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The author comments on the changing American economy, more 
leisure time for pleasure driving and outdoor recreation, and the 
obsolescence of old roads because of new highway systems. 

He relates these factors to a formula which will revitalize old 
roads and give them continued usefulness. 

He describes the formula now being applied on the Great River 
Road project and suggests that this coµld well serve as the model 
for the development of other scenic route systems. 

•EVERY day, in every part of this great country of ours, men and machines are busy 
on one of the biggest construction programs of all time-the development of a higl!.way 
system which affects everyone. 

It has to be a big program. This is a big country. It has a great many people. 
These people live, work, and play. In orde·r to do these things they must move food, 
commodities, and themselves from place to place-sometimes by air and water, but 
much more often along the land. 

This continuous, dynamic, vibrant movement-day and night-of millions of jour
neys-short and long-requires a vast interrelated network of organi.zations, millions 
of people, and countless materials. 

Essential materials of tM~ tr~n..s:P')r!2.tia!! ~:::•:c~:::~t, :;., ;;ital t0 tl:.c .i;,hy.::1il:ai, 
spiritual, emotional, social, and economic well-being of America's millions of people, 
are motor-driven vehicles and roads on which to propel them. 

Statistics are not always dependable. They can be patterned and tailored to fit a 
need or a desire. It has been said, facetiously, that 75 percent of all statistics are 60 
percent accurate 50 percent of the time, according to 3 out of 4 statisticians. Be this 
as it may, .here are a few figures on the highway program. If they have no other value, 
they do add an element of scale to the picture. Today, the people of the United States 
number about 191 millions. Ninety-one millions of them are licensed to drive 80 mil
lion vehicles. Since July 1, 1956, about 175,101 miles of roads of the Federal-aid 
primary, secondary, and urban highway systems have been built, are under contract, 
or have been authorized. Tbe estimated total cost-right-of-way, engineering, and 
construction-is $15 billion. Add to this the 41,000 miles of the Interstate System and 
its estimated cost of $41 billion. The total highway network constructed since 1956, 
therefore, will be 216,000 miles and will cost $ 56 billion. 

This is a big program. It is costly. It is being suppoi-ted by hard-earned tax dol
lars. There is general confidence that the money is serving a useful purpose. How
ever, there is some belief that a part of the tax dollar could be used in another manner 
to achieve a greater measure of value. This change in use is directly related to a 
change in the use of our highways. 

The history of automobile transportation is contemporary with all of us to some de
gree. Some of us are old enough to remember its birth late in the 19th century. All 
of us here today have had something to do with its becoming of age. 
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In the beginning, automobiles and their performance were quite. infantile, as it 
were, according to today's standards. Man was hesitant to accept this child of com
meree, industry, and pleasure, soon to become a giant. Wagon roads were adequate 
for a long time to accommodate this new kind of horsepower with its slow speed and 
mechanical ailments. 

All too soon, the automobile began to "grow up." In numbers and in performance, 
it forced the horse-drawn vehicle into retirement. The wagon roads soon became ,in
adequate to serve the needs of this new medium of movement. The narrow, rutted, 
winding, steep, la.id-on-the-ground roads had to be widened, smoothed, straightened, 
flattened, drained, and provided with a vehicle-and-weather-resistant surface. The 
wagon roads became highways. 

In that early day, the wagon roads themselves generally could be improved for auto
mobile use on their present location. In rural areas, the countryside was still clear 
and clean, land for additional right-of-way was readily available and not expensive. 
In suburban and urban areas, the development of roadside facilities and services for 
cars and passengers was taking place slowly. The improvement and continued use of 
suburban and city streets seemed reasonable and was economical. 

The planners of these improvements in that early day were highway engineers whose 
primary interest was the cost of adapting an existing but outmoded traffic facility to 
a changed use. U~oreseen and unpredicted was the rapid growth of the automobile in
dustry. Unanticipated was the effect of the impact of the rapid and continuing advance
ment of automotive engineering and production on the highways themselves and on the 
society that must use these highways. 

The development of knowledge in the automotive engineering and related sciences 
has been explosive-old materials and practices are being improved or replaced, new 
materials are being discovered or created, and new uses are being found for all of them 
in combination. Advances in the field of automotive production have been fantastic. 
A rapidly growing and changing human society having more leisure time, more varied 
interests, and more economic means has an ever-increasing need for more automo
biles for pleasure and more trucks and buses for business. 

This is a kind of three-cycle action, and it continues to spin, ever faster: more 
people-more vehicles; more vehicles-more and better roads. Unfortunately, unwit
tingly and unintentionally, the highway engineer has been placed by society and the 
automotive industry in the unenviable and unflattering position as manager of the third, 
or exhaust phase, of this three-cycle action. Never once, since the first automobile 
was built and put on the road has he been able to initiate, energize, or influence any 
of the action in which he has become involved. Society, moving from the city into the 
suburbs and beyond with its living, its commerce, and its industry has created the 
need for more vehicles, faster vehicles, and more powerful vehicles. The car, bus, 
and truck manufacturer has satisfied this need according to his standards. The high
way engineer, always the servant of the public and the automobile producer, and al
ways one step behind, has struggled bravely to build new highways to the higher stand
ards dictated by the automobile designer and manufacturer, to improve the adequacy 
of some existing highways, or has resigned to obsolescence some highways deemed 
economically and technically unsound to salvage. 

This senseless desire -for high speed, great power, and big loads, aided and abetted 
by th~ automotive industry in its effort to perpetuate its existence, has caused the de
velopment of the ... 41, 000-mile Interstate System costing an average of one million dol
lars per mile. The System, with its high design standards, its high speed, its con
trol of roadside development, its limited access, and its arrangement on the geography 
of the land, is a business and freight route intended to move people and products across 
the country as rapidly and directly as possible. It is not intended for pleasure travel. 

Years ago, when this desire was small and its rate and extent of growth not easily 
discerned, the immediate need of the highway engineer was to improve an existing 
wagon road to the then modest requirements of the new "horsepower." At that time, 
the need for access control did not exist and was not anticipated. There was nothing 
wrong with having intersecting roads, streets and railroads crossing at grade. At that 
time, there seemed to be no need to control the roadside development of residences 
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and businesses creeping outward from tl;le cities. At that time, the countryside was 
wide open and scenically attractive; even th1:i transition areas between country and city 
had an uncluttered spaciousness and a special charm. Then, almost simultaneously, 
there came the surging development of electrical energy and internal combustion and 
the adaption of these two tremendous forces to human use and enjoyment. It seemed 
sensible to transport this electrical energy in long skeins of overhead lines on the in
expensive right-of-way of the wagon roads now becoming highways. There seemed to 
be no harm, at that time, in roadside advertising to remind the public, now traveling 
more and more in the once-derided ho,rselesa carriages, of the thousand-and-one foods, 
drinks, conveniences, luxuries, and services which were theirs to use, through cash 
or cred· t, because of electricity or gasoline. Gradually, the beauty of the 1·oadsides 
and the country and the usefulness of the roads became diminished by the rampantly 
growing screen of utility lines, billboards, and other structures for human use. 

One of the world's foremost architects, Edward D. Stone, said that "We do every
thing rapidly in this country, and I think that in thirty or forty years we have succeeded 
in converting it from the most beautiful country in the world to one of the ugliest. An 
English observer visiting this country said that he noticed a firm determination on our 
part to pave our country with car lots, beer cans, billboards, and -bar-b-q's in order 
that we might whiz by in a lemon -yellow Cadillac with a platinum blond and contemplate 
the ruins in style. This is a pretty contrived but richly deserved insult." 

It should be recognized that yesterday's lack of foresight of impending traffic prob
lems, and today's indifference and apathy in some areas have caused many miles of 
American highways to become obsolete. Every day, more highways are becoming 
obsolescent and new routes are being sought. Even today, there are many states and 
political subdivisions where there is little or no control of outdoor advertising or road
side development, and where control or improvement of access is applied, largely, 
only when and where necessary because of traffic volume or hazards. It is a terrible 
reflection of our inability to control automotive design and construction and to solve our 

Figure 1. Railroad crossing at grade, US 61 north of Baton Rouge, La. 
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Figure 2. Outdoor advertising (adverse land use). 

highway traffic problems when considering the tragic fact that during each of several 
national holidays-Christmas, Fourth of July, Labor Day, and Thanksgiving Day-more 
than 500 persons lose their lives in traffic accidents, many thousands are injured or 
crippled, and many millions of dollars are lost in property damage. These acctdents 
are caused, for the most part, by excessive speed, collisions with other vehicles at 
grade crossings, and collisions with roadside objects such as utility poles, signs, cul
vert and bridge walls and abutments, trees, and buildings. 

The untimely and unnecessary demise of many miles of highways through obsoles
cence reflects the poor investment of many millions of tax dollars and the questionably 
necessary expenditure of millions more in replacement routes. 

There have been doubts in the minds of some persons concerning the competence 
and conscience of some highway planners and their programs in the light of their past 
and continuing mistakes. There is no longer a blind acceptance of the broad tenet that 
old roads must be replaced by new roads. Today there is a strong surge of sentiment
and it is being expressed in all parts of the nation-that there must still be some useful 
life in the old roads. There has been a searching for a formula which would revitalize 
the old roads and arrest, or at least, effectively postpone their obsolescence. There 
has been a hope that the costly public investment in the old roads could still be made to 
yield a benefit. 

Many miles of these older roads do have many years of useful life. There are good 
reasons why they should be revitalized and continued in use. The old wagon roads, 
turned highways, generally have the advantage of having highly scenic locations. They 
were developed to standards which today do not lend themselves to travel at high speed. 
They followed streams and valleys, generally "on the ground," with relatively easy 
grades and alignment and shallow cuts and fills. There was little defacement of natural 
values along the way, and the way often led through towns and hamlets of distinctive 
character and charm. Sometimes, the old roads led up into the forested mountains 
and through the gaps, or passes, twisting and turning in a pattern that was intended to 
accommodate the limited pulling power of a horse and the animal's need to rest and to 
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''blow" occasionally. In the mountains, too, the road was generally "Iaid-on-th~
ground" with a minimum of cutting and filling and a maximum conservation of natural 
roadside values. Along the way, through the hills, were evidences of living and a way 
of life in the high country. Here, then, are a few of the reasons why so many miles 
of older roads should be revitalized and continued in use: they possess scenic and 
other natural values; they give a chance for leisurely travel; and they offer an op
portunity to observe, to study, and to enjoy the manner in which people lived in the 
recent past, the way in which they lived, and the nature of the land on which they lived. 

Many of these values still remain today. It is true that some of them may be ob
scured by billboards and other roadside structures, or in some places hidden by a rib
bon development of residence and business. Perhaps, the chance for leisurely travel 
may be somewhat less than comfortable because of a road's present narrowness, steep
ness, or curvature, or by the absence of any control of access. The intrinsic values, 
however, are there. Their potential for use and enjoyment is high. The problem is 
how to bring them back to life. 

In one region of the country, a formula has been found and is being applied in the de
velopment of a project which may well prove to be the greatest scenic highway route 
in America. The region is the Mississippi River Valley, extending through ten states: 
Minnesota, Wisconsin, Iowa, Illinois, Missouri, Arkansas, Kentucky, Tennessee, 
Mississippi, and Louisiana. The primary attraction of the valley is the 2, 300-mile
long Mississippi River. The project is the Great River Road. 

At its beginning, the river is bright and clear. It moves quickly through lakes, 
marshes, and forests of pine, birch, and aspen. It passes through Indian reservations 
and villages. Along its banks are towns and cities settled by sturdy Scandinavians and 
French Canadians. It nourishes an area of agriculture, dairy farming, lumbering, 
mining, hunting and fishing. It knows the prosperity of much commerce and industry 
broµght about by a vigorous people in an invigorating climate. 

Farther along, where there are low ridges of soft rock, the river has cut through 
the ridges or has found a course along the base of the rock bluffs. Towns and cities 
still retain some of the social and cultural traditions of the early settlers who were 
French, English, and German. In some communities, there are sections which are 
unique in that the old architecture and old customs have survived to this day. This is 
ciu a.n:a. oi increased agriculture, ctairy farming, commerce, and industry, and de-

Figure 3. Symbolic marker now in use in ten 
Mississippi River states and in Ontario and 

Manitoba. 

creased lumbering and mining. The con
struction of dams across the river for 
navigation and flood control has brought 
increased river traffic and improved fish
ing, hunting, and water recreation. 

Southward of the hills, in the lower 
alluvial valley, the river is confined by a 
system of levees. Its course is fast, and 
the 1·iver is big and heavy with the water 
of many streams and the silt of many 
lands. Along its banks are willow and 
cottonwood. Behind its levees are oxbow 
lakes, baldcypress, tupelo, live oak, and 
palm. Riverside communities show a 
strongly persistent French, English, and 
Spanish influence. The farms have now 
become plantations. There are great 
areas of cotton, rice, and sugar cane. 
The orchards are pecan and orange. Heavy 
industry along the banks uses the river to 
move raw materials and finished products. 
At the river's end, there are fleets of 
boats for shrimping and salt water fish
ing. There is underwater mining for sul
phur, oil and salt. The delta. itself, is a 
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Figure 4. Lake Itasca, the source of the Mississippi River in Minnesota. 

Figure 5. View from Maiden Rock, near Stockholm, Wis. 
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tremendous expanse of salt grass marsh and bayou, held in Federal trust as a water
fowl refuge. 

The Mississippi River Valley is indeed fortunate in the great number and variety of 
its many values and attractions-scenic, historic, archeologic, geologic, commercial, 
industrial, agricultural and social. 

In the 1930's, a group of far-sighted and public-spirited valley citizens, aware of 
the great potential of the many values and attractions along the river as items of public 
interest, began to plan for the identifying, 01·ganizing, and enjoyment of these heretofor 
ungrouped elements into one great coordinated project. 

From these early thoughts grew the organization now known as the Mississippi River 
Parkway Commission. The stature and influence of the Commission is acknowledged 
by the governors of the ten :Mississippi River states and by the premiet·s 0£ the two 
neighboring Canadian provinces of Manitoba and Ontario, each of whom may appoint 
ten persons from his state or province to serve on the Commission. 

Through the efforts of the Commission, Federal funds were provided for a study to 
be made to determine the feasibility of developing a traffic facility along the river link
ing together the many values and interests of the river, the valley and the people. The 
study was made jointly by the Bureau of Public Roads and the National Park Service 
and presented, in 1951, as a report to the Congress. 

The report recommended against the development of a completely new facility pat
terned after such National Parkways as the Blue Ridge in North Carolina and Virginia, 
and the Natchez Trace in Mississippi, Alabama, and Tennessee. These parkways are 

;;,Qll'c',;;-,.) .. ~.' ' ( 

Figure 6. Blue Ridge Parkway at Doughton Park, N.C. 
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essentially elongated parks possessing scenic, historic, and other values of national 
significance. They contain a motor road designed for slow or moderate speed within a 
right-of-way averaging 125 acres per mile. There is partial to complete control of 
access, roadside development is restricted, scenic control is almost complete and 
commercial traffic is prohibited. Federal parkways are authorized by the Congress 
and are built using all Federal funds on lands acquired by the states and given to the 
United States. Federal parkways are scenic routes for pleasure travel in the ideal 
sense of the words. The adverse report was based largely on the facts that desirable 
riverside locations already were preempted by existing roads, railroads, cities, com
merce and industry, that the cost of right-of-way in highly agricultural areas would be 
prohibitiye, that there would be a duplicati.on of existing highways presently or poten
tialJ.y adequate for traffic purposes, and that Federal development, administration, 
operation, and maintenance of so wide-flung a project would be difficult and too expen
sive to be justified. 

However, the report did recommend a plan whereby the ten Mississippi River states 
could improve existing highways located close to the river to parkway-like character 
and connect them where necessary with sections of new construction to form a con
tinuous route. Many of these existing highways already are units of several Federal
aid systems. Improvements to them could be made through normal Federal assistance 
procedures. 

This plan proposed a scenic route having the following recommended characteristics: 

1. Ownership and control by the individual states. 
2. Design and construction by the states with Federal advisory service furnished 

when requested. 
3. Federal a!3sistance in financing through the usual Federal-aid channels plus ad

ditional Federal aid to provide parkway-like features. 
4. Partial or complete control of access. 
5. An adequate scenic corridor protected by land control of the adjacent roadside 

through acquisition of wider right-of-way and the use of scenic easements. 
6. Adequate interpretive and public-use facilities to portray the scenic, recrea

tional, historical, cultural, geographic, and other features along the route. 

Figure 7. Parking overlook on Blue Ridge Parkway in North Carolina. 
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Figure 8. The Great River Road and a wayside park in Minnesota. 

Figure 9. The Great River Road and County Road M, Muscatine County, Iowa. 
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Figure JO. Hannibal, Mo., from scenic overlook off spur road from Great River Road. 

Figure 11. Beach in a state park a long the Great River Rood in Missouri. 
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Figure 12. Picnic pavilion in a state park along the Great River Road in Missouri. 

Figure 13. The Mississippi River and levee at St, Louis; .Jefferson Nat·ional Expansion Memorial under 
development. 
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Figure 14. Fort Jackson, La., near the mouth of the Mississippi River" 

Figure 15. Winterville Indian mounds along the Great River Road near Greenville, Miss. 
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7. Use of existing highways where these are of parkway-like potential or where no 
reasonably available route of parkway-like caliber exists. 

8. Use of new location wherever conditions warrant. 
9. Excluded or regulated commercial traffic in sections on new location, wherever 

reasonably available alternate traffic facilities exist. 

This scenic route plan, or formula, was endorsed by the Commission in 1952. The 
Congress indicated its support of the plan when it approved the Federal-Aid Highway 
Act of 1954, autho1•izing the Bureau of Public Roads to expend a portion of its ad
ministrative funds for the purpose of assisting the states in the interstate planning and 
coordination of a continuous Great River Road and its appurtenances from Canada to 
the Gulf of Mexico. Under this act, the states have had made available to lhem the 
services of highway engineers of the Bureau and landscape architects of the National 
Park Service who are highly skilled and experienced in parkway development and land
use planning. 

Thus was born the Great River Road, conceived by the Mississippi River Parkway 
Commission, fostered by the ten state highway agencies, and supported and named by 
the Congress. 

Since 1954, the highway agencies of all ten Mississippi River states have re<J,uested 
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Figure 16. Key mop. 

and have been furnished adviso1·y service 
reports by the Federal consultants. These 
reports recommend that existing roads 
and some new location be utilized to form 
a single route for the Great River Road 
through each state. Included also are 
recommendations for the development of 
areas adjacent to the route for scenic, 
recreational, and other public-use pur
poses. Additional studies containing de
tailed recommendations for land acquisi
tion, scenic easement, and control of access 
have been completed for some states :inn 
are in process or on schedule for others. 

As a result of these studies and because 
of the interest shown in the project by 
Manitoba and Ontario, the Great River 
Road, as now conceived, will be a continu
ous scenic route of existing highways, plus 
some new location, extending generally 
along both sides of the Mississippi River 
from Lake Itasca to the Gulf of Mexico with 
two extensions northward through Min
nesota into Manitoba and Ontario to form 
a loop road around the Lake of the Woods. 
The total length of this scenic route will 
be nearly 3, 800 miles. 

With the encouragement and the planning 
assistance given to the project by Congress 
and with the reports of the consultants to 
serve as guides, the Commission and the 
state highway agencies have been applying 
the elements of the formula in a program 
of development which will improve the 
existing highways of the Great River Road 
into a truly scenic highway route. 

Minnesota and Wisconsin have launched 
ambitious programs of land acquisition and 
roadside improvement along the Great 
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River Road. Minnesota, for instance, has succeeded in having approved two requests 
for the use of Federal funds totaling $100, 000, in accordance with the requirements of 
Section 319 of Title 23, United States Code. Section 319 permits the use of Federal 
funds for the construction of highway roadside and landscape development, including 
sanitary and other facilities, and for the purchase of adjacent areas of land of limited 
width and primary importance for the preservation of the natural beauty through which 
highways are constructed. The Federal funds used for these purposes need not be 
matched by state funds. The provisions of Section 319 are available to all states par
ticipating in the Federal-aid highway programs. 

A different approach is being used in Wisconsin. The state legislature recently 
enacted a bill which levied a one-cent tax on each package of cigarettes for ten years. 
The Governor and a committee would decide how to spend the anticipated revenue of 50 
million dollars. An amount of $293,000 was budgeted for the purchase of scenic ease
ments along the route of the Great River Road. An additional amount of $400,000 was 
budgeted for the same purpose for the 1963-1965 period. Funds also have been pro
vided for the acquisition of land for access connections, waysides, overlooks and his
toric sites along the route. The program is well under way and many acres of scenic 
easement have already been acquired. 

This, then, is the formula and these are a few of the devices being applied, suc
cessfully, in the development of America's model scenic route called the Great River 
Road. With these tools, many miles of older roads will be improved in course of time 
and many thousands of motorists who are not in a hurry will be given the opportunity to 
drive leisurely and safely through a region of many and varied attractions and interests. 

There are many potential scenic routes in America. Every year requests come to 
the National Park Service-and probably to other Federal agencies-from many parts 
of the country proposing certain new routes and certain existing systems of highway 
as parkways or scenic routes. In the past few years, several of these requests have 
taken the shape of Congressional bills which authorize feasibility studies of proposed 
parkway and scenic highway routes. Those which have National Parkway qualifications 
by virtue of new location and other prerequisities should be recommended for develop
ment by the Federal Government, as in the case of the Blue Ridge and Natchez Trace 
Parkways; those which have scenic route importance through improvement of existing 
highways should be developed by the states with some special Federal-aid, as in the 
case of the Great River Road. 

Each of these requests represents a sincere interest on the part of one or more 
persons or groups in the possibility of improving a system of older roads and identify
ing them as a scenic route. The sponsors of the requests, for the most part, have 
asked the National Park Service for advice on the principles and procedures which 
should be used in motivating action on the requests. In each instance of such an inquiry 
for advice, the Service has suggested that the model which should be used is the Great 
River Road. 

In one particular instance, California has thought so highly of the principles and 
practices being followed in the development of the Great River Road project that in 
July 1963, it enacted into law Senate Bill 1467, creating a 4900-mile scenic highway 
system in California. This is the result of a report and recommendations of the ln
teragency Study Group authorized by California Senate Resolutions 39/1961 and 4/1962 
in collaboration with the county of Monterey and their consultants, Skidmore, Owings, 
and Merrill. The legislation represents the efforts of the highway, park, recreation, 
water, and planning agencies of the state to evolve appropriate policies and procedures 
for the designating, planning, and designing of California's "scenic highways." 

The California legislation echoes strongly the recommendations made by the Bureau 
of Public Roads and the National Park Service in the joint report of 1951 and in all the 
advisory service reports which have followed. 

This increasing public interest in scenic routes stems from a nationwide trend to
ward recre.ation and recreational travel which now has reached the stage where action 
is compelled. Along with an exploding population, an expanding economy, more ma
terial goods, and more leisure time, has come a growing awareness and concern of 
many people of the need for definite action to acquire, develop, and protect space for 
parks and recreation. 
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From a modest beginning a few years ago, the national trend toward more pleasure 
travel, more picnicking, boating, and camping, and more outdoor recreation in general 
has been accelerating at an alarming pace. It is a sad and positive fact that present 
areas and facilities for public recreation are limited and cannot be expected to satisfy 
pyramiding demands. This situation is faced in the National Parks and Monuments, in 
the National Forests and Wildlife Areas, and in the state parks. Some relief will be 
provided through the MISSION 66 program of the National Park Service, and the Opera
tion Outdoors program of the United States Forest Service but much more will be 
needed. 

In 1964, recreational visits to the principal national and state recreation areas
National Parks, National Forests, National WildliJe Areas; and state parks-totaled 
more than 500 million persons. 

In 1966, the target date of MISSION 66 and the 50th anniversary of the National Park 
Service, the anticipated total visitation is 540 million persons. 

Because of this increase in visitation, some new and expandable sources must be 
found to satisfy anticipated needs for recreational space and facilities. 

One of the best opportunities for providing additional space for recreation is in the 
improving and strengthening of the transportation arteries-our highways. There is be
lief that the existing system of highways, including the new System of Interstate and 
Defense Highways, can be made into something more than merely fast, safe, well
engineered freight routes. With some imaginative location and improvement; with the 
addition of scenic historic, recreational, and other features which would add very little 
to the cost; with the application of the well-studied principles of wider rights-of-way, 
control of access, separation of grades, and scenic control; many of these existing 
highways can be transformed into scenic routes with parkway-like characteristics. 
They can be made into complete traffic and recreational facilities to be used and en
joyed for all time by all the people. 

There is much evidence of the support being given to the public need for more open 
space and facilities for outdoor pleasure and recreation. This harkening to the voice 
of the people has taken the form of action by the Congress and the President on legisla
tion and studies directly related to land, water, and highways. Quite recently a num
ber oi new rfat1ona1 .l:'arK 1:Serv1ce areas have been established, anct others have been 

Figure 17. Utility lines and ribbon development (adverse land use). 
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Figure 18. Automobile graveyard (adverse land use), 

recommended. The Wilderness Act permits the expansion of the system of National 
Forests. The Land and Water Conservation Act provides funds for land and water for 
several Federal agencies. The President's White House Conference on Beautification 
has given new impetus and direction to the highway development programs. A study is 
being made for a National Program of Sceni1c: Roads and Parkways. In addition, there 
are numerous bills at various levels of process recommending study or other action 
on new National Parkways, the Great River Road, and other public-interest projects 
involving highways. 

The Great River Road as a project and as a prototype scenic route is an interesting 
exercise in land-use planning. It has a beginning that is a matter of record. Its physi
cal development may be measured every day in terms of improved miles of roads. Its 
other benefits-social, cultural, economical, recreational, and others-which have been 
or will be engendered by the project will continue on and grow larger just as long as 
there is a river and a valley and people to give it life and meaning and reason. Just 
as the Mississippi River has a beginning but flows on and on forever, so does the Great 
River Road have a beginning but is endless. 




