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INTRODUCTION

Roads have long played a prominent role in shaping the national park
experience. In addition to providing access to natural and cultural re-
sources, park roads are often compelling cultural landscapes in their own
rights. Their sensitive layout, impressive views, rustic guardrails and
picturesque bridges make them highly attractive, especially when con-
trasted to most ordinary roads and highways. In many cases, the distinc-
tive characteristics of historic park roads serve as defining elements of the
National Park System, creating a sense of continuity from park to park and
providing cherished memories of leisurely excursions through America’s
most beloved landscapes. The appeal of park roads is not limited to the
classic “natural” parks and parkways. Roads play important roles in
national military parks, as well, and contribute to the cultural landscapes of
many historical parks. Even in newer parks, where the influence of
traditional landscape aesthetics may not be as readily apparent, roadways
exemplify changing patterns of park design and resource management.

The consistently compelling character of America’s historic national park
roads and parkways is by no means accidental; nor is its survival guaran-
teed. Historic park roads such as Glacier’s Going-to-the-Sun Road,
Yellowstone’s Grand Loop, and Sequoia’s Generals Highway reflect the
collective efforts of generations of engineers, landscape architects, and
park administrators. Similar skills and collaborations helped create the
solemn avenues and winding tour roads of National Military Parks and the
exquisitely designed carriage road systems absorbed into the National
Park System in places like Acadia National Park, Marsh-Billings-Rockefeller
National Historical Park, and Washington, D.C.’s Rock Creek Park.
While there is growing appreciation for their significance, many historic
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park roads are endangered by factors ranging from
natural disasters and age-related deterioration to
growing traffic burdens, evolving technological de-
mands, and increasingly complex legal and financial
concerns. Not only are historic roads among the most
significant categories of cultural landscapes to be found
within the National Park System, but developing
policies for their evaluation and management is one of
the most pressing stewardship challenges facing park
administrators today.

Landscape Line 16: Historic Park Roads provides
guidance to assist in the identification, inventory,
evaluation, and treatment of historic park road re-
sources. Its primary purpose is to serve as a guide for
the preparation of Cultural Landscape Reports (CLRs).
The underlying aim is to promote an approach to park
road stewardship that combines rigorous research and
thorough understanding of legal and technical issues,
with sensitivity toward preservation concerns, aesthetic
considerations, environmental issues, and other
management challenges. Readers will find a brief
account of park road history, an overview of park road
terminology, a guide to research, documentation and
evaluation methods, a summary of pertinent policies
and guidelines, and a brief survey of potential treatment
considerations. This document is meant to be used in
concert with A Guide to Cultural Landscape Reports:
Contents, Procedures, and Techniques and other
publications in the Landscape Lines series. A bibliogra-
phy is provided to direct researchers to supplemental
material.

This Landscape Line focuses on the major tour roads
that comprise the primary public arteries of the Na-
tional Park System. While some of these tour ways
incorporated pre-existing roads or road segments, most
were newly developed by the National Park Service for
explicitly recreational purposes and tend to have similar
distinguishing characteristics. There are many other
road types within the National Park Service’s jurisdic-
tion. These range from utilitarian maintenance roads
and administrative networks to historic routes and
traces that predate park development and contribute in
various ways to many parks’ character and significance.
The former rarely require extensive analysis from a
cultural resource standpoint, while the latter frequently
involve complex and highly site-specific considerations

that are beyond the scope of this publication. Many
parks are also traversed by public highways adminis-
tered by local, state, or federal authorities through
cooperative agreements with the National Park
Service, which have unique management requirements
of their own. While this Landscape Line focuses on
National Park Service-designed and maintained tour
roads, many of the research strategies and treatments
described herein may provide guidance for the
management of related resources in other jurisdictions.

A BRIEF HISTORY OF
NATIONAL PARK ROADS

The first park roads were primitive wagon routes
constructed by private entrepreneurs and the U.S.
Army Corps of Engineers in the late nineteenth and
early twentieth centuries. Tight budgets and the
challenges of operating in remote and often hazardous
terrain produced a pragmatic focus on providing basic
access to key park features. Construction crews
worked with hand tools and horse-drawn machinery
to replace crude pack trails with rudimentary wagon
roads. Road-builders generally followed the dictates of
the existing terrain, occasionally using black powder to
remove stubborn obstacles. Narrow stage roads clung
to steep mountainsides, gaining or losing elevation with

Figure 1. Big Oak Flat Road, Yosemite National Park, 1903.
(National Park Service Historic Photograph Collection
[NPSHPC])



Figure 2. Tourists on Fall River Road, Rocky Mountain National
Park, ca. 1924. (Rocky Mountain National Park).

switchbacks and dangerous hairpin turns. Horse-drawn
stages raised clouds of dusts as they pounded along
simple dirt and gravel surfaces.

Despite these constraints, the engineers and toll road
operators established the foundations of today’s park
road systems, grading roadways, erecting bridges,
constructing masonry retaining walls and safety barriers,
and endeavoring to showcase park scenery without
compromising it in the process. Notable road-building
feats of the period include Yellowstone’s Grand Loop
(1883-1905), Mount Rainier’s Nisqually Road (begun
as a pack trail in the 1880s and improved and expanded
by the Army Corps of Engineers 1903-1910), Rim
Drive at Crater Lake (1913-1919), and the access
roads to Yosemite Valley, which were initially con-
structed by private turnpike companies in the late-
nineteenth and early twentieth centuries.

Many of these original roads have been altered substan-
tially, both in location and in terms of width, grade, and
associated features. The same is true of early engineer-
ing structures. Mount Rainier’s timber trestles and
Yellowstone's Golden Gate Viaduct (1884/1900) and
“Chittenden Bridge” (1903) impressed early park
visitors, but they have been replaced by more substan-
tial structures designed to accommodate the demands
of modern automobile traffic. Yosemite retains a few
examples of early park bridge building, from simple
concrete spans to the classic covered bridge at
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Wawona. U.S. Army Corp of Engineer-era bridges in
Yellowstone include the elegant open-spandrel Canyon
Bridge (1915) and a few smaller spans that have been
bypassed or relocated.

The popularization of the automobile in the early years
of the twentieth century created a new era in park road
development. Automobiles were initially banned from
national parks, but these prohibitions were soon relaxed
as park managers joined automobile clubs and hospital-
ity interests in promoting auto tourism as an ideal
means of expanding support for the nascent national
park system. Mount Rainier legalized automobiles in
1907. Crater Lake, Glacier, Yosemite and Sequoia
followed between 1911 and 1913. Yellowstone was
the last to accept cars, admitting motorists in 1915.

The motorization of park transportation had many
advantages. Automobiles were faster and more
comfortable than stagecoaches, greatly reducing the
time and expense of park travel. This made the national
park experience accessible to a larger and more
democratic public, especially when visitors took
advantage of newly developed free auto camps. Park
visitation rose rapidly in the late-1910s and increased at
an even greater rate throughout the 1920s. Replacing
stagecoaches with motorized buses and private auto-
mobiles meant that visitors could cover more ground in
a day, so the number of hotels and way stations was
reduced in large parks like Yellowstone.

Park managers quickly recognized that adapting park
circulation systems to accommodate the influx of
motorists would be a difficult, expensive, and time-
consuming process. They also realized that the way
they addressed this challenge would have enormous
impacts on the future of the National Park System.
While it was essential to improve the safety and
convenience of out-dated stage roads, it was under-
stood that road development should be kept to the
absolute minimum needed to provide access to key
park features.

Congress was slow to commit significant funding, but
NPS Director Stephen Mather secured a $7.5 million
road-building appropriation in 1924, which led to a
series of additional budget increases. New Deal
programs such as the Public Works Administration and



the Civilian Conservation Corps channeled millions into
park road development during the 1930s. In addition
to upgrading existing roadways, new roads had to be
developed in the many parks that were being added to
the system. Because of the tremendous amount of
high quality work accomplished during the 1920s-
1930s, this period has been widely regarded as the
“Golden Age” of national park road building. The
character of the current national park road system was
largely established during this era.

The preferred policy was to upgrade existing roads
rather than construct new routes through undeveloped
terrain. Narrow one-way roads were widened,
dangerous sharp turns were eliminated, and grades
were made more gentle and consistent. Pavements
had to be improved, as dirt and gravel surfaces deterio-
rated rapidly under the stress of automobile traffic.
Safety barriers also became more important, since
vehicles were moving at significantly higher speeds. A
variety of new facilities were developed to accommo-
date the needs of motorists. These included gas
stations, garages, parking lots, scenic turnouts, expanded
lodging and dining facilities, and enhanced entrance
stations and sign systems. Great care was taken to
ensure that these upgrades were constructed as
sensitively as possible and that new roads and related
developments harmonized with their natural and
cultural surroundings.

This task was overseen by NPS landscape architects
working in close collaboration with engineers from the
U.S. Bureau of Public Roads (BPR). The interbureau
agreement between the NPS and the BPR played a
fundamental role in guaranteeing the aesthetic quality
and technical excellence of park roads. Under this
arrangement, which began in the early 1920s and was
formalized in 1926, the NPS outlined the general
location and aesthetic goals of each project. BPR
engineers then conducted surveys and developed
detailed plans for NPS approval. The BPR supervised
day-to-day construction while NPS personnel moni-
tored projects for conformance with guidelines devel-
oped to ensure that park roads exhibited high standards
of design and execution. This arrangement, which still
governs the relationship between the NPS and the
BPR’s successor agency, the Federal Highway Adminis-

Figure 3. Going to the Sun Road, Glacier National Park, 1932.
(Glacier National Park)

tration (FHWA), was hailed by both parties as an
exemplary model of interagency collaboration.

The BPR’s engineering expertise enabled the NPS to
undertake a more ambitious construction program than
it could have accomplished on its own. The NPS, in
turn, encouraged the BPR to pay greater attention to
the aesthetic aspects of road construction. While the
NPS established the general parameters of the projects
and prepared most of the architectural treatments for
bridges, guard walls, and related structures, BPR
engineers ensured that proposals were technically
feasible and made many attractive and innovative design
recommendations of their own. The spectacular cliff-
side location of Glacier’s Going-to-the-Sun Road was
developed by BPR engineers after NPS designers
proposed a technically simpler but more visually
disruptive route. It was this bold yet sensitive solution
that cemented the NPS-BPR collaboration and set the
tone for subsequent park road-building efforts.

The NPS-BPR partnership produced a distinctive
cultural landscape that has become a defining character-
istic not just of national park roads, but of the National
Park System in general. NPS landscape architects and
BPR engineers drew on nineteenth-century carriage
road design techniques, while updating these practices
to accommodate the demands of automobile traffic and
the technical challenges of national park environments.



Figure 4. Generals Highway, Sequoia National Park, ca. 1936.
(vintage postcard: Davis)

Park roads were configured to showcase park land-
scapes in the most attractive and engaging manner.
Where roadside vegetation obstructed appealing views,
trees were cut to create carefully framed vistas. Variety
of scenery was sought to maintain the motorist’s
interest. In forested areas, the distance between the
edge of the road and the treeline was manipulated to
achieve a variety of effects, from a narrow wooded aisle
to a broad green corridor, or an alternating series of
smaller and larger “rooms” carved out of the surround-
ing woodlands. Trees, shrubs, and unique rock forma-
tions were allowed to remain much closer to the
pavement than on conventional roadways, bringing
motorists into intimate contact with their surroundings.

Hazardous curves were eliminated to accommodate
automobile traffic, but prolonged straight-aways were
avoided as much as possible. Sinuous curves were
considered more attractive and curvilinear alignments
allowed road builders to follow the contours of the land
more closely, reducing the need for expensive, environ-
mentally destructive, and visually unappealing excava-
tions. Road widths were narrower than contemporary
highways, rarely exceeding twenty-two feet, with
limited use of shoulders. Curbs were only constructed
on the most highly developed roadways and heavily
used visitor service areas.

The NPS realized that it could not afford to provide all
park roads with modern reinforced concrete or
bituminous “asphalt” paving during this initial improve-
ment campaign, but tried to stabilize as much of its road
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network as possible with various oil-treated gravel or
macadam surfaces. Local rock was often used for the
crushed-stone component of park road pavements.
Not only did this save on material and hauling expenses,
but it helped the roads blend in with their surroundings.

Where excavations were unavoidable, park road
builders tried to minimize disruptions and rehabilitate
areas disturbed during the construction process. Instead
of leaving steep, raw cuts along newly graded roadways,
roadside embankments were sloped back gradually and
rounded to resemble natural contours. Sodding and
planting programs helped stabilize disturbed roadsides
and naturalize their appearance.

Visitor safety concerns led the Park Service to develop
an array of attractive guard wall designs. Constructed of
locally quarried hand-laid stone masonry in most cases,
the walls had a pleasingly rugged appearance and
mirrored the hues and texture of neighboring outcrops.
Both flat-topped and crenellated walls were popular.
Rugged log guardrails were used in many locations and a
few hybrid designs of stone and timber were employed.
The subtle variations among different styles may not be
apparent to casual observers, but the sensation of
driving along winding mountain roadways flanked by
rugged stone or timber barriers became an integral
component of the park experience. Traditional split rail
fences became a similarly characteristic feature of
parkways leading through southern agricultural land-
scapes. Agricultural fencing and more ornate ironwork
barriers were also present in military parks, mostly
predating NPS-development.

Figure 5. Roadside revegetation, Glacier National Park, 1933.
(Glacier National Park)



Figure 6. Classic crenellated stone guardwall, West Side
Highway, Mount Rainier National Park. (Historic American
Engineering Record [HAER] 1993)

Figure 7. Clover Creek Bridge, Generals Highway, Sequoia
National Park. (HAER 1993)

While the BPR ensured that park bridges employed the
latest technological advances, the architectural designs
and surface treatments reflected the NPS'’s naturalistic
design philosophy. Many bridges were constructed of
reinforced concrete and then faced with rustic stone
veneers. Steel girders were often disguised behind
heavy timbers. As with guard wall construction, NPS
guidelines called for locally quarried stone and random
masonry patterns. Culvert headwalls and retaining walls
were also given rustic stone treatments where they
were visible to the public.

Entrance stations were integral components of the
roadway landscape and similarly embodied the rustic
aesthetic. Architectural treatments varied considerably

within the general rustic framework, however, as
designers employed local materials and evoked regional
building traditions. Southwestern parks often employed
adobe or concrete designed to emulate adobe, while
Appalachian parks and parkways mimicked mountaineer
building practices. Variations on the Colonial Revival
were also popular, especially in eastern historical parks.

Similar policies shaped the design of other visitor
facilities, from comfort stations and concessions to
water fountains and wayside exhibits. The iconic
brown wooden signs familiar to generations of park
visitors became standard features of the park landscape
at this time.

The visual appeal, intimate scale, and rustic associations
of roads constructed during this period profoundly
shaped the way visitors experienced national parks. By
encouraging motorists to slow down and enjoy their
surroundings, moreover, park roads provided an
important management function, exemplifying what
contemporary transportation planners refer to as “traffic
calming.” A leaflet provided to park motorists under-
scored this philosophy, advising “Park roads are for
leisurely driving only. If you are in a hurry, you might
do well to take another route, and come back when
you have more time.”

A large number of important projects were completed
during this period, producing some of the most
spectacular scenic drives in the world and firmly
establishing the distinctive character of America’s

Figure 8. Rustic Entrance Station, Glacier National Park, ca.
1935. (Glacier National Park)
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Figure 9. Rustic entrance sign, Crater Lake National Park, ca.
1935. (NPSHPC)

national park roads and parkways. Glacier's Going-to-
the Sun Road was widely hailed for its spectacular views
and technical difficulty when it opened in 1933. So
were Rocky Mountain National Park’s Trail Ridge Road
(1932) and Sequoia’s Generals Highway (1935). The
major entrance roads to Yosemite were significantly
rebuilt, with major relocations undertaken to accom-
modate automobile traffic. The union of engineering
and aesthetics was epitomized in Yosemite’s Wawona
Tunnel (1933), which framed a stupendous view of the
valley that motorist’s could pull over to enjoy in more
leisurely fashion from an observation platform con-
structed on fill excavated from the tunnel bore.
Yellowstone did not receive any major new roads or
dramatic relocations, but grades and curves were eased,
bridges were upgraded, and oil treatments were
applied to stabilize road surfaces. Mount Rainier’s
Nisqually Road was widened, paved, and straightened
and several new routes were designed to provide
access to previously remote sections of the park.
Numerous other parks received vital improvements to
their road systems during this period.

In addition to adding and improving roadways in the
traditional western wonderlands, the NPS undertook a
major effort to develop additional parks in the eastern
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United States. Recognizing that the vast majority of
visitors would be traveling by automobile, the NPS
outfitted these parks with motor roads from the start.
Engineers and landscape architects combined the lessons
learned in western park construction with new ap-
proaches to recreational motorway development
pioneered by eastern parkway designers in places such
as Westchester County, New York. The result was an
impressive collection of scenic roadways located within
a day’s drive of America’s major metropolises.

Shenandoah National Park’s Skyline Drive (1934-39)
exemplified the determination to bring the national park
experience within reach of eastern motorists, along
with the tendency for tour roads to become signature
park features. Great Smoky Mountains National Park’s
most prominent scenic drive was the Newfound Gap
Road. Numerous stone-faced bridges were required to
span the park’s streams but the most striking road-
related structure remains the “Loopover” at Newfound
Gap (1934), a stone-faced corkscrew bridge that
replaced a series of dangerous and unsightly
switchbacks. Acadia National Park augmented an
existing system of picturesque carriage drives with an
equally scenic series of motor roads designed by the
NPS and BPR.

Parkways played an important role in the NPS’s effort
to reach a broader audience during the 1930s. After
developing Colonial Parkway as a relatively short link
between the historic sites of Jamestown, Yorktown,
and Williamsburg, the NPS greatly expanded the
concept with the Blue Ridge and Natchez Trace
Parkways (authorized in 1936 and 1938, respectively),
which eventually extended well over 400 miles apiece.
These parkways showcased cultural landscapes and
human history along with natural scenery. Split-rall
fences, historic log cabins, and service facilities designed
to mimic vernacular buildings celebrated regional
culture and exposed urban motorists to America’s
agrarian heritage. The location, acquisition, design, and
development of these two extraordinary linear parks
was such an ambitious task that Blue Ridge Parkway was
not completed until 1987 and the Natchez Trace is
only now nearing completion.



Figure 10. Blue Ridge Parkway, ca. 1940.
(vintage postcard: Davis)

Figure 11. Chickamauga Chattanooga National Military Park.
(HAER 1997)

As part of a major reorganization of government
bureaus in 1933, the NPS inherited several parkways
and park road systems in the Washington, D.C. area,
including Rock Creek Park, Rock Creek and Potomac
Parkway, George Washington Memorial Parkway, and
the drives along the National Mall and Potomac Park.
The same government reorganization gave the NPS
authority over most of the nation’s military parks.
These unigue reservations, intended to preserve and
commemorate significant battlefields such as
Gettysburg, Shiloh, and Vicksburg, were previously
administered by the War Department. Their roads had
been developed by a variety of special commissions to
showcase historic battlefields and associated com-
memorative elements. Bridges, road surfaces, and
related features were generally constructed to very high
standards due to the reverence accorded these sym-
bolically important sites. The Park Service attempted

to preserve the character of these reservations while
upgrading their road systems to accommodate automo-
bile traffic and increased visitation.

The impressive quality and extent of the roads completed
during the Golden Age of park road development
reflected both the design expertise of the NPS and BPR
and the changing technologies of road building. The
invention of dynamite and adoption of gasoline- and
diesel-powered machinery enabled the NPS to over-
come obstacles that had stymied earlier road builders.
New Deal programs also played an indispensable role in
NPS road-building efforts from 1933-1942. While
private contractors conducted most of the highly technical
work, the Civilian Conservation Corps (CCC) and its
predecessor, the Emergency Conservation Work (ECW)
program provided invaluable sources of manpower. The
labor-intensive work of grading and revegetation provided
employment for thousands of CCC enrollees. CCC
workers constructed many miles of guard wall, guardrail,
and stone-lined gutters, along with campgrounds, picnic
shelters and other visitor facilities.

World War Il put a temporary end to NPS road building
activities. When recreational travel resumed in the late
1940s, the NPS was not prepared to accommodate the
influx of traffic. New facilities were needed to handle the
ever-increasing numbers of park visitors and years of
neglect had created significant maintenance backlogs.
The situation worsened during the early 1950s, as
expanding automobile ownership, increased leisure time,
and rapidly improving highways brought unprecedented
crowds into the parks. The NPS responded with an
ambitious ten-year development program called Mission
66, which was intended to bring the parks in line with
contemporary needs in time for the agency’s fiftieth
anniversary in 1966.

Mission 66 resulted in a comprehensive upgrading of
roads and related facilities, along with a significant increase
in the number of parks and a resulting expansion in total
road mileage. Few new roads were built in existing
parks, but many prewar roads were widened, straight-
ened, and paved to accommodate larger, faster, and
more numerous automabiles. Parking lots, camp-
grounds, and visitor facilities were expanded and a
number of older bridges were replaced with new



Figure 12. Mission 66 roadway, Natchez Trace Parkway, 1959.
(NPSHPC)

structures better-suited to modern traffic demands. The
rustic design policies that dominated prewar park
development gave way to an explicitty modern approach
that embraced contemporary architectural styles and
materials. The new roads and road improvements were
clearly modern as well, with wider, straighter pavements
and relatively unadorned bridges.

While Mission 66 enabled the National Park System to
accommodate vast increases in visitation, the program
was controversial at the time and continues to be
regarded with ambivalence today. By the mid-1950s,
environmentalists and wilderness advocates were
protesting the program in general and park road
development policies in particular. In addition to
complaining about stripped-downed Modernist
esthetics, critics contended that the NPS was building
too many roads and “improving” others to the point
where they lost their scenic beauty and romantic
appeal. The most controversial of these projects was
the reconstruction of Yosemite’s Tioga Road, which
was ardently opposed by Ansel Adams, the Sierra Club,
and other wilderness advocates. While this project
proceeded as planned, environmentalists successfully
opposed road development in other locations, curtailing
a number of projects such as the extension of the Blue
Ridge and George Washington Memorial Parkways, the
improvement of the Denali Road, and the creation of a
parkway along the historic Chesapeake and Ohio Canal.

By the mid 1960s the Park Service was beginning to
reexamine its road-building policies. In many new parks
in the Pacific Northwest and Alaska, construction was
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limited to minor approach roads that did not penetrate
into the heart of undeveloped areas. In 1967 the Park
Service assembled a multidisciplinary panel to develop a
new series of road policies and design standards. The
panel concluded that additional road development
should be kept to a minimum and issued guidelines
intended to ensure that future improvement and
rehabilitation programs would reflect the spirit of
prewar park roads. The panel also advised the NPS to
begin looking at ways to facilitate alternative transporta-
tion, leading to the use of shuttle buses in some of the
most crowded parks. The 1969 National Environ-
mental Policy Act helped limit development by mandat-
ing rigorous environmental review for major construc-
tion projects.NPS park road managers addressed these
challenge in many locations, devising alternative trans-
portation systems for congested areas like Yosemite
Valley and attempting to ensure that new projects were
attractive, safe, and environmentally sensitive. The
FHWA continued to provide technical support and
design guidance. Constructed between 1979 and
1983, Blue Ridge Parkway’s Linn Cove Viaduct exem-
plified the blending of modern design and technology
with greater ecological awareness. In order to avoid
scarring the hillside, the viaduct was built of precast
concrete segments that were lowered into place by
crane. The complex engineering and elegant, environ-
mentally sensitive design received praise on technologi-
cal, ecological, and esthetic grounds.

By the 1980s a growing awareness of the historical
importance of park roads was beginning to spread
throughout the cultural resource community. Many
cultural resource managers began to recognize the
importance of preserving historic roads and related
resources, particularly those associated with the Golden
Age of park-road-building between the two World
Wars. Not only was there greater awareness that
these roadways exemplified an important era in Park
Service history, but for many park professionals and
visitors alike, they epitomized the national parks’ role in
twentieth-century American life. The interest in historic
roads was not limited to the grand tour roads of the
classic “natural” parks. Growing appreciation for the
historical significance of roadways has also been seen in
military parks and historic sites. The role of circulation
systems for park administrative and residential areas is



also gaining attention. Roads built during the Mission
66 program are already being scrutinized for their
significance as resources from an important period of
NPS history.

A number of efforts have been initiated to help protect
and preserve these vital historic resources while educat-
ing decision-makers and the general public about the
historic significance and contemporary importance of
America’s national park roads and parkways. Recent
preservation-related activities include a major documen-
tation effort funded by the Park Roads Program and
undertaken by the Historic American Engineering Record,
a surge of nominations to the National Register of
Historic Places, the pending development of a Historic
Roads National Register Bulletin and the designation of
Glacier National Park’s Going-to-the-Sun Road as a
National Historic Landmark. These efforts have encour-
aged park road managers to pursue policies aimed at
reconciling modern standards of safety and efficiency with
traditional conceptions of landscape aesthetics and
resource stewardship. Glacier, Acadia, and many other
parks have gone to great lengths to preserve the historic
character of their road-related resources.

Figure 13. Linn Cove Viaduct, Blue Ridge Parkway, completed
1984. (HAER 1997)
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ANATOMY OF A PARK ROAD

The following outline of park road terminology should
help historical landscape architects and cultural resource
managers understand the ways in which roads are
conceived, constructed, and evaluated. Improving
communication among the disciplines involved in
historic road stewardship is essential. Not only do
engineers and landscape architects frequently seem to
speak different languages, but they often use similar
words to mean different things. This can be particularly
confusing in regard to condition assessments and
treatment recommendations. Road conditions that
cultural resource specialists might consider “good” from
the perspective of historic integrity frequently provoke
“poor” ratings from engineers focused on technical
performance. Terms like “reconstruction” and “reha-
bilitation” also have more pragmatic connotations for
engineers, who are generally less concerned with
maintaining original appearances than with enhancing
safety and efficiency.

Employing a shared vocabulary and developing a greater
awareness of highway engineering concerns will
improve the quality of historic road CLRs while
enhancing interdisciplinary collaboration between
cultural resource specialists, historical landscape archi-
tects, and engineers. This brief overview of highway
engineering concerns can also help researchers under-
stand historic plans and design documents.

Highway engineers generally conceive of roads in terms
of three basic components: Plan, Profile, and Cross-
Section. These elements have various subcompo-
nents, all of which may not be present depending on
the age and technical sophistication of the road.

Plan

The basic components of a park road plan are location
and alignment. Location refers to the macro-scale
issue of the road’s placement within a park. Location is
determined through the establishment of controls,
which are typically the significant natural or cultural
features that a road is intended to access, either
physically or visually; or conversely, to avoid, for
technological, envir