy its scenic and recreational opportunities. One of the 
very important criteria for selection of scenic roads had to do with "population prox
imity," referred to as the distance that the road is from the centers of population in the 
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cities. It was recognized that this Scenic Roads and Parkways Program had to be 
oriented toward people and the great concentrations of population. H it were not so 
oriented, it would lose much of its significance for most Americans. Accordingly, as 
the states submitted nominations for scenic roads, they were asked to indicate how 
many thousands or millions of people lived within one-hour, two-hour and three-hour 
drives from the road. 

This factor of population proximity became, along with two other criteria, the chief 
means of selecting the highest priority class of scenic roads in making up an optimum 
program. The other two factors were "use" and "economy"-both getting at the ques
tion of where the best investment in this system would be. These two criteria together 
might be indicated as "cost per vehicle-mile." Altogether these three elements will, 
it is believed, provide an indication of the optimum program to propose to the Recrea
tion AdVisory Council and the President within whatever dollar amount they decide to 
devote to this program. 

Of course, these proposed scenic roads and parkways will not really be a new sys
tem in the sense that we use this term in a Federal-aid context. Approximately one
third of the nominations are already on the Federal-Aid Primary System, and approxi
mately one-third are already on the Federal-Aid Secondary System. The remaining 
third were on other road systems. In varying degrees, therefore, Federal funds are 
now being used for development of the objectives of scenic road and parkway facilities. 
But at the present time it is doubtful that existing Federal-aid primary and secondary 
funds are sufficient to permit major development of scenic or recreational potentials 
of these routes. 

Summarizing the data on population proximity as a factor in locating scenic roads 
and parkways, note that of the 136, 500 miles nominated, 37 percent of this mileage 
was within one, two or three hours driving time from concentrations of more th.au 2. 5 
million people. Also, 23 percent of the mileage was with.,in population centers of 1 to 
2. 5 million. With respect to complementary facilities, the evidence shows that exist
ing facilities are quite limited. The new ones, of course, will be quite extensive . 
When these are added to the development of a highway corridor, one can readily see 
that within a relatively short period there can be brought into being a complex of facili
ties which will have major significance for tourism as well as pleasure driving. 




