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MANAGEMENT SUMMARY
For over two decades, the Minnesota Department of Transportation (MnDOT) Cultural Resources Unit (CRU)

has been documenting, evaluating, and preserving its collection of historic roadside development
properties in fulfillment of its responsibility to balance the state’s transportation needs with the stewardship

of significant cultural resources. Initial efforts in completing these goals occurred in 1996-1998, with Historic

Roadside Development Structures of Minnesota Trunk Highways, a study that developed evaluation criteria
for, documented, and evaluated the state’s trunk highway roadside properties established through 1960,

with a supplemental report issued in 2005 and updated through 2008. Recognizing the need to update the

context study to bring forward the period during which properties may be considered historic, the MnDOT
CRU commissioned a similar study in 2015 of Minnesota’s trunk highway roadside properties constructed

between 1950 and 1975. This study, Minnesota Trunk Highway Roadside Properties: 1950-1975, Historic
Context and Evaluation Study, additionally re-evaluated the National Register of Historic Places (National

Register) eligibility of properties built between 1950 and 1960 recorded in the 1998 context study and
evaluated a limited sample of 12 newly documented roadside properties constructed between 1950 and
1975. Upon completion of the study, 122 roadside properties known or presumed to have been built or

substantially improved between 1950 and 1975 remained unevaluated. Evaluations of these properties

were completed in 2016-2018, but the results were not incorporated into a formal report, anticipating the
completion of the current report. These studies are intended to aid the MnDOT CRU in identifying,

evaluating, and preserving historic roadside properties pursuant to its responsibilities under the Minnesota

Historic Sites Act, the Minnesota Field Archaeology Act, and Section 106 of the National Historic

Preservation Act of 1966, as amended, when acting on the behalf of the Federal Highway Administration to
review federally funded state and local projects.

In recent years, it has come to the CRU’s attention during the course of such reviews that a few of the pre-

1950 roadside properties previously found eligible for listing in the National Register suffered losses of

integrity, and individual property evaluations have found these losses substantial enough to render them

not eligible. Given the possibility that similar losses of integrity might have occurred in other eligible

roadside properties of this era, many of which will be coming up for rehabilitation or repairs in the next

decade, the CRU determined it necessary in 2018 to re-evaluate the pre-1950 properties which retained the

status of eligible at that time. In planning for these re-evaluations, the CRU additionally determined it an
optimal time to revisit and update the applicable evaluation criteria. Twenty years have elapsed since their

development, which is a sufficient duration in which to obtain perspective on and identify needed areas of
refinement, based on use and feedback.

The overarching purpose of this project, therefore, was to theoretically and practically consolidate the
historic contexts, evaluation criteria, and evaluation results for Minnesota’s roadside properties built

through the year 1975. The contexts, criteria, and results are presented in the two volumes that make up
this report, which documents 14 roadside properties listed, 11 recommended as eligible for listing or with

the potential for future eligibility for listing, and 180 recommended as not eligible for listing in the National
Register. It additionally identifies 24 roadside properties that have been razed, and 13 roadside properties

that for various reasons have not yet been evaluated under the current criteria.
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INTRODUCTION
The Minnesota Department of Transportation (MnDOT) Cultural Resources Unit (CRU) has the responsibility
of balancing the state’s transportation needs with the stewardship of significant cultural resources. Toward

this mission, the CRU reviews state-funded MnDOT projects pursuant to the Minnesota Historic Sites Act

and the Minnesota Field Archaeology Act and acts on the behalf of the Federal Highway Administration

(FHWA) to review federally funded state and local projects pursuant to Section 106 of the National Historic
Preservation Act of 1966, as amended. In order to streamline these reviews, the CRU has developed several
studies that evaluate and provide guidelines for evaluating resources frequently encountered in state and

local transportation projects, such as bridges, farms, and railroad properties. Roadside properties are
among the resources receiving special attention.

1.1

PROJECT BACKGROUND

For over two decades, the CRU has been documenting, evaluating, and preserving its collection of historic
roadside development properties in fulfillment of its responsibility to balance the state’s transportation
needs with the stewardship of significant cultural resources. Initial efforts in completing these goals began
in 1996, when the CRU commissioned Gemini Research (Gemini) to complete its first study and evaluation

of historic roadside properties, Historic Roadside Development Structures of Minnesota Trunk Highways
(Granger et al. 1998). This study, completed in 1998, was a comprehensive investigation which included an

inventory of all known roadside properties on current MnDOT right-of-way containing pre-1961 standing

structures, as well as historic context development and National Register of Historic Places (National
Register) evaluation criteria for the property type and period. Of the 102 properties included in the
inventory, the study concluded that 51 individual properties and one historic district comprising seven of

the properties met registration criteria. At the time, properties constructed during the 1950s were not yet

50 years of age, and therefore while they were evaluated using the criteria established by the study, none
from that period were yet considered historic.

In 2001, relevant evaluation criteria from the study were incorporated into a revised Multiple Property
Documentation Form (MPDF) for Federal Relief Construction in Minnesota, 1933-1941, which was updated

again in recent years to extend through 1943. The revisions to the MPDF were followed in 2005 by a
supplement to the 1998 investigation, which added eight properties to the historic roadside development

structures inventory, bringing the total to 110 sites (Granger et al. 2005). In addition, the investigators
updated the original report with further information and corrections. Properties dating between 1950 and

1955 had reached 50 years of age by this time, and those that met the evaluation criteria were considered

eligible. Another property was inventoried in 2006, bringing the total to 111, and additional corrections

and changes were made to the supplement in November 2006 and August 2008. Of the 111 sites, 17 were
individually listed and one was listed as a property contributing to a district as of December 2018.

Recognizing the need to update the context study to bring forward the period during which properties may

be considered historic, the CRU commissioned Stark Preservation Planning LLC (Stark) in 2015 to conduct a
study of Minnesota’s trunk highway roadside properties constructed between 1950 and 1975, which was
carried out in partnership with Deco Cultural Services LLC (Deco). This study, Minnesota Trunk Highway
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Roadside Properties: 1950-1975, Historic Context and Evaluation Study (Pizza and Stark 2016) developed

relevant historic contexts for the property type, a statewide inventory of known roadside properties within
the context’s temporal range, and evaluation criteria for listing such properties in the National Register. In
addition, the study re-evaluated the National Register eligibility of properties built between 1950 and 1960

recorded in the 1998 context study and evaluated a sample of 12 newly documented roadside properties
constructed between 1950 and 1975. Upon completion of the study, 122 roadside properties known or

presumed to have been built or substantially improved between 1950 and 1975 remained unevaluated.

Evaluations of these properties, some of which turned out to pre-date 1950, were completed by Deco in

2016-2019, but the results were not incorporated into a formal report, anticipating their inclusion in the

current report.

In recent years, it has come to the CRU’s attention during the course of project reviews that a few of the

pre-1950 roadside properties previously found eligible for listing in the National Register suffered losses of

integrity, and individual property evaluations have found these losses substantial enough to render them

not eligible (e.g., Pizza 2015; Roise 2016). Given the possibility that similar losses of integrity might have

occurred in other eligible roadside properties of this era, many of which will be coming up for rehabilitation
or repairs in the next decade, the CRU determined it necessary in 2018 to re-evaluate the pre-1950

properties which retained the status of eligible at that time. In planning for these re-evaluations, the CRU
additionally determined it an optimal time to revisit and update the applicable evaluation criteria. Twenty

years have elapsed since their development, which is a sufficient duration in which to obtain perspective on
and identify needed areas of refinement, based on use and feedback.

Feedback pertaining not only to the earlier evaluation criteria for roadside development-related properties,
but also for all evaluation criteria and evaluations associated with such properties includes the concern that

they are dispersed over far too many documents and therefore difficult to track. In addition to Historic

Roadside Development Structures of Minnesota Trunk Highways; its supplements; Minnesota Trunk Highway
Roadside Properties: 1950-1975, Historic Context and Evaluation Study; and individual re-evaluation reports,
overlap is present in Minnesota Trunk Highways (1921-1945):

Historic Context and National Register

Evaluation and Considerations (Mead & Hunt 2016) and Evaluation Report and Historic Context: Minnesota
Bridges, 1955-1970 (including Trunk Highway Evaluations) (Mead & Hunt 2013). Further, MPDFs were
previously completed for Federal Relief Construction in Minnesota, 1933-1943; Minnesota State Park

CCC/WPA/Rustic Style Historic Resources; Reinforced-Concrete Highway Bridges in Minnesota, 1900-1945;
and Iron and Steel Bridges in Minnesota, 1873-1945. All of the documents named in this paragraph have

applications to various roadside development properties in Minnesota, but not always from the same
perspective or resulting in the same findings. Compounding this problem is that a complete, up-to-date
listing of the eligibility status of all of the state’s roadside properties is not maintained in a centrally
accessible location, online or otherwise.

1.2

PROJECT PURPOSE

The overarching purpose of this project was to theoretically and practically consolidate the historic contexts,

evaluation criteria, and evaluation results of Minnesota’s roadside properties built through the year 1975.
Constituent to this consolidation were the following tasks:
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Organizing the historic contexts to achieve structural consistency between those pertaining to the

period through World War II and those pertaining to the post-World War II era

Achieving this consistency required a newly written context for the former period, which presents the same

major themes as those contained in Historic Roadside Development Structures of Minnesota Trunk Highways,
but devotes more attention to some of the broader national patterns surrounding roadside development

while sacrificing some specifics that have borne out to be of lesser relevance to the evaluation process, or

with which it is assumed most readers will have some familiarity. Some of the individuals profiled, for
example, in association with the original context are not included in the current context, nor are the
individual federal-relief programs afforded dedicated sections or detailed to the previous extent. Readers

seeking to obtain these specifics and others that might have been previously described are encouraged to
consult the 1998 report. Some revisions were made to the context for the later period, largely to eliminate
redundancies in information.


Revising and reformatting the evaluation criteria for Minnesota’s roadside properties

The conditions governing significance and integrity for Minnesota’s roadside properties built through World
War II have been updated based on the additional perspective that has been gained over the past two
decades and current interpretations of National Register guidance. Additionally, the distinction between

evaluation criteria for properties of the earlier era and those of the later era has been eliminated. While

some of the criteria may apply only to properties from the federal-relief era or only to those from the safety

rest era, their application will naturally sort out on the basis of construction date or relevant characteristics
where necessary without implementing an arbitrary boundary of the year 1950 across the board. Further,

the updated evaluation criteria address their interrelationships with evaluation criteria for other property

types.


Re-evaluating those properties built prior to 1950 and currently considered eligible for listing in the
National Register, using the revised evaluation criteria

This task did not include properties already individually listed as roadside properties. Although a few
previously listed properties might be considered not eligible as roadside properties under the revised

requirements, they might still be eligible for other reasons. Further, the intent of the study was not to set
in motion the delisting of any resources.


Presenting the results of the above tasks in a comprehensive volume or set of volumes, to additionally
contain the results of the most recent findings for all roadside properties

1.1

STRUCTURE OF THE REPORT

This report is presented in two volumes. The next chapter of this volume describes the methods used in

the investigation. The third chapter contains the historic contexts for Minnesota’s roadside properties. The
subsequent chapter details the revised evaluation criteria to be applied to roadside properties going
forward.
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The chapter following the evaluation criteria provides the names and locations of properties that had been

listed in the National Register at the start of this study, in the interest of having a comprehensive reference.

No details are provided, other than the MPDF or evaluation criteria under which listing was achieved. All

registration forms for these properties are available online through the NPGallery website
https://npgallery.nps.gov/nrhp or at the Minnesota State Historic Preservation Office (SHPO).

The evaluations of properties found eligible or with the potential for future eligibility through the conclusion
of the current study are presented in full in Chapter 6. These include re-evaluations of properties that stood

as eligible under the Historic Roadside Development Structures of Minnesota Trunk Highways; the evaluations

of the five properties that stood as eligible or as having potential future eligibility under Minnesota Trunk
Highway Roadside Properties: 1950-1975, Historic Context and Evaluation Study; and the evaluations of the
two properties found eligible or having potential future eligibility through Deco’s 2016-2019 study.

Included with these is an evaluation of one other roadside property, the Kaposia Village Historical Marker,
not previously surveyed in any study.

Chapter 7 includes a list of roadside properties found to have been razed, and a list of roadside properties

recommended as not eligible for listing in the National Register. The list of properties recommended as

not eligible is provided for ease of reference, with additional detail provided in Volume II of this report or
in previous reports. For the latter cases, Volume II provides reference to the applicable report. Chapter 8

identifies known roadside properties which have not yet been evaluated under the revised criteria, and in

most cases have not been surveyed. These are either no longer on the trunk highway system or are on the
trunk highway system but did not readily present themselves through research during previous studies

because they are no longer owned by MnDOT, and therefore are not included in the lists of roadside
properties or dedicated property files held at the Site Development Unit. These and other encountered

roadside properties should be evaluated under the evaluation criteria provided in this report, whether

encountered in MnDOT-reviewed projects or during architectural history surveys in Minnesota unaffiliated
with MnDOT.

Volume II details those properties that were found not eligible and have no potential for future eligibility

upon reaching the 50-year mark as of the completion of the current study. Those obtaining this finding
through the conclusion of the Minnesota Trunk Highway Roadside Properties: 1950-1975, Historic Context

and Evaluation Study in April of 2016, are presented with summary histories, descriptions, and justifications

for the findings. They are accompanied by a reference to the report in which the finding was made, should
the reader wish to obtain the full details. Those evaluated by Deco between April of 2016 and early 2019

have not been incorporated into a formal report in anticipation of their inclusion in this one. As these
evaluations are not otherwise available, they are included in full. It is additionally noted that an Excel

spreadsheet and a GIS layer were created containing the eligibility status of all inventoried/surveyed/
evaluated roadside properties constructed through the year 1975 as reflected in this report.
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METHODS
The overarching purpose of this project was to theoretically and practically consolidate the historic contexts,

evaluation criteria, and evaluation results of Minnesota’s roadside properties built through the year 1975,
as described in Section 1.2.

The work conducted by or in partnership with Deco and reported herein began in 2015 and was completed

in 2019. The work therefore was conducted per MnDOT's Cultural Resources Unit Project Requirements
(MnDOT 2011, 2017), Guidelines for History/Architecture Projects in Minnesota, (SHPO 2010), Historic and

Architectural Survey Manual (SHPO 2017), and The Secretary of the Interior's Standards and Guidelines for
Archeology and Historic Preservation (National Park Service 1983).

2.1

PROPERTY IDENTIFICATION

The identification of the sum of Minnesota’s roadside properties built through 1975 for this document was

a culmination of the efforts of previous studies. The 1996-1998 study by Gemini sought to “inventory all

properties on current MnDOT right of way that appeared to have been developed or acquired by the
Minnesota Department of Highways for roadside development purposes and that contain pre-1961
standing structures,” as well as “highway bridges and culverts [on MnDOT right of way] that were either

clearly designed for roadside development purposes or are located within a larger roadside development

property” (Granger et al. 1998:2.2). Using such sources as “current and historic MnDOT files, information
supplied by MnDOT District staff, historical photographs, the SHPO statewide historic properties inventory,

Minnesota Historical Society (MHS) historic marker information, and final reports issued by New Deal
agencies” (Granger et al. 1998:2.3), a list of 102 properties was created, to which were added another eight

in 2005, “through various means including communication with MnDOT District staff” (Granger et al.
2005:2.1), and one in 2006 (MnDOT Historic Roadside Development Structures Inventory form, BL-BJC-109).

The 2015-2016 study by Stark and Deco sought to identify roadside properties developed between 1950

and 1975, regardless of the presence of structures. Stark began this identification using a database
maintained by the MnDOT Site Development Unit of roadside properties currently owned and operated by
MnDOT, as well as those owned by MnDOT but operated by another entity, such as another state agency

or a municipality. It includes rest areas with and without buildings. It does not include rest areas and
waysides that were formerly owned by MnDOT but have since been conveyed as part of a highway turnback or conveyed as an independent parcel.

Using the database, the Site Development Unit provided construction dates of the current buildings for

most of its Class I, II, and III properties, over 90 of which post-date 1949. Based on these dates, Stark
compiled a baseline list of roadside properties developed between 1950 and 1975. The list, however, did

not fully capture the historical record of roadside properties from this era, since many original buildings in

rest areas have been demolished and replaced since 1975, and the assigned construction dates in the

database now reflect the newer construction. Further, Class IV properties do not have buildings, and
therefore the database has no assigned construction dates for these.
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Stark next conducted a careful review of electronic and hard-copy files retained by the Site Development
Unit which contain information related to many but not all of its roadside properties, sometimes including

original and later plans, photographs, and correspondence. These provided for a more complete picture of

the historical record of Class I, II, and III properties, with original plans and correspondence particularly

useful in identifying relevant properties.

For the Class IV roadside properties, the Site Development Unit provided Stark with a list of nearly 180 sites.
After eliminating those rest areas and waysides identified during the 1998 and associated studies by Gemini
as having been built between 1930 and 1949, available documentation related to the remaining properties

was more closely examined to determine which were built within the ensuing time period. Because few files

for the Class IV roadside properties include original plans or other documentation of their origins, this
approach did not assist much.

Subsequently, Stark located a published brochure in the Site Development Unit’s general files entitled

“Minnesota Safety Rest Areas,” dated April 1975 (MHD’s 1975 rest areas brochure), which provided a
complete inventory of the state’s 337 safety rest areas at that time, arranged in order by trunk highway

(MN, U.S., and interstate) number. Each rest area was described by proximity to a location on its highway

(e.g., “2 miles west of Lanesboro,” or “at Ortonville”). The listing provided by the Site Development Unit,

which typically uses similar location descriptors, was compared to the rest areas brochure to verify which

were extant by 1975. After excluding the properties that were documented by Gemini as constructed before

1950, the inventory could be compiled with confidence that it represents those roadside properties currently
within the MnDOT system and constructed between 1950 and 1975, assuming that the earlier study
captured the complete set of pre-1950 properties.

Many sites in the MHD’s 1975 rest areas brochure do not correspond to current MnDOT roadside properties.
The reasons for this occurrence may include such events as the removal of a rest area due to road

realignment or reconstruction; the transfer of a roadside property to another state or local agency; the
turnback of a trunk highway to a local entity; or the omission of the site from the current MnDOT database,

as is the case for some minor turnouts or isolated historical markers.

Minnesota historical markers are often placed within roadside properties on state highways, as well as other
public sites. The historical marker program was documented in 1967 in History Along the Highways: An

Official Guide to Minnesota State Markers and Monuments (Holmquist, Holbert and Perry 1967), which was

supplemented in 1973 (Kidder and Matson 1973). The markers recorded in these studies were reviewed by
Stark to determine which were erected during the study period, and which were placed on state highways.
Because historical markers were not necessarily part of a larger roadside property, the identified markers

were correlated to the MHD’s 1975 rest areas brochure. Those which appeared to be part of one of the

named rest areas, based on similar location information, were added to the inventory, if not already
included. Using these methods, Stark identified an additional 134 roadside properties, for a total of 245
pre-1976 roadside properties. One of these, the Lake Pepin Rest Area, is the same as the Frontenac

Roadside Parking Area, bringing the total to 244. Four additional properties were identified through
happenstance by Deco during the course of this study and were therefore evaluated, bringing the total
number of properties addressed in this report to 248. As will be discussed in Chapter 4, 19 of these no
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longer meet the definition for the property type, while Chapter 8 identifies 13 more roadside properties
known to exist but which have not been evaluated in this study.

2.3

PROPERTY-SPECIFIC RESEARCH

The methods for any property-specific research through the completion of the April 2016 study by Stark
can be referenced in the full reports of those studies.

For the 2016-2019 study, which evaluated 122 of the 134 properties identified by Stark (see previous
section), Deco conducted additional research to construct, where possible, a more detailed history of each

roadside property to be evaluated, by identifying the involvement of community groups or other parties
outside of the MHD; refining the dates of development; obtaining information on site selection, design

decisions, and resultant appearance; and identifying the site amenities that were present historically and
the addition or removal of amenities over time. To this end, sources reviewed included issues of Minnesota

Highways, the MHD’s monthly employee newsletter; historical aerial photographs; and electronic and hard-

copy project files specific to each property and two roadside property indexes held at the Site Development
Unit.

The first index is a photographic index, which is believed to be the MHD inventory reported in October of

1965 (Wreisner and Johnson 1966:108; see Section 3.7.2). It contains small, black-and-white photographs
with associated forms containing fields for roll and exposure number, S.P. number, trunk highway number,

station, direction, description, date, hour, and photographer. The direction field is generally blank, and the
description field is limited to the name of the roadside property. For the majority of entries, the date field

is filled out with specific dates in the years 1964 and 1965. Given the appearance of the cars when they are
present in some of the undated photographs, and the probability that all the photographs were taken as
part of the inventory, it is reasonable to assume that the undated photographs also date to 1964 or 1965.

The second index also includes photographs, but many of these are copies of the 1964/1965 photographs.
The forms in this index contain fields for control station number, trunk highway number, MHD district
number, county name, and location, the latter being used to indicate the name of the roadside property

and a descriptive proximity similar to those occurring in the MHD’s 1975 rest areas brochure. The form also
contains the following check boxes: approach markers, entrance markers, truck parking, surfacing, curbing,

guard rail, drinking water, picnic tables, picnic shelters, toilet, fireplaces, council ring, refuse containers, flag
pole, miscellaneous recreation, boat launching, information, lighting, electricity available, telephone, state

line marker, historical marker, geological marker, informational marker, and overlook. In some instances,
counts or descriptors (e.g., “vault” for toilet) were used in lieu of check marks. Additional boxes allow for

the indication of the entity maintaining the roadside property at that time, the presence of a maintenance
agreement, and number of acres. Unfortunately, this index is not dated. The inclusion, however, of rest
areas built in 1975 or later, such as the Clear Lake and Des Moines River rest areas, suggests that it postdates 1974.

For the pre-1950 properties to be re-evaluated during the current study, the primary goal of the propertyspecific research was to learn, prior to fieldwork, of any notable changes to the property since the time that
it was determined eligible. This goal was achieved primarily through communications with Andrea Weber,
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Historic Roadside Property Program Manager for the MnDOT Site Development Unit; reviewing any

treatment reports for changes that had occurred by the time the reports were completed, typically during

the early 2000s; reviewing the electronic and hard-copy project files specific to each property, many of
which contained relatively recent rehabilitation plans; and reviewing the two roadside property indexes held

at the Site Development Unit. Historical and current aerial imagery was consulted as needed to assess
alterations visible at the available scale. An additional goal for some properties was to gain a better sense

of the historical circumstances surrounding their development, to determine whether they met significance
criteria under Criterion A. In these cases, historical newspaper articles, online sources, and SHPO files were
consulted to supplement the information provided by previous studies.

2.2

FIELD SURVEY

Nearly all of the roadside properties identified by Stark as having been developed between 1950 and 1975

and recognized in the MnDOT system which had not been evaluated as of the completion of the 2016 study

were surveyed by Deco in 2016. The exceptions were eleven Class I properties that could be determined

not eligible prior to survey on the basis of substantial building alterations, new building construction, or

building demolition without new construction; two Class II properties for which it could be determined prior

to survey that no vestiges remain and three that could be determined not eligible due to complete redesign;
and three Class IV properties for which it could be determined prior to survey that no vestiges remain and
one that could be determined not eligible due to complete redesign. Also surveyed were 18 pre-1950

properties considered eligible for listing in the National Register at the beginning of this study, as well as
four additional roadside properties not previously inventoried. Andrea Pizza served as Principal Investigator

and conducted the fieldwork on August 15-19, September 5-8 and 19-22, October 17-20 and 28, and
November 4, 2016; and July 11, 23, and 31, August 1 and 17, September 26, October 16, 17, and 31, and

November 1, 2019.

During the field surveys, the Principal Investigator documented each property through field notes and

digital photography, and compared the current design and amenities to those depicted in original plans
and historical photographs when these were available.

2.3

EVALUATION

All 122 roadside properties not previously evaluated by April 2016, all pre-1976 roadside properties
considered eligible at the beginning of the current study, and the four roadside properties identified during

the course of the current study were evaluated according to the revised evaluation criteria for roadside
properties, which are provided in Chapter 4.
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HISTORIC CONTEXTS
The Road is one of the great fundamental institutions of mankind. We forget this because

we take it for granted. It seems to be so necessary and natural a part of all human life that
we forget that it ever had an origin or development, or that it is as much the creation of man

as the city and the laws. Not only is the Road one of the great human institutions because it

is fundamental to social existence, but also because its varied effect appears in every

department of the State. It is the Road which determines the sites of many cities and the
growth and nourishment of all. It is the Road which controls the development of strategies

and fixes the sites of battles. It is the Road that gives its frame-work to all economic
development. It is the Road which is the channel of all trade and, what is more important, of
all ideas. In its most humble function it is a necessary guide without which progress from

place to place would be a ceaseless experiment; it is a sustenance without which organized

society would be impossible; thus, and with those other characters I have mentioned, the Road
moves and controls all history.

--Hilaire Belloc, 1923

The importance of major highway systems in shaping the physical, economic, political, and sociocultural
landscapes of the United States during the past 100 years cannot be overstated. Their construction inlaid

the country’s terrain with lines of gravel, macadam, concrete, and asphalt, in a pattern visually irregular but

conceptually coherent, intended to efficiently link the country’s population centers, production centers, and
points of strategic military importance (Swift 2011:76-78).

Simultaneously, of course, efficiency was

achieved in travel to the spaces in between. Facets of American culture were created or refashioned as
people moved en masse onto and along these roads to take advantage of the newfound freedoms they

afforded. Automobile tourism, once the domain of the wealthy or the intrepid, became a national pastime,

one that cultivated a greater sense of national identity through the observation of natural and social

geography (Jakle 1985:7). So familiar became the experience of highway travel, it permeates our popular

culture, providing a relatable backdrop to such works as John Steinbeck’s Travels With Charley: In Search
of America, the movie National Lampoon’s Vacation, and the song Route 66.

The highways gave rise to a new brand of commercialism, birthing first the roadside strip and its fantastic
architecture, and later, the off-ramp oasis, conversely repetitive and mundane (Anthony 1997). Their

presence fostered trucking into a multi-billion dollar a year industry, and their usage made the U.S. the
international giant of the automotive manufacturing industry for the vast majority of the twentieth century.

Outside of these directly vehicular sectors, highways had no less impact on the U.S. economy; in 1963,
Federal Highway Administrator Rex Whitton cited several economic positives facilitated by improved

highways, such as increases in cultivation brought on by wider agricultural marketing radii, and the ability

to locate industrial plants in rural or suburban areas while retaining access to a sufficient labor supply, both

of which in turn provided laborers with more job opportunities (Whitton 1963:31). Easier access to more

retailers gave consumers more choice, which brought to retailers greater competition, but also greater
opportunity for more consumers.
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The power of chosen highway routes to spawn, shift, or destroy the built environment, behavioral patterns,

economic standing, and other aspects of community was real, and their construction did all of these
(Anthony 1997; Halsey 2016). As such, these routes were a frequent source of political contention, the
aftereffects of which continue to be felt in revisions to public policy on infrastructure, national conversations

on race and class, and the rise of New Urbanism in urban planning. Major highways have been and continue
to be the sites of political demonstration, such as the Selma to Montgomery March (I-80, 1965), the March

Against Fear (US 51, 1966), and the University of Washington anti-Vietnam War march (I-5, 1970), chosen

because of their essentiality and exposure, but in the process, becoming also the loci of historical events

that inform our collective memory (Altaras 2014; Badger 2016; National Park Foundation 2019).

The above-described occurrences do not begin to approach the totality of influence the trunk highway
system has had on all aspects of American culture since its construction. It would be impossible to

enumerate all the instances for which the highways created condition A, which led to condition B, and in

turn condition C, but it is indisputable that they “moved and controlled” our history. It is through this

circumstance that roadside properties, which were corollary to the design, development, and use of the

traveled way, obtain their significance, as framed by the contexts below.

3.1 PAVING THE WAY: THE GOLDEN AGE OF HIGHWAY BUILDING, 19211945
When the Federal Aid Highway Act passed in 1921, advancing a system of and monies for improved

highways which had been lacking in the 1916 act that it amended, the United States had been three years

out of a war that shone a spotlight on the inadequacy for military purposes of the relatively little mileage

that constituted the country’s highways. Motor trucks, tapped in great numbers to offset the failure of the
railroads in shipping food, supplies, war materiel, and the vehicles themselves to their destinations on time,

left destruction in their wake; the highways had not been constructed to bear their weight or the pressure

created by their solid rubber tires (Patton 1986:80-81; Swift 2011:49). The shortcomings, however, of the

highways were not limited to military service, and they were in evidence well before World War I. While the
cause of defense may have imbued the funding and construction of a nationwide network of reliable

highways with greater urgency from the federal perspective, civilians were the literal and figurative driving
force that demanded its establishment.

Publicly funded, durable, all-weather, smoothly paved highways had been the primary objective of the Good

Roads movement since its inception by bicyclists during the late nineteenth century (e.g., Bates 1883). From
there, the clamor for improved routes rose, first with the entrée of farmers into the fold, and then

exponentially along with automobile and truck ownership, which brought not only motorists with personal

and business interests, but also the manufacturers of vehicles, gasoline, tires, and paving materials to the

cause. Even railroads, somewhat ironically, backed the movement, due to the potential for motorized
highway travel to expand their respective traffic pools and decrease seasonal congestion, the latter because

all-weather highways ostensibly would permit the more even distribution of deliveries by farmers to rail
shipment points over the course of a year (Rae 1971:30-35; Flink 1988:170). As the desire for good roads

extended beyond recreational bicyclists, the goal of personal convenience, which included the elimination
of occurrences such as physical discomfort, getting stuck, punctured tires, vehicular damage, and personal
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injury, was subsumed into one of national well-being, in which the country’s defense, economy, identity,

unity, and morale all necessitated a nationwide network of quality highways (Rae 1971:37; Shaffer 2001:131133, 158; Jakle and Sculle 2008:33). As pertained to the civilian aspect, these were tied primarily to two

types of long-distance travel: automobile touring and trucking.

In the decade leading up to 1921, automobile touring took its place in the pantheon of American

recreational aspirations. The desire to escape the increasingly “crowded, dirty, disease-ridden, and corrupt”

(Aslet 1990:138) cities borne of industrialization; the elevation of nature by the Romantic movement; and

the promotion of fresh air, natural springs, clean waters, and physical activity by health reformers combined

to popularize resorts, country estates, and camping as recreational institutions, and locations with “sublime
and picturesque scenery” (Shaffer 2001:12) as recreational destinations among the wealthy by the mid

nineteenth century (Aron 1999:18-21, 156-157; Shaffer 2001:12-13). By 1911, these ideas worked in tandem

with “an outpouring of advice literature, travel narratives, trade journals and popular magazines” (Franz
2005:3, 4) to encourage the well-to-do to abandon the train and reach places of respite and beauty behind
the wheels of newly minted Mercedes, Cadillacs, Thomas Flyers, Pierce-Arrows, Packards, and Stevens-

Duryeas (Flink 1988:35; Jakle and Sculle 2008:9, 14). The ability of the upper middle class to follow suit in

significant numbers began in 1914, when the Ford Motor Company perfected its moving assembly line
system, allowing for mass production and a reduction in the price of its Model T (Rae 1971:56; Flink 1988:48;

Shaffer 2001:161, 364 n. 76; Gudis 2004:44; Franz 2005:2). In a perfect storm for motor tourism, World War

I broke out the same year, closing Europe to American vacationers, while the U.S. Department of the Interior
was in the midst of developing a plan for the unified management and promotion of the national parks and

monuments. This plan came to fruition with the establishment of the National Park Service (NPS) in 1916,

the year in which the last of the parks not allowing automobiles began to permit their entry (Flink 1988:173;
Shaffer 2001:100-101; NPS 2004). Additional encouragement for motor tourism came in 1918 with a
wartime restriction on unnecessary railroad travel (Shaffer 2001:109, 114).

While the “See America First” slogan had been touted by various railroads in association with their

excursions to the national parks prior to the war, the war leant a large measure of patriotism to this

economically based entreaty, as reflected in a 1916 Chicago Tribune editorial:

There is a higher and stronger reason for our effort to encourage better acquaintance with

and greater use of the resources of natural beauty on this continent. It is a measure of

Americanism. The nation needs a tonic knowledge of the physical thing called America, a
love of the body of Columbia, an inspiring sense of the mobility and splendor, the epic
sweep and the intimate beauty of the land to whom our forebearers gave their devotion
and we ourselves claim home [quoted in Shaffer 2001:107-108].

Such persuasion appears to have been effective. In 1916, just under 30,000 private automobiles visited the

national parks. In each of the years 1917 and 1918, this number approximated 54,000; in 1919, nearly
98,000; and in 1920, just over 128,000 (U.S. Department of the Interior 1918:80; Mather 1921:29).

Of course, not all automobile tourists set out for the national parks, and these numbers represent just a

fraction of those travelers during those years. Over three million cars were registered in the United States

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 11

in 1916, and in 1920, the number was over eight million, during a period when automobiles were used
primarily for leisure purposes (Jakle 1985:120; Office of Highway Policy Information 1995). Drivers and

passengers who opted for leisure involving distance, however, frequently experienced portions of the drive
as anything but leisurely. The misfortunes that had befallen bicyclists were magnified with a vehicle that

was heavier, faster, and could go farther, i.e., it was more difficult to dislodge a car from the mud, impacts

were more severe at higher speeds, and these or similar incidents could occur in remote locations where
opportunities for assistance were few and far between. On top of that, with greater distance from familiar

surroundings came greater chances for getting lost, particularly given the absence of a standardized

highway signage system, with regard to both placement and content. The chances for such occurrences
were not in the motorists’ favor. The journal Public Roads reported in July of 1919 that of the nearly 2.5

million miles of public roads in the U.S., “about 299,135 are improved with some form of surfacing. A large
portion of this mileage, however, is comprised of sand-clay, gravel, or water-bound macadam, much of
which is proving entirely inadequate for present-day traffic and is rapidly deteriorating” (Anderson 1919:7).

The miles surfaced were not much more over the 257,293 reported for 1914, of which only 14,442 miles
were bituminous macadam, concrete, or brick (Hugill 1982:338-339). It is no wonder, then, that in December

of 1919, the president of the American Association of Highway Officials stated, “The American people,

almost as one man, are demanding, and that instantly, a modern and comprehensive system of highways”
(Hirst 1919:6).

The peoples’ demand, however, was not limited to travel for pleasure. In early 1918, a writer for the journal

Good Roads (1918:125) noted, “While the use of pleasure cars did much to stimulate road building, the

commercial use of the motor vehicle has already had a far greater effect in arousing public opinion for the
necessity of good roads and can be expected to bring still greater results in the future.” Trucking, i.e., the

use of motor trucks to haul freight, was barely underway as an industry in the United States on the eve of

World War I, but having demonstrated its potential during that conflict, it was embraced in the years

immediately after. Farmers long had been frustrated by the inability to challenge railroads on the price of

freight because of the lack of reasonable access to competitive railheads or the absence of an alternative
mode of transportation, two conditions which could be remedied by trucks.

Trucking allowed more

flexibility in shipment size, and given travelable highways, could bring agricultural products to markets much
more quickly and cheaply. Merchandisers could benefit in similar fashion (Patton 1986:55-56; Jakle and

Sculle 2008:162-164). Truck registrations, at 99,015 in 1914, rose to reach over 1.1 million in 1920 (Office

of Highway Policy Information 1995). In fact, eight months before Armistice Day, Good Roads (1918:125)
editorialized, “Motor truck hauling has come to stay, and road builders and road officials must take it into
account in every branch of their work.”

The stage had been set for the Federal Aid Highway Act of 1921 and a national trunk highway system.

Detailed highway maps incorporating vital military routes were distributed to each state highway

department for their selection of primary and secondary trunk highways, which were then subject to

approval or revision, and eventually numbering, by the Bureau of Public Roads (Swift 2011:76-78). While

an approximately 172,000-mile system was not finalized on paper until June of 1923, the preceding 12

months saw 8,820 miles of highway built (MacDonald 1924:2, 4; 1925:1), which occasionally meant new

construction, but more often “definitely improv[ing] the condition of an existing road” (Federal Works
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Agency, Public Roads Administration 1947:65; Rae 1971:65). Over 60,000 more miles were completed from
that point through June of 1930, which when combined with highways built prior to the 1923 fiscal year
brought the system as it then existed to roughly fifty percent completion (MacDonald 1931a:3).

In the ensuing decade, federal relief catapulted the improvement of trunk highways. Even before Franklin
Roosevelt implemented the New Deal, the annual federal appropriation under the Highway Act was raised

from 75 million dollars a year to 125 million dollars a year for fiscal years 1931 through 1933, and emergency
appropriations totaling 200 million dollars of these funds were advanced to the states against future fiscal

years, to stave off unemployment through highway construction. Then, when the National Industrial

Recovery Act (NIRA) was passed, it provided for another 400 million dollars and approval for this money to
be spent on previously disallowed secondary and feeder roads and extensions of the federal-highway

system into urban areas, the latter of which was made permanent when normal Federal Aid Highway Act

funds were reinstated in the 1936 fiscal year. It additionally cancelled the states’ obligations to repay the

pre-New Deal emergency appropriations. NIRA funds for highway construction were supplemented in 1934
by 200 million dollars authorized by the Hayden-Cartwright Act, and another 200 million authorized by the
Emergency Relief Appropriation Act of April 8, 1935 (MacDonald 1934:1, 21, 1935:1, 5-6). Further, in the fall
of 1933, the National Recovery Work Relief Program was begun in specific areas of the country which had
fallen victim to both a grasshopper plague and drought.

Under this program, the Public Works

Administration paid for up to 30 percent of material and equipment costs for highway work in those areas,

and the Federal Emergency Relief Administration supplied and paid the laborers. The result of all of these
actions was a surge in highway construction mileage and employment. Between the fiscal years 1931 and

1937, after which relief funding was negligible in highway construction, approximately 115,000 miles of
roadway were improved across the nation, a task that provided over 10.5 million man-months of labor.

Over 92,000 of these miles were on trunk highways. In the fall of 1936, the Chief of the Bureau of Public
Roads, Thomas MacDonald (1936:9), noted that the federal-aid system, by then having reached 227,000

miles, was “almost completely improved with some form of surfacing and to some degree of adequacy.” By
the end of June 1939, another more than 20,000 trunk highway miles had been improved, primarily using
regular Highway Act appropriations. 1

As improved highway miles were added, so were highway users. Truck registrations more than tripled

during the 1920s, reaching more than 3.6 million 2 in 1930 (Office of Highway Policy Information 1995).

While trucks began that decade mostly as “little more than modified passenger cars weighing one ton or

less” (Jakle and Sculle 2008:167), with their potential viewed by much of the populace as limited to short-

haul adjuncts to the railroads, the trucking industry and its already numerous consumer proponents were

not so shortsighted. Within a few short years, benefiting from the widespread adoption of trailers and the

ability to attach them via the fifth wheel and an improved coupling hook, trucks were happily ensconced in

intercity freight hauling and moving right along the new highways into the interstate game. As the 1920s

Statistics obtained from tables contained in the annual “Report of the Chief of the Bureau of Public Roads” for the
fiscal years 1931 through 1939.

1

2

Number includes private, commercial, and publicly owned trucks.
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progressed, the development of truck-specific chassis and bodies and broad acceptance of pneumatic truck

tires further increased the freight and speed capacity of motor trucks, as well as their distance performance.

Such innovations, combined with strides made in truck-friendly highway design, the expansion of the
nation’s highway system, and the resultant increasing efficiency and convenience of trucking, led growing

numbers of freight shippers to turn to trucks over trains through the 1930s. By 1939, trucks could claim 10

percent of intercity freight hauling, and nearly 4.7 million trucks were registered in the United States (Taff
1961:100; Rae 1971:111; Goddard 1996:87-92, 117; Jakle and Sculle 2008:166-171; Young and Young

2010:723). Enlarging, and in fact dominating, these ranks of highway users over the interwar period were

automobilists.

The mid 1920s saw the inception of a regular supply of resale automobiles and dropping prices for new

cars, including Model Ts as low as $290, bringing affordability to some members of the lower-middle and
working socioeconomic classes, as well as more overall sales to those groups with previous purchasing

power (Flink 1988:130-131, 229-230; Aron 1999:209; Gudis 2004:44; Franz 2005:2). Reveling in the freedom

of travel created by better highways and subject to only self-imposed timetables and self-selected company,

Americans took to the road like never before, and in droves. In 1927 alone, 29 million people, over one-

third of the country’s population, embarked on recreational travel by car, some logging as many as 200
miles per day (Jakle and Sculle 2008:219, 2011:8). For the people of an era that embraced festivity, fantasy,

and the exotic, automobile travel provided a means of escape to different worlds, even if that world was as
simply defined as one without a boss (Jakle 1985:103-104; Leach 1993; Franz 2005:5-6). Such worlds could

include the highway itself; programmatic architecture transformed the roadsides into surreal landscapes

where colossally scaled foods might be neighbors to miniaturized castles, or icebergs could appear in the

desert, and beyond the commercial aspect, the route offered any number of experiential and sensorial

contrasts to the familiar, in activities like roadside camping, pulling off for a scenic view, or picnicking. At

the end of the road might be an amusement park or a battlefield, the Black Hills or the White House, a
swimming hole or the desert sky.

Perhaps best exemplified by automobile trips to the 1933-1934 World’s Fair in Chicago, which embodied

“sleek fantasies of modern consumption and technological progress” (Franz 2005:131), it was the possibility

of escape to new, better, and different, combined with the relatively low cost of travel compared to the
railroad, which kept automobile touring viable, albeit to a slightly reduced extent, during the Great
Depression. For some, it took on a different character, as it might be combined with the search for work
opportunities, or camping took the place of indoor accommodations. Even so, true vacationers remained

in cars and on the road, unwilling to abandon their recreational habit (Flink 1988:185; Aron 1999:238-239;
Franz 2005:131; Rugh 2008:3). An economic study conducted in 1937 found that “automobile operating

expenses, which represented the chief item in vacation expenditure ‘fell only slightly during the depression,

and made a new high record in 1935—an achievement unequaled by any other major form of recreational
expenditure’” (Aron 1999:240-241).
tourism; rather, it took a war.

An economic depression, therefore, could not derail automobile

During U.S. involvement in World War II, the conversion of civilian motor vehicle production facilities to
manufacture military jeeps, tanks, and airplanes, the rationing of gasoline, and a rubber shortage caused by
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the Japanese occupation of Indonesia resulted in heavy restrictions on driving. The gasoline rations,
implemented nationwide on December 1, 1942, limited most Americans to three gallons a week. U.S.
highway traffic became scarcer as citizens responded to the conservation needs engendered by the war and
turned primarily to railroads to serve their travel and freight traffic needs (Lingeman 1973; Davidson and

Sweeney 2003:191-192; Young and Young 2010:723-724; Marcotte 2012). U.S. highway construction was

reduced as well throughout the war, such that “all new highway construction not essential or directly related
to the war effort was canceled” (Bugge and Snow 1959:6).

While the war may have stifled the use and construction of highways, it did not have the same effect on

highway planning. In 1939, the Bureau of Public Roads had submitted a report to Congress titled Toll Roads
and Free Roads, which not only put forth the baseline concept for the interstate system, but also

“contemplated nothing less than a plan for the balanced development of rural roads and city streets of all
classes” (MacDonald 1942:54). It was followed, in February of 1941, by a Public Roads Administration report

that, while more focused on the then-urgent needs of national defense, made “a recommendation of the
appropriation of $12,000,000 to be matched equally by the states and used as a fund for the detailed

planning of a shelf of important deferrable highway projects to be undertaken after the present emergency”

(MacDonald 1942:54). This appropriation was made, albeit at 10 million dollars, through the passage of the
Defense Highway Act of 1941. In 1943, Wilbur H. Simonson (1944:43) of the Public Roads Administration

reported that planning and design for post-war highway projects was “occupying the attention of the
majority of the state highway departments and associated county, city, and municipal planning officials.”

Such planning was further encouraged by the passage of the December 1944 amendment to the Federal
Aid Highway Act. This amendment not only approved the designation of the interstate system, but also
approved $500 million per year for federal-aid highway construction and for secondary or feeder roads for

the three years following World War II, whenever that might be, but against the first year of which would

be immediately apportioned $100 million for advance surveys and plans.

Influencing this planning was the work of the Highway Research Board (HRB), the national agency that had
been charged with advising, coordinating, and disseminating scientific research on highway engineering
since 1920. The latter component was achieved largely through conferences and the issuance of regular

publications. In 1943, one such publication, Report of the Highway Research Board’s Committee on Roadside

Development, put forth for highway planners the concept of the “Complete Highway,” one which “was to

have great impact on highway design in the postwar period” (Bugge and Snow 1959:26). The authoring

committee, formed jointly of HRB and American Association of State Highway Officials (AASHO) personnel,
defined the Complete Highway as one that accomplished four conditions: utility, safety, beauty, and
economy. These were elaborated upon as follows:

Utility is most important, for unless a highway is serving completely in a useful capacity, its

value is limited. In the broader sense, utility means service, and as such includes provisions
for the handling of all types of traffic, with adequate safety turnouts, waysides, parking
facilities for school and commercial buses, service areas for the distribution of mail,

gasoline, milk, and farm products, as well as elements that result in the enhancement of
land values. Complete highway service and enhance land values go together.
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Safety means orderly movement of vehicular and pedestrian traffic. The complete highway

design should eliminate present and potential traffic hazards by keeping sight distance
open on curves and at intersections, by flattening slopes so that traffic may leave the

traveled way quickly and safely in emergencies, and by preventing erosion from forming

gullies or deepening ditches into veritable traps for motor vehicles. These and other
hazards may be avoided by demonstrated roadside development methods.

Beauty, an essential part of the complete highway, requires the harmonious integration of

engineering, architectural, and landscape techniques. Conservation of stream banks, fine
trees, weathered rock ledges, and similar natural features is essential to the attainment of

beauty in the finished highway. A well-located highway with well-designed structures, has

pleasing and long-lasting qualities which appeal to both the landowner and the motoring
public.

Economy is the quality of providing maximum vehicular and driver service combined with

safety, design, and pleasing appearance, at relatively low construction and maintenance

costs. Since the unit cost of annual highway maintenance may be decreased through the

integration of the basic principles of landscape design and practice, it is obvious that
developed roadsides are an economy [quoted in Bugge and Snow 1959:27].

This publication may have marked the first time that roadside development was so distinctly articulated as

being integral to all four of these facets of highway design and by extension, ideal highway design. It
represented, however, not an inauguration to roadside development, but rather the culmination of two
decades of growing awareness of, research supporting, and implementation of roadside development
practices as a necessary component of the nation’s highways.

3.1.1 Roadside Development on the Trunk Highway System, 1921-1945
In the introductory chapter to Jesse Merle Bennett’s 1936 monograph Roadsides: The Front Yard of a Nation,
he states, “The development of roadsides has not been a fanatic’s dream that sprang into being overnight,
but a gradual and logical growth following road construction, improved automobiles, and public demands

(Bennett 1936:2). While this characterization is accurate of the entire period of highway building in the
United States, in truth, roadside development along America’s trunk highways evolved in relatively quick
fashion in the 15-year period between the 1921 Federal Aid Highway Act and the year in which Bennett was

writing. In particular, the last few years of this period marked the beginning on a national scale of the

coalescing of assorted roadside development practices theretofore carried out to varying degrees between

the states, and often by disparate organizations, into holistic programs incorporating a nationally

understood complement of roadside development components and centrally managed by state highway
departments. They additionally marked the beginning of a prolific phase of design, landscaping, and

construction under these programs.

When what Bennett (1929:1-2; 1936:i) claims to have been the first comprehensive program of roadside
development, including “tree-planting, trimming, seeding, sodding, regulation of overhead public utilities,

removal of advertising signs, and the construction of comfort stations” (Bennett 1930:174), was begun by
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the Wayne County, Michigan, Board of County Road Commissioners in 1922, little or no attention was being

given to these various activities by many state highway departments in planning and building the federalaid system. Expedition and the most direct routes had been the rule in the original construction of the
highways that were subsequently improved as part of that system, and continued to be so in new
construction early on after the 1921 act was passed, much to the detriment of any vegetation that might

stand in the way, and of the funds and ambition for any new plantings. Further, myopic right-of-way

purchases left little width for publicly owned roadsides which could be developed (MacDonald 1936:11;
Jakle 1985:133; Jakle and Sculle 2008:127).

While the motoring public found satisfaction in the speed with which the network of improved surfaces was
expanded, dissatisfaction in adjacent conditions came quickly on its heels. Obscuration of anything beyond

the masses of billboards and “snipe signs” (Jakle 1985:135) lining many locations was a predominant
complaint, prompting humorist Irvin S. Cobb, for example, to calculate in his 1926 travelogue the number

of barrels of kerosene it would require to immolate them. Others felt affronted by the appearance of the

buildings they advertised, some ramshackle, some outlandish, “in offensive, jazzy patterns along countless

miles of our American highways” (Downer 1930:165), or by seemingly endless overhead wires joining mile

after mile of utility poles (Jakle and Sculle 2008:128). Still others were dismayed not by what was present,

but what was not, namely trees and other vegetation, the removal of which led to the frequent

characterization of the roadsides with words like “scarred,” “barren,” or simply “ugly” (cf. Besley 1926:539;

Concrete Highways and Public Roads 1923:208; The Saturday Evening Post 1929:28).

Setting aside the regulation of utilities and advertising signs within the right of way, which is legislative
rather than practical activity, the planting and preservation of trees defined early roadside development,

frequently referred to as roadside beautification, for most states involved in it. Bennett’s volume Roadside

Development summarizes the participation in roadside development of 27 states for which he had

information in 1929. Eighteen of these were engaged in practical activity, the other nine being limited to

contemplation, sign legislations, and in one case, undefined activity. Of the 18 states engaged in practical

activity, eight of which did not then involve their state highway departments, the roadside development

activities of 13 were specified as being entirely or largely engaged with tree planting, preservation, and/or
trimming in appropriate fashion to accommodate utility lines. For another three, reference was made to

unspecified planting, which undoubtedly involved trees. Only two, Massachusetts and Michigan, counted

the establishment of recreational areas and comfort stations, respectively, along its highways in their

roadside development activities (Bennett 1929:191-208). In the first volume of American Civic Annual
(1929), a publication dedicated to landscape architecture and civic improvement planning on a national
scale, the section on roadside improvement is concerned almost entirely with billboards and tree planting,

though one essay concerns better design for wayside refreshment stands. The general consideration given

to trees in the 1920s was reflected in the first legislation to address roadside development along trunk
highways, a 1928 amendment to the 1921 Highway Act, which authorized the funds to be used to plant
shade trees on the roadsides (MacDonald 1931b:153).

Even with such authorization in place, Thomas MacDonald reported in 1931 that “in the three years since

tree-planting was authorized not a single considerable undertaking has been proposed by any State”
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(MacDonald 1931b:154). He attributed this phenomenon not to a lack of activity, but rather to the fact that
the states preferred to keep the federal and state-match funds in the roads proper, and use independent

state funds for roadside beautification. Shifts would soon occur, however, in the use of federal funds and
the purview of roadside development for which they were used.

The passage of NIRA came with a requirement that “at least 0.5 percent of each State’s apportionment of
Public Works funds should be devoted to [the landscaping of a reasonable mileage of roadsides]”

(MacDonald 1934:44) in fiscal year 1934, and at least one percent in fiscal year 1935 (MacDonald 1935:42).

The hope of the Bureau of Public Roads was that the results of the requirement would serve as

“demonstration of the added values that may be secured through very moderate expenditure for roadside
treatment” (Simonson 1934:169), i.e., as object lessons. Not surprisingly, the majority of states which formed

a division dedicated to roadside development within their highway departments did so during 1933 and
early 1934. By May of the latter year, at least 45 state highway departments had such a division in place,

and most were under the leadership of landscape engineers or landscape architects (Simonson 1934:169170), which is indicative of the increasing recognition of the complexity of roadside development.

Per a June 30, 1933, memorandum issued by MacDonald in association with the NIRA requirement, roadside
landscaping, preferably to occur “adjacent to the corporate limits of the larger cities in the state” where a
greater population could observe it, was defined as work that:

. . . shall embrace the selective cutting or pruning of existing growth, the removal of stumps,
dead material, etc., the obliteration of borrow pits, traces of old roads and other
construction scars, the flattening of slopes, the rounding of slope intersections, the seeding
or sodding of shoulders and slopes, and the planting of a sufficient amount of suitable

material to accomplish a reasonably comprehensive roadside development [quoted in
Simonson and Royall 1934:4].

Guidance provided the following June by the Bureau of Public Roads publication Roadside Improvement

stipulates the need for cooperation between landscape architects and highway engineers throughout the
design, construction, and maintenance of highways, with roadsides as an integral component, and it

provides a snapshot of the varied roadside development elements being addressed by state highway

department designers and labor crews during the 1930s.

These included but were not limited to

conservation and cutting of natural growth; planting types and arrangements; grading and ditching
practices; soil improvement; and placement of guardrail (Simonson and Royall 1934).

The expansion of allowable activities beyond the planting of shade trees reflects a growing national
discourse on the subject of roadside development leading up to the New Deal. Publications such as

Roadside Development (Bennett 1929) and American (Planning and) Civic Annual; conferences such as the

Conference on Roadside Business and Rural Beauty, first held in 1930; and organizations such as the
National Roadside Council, founded in 1923, worked to promulgate current thought on the topic. It
included the steadily increasing recognition that roadside development should not be reserved for

remedying damage caused by the construction of highways, but rather, included at the front end of highway
design; that such design should be carried out by engineers in partnership with landscape architects and
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any other necessary specialists; and that such partnerships were needed because roadside development

should not be a catchall program of discretely planned and executed elements, but rather an integrated

system of built and natural elements, the combination of which was necessary to achieve motorist
enjoyment, safety, and convenience. As a result, wayside rests were soon to become part of the standard
vocabulary of trunk highway roadside development.

The first formally established highway wayside rest in the United States was a roadside park with a picnic

table in Iron County, Michigan. It was instituted in 1919-1920 by the Iron County Road Commission at the
behest of its engineer-manager, Herbert Larson, and located on Highway M-12, which became U.S. Trunk

Highway 2 (King 2011; Jacobs 2011). Wayside rests were then created in limited numbers and states on

highways in or eventually to be in the federal-aid system between 1920 and 1933 (Nason 1924:6; Ross
1930:169; Wood 2017), but it was not until this type of construction was approved for the use of federal
dollars and the issuance of federal dollars required roadside development that they began to appear in

regular fashion along the country’s trunk highways. In summarizing the country’s progress in roadside

development for 1935, Elizabeth Lawton (1935:187), founder and chairperson of the National Roadside
Council, specified the reporting of roadside parks “by many States” as an advance in roadside development

attributable to the spending requirement. The following year saw the first mention of wayside rests in the

annual report of the Chief of the Bureau of Public Roads, with MacDonald (1936:11) noting “small parking
areas at scenic outlooks” as one of “several features of roadside-improvement work that have come to the
attention of highway engineers as a result of the object-lesson demonstrations [and thus] been adopted in
regular highway-construction practice in several of the States.”

The common designation of these property types as “parking areas,” “roadside parks,” and “scenic

outlooks,” in lieu of any term involving the word “rest” prior to World War II reflects the perception of them
as places functioning generally for the convenience of picnicking or sightseeing, while abating a nuisance

to private property owners or other motorists. Even in a rare reference to “rest areas” by staff of the

Connecticut Forest and Park Association in 1930, the direct benefit and necessity of obtaining rest was not
acknowledged as an intent:

Realizing that there is a real need for rest-places along our highways, the Landscape

Division has established several of these areas. Here the traveler may picnic without
trespassing on private lands. The rest-or picnic-grounds are located in attractive places,
and turnouts are provided so that autos may be parked off the traveled part of the highway.

While these areas cannot be regarded as adding beauty to the roadside, they certainly are
necessary. Indirectly, they will contribute to the beauty and safety of our highways as picnic
parties will gather at these places and be less likely to clutter up our roadsides with all

manner of trash. This work is in a more or less experimental stage, and it will doubtless be
enlarged and greatly improved upon as the necessity for such public areas becomes more
apparent [Ross 1930:169].

While, therefore, their dearth along the highways prior to the New Deal was undoubtedly tied to a lack of

funding, it was likely due also to their general conceptualization at that time as recreational rather than a

requisite for safe highway travel.

Cumulative Study

Even as the number of wayside rests along the highways and an

Minnesota Trunk Highway Roadside Properties

Page 19

understanding of their necessity were growing during the Great Depression, MacDonald (1937a:306-307)
did not enumerate waysides under the heading of safety in his review of roadside development efforts for

1936. Instead, he located them under “Conveniences for Tourists Must Be Provided,” stating, “Parks, picnic

grounds, lookouts, wayside springs and fireplaces, and anything else which contributes to happiness and

comfort along the road are completely justified in themselves and they also add to state income.” Their
role in safety was noted only in relation to “lookouts at scenic locations,” not as a means of remedying
driver fatigue, but because it drew drivers “off the traffic lane where congestion endangers themselves and

others,” eliminating the “old method of driving and looking simultaneously.” Around the same time, The
New York Times (1936) similarly reported that the roadside parks of Texas were “a means of discouraging

casual parking,” and kept “a tired driver [from turning] aside to the shoulder to sleep off his fatigue” rather

than a means of preventing such fatigue in the first place. The latter it attributed to roadside beautification

through plantings by the Texas State Highway Department, such as the “happy use of the graceful yucca
and ocatilla [sic] along [the] roads.”

The primary identities of wayside rests built during the 1930s were picnic grounds, scenic overlooks,
historical marker sites, and spring water sites, which often occurred singularly but could be combined in a

given location, if space allowed. Because the states had not initially obtained wide rights of way along the
trunk highways, at least not consistently, and federal funds could not be used to remedy this situation,
acquiring additional right of way or easements for wayside rests occurred in piecemeal fashion, with cost

and legality as contributing factors. The land acquired was limited to what was available for purchase or
offered as a donation by individuals, families, local organizations, and the like; otherwise, waysides had to

be fit to the existing right of way. The size of a wayside rest and the type and arrangement of elements
within it was therefore at the mercy of the size and shape of the parcel of land available for occupation,

along with its topography and other naturally occurring features. Large acreage allowed for more elaborate

designs, which typically incorporated greater craftsmanship in their constructed elements, and in addition

to common elements like picnic tables and fireplaces might include such elements as pedestrian path

systems, footbridges, pools, grandly scaled overlook or retaining walls, staircases, council rings, and in rare

instances, vault or flush toilet facilities. More often, however, highway departments were faced with the

small acreage afforded by the existing right of way or donations, within which they developed relatively

simple, yet attractive turnouts (cf. State Highway Department of Texas 1936:22; Jaster 1938:169, 413; Keily

1939:13).

The circumstance of wayside rest design and construction beginning in earnest during the 1930s would
dictate their style, because of the then-current architectural and landscape architectural climate and

because of the interconnections forged within that climate between landscape architects, the NPS, and
highway departments as a result of federal-relief programs. That style was the NPS Rustic style.

The use of the Rustic style was rooted in the aforementioned elevation of nature advanced by the Romantic

Movement, a movement ultimately responsible not only for the establishment of the national parks, but
also for the inspiration of such professionals as Andrew Jackson Downing, Frederick Law Olmsted, Sr., H. H.
Richardson, and Calvert Vaux. These pioneering, prominent landscape architects and architects, whose
ideas would influence generations to come in these fields, advocated the preservation of native landscapes
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in the designs of estates, parks, and other sites, and the sensitivity of any necessary introduced elements,

whether vegetative, aquatic, topographical, or architectural, to the natural surroundings within which they
were narrowly or broadly situated (Tweed, Soulliere, and Law 1977:1; McClelland 1993:11-24).

Architecturally, this sensitivity meant the use of harmonious, “’natural’ materials, including native stone,

timbers, and shingles” (Tweed et al. 1977:3), and built elements “subordinate to and in keeping with natural
beauty” (McClelland 1993:20).

It cannot be said exactly when these and related design principles congealed to the point of being

recognized as a definable style, but they are broadly referenced in the NPS’ first “State of Policy,” written in
1918, which stated:

In the construction of roads, trails, buildings and other improvements, particular attention

must be devoted always to the harmonizing of these improvements with the landscape.
This is a most important item in our programs of development and requires the

employment of trained engineers who either possess a knowledge of landscape

architecture or have a proper appreciation of the esthetic value of park lands.

All

improvements will be carried out in accordance with a preconceived plan developed in
special reference to the preservation of the landscape [quoted in Tweed et al. 1977:23].

By no later than the 1930s, “Rustic style” was in use to refer to the landscape architectural/architectural
adaptation used by the national parks. The architectural component was described by NPS architect Albert
H. Good (1935:3-6) in 1935 as “a style which, through the use of native materials in proper scale, and through

the avoidance of rigid, straight lines, and over-sophistication, gives the feeling of having been executed by
pioneer craftsmen with limited hand tools. It thus achieves sympathy with natural surroundings and with

the past.” More than just the use of “logs, timbers, [and] rocks,” it required that park buildings and structures

be subordinate to the natural environment, with attention given to such elements as color; natural
screening; orientation of buildings and structures as a whole and of the materials used therein; specific

material qualities; and minimizing the number of built elements. The first genuine embodiments of the
adaptation were built in 1921 from plans drawn by the NPS Landscape Engineering Division, which quickly
improved upon it over the following few years (Tweed et al. 1977:31). By 1927, the NPS Rustic style of
architecture was established as “an ideal . . . that was almost universally recognized as appropriate to the

parks” (Tweed et al. 1977:47). The ideal allowed for, and in fact encouraged, regionally appropriate

interpretations and an avoidance of standardization. Thus, buildings at Casa Grande National Monument
in Arizona were “built of adobe with flat roofs and brush ramada porches” (Tweed 1977:60), while at Crater
Lake National Park in Oregon, walls constructed of massive stones and steeply pitched roofs clad in green

shingles were clear reflections of “the underlying geology . . . [and] the pointed spires of the conifer snow-

forest of Crater Lake” (Tweed et al. 1977:68).

The Rustic ideal was extrapolated to the design of wayside rests and other roadside development projects

along federal-aid highways throughout the country directly by the NPS through the structure of federalrelief programs and the resultant involvement of the NPS and members of its staff. The NPS was one of

two agencies, the other being the U.S. Forest Service, responsible for the planning, design, and supervision

of Emergency Conservation Work/Civilian Conservation Corps (CCC) projects. NPS-overseen projects in the
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first two years of the program were carried out at sites within the boundaries of national and state parks,

including highway wayside rests so located. After that, the program was expanded for an enrollment of
600,000 workers program-wide, and allowed for work to occur outside of park boundaries (Paige 1985:18,

21), but these were still under the purview of the NPS. NPS-hired landscape architects stationed at state
offices made plans for projects both within and without park boundaries. The Federal Emergency Relief
Administration (FERA) Land Program, one that aimed to repurpose lands unsuitable for agriculture for uses

including recreational demonstration areas, was developed in partnership with the NPS. Areas of “20 to 50
acres along well traveled highways that may be used as picnic areas by the traveler or family groups seeking

a day’s outing” (NPS Director Arno Cammerer, 1934, quoted in Unrau and Williss 1983:131) were deemed

as one of the “most urgent” recreational needs, therefore to be given “first consideration.” Under this
program, the NPS was responsible for the development of plans for the demonstration areas and
performance of work by CCC and FERA workers (Unrau and Williss 1983:131).

Indirectly, observation of and/or collaboration in these projects by state highway departments undoubtedly
served to impart knowledge of the NPS Rustic style and influence them to use it on projects for which the

NPS did not bear direct responsibility of design. Diffusion of the style beyond the national parks was
furthered through national platforms such as the annual National Conference on State Parks, the journal

Landscape Architecture, and practical-guidance publications. Particularly noteworthy in the latter category

were two published by the NPS in 1935, Landscape Conservation: Planning for the Restoration, Conservation,

and Utilization of Wild Lands for Parks and Forests by Frank Waugh, a professor of landscape architecture

and a Downing disciple, and Park Structures and Facilities, edited by NPS architect Albert H. Good

(McClelland 1993:4, 6, 18). The former publication was a “compilation of Waugh’s principles for recreational

development, which he had practiced in national forests, and his theory on the natural style of gardening,
[and] an effort to provide practical technical information on how wild lands—national parks and forests,
state parks and forests, and other public and private holdings—could be developed for public use and

enjoyment” (McClelland 1993:263). The latter, expanded into three volumes in 1938, was a “comprehensive
index of national park principles and practices for naturalistic landscape design and rustic architecture”
(McClelland 1993:256).

Although these volumes were intended as technical manuals for the CCC

(McClelland 1993:256, 263), they are sure to have circulated through the non-NPS landscape architectural
and architectural communities.

Despite the authority of the NPS in defining the Rustic style, that did not mean the agency did not promote
the use of landscape architects from the private sector, as alluded to in the call in Park Structures and
Facilities for “those of professional training and experience” to ensure that buildings, structures, and objects

were appropriately adapted to their distinct settings. This call echoed a more specific one made by NPS

designer Herbert Meier in February of 1935, which though extended to state park officials with regard to
CCC work, would have applied to roadside development under that or any other program:

While the National Park Service under [the CCC] program assists to a major extent in
furnishing landscape architects and architects as inspectors and technical foremen, it also

encourages the States in securing competent professional service from private practice.

We are most anxious that State park officials engage professional technical service on a fee
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basis to cooperate and even take a major hand in the development under the State Park
Emergency Conservation Work. And this should be an integral part of the program and
will tend to lessen the threat of standardization [quoted in McClelland 1993:242].

Whether of NPS, highway department, or private landscape architect design, Rustic-style waysides

proliferated along U.S. highways throughout the federal relief era. Afterward, in a culture that had become

so accustomed to making sacrifices in all its material aspects that excesses were cast in a negative light, the

Rustic style lost its de rigueur status in favor of a Modern aesthetic featuring a functional orientation,
avoidance of unnecessary ornamentation or other extravagances of detail, clean simplicity of line, and an

embracement of alternative building technologies and materials (Tweed et al. 1977:96, 104; McClelland
1993:267).

The proliferation of Rustic-style waysides in the decade before U.S. entry into World War II, speaks to that
of roadside development projects generally.

In 1937, Thomas MacDonald tabulated the roadside

improvement projects completed, under improvement, and planned using federal relief funds apportioned

during fiscal years 1933 through 1935 and regular federal-aid funds for fiscal years 1936 through 1938, with
the caveat that they represented “that portion of the work that could be definitely separated from other

classes of improvements and [were] by no means a complete measure of what is being done” (MacDonald
1937b:10). Federal relief funds contributed to 1,309 projects, while federal-aid funds provided for another

558. Of the former category, 982 were performed with Public Works funds, 290 with Works Program
highway funds, and 37 with Works Program grade-crossing funds. In June of 1938, the next amendment to

the Federal Aid Highway Act was passed, with roadside development authorized for the use of federal-aid

funds and specified as a component of highway construction. This sentiment of the law was echoed by

MacDonald (1939:7) the next year when he stated, “Six years of experience with roadside improvement have
demonstrated that in building a properly conceived highway the road surface and the roadside cannot be

treated separately but must be regarded as a single problem.” A further statement was made with the 1940
amendment to the Highway Act, by which an unmatched amount of federal-aid dollars equaling up to three

percent of a state’s matched funds could be used to acquire roadside lands in locations where a state
highway department and the Public Roads Administration (successor to the Bureau of Public Roads) agreed

that they were necessary “to protect vital stretches of roadside through the preservation of the natural
beauty of areas through which highways are constructed . . . [including] selected limited areas of bordering

woodlands or other fine existing trees and tree groups, special points for turnouts and overlooks, spring

sites, stream and shore frontages, and other areas of outstanding scenic and recreational value” (MacDonald
1941:19-20).

Increases in the legal and financial recognition of the importance of highway roadsides from 1930 to 1940

would have proved a boon for roadside development activity during the early 1940s, were it not for the
entry of the U.S. into World War II. Instead, attention and funds were diverted to eliminate deficiencies in

the important military routes identified 20 years earlier during the selection of the national trunk highway

routes, as well as additions to the network made since that time (MacDonald 1942). In February of 1942, it
was announced by MacDonald via memorandum that “[during] the war emergency the minimum
requirement for roadside improvement work is waived and separate projects for roadside improvements
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shall not be submitted for program approval” (quoted in Gredler et al. 2015:61).

Subsequently, the

execution of roadside development projects by state highway departments gradually came to a partial or

full halt as previously allotted monies for the purpose were exhausted; enlistment or jobs created in support
of the war effort supplanted the need for work relief; and/or highway department staff temporarily turned
their talents to the defense sector (Granger et al. 1998:3.17; Gredler et al. 2015:61-63).

By no means, however, was roadside development forgotten. In 1941, the Ohio Department of Highways

sponsored the first Short Course on Roadside Development, a national conference which brought together
state highway personnel to address current issues in the theory and practice of roadside development, and
this conference continued to be held every year with the exception of 1945.

Many state highway

departments continued to plan and create designs for roadside development projects to be let immediately
after the war had ended (cf. Schnitzius 1943:246; Gredler et al. 2015:64). These would be needed, given the

surge in highway travel that was to come.

3.2 ON THE ROAD AGAIN: THE GOLDEN AGE OF HIGHWAY TRAVEL,
1946-EARLY 1970S
As Americans got back on the highway after the war’s end, significant increases occurred in both trucking
and automobile touring. The trend of the increased use in trucks over trains for freight shipping resumed

in earnest after the war, and more so beginning in the 1950s, after full-scale production for the civilian
sector returned and new models could be manufactured (Read 2001:6-8). In a similar vein, the growing

national trend toward using the automobile for leisure travel had been truncated by the war, but while
combat was occurring, the groundwork was being laid for an unprecedented level of automobile tourism

to follow. In addition to creating general restlessness in a population that was prohibited from leisure trips
by car for nearly four years, the war returned the means for purchasing cars and taking recreational trips to

much of that population by restoring financial stability to the country (Jakle 1985:185). With its conclusion,

therefore, the proverbial dam broke, flooding the nation’s highways with leisure travelers. In the subsequent

two and a half decades, the automobile was uncontested as the overall preferred choice for recreational
travel in the U.S; as early as 1950, a Saturday Evening Post survey found that cars were used for eighty

percent of long-distance recreational trips in the country (Jakle 1985:186; Kaszynski 2000:137; Davidson and

Sweeney 2003:234). Three years later, the United States Bureau of Public Roads raised that statistic to 83
percent (Jakle 1985:186).

Beyond the “freedom of action and a sense of self-sufficiency” (Jakle 1985:184) cars afforded for traveling,

the primacy of the car in recreational transportation during the post-war era was intertwined with societal

changes that encouraged automobile use. The first of these was a national movement during the late 1940s

and early 1950s toward providing workers with not only paid vacation time, but also longer periods of
vacation time based on shorter periods of service. The result was that extended travel schedules and

distances could be achieved using a car without incurring a loss of income. A second change was the
glamorization of a nuclear family ideal, consisting of a husband, wife, and children, and the associated
nationwide traditionalizing of the family vacation. A large car could accommodate the increasingly large

families of the Baby Boom era, yet keep travel costs manageable. Thirdly, an upswell in patriotism fostered

by and carried over from the war effort was an impetus to automobile travel; Americans, whether or not
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they were traveling as a family unit, wanted to immerse themselves in America, and planes and trains were
unlikely to make stops to view the country’s heritage and “frontier” sites, its architectural marvels and
novelties, or each region’s natural wonders and subtleties (Jakle 1985; Rugh 2008). Assisting these societal

changes in promoting car usage were physical changes in cars. Once car manufacturers were able to not
only reverse wartime conversion of their plants, but also update them for the production of new models
beginning in the late 1940s, cars were made larger, faster, more powerful, more comfortable, easier to
operate, and with greater fuel capacity (Kaszynski 2000:146, 151; Davidson and Sweeney 2003:234; Rugh
2008:19-21).

As long-distance automobile and truck traffic exponentially increased on U.S. highways, so did congestion,

to the extent that although vehicles had the capability for driving farther distances without stopping and at
a faster rate, cross-country travel took longer than it had before the war, much to the frustration of American

drivers. The insufficiency of the highway system was due not only to the sheer numbers of vehicles on the

road, but also to its obsolescence. Highways in the pre-war era, which were of primarily the two-lane variety,

were built for smaller, fewer, and slower cars, and to give those cars unlimited on and off access to the
roadside. With more cars slowing at or entering from random points based on the goals and whims of their

owners, traffic flow and safety were seriously compromised (Kaszynski 2000:161-162; Jakle and Sculle
2008:147). In the decade after the war, however, neither the funding nor the luxury of waiting for a limitedaccess, express highway system was available, and so the pre-war highways had to be driven.

Modernization, therefore, of these corridors through rebuilding, resurfacing, realignment, and widening
was a priority during that approximately ten-year period, marking the first phase in a steady evolution of

improvements and augmentations to the U.S. highway system (Federal Works Agency, Public Roads
Administration 1945-1947; United States Department of Commerce, Bureau of Public Roads 1948-1955;

Seely 1987:193-195). The superlative of this evolution was the building of the interstate system, which
began under federal auspices in 1956 and had laid down over 37,000 miles of new freeway by the end of
1975 (publicpurpose.com 1994-2005).

While the construction of so many miles of new interstate highway was accomplished quickly from a relative

perspective, it still took several years, causing non-interstate highways to remain the primary option for
long-distance travel for some time after 1956. In Minnesota, for example, the first miles of interstate
highway were not finished until August of 1958, and these made up only an 8.3-mile stretch of Interstate
35 between Owatonna and Medford; Interstate 94 wasn’t begun in the state until 1960, during which year

approximately ¾-mile of the highway was completed (Larson 1958:2; Katz 2009:47, 94). In 1965, Minnesota

Highways, the newsletter of the MHD noted, “Present traffic estimates predict that the Interstate routes will
carry 20 percent of all highway traffic. This will still leave the highest percentage of traffic on our regular

trunk highways” (MHD 1965:3). Trunk highways carried the majority of highway traffic into 1970, and in fact

continue to do so today (Cox and Love 1996:4-7; American Road & Transportation Builders Association
2015).

Although by 1975 the majority of the interstate system was in place to alleviate the crises that had been

caused by the consistent escalation in motor vehicles on the highways since World War II, shifting patterns
of leisure travel had created a reversal of that escalation. A number of changes in the social, political, and
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economic fabric of the United States conspired to bring the halcyon days of automobile tourism to a close

along with the 1960s. Family vacations, for example, took a downturn as “the nuclear family lost its cachet.

More middle-class Americans could afford to travel to Europe, and a new generation rebelled against the

authority of their parents” (Rugh 2008:4). Growing environmental awareness led to disillusionment with the
automobile, as “the country’s car culture was blamed for being the chief cause of air pollution, blighting the
landscape with gaudy highway billboards, scarring neighborhoods and gobbling up farmland” (Kaszynski

2000:188). In 1973, the oil embargo imposed on the United States had severe impacts on the availability

and price of gasoline and led to the implementation of lower speed limits on state and interstate highways,
while a coinciding recession meant less money to be spent on leisure travel (Kaszynski 2000:190; Rugh

2008:4). While the popularity heights of automobile tourism were in the nation’s rear view mirror, three
principles tied to the highway travel of that era had rendered their effects on U.S. roadside development:
safety, beautification, and national heritage. These are discussed more fully in the sections to follow.

3.2.1 Built for Speed: Highway Safety and Roadside Development in the Post-War Era
When World War II ended, one of the primary reasons for attending to existing highways before
constructing the interstate system was the issue of safety. The two-lane highways built before the war had

not been designed for the future, and the number of accidents that occurred as the drivers of larger, faster,

and more cars encountered sharp curves or narrow bridges and lanes, challenged speed limits for which
highways were intended, or attempted to share the road with semi-trucks, quickly rendered highway safety
a national priority (Kaszynski 2000:162; Jakle and Sculle 2008:172; Swift 2011:149).

Highway accidents, however, were not caused solely by increased size and speed, but also by distance. As
improvements in motor vehicles allowed travel for more miles with fewer stops, drivers pushed their physical
limits, leading to fatigue and attendant inattentiveness.

Ironically, making highway driving safer by

eliminating congestion and curves contributed to this particular hazard, as can be extrapolated from mid

twentieth-century articles on driving turnpikes. These warned of “the ’false sense of security’ induced by
long, straight roads and reduced traffic volume . . . a fluidity of movement defying the friction that kept

motorists alert . . . [and] ‘the engine—and on some roads the whump-whump of the wheels over paving
joints—purr[ing one] into drowsiness’” (Jakle and Sculle 2008:159).

Although in 1943, the HRB Roadside Development Committee determined that the element of safety in the

Complete Highway must include “ample opportunity to leave the traveled way quickly and safely in

emergencies [along with] turnout areas for rest and relaxation” (HRB 1966:1-2), at the beginning of the

1950s, most highways did not fit the bill in that regard. A 1949 presentation by the HRB’s Subcommittee
on Parking Turnouts and Rest Areas indicated that only 16 states were then considering statewide systems

of rest areas and turnouts, and that those rest areas and turnouts then in existence were largely of

insufficient quality and quantity to meet the needs of the expanded motoring public (Gordon 1950:67-68).

As highway departments sought to remedy these deficiencies, the addition of new wayside rests was carried
out to varying extents throughout the U.S. during the early to mid 1950s.

The Wisconsin Highway

Department, for example, constructed 40 historical marker turnouts along its trunk highways during this
period (Williams 1957:159), while the Arizona Highway Department, which had previously devoted relatively
few resources to roadside development because beautification through introduced vegetation was cost-
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prohibitive in an arid climate, added 80 roadside parks along its highways between 1953 and 1956, with
approximately 35 of them being completed in 1956 alone (Earley 1957:126).

The continued development of wayside rests during the 1950s was attributable to a combination of public

demand and growing awareness on the part of state highway departments and governments of their
benefits. While the public had initially appreciated the installation of roadside picnic tables as a thoughtful
gesture by highway departments (American Road Builder 1957:26), by the early 1950s, having rest stops

available along state highways had become an expectation. At that time, a survey of officials in states east

of the Mississippi resulted in the finding that “the traveling public has come to expect more of our highway
systems than merely a good route for vehicle travel. They expect, with some justification, provisions for
comfort, rest, and a little recreation as well” (Tobey 1952:35), while the Ohio State Highway Department
reported that “communities which have no roadside parks close by clamor to have one built” (Garmhausen
1952:41).

Often leading the charge in the “clamoring” throughout the country during this period were civic

organizations or local governments, who often provided land, maintenance personnel, or other support to
make possible the approval and construction by highway departments of roadside parks, marker turnouts,

or other wayside rests in requested locations (Sayers 1954:3). In Ohio, for example, state law prohibited the
highway department from purchasing lands for roadside parks (Faben 1952:50), but the Garden Club of

Ohio obtained lands through purchase or donation to give to the state for the establishment of roadside
Honor Parks along the Blue Star Memorial Highway (U.S. Highways 22 and 40). Supervision “of the general

location and planting of these memorial sites,” which occurred as roadside parks or turnouts with markers
and plantings, was carried out by the state highway department “to insure competent landscape design,

maximum highway safety, and continued maintenance” (Mehl 1952:40), and this pattern of cooperation was
replicated along Blue Star highways throughout the country (Mehl 1952). In another case, the Delaware
Department of Highways “received considerable aid from Civic groups, local towns, and Garden Clubs” in

its highway beautification efforts, and “Civic Associations and Service Clubs [took] active interest” in
establishing picnic areas on the roads to the state’s oceanfront (Simpson 1957:135).

The assistance of these groups was welcomed by the nation’s highway departments, as information on the

importance of and desire for safety rests was being conveyed and reinforced at a level that had not been
generated when fewer cars and slower speeds were in play. In a 1953 California Chamber of Commerce
publication, for example, a then-state senator asked:

How would you and your family like to be able to pull off the highways in safety while
motoring, to eat a picnic lunch, enjoy a smoke, or relax for a few minutes to ease the strain
of driving? Or you, Mr. Truck Driver, to find turnouts along the highway, have a smoke, and

rest from the grind of tooling that large and heavy truck? Wouldn’t it add greatly to your
own safety and the safety of the millions of motorists that use the highways? [quoted in
Simonson 1954:28]

In addition to public media, the annual national conference, Short Course on Roadside Development, which

brought together state highway personnel to address current issues in the theory and practice of roadside

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 27

development; relevant studies and associated presentations and publications by the HRB (e.g., Gordon 1950,
1952); and real-world observations of human activity and its results along highways showed state highway

departments that regular wayside rests were a necessity; not only did they provide for rest, they also

decreased the instances of automobile travelers getting out of their cars at random points. As such, they
reduced fatalities, property damage, fires, and the spread of litter, all of which placed some form of burden

on the state. As in Ohio, however, many state highway departments did not have funding for the purchase

or development of roadside parks, which meant that their highway departments frequently cooperated with

interested civic groups or local governments to develop wayside rests (Faben 1952:50; Prophet 1957:4;
Brooks 2013; Graff 2013). These took on varying forms and facilities, depending on the physical and financial
resources available.

In 1956, the Federal Aid Highway Act of that year provided for interstate safety rest areas to be federally

funded on the same basis as the roads themselves, but intensive roadside development was not

immediately generated along that system. No provision had been established for building wayside rests in
conjunction with the roadways, thus site selection, land acquisition, and design for interstate rest areas

generally was in process during or came after highway construction. In addition, the Bureau of Public Roads
altered the funding policy in 1959, the same year that the country’s first interstate safety rest area opened

in Ohio. Under the new policy, only the purchase of lands and construction of rest-area roadways and
parking areas would be federally funded, leaving each state to pay for the buildings, structures, and

remaining infrastructure. Thus, interstate rest areas were slow to progress during the early 1960s, with some
states opting to focus on siting, planning, and the construction of access ramps, while others set interstate

rest area planning aside entirely; just a few, such as Indiana and Kentucky, moved forward on full
development at limited locations by 1964 (Lathrop 1965).

After, however, funding for all rest area

components was not only restored but also increased with the passage of the Highway Beautification Act

of 1965, interstate safety rest area construction could progress fairly rapidly in those states that had plans
in place, and other states were motivated to quickly complete their designs and initiate construction (Disque
1968; restareahistory.org 2008-2015b). At the 1967 Short Course on Roadside Development, it was reported
that a nationwide survey found that 588 safety rest areas were present on the combined interstates of 48

states surveyed 3, and that five of the states planned to have rest areas but did not at the time of the survey 4

(Garmhausen 1968:125).

Interstate safety rest areas were perhaps the most salient effects of the concern for safety on roadside
development between 1950 and the mid 1970s. Intended to provide for emergency stopping and short-

term rest, interstate safety rest areas included and continue to include “freeway type entrance and exit
connections, parking areas, benches and tables and . . . toilets and water supply, where proper maintenance
and supervision are assured” (AASHO 1958:7). The greater sizes of these rest areas, which were built to

Figures were not included for the state of Tennessee, who did not respond, or for the state of Ohio, who distributed
the survey, although Ohio is known to have had interstate safety rest areas by this time.

3

Some of the remaining 43 states may have had no interstate safety rest areas and no plans by this time, i.e., the
588 rest areas were not necessarily distributed among all 43 states.

4
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accommodate traffic levels projected for 1975, and their frequent inclusion of exaggerated or programmatic
architecture (Gebhard 2001; restareahistory.org 2008-2015a) resulted, on the whole, in a conspicuous
addition to the roadside landscape.

Interstate safety rest areas were developed under planning and design policies for the property type
established by AASHO (1958, 1968), which included some universal rules for layout and design. In sum,

these dictated the use of appropriate geometry for through-traffic lanes within the rest area; adequate size

and arrangement of the parking area and width of the roadway through it, as well as the use of all-weather

surfacing; a 30-foot minimum distance and appropriate sightlines between the through-traffic lanes and

the parking area; posting signs to prevent stopping on the through-traffic lanes within the rest area; location

of toilets, wells, and other facilities outside of the parking area and connection to it through walkways;
minimization of disturbance to the natural environment; and use of fencing to “maintain control of access

or to prevent commercial encroachment” (AASHO 1958:8-9) (Figure 1). To these were added, in 1968,
having the control of access line outside of the rest area limits, and making buildings and facilities accessible
to the physically disabled wherever feasible (AASHO 1968:6-7). The policy documents additionally included

guidelines for consideration by planners and designers, meant to maximize safety, economy, sanitary

conditions, visual appeal, and traffic flow, such as the preferability of selecting a site with natural drainage
or available drinking water, having parking spaces that were “level or on slightly downgrade for vehicles

leaving the parking area, particularly trucks” (AASHO 1958:12), or site design to accommodate natural

FIGURE 1. 1958 AASHO POLICY ON SAFETY REST AREAS ILLUSTRATE THE BASIC TERMS USED
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attractions. No specific requirements, however, were associated with these because flexibility was necessary
to accommodate the varying topography and other environmental factors around the country. Aesthetic
choices with regard to architectural and landscape design were the purview of the individual states and

often resulted in expressions of region as tied to human or natural history. These expressions were achieved
through materials used and architectural forms, particularly in the toilet building, and served to promote
and solidify an image to travelers (Dowling 2007:55, 67, 74).

Outside of the interstate system, AASHO’s policies were applied in locating and designing new safety rest

areas or updating existing wayside rests to be safety rest areas along trunk highways but of a class similar

to those on the interstates during the late 1960s and early to mid 1970s. Over half of the states in

attendance at the 1967 Short Course on Roadside Development indicated the completion of or plans to
construct, via new construction or through upgrades, trunk highway safety rest areas of such a class (Disque
1968). These trunk highway safety rest areas, as well as those with lesser facilities (e.g., vault toilets), along
with the interstate rest areas were a primary focus of roadside development efforts into the 1970s (Disque

1968; Ohio Department of Highways 1972). Wayside rests of other types, such as scenic overlooks or

historical marker turnouts, though still developed, received less attention as states sought to complete
statewide systems of safety rest areas with regular intervals that would approximate one-half hour driving

time, per AASHO (1968:3) preference, or greater, based on real-world conditions of traffic and the
environment.

In 1968, AASHO’s revised policies defined safety rest areas as specifically those off-roadway places with

“complete comfort and convenience facilities” (AASHO 1968:2) to the exclusion of scenic turnouts and
overlooks or interpretive marker sites with minimal or no such facilities. Despite this distinction with regard
to the policy document, it remains the case that the primary function of all of these property types, no
matter the class of highway, was to provide automobile travelers with an easily accessible, momentary
respite from the roadway to facilitate highway safety.

3.2.2 Nature by Design: Highway Beautification and Roadside Development in the Post-War Era
In part, the separation of highway beautification from highway safety is an artificial one. The HRB’s The Art
and Science of Roadside Development, published in 1966, notes that an “attractive highway facility. . . has

more interest and less monotony for the motorist and therefore is less fatiguing and safer to drive.” It goes
on to say, “Aesthetics and roadside development, effectively applied in highway design and location,
promote traffic safety by sustaining the interest of the motorist in the beauty of the roadside,” and it
promotes the use of “. . . imaginative design and the skillful use of plant materials [to] provide interest and

anticipation for the driver and his passengers,” as a means of warding off “monotony and driver tension”
(HRB 1966:6, 11, 37). Even so, the connection between roadside beautification and safety while driving in

the highway environment was not well recognized until after World War II (Upham 1951:25, 27; HRB 1966:9);
rather, the tie-in between the two principles was limited to the attractiveness and scenic qualities of wayside

rests while stopped in the highway environment, which would be of greater concern to the property types
considered here.
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Increased public demand for the beautification of U.S. highways between 1950 and 1975 in large part was

initiated in response to the cumulative effects of the conditions surrounding increased motor vehicle traffic

on the highways after World War II. The shift to limited-access highways, on one hand, took commercial

enterprises off of the roadside, eliminating what some considered to be a visual blight on highway
roadsides. To offset, however, the loss of ready access to patrons, who were zooming past in faster cars
and trucks at faster speeds, the commercial sector sought to draw them in through the increased installation
of already prolific roadside billboards.

Commercial billboards, combined with public service and

informational signage resulted in a “landscape . . . of words, battering away at the traveler. . . ‘Gas. Beer.
Coke . . . Jumbo Milk Shakes . . . Live Bait . . . Don’t be a Litterbug. Keep it Beautiful. Trash can ahead . . .

“Tiny” Condon for Sheriff.’” (Kinross 1959:74). Although billboards were embraced by some as a means of
breaking up what they felt was a monotony of natural scenery by presenting “a satisfying and colorful
illustration of the American way of life” (Knight 1964, quoted in Gudis 2004:227), many automobile tourists
with the desire to see the country found it frustrating that their views were blocked with signs about how
to do so (Gudis 2004).

Not only were billboards an issue, but so was littering. When the motoring masses returned to the highways
after World War II, they generated significant amounts of refuse, leaving much of it on roadsides. In addition

to those about the hazards caused by trash making its way onto the roads, concerns quickly arose about
the increasing “cost of maintenance to keep removing this blight-like carpet from the highways . . . and the

cost to human enjoyment of the outdoors” (Clark 1959:45). Over the course of the 1950s, the public became
more attuned and opposed to the presence of litter in any setting, due largely to the efforts of the national

organization Keep America Beautiful. Not long after this organization was formed in 1953, a number of
states began state-level anti-litter programs, the components of which included public education, law
enforcement and fines, provision of obvious receptacles, and where these failed to curb its occurrence on

the roadsides, maintenance by highway departments (Clark 1959). Highway littering was a focus of the
national advertising campaigns of Keep America Beautiful in partnership with the Ad Council beginning in

1961, reflecting and reinforcing its place in public consciousness (Kadaba 2009). Compounding the visual
blight caused by highway littering were junkyards, particularly automobile junkyards, which were visually

akin to litter on a grander scale. The ability to buy new cars beginning in 1950 meant that more and more
old cars would find their way into the currents of the trash stream.

Already by 1951, some 25,000

automobile junkyards were present in the U.S., and an increase was inevitable with the continuing popularity
of cars (Minter 2013:163). The sentiment of those members of the public opposed to the appearance of
junkyards on the country’s roadsides was captured in The Subliminal Man, published in 1963:

The areas on either side of the expressway were wasteland, continuous junkyards filled with
cars and trucks, washing machines and refrigerators, all perfectly workable but jettisoned
by the economic pressure of the succeeding waves of discount models. Their intact chrome
hardly tarnished, the mounds of metal shells and cabinets glittered in the sunlight. Nearer

the city the billboards were sufficiently close together to hide them, but now and then . . .
Franklin caught a glimpse of the huge pyramids of metal, gleaming silently like the refuse
grounds of some forgotten El Dorado [Ballard 2014 {1963}:180].
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The reference to consumer waste in this passage invokes another major component creating public demand
for highway beautification, a widespread environmentalist movement stimulated by the 1962 publication

of Silent Spring, which put a national spotlight on the potential for human actions to cause substantial
detrimental effects to the natural environment.

As these forces converged, federal action for highway beautification emerged. First Lady Claudia “Lady
Bird” Johnson brought the fight for cleaning up highway roadsides to the White House, her cause taken up
by Lyndon B. Johnson after his presidential re-election in 1964.

Further, then-Federal Highway

Administrator Rex Whitton was pushing for aesthetics in highway design. In May of the following year, the
White House held the Conference on Natural Beauty, which included several highway-related panels;

recommendations generated for highway roadsides included “creative regrading and landscaping . . . and
the screening or removal of objectionable views,” while it was recommended that highway design overall

be imaginative and provide for protection of “parks, open spaces, scenic, recreational, historic, and cultural

features” (Weingroff 2013). Within five months, the Highway Beautification Act of 1965 was passed in
Congress.

While the act is perhaps most popularly known for its contested provisions for the removal of billboards
and the screening of junkyards from highway roadsides, it additionally allowed for landscaping and roadside
development costs to be approved by the Secretary of Transportation as a part of federal-aid highway

construction costs and provided separate funding for these costs, at the equivalent of three percent of a
state’s federal-aid highway allocation (Johnson 1970:78). As any roadside development on federal-aid

highways previously had to come out of the regular allocation, the availability of separate funds briefly

encouraged and expanded roadside development by state highway departments during the late 1960s. In
the two years following the passage of the Highway Beautification Act, authorization was made for 121
million dollars of highway beautification funds for close to 3,000 projects (Disque 1969:110). Due, however,

to the controversial other provisions, no Highway Beautification Act-related funds were allocated for the
1968 and 1969 fiscal years while the U.S. Department of Transportation undertook a review of the program,

which caused some states to substantially reduce activity until funds were again allocated in the 1970 fiscal
year (Disque 1969; Johnson 1970:79).

Guidance provided by the HRB during the early 1950s stated that rest area sites “high in scenic quality, with

shade, water, and other interesting natural features which warrant conservation, are desirable” (Gordon

1952:5), in large part because the public had been making a practice of pulling off the road for better
appreciation of views whether or not formal parking areas were present. The location, similarly, of turnout
sites was said to be “determined by the ‘drawing power’ of shade trees, lakes and streams, and view of hill

and mountain scenery as observed from the highway, [with the] best turnout sites . . . often selected by the
public itself” (Gordon 1952:5). As a result, most wayside rests of all classes were located with reference to

the relatively elevated beauty provided by on-site and surrounding natural features. Once, therefore, a site
was obtained, design to best incorporate and complement those features was a priority after that which
ensured user safety. The primary design objective associated with aesthetics as stated by the HRB was:
Protection and necessary improvement of existing natural features of the rest area,

including but not necessarily limited to: (a) design of parking space, driveways, and
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footwalks to prevent compaction of soil around grasses, ground covers, trees and shrubs.

(b) Proper selective removal and pruning of trees and shrubs that interfere with sight
distance, desirable views, etc. [Gordon 1952:7-8].

Design recommendations by the HRB and AASHO to achieve this objective were, like the overall policies for

rest area design, general due to the impossibility of addressing every potential setting in every state, but

these recommendations indicate that design showcasing the existing natural conditions surrounding any
given rest was preferable to design that introduced new elements. Whenever possible, site layouts were to

conform with the natural topography, and drives and walks “connecting the facilities laid out to fit the
terrain” (AASHO 1965:62). Consideration was to be given to the location of parking areas, buildings, and
structures to balance obtaining the best vantage points for “fine views” (Gordon 1952:9) with the prevention
of excessive future maintenance of vegetation in retaining those views. Plantings were recommended to

be limited to those necessary for creating boundaries between pedestrian and car traffic, screening sanitary
facilities, or the necessary augmentation of existing vegetation at a site, for example, providing trees where
little or no shade was to be had (HRB 1966:43). Additionally, some of the design suggestions listed by the

HRB in an early-1950s publication titled Parking Turnouts and Rest Areas echoed federal relief-era
recommendations for material types that would reinforce the natural character of rest areas, including
timber for tables, benches, and toilet buildings generally, and for posts and bumper rails in forested

locations, as well as local stone for fireplaces, stoves, and walls and other barriers (Gordon 1952:26-30)
(Figure 2).

FIGURE 2. 1958 AASHO POLICY ON SAFETY REST AREAS OFFERS EXAMPLES INCORPORATING THE NATURAL SITE AND
SCENIC VIEWS
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In its policies for interstate safety rest areas, AASHO (1958:13, 1968:9) noted, “Natural features of the

surrounding terrain, such as woods, streams, lakes, space for enjoyment of mountain views, and the use of
adjacent land, will affect the development pattern, size, and shape of each site.” Although this statement

was written in reference to interstate safety rest areas, it was true of any type of wayside rest whose design
adhered to recommendations such as those mentioned above, and by extension represented the principle
of beautification in the post-war era.

3.2.3 Constructing Identity: Highway Heritage and Roadside Development in the Post-War Era
As the U.S. was riding the wave of patriotism that had swept forward in fighting and then winning World

War II, tourism destinations became more frequently the sites of regional expressions of “America” in history
and nature. Although historical and natural sites reinforcing national identity were by no means unfamiliar

to the pre-World War II automobile tourist, visits to these sites during that era did not nearly approach their

post-war magnitude in numbers, nor did they carry the same type of collective consciousness. With a
renewed commitment to their country, U.S. citizens sought to reconnect to its past and pass that connection
on to the next generation. Visiting specific historic buildings, such as the White House, or the location of

noteworthy events, such as a Revolutionary War battlefield, could broadly educate tourists on U.S. history

while enhancing their sense of national pride (Rugh 2008:42, 54). The observation of a region’s outstanding
natural features could provide a sense of connection to the land as tourists developed points of reference,

albeit often stereotypical, for what it meant to be in the West, the South, the North, the East, and various

combinations thereof (Jakle 1985:199). Even as the patriotic fervor of World War II faded with time, the cold

war atmosphere kept the nation’s automobile tourists convergent on the places of “America,” as a means

of validating their position in the international political arena. Between the end of World War II and 1976,
historic sites and national parks witnessed an escalation of 20 to 30 percent in yearly attendance (Rugh
2008:41-42).

Reflecting and reinforcing the interest of automobile tourists in visiting historical heritage sites, statewide
historical marker programs were established, formalized, or reorganized in several states between 1946 and
the mid 1960s, while many other states reinvigorated programs they had begun before the war. Many of

the programs were administered by state historical organizations in cooperation with state highway

departments, and as historical markers multiplied over the landscape, several were placed at highway rest
areas or turnouts, where stopping was safer. If these locations did not lend themselves to the interpretation

of a specific historical event, more generalized historical information about the region could be presented
instead (cf. Wells 2002:ix; Nevada Department of Conservation and Natural Resources 2012; Hendee 2013;
Virginia Department of Historic Resources 2014; Kansas Historical Society 2015; New York State Museum
2015).

The country’s natural heritage was similarly highlighted through roadside markers during this era. The
Montana Highway Department, for example, launched a roadside geological marker program in 1948, which
would install nine markers to showcase “the state’s unique geology” (Bradshaw 2008:xi). Less explicit than

markers but just as effective in touting America’s natural legacy were unsigned scenic views, which
continued to be integrated into rest areas and a purpose for turnout locations.

Just as highway

beautification, therefore, cannot be fully separated from highway safety, highway heritage cannot be fully
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separated from highway beautification, insofar as it incorporated scenic natural advantages into roadside
development schemes.

3.3 THE MINNESOTA DEPARTMENT OF HIGHWAYS ROADSIDE
DEVELOPMENT PROGRAMS, 1932-1975
The Minnesota Department of Highways (MHD) formed its Roadside Development Division (RDD) in 1932.

Prior to that time, in the decade between the Federal Aid Highway Act and 1931, efforts related to roadside
improvement along Minnesota’s trunk highways included a 1922 program of the Minnesota State Forest

Service, with the approval of state highway commissioner Charles Babcock, to provide 20,000 black walnut

tree seedlings to “voluntary or other organizations agreeing to plant and care for them” (Bemidji Daily

Pioneer 1922:1) along trunk highway routes in primarily the southern half of the state, and to facilitate the
obtainment of other, more climatically appropriate species of trees for the same purpose in the northern

half. Babcock had already “ordered [the MHD] to co-operate in saving growing trees and otherwise
preserving and enhancing the attractiveness of state trunk routes” (Bemidji Daily Pioneer 1922:1).
Editorializing on the program, one Minnesota newspaper writer stated:

With the general efforts being made for road improvement in Minnesota, particularly

arterial highways, it is quite time to think also of the beautification of these highways. Tree

planting offers one opportunity along this line. At present the tendency is to spoil rather
than beautify the rural landscape through the building of enormous numbers of unsightly

signboards, which not only offend the eye but which are also a menace to public safety.
Some measures should be taken to prevent this practice [The Princeton Union 1922:4].

The writer was granted his wish the following year, when the state legislature outlawed “any advertisement

within the limits of a public highway” (General Statutes of Minnesota 1923, Chapter 13, Section 2615,

Subdivision 3).

In Bennett’s (1929:207) summary of state participation in roadside development, he cited all of the above,

and noted additionally that the MHD “seeded or sodded [all road slopes] as a part of construction” and was
responsible for the regulation of public utilities operations.

When the RDD was established in 1932, Harold E. Olson “was appointed to head the new division” (Granger
et al. 1998:3.3). Olson, who had begun working for the MHD in 1922 as a project engineer, hired Roberta

“Byrdie” Kraft to serve as head secretary for the division in February of 1933. To fill the landscape architect
needs for the division, Olson immediately engaged the consulting services of Arthur R. Nichols, then hired

Fred Vogt in May of 1933 (MHD 1966:7; Granger et al. 1998:3.4). These individuals formed the core
personnel of the RDD in its formative years, through the federal relief era, and, with the exception of Nichols,
well beyond.

Over the next three decades, Olson coordinated, reviewed, approved, and directed the state’s hundreds of

roadside development projects.

During that period, he was active in the promotion of roadside

development, not just in Minnesota, but also nationally, eventually serving on the HRB’s Roadside
Development Committee (Granger et al. 1998:3.24). He was the RDD’s “primary ambassador to national
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and state conservation groups, civic groups, local governments, tourism organizations, and other state
agencies with whom the MHD cooperated to establish wayside rests and other roadside development
initiatives” (Granger et al. 1998:3.25), and he was a regular attendee, as Minnesota’s representative, at the

Short Course on Roadside Development. Even after the RDD was reorganized and he retired as department
head in September of 1963, Olson continued to serve as the national secretary of the Mississippi River

Parkway Commission, which was responsible for the planning and creation of the Great River Road. At
some point, he took the position of Administrative Engineer at the MHD’s central office, as his retirement
from that position was noted in the Summer 1968 issue of Minnesota Highways. His efforts were reflected

in numerous awards, including the first distinguished service award bestowed by the Mississippi River

Parkway Commission, in 1958 (Granger et al. 1998:3.25). Kraft stayed on at the MHD for another three years

after the reorganization, assisting Olson on the Great River Road project before she retired in 1966 (MHD
1963a:11, 1963b:3-4, 1966:7).

By the time Arthur Nichols began consulting for the MHD, he was already a well-known and respected
landscape architect. The first graduate of MIT’s landscape architecture program in 1902, his résumé

included but was not limited to “Monument Valley Park in Colorado Springs; the development of Long
Beach on Long Island, New York; and the estates of John D. Rockefeller Sr. in Pocantico Hills, New York,

George B. Post Jr. in Bernardsville, New Jersey, and Chester Congdon in Duluth [Minnesota]” (Kopischke
2000:253); several other Minnesota estates; the Minnesota Steel Company town plan of Morgan Park; the

design of several parks and parkways in Duluth; consultant to the Minnesota State Board of Control “in

charge of locating buildings and developing grounds for . . . asylums, sanitariums, hospitals, reformatories,

and prisons” (Kopischke 2000:254); master plans for several Minnesota cities, subdivisions, and college

campuses; and the grounds of Glacier National Park Hotel. Much of his work during the first 20 or so years
of his professional career was done in partnership with Anthony Morell, first as employees of New York-

based landscape architect Charles W. Leavitt, Jr., and then beginning in 1909 as principals in the firm of

Morell and Nichols, “one of the first and most productive landscape architecture firms in Minnesota”

(Kopischke 2000:256). The firm continued to be active, under the same name even after Morell’s death in

1924, with such prestigious commissions as the Minnesota State Capitol Approach and at least five
campuses for the University of Minnesota. Nichols, truly a master of his craft, abandoned retirement in
1953 when he was tapped to prepare “master plans and site studies for virtually every new and every existing
[Minnesota] state park, [which show] “his understanding of topography, native vegetation, natural waters,

and scenic features while sensitively integrating architecture, roadways, traffic patterns, camping facilities,
trails, and maintenance needs” (Kopischke 2000:254; Granger et al. 1998:3.29-3.31; Lathrop 2010:162-164).

A member of the American Society of Landscape Architects since 1906, Nichols was elected a Fellow nine

years later, and as its Vice President in 1928. Five years after that, he became the first registered landscape

architect in Minnesota. Biographer Gregory Kopischke (2000:254) notes that in the years when Nichols
consulted with the MHD, “he published articles and gave numerous presentations concerning the need to
integrate aesthetic design with utilitarian highway engineering objectives in order to maintain the natural

beauty and scenic quality of the land and, therefore, to enhance the driving experience.” Undoubtedly,

Nichols’ principles influenced the work of Fred Vogt, a 1931 graduate from the Iowa State College landscape
architecture program with a previous civil engineering degree, who “would have worked closely with
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[Nichols] during [the 1930s]” (Granger et al. 1998:3.26). Vogt’s job focus, however, may have been more on
roadside development geared toward the motorist in motion; no wayside rests have been identified as his

designs, and one former MHD employee noted “a lot of the landscape work on the old Highway 100
interchanges,” (quoted in Granger et al. 1998:3.26) as one of Vogt’s accomplishments during the 1930s.

Vogt was with the RDD through October of 1961, minus a six-year hiatus from the spring of 1942 to the
spring of 1948, when he worked on defense-related and other projects either in a landscape architect or
engineer capacity (Granger et al. 1998:3.26).

In a talk given early in his capacity as head of the RDD, Harold Olson alluded to some of the goals and

challenges for the roadside development program in Minnesota. Among the goals auxiliary to those of
safety, utility, and beautification, and concurrently serving all of these purposes, were the construction of
gradual back slopes; cleaning up of the natural roadside environment, with benefits in snow control, fire
protection, game refuges, and public activities such as camping and picnicking; conservation of the natural

roadside environment where possible, and planting in groupings of natural appearance, with benefits in

erosion control; and roadside park development with potable water where possible. All of these were being

facilitated by the then-relatively recently implemented practice of obtaining rights of way 200 to 400 feet

in width for new highway construction. The challenges lay in the less open areas of the state in which such
widths had not been initially gotten, and for developing the numerous adjacent “odd shaped parcels of

land which [having been] useless to the land owner” (Olson 1933) were obtained by the MHD when the
right of way was acquired.

In the years between World War II and the 1963 reorganization, additional staff included landscape architect

Bill Chapman, who worked under Vogt from 1952 to 1956; field engineer Kenneth Madole, with the RDD
from 1948 until 1956; field engineer Godfrey Love, with the RDD from 1952 to 1956; and stonemasons
Robert Bobleter (1950-1958) and Rudolph Lever (1950-1963) (Granger et al. 1998:3.22-3.25).

Olson

reported in 1956 that the unit had “12 roadside development crews of from 4 to 12 men each, working on
projects throughout the state” (Olson 1957:152).

The 1963 reorganization of the RDD shifted the responsibilities for roadside construction, plantings, and

maintenance to the maintenance department of each MHD district. The RDD was succeeded by the

Landscape Engineering Unit (LEU), which was established as a division of the Maintenance Section of the
MHD and headed by landscape architect Dale Wreisner. Wreisner, along with roadside development

foreman Joe Bobleter and landscape technician Stan Paulson, provided technical consultation to the
maintenance departments (MHD 1963b; Foote and Wreisner 1965:126). Wreisner “help[ed] plan and

establish roadside parking and rest areas, overviews, and scenic vistas most suitable for the local
environment” (MHD 1963b:3), and worked with agricultural engineer Lawrence Foote of the Materials and

Research Section on projects “particularly concerning roadside turf plantings for erosion control” (MHD

1964:3). Circa 1966, after passage of the Highway Beautification Act, the LEU was supplanted by the
Roadside Environment Section, which remained under the purview of Wreisner (MHD 1967:12).
Approximately three years later, the Roadside Environment Section became a part of the newly created

Office of Environmental Services, with Wreisner as Chief Landscape Architect until at least 1976 (Waldor
1970:30; Hendricks Pioneer 1976:3).
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3.3.1 MHD-Involved Marker Programs
The MHD made its foray into the placement of historical markers along trunk highways in 1930, through a
cooperative program with the Minnesota Historical Society (MHS).

Proposed by MHD maintenance

engineer Walter F. Rosenwald during his attendance at a talk given by Willoughby Babcock of the MHS in

1929, the program involved the selection of the sites to be marked and the authoring of marker text by the
MHS, and the manufacture and installation of the markers by the MHD. The first markers were three-by-

five-foot, white, steel panels with black enameled lettering, with an unfortunate orientation parallel to the

roadway, at marker sites that did not employ pull-offs (Babcock 1932:380-381). These did not yet number

100 by October of 1932, though Babcock (1932:382) was hopeful that threshold would be achieved before
the end of that year. By that time, implementation of the historical marker program from the MHD side
logically was assigned to the RDD.

In 1941, the Minnesota Historic Sites and Markers Commission (Commission) was created by the state

legislature, which officially ratified the partnership between the MHD and the MHS, and amended it with

the addition of the state parks division. Their purpose was to “designate historical sites and authorize

markers and make suggestions to and act as advisor of agencies, groups, and individuals interested in the
establishment of historical markers” (as quoted in Holmquist et al. 1967:vi). Made up of a representative

from each of the three organizations, the Commission designated historical sites and both advised upon

and authorized historical markers, many of which were placed in state parks and along state highways.
Harold Olson served as the MHD representative throughout most of the Commission’s existence.

In the 1950s, many of the steel signs erected in previous decades were showing signs of wear and rust, and

concerted efforts were made to relocate the signage on safer roadside turnouts and replace the markers
with cast metal signs, usually of aluminum, and often in stone lectern-type mounts. By the 1960s, baked

enamel was the preferred finish to better incorporate maps and illustrations. In 1965, the Commission was

abolished, and its duties were transferred to the MHS alone under delegation by the governor as the state

planning officer. MHD roadside development personnel, however, continued to construct and maintain
state historical markers within MHD right of way (Holmquist et al. 1967:vi-vii).

A similar partnership to recognize the state’s natural attributes began with the Geological Society of

Minnesota in 1949, when the group implemented a state geological marker program. These markers, like
the state’s historical markers, required authorization by the Commission and were installed and maintained
by the MHD when located along Minnesota highways (Holmquist et al. 1967:v).

3.4 ROADSIDE DEVELOPMENT ON MINNESOTA’S TRUNK HIGHWAYS,
1932-1975
In Minnesota, as in the majority of the states, roadside development along the trunk highways between the

passage of the 1921 Highway Act and the passage of NIRA was concerned largely with planting trees on
the roadsides, preserving existing trees and other attractive qualities where feasible, and seeding or sodding

slopes as part of highway construction. With very few exceptions (e.g., the lilacs planted along TH 100 for

Lilac Way), these and similar types of roadside development are not conducive to evaluation, occurring as

they did along thousands of miles of highway and without identifiable discrete expressions. Even if such
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expressions could be identified for these types of work, during the 1920s, highway roadside development
in Minnesota had not evolved to the point of employing a cohesive theory of landscape architecture which

could serve as a baseline against which to measure the adherence to or success of trunk highway roadside
development projects under the tenets of that theory. Further, most, if not all, of the pre-federal relief
efforts in this vein have since been lost with the widening, realignment, or rerouting of the trunk highways,

and in some cases, urban development, as the built environments of cities have sprawled far beyond their
1920s limits.

This context, therefore, begins in the year 1932, when the Roadside Development Division was formed, and

it considers only properties involving buildings, structures, objects, and/or discrete sites. As these properties

occurred in Minnesota primarily at wayside rests, this property type constitutes the main focus of the
context.

3.4.1 Federal Relief through World War I, 1932-1945
When the RDD was established in 1932, Minnesota had few highway-associated, federal-aid or otherwise,
wayside rests of which to speak. Even if state, county, or local parks could accommodate the picnicking
public or the scenery seekers, these were, like improved highway miles, limited in number. The only known

wayside rest built intentionally for highway users before 1932 is what is today known as the Wabasha

Overlook, a 1920s or circa-1930 effort likely made by the Wabasha County Highway Department (MnDOT
Historic Roadside Development Structures Inventory form, WB-WBC-183). This is not to say that no other
such wayside rests existed in Minnesota before 1932, but that the inability to identify any others speaks to
the rarity of their construction in the pre-RDD era.

In 1932, the MHD began to construct what could be construed as Minnesota’s first trunk highway wayside
rests, at historical markers, by the simple act of widening the shoulders to create pull-offs. At the first of

these, the Oliver H. Kelley marker, the approach was marked with “a double line of white stones,” which
Willoughby Babcock (1932:382) declared “[made] the spot exceedingly attractive.” While it undoubtedly
seemed so in 1932, “exceedingly,” in retrospect, was perhaps an overstatement, given the appearances of

the waysides that would soon grace Minnesota’s trunk highways, the primary impetus for which was the
various federal funding requirements first seen with NIRA (Olson 1953:3), with the wants of the public a

close second. They include NPS staff designs and designs by MHD staff/consultants, the majority by Arthur
Nichols, and with few exceptions, these engaged the Rustic style. Nichols’ interpretation, however, often

blended “Rustic style precepts with more formal and ‘citylike’ park design” (Granger et al. 1998:4.7); for

example, he might infuse symmetry and regular coursing into structures which were crafted using local
stone and did not overpower their surroundings, the latter as classical buildings and structures employing
such formalism were often wont to do. His success in this regard, i.e., the perception that his formal-leaning

work did not eschew the Rustic style, may have been attributable, in part, to having worked under Charles
W. Leavitt. Leavitt’s work:

. . . was characterized by its attention to detail, craftsmanship, and references to what
[Leavitt’s] firm called the ‘Old World’ styles of Italy, France, and Egypt. However, as critics

of the time noted, Leavitt transcended both stylistic eclecticism and Beaux Arts formalism
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through his mastery of scale and his use of site-specific plantings. Perhaps the best
example of these strengths was the gardens he designed for the estate of Charles M.

Schwab in Loretto, Pennsylvania. With a huge, 14-level Italian-style water cascade, they
were nevertheless praised in Architectural Record as “finely expressive of the landscape of

the locality and of a quaint element in the Alleghenies of western Pennsylvania” [Hohmann
2000:224].

While certainly no 14-level water cascades were involved, some of the CCC-based roadside development
projects constructed along Minnesota’s trunk highways, benefitting from the program’s abundant labor

force, were among the largest and most complex. Four of the state’s eventual 148 CCC camps were

sponsored by the MHD, including the Spruce Creek (1934-1936), Mille Lacs Lake (1935-1940), Lakeshore

(1935-1937), and Leech Lake (1935-1936) camps, with 200 enrollees each (Granger et al. 1998:3.15, 3.32-

3.33; Sommer 2008:147-149, 156). From these emerged such developments as the Cascade River Wayside

(Spruce Creek Camp) and the series of properties in the vicinity of Garrison (Mille Lacs Camp). The Cascade
River Wayside (1934-1936) showcased the Cascade River, Lake Superior, and Superior National Forest
through over 100 acres of development in textbook NPS Rustic style. The development included such

elements as parking areas; picnic sites; an extensive pedestrian trail system incorporating stone and timber

stairs, log railings, and dry-laid stone retaining walls; and a 535-foot-long overlook wall of random-laid,
local gabbro (Figures 3 and 4). The latter, located along the south side of TH 61 at the Cascade River, served

as either a state or national roadside development demonstration project for “how natural rock
outcroppings might best be accommodated within the highway backslopes” (Hella 1990; Granger et al.
2003).

Massive, stone overlooks were a signature product of the CCC in Minnesota’s roadside development,

whether associated with an MHD-sponsored camp or others under cooperation between the NPS or the

Forest Service and the MHD. These included the Garrison Concourse (1936-1939), over 300 feet long on

the east side of Trunk Highway 169 and projecting 150 feet out into Mille Lacs Lake; the Gooseberry Falls

Concourse (1936-1940), an imposing 400-foot-long, 20-to-25-foot-high, black-gabbro-faced structure on
Trunk Highway 61 with views of the falls; and the 320-foot-long, up to 12 feet tall rubblework wall at the
Willow Lake Roadside Parking Area (1939-1940) on Trunk Highway 6 (Figures 5 through 7).

Projects of a major scale, however, were not limited to those by the CCC, given the availability of labor

through other New Deal programs. The era witnessed such MHD-sponsored constructs as the crenellated,

stone retaining wall and overlook system known as the Taylors Falls Overlook - South (1934-1937) on Trunk

Highway 8 near Interstate State Park (Figure 8) and the planting of thousands of lilacs and construction of

seven roadside parks (1938-1939), replete with stone picnic tables, council rings, beehive fireplaces, winding

paths, water features, and rock gardens performed by the WPA along Trunk Highway 100 in the Twin Cities
west metro (Figure 9).

These and other large undertakings were the most visually and constructionally impressive of the MHD’s

federal relief-era wayside rests, but their numbers were supplemented by a variety of less dramatic, which

is not to say less attractive, rest stops, most of which were constructed by National Youth Administration
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FIGURE 3. CASCADE RIVER WAYSIDE PARK, EXAMPLE OF STAIRWAY, CIRCA 1937

FIGURE 4. CASCADE RIVER WAYSIDE, VIEW OF OVERLOOK WALL, CIRCA 1937
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a) view of interior

b) view of exterior

FIGURE 5. VIEWS OF THE GARRISON CONCOURSE OVERLOOK WALL, CIRCA 1940
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FIGURE 6. GOOSEBERRY FALLS CONCOURSE OVERLOOK WALL, CIRCA 1940

FIGURE 7. WILLOW LAKE ROADSIDE PARKING AREA, PARTIAL VIEW OF OVERLOOK WALL, 1941
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a) generally north toward wall exterior

b) view west-southwest toward wall interior

FIGURE 8. TAYLORS FALLS OVERLOOK – SOUTH, PARTIAL VIEWS OF OVERLOOK WALL SYSTEM, CIRCA 1937
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FIGURE 9. VIEW OF MINNETONKA BOULEVARD ROADSIDE PARKING AREA (LILAC PARK) ALONG LILAC WAY
(NYA) and Works Progress/Projects Administration (WPA) workers. Among these were roadside parks

including a complex of elements catering to motorist enjoyment. Parks such as the Christmas Lake (19371941) and Cold Spring (1936) Roadside Parking Areas in Shoreview and Cold Springs, respectively, provided
such elements as picnic tables, overlooks, council rings, fireplaces, spring enclosures, historical markers, and

pedestrian paths on larger-acreage sites (Figures 10 and 11). When built in municipalities, as they often

were, these larger, multi-element parks often took on the identity of city parks and maintenance was, in

most cases, assumed by the host city (MHD 1939:1). Whether rural or urban, the parks still referenced the
Rustic style, though due to the involvement of Arthur Nichols, in varying degrees of adherence to its tenets.

One might, for example, compare the barely random arrangement and ashlar cut of the granite in the
council ring and overlook at Cold Spring with the rubble-stone construction of those at the Pine-Hickory
Lakes Roadside Parking Area (1938) (Figures 12 and 13).

Other sites were developed, as occurred nationally, on small parcels and intended for brief stops of a
singular purpose based on a focal element, whether that be a historical marker, spring water structure, or

an overlook or similar viewing construct. Replacement or new historical markers at these sites were
variations of a design introduced by Nichols during this era, likely with the St. Cloud Historical Marker (1937)
(Figure 14). The base form of this shrine-type design consisted of central rectangular shaft, the top of which
extended approximately 9 feet above the ground surface, with flanking low wing walls, all incorporating

local stone. The shaft contained a shallow recess within which to set the plaque containing the marker text.

The majority featured a stone terrace in front of the shaft and wing walls, and in many, the wing walls turned
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and extended forward to frame the sides of the terrace. Stone or concrete benches were often placed one
to each side of the shaft, in some cases, parallel to it, and in others perpendicular. Often, steps were present,

either leading up to the terrace; leading from the terrace to the front of the shaft; or both (Figure 15). Only
a few sites centered on spring enclosures, such as La Moille Spring (1938) (Figure 16), were built.

These structures and objects, along with all others built at Minnesota’s wayside rests, were integrated at
their respective sites with plantings that also varied in accommodating the Rustic style. Following its tenets,

where feasible, existing native vegetation was incorporated into the design, though thinned where

necessary, for example to accommodate scenic vistas, and supplemented by site-appropriate species of
trees, shrubs, ground covers, and vines. These were installed in naturalistic arrangements, i.e., irregular
groupings, which gave motorists an impression of untouched wilderness, despite the design, grading, and

construction which had preceded their visits. In some areas of the state, however, a lack of trees combined

with a need for shade prevented this approach. At wayside rests in these locations, the MHD typically opted
to plant varieties of deciduous shade trees common to Minnesota scattered over the site (Granger et al.
1998:4.25). Although the trees were introduced, their arrangement did not convey formality, which would
be particularly glaring in otherwise open locations.

A clear exception to the Rustic landscape aesthetic, no matter where in the state, was sometimes made at
waysides built around the shrine-type historical markers, with plantings following the formality and

symmetry of the marker form. In these cases, a row or rows of evergreen trees “were planted to form a

FIGURE 10. CHRISTMAS LAKE ROADSIDE PARKING AREA, PARTIAL VIEW
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FIGURE 11. NICHOLS' PERSPECTIVE SKETCH FOR COLD SPRING ROADSIDE PARKING AREA, 1936
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a) overlook

b) council ring

FIGURE 12. PINE-HICKORY LAKES ROADSIDE PARKING AREA, PARTIAL VIEWS OF OVERLOOK AND COUNCIL RING,

CIRCA 1938

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 48

a) overlook

http://roadsidestructures.blogspot.com

b) council ring

http://roadsidestructures.blogspot.com

FIGURE 13. COLD SPRING ROADSIDE PARKING AREA, VIEWS OF OVERLOOK AND COUNCIL RING, 2014
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FIGURE 14. NICHOLS’ PERSPECTIVE DRAWING, ST. CLOUD HISTORICAL MARKER, 1937
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St. Cloud, circa 1937

Osakis, circa 1942

FIGURE 15. EXAMPLES OF SHRINE-TYPE HISTORICAL MARKERS
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FIGURE 16. LA MOILLE SPRING, CIRCA 1938
backdrop and low shrubs planted near the front corners to create a base” (Granger et al. 1998:4.25) (see

Figure 15, St. Cloud and Osakis). The strongest exception, however, occurred at the Noyes Roadside Parking
Area, constructed in 1937 on Trunk Highway 75 in the unincorporated community of Noyes, across from a

U.S./Canada border station constructed six years earlier. The focal element at this site is a symmetrical plaza

centered on a flagpole. The plaza was designed “to contain several expanding concentric shapes” (MnDOT
Historic Roadside Development Structures Inventory form, KT-SVT-002), the exterior-most of which was
formed by a shaped honeysuckle hedge, likely intended to complement the formal hedge surrounding the
border station (Figure 17).

With the World War II-era moratorium on non-defense highway construction and siphoning of federal-

relief workers to the war effort, the RDD’s hiatus began sometime during 1942, after the completion of a

few relatively small projects, with the exception of one state line marker built by MHD maintenance workers
in 1943 (Memorandum, October 13, 1995, from Barb Holm, MnDOT Environmental Studies Unit, to Dennis

Gimmestad, SHPO). By this time, 130 wayside rests had been constructed on the trunk highway system in

Minnesota (Olson 1953:3).
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FIGURE 17. NOYES ROADSIDE PARKING AREA, FLAGPOLE AND PLAZA

3.4.2 The Pre-Safety Rest Area Era, 1946-1967
Despite the amount of roadside development that had occurred in Minnesota during the Depression under
the auspices of federal-relief programs, the capacity of the state’s roadside facilities for handling the post-

war boom in automobile and truck traffic, like the nation’s highways, was substantially lacking. Even as late
as 1970, a MHD survey of an Interstate 94 rest area found that some motorists were not using the picnic
shelters and tables because when they stopped, “the picnic shelters and tables were fully utilized and they

had to eat somewhere else,” and that “during the heaviest use periods [of the rest area], the people were
parking along ramps and roadways other than the area designated, and that the rest area was approaching
becoming clogged” (MHD 1970:2). For this reason, after World War II ended, although Minnesota’s highway
department could not ignore the primary need facing its highway system, which was the improvement of

the roads themselves, neither could they overlook the demand for more wayside rests. Between 1946 and

August of 1953, 42 wayside parking areas were constructed along the trunk highway system, a greater than

30 percent increase over the 130 that were in existence prior to 1946 (Olson 1953:3). More were continually
developed over the next eight years. At the 1956 Short Course on Roadside Development, Harold Olson

(1957:151-152) reported the development in that year of “many roadside parking areas, historic marker sites

and overlooks . . . along the older sections of our Trunk Highway system,” and three parking areas with
picnic facilities and boat launching sites, along with the acquisition of another twelve sites along Trunk

Highway 61 from the south state line to Minneiska in Winona County to be developed in the same fashion.
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By April of 1960, Minnesota had 309 roadside parking areas, and by October of the following year, another
20, all 329 having “picnicking and sanitary facilities” (Olson 1962:135). At that time, Olson stated that an

additional 57 roadside parking areas would allow for stops within an hour’s drive for all 12,000 miles of

Minnesota’s trunk highways.

As wayside rests were developed during the 1950s and early 1960s, their facilities, appearance, and number

were augmented through the involvement of civic groups and municipalities, reflecting the national pattern

of such cooperation (Olson 1953:3). Known examples include the provision of a picnic table by the Houston

Garden Club for a roadside parking area along TH 16 in 1956, coordination by the Tower Chamber of
Commerce to obtain an easement from the Oliver Iron Mining Company for a roadside parking area with

historical marker along Trunk Highway 1 in 1957, and the provision of land for a roadside parking area along
Trunk Highway 169 by the Winnebago Community Club in 1959 (Files held at the Site Development Unit,
Office of Environmental Services, Minnesota Department of Transportation).

Before interstate construction began in 1958, some of the structures built at Minnesota’s wayside rests
exhibited the influence of federal relief-era traditions, constituting a progression from the late 1940s, when
federal relief-era plans not yet carried out were executed at some wayside rests such as the Wrenshall
Overlook and the Browns Valley Historical Marker (Granger et al. 1998:3.18). The wall built at the Burns

Avenue Overlook (circa 1950) and the spring enclosure built at the Reno Spring Roadside Parking Area

(1950), for example, incorporated labor-intensive masonry construction techniques using indigenous stone,

which hearkened back to the earlier era (MnDOT Historic Roadside Development Structures Inventory

forms, RA-SPC-2927 and HU-JEF-007) (Figures 18 and 19). For a few years, shrine-type historical markers

FIGURE 18. BURNS AVENUE OVERLOOK, PARTIAL VIEW
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FIGURE 19. RENO SPRING ROADSIDE PARKING AREA, VIEW OF SPRING ENCLOSURE
continued to be built where that element was the focal point, including sites in Birch Coulee Township
(1950), Vineland (1952), and Chatfield (1955) (Figure 20). Even those structures not directly in the federal

relief vein were substantially constructed, employing stone as the primary material. The Detroit Lakes

Overlook wall, constructed in 1957-1958, was an immense wall of coursed rock, and historical markers built
toward the end of this period, such as the Breckenridge Historical Marker (1958) and the Tower Historical
Marker (1957) were built as stone lecterns flanked on either side by small stone benches (Figure 21).

Stone lecterns continued to be used for markers, and walls continued to be built using stone into the 1960s,
as indicated by such examples as the Zumbrota Historical Marker (1961), the Oronoco Gold Rush Historical

Marker (1967), the Taylors Falls Overlook – North (1960), and the Thompson Hill – Skyline Parkway Overlook

(circa 1967). Assisting in this construction beginning in 1960 were the young men of the Youth Conservation

Commission (YCC), a division of the Minnesota Department of Corrections established with the goal of
rehabilitating juvenile delinquents and criminals through vocational training, community service, and other

constructive programs rather than “retributive punishment methods” (State of Minnesota 1957; Community
Service Unit, YCC 1958). Two roadside parking area improvement projects involving YCC labor were started
in 1960 prior to July 21, the overlook wall at the Taylors Falls Overlook – North and the historical marker on

the French River on TH 61 in St. Louis County. Another ten were to be completed in the remainder of that

year, and 22 more were slated for subsequent years. Which of these 32 projects used YCC labor, however,
is unknown; documentation regarding the program indicates that the youths would be employed
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FIGURE 20. VINELAND HISTORICAL MARKER

FIGURE 21. BRECKENRIDGE HISTORICAL MARKER, 2016
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where feasible and dependent on their availability, and only if no highway personnel layoffs were underway

(“Roadside Development Program,” dated July 21, 1960, file held at the Site Development Unit, Office of
Environmental Services, Minnesota Department of Transportation; Olson 1960:2). No documentation has
been located that confirms the use of YCC labor on specific projects beyond the first two.

It appears that the development of new wayside rests was essentially put on hold for three years between

1962 and 1964, and likely longer, when the attention of the MHD would have been increasing exponentially
in the direction of the interstates; an August, 1964, article in Minnesota Highways still noted the count at

329 and the need for 57 more. Although in October of 1965, Dale Wreisner reported completion of an

inventory by the MHD resulting in a count of 352 wayside rest areas (Wreisner and Johnson 1966:108), the
increase may have been a product of the inventory’s definitions. Construction dates for existing wayside

rests suggest that new ones were not developed until circa 1967, which is supported by a brief rest area

history dating to 1979 (MnDOT 1979:3 5). This timing is likely, given that the 1965 funding allocations of the

Highway Beautification Act would result in the programming of projects in 1967.

The passage of the Highway Beautification Act and subsequent appropriations of federal funding had the

additional effect of catalyzing the construction of a new quality of wayside rest, safety rest areas, across the
state of Minnesota. In 1965, two pairs of interstate safety rest areas, one at Lake Iverson and one at Lake

Hansel, had been graded and landscaped and were awaiting buildings, while plans were being prepared by

the LEU for another 28 pairs. At the same time, a “comprehensive survey of all wayside rest areas on the
trunk highway system” (MHD 1965:3) by the LEU was underway to determine the safety rest area needs for
that system.

The full construction of safety rest areas on both the interstate and trunk highway system began in 1968.

Perhaps not coincidentally, it appears that the building of the more elaborate stone walls and markers in

trunk highway wayside rests ceased once the construction of safety rest areas began. Among the last nods
to the federal relief designs was the Fort Ripley Historical Marker, which was designed in 1942 but built in

1967 (Letter, January 10, 2002, MnDOT Project Files, provided by Robert Williams, Site Development Unit,

Office of Environmental Services, MnDOT). Also built in the last year that work on trunk highway wayside
rests was absent competition from that on interstate rest areas were the lectern-type Oronoco Gold Rush
marker and the Thompson Hill – Skyline Parkway Overlook wall (Figure 22), both of stone.

Although this source notes that no new wayside rests were developed from 1958-1966, some properties addressed
through this study are known to have been constructed within the earlier years of that period.

5
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FIGURE 22. THOMPSON HILL - SKYLINE PARKWAY OVERLOOK, PARTIAL VIEW, 2015

3.4.3 The Era of the Safety Rest Area, 1968-1975 and Beyond
As the first safety rest areas were being fully built in Minnesota in 1968, 32 rest areas were slated for the
interstate system and another 35 for the trunk highway system, with the expectation that the latter would

be completed by 1972. The interstate rest areas, using federal interstate highway funds, were to be

“completely modern, with flush toilets and a different type of architecture” (Franklin 1968) for each of
Interstates 35, 90, and 94. The trunk highway rest areas, using federal beautification funds, were to provide
“mostly non-flush toilets” in buildings “finished in attractive woods and [resembling] those found in many
parks,” as well as picnic tables, grills, informational bulletin boards, spacious and lighted parking lots, and

“wherever possible, a scenic view” (Franklin 1968).

By June of 1974, twelve safety rest areas and four others combined with information centers had been

completed and were open along the interstates. Another six safety rest areas and one combination
information center were under construction and planned for completion during 1975 and 1976, although

only one of the rest areas and the information center were completed by 1975 (Commissioner of Highways
1974:25). Concurrent with the construction of these safety rest areas was the development of trunk highway

safety rest areas, with 32 completed by February of 1975, nine of which were equipped with flush toilets. In
large part, these trunk highway safety rest areas were created by upgrading existing wayside rests through
the addition of toilet buildings, as well as elements such as access roads, parking lots, picnic shelters, and
trash incinerators. Only two of the nine safety rest areas with flush toilets and three of the 23 safety rest

areas with vault toilets were in new locations proposed for or under acquisition by the MHD (Carlson 1967;
Foote 1972). Site plans and sketches of the new safety rest areas completed by the MHD demonstrate the

department’s attention to the AASHO guidelines for complementing the natural terrain and enhancing
views and access to scenic features. Existing conceptual sketches from Goose Creek Rest Area (c. 1971) on
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Interstate 35 show the consideration of existing natural and scenic features of the surrounding area, along

with the direction of prevailing winds and sun angles, and that the functional aspects of the rest area, such
as parking and the building site, were to be incorporated into the landscape in ways that preserved its
natural qualities (Figure 23). In the resulting development, travelers were offered walking trails, secluded
picnic tables, and possible views of wildlife in the wetlands along Goose Creek (Figure 24).

Attention to AASHO guidelines with regard to natural features is further evidenced by the Dresbach Travel
Information Center (1970), located on the west bank of the Mississippi River at the Interstate 90 crossing,
which offers an opportunity for dramatic views at a high-volume site. A promotional brochure produced in
the late 1970s evokes the intended interaction of the traveling public with the site’s natural advantages:
The development nestles along the river at the base of the river bluffs. The site features,

including the information building and viewing/picnic pergola, are oriented towards the

river. The user is attracted to river activities such as barge traffic, fishing and pleasure

boating. The parking allows for easy movement by both cars and trucks. Footpaths
circulate through the site, unifying picnic areas, shelters, building and pergola, and allows

the traveler to view the mighty Mississippi and the majestic bluffs surrounding the site
(Figure 25) [Dresbach Travel Information Center, undated brochure provided by the Site

Development Unit, Office of Environmental Services, Minnesota Department of
Transportation {brochure}].

For its excellence in site design, the Dresbach Travel Information Center won an award from the FHWA in

1974.

Other interstate rest areas, such as the Hansel Lake Rest Area on Interstate 94 (1968), offered fewer natural

advantages but introduced landscape features that offered an attractive setting, with neatly formed allées
of trees to provide visual interest and shade, and modern-styled light fixtures. The site’s visual appeal was

balanced with the need for motorist and pedestrian safety, which was enhanced by generous exit and
entrance ramps and the separation of car and truck traffic (Figures 26 and 27).

FIGURE 23. GOOSE CREEK REST AREA CONCEPT SKETCHES (I-35), C. 1971
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FIGURE 24. A PATH LEADS VISITORS TO A PICNIC TABLE WITH A SCENIC VIEW AT THE GOOSE CREEK REST AREA (I35), UNDATED

FIGURE 25. SITE PLAN FOR THE DRESBACH REST AREA (I-90), C. 1969
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FIGURE 26. SITE PLAN FOR THE HANSEL LAKE REST AREA

FIGURE 27. HANSEL LAKE REST AREA AERIAL VIEW, UNDATED
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While the interstate rest areas received the most attention during the late 1960s and early 1970s, several of
the state’s trunk highways also benefited from the high standards for amenities and site planning

promulgated in the AASHO guidelines. The Cass Lake Rest Area (1971) adhered closely to the national site
planning principles, as captured in its late-1970s brochure:

The Cass Lake Rest Area, located on T.H. 2 in Cass Lake, Minnesota is adjacent to a large
northern Minnesota lake. The site development is oriented towards the lake giving the
visitor a strong visual and physical relationship. To reinforce the lake oriented concept the

building, terrace, tables, shelters and parking are located to provide a continuous visual
sighting of the lake activities. Form, and the use of natural materials for the building,

shelters, terrace, tables, benches, trash containers and lighting provide design continuity
throughout the development. Walkways meander throughout the well landscaped site
uniting the parking area, building and various site amenities [Cass Lake Information Center
brochure] (Figure 28).

As this description suggests, the design of the Cass Lake Rest Area reflected HRB and AASHO policies that

recommended design conforming to the natural topography of the site, preserving existing natural features,

and providing the best vantage points for scenic views. These qualities were similar to those of the
Thompson Hill Information Center on Interstate 35 near Duluth, which shared with the Cass Lake Rest Area

the building design team of Aguar Jyring Whiteman and Moser. Its description similarly emphasizes the

experience of carrying a visitor from the parking area through the visitor center and toward a compelling
view:

Thompson Hill Information Center, 600 feet above Lake Superior, commands a panoramic

view of Duluth, the harbor, the St. Louis River Valley and the surrounding hillsides. Entrance

roadways wind to the top of the hill to parking areas where visitors are invited to experience
the site and the majestic views.

Walkways guide the visitor through the naturally

landscaped site to the information center. Design continuity is achieved through repetition
of architectural form and the use of poured concrete and wood. The building, viewing

terrace, shelters and tables are oriented towards the exceptional view of the city and harbor
(Thompson Hill Information Center brochure) (Figure 29).

Comparison of these descriptions indicates that both trunk highways and interstates adhered to overarching

site design principles between 1968 and 1975. Because, however, each rest area was designed to take

advantage of its particular setting, one does not find a standard arrangement of site elements or site plan
that was used across rest areas.

Most of Minnesota’s trunk highway waysides and rest areas were less intricate in their site design than the

interstate rest areas or the few full-fledged trunk highway rest areas with flush toilet facilities, sometimes

combined with information centers, such as the one at Cass Lake. Frequently located along lakes, rivers and
streams, many of the trunk highway waysides without flush toilets offered scenic and recreational

opportunities for travelers. The few plans from this group of roadside facilities illustrate a more modest
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FIGURE 28. CASS LAKE INFORMATION CENTER, AERIAL VIEW, UNDATED

FIGURE 29. THOMPSON HILL INFORMATION CENTER, AERIAL VIEW, UNDATED
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approach than that of the interstate rest areas and complex trunk highway rest areas, yet evidence a

remarkable variety in site design with strong emphasis placed on highlighting the natural environment; for
instance, the site plan for the Blomkest Rest Area (1974) on TH 7 shows a simple U-shaped two-way drive
and a loop walking trail along which green ash, robust poplar, and silver maple trees were planted near nine
picnic tables (Figure 30). The Ottertail Lake Rest Area (1969) on Trunk Highway 78 features a unique design
consisting of two separated parking areas linked by undulating walking trails along the shore of Ottertail

Lake (Figure 31). At the Shingobee Bay Rest Area (1969) on Trunk Highway 371, a single entrance from the
highway opens onto two loop drives, one with parking and access to the toilet building nestled within the
trees and the other with beach access, opening up a view to the bay (Figure 32).

While the MHD handled the designs for all rest area site plans, including landscaping, grading, and sewer

systems, toilet buildings for all of the safety rest areas completed along Minnesota’s interstates through
1975 were architect designed. Buildings for safety rest areas, including combination information centers,

located along Interstate 90 (Adrian [eastbound and westbound], High Forest, Marion, Beaver Creek

Information Center, and Dresbach Information Center) were designed in the Rustic Modern style by Warren
W. Kane out of Austin (Figures 33 and 34); those along Interstate 94 (Burgan Lake, Rice Lake [Elm Creek],

Iverson Lake, Lake Hansel, Lake Latoka, and Moorhead Information Center) were designed by Virgil E.
Siddens, Inc. out of St. Cloud in a style that has been described as Funk/Revival, “most distinguished by . . .

roof forms which vaguely reference historical forms, the most common being the mansard and reverse

mansard” (restareahistory.org 2008-2015a) (Figures 35, 36, and 37). Along Interstate 35, building styles

were more diverse. The toilet buildings at the standard safety rest areas (Forest Lake, General Andrews,

Goose Creek, and Kettle River) were designed also in the Funk/Revival vein, by Gauger & Associates out of
St. Paul, but the one at Forest Lake was architecturally unique, with an asymmetrical hexagon plan and a

FIGURE 30. BLOMKEST REST AREA SITE PLAN, 1974
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FIGURE 31. OTTERTAIL LAKE REST AREA SITE PLAN, 1969

FIGURE 32. SHINGOBEE BAY REST AREA, AERIAL VIEW, UNDATED
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FIGURE 33. ADRIAN EAST BOUND REST AREA DESIGN BY WARREN W. KANE

FIGURE 34. HIGH FOREST REST AREA TOILET BUILDING, C. 1970
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FIGURE 35. RICE LAKE (ELM CREEK) REST AREA BY VIRGIL E. SIDDENS, INC., C. 1972

FIGURE 36. IVERSON LAKE REST AREA TOILET BUILDING, C. 1975
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FIGURE 37. HANSEL LAKE REST AREA PICNIC SHELTERS, C. 1968
dramatic two-pitch roof with exaggerated eaves (Figures 38 through 40). The building of the Albert Lea

Information Center was designed by Warren W. Kane as a spatially expanded variation on his buildings for
the standard Interstate 90 safety rest areas (Figure 41). The building at the Thompson Hill Information

Center (Figure 42) was designed by Aguar Jyring Whiteman and Moser (AJWM) out of Hibbing, under the
umbrella of what has been called the Free Form style, “defined by . . . unconventional forms, undulating and

curvilinear forms that create dramatic points of entrance . . . [with] straightforward construction materials,

including brick, stone, wood, and concrete. . . minimal decorative features and . . . typically constructed of a
single material” (restareahistory.org 2008-2015a) (site plans, held at the Site Development Unit, Office of

Environmental Services, Minnesota Department of Transportation).

In nearly all interstate rest areas, the

picnic shelters, also designed by the architects, reflected the design aesthetic of the toilet buildings (Figure
43).

Similarly, architects were engaged to draw up plans for the toilet buildings in the nine trunk highway safety
rest areas that were upgraded to include flush toilets between 1968 and 1975: Baudette (1969), Garrison

(1969), Frazee (1969), Daytonport (1970), Lake Pepin (ca. 1969), Stillwater Boomsite (1970), Oak Lake (1972),
Cass Lake (1972 – combination information center), and Sauk Centre (1974 – combination Sinclair Lewis

Museum) (MHD Work Map 1975, MnDOT Roadside General Files: Rest Area History/Funding 1960-1980;
Commissioner of Highways 1974:25). Of those seven for which the construction plans are available,

buildings at five (Baudette, Frazee, Daytonport, Lake Pepin, and the Stillwater Boomsite) were designed by
Toltz King Duvall Anderson & Associates (TKDA). These were essentially identical, minus minor details such

as the number of stalls provided, but unlike any built along the interstates. Each was a Modern, one-story,

brick-faced, small, rectangular building, with angled brick pilasters and a low-pitch shed roof that sloped
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FIGURE 38. FOREST LAKE REST AREA TOILET BUILDING, C. 1970

FIGURE 39. KETTLE RIVER REST AREA TOILET BUILDING RENDERING BY GAUGER & ASSOCIATES, C. 1968
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FIGURE 40. GOOSE CREEK REST AREA TOILET BUILDING, C. 1972

FIGURE 41. ALBERT LEA INFORMATION CENTER, C. 1974
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FIGURE 42. THOMPSON HILL INFORMATION CENTER, CIRCA 1973

FIGURE 43. PICNIC SHELTERS AT DRESBACH INFORMATION CENTER, BURGEN LAKE REST AREA, AND GENERAL
ANDREWS REST AREA
down toward the back of the building (Figure 44). The rest area at Lake Pepin was the only one of the five
to have picnic shelters in keeping with the architectural style of the toilet buildings; each shelter had a low-

pitched shed roof supported by a line of four widely spaced posts that paralleled the roof angle and were

set in the concrete slab that formed the shelter floor. Another line of posts ran parallel to these down the

center of the shelter, but were joined by panels in the lower portion to create a visual divider between the

two bays of the shelter, each of which held one picnic table. No shelters appear to have been built at
Baudette or Daytonport, and the Frazee and Stillwater Boomsite rest areas had incongruous picnic shelters
that had been built from plans designed by Siddens for Interstate 94.
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FIGURE 44. FRAZEE REST AREA TOILET BUILDING, C. 1970
Siddens’ I-94 designs for both the toilet building and picnic shelters, specifically those drawn for Burgen

Lake, were used at the Oak Lake Rest Area, the sixth trunk highway rest area with flush toilets for which
construction plans are available. The toilet building is small, brick, one-story, and rectangular, and it
employs the “reverse mansard” or bonnet roof (Figure 45). The roof has wide eaves and pronounced

exposed rafter ends that rest at each corner on concrete-capped brick piers separate from the building.
The picnic shelters continue the use of the reverse mansard roof, which is supported by concrete-capped
brick piers and shelters a concrete-slab floor upon which two tables are located (Figure 46).

The seventh trunk highway rest area with flush toilets for which construction plans are available is the Cass

Lake Information Center on Trunk Highway 2 (Figure 47). Although the form and materials differed, AJWM’s
information center building at Cass Lake foreshadowed the design principles that AJWM would use at the

Thompson Hill Information Center on Interstate 35 (see Figure 42). The brick building, rectangular with one

rounded corner at the rear, had windows only in the lobby, where a bank extended the full length of the

wall, pointing users to a view of Cass Lake. Its vertical wood fascia was similar to that used in the buildings
and structures at Thompson Hill, and the picnic shelters were constructed in an identical fashion, using
wood and concrete.

The trunk highway safety rest areas with non-flush toilets, like those having flush toilets, had some
combination of traveler amenities that might include water wells, picnic tables, picnic shelters, trash

receptacles, and/or an information board. With the exception of Lake Koronis, it appears on the basis of

available plans and photographs that all of the toilet buildings were identical and constructed from the
same plan. Designed by the MHD, these were small concrete-block buildings with reverse-mansard roofs

(Figure 48). The roof design not only resulted in a distinctive, contemporary look, but also served a functional

purpose, providing light through a skylight and ventilation by means of wood louvers. The building at Lake
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FIGURE 45. OAK LAKE REST AREA TOILET BUILDING, C. 1973

FIGURE 46. ELEVATION FOR OAK LAKE PICNIC SHELTER BY VIRGIL E. SIDDENS, INC., 1972
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FIGURE 47. CASS LAKE REST AREA, C. 1972

FIGURE 48. KNIFE LAKE REST AREA TOILET BUILDING AND INFORMATION KIOSK, C. 2000 (LOUVERS HAVE BEEN
COVERED)
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Koronis was a concrete-block, shed-roofed building (Figure 49). Picnic shelters and information boards for
these rest areas also were constructed according to a limited number of plans. Picnic shelters were basic,

and consisted of an asphalt shingle-covered gable roof with exposed rafters supported by wood posts
embedded in the concrete pad that served as the shelter floor and held a single table (Figure 50). The

wooden information boards also had asphalt-shingle “roofs,” either in the same fashion as those of the
picnic shelters or in the reverse-mansard style of the toilet buildings. With regard to site design, these rest

areas appear to similarly have been planned to optimize scenic views and work cohesively with the natural
environment; they were frequently sited on lakes or rivers, and remaining plans show that primarily
walkways and sometimes parking areas were oriented toward observation of the waterbodies (Figure 51).
Buildings and picnic shelters tended to be located in either natural or planted wooded settings.

Two other types of wayside rests, one including non-flush toilets and one without toilet facilities altogether,

did not meet the standards of a “safety rest area” according to a report prepared by the MHD’s Office of
Environmental Services in February 1975 (Background Information: Trunk Highway Safety Rest Area

FIGURE 49. LAKE KORONIS TOILET BUILDING, C. 2000
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FIGURE 50. LAKE POKEGAMA PICNIC SHELTER, C. 2000

FIGURE 51. PINE HICKORY LAKES REST AREA
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Program, February 10, 1975, MnDOT Roadside General Files: Rest Area History/Planning). These smaller

sites, which would later be classified as “Class III” and “Class IV” rest areas, were intended for lesser amounts

of traffic and were not complex in design; circulation was typically restricted to a short driveway leading to

limited parking spaces, although a turn-off to a boat access might additionally be present (Figure 52). The
parking spaces tended to be sited adjacent to a toilet building, historical marker, or scenic overlook, or were

a short sidewalk away (Figures 53 and 54). Where toilet buildings were present, architect designs were not
used; instead, simple outhouses housing a single vault or pit toilet were erected (Figure 55). Picnic shelters

were infrequently installed, and picnic tables were often set up just off the beaten path in areas clear of
vegetation where they could be seen and accessed without the creation of a walkway.

In June of 1975, “state rest areas” were formally defined by the Minnesota Outdoor Recreation Act as those

“established to promote a safe, pleasurable, and informative travel experience along Minnesota Highways
by providing areas and facilities at reasonable intervals for information, emergencies, or the rest and

comfort of travelers” (Minnesota Statutes, Chapter 86A, Subdivision 12). In accordance with the act, the

FIGURE 52. BOAT LAUNCH AT BAD MEDICINE REST AREA
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FIGURE 53. WILLIAMS REST AREA, SHOWING PARKING AREA, WATER SUPPLY, PICNIC TABLE, AND TOILET

FIGURE 54. PARKING AREA AND HISTORICAL MARKER AT BAD MEDICINE REST AREA
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FIGURE 55. TOILET BUILDINGS AT LOMAN REST AREA
term “wayside” was abandoned, and all levels of wayside rests along Minnesota interstate and trunk
highways formally became safety rest areas under one of four classifications that are based on size,

amenities provided, and the duration for which they are open each year. Class I rest areas are the most

sophisticated, are open year round, and offer flush toilets, extensive parking, and other travelers comforts
on expansive grounds of 15 to 30 acres. Class IV rest areas are the least complex, are seasonally operated,
and provide no toilet facilities and only minimal amenities, but they are often sited on lakes and feature a

historical marker (MnDOT Office of Maintenance n.d.) (see Section 4.2 for more detailed descriptions of the
rest area classifications).

Around the same time, the MHD published “Minnesota Safety Rest Areas,” a brochure listing of all of the
337 safety rest areas then in existence on Minnesota’s state, federal and interstate highways. Organized by

highway and with general locations (e.g., “at Pine Bend” or “2 mi. N. of Pelican Rapids”), the document
provides little in the way of descriptive information, but each site is coded to indicate the presence of tables,
toilet, water, telephone, information, boat launch, historical marker, geological marker, fireplace, and
facilities for the handicapped. Prior to this publication, several rest areas had been closed or turned over

to local entities or the Department of Natural Resources to provide camping facilities, a use incompatible
with MHD’s purposes (Minnesota Legislative Outdoor Recreation Resources Commission 1965:6).

A

comparison of MnDOT’s current rest area inventory with the MHD’s 1975 rest areas brochure shows that

although the MHD/MnDOT continued its program of new safety rest area development after 1975, the

process of eliminating state rest areas also has continued since then, as over 130 of the 1975 rest areas
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listed are no longer in the MnDOT system. Some fell victim to realignment or to the expansion of two-lane
highways into divided four-lane highways, as in the site identified as “2 miles east of Crookston” on U.S.

Highway 2, which was probably removed when that highway was realigned in 2010 (MnDOT Construction

Project Log Record, Control Section 6002). Others had been along trunk highways but are now on roads

classified otherwise due to highway relocation, such as the Plowville Historical Marker east of Dodge Center,

which had been along Trunk Highway 14 but now exists on County Road 34, because Highway 14 was
relocated to the south.

In numerous instances, the former driver respites have been converted to wayside parks and are now

managed by city, county or state agencies. The rest area located west of Kenyon on Trunk Highway 60, for
example, now exists as the Kenyon Wayside Park but is not operated by MnDOT. The Sam Brown Memorial

State Wayside in Browns Valley, no longer on a trunk highway, is operated by the Minnesota Department
of Natural Resources (DNR). Still others remained along trunk highways but became obsolete as the

completion of the interstate highways decreased the use of minor trunk highways as throughways. These
rest areas either were decommissioned and had their amenities removed to eliminate the burden of

maintaining them or they became subject to cooperative relationships with other entities to operate the

MnDOT-owned wayside. The Malmo Rest Area, for example, on the northeast edge of Lake Mille Lacs along

Trunk Highway 18 was popular with fishermen, campers, and “recreational type people” in 1978, when
MnDOT determined it was no longer viable to maintain as a state safety rest area and sought alternative

operators more aligned with the site’s use (Correspondence: Malmo, Roadside Site Files, MnDOT, 1978).
Today, the Malmo Rest Area property continues to be owned by MnDOT but is operated by the DNR, a

status shared by 13 other roadside properties from the post-World War II period.

For those rest areas that remained in the state system, several underwent changes in the decades after 1975.
These changes largely were due to a re-evaluation of the rest area service network, begun by the MHD in

1974. In many cases, Class II or III rest areas that received less traffic once the interstates were built were
downgraded to Class IV rest areas through the removal of toilet facilities, which were costly to maintain and

subject to vandalism (Correspondence: Stickney Park, Roadside Site Files, MnDOT, 1994); at least 40

properties classified as Class IV rest areas in the present had been Class III or better (defined by the presence
of a pit or vault toilet) in 1975, based on the brochure listing from that year. In other cases, safety rest areas

were upgraded or rehabilitated. In the Class I safety rest areas along the interstate and trunk highways,

these events led to a loss of many of the examples of the distinctive original designs from the late 1960s

and early 1970s. Between 1995 and 2000, major rehabilitations at interstate rest areas resulted in the
demolition of the original toilet buildings at the General Andrews Rest Area, Kettle River Rest Area, and

Albert Lea Information Center on Interstate 35; the Marion Information Center on Interstate 90; and the

Lake Latoka Rest Area and the Moorhead Information Center on Interstate 94. Five of the nine trunk
highway Class I rest areas established between 1968 and 1975 underwent a similar fate during the 1990s
and 2000s, as toilet buildings were demolished at the Cass Lake Information Center on Trunk Highway 2,
the Daytonport and Frazee rest areas on Trunk Highway 10, the Lake Pepin Rest Area on Trunk Highway 61,
and the Garrison Rest Area on Trunk Highway 169. The closure or rehabilitation of rest areas from the post-

World War II era continues to occur in the present decade; the Lake Iverson Rest Area on Interstate 94, for
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example, had to be closed and demolished in 2011 due to flooding caused by rising water levels (WDAY

News 2011) and the Mount Josephine Rest Area on Trunk Highway 61 was completely overhauled in 2012,
such that none of the 1969 elements of its development remain.
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EVALUATION CRITERIA
The evaluation criteria for Minnesota’s roadside properties built through 1975 are based on the guidelines
outlined in the National Register bulletins How to Apply the National Register Criteria for Evaluation and

How to Complete the National Register Form. The following sections provide specific guidance by defining

the property type, determining the levels and areas of significance, establishing requirements for
significance, applying criteria considerations, defining the period of significance, identifying essential
physical features, and assessing integrity.

The evaluation criteria presented here draw on those contained in Historic Roadside Development Structures

of Minnesota Trunk Highways; Minnesota Trunk Highway Roadside Properties: 1950-1975, Historic Context

and Evaluation Study; and the Federal Relief Construction in Minnesota, 1933-1943 MPDF. They also,
however, revise these earlier requirements where the perspective of time and previous use has revealed

revisions are necessary to eliminate user confusion, and that a greater degree of selectivity must be
introduced into the significance conditions so as to isolate those roadside properties which truly meet the

high standards for properties eligible to the National Register in accordance with NPS guidance. The

updated evaluation criteria supersede those of the previous studies. While currently listed properties will
not be revisited, nor delisting sought, existing recommendations of National Register eligibility for non-

listed properties will be reconsidered in light of the revised evaluation criteria in Chapters 6 and 7.

The updated evaluation criteria provide for consistency and elimination of redundancy between previous

requirements and others applicable to properties built by or under the auspices of the RDD. The arbitrary

division of the year 1950 has been eliminated, and the significance requirements consolidated for the
periods before, during, and after. Some of the significance criteria, however, necessarily remain temporally

specific; a roadside property built in 1970 could no more be significant for federal relief associations than
one built during the 1930s could be significant for an embodiment of national standards for safety rest

areas. The updated evaluation criteria additionally reflect the following notable changes to those developed
in 1996-1998:

1) Important Federal-Relief Project
This significance requirement has been expanded to an important federal-relief project or to have important

associations with significant components of a federal-relief program. The latter would more accurately allow

for the inclusion of, for example, the employment of a particular category of workers, without placing the

burden of importance on the project itself.
2) Rare Federal Relief Property Type

This significance requirement has been eliminated, as rarity alone is not sufficient to bestow significance on

a property. If the property is associated with significant components of a specific federal relief program, it

will be captured through the expansion described under 1). If a particular type of structure or object is
significant, it will be captured under one of the other significance requirements or may stand on its own

under an individual evaluation outside of these requirements, whether rare or not. Similarly, a roadside
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property with significance will be captured in one of the other significance requirements, whether rare or
not.

3) Non-Federal Relief Property That Closely Resembles a Federal Relief Property
This significance requirement has been eliminated. As described in the 1998 requirements, it can be distilled
down to whether or not the property is a good example of the NPS Rustic style, which is captured under
the requirements for Criterion C.

4) Significance to the History of Roadside Development
With regard to this significance requirement as previously described, the definition of “earliest” with regard

to roadside development activities in Minnesota has been refined from the previously implemented and

overly inclusive definition of all roadside properties constructed during the Depression era (see, for example,

MnDOT Historic Roadside Development Structures Inventory form, SL-ORC-005). The reference to one of
the few known examples of a type of structure or category of property has been removed, per 2), above.
The conditions that constitute “importance” in the accomplishments of the MHD are now outlined.
5) Significant to Transportation History
This requirement has been eliminated. The evaluation of a roadside development project as part of a larger

highway segment should now be performed under Minnesota Trunk Highways (1921-1945): Historic Context
and National Register Evaluation and Considerations (Mead & Hunt 2016) and Evaluation Report and Historic

Context: Minnesota Bridges, 1955-1970 (including Trunk Highway Evaluations) (Mead & Hunt 2013). The

evaluation of a standalone roadside development project for its significance to transportation history would
be redundant to 4).

6) Design Significance
Significance for noteworthy examples of the NPS Rustic style is now limited in application to those
properties built during the federal-relief era (1933-1943). By the end of that period, the style was becoming

obsolete, and Rustic-style designs constituted holdovers from an earlier time rather than reflected the

current social and architectural atmosphere, which leaned toward “functionalism in design that advocated
modern materials, streamlined forms, and mechanized technology” (McClelland 1993:267). Post-federal

relief construction alluding to the Rustic style may still be significant for the expression of high artistic value
through complex design skill and/or craftsmanship.

4.1

EXCLUDED PROPERTY TYPES

The following previously considered property types, even if planned and/or constructed by, under the

auspices of, or in cooperation with the RDD are not to be individually evaluated under these requirements

as roadside properties:
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1) Vehicular bridges or culverts
While the RDD was sometimes involved in the design of bridges or culverts which carry vehicular traffic on

currently or formerly designated trunk highways, technically these are not “roadside” properties. While it

may be argued that their design by the RDD makes them so, rendering vehicular bridges and culverts to be

attractive does not differ in concept whether carried out by the RDD or outside of the RDD by another
architect, thus the evaluation as roadside properties of vehicular bridges and culverts designed to be
beyond utilitarian in their appearance would need to apply to all such bridges and culverts, and not just
those designed by the RDD. Such evaluation would constitute an unnecessary effort as no scenario exists

in which individual bridges or culverts which carry vehicular traffic on currently or formerly designated trunk

highways would be significant as roadside properties for reasons other than they would be under

Minnesota’s other bridge evaluation frameworks. In fact, all bridges and culverts previously considered

“roadside properties,” and listed in the National Register were listed under the bridge evaluation

frameworks. These frameworks should instead be used to address the National Register eligibility of such

structures. They include the MPDFs “Iron and Steel Bridges in Minnesota, 1873-1945,” “Reinforced-Concrete

Highway Bridges in Minnesota, 1900-1945,” and “Minnesota Masonry-Arch Highway Bridges, 1870-1945,”
and the evaluation criteria in Evaluation Report and Historic Context:

(including Trunk Highway Evaluations) (Mead & Hunt 2013).

Minnesota Bridges, 1955-1970

The following bridges which were previously addressed as roadside properties are no longer considered as
such, and therefore are not addressed further in this report:




Fond du Lac Culvert (SL-DUL-2416), MN 23, TH 23 at Mission Creek (demolished)
Garrison Creek Culvert (CW-GRC-006) (not eligible, per Granger et al. 1998)

Garrison Pedestrian Underpass (CW-GRC-005), US 169, 0.75 mi N of CSAH 26 (listed in the National
Register in 1988, based on the “Iron and Steel Bridges in Minnesota, 1873-1945” MPDF)



Lester River Bridge (SL-DUL-2428), US 61, at Lester River (listed in the National Register in 2002,

based on the “Reinforced-Concrete Highway Bridges in Minnesota, 1900-1945” MPDF)





Spruce Creek Culvert (CK-UOG-045), US 61, at Spruce Creek (eligible, per Granger et al. 1998)
Trunk Highway 100 Culvert (HE-GVC-051), MN 100, just S of Bridge 5399 (demolished)

Trunk Highway 169 Culvert at St. Alban’s Bay (CW-GRT-002), TH 169, 800 feet north of CSAH 26

Whitefish Creek Bridge (ML-KAN-005), US 169, 300' N of CSAH 25 (listed in the National Register in
1998, based on the “Reinforced-Concrete Highway Bridges in Minnesota, 1900-1945” MPDF)

2) Standard highway retaining walls
While technically important for keeping material off of the traveled way, standard-functioning retaining

walls, i.e., those which serve their singularly named purpose without accommodating motorist rest or

enjoyment, such as by incorporating an overlook or supporting highway widening to create a shoulder

parking area, along currently or formerly designated trunk highways were not the result of particularly
important efforts nor did they exert substantial influence in roadside development or, by extension,

transportation history. They were placed by necessity, and not as the result of a, for example, local
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movement, and they were of generally standard designs. The evaluation of a retaining wall as part of a
larger highway segment should be performed under Minnesota Trunk Highways (1921-1945): Historic

Context and National Register Evaluation and Considerations (Mead & Hunt 2016) and Evaluation Report
and Historic Context: Minnesota Bridges, 1955-1970 (including Trunk Highway Evaluations) (Mead & Hunt

2013). Standard-functioning retaining walls extending to either side of or on the opposite side of the

highway from a wayside rest, which were often designed to draw motorist attention to and visually

complement the rest, should not be individually evaluated but rather, treated as elements of the wayside
to be evaluated using the evaluation criteria below.

The following standard retaining walls which were previously addressed as roadside properties are no
longer considered as such, and therefore are not addressed further in this report:


Mantorville Retaining Walls (DO-MTC-038), E and W sides of MN 57 (Main Street) between 6th and

7th Streets (not eligible, per Granger et al. 1998; contributing feature of the Mantorville Historic
District)



Point Douglas Road Retaining Wall (RA-SPC-2928), E side of Point Douglas Road, just S of Highwood
Avenue (not eligible, per Granger et al. 1998)



Stillwater Retaining Wall (WA-SWC-1205), W side of MN 95, 450’ N of the intersection with Lookout
Trail (not eligible, per Granger et al. 2005)



Trunk Highway 55 Retaining Wall (HE-GVC-052), S side of MN 55 just west of Meadow Lane North
(demolished)



Trunk Highway 100 at Trunk Highway 55 Retaining Walls (HE-GVC-053), NW corner of MN 100/MN
55 cloverleaf (demolished)

3) State line markers
Although a formal National Register evaluation had not been conducted, in 1995, the SHPO determined

eligible all of the state line markers constructed during the federal relief era, with the exception of one that

had been relocated. Documentation of this determination exists only in correspondence between the SHPO

and MNDOT, none of which spells out the reasons for significance or makes reference to any of the specific

National Register significance criteria. Because this determination had been made one year prior to the
initiation of Historic Roadside Development Structures of Minnesota Trunk Highways, state line markers were
not made a part of that study and its evaluations. With, however, the benefit of that study and subsequently

conducted studies on roadside properties, it is evident that state line markers from the federal relief or any

other era individually should be considered not eligible.

None of the state line markers resulting from the federal relief effort, nor any from subsequent efforts to

install state line markers, stand out with regard to their architecture or design, because within any given

effort, the markers were highly standardized. They were, in fact, so similar that either all would have to be
considered significant under Criterion C, or none. It is an extremely rare property type which warrants its
every instance be considered significant, and state line markers do not assert such import, particularly when

the entire body of roadside development projects are considered. Further, such standardization counters

particularly the significance of the Rustic-style markers of the federal relief era, a trait that this style sought
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to avoid. In Minnesota, state line markers were not important projects when considering the overall
response to the Great Depression, especially since they were constructed at its end and required fewer

laborers. They were of minute importance for the fulfillment of transportation or recreation needs from
1932 through 1975. As state line markers were internally planned and executed by the MHD, they did not

result from movements by civic or other organizations. They therefore would not be significant under

Criterion A. Based on this lack of significance, state line markers from any era need not be addressed
through the evaluation criteria.
4) Entrance gates/walls
To date, only two sets of entrance gates/walls, those for Camp Ripley and those for Pipestone National

Monument, have been found to have involved the RDD. For Camp Ripley, this involvement was minimal,

the walls having been designed by the Minnesota National Guard’s consulting architect, Philip C.
Bettenburg. Even with such involvement, entrance gates/walls are more appropriately evaluated as part of

the property for which they mark entry, which in the cases of both Camp Ripley and Pipestone National

Monument are not roadside properties. If the property marked is a wayside rest, then the entrance walls
should not be individually evaluated, but rather treated as an element of the wayside to be evaluated using

the evaluation criteria below.

The following entrance gates/walls which were previously addressed as roadside properties are no longer
considered as such, and therefore are not addressed further in this report:


Camp Ripley Entrance Walls (MO-GRE-047), N and S sides of MN 115 at the junction of MN 115 and
MN 371 (Camp Ripley has been found not eligible for listing in the National Register)





Frontenac State Park Gates (GD-FLC-057), SW side of US 61/US 63 about 700’ SE of CSAH 2

Minnesota State Training School Entrance Walls (GD-RWC-021), S side of US 61/US 63 at MN 292

Pipestone National Monument Entrance Marker (PP-PPC-154), W Side of US 75 at junction with 9th

Street NE in Pipestone

5) Individual elements within a roadside property
While an individual major element may warrant evaluation and hold architectural or artistic significance on
its own merits, the spirit of roadside development lay within designing the site as a cohesive whole, so

parsing out one element is akin to evaluating only the steeple of a church. A roadside property may be

significant in the area of architecture for its conveyance of an architectural style based on the toilet building
(overlook wall, historical marker, etc.) within the context of the whole site, but a toilet building significant

for its representation of an architectural style and taken outside of that context is not a roadside property.

It is simply an individual building which can be evaluated under Criterion C without reference to these
requirements, even if the associated surrounding site has lost its integrity.

In such cases, the property

would be significant as an individual building, object, or structure, and not as a roadside property.

It is noted that the Floyd B. Olson Memorial Statue (HE-MPC-9013), soon to be moved from TH 55 to Oliver

Avenue North, was previously addressed as a roadside property. The statue, completed and installed in
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1940, originally was not intended to be located on TH 55, and it was not sponsored or designed by the

MHD, but when the median of TH 55 was selected for placement, Arthur Nichols designed the landscaping
for the site on behalf of the MHD. MnDOT moved the statue to the south side of the highway, which was

being widened, in 1984 (Kellerhalls et al. 2012:242-250; Zellie 2018), removing Nichols’ design in the process.
When the property was evaluated in 1998, it was without the awareness that the statue had been moved or

that Nichols had been involved. The statue was recommended as eligible for listing in the National Register

under the context for roadside properties for its design significance, specifically, as the work of sculptor
Carlos Brioschi (Minnesota Historic Roadside Development Structures Inventory form, HE-MPC-9013);

however, this association does not tie the statue to the field of roadside development or the work of the

MHD. The statue does not fit the definition of a roadside property, as would not any other individual

building, structure, or object located along a trunk highway. A nomination to the National Register is
currently being prepared for the statue as an object in the area of art as the work of a master, and not for
the site nor as a roadside property. It is not addressed further in this report.

It is additionally noted that the Mendota Granite Arrow Marker (DK-MDC-010) was previously addressed as
a roadside property. It was recommended as not eligible under the context for roadside properties due to

a loss of integrity. The site was developed by MnDOT in 1994, and therefore does not date to the historical
period, even though a marker constructed by the DAR in 1928 was moved to the site at that time. No

matter which year is considered, the property falls outside of the historic contextual period for Minnesota’s
roadside properties. It is not addressed further in this report.

4.2

PROPERTY TYPE

Roadside properties which will be evaluated under these evaluation criteria are broadly defined as
“waysides,” which are properties established for the purposes of traveler respite, safety, and recreation, and

they must have been constructed by or under the sponsorship of the MHD between 1932 and 1975.

Properties within this category may range from a simple turnout to a rest area complex that has a large

building with flush toilets and affords recreational opportunities. This property type comprises four classes

of roadside properties currently defined as “rest areas” by MnDOT (http://www.dot.state.mn.us/restareas/

types.html):
•

Class I rest areas are typically 15- to 30-acre sites operated 24 hours per day and offer flush toilets,

drinking fountains, display case maps, travel displays, vending machines, and public telephones.

Other amenities include picnic facilities, lighted walkways, and parking areas. Many also operate as

travel information centers and regional welcome centers.
•

Class II rest areas are on sites ranging from five to 15 acres and offer separate men and women
vault toilet facilities, picnic areas, paved parking lots, and other site amenities.

•

Class III rest areas are seasonally operated on sites ranging from one to five acres and feature unisex
vault or pit toilets, picnic facilities, walkways, and other site amenities.
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•

Class IV wayside rests do not have toilet facilities but typically offer scenic views, historical markers,
interpretive information, or other points of interest on one- to five-acre sites.

These designations are valuable ways in which to understand the range of complex amenities within the
collection of roadside properties.

4.2.1 Property Category

National Register properties are categorized as buildings, structures, objects, sites or districts, as defined by
the NPS. Guidance from the NPS instructs that “small groups of properties are listed under a single

category, using the primary resource. For example… a city park with a gazebo would be categorized by the
park (site). Properties with large acreage or a number of resources are usually considered districts. Common

sense and reason should dictate the selection of categories” (NPS 1997:4).

Roadside properties are

principally designed landscapes with a small number of objects, buildings and/or structures, and are
typically categorized as a site. Because the roadside properties were typically constructed as a cohesive

unit, at the same time and under a single site plan, categorization as a site will be most appropriate for most
of Minnesota roadside properties, even those of larger acreage with multiple elements. If conditions

warrant, at the discretion of the evaluator, large and complex rest areas with a variety of property types
within its boundaries, may better fit the categorization of a “district,” a category of historic property that
“possesses a significant concentration, linkage, or continuity of sites, buildings, structures, or objects united

historically or aesthetically by plan or physical development” (NPS 1997:5). As Lilac Way existed formerly,

for example, its system of roadside parks, plantings, and related built elements would constitute a district.
The components of each site or district will either be contributing or non-contributing, based on the period
and area of significance and integrity.

4.3

SIGNIFICANCE

These evaluation criteria are intended for the evaluation of roadside properties constructed by the MHD

between 1932 and 1975. Further, they are intended for roadside properties as cohesive sites, and not for

individual elements within a roadside property. The specific conditions for the significance of roadside
properties under each of the criteria and guidance for establishing the period of significance are presented
below.

Some Minnesota roadside properties constructed during the federal relief era were significantly
redeveloped between the end of the war and 1975. These should be evaluated with regard to each of their

construction episodes. A roadside property constructed during the federal relief era and improved through
the addition of a toilet building and picnic shelters during the 1960s may still retain the majority of its earlier

design, and significance, if the 1960s components have since been removed. Conversely, a roadside

property originally developed during the 1930s which has suffered the elimination of most of its earlier
design elements may be significant for its extant 1960s design.

Some Minnesota roadside properties were designed several years before they were constructed.
Significance evaluations should be based on the actual period of completion of construction, and not on
the year in which the designs were formulated.
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4.3.1 Level of Significance
The subject of this study is roadside properties planned and constructed by or under the sponsorship of

the MHD for the state trunk highway system; their development reflects Minnesota history through the
state’s initiatives to expand and improve its transportation system.

Because the primary historical

association of these properties is with state-level efforts that generated a statewide system, and because

their significance would be evaluated with reference to other roadside properties in the state, Minnesota
roadside properties are most likely to have state significance. Although less likely, MHD-built roadside

properties could be significant at the local level if they achieve their significance through local associations,
such as a rest area established through a city initiative that strongly reflects local character and identity. No

examples of Minnesota roadside properties have been found to have national significance, and based on

available historical information, it is unlikely that such properties would possess national significance.

Should evidence suggest national significance for a Minnesota roadside property, it must be evaluated
within a national context and represent an important aspect of United States history.

4.3.2 Areas of Significance
Roadside properties are designed landscapes intrinsically associated with transportation networks. Areas
of significance associated with the contexts provided in Chapter 3 will correlate to the contexts and criteria

under which the property is significant, as well as the character of the roadside property itself. A roadside
property may have one or more areas of significance. Areas of significance likely to apply to Minnesota
roadside properties include landscape architecture, architecture, transportation, entertainment/recreation,
social history, and conservation, which will be elaborated upon in the following section.

4.3.3 Significance Requirements
To be eligible for the National Register, a property must meet one or more of the four criteria for
significance:

Criterion A – association with events that have made a significant contribution to the broad

patterns of history;

Criterion B – association with the lives of persons significant in our past;
Criterion C – embodiment of the distinctive characteristics of a type, period, or method of
construction; representation of the work of a master; possession of high artistic values; or
representation of a significant and distinguishable entity whose components may lack individual

distinction; and

Criterion D – potential to yield information important to prehistory or history.
Roadside properties are unlikely to be significant under Criterion B. For a property to be significant for its

associations with a historically important individual, it must be connected with their productive life, often a
home or workplace. As roadside properties were the result of the work of engineers, architects, and

landscape architects largely carried out in the offices of the MHD, the NPS, or architects in private practice,
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these persons would not be connected in such a way. Commemorative roadside properties dedicated in

memorial to an individual or group, such as the Ray Berglund Roadside Parking Area, or sites with historical

markers commemorating a historical figure, are not directly associated with the contributions for which that
person is known, but may be significant under other criteria. For a roadside property to be significant under

Criterion B, compelling supportive documentation of both the importance of the individual person within a
given area of significance and that person’s significant association with the roadside property must be
demonstrated.

Roadside properties will not be significant under Criterion D within this context. Criterion D is most often
applied to archaeological properties, and additional significant information on the development and

evolution of roadside properties is unlikely to be found within individual sites. Archaeological resources

with non-wayside related information potential may fall within the boundaries of a roadside property, but
would not have significance associated with this context.

Criterion A Significance

Although roadside properties constructed between 1932 and 1975 are most likely to be significant under

Criterion C, they also may possess significance under National Register Criterion A in the areas of

transportation, entertainment/recreation, social history, and conservation. These areas take into account

the State of Minnesota’s development of an improved trunk highway system as part of the national

response to the meteoric rise in motor vehicle ownership and travel, which had taken root and quickly
elucidated the insufficiency of the highway system during the 1920s; the enhancement of the system in

response to the post-World War II growth in recreational travel, accompanying trend of the family vacation,
and shift to long-distance shipping by the trucking industry; the endeavor to counteract the Great

Depression’s effects on the country’s economy and morale through federal-relief programs; and the post-

World War II rise of the highway beautification movement, which included such initiatives as “Keep America
Beautiful” and the Highway Beautification Act of 1965. These are outlined below. Associations with other

broad historic patterns and themes may be possible, but are not likely.

NPS guidelines note that “mere association with historic events or trends is not enough, in and of itself, to

qualify under Criterion A: the property’s specific association must be considered important as well” (NPS

1997:12). Indirect or inferential relationships of a roadside property to a historic event do not adequately

support its significance under Criterion A; for instance, a rest area would not be significant in the area of

conservation merely for the fact that it was constructed using federal funding from the Highway

Beautification Act. To be significant for this association, the rest area would need to demonstrate a direct

relationship to, or influence of, the Act, or have influenced the development of other roadside properties

under the Act. Similarly, a roadside property would not be significant in the area of social history merely
for the fact that it was constructed through a federal relief program. Instead, it would need to stand out as

an effort to remedy the effects of the Depression, whether through a particular program component, such

as the employment of a specific social or ethnic group, or through the unique requirements of the project,
such as the employment of a particularly large work force.
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Transportation

The theme of transportation relates to the initial development of the state’s improved trunk highway system

and the enhancement of the system, including the development of the interstate highway network, after

World War II. Roadside properties as defined for the purposes of these requirements are components of
this transportation system, created for the purpose of increasing the safety, convenience, and enjoyment of

highway motorists by offering them respite combined with recreation and/or points of natural or cultural

interest. In the decades leading up to World War II, they were created in response to a burgeoning motorist
population that quickly recognized their need for places to stop and eat, obtain clean water, or appreciate

scenic views without arousing the ire of private landowners, creating slowdowns or hazards for moving
traffic, or placing themselves in harm’s way.

Unprecedented growth and changes in the nature of

automobile touring and the trucking industry during the post-World War II era placed pressure on the
existing roadway system, including its amenities. Increased awareness of the need for traveler safety and

comfort resulted in enhanced highways, including roadside properties in greater quantity and quality. A

roadside property, however, will not be significant in the area of transportation solely because of its
presence within a network of highways.

For a roadside property to be significant in the area of

transportation, it must have important associations for playing an important role in the development of
roadside properties.

A Roadside property is significant under Criterion A in the area of transportation if it meets one of the

following conditions. The first two conditions are consistent with those presented in “Federal Relief

Construction in Minnesota, 1933-1943,” Registration Requirement 2: Significance to the History of Roadside
Development, but the first condition defines a limit on the term “earliest.” The second condition, while
consistent with the MPDF, is applicable through the year 1975.

a) The property is associated with the earliest roadside property development with involvement by the
MHD. “Earliest” refers to projects completed by 1935, which is the latest completion date for the first

roadside properties to be undertaken under the auspices of the MHD. These projects represent the
true foray of the state into the development and provision of roadside properties for motorists.

b) The property is a particularly important accomplishment of the MHD, meaning either:

1) Its design and/or construction influenced subsequent roadside development practice or projects;
or

2) Its development or improvement fulfilled a key transportation-related need beyond the motorist
respite and recreation functions universal to the property type.

c)

The property reflects accommodation of an important shift in the pattern of highway travel, for example,
the first to incorporate separated, extended parking for semi-trucks engaged in long-distance hauling.

A roadside property that does not individually meet these requirements may be a contributing property to

a linear or other highway-based district within the transportation area of significance related to the broader

resource, the evaluation of which should be performed under Minnesota Trunk Highways (1921-1945):
Historic Context and National Register Evaluation and Considerations (Mead & Hunt 2016) and Evaluation
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Report and Historic Context: Minnesota Bridges, 1955-1970 (including Trunk Highway Evaluations) (Mead &
Hunt 2013).
properties.

To date, these studies have not identified historic roadways with contributing roadside

Social History

The majority of roadside properties built through World War II were constructed under New Deal programs

which served to ameliorate the effects of the Great Depression on the economy while improving the public
infrastructure. Hundreds of millions of federal dollars went into employing hundreds of thousands of
workers who improved over 92,000 miles of trunk highways, including their roadsides, attention to which

had been made a requirement of allocated funds. A roadside property, however, is not significant in the

area of social history merely for the fact that it was constructed through a federal relief program. For a

roadside property constructed under such a program to be significant in the area of social history, it must
constitute an important federal relief project or be associated with significant components of a federal relief
program.

Roadside properties in the decades prior to the interstate era were frequently located and developed at the
behest and with the assistance of civic organizations or local governments, who donated land, labor,
maintenance, labor, picnic tables or other elements to encourage their establishment. Taken alone, such

provision or the involvement of a local government or organization, such as a garden club, does not
constitute significance in the area of social history. If, however, such provision or involvement occurred

within the context of a major organized effort to obtain a roadside property for the betterment of a
community and the achievement of the desired betterment through the development of the property can

be demonstrated, a roadside property may be locally significant in the area of social history. To date, no
instances of such an effort have been identified.

A roadside property is significant under Criterion A in the area of social history if it meets one of the
following conditions. These conditions are consistent with “Federal Relief Construction in Minnesota, 1933-

1943,” Registration Requirement 1: Important Federal-Relief Associations and Registration Requirement 3:

Significance to Local History. While these conditions are consistent with the MPDF, further elaboration is
included. The third condition is applicable through the year 1975.

a) The property constitutes an important federal relief project, defined as one that stands out in the effort

to remedy the effects of the Depression through the unique requirements of the project, such as the

employment of a particularly large work force, or as one that is identifiably the principal
accomplishment of a specific camp.

b) The property is associated with an important component of a federal relief program, i.e., a component
that presents a unique avenue for remedying the effects of the Depression, such as the employment of
a minority social or ethnic group.
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c)

The property is the result of an organized, community-wide effort or campaign to obtain a roadside

property for the welfare of the community, whether recreational, social, or economic (e.g., by attracting
tourist traffic).

Entertainment/Recreation

Roadside properties are associated with national trends in automobile tourism and with the age of family

vacations. Many accommodated the country’s recreational goals by offering opportunities for picnics,

physical activity, boat launching, or camping, or by highlighting natural, cultural, or historical points of

interest for motorists. In addition, when constructed near towns or cities, roadside properties of a sufficient
size and design to do so often doubled as parks for local residents.

A roadside property is significant under Criterion A in the area of entertainment/recreation if it meets one

of the following conditions. The third condition is consistent with “Federal Relief Construction in Minnesota,

1933-1943,” Registration Requirement 3: Significance to Local History; however, it is applicable through
1975, as are the other conditions presented for this area of significance.

a) The property includes a well-rounded, contemporaneously constructed complement of recreational
amenities, such as hiking trails, picnic tables, council rings, fishing beaches, boat accesses, and historical

markers, which taken together strongly convey the accommodation of the recreational goals of the

motoring public. The placement of a boat launch, historical marker, or other single recreation-based

element is not sufficient to render a roadside property significant in the area of recreation/
entertainment.

b) The property set important standards for a specific category of recreational amenity along the
Minnesota trunk highway system.

c)

The property made an unusually significant contribution to a local community by providing it with an

important but previously unavailable recreational amenity, facility, or opportunity which became

particularly significant to the recreational history of the community.

Such significance must be

established by a pattern of use that extends beyond the original construction of the property, for
example, as the site of an important yearly community social event.
Conservation

For Minnesota’s roadside properties, the opportunity to recreate within the natural environment often went
hand in hand with the impetus to conserve the natural environment along its highways. Rest areas built on

the shores of lakes or rivers for example, frequently offered scenic views of natural beauty, which could be
appreciated while using such recreational amenities as picnic tables, walking trails, boat launch facilities,

and/or fishing beaches. Beyond this general circumstance, however, during the post-World War II era,
concerted efforts were made to improve the scenic and natural qualities along national and state highways.

A movement to beautify the nation’s highways, which had become increasingly subject to both visual and

physical littering with billboards, junkyards, and other forms of blight, emerged with a growing
environmental movement under the auspices of conservation. These movements nationally influenced the
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development of rest areas by propelling the advent of standards to emphasize and preserve natural and

scenic qualities, and through specific federal policies and funding mechanisms under the Highway

Beautification Act of 1966. With Minnesota’s abundance of natural resources, many of the state’s roadside

properties were developed to preserve the surrounding scenic qualities and to entice travelers to interact
with the natural environment. The placement of interpretive signage, such as geological markers, offered

opportunities for travelers to learn about the environment and natural heritage of a region. Consequently,

roadside properties may possess significance for an important manifestation of the highway beautification
movement, through the appreciation and conservation of the natural environment.

A rest area is not significant in the area of conservation merely for the fact that it was constructed using

federal funding from the Highway Beautification Act. A roadside property is significant under Criterion A in

the area of conservation if it incorporates conservation measures into its design (see Criterion C) and meets

one of the following conditions. With possible rare and heretofore unknown exceptions, these will apply to
properties newly designed and constructed in the period after World War II, which responded to that era’s
growth and solidification of the national environmental movement.

a) The property is associated with an important response to the site’s specific conservation challenges.
b) The property is associated with an important response to local, state or national policy on the
preservation of natural resources.

c)

The property demonstrates a direct relationship to, or influence of, the Highway Beautification Act, or
influenced the development of other roadside properties under the Act.

Criterion C Significance

As a property defined as a designed landscape, a roadside property is most likely to be significant under
Criterion C in the area of landscape architecture or architecture.
Landscape Architecture and Architecture

Landscape architecture pertains to the site design, incorporating the variety of elements associated with
roadside properties, including spatial organization, circulation patterns, and related buildings, structures,

and objects. All roadside properties associated with the Minnesota trunk highway system are designed

landscapes, planned to a lesser or greater extent and with varying expressions of artistic intent. Most of
Minnesota’s significant roadside properties will be associated with this area of significance.

Roadside properties included buildings, structures, and objects of architectural merit. Some of the pre1968 rest areas, for example, included historical markers, overlook walls, and other elements of elaborate

stone construction, while subsequently built rest areas sometimes incorporated architect-designed toilet
buildings, with complementary picnic shelters and information boards, in contemporary styles reflective of
the period and region.

From 1932 through World War II, roadside properties in Minnesota were almost entirely in the NPS Rustic
style, though infused to greater or lesser degrees with an antithetical Classical symmetry and formalism in
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projects designed by Arthur Nichols (Mn/DOT Historic Roadside Development Structures Inventory form,
HU-LCC-009, p. 4).

The style relied on allusions to labor-intensive, “pioneer-craftsman” construction

methods using hand tools to work naturally occurring materials, primarily wood and stone, in its
architecture, and a landscape architectural approach that aimed for a convenient wilderness.

The

automobile was the primary vehicle accommodated, generally to the exclusion of design elements

specifically for trucks, and while safety was a consideration, recreational and scenic aspects were in the

forefront. Design complexities, therefore, tended more toward the built and landscape elements to be
enjoyed by the parked motorist than toward vehicular circulation.

Many of Minnesota’s roadside properties built in the late 1940s and early 1950s continued the traditions

established in the preceding decades by building extensive and well-crafted stonework for overlook walls
and historical markers. Major, large-acreage roadside rests as were sometimes developed before the war,

however, became absent from new construction, along with the labor power and large project sizes
encouraged by federal relief programs. The properties of this period tended to be of small acreage and

simple in plan. In 1952, the HRB introduced national guidelines for rest areas that offered recommendations
for ideal site selection and design, integrating safety with natural conditions, and often incorporating

symbols of national identity, such as geological or historical markers (Gordon 1952). The effects of these

recommendations began to appear in Minnesota during the 1950s.

Design guidelines introduced by the AASHO for the interstate highway system in the late 1950s influenced
the design of Minnesota’s trunk highway rest areas and brought greater complexity to site design,
particularly after the early- to mid-1960s hiatus in wayside rest development. These guidelines provided

underlying rules for layout and design, emphasizing safety through appropriate traffic geometrics, and
addressed locations of toilets, wells, and other facilities.

Although landscape architecture retained a

commitment to honoring the natural environment, and architecture had moved decidedly in the direction

of Modernist aesthetics, the MHD’s attention to site-specific conditions and use of different architects

meant a wide range of landscape architectural and architectural expression within the guidelines. Beginning
in 1968, the paradigm of the articulation of these guidelines, the modern safety rest area, was constructed

in Minnesota. These properties are now classified by MnDOT as “Class I” rest areas, characterized by their

large and complex sites and a full complement of traveler amenities, most definitively, flush toilets. While

Class I rest areas were principally designed and built for the new interstate highways, this classification of
rest area was additionally employed along the state’s non-interstate trunk highways, where new rest areas

were established or existing ones were upgraded with these characteristics. Though not on interstates,
these new or improved rest areas similarly conformed to the national standards established by AASHO.

The national trends in highway beautification and national identity in the 1960s and 1970s were reflected
in many of the state’s rest areas, regardless of class, which were frequently sited along rivers or lakes and

sometimes featured a historical or geological marker among their amenities. Vegetation and the placement

of walkways and picnic areas that emphasized scenic vistas while screening unsightly views resulted in
increasingly complex parking and circulation patterns that were a far cry from the simple waysides built
earlier in the post-World War II era.
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The elements established by national guidelines and trends contribute to the standards that define how

and under what conditions a roadside property would meet Criterion C as a property possessing high artistic
values and/or representing the work of a master or the distinctive characteristics of the type and period. It

is important to understand the context within which a property was constructed before evaluating its

significance; for instance, a property consisting of a pull-off with a safety median and wood bollards may
be considered innovative if constructed in 1952, but if constructed in 1965, such safety features would not

be considered innovative.

A roadside property is significant under Criterion C in the area of landscape architecture or architecture if it

meets one of the following conditions. The fourth condition is consistent with “Federal Relief Construction
in Minnesota, 1933-1943,” Registration Requirement 4: Design Significance.

a) The property is an important product of the work of a master, such as a landscape architect or architect.

To meet this criterion, a roadside property, or the buildings/structures/objects within a roadside

property, would demonstrate:

1) The work of a recognized designer(s), and

2) An important achievement or phase in the career of the designer within the context of the
designer’s career, in comparison with the designer’s other works, and given the role of the particular
property within that context.

b) The property possesses demonstrated high artistic value by outstanding expression of the aesthetic
ideals of its construction era in landscape design, architecture, and/or art, with reference to national

trends, standards, and design principles. This significance may be expressed in elements such as, but

not limited to:

1) Site design that skillfully adapts to the natural setting, for example, emphasizes the site’s scenic
and/or natural qualities while achieving efficient and safe circulation of vehicles and pedestrians;

2) Objects, structures, statuary, or monuments that exhibit complex design skill and/or craftsmanship
in strong representation of the aesthetic ideals of the period in which they were created; or

3) Building design that represents contemporary or regional design character of the period.
c)

The property’s design and/or construction demonstrates important methods introduced and used

during the period, such as:

1) Innovative use or new application of building engineering or structural systems; or

2) Innovative use or new application of construction materials.

d) The property was designed and constructed between 1933 and 1943, and it constitutes an outstanding

example of the NPS Rustic style, whether or not it was associated with a federal relief program. The

assessment of an example as outstanding should be justified with reference to other extant roadside

properties of the era.
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e) The property was built or substantially improved between 1946 and 1975 as a Class II, III, or IV facility

and it significantly represents the distinctive characteristics of the type and period by referencing the

high national design standards for roadside development of the post-World War II period. A property

will be significant by the outstanding or innovative example of at least two of the following site design

characteristics:

1) Site selection and orientation with an emphasis on scenic quality, shade, water or other natural
features;

2) A complex site design that preserves and showcases the site’s natural conditions by conforming to
natural topography and features, such as rivers and lakes, and forming scenic views;

3) A circulation pattern that safely separates vehicle traffic from the principle roadway (i.e. trunk
highway) and segregates pedestrian traffic from motorized traffic with paths connecting the
roadside amenities;

4) Safety improvements through features such as curbing or a median separating the highway from
the wayside, and fencing or bollards defining the parking area. Evaluations should consider whether

a safety feature was innovative at that time, though it might be regarded as rudimentary from a
modern perspective;

5) Attention to traveler comfort through amenities such as toilet buildings, picnic shelters, picnic
tables, benches, water supply, and fireplaces (not all of the listed amenities need to be present);

6) Expression of regional identity through site features such as historical or geological markers.
f)

The property was built or substantially improved as a Class I facility and is a significant representation

of the distinctive characteristics of the type and period. A property that meets this standard possesses
all of the characteristics of its type as promoted by state and national standards, and therefore includes:
1) Complex site design with emphasis on safety geometrics; and

2) Site plan that harmonizes with, and intentionally directs users to natural and/or scenic qualities; and
3) Buildings and structures reflective of contemporary and/or regional architectural styles.

4.5.2 Criteria Considerations
The NPS applies criteria considerations to certain property types not usually considered for listing in the

National Register. Two of those considerations were examined due to their potential applicability to
Minnesota roadside properties.

Criteria Consideration F: Commemorative Properties

Commemorative roadside properties dedicated in memorial to an individual or group, such as the Ray
Berglund Roadside Parking Area, and sites with historical markers commemorating a historic figure or event,

such as the Birch Coulee historical marker, are not directly associated with the contributions for which that
person is known or with the historic event. Such properties may possess significance under other criteria
based on their function as roadside properties.

NPS guidance cites resources that have a non-

commemorative primary function or significance as among the properties that do not need to meet Criteria
Consideration F (NPS 1997:39).
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Criteria Consideration G: Properties Less Than Fifty Years of Age

This study encompasses a period that extends to currently less than 50 years in age, in order to plan for the

evaluation of properties within the next decade. Criteria Consideration G will apply to those properties less
than 50 years of age.

4.6

PERIOD OF SIGNIFICANCE

For most roadside properties eligible under Criterion C, the period of significance begins with the

completion of the property. It is not uncommon for Minnesota’s rest areas to have been developed over a
period of several years, with grading occurring during one building season, and the gradual addition of

amenities such as water supply, road surfacing, structures, and plantings added during subsequent seasons.
The period of significance should coincide with the year(s) in which the rest area was substantively complete,

with the principal historic components in place, and opened for public use. For properties that possess
Criterion C significance within the context of a major redevelopment, the period of significance should

reflect the completion date(s) upon which the property achieved its significance, which might only include

the year of the alteration.

Properties that are significant under Criterion A may have a longer period of significance conforming to the
period during which the property was associated with the event or broad pattern of history. If, for example,

a roadside property was significant in the area of social history for its employment of a particularly large
federal-relief work force during the performance of a project that lasted from 1935 through 1937, the period
of significance would carry through all three years.

4.7

PROPERTY BOUNDARIES

The boundaries of a historic roadside property are defined by those of the historical parcel developed by

the MHD for traveler safety and recreational purposes. Although associated with the trunk highway, the

roadside property boundary would be exclusive of the highway roadway.

For roadside properties that were found eligible through the Historic Roadside Development Structures of
Minnesota Trunk Highways study and its supplements, a conservation zone was recommended. This zone

was defined as “a special management zone that includes both the National Register-eligible site and a

larger area that encompasses part of the historic property’s early physical and visual ‘context’ or setting’.”
The conservation zone varies by property, i.e., it is not of a fixed dimension, contingent as it is upon the

relationship and proximity of each individual site to relevant viewsheds, landscapes, or natural or other

features. The enforcement of a conservation zone has been found untenable in practice for the Site
Development Unit, primarily because many of the recommended zones included property which MnDOT

does not own and therefore over which the agency has no control. These formally recommended and

defined zones therefore have been eliminated. It is, however, still recommended that wherever feasible,

attention be given to the preservation of historically installed or sympathetic plantings or other landscape

elements within MnDOT right of way in proximity to and within the viewshed of roadside properties listed

in or eligible for listing in the National Register.
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4.8

IDENTIFYING ESSENTIAL PHYSICAL FEATURES

To be eligible for the National Register, a roadside property must not only possess significance, but also

retain historic integrity. Understanding the features comprised by a particular roadside property from the

period of significance is critical to understanding and assessing historic integrity. According to guidance

from the NPS, “the essential physical features are those features that define both why a property is

significant (Applicable Criteria and Areas of Significance) and when it was significant (Periods of

Significance). They are the features without which a property can no longer be identified [as to its historic
period and purpose]” (NPS 1997:46).

In roadside properties, combinations of elements are composed within a designed landscape where features
are intentionally sited along or near a trunk highway for the purpose of travelers’ rest, and where scenic
qualities and vegetation, such as trees and shrubs, are incorporated into the site. The only essential features

common to all roadside properties, however, are a designed landscape and a vehicular circulation system –

that is, a system for vehicles to exit a trunk highway to access the roadside property, drive through the
property, and then return to the highway. In such instances where either of these common essential features

are lost, the roadside property will not be eligible. Beyond these essential physical features, a combination

of any of the following listed features and others not listed (for additional examples, see Granger et al. 1998:

Appendix E) may have been historically present in Minnesota’s roadside properties, and may contribute to
a property’s historic significance:






















Toilet building, sometimes incorporating a lobby or maintenance closet

Picnic shelter

Maintenance building
Bath house
Tables

Benches

Fireplaces

Council rings

Retaining/overlook walls

Pedestrian bridges
Culverts

Interpretive (historical or geological) markers

Water well and pump
Spring enclosure

Drinking fountains

Fences, bollards, or curbs delineating parking areas

Boat launch
Beach

Information kiosks
Waste receptacles
Lighting
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Signage

A roadside property need not have a particular set of these features, as the combination and number of

features will vary depending on the period during which the property was developed and the property’s
configuration from the period of significance.

Identification and justification, therefore, of a specific

property’s essential physical features – those that must be retained for the property to convey its historic

identity – beyond the designed landscape and the vehicular circulation system will need to occur on a case-

by-case basis.

The determination of which features are necessary to convey a property’s historic significance must be
assessed using sources such as original site plans (if available), archival records, historical aerial and standard

photographs, and physical evidence. Additional guidance for understanding essential features is offered
below.

Safety Rest Areas (Class I)

Significant Class I safety rest areas are in part defined by the presence of a substantial, architect-designed
toilet building. The presence of the toilet building from the period of significance is considered to be an

essential physical feature for Class I rest areas. Class I rest areas with removed, reconstructed or significantly
altered toilet buildings from the period of significance are unable to convey their historical significance.
Other Classification of Rest Areas

Classes II, III, and IV rest areas offer vault toilet, pit toilet, or no toilet facilities, respectively, as well as other

varying characteristics. Typically, less emphasis was placed on the toilet building within the context of the
broader designed landscape. The toilet buildings, if present, were of simple design and construction using

standardized plans. Consideration of the toilet building as an essential physical feature for this classification
of rest areas should be considered on a case-by-case basis, within the context of the site’s developmental

history and significance. The assessment of integrity would take into consideration the integrity of the toilet
building (if any) along with other features that contribute to the property’s historical significance.
Properties Representing a Type

Properties whose significance is derived as representing the distinctive characteristics of a type and period

under Criterion C must possess all, or nearly all, of the defining physical features of the property’s
configuration during the period of significance, and those features should possess integrity.
Properties with High Artistic Value or Important Methods of Design or Construction

For properties whose significance is derived from particular elements possessing high artistic value or whose
design or construction demonstrates important methods, for example a toilet building with architectural

significance or an exceptionally well-designed historical marker, the essential physical features beyond the
designed landscape and vehicular circulation system may be more narrowly defined, and the loss of integrity
of other features may not result in a finding of ineligibility.
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4.9

ASSESSING INTEGRITY

The overall integrity of a roadside property should reflect the design intention during the period of

significance. Evaluating the integrity of designed landscapes can be challenging as this property type is
inherently changing. It is important to understand the original design intention when evaluating integrity

of a landscape. Were trees planted in order to frame a certain view, block unsightly views, or to lead
pedestrians along a path? If so, is that intention reflected in the current condition? Other often overlooked

and subtle structures such as walking paths and fences help to define the spatial arrangement and pattern

of a roadside property, and therefore play an important role in the site’s integrity. Each of the seven aspects

of integrity are discussed and elaborated upon with regard to the integrity requirements for roadside

properties constructed between 1932 and 1975.
Location

Location is the place where the historic property was constructed.
As sites, roadside properties will not have altered locations. If buildings, structures, and/or objects are

relocated to another site, they would need to be either evaluated under these evaluation criteria within the

context of the new site (meaning that site would have to have been developed prior to 1976) or individually
evaluated outside of these requirements.
Association

Association is the direct link between an important historic event or person and a historic property. A
property retains association if it is the place where the event or activity occurred and is sufficiently intact to

convey that relationship to an observer. It requires the presence of physical features that convey a
property’s historic character.

Roadside properties were developed for the purposes of motorist safety and rest along the state’s trunk

highway system. Roadside properties need not be owned by the state nor does the road with which they

are associated need to remain a part of the trunk highway system in order to retain integrity of association.

Motor vehicle access, however, is part of the vehicular circulation system, an essential physical feature of

roadside properties, without which a roadside property will not be eligible for listing in the National Register.
Beyond that, the loss of elements that directly pertained to automobile usage, such as curbing or parking
islands, will diminish the integrity of association. Alternately, the retention of such elements, a clear linkage

to a roadway system, and an orientation to the motoring public will all contribute to integrity of association.
Design

Design is the combination of elements that form plan, space, structure and style of a property, including

organization of space, proportion, scale, technology, ornamentation, and materials. It reflects historic
functions and technologies as well as aesthetics.

Roadside properties are the product of landscape design, and sometimes of architectural design; the

integrity of design is important and must meet high standards to qualify for the National Register. While
recognizing that most roadside properties have changed over time, as landscaping has been refreshed,
roofs have been replaced, and furnishings have been repaired or replaced, at a minimum, properties must
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reflect the design intention of the essential physical features for all roadside properties, the designed
landscape, and the circulation system to and from the site. These should remain close to the configuration
used during the period of significance. Any site-specific essential physical features must be intact and reflect
the design from the period of significance. The loss of elements that help define the property’s historical

significance, such as curbing or medians separating the traffic, benches with scenic views, or paths leading
to a lake shore, diminish the integrity of design. The cumulative loss of many of the features would result

in poor integrity of design. Similarly, the introduction of new features to a site may diminish the integrity

of design if done in such a way that it compromises the intended spatial organization or other important
considerations of the original design. For properties significant for their artistic merit or workmanship, the
integrity of design must be clearly reflected in the existing condition.
Materials

Materials are the physical elements that were assembled in a particular pattern or configuration during a
particular time period to form the historic property.

Materials contribute to the historic quality and feeling of a roadside property. While original materials are

frequently replaced or repaired out of necessity, to retain integrity, their replacement should be in-kind and
in accordance with the original design intention; for example, a roadway and parking area originally surfaced

with gravel and now paved with asphalt would have a loss of material integrity. Conversely, a historic stone

wall that has been repointed to preserve the original design and whose damaged stones have been
selectively replaced with matching stone material would be considered to have good integrity of material.
Assessment of the integrity of materials, and its effect on the eligibility of a property, should be taken into
consideration with the established significance criteria and the identified essential physical features.
Workmanship

Workmanship is the physical evidence of a particular culture or people during any given period in history
or prehistory. It is the evidence of artisans’ labor and skill in constructing or altering a property.

Roadside properties may be significant for their inclusion of finely crafted stone overlooks, walls, and other

features. Workmanship is an important aspect of such significance and substantial evidence of the original
craft should be visible and intact.
Setting

Setting is the physical environment of a historic property, and includes how, not just where, the property is

situated and its relationship to surrounding features, either natural or manmade, and open space. It reflects
the basic physical conditions under which a property was built and the functions it was intended to serve.

Because roadside properties are landscapes, setting is an important aspect of integrity. Roadside properties

should continue to retain a connection with the roadway, although it need not continue to be designated

as a state trunk highway. Many roadside properties were established with natural features as the reason

for the location, for example on a lake or river, and historical relationships to those features should remain
intact. Similarly, roadside properties for which the intended design was to create, frame, or otherwise exploit
a scenic view should retain similar qualities of setting, although details of the setting may change with time.
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Feeling

Feeling is the property’s expression of the aesthetic or historic sense of a particular period of time. Integrity

of feeling is by and large an outgrowth of the other six aspects of integrity, as it is only logical that the
greater the retention of a property’s composition, surroundings, and associations from a given historical
period, the more the property will evoke the feeling of that period.

A roadside property should continue to convey the aesthetic and historic sense of the period in which it

was developed or substantially improved. The loss of smaller elements among each of these aspects of
integrity will contribute to a diminished integrity of feeling.
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ROADSIDE PROPERTIES LISTED IN THE NATIONAL REGISTER
The following 14 properties considered at the time of the 1990s study to be classified under the property
type “roadside property” are individually listed in the National Register:

Camp Release State Memorial Wayside (LP-CAM-003)
US 212/US 59, S side of TH 212/TH 59 .75 mi E of the Minnesota River
Lac qui Parle County

MnDOT District 8, Control Section 3706

This property was listed in the National Register in 1973 for its associations with the 1862 U.S.-Dakota War.

It is not associated with the revised context for roadside properties in Minnesota, which begins in 1932 and

applies to waysides with a planned design employing a cohesive theory of landscape architecture for

roadsides. The Camp Release property had the monument erected upon it in 1894, and was treated by the
legislature as a state park beginning in 1901, after which “improvement, maintenance, and beautification”

(Meyer 1991:4) was carried out through the 1930s without reference to a pre-existing design plan. During

the 1920s, it became a de facto wayside rest, and then in 1931 was named as a state wayside because the

acreage was not sufficient for a state park designation. It did not come under the ownership of the

Minnesota Department of Highways until 1973, during which year ironically, it was officially designated as

a state monument instead of a state wayside (Meyer 1991:4; MnDOT Historic Roadside Development
Structures Inventory form, LP-CAM-003). It is currently owned by the City of Montevideo.

Cascade River Wayside (formerly Cascade River Overlook) (CK-UOG-044)
MN 61, 9.0 mi W of Grand Marais, both sides of US 61 at the Cascade River
Cook County

MnDOT District 1, Control Section 1602

This property was listed in the National Register in 2003 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Chaska Historical Marker (CR-CKC-057)
US 212/US 59, NW side of US 212, 0.25 mi SW of CR 140

Carver County

MnDOT Metro District, Control Section 1013

This property was listed in the National Register in 2010 as a wayside rest, based on Historic Roadside
Development Structures of Minnesota Trunk Highways.

Craigie Flour Mill Historical Marker (OT-OTT-001)
MN 78, 10 mi N of Battle Lake, SE side of MN 78, 0.5 mi NE of CR 128

Otter Tail County

MnDOT District 4, Control Section 5620

This property was listed in the National Register in 2003 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.
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Garrison Concourse (CW-GRC-001)
US 169, in Garrison, E side of US 169, Jct of US 169 & MN 18
Crow Wing County

MnDOT District 3, Control Section 1804

This property was listed in the National Register in 2013 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Graceville Historical Marker (BS-GRA-017)
MN 28, N side of MN 28, 0.9 mi W of US 75
Big Stone County

MnDOT District 4, Control Section 605

This property was listed in the National Register in 2004 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Inspiration Point Wayside Rest (FL-CRL-011)
MN 16, 2.0 mi W of Lanesboro, NW side MN 16, 1.9 mi SW of Jct MN 16 & CSAH 5
Fillmore County

MnDOT District 6, Control Section 2304

This property was listed in the National Register in 2015 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Kenney Lake Overlook (CW-GRT-003)
MN 18, 2.5 mi W of Garrison, SW side of MN 18, 2.4 mi NW of Jct US 169 & MN 18
Crow Wing County

MnDOT District 3, Control Section 1803

This property was listed in the National Register in 2015 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Lake St. Croix Overlook (formerly Stillwater Overlook - South) (WA-OHC-005)
MN 95, South of Stillwater, E side of Lookout Trail near 63rd St N
Washington County

MnDOT Metro District, Control Section 8214

This property was listed in the National Register in 2007 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Orr Roadside Parking Area (SL-ORC-005)
US 53, 1.6 miles N of Jct US 53 & CSAH 23, W side of US 53, 1.6 mi N of the Jct of US 53 & CSAH 23
St. Louis County

MnDOT District 1, Control Section 6922

This property was listed in the National Register in 2002 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 105

Pine-Hickory Lakes Roadside Parking Area (AK-FIS-017)
US 169, both sides on isthmus between Little Pine Lake and Hickory Lake
Aitkin County

MnDOT District 3, Control Section 0115

This property was listed in the National Register in 2016 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Preston Overlook (FL-PRC-041)
US 52, I mi S of Preston, S side of US 52/MN 16, 1.5 mi W of E Jct US 52 and MN 16

Fillmore County

MnDOT District 6, Control Section 2310

This property was listed in the National Register in 2003 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Reads Landing Overlook (WB-PEP-012)
US 61, NE side of US 61, 1.5 mi NW of Reads Landing
Wabasha County

MnDOT District 6, Control Section 7906

This property was listed in the National Register in 2004 as a wayside rest, based on the “Federal Relief
Construction in Minnesota, 1933-1943” MPDF.

Redwood Falls Retaining Wall (RW-RFC-032)
MN 19/ US 71, MN 19 at US 71 (Mill Street)
Redwood County

MnDOT District 8, Control Section 6403

This property was listed in the National Register in 2012 as a roadside development project, based on the
“Federal Relief Construction in Minnesota, 1933-1943” MPDF.
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ROADSIDE PROPERTIES ELIGIBLE OR WITH POTENTIAL FUTURE
ELIGIBILITY FOR LISTING IN THE NATIONAL REGISTER
Two of the properties evaluated below, the Burgen Lake Rest Area and the Forest Lake Rest Area, are located

on interstates. In 2006, the Advisory Council on Historic Preservation issued an exemption, which releases
“all Federal agencies . . . from the Section 106 requirement of taking into account the effects of their
undertakings on the Interstate Highway System,” with rest areas included as part of that system. At that

time, each state was able to submit a list of system elements, including interstate rest areas, to which the
exemption would not apply, due to their significance. Minnesota did not include any of its interstate rest

areas, likely due a limited perspective and the absence of a historic context for these properties, and the

exemption does not allow subsequent additions to be made. The notice of this exemption, however, states,

“Certainly, the ACHP will need to periodically consider the effectiveness of the exemption and whether it
continues to meet the purposes of Section 106,” and Section V of the exemption gives the ACHP the power

to “terminate this exemption in accordance with 36CFR800.14(c)(7) if it determines that the purposes of

Section 106 are not being adequately met.” For this reason, interstate rest areas were evaluated as part of

this study, so that were the exemption to be revised or terminated, recommended findings would be in
place. Further, the evaluations are provided in the event that MnDOT would wish to preserve these limited
resources despite the presence of the exemption.

Much of the information presented in the histories below was obtained from the electronic and hard copy
property files held at the Site Development Unit. As the information is not cataloged or titled in any way,

citations would generally be descriptive, and therefore require excessive text. As such, citations are provided
only for directly quoted material from the property files. All information obtained from other sources is

cited in the body of the text. It is noted that when reference is made to the amenities identified in the

MHD’s 1975 rest areas brochure, although they are presented in the plural, these elements may have been
singular at that time, as the brochure does not enumerate them.

BAUDETTE REST AREA (LW-BDC-030)
MN 72, at the Rainy River

R.P. 105.332; Lat/Long: 45.83718 -95.34537

Lake of the Woods County

History
In 1894, the site of the Baudette Rest Area was established as the town cemetery. In 1909, the City relocated

the cemetery, moving most of the graves and markers, but a few remain on their original site (MnDOT
Historic Roadside Development Structures Inventory form, LW-BDC-030). In 1966, three years before the
full development of the site, two metal historical markers on concrete posts were erected at this location.

The rest area, programmed with 1966 Highway Beautification funds, was designed by TKDA of St. Paul.

Plans for the rest area and its structures are dated 1969 (Figure 56), and the site was opened to the public
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FIGURE 56. BAUDETTE REST AREA, 1969 SITE PLAN
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in 1970 (MnDOT Historic Roadside Development Structures Inventory form, LW-BDC-030). The site was

accessed via a driveway that extended east from TH 72 and then looped around the core of the rest area,
with parking areas located adjacent to the loop on its interior on the north and south and on its exterior on

the east. Within the loop was a grass-covered area planted with trees, the toilet building, and some of the

rest area’s picnic tables. Concrete sidewalks linked the parking areas to the toilet building, and a drinking
fountain was located in front of it. Additional picnic tables were placed outside of the loop in the grass
around the site’s perimeter.

Description
The Baudette Rest Area was surveyed by Stark and Deco in July of 2015. It is located off of TH 72 in Baudette
at the confluence of the Baudette River (on the southeast) and the Rainy River (on the northeast). The U.S.

Border Crossing Station to Canada is on TH 72 to the northwest. The rest area is largely unchanged from
its historical appearance. The driveway, parking areas, sidewalks, and toilet building remain in place, and

clumps of ash and spruce trees are located throughout the site (Figures 57 and 58). The picnic tables are

circular concrete with benches and remain both within the interior of the loop and around the site’s

perimeter (Figure 59). The metal historical markers, entitled “Massacre Island” and “Great Fire of 1910,” are

on the northwest side of the site.

The Modern toilet building is rectangular in plan, and constructed of concrete block clad with a red brick

veneer supporting a sloped flat roof with wide eaves (Figure 60). The north and south side battered walls

extend beyond the surface of the east wall. A glass-enclosed information board and three windows are on

FIGURE 57. BAUDETTE REST AREA, ENTRY DRIVE AND ISLAND, 2015, LOOKING EAST
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FIGURE 58. BAUDETTE REST AREA, LOOP DRIVE, PARKING, AND TOILET BUILDING, 2015, LOOKING NORTHEAST

FIGURE 59. BAUDETTE REST AREA, TOILET BUILDING AND PICNIC TABLE, 2015, LOOKING SOUTHEAST
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FIGURE 60. BAUDETTE REST AREA, TOILET BUILDING, 2015, LOOKING SOUTHEAST
the east wall. Access to the men’s and women’s restrooms are on the side walls, behind wooden slat privacy
screens mounted on the metal pole roof supports. A center door on the west façade provides access to the

mechanical room. The drinking fountain, made of concrete with brick facing, stands immediately east of
the toilet building.

What is left of the town cemetery is located on the east side of the site. The entry drive to the rest area also

provides access to a boat launch for the Baudette River, but the launch apparently is unrelated to the rest
area.

Evaluation
The Baudette Rest Area was among the modern styled rest areas developed during the era of the safety
rest area, between 1968 and 1975, a period influenced by national AASHO standards. While the focus of

the MHD during this period was on the interstate system, the MHD introduced similar modern rest areas,
such as Baudette, on its trunk highway system. During this period, the MHD commissioned architects for
designs to upgrade or newly construct nine safety rest areas on its trunk highways to include flush toilet
buildings. Baudette was among these, and one of at least five designed by the firm TKDA, the others being

Daytonport (1969), Frazee (1969), Lake Pepin (1968) and the Stillwater Boomsite (1969). Each of these rest

areas featured essentially identical toilet building designs; Baudette stands as the only known remaining
example of the TKDA-designed toilet building.

TKDA was and is one of Minnesota’s most important architecture and engineering firms, and gained a
national reputation by the mid twentieth century. Founded in 1910 by Max Toltz, chief engineer for the
Great Northern Railway, the firm soon grew to include Wesley King and Beaver Wade Day to form Toltz,
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King and Day. After Arndt Duvall and Gerald Anderson became partners in 1956, the company was renamed
Toltz, King, Duvall and Anderson (Lathrop 2010:213). The firm is credited with many important commissions,

and the large size of the firm by 1969 makes it difficult to attribute the Baudette Rest Area design to a
specific individual. Although the Baudette toilet building constitutes the work of a recognized architectural
firm, it is not a pivotal achievement for TKDA within the context of the firm’s other work.

The overall site plan incorporates many of the characteristics of the AASHO guidelines of the period,
including proximity to the river setting, modern conveniences of a flush toilet, and safe and efficient motor

circulation patterns. The effect at Baudette, however, does not meet these guidelines in extraordinary ways,
and it lacks the complexity of high-speed on- and off-ramps, trail systems, recreation and connection with

natural features, and structured amenities, such as picnic shelters, beyond the toilet building. While the
theme of national identity is addressed by the two historical markers, the signs are not well incorporated

into the site plan, and indeed appear to pre-date it. The Baudette Rest Area therefore does not meet the
evaluation criteria for significance under Criterion C in the area of landscape architecture. The toilet

building, however, demonstrates high artistic values by strongly representing the Modern design aesthetic
of the late 1960s. The Baudette Rest Area therefore meets the evaluation criteria for significance under
Criterion C in the area of architecture.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site, with the toilet building being its most significant element. The rest area is significant at the state

level in the area of architecture. The period of significance is 1970, the year of its substantial completion.

The essential physical features include those common to all roadside properties, i.e., the designed landscape
and the circulation system, and the toilet building.

While associated with the Highway Beautification Act of 1965, it does not have important links to this historic

context, and therefore it does not meet the evaluation criteria for significance under Criterion A.

Based on original site plans, the Baudette Rest Area is largely unaltered since its construction in 1969-1970.
The property continues its association with TH 72 and serves the same purpose for which it was built. The
overall circulation pattern for both vehicular and pedestrian traffic remains in its original configuration, as

does the siting of smaller elements, such as picnic tables and plantings, giving it a strong sense of the

original design intention. A walkway has been added to connect the looping portion of the drive to the
non-looping portion near the entrance to the rest area, and the non-looping portion now provides access

to a boat launch unrelated to the rest area. Neither of these, however, have obscured any elements of the

original plan, nor are they incompatible with the character of the rest area. The boat launch does not

register strongly from the island containing the toilet building and picnic tables, due to the plantings present

and a drop in elevation to the boat launch. Material integrity is good to excellent, with the original toilet

building, precast picnic tables, and lighting standards present. The combination of these various factors of
integrity brings strong integrity of feeling that expresses the intended design aesthetic, purpose, and use.

Recommendation
The Baudette Rest Area is eligible for listing in the National Register.
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BURGEN LAKE REST AREA (DL-HUD-010)
I-94, 1.5 mi E of TH 29

R.P. 105.332; Lat/Long: 45.83718 -95.34537

Douglas County

History
Building and site development plans for the Burgen Lake Rest Area were finalized and signed by MHD staff
in early 1970 (Figure 61). The fields for the engineer and the head of the design squad on the plans cover

sheet are blank. Designs for the toilet building and picnic shelters were outsourced to Virgil E. Siddens, Inc.,

of St. Cloud, whose plans date to January of 1970. In addition to the Burgen Lake site, the Siddens firm was
commissioned by the MHD to design the structures for the Oak Lake Rest Area, located on TH 2, and five
other rest areas along Interstate 94: Elm Creek [Rice Lake], Iverson Lake, Hansel Lake, Lake Latoka, and the
Moorhead Information Center. All of these rest areas were developed between 1968 and 1975.

The architectural designs were drawn up by Siddens himself, and the concepts for the toilet building and
picnic shelters were replicated at Burgen Lake, Hansel Lake, Iverson Lake, Lake Latoka, and Oak Lake. The
toilet building for these rest areas according to Siddens’ design is in the Funk/Revival style (Figure 62). It is

one story in height and square in plan, with the exception of a slight projection on the façade for a centered
entry vestibule. The walls of the building are constructed of concrete block faced on the exterior with
variegated red to brown brick. The reverse mansard roof is clad in asphalt and gravel on the shallow, hipped

portion and clad in metal on the raised cap. The latter portion holds a vent on the rear elevation. Detached
from and to the exterior of the deep eaves at each of the four corners is a rectangular pier constructed of

concrete block with brick veneer and a concrete cap. Exaggerated wood rafters extend from the roof and

rest on the piers via metal anchors. Additional pronounced exposed rafter ends, which stop at the edge of

the roof, are regularly spaced between these on all elevations. A service entrance is located on the rear
elevation, which is not fenestrated.

Slight differences in the design occurred between the earliest two designs, for Lake Latoka and Hansel Lake,

and those which came subsequently. In the earliest two, the vestibule incorporates two glass curtain walls

that begin flush with the building and extend out from it, angling to a point at the center. Each wall contains

a centered, single panel door with one sidelight flanking each side, and a transom window running above

all three elements. For the subsequent designs, the angled, glass vestibule is abandoned for a rectangularplan, brick-faced vestibule. On the façade, the brick-faced vestibule incorporates a full-height replacement
window at each end, and between them, a repeating, geometric pattern created through projecting brick.
An entrance is on each side of the vestibule perpendicular to the façade. The other difference was in the

fenestration. At Lake Latoka and Hansel Lake, six regularly spaced clerestory windows are on the side
elevations. At the later rest areas, the side elevations are occupied by four regularly spaced, nearly fullheight windows set within deep brick frames.

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 113

FIGURE 61. BURGEN LAKE REST AREA, 1970 SITE PLAN
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FIGURE 62. BURGEN LAKE REST AREA, VIEW WITH TOILET BUILDING, CIRCA 1971
The design of the picnic shelters for these five rest areas is the same and mimics the style of the toilet
building. Rectangular in plan, the shelter provides space for two precast-concrete picnic tables set into a

concrete slab. The reverse mansard roof is clad in asphalt and gravel on the shallow, hipped portion and

clad in metal on the raised cap. The corner rafters are supported by brick-faced posts connected by metal
anchors. Screens are Plexiglas with wood battens.

Construction of the Burgen Lake Rest Area was largely achieved in 1970, and the rest area was opened for

use in January of 1971, with a final few improvements awaiting the spring season (MHD 1970:6, 1971a:8).

It was sited approximately one-quarter mile south of Burgen Lake, “at the edge of a geological moraine,”
according to a brochure on file at the Site Development Unit. The site plan “takes advantage of the existing

oak wooded area and is oriented to the wooded valley and vista of Burgen Lake . . . [with] picnic tables,
shelters and pedestrian paths . . . located along the wooded rim of the moraine slopes conforming to the
existing terrain.”

As with nearly all interstate rest areas, the original design provides for off- and on-ramps from and to the
highway and associated driveways with sufficient length to allow for safe deceleration and acceleration. It

accommodates the requirement for separate parking for truck and automobile traffic, and in addition,

includes a dedicated lot for campers/trailers. Pedestrian circulation includes sidewalks in the vicinity of the
parking areas, and beyond these, the previously mentioned system of paths, with both walkway types
providing access to three picnic shelters and numerous open picnic tables. The design additionally includes
a concrete terrace with planters in front of the toilet building and an overlook off the north side of the
terrace for a view toward the lake.
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The landscaping design includes the creation of low hills in the island between the parking areas. It calls

for extensive plantings immediately surrounding the built elements of the site, with the exception of the

narrow, east loop of the pedestrian trail system, allowing for the retention of existing woods in the
remainder of the property. The plans for the terrace and overlook planters specify primarily wineleaf

potentilla, and for the planter in front of the toilet building, dwarf Japanese yew. Outside of the terrace, the
plantings called for consist entirely of trees, including 40 cockspur hawthorn, 32 common hackberry, 27

ginnala maple, 20 white ash, 18 Marshall seedless ash, 15 bur oak, 14 red oak, 4 American linden, and 2
American elm. The landscape concept was described in an undated submittal, presumably to the FHWA. It
notes:

The random placement of canopy trees integrates with the mature oak woods to form the

major structure of the site and provide shade for the picnic areas and pathways. Green
Ash, Oaks, Linden, and Common Hackberry articulate the roadway and parking areas and
blend into the existing countryside.

Hawthorne and Ginnala Maple are planted on the earth mounds to screen the parking area,

and provide human scale seasonal color, form and texture in strategic locations. The

building terrace and overlook are planted with Staghorn Sumac, Nannyberry Viburnum,
Japanese Yew, and Winelaf Potentilla ground cover plants. The plant material placement
offers dimension, scale, warmth and focal detail at the terrace and building. The Viburnum,
Wineleaf Potentilla, and a Littleleaf Linden are uplighted for nightscape effect.

The plant material was installed in the fall of 1970. The landscaping is integrated with other

design elements such as walks, flag poles, lighting, terrace overlook, etc., in a functional
and aesthetic manner to provide a pleasant environment for the traveler.

In 1973, the Burgen Lake Rest Area design won the FHWA’s third-place award in the category of outstanding
safety rest area or information center. The MHD’s 1975 rest areas brochure indicates picnic tables, toilets,
water, telephones, information, and facilities for the physically disabled as amenities present in that year.

Sometime during the 1980s, an info stop shelter was constructed proximate to a sidewalk connecting the

automobile and truck parking areas. The semi-enclosed, octagonal-plan, hipped-roof shelter was used at

some Class I rest areas to accommodate an outsourced travel-related advertising program (Rob Williams,
personal communication 2019) (Figure 63).

No major renovations or reconstruction efforts have occurred at the Burgen Lake Rest Area since it was
built.
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FIGURE 63. ARCHITECT'S SKETCH FOR CLASS I REST AREA INFO STOP SHELTERS

Description
The Burgen Lake Rest Area was surveyed in September of 2016. It is located on the north side of and serves

westbound I-94 (Figure 64). It is approximately two miles east of Alexandria, on a property that incorporates
both the top of a generally level landform and a slope from that landform down to the Burgen Lake valley.
Burgen Lake currently is not visible from the rest area due to intervening vegetation.

The site is accessed from the east, where an off-ramp leads into an access drive. The access drive extends
approximately 0.15 mile before reaching a fork, one branch of which extends northwest to the extended

angle-parking area for trucks and buses (Figure 65). The other branch extends north-northwest to an angle-

parking area for cars, which runs along the east side of the drive (Figure 66). Beyond this parking area, the
drive curves and then runs west for roughly 300 feet, then curves again and runs south-southwest, in the
process running along the north and west edges of an extended angle-parking area for campers and trailers

(Figure 67). It continues south-southwest, then merges with the drive extending west from the truck parking

area. From that point, a single drive/on-ramp provides approximately 0.2 mile for vehicles to accelerate as
they re-enter the interstate. The “cobra”-style street lighting shown in early photographs remains in use for
the vehicular areas of the site.
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FIGURE 64. BURGEN LAKE REST AREA, AERIAL OVERVIEW

FIGURE 65. BURGEN LAKE REST AREA, TRUCK PARKING, 2016, LOOKING SOUTHWEST
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FIGURE 66. BURGEN LAKE REST AREA, AUTOMOBILE PARKING, 2016, LOOKING NORTH

FIGURE 67. BURGEN LAKE REST AREA, CAMPER/TRAILER PARKING, 2016, LOOKING WEST-NORTHWEST
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The irregularly shaped, grassy island formed between the access drives, camper/trailer parking area, and

truck/bus parking area is lined by concrete curbing and incorporates artificially created, low hills planted

with deciduous trees (Figure 68). Those trees that are present conform to the placement in the planting
plan; those shown on the plan to the east and southeast of the truck parking area either were not planted
or have been removed. This open portion now serves as a pet exercise area.

Sidewalks are located within the island as depicted in the plan. One curves around the east and south edges
of the camper/trailer parking area, and another the east and north edges of the truck/bus parking area.

Another connects these two, running from the southeast corner of the former parking area to the northeast

corner of the latter. Another continues from the northeast corner of the truck/bus parking area east to the

west edge of the access drive, which one must then cross to reach the auto parking area and the toilet

building beyond it to the east. Just prior to and at the west edge of the access drive at this point, very short
sidewalks extend southeast and southwest, respectively, to an octagonal concrete pad, which served as the
foundation for the info stop shelter. The shelter has been removed, and the octagonal pad currently holds
a picnic table. At the southeast end of the sidewalk on the east side of the truck parking area is a small,

modern storage shed (see Figure 65). Along the south side of the sidewalk on the south edge of the
camper/trailer parking area are three, regularly spaced precast-concrete picnic tables, set into pouredconcrete slabs. Pedestrian lighting, formerly of the globe variety, has been replaced with LED standards.

Another sidewalk with curb runs along the east side of the automobile parking area. On its east is an at-

grade concrete terrace, which would be rectangular in plan except that the sidewalk is angled along its west

FIGURE 68. BURGEN LAKE REST AREA, ISLAND BETWEEN TRUCK AND CAMPER/TRAILER PARKING, 2016, LOOKING

WEST
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edge. The terrace, according to plan, includes a planter inset near its south edge, adjacent to the sidewalk
and defined by a raised, concrete border, which now holds densely packed spirea rather than the wineleaf
potentilla of the plans. At the northeast corner of the planter is a historical marker, installed in 1994. The
marker consists of a metal sign mounted on a metal pole, and it discusses the Red River ox cart trails. Behind

it are two flagpoles. On the east end of the planter are two benches, with concrete legs set into the terrace
and replacement seats. A few feet east of the benches, in front (west) of the toilet building is another

planter, which holds a variety of annuals, replacing the dwarf Japanese yew. Alterations to the exterior of
the toilet building appear to be limited to cladding the roof in standing-seam metal (Figure 69). A small
storage shed of unknown date is located behind (east of) the toilet building (Figure 70).

Adjacent to the north edge of the terrace, the concrete extends north to form the floor of what the plans

designate as an overlook, and in fact it did historically offer the aforementioned view of the valley and lake
(Figure 71). The overlook is rectangular in plan. On the east, west, and south, except where the connection

is made to the terrace, are brick-faced walls with stone coping, of varying heights due to the slope down to

the north, but equivalent to approximately four feet above the terrace. From the opening on the south, the
walls are carried south to the north edge of the terrace, then turn outward to the east and west for a short

distance along its east edge. From that point, on the east, the wall turns again to the south and lines the
east edge of the terrace to a point equivalent with the northwest pier of the toilet building. Each end of the
north edge of the overlook incorporates a partial wall of equivalent height to the others, but in between

these, the brick is only a few courses high, and an open metal railing is set into the terrace above it. Within

the floor of the overlook is a rectangular planter defined by a raised, concrete border, which holds
ornamental grasses rather than wineleaf potentilla. On its north are two benches similar to those on the
terrace.

Extending east from the east edge of the sidewalk along the automobile parking area are two ends of the
looping, bituminous, pedestrian trail system which meanders its way into and through the naturally
occurring woods surrounding the site, following the natural terrain. One has the option of limiting their

walk to a wide loop or continuing it on a second, narrower loop that extends east off the first. Upon reaching
the woods, neither loop appears to be well maintained, but the narrower loop is less so than the wider one,
being barely visible in locations due to overgrowth (Figures 72 and 73).

Immediately upon entering either end of the wide loop from the sidewalk, on the exterior side of the loop,

is a picnic shelter (Figure 74). Like the toilet building, the alteration of the two remaining picnic shelters

appears to be limited to cladding the roofs in standing-seam metal. Two unsheltered precast-concrete
picnic tables of the same type found in the shelters, set into square, poured-concrete slabs, are located
according to plan along the north leg of the wide loop prior to entering the woods, but the picnic tables
and benches have been removed from the narrow loop.

Another bituminous path historically extended from the north end of the sidewalk along the automobile

parking area and curved west to a third picnic shelter on the north side of the camper/trailer parking area.
The path has been eliminated, as has the shelter. The picnic tables and the shelter screen, however, remain.
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FIGURE 69. BURGEN LAKE REST AREA, TOILET BUILDING, 2016, LOOKING SOUTH

FIGURE 70. BURGEN LAKE REST AREA, STORAGE SHED, 2016, LOOKING NORTH
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FIGURE 71. BURGEN LAKE REST AREA, OVERLOOK, 2016, LOOKING SOUTHEAST

FIGURE 72. BURGEN LAKE REST AREA, DETAIL OF WIDE-LOOP PEDESTRIAN PATH, 2016, LOOKING WEST
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FIGURE 73. BURGEN LAKE REST AREA, DETAIL OF NARROW-LOOP PEDESTRIAN PATH, 2016, LOOKING EAST

FIGURE 74. BURGEN LAKE REST AREA, PICNIC SHELTER, 2016, LOOKING SOUTHEAST
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Evaluation
The Burgen Lake Rest Area is not an important product of the work of a master, and it does not demonstrate
the innovative use or new application of building engineering or structural systems, or of construction
materials.

The rest area, as developed in 1970, significantly represented the distinctive characteristics of rest areas as

promoted by state and national standards, and it demonstrated high artistic values expressing the aesthetic

ideals of landscape design expressed through national standards and design principles for roadside
properties of its period.

The rest area was of a complex design which harmonized with its natural

surroundings and directed users to enjoy scenic qualities afforded by existing oak woods, Burgen Lake, and

the surrounding wooded valley both through the routes chosen for pedestrian paths, the placement of
picnic tables and shelters, and the incorporation of an overlook. Paths were designed to follow the existing
terrain of the site, and numerous plantings were installed to enhance the site’s scenic and natural qualities.

The rest area emphasized safety geometrics and achieved efficient and safe circulation of vehicles and
pedestrians through the incorporation of long access roads into and out of the site, allowing for acceleration

and deceleration; thru-routes; and the separation of automobile, truck, trailer, and pedestrian traffic. The

flush-toilet building and picnic shelters, providing higher levels of traveler comfort, were reflective of
contemporary modernist rest-area architecture in the Funk/Revival vein and presented a unified aesthetic.
The Burgen Lake Rest Area therefore meets the evaluation criteria for significance under Criterion C in the

areas of architecture and landscape architecture. The period of significance is 1970, the year in which it was

completed. The essential physical features include those common to all roadside properties, i.e., the
designed landscape and the vehicular circulation system, but also include the toilet building, overlook, the
picnic shelters, the pedestrian circulation system, and the planting arrangements.

The majority of the elements that contribute to this significant representation remain in place with limited

alterations of design, materials, and workmanship, including the toilet building, two of the three picnic
shelters, the overlook, the primary pedestrian sidewalks and paths, the vehicular circulation system, and the

parking areas. Although the formerly asphalt and gravel-clad portion of the building and shelter roofs have

been clad in standing-seam metal, given the lower visibility of these planes and the original cladding of the
caps in metal, the resulting diminishment in integrity is far less severe than at the Forest Lake Rest Area (see

next section). In the toilet building, windows and doors have been replaced within their original openings.

The site continues to incorporate naturally occurring and planted vegetation in much the same arrangement
as was present historically.

The most notable loss of integrity pertains to setting, in that views of Burgen Lake and the surrounding

valley can no longer be obtained from the site because of the heights and widths to which the trees north

of the overlook have grown. It does appear, however, that this condition may be reversible through the
removal of these trees. A drop in elevation occurs beyond the north edge of the site, which is what allowed
for views of the valley historically, and comparison of a 1965 and a current aerial photograph shows that
the vegetation pattern in that valley is largely unchanged.
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As the Hansel Lake Rest Area is slated for demolition in 2026, the Burgen Lake Rest Area will be the last

remaining interstate safety rest area associated with the earliest wave of construction (i.e., the groupings

designed by Kane, Siddens, and Gauger) which has both significance in architecture and landscape

architecture and the majority of its original, essential design elements intact, imbuing it with the ability to
convey its significance.

Recommendation
The Burgen Lake Rest Area is eligible for listing in the National Register.

FOREST LAKE REST AREA (WA-FLC-007)
I-35, 0.8 mi S of CSAH 2

R.P. 131.02; Lat/Long: 45.27083 -93.00913
Washington County

History
Plans for the Forest Lake Rest Area were finalized and signed by MHD staff in late May and early June of

1969 (Figure 75). Raymond K. Kenow signed the plans cover sheet as engineer, and the cover sheet lists A.
P. Swanson as the head of the design squad for site planning. Designs for the toilet building and picnic
shelters were outsourced to the firm Gauger and Associates, Inc., out of St. Paul, and the architect assigned

by the firm was Glenn Gauger, whose plans are dated April 9, 1969. In addition to the Forest Lake site, the
Gauger firm was commissioned by the MHD to design the buildings and shelters for three rest areas along

Interstate 35 (General Andrews, Goose Creek, and Kettle River), all of which were designed and completed
between 1968 and 1972.

Although all of Gauger and Associates’ rest area toilet building designs were in the Funk/Revival vein, the
one for Forest Lake is architecturally unique, with an asymmetrical hexagon plan and a dramatic reverse-

mansard roof with exaggerated eaves (Figure 76). The other three, all of which have been razed, were

circular in plan with flat-topped conical roofs, and presented a hut-like appearance. The Forest Lake design
is one story, with the wider, west-facing elevation serving as the façade. It is of concrete-block construction,

faced in variegated brick, ranging from red to brown to grey and laid in a common-bond pattern. Brick
cantons and a central brick pilaster frame the façade into two bays, both of which are fully occupied by

plate-glass windows. Adjacent to each canton, on the northwest and southwest elevations, is an entry, each
consisting of a glass door with a transom panel and flanking sidelights to the height of the latter. The

northeast and southeast elevations each have two symmetrically arranged sets of paired windows. The east
elevation is not fenestrated. The low-pitched portion of the dramatic dual-pitch roof has exaggerated eaves

that flare out on the north, south, and east, and it features rough-sawn wood fascia. The soffits are wood

and hold recessed lights. The planes of this portion fold down just slightly in the center, and within each

fold rests a corner of the steeply pitched, hipped, central portion of the roof. The entire roof is clad in wood
shakes, and the steeply pitched portion has metal flashing.
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FIGURE 75. FOREST LAKE REST AREA, 1969 SITE PLAN
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FIGURE 76. FOREST LAKE REST AREA, TOILET BUILDING, CIRCA 1970
The design for the picnic shelters complements that of the toilet building. It is triangular in plan, and the

roof is clad in wood shakes and has exposed wood rafter ends. The rafters are underlined by three wide

wood beams set into metal corner brackets that also provide insertion points for the steel columns that
support the roof. The columns are encased in piers faced in brick matching that of the toilet building. The

roof shelters a triangular-plan, concrete-slab floor, into which are set three precast concrete picnic tables.
The supports for both tables and benches are thick concrete columns (one for the table, two for each bench).
The tables have circular tops, and each one is surrounded by three benches. The benches are curved and
arranged to form essentially a concentric ring around each table.

Construction of the Forest Lake Rest Area was completed in 1970, and it was dedicated on October 16 of

that year. As with nearly all interstate rest areas, the original design provides for off- and on-ramps from
and to the highway and associated driveways with sufficient length to allow for safe deceleration and

acceleration. It accommodates the requirement for separate parking for truck and automobile traffic.

Pedestrian circulation is limited to sidewalks in the vicinity of the parking areas. The design additionally

includes a concrete terrace primarily on the west side of the toilet building but wrapping around to the
opposing entry elevations on the northeast and southeast.

A 1960 aerial photograph shows the future rest area site to be entirely within and surrounded by agricultural

land. The 1969 landscaping design indicates simple grading to create barely discernible slopes away from

the toilet building for proper drainage. The planting plan calls for 234 dwarf ninebark, 104 wineleaf
potentilla, 95 dwarf honeysuckle, 43 common hackberry, 38 Marshall seedless ash, 31 serviceberry, 9 sugar

maple, 5 American linden, and 1 littleleaf linden. Tree and shrub placement is largely linear, the exception
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being in a portion of the island west of the terrace and between two car parking lots, in which it is more
staggered. The potentilla, honeysuckle, and littleleaf linden were intended for areas in and around the

terrace. A 1972 planting plan called for the transplanting of 144 trees from an unspecified location to the
Forest Lake Rest Area, with the vast majority destined for the west portion of the site, beyond the built
elements.

Sometime during the 1980s, an info stop shelter was constructed a short distance west of the toilet building.
The semi-enclosed, octagonal-plan, hipped-roof shelter was used at some Class I rest areas to

accommodate an outsourced travel-related advertising program (Rob Williams, personal communication

2019) (see Figure 63).

In 1987, the toilet building was remodeled, with most of the alterations occurring on the interior. Exterior

work was limited to the replacement of the entry doors in their existing frames; replacing the restroom
windows in their existing openings; repairing, cleaning, and painting the window frames on the façade; and
removing the old varnish from the exterior soffits and exposed wood then applying new varnish. The latter

activity was also applicable to the picnic shelters. During the same project, a small storage building was
constructed on the site.

A historical marker was installed on the site in 1997. Sometime between 1991 and 1997, a service drive was

constructed east into the site from Everton Avenue, which runs outside the west edge of the rest area

property, ending at the south end of the south automobile parking area. Its purpose is to provide snow

plows easier access from the MnDOT truck station on the west side of Everton Avenue to Interstate 35

southbound (Rob Williams, personal communication 2019). The info stop structure was razed sometime
prior to 2005. The roofing of the toilet building and picnic shelters was replaced in 2018.

Description
The Forest Lake Rest Area was surveyed in November of 2016. It is located on the west side of and serves
southbound traffic on Interstate 35 (Figure 77). It is in the west end of Forest Lake, and is surrounded on

the north, west, and east by urban development. The topography of the rest area is generally level. To the
south are wetlands associated with Mud Lake, but the intervening vegetation, relative elevation, and
distance is such that this body of water is not visible from the rest area.

The site is accessed from the north, where an off-ramp leads into an access drive. The access drive extends

approximately 0.13 mile before reaching a fork, one branch of which continues generally south to the
extended angle-parking area for trucks, also used by campers/trailers (Figure 78), and the other branch of

which veers west southwest to two separated angle-parking areas for automobiles, consisting of a north lot
and a south lot (Figure 79). The access drive runs along the west edge of and connects both lots, then
follows the south edge of the south parking lot. Beyond the south automobile parking area, the drive runs

generally south for roughly 270 feet, then merges with the drive extending south from the truck parking

area. From that point, a single drive/on-ramp provides approximately 0.15 mile for vehicles to accelerate

as they re-enter the interstate. Modern, LED “cobra”-style street lighting standards have replaced the earlier
versions in the vehicular areas of the site.
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FIGURE 77. FOREST LAKE REST AREA, AERIAL OVERVIEW
The irregularly shaped grassy island formed between the parking areas and access drives is lined by concrete
curbing and is planted with trees conforming to the plan, though appearing to be slightly reduced in
number. No dwarf ninebark shrubs, however, are present.

Sidewalks are located within the island as depicted in the plan. Two run along the interior-facing edges

(south edge of the north lot and north edge of the south lot) of the two automobile parking lots and connect
to sidewalks that extend along and beyond the east edges of both lots to meet in the middle at the at-

grade concrete terrace. The terrace is trapezoidal (or half-hexagonal) in plan, in front (on the west side) of

the toilet building and is formed of triangular panels (Figure 80). The sidewalks meet the terrace at the
corners of the wide edge of the trapezoid, which is nearest the toilet building, and the corners align vertically

with the two west corners of the roof. From the midpoint of each of the angled (north and south) edges of

the terrace, a sidewalk extends radially to the midpoint of the sidewalk along the interior-facing edge of the
nearest automobile parking lot, mimicking the lines of the roof. The combination of these sidewalks forms
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FIGURE 78. FOREST LAKE REST AREA, TRUCK PARKING, LOOKING NORTH

FIGURE 79. FOREST LAKE REST AREA, SOUTH AUTO PARKING, LOOKING NORTHWEST
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FIGURE 80. FOREST LAKE REST AREA, TOILET BUILDING AND TERRACE, 2016, LOOKING EAST
two triangular sub-islands on the east side of the radial sidewalks, one each to the north and south of the

terrace, and within each island is an original picnic shelter (Figure 81). A third original picnic shelter is

located adjacent to the sidewalk approximately midway along the east edge of the north automobile lot.
On the west side of the radial sidewalks, and bounded by the north and south parking lots and the access

road between them, is a larger, hexagonal sub-island. Within this island are five open picnic tables, as
originally placed. Two short sidewalks extend from near the northwest corner of the truck parking area,

one generally west toward the southernmost picnic shelter, which was on the original plan, and one

northwest toward the southwest corner of the toilet building, which was not. One unsheltered picnic table

is located midway along the latter sidewalk, on its east side. No pedestrian paths other than the sidewalks
were in the original plan or are currently present. Pedestrian-scale, modern LED, “cobra”-style lighting
standards have replaced the unique cubic lighting standards that were present historically.

The wood-framed windows of the façade of the toilet building have been replaced with metal-framed
windows in the same configuration. The terrace in front of and wrapping to the north and south sides of

the toilet building continues to conform to the 1969 plan (Figure 82). In the south half of the portion in

front of the building is a hexagonal, at-grade planter, its lines paralleling those of the terrace, and it contains

a single tree surrounded by shrubs. In the north half of that portion, in line with the planter, are three stark,
concrete benches set at angles to also parallel the lines of the terrace. To the east of these, nearer the

building, are two flagpoles. At the exterior edge of each of the wraparound portions of the terrace is another
concrete bench, oriented with the lines of the terrace. Behind each of these is a planted hedge. On the
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FIGURE 81. FOREST LAKE REST AREA, PICNIC SHELTER, 2016, LOOKING WEST-NORTHWEST

FIGURE 82. FOREST LAKE REST AREA, TERRACE, LOOKING NORTH
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west side of the terrace, in the grass, is a Blue Star Memorial Highway Marker. On the northwest side, in

the grass, is a historical marker, consisting of a metal sign mounted on a metal post. Erected by the

Minnesota Historical Society in 1997, it is titled “Ribbons of Steel,” and it provides a brief summary of the

history of railroads in Minnesota.

North of the toilet building are two regularly spaced rows of deciduous trees. These are in accordance with
the 1969 landscaping plan, as are the two shorter rows of trees to the south and east of the toilet building.

Approximately midway along and adjacent to the west edge of the truck parking area is a curb-lined

bituminous pad that holds a dumpster. On its south is the 1987 storage building. On the west side of the

dumpster pad are a relatively young tree and a shrub, the only plantings in the portion of the island between
the south automobile parking area and the truck parking area.

The west portion of the site from the north end to the back drive off Everton Avenue generally conforms to
the 1972 transplanting plan, though replacements and removals may have occurred. South of that drive

are a few very young trees, but a 1991 aerial photograph suggests that this area did not receive as many
trees as indicated on the plan. It is also now traversed by power poles and contains a storm water pond.

Evaluation
In 2018, after the completion of the evaluation of the Forest Lake Rest Area but prior to the submittal of

this report, the wood shakes cladding the roof of the toilet building and picnic shelters were replaced with

standing-seam metal, and the wood soffits of the toilet building with metal ones (Figure 83). Because the

FIGURE 83. FOREST LAKE REST AREA, TOILET BUILDING, 2020, LOOKING EAST
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roof is the most important architectural feature of the toilet building, and because the use of wood shakes
for roof cladding is an identifying characteristic of the Funk/Revival style, the loss of integrity of materials

created by the use of standing-seam metal is severe, and the building can no longer convey its architectural

significance as an individual element. Adding the picnic shelters into the equation, the rest area as a whole
also does not have the integrity to convey its significance in the area of architecture. This condition,
however, is reversible, and in the event that the roof(s) was restored with materials in-kind to the original

in the future, the rest area would have the integrity to convey its significance and would be eligible for
listing in the National Register per the evaluation as originally completed. For this reason, the original
evaluation is provided below. All information other than the roofing material is currently accurate.

The toilet building and picnic shelters were designed by an architect, Glenn Gauger, but they do not
represent the important work of a master. No evidence is present to suggest that the Forest Lake Rest Area
design was a pivotal achievement for the Gauger and Associates firm within the context of its other work.

The Forest Lake Rest Area is not a significant representation of the early interstate rest areas, in that it does

not possess all of the characteristics of the type as promoted by state and national standards. The site

design, while incorporating safety geometrics, is not particularly complex: the topography is level, the
vehicular circulation pattern simply brings travelers to the exterior edges of parking areas in a unidirectional

fashion before continuing back out, and pedestrian circulation is limited to sidewalks that bring them
directly from the parking areas to the toilet building and back. The site plan does not harmonize with or

intentionally direct users to natural and/or scenic qualities, as these are not a feature of the site or its
surroundings. While the agricultural fields that preceded the rest area may once have allowed for distant

views to Mud Lake from the site, this potentiality did not figure into the rest area design, in which plantings
were located in such a fashion that they blocked views to the south.

The toilet building at the Forest Lake Rest Area is Minnesota’s strongest representative of the Funk/Revival
style as used in rest areas throughout the country during the 1970s. It features an ostentatious take on the
reverse mansard roof, clad in wood shakes, a cladding that is typical of the style. Also typical of the style is

the use of brick, while the liberal incorporation of glass on the façade indicates the Modernist allegiances
of this vaguely revivalist architectural approach. The picnic shelters architecturally complement the toilet
building, and additionally incorporate furnishings of precast concrete in curved forms, which speak to the

use of new materials and experimentations with form that characterized some Modernist architecture
during the 1960s and early 1970s. The Forest Lake Rest Area is therefore significant under Criterion C in

the area of architecture. The period of significance is 1970, the year in which construction of the rest area
was completed.

Although, as noted above, the site design is not complex, it successfully achieves an aesthetic that is in
keeping with the naturalistic aims for Minnesota’s early interstate rest areas but decidedly Modern rather

than Rustic. The landscaping creates a parklike setting to provide an oasis amidst frenetic interstate traffic
and urban development of increasing density, and is complemented by the use of a natural material, wood

shakes, on the most prominent building and shelter surfaces, i.e. the roofs. At the same time, the site evinces
strong design continuity, not only in the repetition of materials in the building and shelters, but also in the
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repetition of the geometry of these structural elements in the walkways, terrace, and islands. In this sense,

it is among the most, if not the most, cohesive of the rest areas when considering the relationship of the

architecture to the landscape architecture and an outstanding expression of the aesthetic ideals of its
construction era. The Forest Lake Rest Area is therefore also significant in the area of landscape architecture.
The period of significance is 1970-1972, which accounts for the completion of the rest area and the
subsequent transplanting of trees to the site.

The design, materials, and workmanship of those elements of the Forest Lake Rest Area present when it was

completed in 1970-1972 are largely intact. Exterior alterations on the toilet building are limited to the
replacement of the small, rear windows within the same openings and of the façade doors and windows

using frames of a different material but in the same configuration. The interior of the toilet building does

not play a role in the significance of the rest area, and therefore its remodeling does not diminish the
integrity of the property to convey its significance. The picnic shelters have not been changed. No portions

of the original vehicular or pedestrian circulation system have been removed. The replacement of the

Modern pedestrian light standards with cobra-head versions diminishes the integrity of design and
materials, as well as of feeling, but they are similarly placed and are not prominent enough to negate the

ability of the site to convey its significance.

One post-1972 addition to the site, the info stop, has been removed and its location restored to grass.
Other post-1972 additions include the two markers, which have not altered the architecture or landscape

architecture, and as minor elements, they do not interfere with the ability of the built/landscaped elements
of the site to convey their significance.

Post-1972 additions that diminish the integrity of design include the sidewalk from the truck parking area

to the toilet building; the bituminous pad for the dumpster and the adjacent storage building; and the

driveway extending from Everton Avenue North into the site. The sidewalk from the truck parking area is

located outside of the triangular and hexagonal islands and the terrace, and therefore does not change the

repetition of geometry at the site. It essentially parallels a still-extant original sidewalk connecting the truck

parking area and the sidewalk leading to the toilet building, but reaches the latter sidewalk at a point much
closer to the building. It therefore does not represent a functional change, and as a sidewalk, it has no

impact on the architecture of the toilet building or picnic shelters. Its diminishment of the integrity of
design is therefore negligible. The bituminous pad and storage building, which additionally diminish

integrity of setting, are located near the south end of the site, beyond the landscape and architectural

features of the rest area that are responsible for its significance. These therefore do not compromise the

intended spatial organization of the original design. Located as they are and given the small size of the
storage building, they are not visually prominent, and are even less visible during leaf-on conditions, when
they are largely shielded from the primary use area of the site by planted trees, conditions which render
their diminishment of integrity of setting minimal.

The driveway from Everton Avenue is for the use of vehicles coming from the MnDOT truck station on its

opposite side. As such, it creates a loss of integrity in design, setting, and association because it does not

relate to the primary function of traveler safety and rest. This loss, however, is also minimal. The roadway
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is gated off at the west end to restrict usage, and it therefore does not alter the vehicular access or

circulation pattern of the site for users of the rest area. Additionally, it is a low-profile element near the

south end of the site, subject to the same conditions as the storage building and bituminous pad. Its use

is likely infrequent, and without the presence of trucks, it would not register strongly in views from or of the
primary use area of the site.

Overall, the Forest Lake Rest Area retains very good integrity of location, design, materials, workmanship,
setting, and association. Integrity of feeling is by and large an outgrowth of these six aspects, as it is only

logical that the greater the retention of a property’s composition, surroundings, and associations from a

given historical period, the more the property will evoke the feeling of that period. As such, integrity of
feeling is also very good.

The Forest Lake Rest Area, as noted above, includes Minnesota’s strongest representative of the
Funk/Revival style as used in rest areas throughout the country during the 1970s. While it was always the

strongest representative, it is now also the last extant embodiment of this style in rest areas originally
planned for and unique to Interstate 35.

Recommendation
As noted in the first paragraph under “Evaluation,” the Forest Lake Rest Area currently does not have the

integrity to convey its significance, and is therefore not eligible for listing in the National Register. If,
however, the roofing material of the toilet building and picnic shelters is reversed with materials in-kind to

those present historically, and any future improvements to the site are carried out in a historically
sympathetic fashion, the Forest Lake Rest Area would be eligible.

GLENWOOD OVERLOOK (PO-GLC-022)
MN 55, 1 mi N of MN 28

R.P. 69.8; Lat/Long: 45.66196 -95.38253
Pope County

History
The five acres on which the Glenwood Overlook is located was donated in 1934 to the City of Glenwood by

a Mrs. E. M. Webster (“Walk, Bike and Explore: City of Glenwood,” www.glenwoodlakesarea.org/walk-bike-

and-explore-maps.html [Walking Map]). Plans were developed by the MHD with Arthur Nichols as the

consulting landscape architect and approved in March of 1937, with the planting plan to follow in
September of 1938 (Figures 84 and 85). The plans depict a curved, gravel drive through the site, connected

on the east end to TH 55 and the north end to a “public road,” which is 14th Avenue, creating a large,

quarter-circle island. Extending southwest and west from the northern portion of the curved drive are two

driveway extensions separated by a small triangular, sod-surfaced island and meeting on the southwest at

the overlook proper. All drives within the site are lined on each side with a three-foot strip of sod but no
curbing, while six-inch-high concrete curbing borders the island. The overlook is generally semi-circular in
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FIGURE 84. GLENWOOD OVERLOOK, 1937 SITE PLAN
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FIGURE 85. GLENWOOD OVERLOOK, 1938 PLANTING PLAN
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plan, but with concave curves on either end of its northeast edge. A masonry wall using split-faced field
stone of eight-inch minimum diameter is located around the perimeter, and a concrete walkway with sixinch-high curbing runs along the interior. In approximately the center of the overlook is an elliptical, sod-

surfaced island outlined by six-inch-high concrete curbing; between the island and the walkway, the

drive/parking area for the overlook is surfaced in gravel. Although not indicated on the plans, a circa-1940
photograph depicts a trail running below the exterior of the wall (Figure 86).

A wide arc of staggered American elms are shown paralleling the north/east edge of the drive through the
site.

Immediately surrounding the overlook from the merging of the driveway extensions to points

equivalent with the southwest edge of the island are densely packed juniper shrubs and red cedar trees.

More widely spaced groupings of American elms, silver maples, and green ash occupy the remainder of the

site, to the south, east and north of the overlook, as well as the other three quadrants of the TH 55 and 14th

Avenue intersection.

The wayside was constructed according to plan by the NYA in 1938, with 45 men beginning construction

on January 1 (Walking Map). It included the overlook and a picnic area in the quarter-circle island (MHD

1938:30), the latter of which contained at least six picnic tables and what appear to be fireplaces (Figures
87 and 88). During its construction, the State of Minnesota entered into a maintenance agreement with the

City of Glenwood, in which the latter entity was to provide money and labor for its upkeep.

On April 27, 1948, over 200 residents of Glenwood planted thousands of spruce, Jack pine, and cedar

seedlings in the vicinity of the rest area. The trees had been provided by the state under a 1947 bill that

donated seedlings to organizations, in this case, the Glenwood Sportsmen’s Club and the Glenwood
Chamber of Commerce, willing to “furnish labor to plant them on public property” (MnDOT Historic
Roadside Development Structures Inventory form, PO-GLC-022). In 1955, a lectern-type geological marker
was installed on the wall, through the cooperation of the Geological Society of Minnesota and the MHD.

Harold Olson photo album, on file at the MnDOT Site Development Unit (Olson photo album)

FIGURE 86. GLENWOOD OVERLOOK, OVERLOOK EXTERIOR WITH TRAIL BELOW, CIRCA 1940
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FIGURE 87. GLENWOOD OVERLOOK, OVERVIEW, 1940

FIGURE 88. GLENWOOD OVERLOOK, PICNIC AREA, 1940
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A 1961 inventory of Minnesota’s roadside parking areas and historical markers indicates that by that time,
the rest area provided motorists with water, five picnic tables, two fireplaces, three refuse containers, and

two toilets in addition to the overlook and geological marker. The tables, toilets, water, fireplaces, and
geological marker are similarly indicated on the MHD’s 1975 rest areas brochure.

When the rest area was surveyed in 1997, the toilets had been removed, as well as any historically present

picnic tables and fireplaces. In that year, only two picnic tables and a single charcoal grill on metal post
installed in the 1980s were present. No mention is made of a water source, which must therefore have been

also removed, or capped. The gravel drives had been paved with asphalt, reducing the effective curb height
(MnDOT Historic Roadside Development Structures Inventory form, PO-GLC-022).

When a treatment report was prepared for the Glenwood Overlook in 2002, MnDOT was in the process of

transferring full ownership of the rest area site to the City of Glenwood (Michael J. Burns Architects 2002).
At that time, the overlook wall and lectern were generally intact, but several stones were missing; mortar

joints were cracked, missing, or improperly repaired; and expansion joints were loose or missing. A concrete
walkway remained along the interior of the wall, but portions had been “mud-jacked or lifted in-situ . . . to
horizontally realign them” (Michael J. Burns Architects 2002:4), and a visible, raised concrete edge had been
added at the base of the wall. The gravel drive/parking area had been resurfaced with asphalt, reducing

the height of the concrete curbing. The 1980s picnic tables and charcoal grill remained. The report indicates

that the majority of the MHD-designed plantings have been lost, but many of the trees planted in 1948

were still present. It further elaborates that when planted, these were located near the northern and
southern edges of the rest area site. Plantings had been added during the 1980s or 1990s, including:
deciduous trees such as ash, crab apple, and poplars, a group of pines and spruce on the

quarter-circle island, and a group of spruce near the southeastern entrance to the site.
Arrangements of juniper, arborvitae, and spirea shrubs [had] been planted in rock-mulched

planting beds at the ends of the wall. An annual flower garden [had] been established on
the oval island [Michael J. Burns Architects 2002:3].

Description
The Glenwood Overlook was surveyed in July of 2019. It is located on the south side of 14th Avenue NE and
the west side of TH 55, at the intersection between the two roads. Vehicular circulation into and within the
wayside is still according to the original design. The access drives and drive/parking area, as previously

noted, have been surfaced in asphalt, but the height of the concrete curbing around the two smaller islands
and walkway has been reduced only by one inch. Both islands are still grass-surfaced, but each now contains

a garden. The annuals garden in the elliptical island is approximately 13 feet in diameter; a short sign on

the edge of the garden indicates it is a project of the Glenwood Lions Club (Figure 89). The garden in the

triangular island is bordered by fieldstones and contains mulch and perennials; it measures approximately

six-and-a-half feet in diameter (Figure 90). The large quarter-circle island retains the trees described in the

2002 treatment report, and it still holds the two combination picnic tables, metal-framed with wood
tabletops and seats, on concrete slabs installed in the 1980s (Figure 91). The grill has been removed.
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FIGURE 89. GLENWOOD OVERLOOK, ELLIPTICAL ISLAND WITHIN CONCOURSE, 2019, LOOKING SOUTHWEST

FIGURE 90. GLENWOOD OVERLOOK, GARDEN IN TRIANGULAR ISLAND, 2019, LOOKING NORTHEAST
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FIGURE 91. GLENWOOD OVERLOOK, VIEW TOWARD LARGE ISLAND (BEHIND DRIVE), 2019, LOOKING NORTHEAST
The overlook wall is random ashlar, split-faced granite in a wide range of pink and gray hues, and it measures

approximately 380 linear feet (Figure 92). On the exterior, the wall height varies with the surface elevation,
but extends to a maximum of six feet (Figure 93). On the interior, it is 34 inches in height except at the

piers, which are 40 inches tall (Figure 94). Piers are located at the ends of the wall nearest the drive, at each
end of the concave curves, and in four regularly spaced locations along the main arc. In the center of the
arc is the lectern-type geological marker, which is of random rubble construction. It features a plaque
describing the geology of the Glenwood region of Minnesota, including the formation of Lake Minnewaska,

an impressive view of which is obtained from the overlook (Figure 95). Excessive added mortar surrounds

the plaque. The wall is largely intact, but the missing stone, mortaring issues, and added raised concrete

edge described in the treatment report have not been remedied.

The planting arrangements that were installed in front of the straight segments of the wall on both sides of
the drive have thrived over the last 17 years, so that they mask those segments from the view of incoming

motorists (see Figure 92). Ten to 15 feet in front (northeast) of the southeastern arrangement, a small,

gable-roofed information board has been added, with gutters that empty into a rain barrel (Figure 96).
Attached to it is an enclosed, small shelving unit with books which may be borrowed. Perennials are planted
underneath the information board, and the information board/rain barrel arrangement is encircled by mulch
and fieldstones, matching the garden in the triangular island.

Approximately 25 feet north of this

arrangement, a pipe with attached water faucet extends out of the ground. On the opposite side of the
drive from the faucet is a gridded concrete pad holding a plastic refuse container (see Figure 92).
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FIGURE 92. GLENWOOD OVERLOOK, VIEW TOWARD OVERLOOK WALL, 2019, LOOKING SOUTHWEST

FIGURE 93. GLENWOOD OVERLOOK, PARTIAL VIEW OF WALL EXTERIOR, 2019, LOOKING NORTHEAST
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FIGURE 94. GLENWOOD OVERLOOK, PARTIAL VIEW OF WALL INTERIOR, 2019, LOOKING SOUTHWEST

FIGURE 95. GLENWOOD OVERLOOK, GEOLOGICAL MARKER AND VIEW TO LAKE MINNEWASKA, 2019, LOOKING

SOUTHWEST
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FIGURE 96. GLENWOOD OVERLOOK, INFORMATION BOARD WITH BOOKS ATTACHMENT, 2019, LOOKING EAST
A generally open area containing several deciduous trees is located south of the main drive where the green

ash were planted (Figure 97). Beyond these to the south, and subsuming the southern area of silver maple
plantings indicated on the planting plan, the remainder of the wayside is dense with trees, primarily

evergreens, a result of the 1948 planting effort. West of the main drive is a smattering of coniferous and

deciduous trees within an area where the planting plan called for the fairly regular but not too closely
spaced placement of American elm (Figure 98). To the west of this area are more of the trees planted in

1948, which are beyond the area covered by the wayside plan. These trees, incidentally, are interrupted by

a driveway which leads south from 13th Avenue NE to a modern residence that is substantial but not visible

from the wayside due to the trees.

Although the trail below the exterior of the overlook wall is no longer present, a wide swath of grass

following the exterior of the overlook wall is mowed, as well as an extension south from the exterior of the
center of the main arc. This extension leads out to another vantage point, and may be accessed simply by
walking along the exterior of the wall (Figure 99).
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FIGURE 97. GLENWOOD OVERLOOK, TREES ALONG SOUTH SIDE OF DRIVE, 2019, LOOKING EAST

FIGURE 98. GLENWOOD OVERLOOK, TREES WEST OF DRIVE, 2019, LOOKING NORTHEAST
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FIGURE 99. GLENWOOD OVERLOOK, VIEW TOWARD VANTAGE POINT BELOW WALL, 2019, LOOKING SOUTH

Evaluation
The Glenwood Overlook was recommended in 1998 as eligible for listing in the National Register as a

property significant to the history of roadside development for its construction during the Depression, its

exemplification of the cooperation of the MHD with the NYA, and its exemplification of distinctive and wellconstructed public facilities built by the MHD in partnership with federal relief agencies. It was also
recommended as eligible for its design significance as a well-preserved example of the type of stone

overlook walls built by the RDD, an excellent example of the NPS Rustic style in a wayside, and an important

example of the roadside development work of Arthur Nichols (MnDOT Historic Roadside Development
Structures Inventory form, PO-GLC-022). It has been re-evaluated under the revised evaluation criteria for
roadside properties along Minnesota’s trunk highways.

The Glenwood Overlook, completed in 1938, is not one of the earliest roadside property developments with
involvement by the MHD. No evidence has been found to suggest that its design or construction influenced
subsequent roadside development practice or projects, that it fulfilled a key transportation-related need

beyond motorist respite, or that it reflects accommodation of an important shift in the pattern of highway
travel. Its construction does not stand out in the effort to remedy the Depression, nor is it associated with

an important component of a federal-relief program. The overlook is not the result of an organized,

community-wide effort or campaign to obtain a roadside property. It does not include a well-rounded

complement of recreational amenities, and it did not set important standards for overlooks along the
Minnesota trunk highway system, nor did it make an unusually significant contribution to a local community.

It therefore does not meet Criterion A.
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Although the Glenwood Overlook was designed by Arthur Nichols, neither the wayside as a whole nor the

concourse stand out as an important achievement within the context of his career overall, or within the
corpus of his roadside development designs. The property’s design and construction do not demonstrate

the innovative use or new application of engineering or structural systems, or of construction materials.

The Glenwood Overlook satisfies Criterion C as it possesses demonstrated high artistic value by outstanding

expression of the aesthetic ideals of the federal-relief era, and relatedly, it constitutes an outstanding
example of the NPS Rustic style, particularly with regard to the excellent craftsmanship incorporated into

the stone overlook wall. Fitting large, rough-cut stones with the irregular alignment encouraged by the

Rustic style into, smooth, symmetrical, pronounced curvatures over a length of nearly 400 feet with a wall

height of up to six feet clearly required specialized skills, which are evident in the tight arrangement and

continuous planes of the finished product. While it does not achieve the complexity of the most grandly
constructed overlook walls, such as at the Gooseberry Falls Concourse or the Taylors Falls-South Overlook,

as they appeared during the federal-relief era, it is a combined step above the predominantly linear overlook

walls, such as at the Orr or Whipholt roadside parking areas; those of coursed-ashlar construction, such as
at the Cold Spring and Silver Lake roadside parking areas; and the relatively modest, typically pedestrian
overlooks such as at the Granite Falls or Pine-Hickory Lakes roadside parking areas, built during that period.

The stone is granite, which is indigenous to central Minnesota, and the wall is appropriately scaled in plan,
given the acreage within which it is located and the broadness of the landform on which it is situated, and

therefore the wall is in keeping with the tenets of the Rustic style. Despite the vertical scale of the wall, it

remains subordinate to the naturalistic environment, given that its exterior height is not registered by the
typical motorist, whose views instead are drawn over the wall to the spectacular vista containing the lake.

The wall is further made subordinate by the shrubs and other plantings screening the segments near the

drive, which although not original, mimic the densely clustered shrubs depicted there in the plan, and the
numerous trees present throughout and bordering the property.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site, with the designed landscape and the overlook wall being its most significant characteristics. It is
significant at the state level in the areas of architecture and landscape architecture.

The period of

significance is 1938, the year of its completion. The essential physical features include those common to all

roadside properties, i.e., the designed landscape and the circulation system, which includes the overlook
concourse. In addition to these are the overlook wall and the general planting arrangement.

The property’s integrity of location is excellent, and its design is largely intact and reflects the original design

intention. The replacement of the pedestrian trail below the overlook wall with a mowed area still accessible

to pedestrians does not diminish the integrity of design in a significant way, particularly as the trail was not

a designated component on the design plan. Although the site presents replacement trees somewhat more

randomly placed and fewer than they were historically, their type and arrangement are much like natural

tree growth occurring in the greater vicinity of Glenwood, and therefore do not negate the Rustic aesthetic

of the site. Introduced gardens in the islands and beneath the information board are small and low in

profile, and therefore create only a minor visual change, and as previously noted, the shrubs planted in front
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of the segments of the wall near the drive do not constitute a substantial change in design. The information
board is small in scale, simple, and largely of wood and does not impact the views or aesthetics of the site.

The site maintains its relationship to the trunk highway as well as its important views to Lake Minnewaska,

and has strong integrity of setting and association. Despite the need for some rehabilitation, the materials

and workmanship involved in the construction of the masonry overlook wall, an important aspect of the

site’s character, are largely unaltered and are readily evident. Curbing throughout the site and the sidewalk

along the interior of the wall have always been concrete. Diminished integrity of material is obtained
through the replacement of the gravel surfacing of the drives and parking area with bituminous pavement;

however, this diminishment is slight when considering the site as a whole. Given the good integrity of
location, design, materials, workmanship, association, and setting, the site retains its integrity of feeling.

Recommendation
The Glenwood Overlook is eligible for listing in the National Register.

KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE (DK-SPC-020)
MN 156, at Butler Avenue, South St. Paul
R.P. 2.95; Lat/Long: 44.91396 -93.05476

Dakota County

History
The idea for a historical marker in South St. Paul to commemorate the American Indian village, Kaposia,
which formerly occupied the area, was initiated by the Dakota County Historical and Archaeological Society
in June of 1940. At that time, the society assigned a committee chaired by Martha McConnell Burnley and

otherwise including Mrs. J. D. Finerty, Bernard Beadle, and Fred Lawshe to “consult with the highway
department . . . it being one of the projects of the highway department to so beautify historic spots along

state highways and make work for young men in the NYA” (South St. Paul Daily Reporter [Reporter] 1941a,
1940). Although a property already owned by the city was originally proposed, the committee and the city
council ultimately sought to instead obtain a plot at the intersection of Summit Avenue and Trunk Highway

56 (Concord Street), which was selected by the city engineer, Lloyd McNulty, and located near “the entrance

to Simon’s ravine, which also was the starting point of the old overland Indian trail leading from the Village
of Kaposia to Mendota” (Reporter 1940). The land was owned by the Chicago and Great Western Railroad

Company, whose line was located on the opposite side of Concord Street, but the railroad company agreed
to deed the site to the City of South St. Paul free of charge (Reporter 1941a, 1941b).

The MHD presented a design for the parcel, which it “rated . . . as one of the most beautiful and best located

from a scenic section in this section of the state” (Reporter 1941b) in October of 1940 (Reporter 1940). Only

page two of the two-page plan has been located (Figure 100). It depicts street parking for the site next to

added sidewalks along both Summit Avenue and Concord Street, the former of which is higher in elevation
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FIGURE 100. KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE, 1940 MARKER PLAN
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than the latter. Wide, concrete steps lead down from the sidewalk at Summit Avenue to a wide sidewalk

that runs in front of the marker complex and continues ahead to another set of concrete steps leading down
to Concord Street. From the wide sidewalk in front of the marker, two concrete steps lead up to a concrete
terrace in front of the marker. The marker depicted is a shaft-type marker of stone laid in a random ashlar

pattern with wing walls extending out from either side of it, and each wing wall contains a brick panel with
a single-course surround of rowlock and header brick with “clip corners” surrounding a recessed interior

laid in a herringbone pattern. The wing walls step down at the exterior. From each end, a lower wall extends
out in perpendicular fashion, stepping down toward the front, creating a surround for the terrace. A bench

is located against each of the lower walls on the terrace, having limestone legs and a concrete-slab seat.
From the front ends of the lower walls, another wall extends out, again in perpendicular fashion and

stepping down. The marker and walls double as a retaining structure built into the slope between Summit
Avenue and Concord Street. The plan further shows another wide sidewalk, centered on, perpendicular to,

and extending out from that in front of the terrace, creating islands between it and the Concord Street and

Summit Avenue sidewalks. Plantings are only shown in a perspective view, essentially an illustrative
rendering that does not include species identification, but it shows shrubs planted behind all walls of the

marker complex and within the two islands; evergreens situated back and upslope from the marker; three
deciduous trees in the slope surrounding the marker; and one deciduous tree in the island next to Summit

Avenue. Arthur J. Larsen and Willoughby Babcock of the Minnesota Historical Society were responsible for
the accuracy and design, respectfully, of the marker plaque.

Construction of the wayside began in late January of 1941 with the use of some type of shelter against the

cold. The MHD provided the majority of the materials and coordinated the NYA labor needed to build the
wayside, while the City provided mortar and a truck for hauling stone, which the NYA boys dismantled from

a former state prison building in Stillwater and then cut to size onsite. The local street railway company
relocated its poles to assist in beautifying the site. The marker was completed in July (Reporter 1941a, 1941c,

1941d, 1941e). Historical photographs show that the marker complex, including the stairs from either street

leading to the sidewalk in front of it, was constructed according to plan, but changes were made to the

parking and circulation systems (Figures 101 and 102). A sidewalk was not built out from the sidewalk in

front of the marker complex, so no islands were created there. The added short sidewalks along Concord

and Summit were connected to form one U-shaped sidewalk around the north end of the plot. Near the
north end of Summit, the road was widened to allow for shoulder parking on the west side, where a concrete

curb was added. At the end where Summit curved to connect to Concord, the road, then gravel, was

substantially widened to form a gravel drive around an added, U-shaped, grass-surfaced island with
concrete curbing. A single deciduous tree was planted in this island. Shrubs, of the evergreen variety, were

planted as depicted in the perspective view as were the upslope evergreen trees and the three deciduous
trees. The evergreen trees, once mature, would serve to screen a residence on the adjacent property to the
south.

A dedication ceremony was held on July 23, 1941, and attended by 500 people. The keynote address was
given by Arthur Larsen, who discussed the history of the Dakota and life at Kaposia. Bernard Beadle of the

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 153

Olson photo album

FIGURE 101. KAPOSIA VILLAGE HISTORICAL MARKER, MARKER COMPLEX, 1941, LOOKING SOUTHEAST

FIGURE 102. KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE, 1941, LOOKING SOUTH
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Dakota County Historical and Archaeological Society also spoke about Kaposia, and its succession of chiefs
known as Little Crow. It featured a retrospectively cringe-worthy musical performance by the Schmidt’s
[brewery] Post 8 American Legion Drum Corps, a typically all-white group that donned "Indian dress” for

the affair (and several others) (Millett 2004:48). Two Dakota Indians, Iktomi and Dan Stands, performed

traditional dances “to add a touch of realism to the program,” and Iktomi spoke about “the Indians and the

white man and referred to his people as real conservationists who guarded and protected fish and game

and he advised the white of today to adopt the policies of the Indians in these respects” (Reporter 1941e).
A ceremonial ribbon was cut by Mrs. Finerty, and Martha McConnell Burnley had the honor of unveiling the
plaque. Upon completion, the City became responsible for maintenance of the site.

During the 1960s, the street system was altered to allow Butler Avenue, a main east-west thoroughfare to

the west of the site, to connect to Concord Street. In the process, the section of Summit Avenue adjacent

to the site became part of Butler Avenue, requiring the elimination of the grassy island and a shift in location
and size of the shoulder parking area.

Description
The Kaposia Village Historical Marker Wayside was surveyed in November of 2019. It is located at the

intersection of Concord Street, which has been renumbered as TH 156, and Butler Avenue. Because of the

configuration of the intersection, parking now exists as a small paved area with a curb on its west edge on
the north side of Butler/west side of TH 156, about where the northernmost portion of the shoulder parking

was historically, but shifted slightly to the east and more suited to perpendicular parking rather than parallel
(Figure 103). The wayside is intact (Figure 104). A sidewalk continues to form a U along the north, east,

and west sides of the marker plot, connecting at its ends to concrete steps that lead up from TH 156 and
down from Butler Avenue (Figure 105). The TH 156 steps have concrete stringers. The slope up toward

Butler has was extended, presumably when it was reconstructed, resulting in the addition of four upper

concrete steps before reaching the replacement sidewalk. These are shallower than the original, but of the
same height. The north stringer is concrete, and the south is formed by the outermost wing wall, except on
the upper two, which the wall does not reach.

The marker complex, including the yellow and pink limestone marker and walls, brick insets, limestone and

concrete benches, concrete terrace and steps, and concrete sidewalk in front, is intact and appears well

maintained. The marker extends approximately eight feet above the terrace at its highest point, and the
walls are 18 inches thick. The base of the shaft projects out slightly.

Adjacent to the exterior of the lowest stair up to the marker are small, added planters bordered by a single

course of concrete block, each containing one hosta. The evergreen shrubs have been removed, and a

small perennial-shrub garden has been established on the north side of the sidewalk (Figure 105). The

deciduous trees have also been removed, and a single one added near the north end of the U. To its west
is a hand pump; it is not known when this was added. Mature evergreen trees, likely original plantings, are

present upslope and set back from the marker, though they are now integrated with numerous deciduous
trees occupying the former location of the residence to the south.
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FIGURE 103. KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE PARKING AREA (FOREGROUND), 2019, LOOKING
SOUTH

FIGURE 104. KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE, MARKER COMPLEX, 2019, LOOKING EASTSOUTHEAST
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FIGURE 105. KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE, STAIRS AND SIDEWALK, 2019, LOOKING WEST

FIGURE 106. KAPOSIA VILLAGE HISTORICAL MARKER WAYSIDE, NORTH END, 2019, LOOKING NORTHEAST
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Evaluation
The Kaposia Village Historical Marker Wayside, constructed in 1941, is not associated with the earliest
roadside property development by the MHD. Its design and/or construction did not influence subsequent

roadside development practice or projects, nor did it fulfill a key transportation-related need beyond
motorist respite or accommodate an important shift in the pattern of highway travel. Its construction did

not constitute an important federal relief project, and it is neither associated with an important component

of a federal relief program nor the result of an organized, community-wide effort or campaign to obtain a

roadside property. The only recreational amenity at the site is the marker, and it did not set important
standards for historical markers along the Minnesota trunk highway system. The provision of the wayside
did not make a significant contribution to a local community. The wayside therefore is not significant under
Criterion A.

No information identifying the designer has been located. Construction of the marker did not involve the
innovative use or new application of construction materials.

The Kaposia Village Historical Marker Wayside meets Criterion C for its demonstration of high artistic value
and as an outstanding example of the NPS Rustic style, through the design of the historical marker complex.

The artistic value and stylistic success of this design stem from the integration of the marker into a hillside

slope, along with a combination of stonework and brickwork in an adaptation of the Rustic style to an urban
setting. Paramount to the Rustic style was harmony with the landscape, and the building of the Kaposia

Village historical marker complex into the hillside renders it more successful in this regard than the majority
of contemporaneous marker sites. Mimicking the region’s natural hillside limestone exposures, small ones

of which are present along other areas of Concord Street, it blends into its surroundings in a way that those

standing in contrast to level topography generally do not, particularly as the concrete pedestrian elements
are built behind portions of the slope and thus masked from the traveled way. Although the Rustic style is

a naturalistic one, the brick panels are an appropriate nod to the greater urban setting of South St. Paul,

which in the early 1940s featured predominantly brick buildings along Concord Street, its main
thoroughfare. The randomly laid stones are tightly fit with each other and with the bricks, and the brickwork
includes an offset-depth arrangement and variety in pattern, which makes it attractive and avoids rigidity

of line. The wayside therefore is significant under Criterion C.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site, with the historical marker complex being its most significant characteristic. It is significant at the

state level in the area of architecture and landscape architecture. The period of significance is 1941, the
year of its completion. The essential physical features include those common to all roadside properties, i.e.,
the designed landscape and the circulation system. In addition to these is the historical marker complex.

The property’s integrity of location is excellent, and its design is largely intact and reflects its original
intention. Vehicular circulation through the site did not exist, given that it relied on shoulder parking, and

although that parking has been reduced and shifted slightly, it still replicates the pattern of access, i.e.,
parking on the roadside and walking to the marker, that was used historically. Although four upper stairs
have been added on the west, the retention of the U-shaped sidewalk and its connection to both sets of
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stairs upholds the original design intent for pedestrian circulation. The stone, brick, and concrete of the
marker complex are present and in good condition, and both benches remain in place. It is not known

when the hand water pump was added, but this minor, small-scale element set well away from the marker

at the south end of the wayside is not visually intrusive nor does it affect the functional design. The most
notable changes to the wayside are with regard to the plantings. The additions, however, of the two small

hosta planters, the tree at the south end of the wayside, and the small perennial garden in front of the
marker complex are easily reversible, and the reinstatement of the evergreen shrubs could be easily
achieved. Although deciduous trees around the evergreen trees have effected some change in setting,
because the intent would have been to screen the residence and because the area behind the residence
was heavily treed historically, the change is minimal.

Overall, the integrity of design, materials,

workmanship, setting, and association is good. As such, so is integrity of feeling.

Recommendation
The Kaposia Village Historical Marker Wayside is eligible for listing in the National Register.

MANITOU RAPIDS REST AREA (KC-UOG-114)
MN 11, 3.0 mi E of Manitou

R.P. 164.37; Lat/Long: 48.632326, -93.911754
Koochiching County

History
Although this site had been used as a day-picnic area near TH 11 and the Rainy River as early as 1964, rough

grading for a more extensive rest area was completed by 1968. Plans for further development of the site
were underway that year, specifically, to add a vault-type toilet “to go in ‘island’ area with front on center

line of old roadway.” The property was notable for its “excellent views (Rainy River Valley, the Rapids, Rock
Outcroppings, etc.), topographical features, a great variety of plant materials (Wild Roses, Dogwoods,

Junipers, Arborvitae, Pine, Fir, Spruce, Poplar, Oak, Ash, etc.) providing extensive cover [, and] large area for
recreation and future development” (Memorandum, T. W. Erkkila to L. E. Foote, November 20, 1968, MnDOT

Site Development Unit files). In March 1969, plans were let for the standard vault-type toilet building,

approved by MHD engineer William M. Mueller and Director of Environmental Services Lawrence E. Foote
(Figure 107). A water well and water supply system were added in 1975, the plan for which indicates the

presence of a large picnic area on the west side of the rest area. The 1975 directory of Minnesota rest areas

identified the site as offering tables, water, and facilities for the physically disabled, curiously omitting the

toilet facility. By 2003, the site was operated by the Minnesota Department of Natural Resources (DNR); it

is no longer part of the MnDOT rest area program (Robert Williams to Dean Robertson, electronic
correspondence, 24 April 2008, MnDOT Site Development Unit files).
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FIGURE 107. MANITOU RAPIDS REST AREA, 1969 SITE PLAN
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Description
The Manitou Rapids Rest Area was surveyed by Stark and Deco in July of 2015. It is located on the north

side of TH 11 along the south shore of the Rainy River. The extensive site is principally covered in natural,

thick woods, giving it a character more like a campground than a rest area. The site largely conforms to the

1969 site plans. The main circulation system consists of an irregular U-shaped drive, nearly a half-mile in
length, with two entry/exit points on TH 11 (the west entrance is now closed to traffic). Along the mostly
paved drive are four separate parking areas. The south parking area is the largest, and offers angled parking

for trucks and trailers with a circulation system around a d-shaped grassy island (Figure 108). The northeast
parking area offers front-in parking off of the drive (Figure 109). The northwest parking area is an oblong

area accessed by a single drive with front-in parking on each side (Figure 110). The west parking area, like

the northeast parking area, is an expanded area in the roadway for front-in parking, and is currently gravel
surfaced (Figure 111). Beyond that point, the driveway is blocked by a metal barrier preventing vehicles

from continuing to the original western egress point on TH 11 (Figure 112). A vault-toilet building is located
near the center of the site and can be accessed from each of the four parking areas by a gravel or mown
trail (Figure 113). The structure is made of concrete block and has a “bonnet”-style hipped roof. A concrete-

block wall screens the doors of the men’s and women’s entrances. Although the nearby river is not visible

from the road or parking areas because of the thick forest, the site includes trails from two locations for
access to the Rainy River shore. A trail from the northwest parking area consists of treated-lumber steps to

the river shore, with views of the Manitou Rapids (Figure 114). A modern bench is placed at the top of the

steps. A second trail leads from the west parking area and is for hand-carried, small-boat access (Figure
115). No picnic tables are currently on the site.

FIGURE 108. MANITOU RAPIDS REST AREA, SOUTH PARKING AREA, 2015, LOOKING EAST
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FIGURE 109. MANITOU RAPIDS REST AREA, SOUTHEAST PARKING AREA, 2015, LOOKING SOUTHWEST

FIGURE 110. MANITOU RAPIDS REST AREA, NORTH PARKING AREA, 2015, LOOKING SOUTH
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FIGURE 111. MANITOU RAPIDS REST AREA, WEST PARKING AREA, 2015, LOOKING NORTHEAST

FIGURE 112. MANITOU RAPIDS REST AREA, ROAD BARRIER AT WEST PARKING AREA, 2015, LOOKING SOUTHWEST
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FIGURE 113. MANITOU RAPIDS REST AREA, TOILET BUILDING AND TRAIL, 2015, LOOKING SOUTH

FIGURE 114. MANITOU RAPIDS REST AREA, TRAIL/STEPS TO RAINY RIVER FROM NORTHWEST PARKING AREA, 2015,
LOOKING NORTH
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FIGURE 115. MANITOU RAPIDS REST AREA, SMALL BOAT ACCESS TRAIL FROM WEST PARKING AREA, 2015, LOOKING
NORTH

Apparent alterations include the resurfacing of most of the roadways, reconstruction or replacement of the

steps leading to the Rainy River shore, the closing of the main roadway between the TH 11 west entrance

and the west parking area, the possible loss of furnishings, such as a picnic tables, and the addition of a

single bench.

Evaluation
The Manitou Rapids Rest Area does not meet any of the evaluation criteria for significance under Criterion
A.

The Manitou Rapids Rest Area is a Class II roadside property which was designed to fit within a site that is

heavily wooded, reflecting the natural character of northern Minnesota. Able to accommodate a large

number of vehicles on an expansive site, the four discreet parking areas, or landscape “rooms,” are not
visible from one to another, making the site seem more intimate than it in fact is. The centrally located

toilet building within a wooded “island,” accessed by pedestrian paths from all four parking areas, offers
another unique aspect to the site. Views of the Rainy River and the Manitou Rapids are provided via two

pathways that lead to the river’s shore. Traveler comfort is provided through a MHD standard-issue,
concrete-block, vault-toilet building in a contemporary design.

The property meets National Register significance requirements under Criterion C as an outstanding

example of the type and period of roadside development, combining an emphasis on scenic and natural

features; adaptation to the natural conditions and vegetation; a complex circulation pattern that provides
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safety and recreational opportunities to travelers; and provision for visitor comfort through the MHDdesigned, concrete-block, vault-toilet building. The site does not demonstrate the work of a master or
important methods of construction or design.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site, with the designed landscape being its most significant characteristic. It is significant at the state
level in the area of landscape architecture. The period of significance is 1970, the year of its substantial

completion. The essential physical features include the long, dual-entry circulation system off of which are
four distinct parking areas, the natural landscape preserved in heavily forested areas, the pedestrian
circulation to the toilet building and to the river shore, and the concrete-block toilet building.

This site is principally significant for its overall site design and scenic setting, and containing few built
features. Much of the original landscape design is intact, specifically the roadway system, the four parking

areas, the pedestrian circulation routes leading to the toilet building and the river, the modest toilet

building, and the natural woods that both join these components into a single unit and visually divide the
built features. Alterations have occurred in the vicinity of the west parking area that somewhat diminish

the integrity of design. The parking area, now gravel, no longer retains the distinct parking pattern and

defined curbing believed to have been in place during the period of significance, although a rough outline
of one edge of the original parking area remains evident. The placement of gravel was used to expand this

parking area into a turnaround, as the roadway beyond it to the southwest has been closed by the
placement of a guardrail barrier and is no longer accessible to the highway. In addition, a portion of the

pedestrian circulation system that connects with this section of the roadway is no longer extant. These

changes in design, however, have not eliminated elements of the design beyond a portion of a pedestrian
path, and the alterations to the design elements are easily reversible. Although in a state of neglect, the

roadway is still present, and the restoration of its surface and removal of the guardrail could be easily
achieved.

Similarly, the gravel could be removed from the turnaround, allowing for the original

configuration and materials of the parking area and adjacent portion of the drive to be restored.

The broad setting for the rest area continues to be rural and heavily forested. Site notes from 1968 promote

the site’s excellent views of the Rainy River valley, the Manitou Rapids, and rock outcroppings. Today, scenic
views of the river are limited to one site from the trailhead of the northwest parking area, and rock

outcroppings are not readily visible. Views of the rapids can be encountered by taking the steep steps to

the river’s shore. It is difficult to assess the how significantly the views have changed from the original or
intended appearance. It is likely that the woods have grown substantially thicker in the intervening years,

limiting these important scenic experiences, and diminishing the integrity of setting. The removal of
vegetation, however, is easily effected; therefore, optimal scenic views could be readily restored.

The original materials specifications for the roadways are not known, although they were likely paved

bitumen. Most roadways are currently of bitumen, with the western portion finished in gravel. Minor
changes in roofing material to the toilet building have been made. The property’s integrity of location is
excellent, and elements within the site have not been relocated. Workmanship is not a significant aspect of

integrity for this site. Minor changes to the site, such as the removal of picnic tables, the addition of a
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viewing bench, and the replacement of the stairway material have only minimally diminished some of the
site’s association and feeling, particularly as these aspects stem largely from the ways in which the rest area
takes advantage of the natural features of the site. Although currently operated by the DNR, the site retains
its association with the trunk highway and identity as a roadside property.

Recommendation
The Manitou Rapids Rest Area is eligible for listing in the National Register.

OAK LAKE REST AREA (PL-KNU-001)
US 2, 1.0 m E of Jct US 59
R.P. 58.894; Lat/Long: 47.65761, -95.96952
Polk County

History
Plans for the Oak Lake Rest Area were finalized and signed by MHD staff in early May 1972 (Figure 116).
William F. Mueller served as engineer, and Jim Rierson headed the design squad for the landscape and site

planning. Designs for the toilet building and picnic shelters were outsourced to Virgil E. Siddens, Inc. of St.
Cloud, whose plans date from November 1970. In addition to the Oak Lake site, the Siddens firm was
commissioned by the MHD to design the structures for six rest areas along Interstate 94 (Burgen Lake, Rice
Lake [Elm Creek], Iverson Lake, Lake Hansel, Lake Latoka, and Moorhead Information Center), all of which
were developed between 1968 and 1975.

The architectural designs were drawn up by Siddens himself, and the concepts for the toilet buildings and

picnic shelters were replicated at Burgen Lake, Hansel Lake, Iverson Lake, Lake Latoka, and Oak Lake. The
toilet building for these rest areas according to Siddens’ design is in the Funk/Revival style (Figure 117). It

is one story in height and square in plan, with the exception of a slight projection on the façade for a
centered entry vestibule. The walls of the building are constructed of concrete block faced on the exterior

with variegated red to brown brick. The reverse mansard roof is clad in asphalt and gravel on the shallow,
hipped portion and clad in metal on the raised cap. The latter portion holds a vent on the rear elevation.

Detached from and to the exterior of the deep eaves at each of the four corners is a rectangular pier

constructed of concrete block with brick veneer and a concrete cap. Exaggerated wood rafters extend from

the roof and rest on the piers via metal anchors. Additional pronounced exposed rafter ends, which stop

at the edge of the roof, are regularly spaced between these on all elevations. A service entrance is located
on the rear elevation, which is not fenestrated.

Slight differences in the design occurred between the earliest two designs, for Lake Latoka and Hansel Lake,

and those which came subsequently. In the earliest two, the vestibule incorporates two glass curtain walls

that begin flush with the building and extend out from it, angling to a point at the center. Each wall contains

a centered, single panel door with one sidelight flanking each side, and a transom window running above

all three elements. For the subsequent designs, the angled, glass vestibule is abandoned for a rectangularplan, brick-faced vestibule. On the façade, the brick-faced vestibule incorporates a full-height replacement
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FIGURE 116. OAK LAKE REST AREA, 1974 SITE PLAN
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FIGURE 117. OAK LAKE REST AREA, TOILET BUILDING, CIRCA 1973
window at each end, and between them, a repeating, geometric pattern created through projecting brick.

An entrance is on each side of the vestibule perpendicular to the façade. The other difference was in the

fenestration. At Lake Latoka and Hansel Lake, six regularly spaced clerestory windows are on the side
elevations. At the later rest areas, the side elevations are occupied by four regularly spaced, nearly fullheight windows set within deep brick frames.

The design of the picnic shelters for these five rest areas is the same and mimics the style of the toilet
building. Rectangular in plan, the shelter provides space for two precast-concrete picnic tables set into a

concrete slab. The reverse mansard roof is clad in asphalt and gravel on the shallow, hipped portion and

clad in metal on the raised cap. The corner rafters are supported by brick-faced posts connected by metal
anchors. Screens are Plexiglas with wood battens.

Construction of the Oak Lake Rest Area began in the summer of 1972, and the rest area was opened for use
on July 29, 1973 (MHD 1972; Nielson 1973). It was described in Minnesota Highways that year as follows:
The 22-acre Oak Lake site has a central building with washrooms and flush toilets, three

paved parking areas for 22 cars and seven trucks, and two picnic shelters with two tables
each. In addition, there are 11 sets of picnic tables and benches in the open.

From a paved veranda on the east side of the central structure, the traveler has a view of
Oak Lake and its environs [MHD 1973b:8].
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Unlike the interstate rest areas, the original design does not provide for off- and on-ramps from and to the
highway, instead relying on left or right turns into short deceleration and acceleration lanes leading to a
thru drive for access. It does, however, still accommodate the requirement for separate parking for truck

and automobile traffic. Pedestrian circulation includes a bituminous path, as well as sidewalks in the vicinity
of the parking areas, with the sidewalks providing access to two picnic shelters and the toilet building. The

design additionally includes a concrete terrace with planters and benches on the east side of the toilet
building with a view toward the lake; picnic tables; an informational sign; wood tethering posts; and waste

receptacles.

The landscaping design incorporates what appears to be the retention of a generally level topographic form

and the natural, gradual slope down to the lake. It calls for planting 113 trees, specifically 32 silver maple,

9 sugar maple, 49 green ash, 14 robust poplar, and 9 American linden, throughout that majority of the site
north and east of the thru drive to the top of the slope down to the lakeshore, north of which existing

vegetation would be retained. The plantings in and around the terrace are specified as staghorn sumac,

dwarf Japanese yew, Clavey’s dwarf honeysuckle, and wineleaf potentilla.

No major renovations or reconstruction efforts have occurred at the Oak Lake Rest Area since it was built.

Description
The Oak Lake Rest Area was surveyed by Stark and Deco in July of 2015. It is located on the north

(westbound) side of TH 2, approximately 1.75 miles southeast of Erskine, and on the south shore of Oak
Lake. Per the original design, access to the site is via left or right turns into short deceleration and

acceleration lanes leading to the thru drive (Figure 118). The thru drive runs along the south edge of the

site. An extension past the thru drive from the west entry point leads north for approximately 175 feet
before curving east and running in that direction to an extended angle-parking area for trucks and trailers.

The parking area is shaped by a P-shaped grassy island, in which tethering posts and a propane tank

enclosure are placed (Figure 119). The extension runs along the north and east edges of the parking area
back to the thru drive, where, traveling east, a perpendicular-parking area for automobiles is encountered

almost immediately on the north (Figure 120). Approximately 385 feet east from this parking area, the
design allows for vehicles to follow the curve of the thru drive south back to the highway, or veer north and

then east for approximately 325 feet along a second extension to a second, smaller, perpendicular-parking
area for automobiles (Figure 121). All driving surfaces are of concrete, with principal roads delineated by

concrete curbs, and the “cobra”-style street lighting shown in early photographs remains in use for the
vehicular areas of the site.

Pedestrian circulation also adheres to the original plan and includes a meandering, bituminous path that

leads from the central parking area near the shore of Oak Lake to the east parking area, taking the visitor

on a shaded, naturalistic path (Figure 122). Sidewalks are located along the north and east edges of the

truck parking area and the north edge of the larger automobile parking area; and others lead from these to

the toilet building, which is northeast of the truck parking area and northwest of the automobile parking
area (Figure 123). Extending north from each sidewalk lining the north edges of the parking areas are two
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FIGURE 118. OAK LAKE REST AREA, WEST HIGHWAY ENTRANCE, 2015, LOOKING SOUTH

FIGURE 119. OAK LAKE REST AREA, WEST PARKING AREA AND TRAVEL LANE, 2015, LOOKING WEST
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FIGURE 120. OAK LAKE REST AREA, CENTER PARKING AREA AND TRAVEL LANE, 2015, LOOKING EAST

FIGURE 121. OAK LAKE REST AREA, EAST PARKING AREA, 2015, LOOKING WEST
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FIGURE 122. OAK LAKE REST AREA, FOOT PATH, 2015, FACING EAST

FIGURE 123. OAK LAKE REST AREA, TOILET BUILDING, 2015, FACING NORTHWEST
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short, parallel sidewalks leading to a concrete pad holding a picnic shelter (Figure 124). Lighting is provided
in the pedestrian areas by historicized street lamps, replacements for the original glass globe lighting.

Alterations to the toilet building appear to be limited to replacing the asphalt and gravel portion of the roof
with shingles, and installing replacement metal on the raised cap. Shingles have been applied to the hipped
portions of the picnic shelters as well, but these have had their raised caps removed. Open picnic tables as

well as benches at the site are modern tube metal and vinyl coated pieces that are generally placed in the
same locations specified in the original plans.

The concrete-surfaced viewing terrace adjacent to the east side of the toilet building remains in place, but
shrubs that were planted adjacent to its east edge have been removed, and a small recess with the same

shrubs between the sidewalk and the terrace was paved over with concrete, slightly expanding the surface
area of the terrace. A metal flagpole is located in the south end of the terrace. The north end is framed

with brick walls and metal picket fence. Located at the top of the slope down to the lake, it forms an
overlook offering visitors a view of Oak Lake (Figure 125). Benches are also located in this area, as they

were historically. Planters with concrete curbing are placed in the center of the terrace and adjacent to the
east wall of the toilet building. The latter contains shrubs, which appear to be substitutes for the originals,

while the center planter, formerly occupied by staghorn sumac and wineleaf potentilla, is now used for
growing annuals. Outside of the terrace, it appears that many of the trees remain in place, or have been
replaced in a similar location with the same or similar species.

FIGURE 124. OAK LAKE REST AREA, WEST PICNIC SHELTER, 2015, FACING NORTH
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FIGURE 125. OAK LAKE REST AREA, TOILET BUILDING AND TERRACE, 2015, FACING NORTH

Evaluation
Building elements of the Oak Lake Rest Area were designed by Virgil E. Siddens, Inc., but do not represent

an important work of a master. While the site and building designs fulfill many of the goals and standards

established by the AASHO during the period, they do not demonstrate high artistic values or important
building engineer or construction methods. No information related to the history of this site suggests its
significance under Criterion A.

The Oak Lake Rest Area, as developed in 1972-1973, significantly represented the distinctive characteristics
of Class I rest areas as promoted by state and national standards, and it demonstrated high artistic values
expressing the aesthetic ideals of landscape design expressed through national standards and design

principles for roadside properties of its period. Through its use of acceleration and deceleration lanes,
buffer strips, and through lanes, site designers promoted the safe and efficient movement of vehicles within

the site and applied the principles of traveler safety and geometrics of the period. The site integrated well

with its principal natural feature, Oak Lake, and visitors were directed to a terrace with views of Oak Lake,
and to two picnic shelters and a meandering path above the lakeshore. The rest area offered high levels of

amenities with its flush-toilet building, and architecturally, the design reflected a contemporary modernism

aesthetic, sometimes described as the Funk/Revival style, with an emphasis on exaggerated roof forms and
vague historical references, such as its reverse Mansard or bonnet roof. Furthermore, the site integrated

the design for its toilet building with that of its picnic shelters, including tables and benches, to achieve a

fully integrated site plan.

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 175

The essential physical features of this significant representation remain in place with limited alterations,

including the acceleration and deceleration lanes, the circulation system that safely separates the wayside
from the highway, the three concrete parking areas and related traffic islands and curbing, the concrete

sidewalks, the toilet building, the two picnic shelters, the viewing terrace, the relationship to the Oak Lake
views, the meandering pedestrian path, and the landscaping consisting of a variety of deciduous trees to
provide shade and protection.

The property continues its association with TH 2 and serves the same purpose for which it was built. The
overall circulation pattern for both vehicular and pedestrian traffic remains in its original configuration, as

does the siting of smaller elements, such as benches, picnic tables, and trees, giving it a strong sense of the
original design intention. Changes to the terrace, including paving a small additional area with concrete,

and installing replacement planting types, have been minor. Although overgrown vegetation in some
locations diminishes the ability to enjoy views from the grounds of the rest area beyond the viewing terrace,
the setting, on the shore of Oak Lake, remains an important factor.

Material integrity is somewhat

diminished by the replacement of many of the furnishings, such as picnic tables and benches, but the major

structures of the circulation systems, toilet building, and picnic shelters largely retain original materials or
incorporate replaced in-kind materials. The combination of these various factors of integrity brings strong

integrity of feeling that expresses the intended design aesthetic, purpose, and use. For these reasons, the
Oak Lake Rest Area meets the evaluation criteria for significance under Criterion C as representing the

distinctive characteristics of the type.

Constructed in 1972-1973, the property is less than 50 years of age, and Criteria Consideration G applies to

this evaluation. Within the context of Minnesota’s rest areas constructed on its interstate and trunk
highways between 1968 and 1975, the Oak Lake Rest Area is an outstanding example. When compared
with other properties in this category, it meets Criterion C as representing the distinctive characteristics of

the type better than any other Class I rest area constructed along a non-interstate trunk highway. The

Baudette Rest Area is the only other to retain its original toilet building, and the Oak Lake Rest Area has the
added component of being significant for its landscape architecture. The Oak Lake Rest Area additionally

makes this representation better than the vast majority of Class I rest areas on the interstate, nearly all of

which have been or are shortly to be fully redesigned and reconstructed, including the replacement or
substantial alteration of the toilet building, such that only the Burgen Lake Rest Area is currently

recommended as eligible for listing in the National Register, and only the Forest Lake Rest Area has the
potential to be eligible for listing in the future.

Recommendation
The Oak Lake Rest Area is eligible for listing in the National Register.
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OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE 6 (DL-OSA-021)
MN 27 at Nokomis Street

R.P. 91.4; Lat/Long: 45.86710 -95.15602
Douglas County

History
Initial planning for a wayside featuring a historical marker pertaining to the stage station at Osakis appears
to have begun in May of 1940, based on plans for the marker with that date (Figure 126). Plans approved

for the entirety of the wayside in 1941 show that the MHD had to work with an oddly shaped parcel on the
south side of TH 52, which on its west end essentially wrapped around the north and east edges of the
county and municipal garage and its adjacent (north) service court and (south) storage yard, and on its east

end was interrupted by a crossroad, with development carrying over to the road’s east side (Figure 127).

Access is via a gravel drive through the portion of the site between the crossroad and garage complex,

connecting to what was then designated as TH 52 at both ends, but also merging with a crossroad at the

eastern point of connection. It is separated from the highway by a semi-circular, sod-surfaced island with

six-inch concrete curbing. Approximately six feet south of the highway, a five-foot-wide concrete sidewalk

parallels the highway, cuts through the island and carries on beyond the drive on both sides to the ends of
the wayside property. Additional sidewalk extends south from this one and follows around the exterior
curve of the drive, separated from it by approximately five feet. Off the west side of the curving sidewalk,

another walk curves up (south) to the garage. Centered on the south, curving, side of and adjacent to the

drive, and interrupting the exterior sidewalk is a 19-foot-wide, shallowly stepped, two-level flagstone terrace

extending 20 feet south, at the rear of which set of curved stone steps leads to a centered, shrine-type
historical marker.

A stone bench with concrete seat is perpendicular to the steps at each end of the upper level of the terrace.

The marker is shown as primarily limestone but with brick forming the sides and sill of the plaque enclosure,
as well as insets in the shaft and wing walls. The wing walls project slightly in front of the shaft, paralleling
the marker face for approximately five and a half feet on each side.

The planting plan depicts a single row of widely spaced American elms in the spaces between the sidewalk

and the highway; two between the south side of the drive and the parallel sidewalk, one each at distance

of approximately 50 feet from the marker; and on the north side of TH 52 opposite the rest area. It calls for

groupings of savin juniper shrubs at each end of the semi-elliptical island, south of the sidewalk and flanking

It is noted that the word “wayside” has been added to the names of previously recorded roadside properties
featuring historical markers, to more accurately represent the property type being evaluated, and to provide
allowance for naming any historical markers which might be evaluated as individual objects. This adjustment was
not needed for waysides featuring overlooks, since individual structures, e.g., overlook walls, can be named without
confusion.
6
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FIGURE 126. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, 1940 MARKER PLAN
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FIGURE 127. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, 1941 SITE PLAN
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both sides of the marker, and the marker to be backgrounded by Colorado spruce. Surrounding this

arrangement were to be additional elm trees and 135 various deciduous shrubs. Another 40 deciduous

shrubs were to be planted in the small portion of the wayside east of the crossroad, 135 in the portion

wrapping around the service court, and 75 in a 10-foot-wide, linear, curbed island on the west side of the
garage complex/east side of the neighboring church. Clusters of black poplars were slated for the south

end of this island, the east end of the storage yard, and within the curve of the sidewalk leading to the
garage.

The wayside was constructed by the WPA in 1942 (Figure 128). Historical standard and aerial photographs
show that it was built largely according to plan, except that the stone selected was granite. The driveway

surfacing was gravel (Figure 129). A couple of embellishments not shown on the plan were made. One was
the inclusion of a five-pointed granite star in the center of the upper terrace, and the other was the
installation within the marker, centered near the top, of a granite block etched with an image of covered

wagons traveling across a prairie (MnDOT Historic Roadside Development Structures Inventory form, DLOSA-021).

The MHD’s 1975 rest areas brochure indicates the historical marker was the only amenity provided at the

wayside in that year.

Olson photo album

FIGURE 128. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, UNDER CONSTRUCTION 1942
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FIGURE 129. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, CIRCA 1942

Olson photo album

As of the 1997 survey of the site, the marker complex was intact. The gravel drive through the site had been

paved with asphalt. The setting had been altered by the loss of most of the original plantings, and the
establishment of a body shop on the property behind (south of) the marker, which created substantial visual
noise through numerous parked vehicles in a formerly vacant backdrop to the site.

Description
The Osakis Stage Station Historical Marker Wayside was surveyed in July of 2019. The former TH 52, later

TH 27, route is now CSAH 82. Vehicular access to the site, located on the south side of the highway, remains
according to plan (Figure 130). The driveway has been paved with asphalt, as observed in 1997, reducing

the effective height of the concrete curbing along its north edge and along the south edge of the island, as
well as eliminating the height of the lower stone terrace (Figure 131). The island remains grass-surfaced.

The portion of the island north of the sidewalk and adjacent to TH 52 has been eliminated, likely due to

road widening. The sidewalks along the exterior curve of the drive and leading to the garage remain in
place, except that the portion located on the east side of the crossroad, has been taken up.

The five-pointed star is of polished gray-and-pink-hued granite (Figure 132), while the remainder of the
upper terrace, and the lower terrace are unpolished flagstone of the same material. The terraces are

deteriorating, as evidenced by cracked mortar and stones that have pulled away/been displaced from the
north corners of the upper terrace (Figure 133). Both benches remain in place, but the concrete seats exhibit

cracking and chips. The curved, granite steps leading up to the marker are in fairly good condition, but
they are suffering from areas of mortar loss.
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FIGURE 130. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, OVERVIEW, 2019, LOOKING SOUTHWEST

FIGURE 131. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, DETAIL OF LOSS OF CURB AND TERRACE
HEIGHT, 2019, LOOKING EAST
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FIGURE 132. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, 2019, DETAIL OF STAR IN TERRACE

FIGURE 133. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, UPPER TERRACE, 2019, LOOKING EAST
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The marker shaft extends down to the top of the upper stair, and the wing walls to the base of the lower

stair (Figure 134). The wing walls are actually part of a connected construct that wraps around the shaft at

90-degree angles, at the corners on the front, and entirely around the rest. Their east-west extensions from

the sides of the shaft feature a base of random-ashlar construction using polished granite. Above the base,
these extensions are of random-rubble construction using unpolished granite, over which is a band of red

brick. The band consists of a single dog-tooth course between an upper and lower stretcher course, and it
underlines a short section of granite, which is unpolished and random rubble on its face, but dressed and
polished on the top. The wrap-around portion is the same, except that it does not have the random-ashlar

base, so the rubblework extends to the bottom. The wing wall construct has lost some stones, and a couple
on the rear (south) appear to have been replaced with mismatched stone and mortar (Figure 135).

The stone base of the shaft, rectangular in plan, extends slightly above the height of the wing walls. It is

primarily random-rubble construction using the same pink and gray granite as the wing walls, but it
incorporates a square inset of red brick in a basket weave pattern on the front. Additionally, at the north

two and southwest corners where it extends above the wing walls, a dressed and polished piece of granite
is turned out at a 45-degree angle. The southeast one has fallen off and at the time of the survey was lying

on top of the wing wall construct behind the shaft (Figure 136). The upper portion of the shaft is the

surround for the marker plaque, which talks about Osakis as a stop on the Burbank Minnesota Stage
Company line during the U.S.-Dakota War of 1862 (which it refers to as the “Sioux Outbreak of 1862”). The
sides are red brick laid in a stretcher-bond pattern, but projecting with every other course. The top two

courses on the east side appear to be replacements, as they are a lighter red. The sill is a single course of
rowlock brick. The top of the shaft consists of three courses of ashlar granite, interrupted at the front in the
center by the polished black-and-gray granite block with the etching of the stagecoaches (Figure 137).

While the etched block and lintel below it are original, the coursed granite replaces the random rubble
present historically.

In addition to the missing corner stone, condition issues for the shaft include bricks cracking apart, spalling,

and separating from the structure due to loss of mortar. Efflorescence is evident on all four sides of the
upper portion of the shaft, particularly where the top and the sides come together. The upper bolts are
missing from the plaque, allowing it to lean forward at the top.

Nine Colorado spruce continue to background the marker, two of which are very young (Figure 138). No

other original plantings remain. Three deciduous trees have been planted in the semi-elliptical island, and
two crabapple trees have been planted to the south of the curved sidewalk, flanking each side of the marker

at a distance of approximately 36 feet. Hostas have been planted to the exterior of the benches, as well as
behind the wing walls. CSAH 82 past the site receives heavy traffic. While it results in a level of background

noise that likely was not present historically, it also contributes to interest in the wayside, and the resident
of the neighboring property stated that numerous motorists stop there every year. Although the building

is still evident to the south, it appears the body shop behind the wayside during the 1990s moved; no cars,
trucks, or buses were present during the survey.
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FIGURE 134. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, MARKER COMPLEX, 2019, LOOKING SOUTH

FIGURE 135. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, REAR OF MARKER, LOOKING NORTHWEST
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Displaced stone

Location for displaced stone

FIGURE 136. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, DETAIL OF DISPLACED STONE ON MARKER

FIGURE 137. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, DETAIL OF ETCHED BLOCK
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FIGURE 138. OSAKIS STAGE STATION HISTORICAL MARKER WAYSIDE, 2019, LOOKING SOUTH

Evaluation
The Osakis Stage Station Historical Marker Wayside was recommended in 1998 as eligible for listing in the
National Register as a property significant to the history of roadside development for its construction during

the Depression; a well-preserved example of a highway pull-off style roadside parking area with a shrinetype historical marker; an intact example of the application of the NPS Rustic style to an interpretive marker,

with stonework of excellent quality with unusual details; and an important example of the roadside
development work of Arthur Nichols, to whom its design was attributed (MnDOT Historic Roadside

Development Structures Inventory form, GD-FLC-006), though not confirmed. It has been re-evaluated
under the revised evaluation criteria for roadside properties along Minnesota’s trunk highways.

The Osakis Stage Station Historical Marker Wayside, constructed in 1942, is not associated with the earliest
roadside property development by the MHD. Its design and/or construction did not influence subsequent

roadside development practice or projects, nor did it fulfill a key transportation-related need beyond
motorist respite or accommodate an important shift in the pattern of highway travel. Its construction did

not constitute an important federal relief project, and it is neither associated with an important component

of a federal relief program nor the result of an organized, community-wide effort or campaign to obtain a
roadside property. The only recreational amenity at the site is the marker, and it did not set important
standards for historical markers along the Minnesota trunk highway system. The provision of the wayside
did not make a significant contribution to a local community. The wayside therefore is not significant under
Criterion A.
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Although the wayside was possibly designed by Arthur Nichols, the identity of the designer has not been

confirmed. Construction of the marker did not involve the innovative use or new application of construction
materials.

The Osakis Stage Station Historical Marker Wayside meets Criterion C for its demonstration of high artistic
value and as an outstanding example of the NPS Rustic style, primarily through the design of the historical
marker complex. The artistic value and stylistic success of this design stem from the combination of

stonework and brickwork in an adaptation of the Rustic style to an urban setting. Although the Rustic style
is a naturalistic one, important to its philosophy was harmonizing with the landscape. In the case of the

Osakis wayside, the immediately adjacent landscape was dominated by a structural-tile building, and a

marker entirely of stone would have presented discord, particularly as the site was completely surrounded
by urban development. The combined brickwork, which generally matched the color of the then-unpainted
structural tile of the garage at the time of construction, and stonework are well executed. The randomly

laid stones are tightly fit with each other and with the bricks, and the brickwork includes offset-depth
arrangements and a variety of patterns which are both attractive and avoid rigidity of line. The artistry of

the marker is further enhanced by the contrasting texture of the polished granite in the corners of the shaft
base and in portions of the wing walls, the inclusion of the star in the terrace, and the etched stagecoach

scene at the top of the shaft. Although, therefore, the construct is on a short, linear plane, it incorporates

an artistry and complexity of skill not exhibited by many contemporaneous historical markers of this variety.
The wayside therefore is significant under Criterion C.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site, with the historical marker complex being its most significant characteristic. It is significant at the

state level in the area of architecture. The period of significance is 1942, the year of its completion. The

essential physical features include those common to all roadside properties, i.e., the designed landscape

and the circulation system. In addition to these is the historical marker complex.

The property’s integrity of location is excellent, and its design is largely intact and reflects its original
intention. The loss of the tail end of the sidewalk, which was already separated from the main area of the
wayside by a drive, and of the loss of the narrow strip of grass that once existed as the north edge of the

island beyond the sidewalk are hardly noticeable and have little to no impact on the site’s ability to function
as it did historically. Although the elm trees are gone, those along the highway were meant more to

enhance the traveled way than the wayside. The two that flanked the marker at a distance of approximately
50 feet are conceptually replicated in the two crabapples that have been planted, and most of those that

were in the wider area behind the spruce likely did not register strongly to viewers of the marker given the

trees in the forefront. While the restoration of a few more spruce would be ideal, several remain, and they

will more closely approximate historical conditions once the two young trees mature. Some diminishment
in design and setting comes from the loss of the junipers flanking the marker and the plants intended to

screen the garage; however, it does not have much impact on those aspects of design that render the
wayside significant, nor does the loss of the plants that were added between the west side of the municipal
garage and the neighboring church.
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The site maintains its relationship to the trunk highway and surrounding urban development is similar to

that present historically. It therefore has good to excellent integrity of association and good integrity of
setting. Despite the pressing need for rehabilitation, the integrity of materials and workmanship involved

in the construction of the marker complex, an essential physical feature, is readily evident and generally
good; integrity of workmanship is slightly compromised by the ashlar courses at the top of the shaft.

Curbing at the site has always been concrete. Diminished integrity of material is obtained through the
replacement of the gravel surfacing of the drive with bituminous pavement; however, this diminishment is

slight when considering the site as a whole and the reasons for its significance. Given the good integrity of
location, design, materials, workmanship, association, and setting, the site retains its integrity of feeling.

Recommendation
The Osakis Stage Station Historical Marker Wayside is eligible for listing in the National Register. It is
additionally recommended that MnDOT consider accelerating the rehabilitation of the marker complex.

OTTERTAIL LAKE REST AREA (OT-OTC-003)
TH 78, 12.0 mi N of Battle Lake
R.P. 34.214; Lat/Long: 46.402981, -95.603504
Otter Tail County

History
Roadside development plans for the Ottertail Lake Rest Area were completed in April of 1968 (Figure 139).
The site was likely constructed in the summer of 1968, beginning with the north and south parking areas

for 24 and 26 cars, respectively, the 10-foot bituminous “service trail,” the 6-foot bituminous walk, the
concrete stairs to the lake, a well, wood guard posts and lighting in the parking areas. No landscape plan

identifying the placement and species of plantings was found, and it appears likely that the MHD simply

incorporated an existing oak grove into its site planning, with a note that “location of 6’ bit. walk in wooded

areas shall avoid destruction of trees wherever practical” (Sheet No. 5, Roadside Development Plans, State
Project Number 5620-10 [TH 78], April 1968, on file at MnDOT Site Development Unit). Plans for the toilet

building and well pump are dated March 1969, and MnDOT construction logs record their construction in

1970. Plans are signed by William H. Mueller, and approved by Lawrence E. Foote, Director of Environmental

Services, among others. The site appears to have been constructed closely according to the plans, which

gave some allowances for the precise configuration of the walking trails.

Early photographs, probably dating shortly after the site’s completion, show the presence of a wood sign

with yellow lettering identifying the site as “Otter Tail Lake Roadside Parking Area” (Figure 140). The picnic
shelter, not included on the original drawings, was added at an unknown date, likely in the 1970s. The well

pump was removed in the 2000s. Smaller structures have been added to the site at unknown dates,
including an equipment shed on the northeast end of the north parking area. A small interpretive sign

entitled “Fur Trade” was placed near the north parking area and is associated with the Otter Trail Scenic
Byway.
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FIGURE 139. OTTERTAIL LAKE REST AREA, 1969 SITE PLAN
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FIGURE 140. OTTERTAIL LAKE REST AREA, CIRCA 1970

Description
The Ottertail Lake Rest Area was surveyed by Stark in September of 2015. It is located on the west side of
TH 78 on the southeast shore of Ottertail Lake (Figure 141). The unique design of this rest area features

two parking areas on the northeast and southwest ends separated by approximately 665 feet and joined by

landscaped grounds with footpaths and traveler amenities. The two parking areas, paved in asphalt, are
similar in size (south area is 180 by 90 feet; north area is 170 by 90 feet) and shape (rectangular) (Figures

142 through 144). The parking pads have rounded corners and bituminous curbs. Each has a single
entrance from the two-lane highway. The principal landscape for the rest area is between these two parking
areas, and consists of two bituminous winding service trails/walking trails (10 feet and 6 feet wide,

respectively) that lead from one parking area to the other, mature trees composed mostly of oak, a picnic
pavilion, toilet building, and scattered picnic tables (Figure 145). The toilet building, located just south of

the north parking area, is a vault variety using a standard MHD plan of concrete-block walls, separated
men’s and women’s spaces, and a “bonnet”-style hipped roof (Figure 146). The picnic shelter, not a part of
the original site plan and added at an unknown date, is located near the center of the site, and consists of
a low-hipped roof supported by square wood posts on a concrete pad (Figure 147). A low, concrete-block
wall (two blocks in height) surrounds the perimeter, and a concrete-block grill is at the east end. The shelter

accommodates about six tables. Wood guard posts, placed approximately 10 feet from each other, define

the perimeters of the parking areas and west edge of the site along TH 78. Access to the lake is provided
from the west footpath near the south parking area via a flight of concrete stairs (Figure 148).
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FIGURE 141. OTTERTAIL LAKE REST AREA, SITE AND SOUTH PARKING AREA FROM SOUTH ENTRANCE, 2015, LOOKING
NORTHEAST

FIGURE 142. OTTERTAIL LAKE REST AREA, SOUTH PARKING AREA AND SERVICE ROAD, 2015, LOOKING SOUTHWEST
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FIGURE 143. OTTERTAIL LAKE REST AREA, NORTH PARKING AREA, 2015, LOOKING NORTHEAST

FIGURE 144. OTTERTAIL LAKE REST AREA, SOUTH PARKING AREA AND OTTERTAIL LAKE, 2015, LOOKING NORTHEAST
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FIGURE 145. OTTERTAIL LAKE REST AREA, SERVICE ROAD, 2015, LOOKING SOUTHWEST

FIGURE 146. OTTERTAIL LAKE REST AREA, TOILET BUILDING, 2015, LOOKING SOUTHWEST
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FIGURE 147. OTTERTAIL LAKE REST AREA, PICNIC SHELTER, 2015, LOOKING SOUTHWEST

FIGURE 148. OTTERTAIL LAKE REST AREA, LAKE ACCESS STAIRS, 2015, FACING NW
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The picnic shelter is the most significant intervention not reflected on the original plans. Other minor

changes have been introduced, including the removal of the well pump and the original signage, and the
addition of a small equipment building and interpretive sign.

Evaluation
The Ottertail Lake Rest Area does not meet any of the evaluation criteria for significance under Criterion A.
The Class II site was designed with adaptation to its site along Ottertail Lake, and is a rare example among

its contemporary Minnesota designs in its use of two separated parking areas joined by a common

landscape. The Long Lake Roadside Parking Area (CW-NSC-004) bears a similar design approach. Original
site plans suggest careful attention was paid to preserving the existing oak grove when planning the

location for the meandering foot path, through the note “location of 6’ bit. walk in wooded areas shall avoid
destruction of trees wherever practical.”

The site clearly emphasizes the scenic and recreational

opportunities afforded by Ottertail Lake, creating a recreational/picnic area bound by the parking lots with

views of the lake, and concrete stairs offering access to the shore. Wood guard posts placed at the

perimeter of the parking lots serve to visually and practically delineate the areas for vehicular traffic from

those intended for pedestrian use. The toilet building, while a standard-issue MHD plan, provided a vault-

style facility, while exhibiting a contemporary look and practical ventilation through its “bonnet”-style roof.
The property meets the evaluation criteria for significance under Criterion C as an outstanding example of
the type and period of roadside development as shown through its emphasis on scenic and natural features;

adaptation to the natural conditions and vegetation; its complex circulation pattern that provides safety

and recreational opportunities to travelers; simple safety improvements, such as the wood bollards that line
the parking lot perimeters; and provision for visitor comfort through the MHD-designed, concrete-block,

vault-toilet building. The site does not demonstrate the work of a master or important methods of
construction or design.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site, with the designed landscape being its most significant characteristic. It is significant in the area of
landscape architecture. The period of significance is 1970, the year of its substantial completion. The

essential physical features include the dual parking and entry system, the natural landscape recreational
area with pedestrian circulation between the two parking areas, lake views and access, the system of bollards
delineating the parking areas, and the concrete-block toilet building.

The Ottertail Lake Rest Area’s overall historic integrity is good. Few significant alterations have been made

to the site, the most intrusive of which is the picnic shelter, constructed at an unknown date within the
central landscaped area. An equipment shed and interpretive signage are less obtrusively placed on the

edges of the east parking area. The location and setting are both important aspects of integrity and remain

intact by bearing their strong connective qualities with the rural two-lane trunk highway and the adjacent

lake. Workmanship is not a significant aspect of integrity for this site. The key features of the site that

contribute to its significance as a designed landscape remain intact, and contribute to the integrity of
design.

These include the layout and configuration of the parking areas, the landscaped area with
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pedestrian paths between the parking areas, the wood guard post delineation, the toilet building, and
vegetation dominated by an oak grove. The picnic shelter is the most significant intrusion on the original

site design. Although constructed some time ago, it does not appear on the original site plans. Its

placement within the recreational zone is in keeping with the intended use of the area, and its presence,
while an intrusion, does not represent a significant loss of design integrity. Similarly, the equipment shelter

and interpretive signage are discreetly placed to the edges of the site, are easily reversible, and do not
impair the integrity of design. The toilet building retains strong integrity of design. Many of the materials

appear to be original, or replaced in-kind, including the bituminous surfaces of the parking areas and foot

paths, the wood bollards, and the concrete-block toilet building. Minor changes to the roof of the toilet

building have somewhat diminished its integrity of material. The property’s continued use as a wayside rest

on a rural trunk highway bears strong integrity of association, as it is used for the same purposes as originally
intended. With many of the aspects of integrity strongly represented, the historic sense of the site is intact,
resulting in a strong integrity of feeling.

Recommendation
The Ottertail Lake Rest Area is eligible for listing in the National Register.

ST. PAUL OVERLOOK - BURNS AVENUE (RA-SPC-2927)
US 61/US 10, just SE of Burns Ave

R.P. 135.3; Lat/Long: 44.94689, -93.03897

Ramsey County

History
This St. Paul Overlook - Burns Avenue (St. Paul Overlook) was constructed by the Minnesota Highway

Department circa 1950 (MnDOT Historic Roadside Development Structures Inventory form RA-SPC-2927).

Original plans for the site could not be located, but historical photographs captured its appearance shortly
after completion of construction (Figures 149 and 150). The primary feature of the site was a rock-faced,

random ashlar stone wall of pink, gray, and green granite and tan limestone, from which could be had a
commanding view of the Mississippi River Valley. It was accessed by a long driveway that extended south
and uphill from Burns Avenue just off of TH 61, ran along the east side of the overlook, and then made a

loop by going east and then generally north. A parking area was located on the interior of the looping

portion of the drive, resulting in a roughly triangular-shaped grassy island on the inside of the loop. The
drive and parking areas were lined with granite curbing. A gravel walkway followed the trajectory of the

overlook wall out from it to the southeast and then, forming a “v,” turned back to the north to meet up with
the loop of the drive. A picnic table was located along the walkway, and deciduous and evergreen trees

were planted on the site. As of 1998, the site closely approximated its historical appearance, except that
the v-shaped walkway and picnic table had been removed.

Cumulative Study

Minnesota Trunk Highway Roadside Properties

Page 197

FIGURE 149. ST. PAUL OVERLOOK, CIRCA 1950

FIGURE 150. ST. PAUL OVERLOOK, SECTION OF OVERLOOK WALL, CIRCA 1950
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By 2002, the site needed significant repairs, and the overlook wall was in danger of collapsing (Michael J.

Burns Architects 2005). The site underwent a significant rehabilitation in 2009, which included cleaning,

resetting, and repointing the stone wall; removing and reconstructing the semicircular viewing platform wall
using the same stone configuration; replacing the bituminous walkway and plaza with concrete; removing,

salvaging, and replacing granite curbing; replacing waste receptacles and picnic tables; and adding picnic

table pads, re-sodding lawns, and planting new trees in the southern portion. A bronze plaque was added

to the overlook wall commemorating the site’s construction by the MHD and the 2009 restoration. The site

was treated as a historic property eligible for listing in the National Register, and the rehabilitation was

certified as meeting the Secretary of the Interior’s Standards for Rehabilitation by the Minnesota State
Historic Preservation Office (Britta Bloomberg to Steve Johnson, June 17, 2009, on file at the MnDOT Site
Development Unit).

Description
The St. Paul Overlook was surveyed by Stark and Deco in July of 2015. It is situated on the east side of TH

61 in St. Paul, overlooking the Mississippi River Valley to the west. The 10-acre site is still approached by

the steep drive from Burns Avenue and continues to primarily consist of a large loop drive with a grassy

island and a stone overlook wall (Figures 151 and 152). The approximately 200-foot-long wall is constructed
of rock-faced ashlar blocks using limestone for the square posts and granite for the solid balustrade (Figures
153 through 155). The wall stands approximately 2.5 feet tall on the upward (east) side and extends to as

high as seven feet on the downward slope (west) side. A semicircular viewing platform projects to the west

near the center of the wall. A concrete sidewalk provides access along the east side of the wall, and

FIGURE 151. ST. PAUL OVERLOOK, 2015, LOOKING NORTH
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FIGURE 152. ST. PAUL OVERLOOK, 2015, LOOKING SOUTH

FIGURE 153. ST. PAUL OVERLOOK, VIEWING PLAZA, 2015, LOOKING WEST
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FIGURE 154. ST. PAUL OVERLOOK, OVERLOOK WALL, 2015, LOOKING NORTH

FIGURE 155. ST. PAUL OVERLOOK, OVERLOOK WALL AND VIEWING PLAZA, 2015, LOOKING SOUTH
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transitions into the former v-shaped gravel walk, which has been restored to the site but with concrete. The

drive and parking area are paved asphalt, and the granite curbing is largely intact. The east side of the

parcel is wooded, beyond which are residential lots. Amenities include two wooden picnic tables, one along
the walkway as was the case historically, and waste receptacles. The elongated center island is planted with
sod and a cluster of spruce trees.

Evaluation
The St. Paul Overlook does not meet any of the evaluation criteria for significance under Criterion A.
The St. Paul Overlook meets Criterion C as a Class IV wayside significantly representing the distinctive
characteristics of the type during the post-World War II period by referencing the high national design
standards for roadside development of that era. It demonstrates an excellent application of three of the six

principles that exemplify the roadside development standards of the early 1950s: site selection and
orientation with an emphasis on scenic qualities, adaptation to the site’s natural topography, and a

circulation pattern with an emphasis on safety. The siting of the overlook and its semicircular viewing

platform offer visitors views to the Mississippi River Valley, a place of scenic, natural, and historic value. The
site conforms to the high bluff, exploiting and emphasizing the natural advantages and vistas. Separated

from the highway and providing a broad looped parking area with granite curbing, the site also offers a
safe, as well as scenic, respite for travelers and is an exceptional example of addressing the national
standards for roadside properties, particularly in a Class IV property.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site. It is significant at the state level in the area of landscape architecture. The period of significance

is 1950, the approximated year of its completion. The essential physical features include those common to

all roadside properties, i.e., the designed landscape and the vehicular circulation system. In addition to
these is the overlook wall.

A 1957 aerial view shows the circulation system and overlook plaza generally the same as current conditions.
Noted alterations include the installation of concrete walkways, which originally were likely to be gravel,
and were later bituminous. The 2009 rehabilitation restored and preserved many of the character-defining

aspects of the site, particularly the stone overlook wall, and was certified as meeting the Secretary of the
Interior’s Standards for Rehabilitation.

The property’s integrity of location and design remain largely intact and reflect the original design intention.

The addition of a second picnic table and construction of small accessibility ramps do not diminish the

integrity of design in a significant way. The site maintains its relationship to the trunk highway as well as
its important views to the Mississippi River Valley, and has strong integrity of setting. The rehabilitation

work of 2009 preserved the workmanship and material of the cut stones in the overlook wall, an important
aspect of the site’s character, but also somewhat diminished the workmanship found in the original mortar

pointing. While the original stone material of the wall and curbing remain intact, the sidewalk materials

have been replaced with concrete, resulting in diminished integrity of material. Overall, the site retains its
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integrity of feeling and association through the combination of a thoughtful rehabilitation and the retention
of much of the site’s original material, design, association, and setting.

Recommendation
The St. Paul Overlook is eligible for listing in the National Register.

SPLIT ROCK LIGHTHOUSE OVERLOOK (LA-BBT-023)
MN 61, 1.75 mi NE of Split Rock River

R.P. 45.1; Lat/Long: 47.19938 -91.37971

Lake County

History
Plans for an overlook in the vicinity of and with a view toward the Split Rock Lighthouse were approved in

October of 1948. The plans show the semi-elliptical overlook at the top of a slope on the southeast side of
and adjacent to TH 61, so that cars could simply turn off the traveled way and into the drive/parking area

which forms the interior of the overlook (Figure 156). The surfacing for the drive/parking area is indicated

as gravel (Figure 157). Within this area, situated beginning 22 feet southeast of the highway centerline, is
a semi-elliptical island, outlined by six-inch-high concrete curbing.

Additional six-inch-high concrete

curbing separates the vehicular area from a five-foot-wide bituminous sidewalk that runs along the interior

of a rubble masonry overlook wall, except for the last approximately 11 feet at each end, where the sidewalk

is concrete. Each concrete sidewalk section outlines a masonry marker holding a sign that reads “parking

overlook.” From these ends, the wall gently curves in, away from the highway, then makes right angles to

turn out to the southeast and again toward the center to form a 118-foot-long, rectangular lookout bay
surfaced in bituminous except for small, triangular, concrete panels in both corners. Off the northeastern

corner are curved concrete steps leading up to a small, rectangular, concrete terrace, with the overlook wall

extending to run around its exterior. A bench with concrete seat is shown on the terrace along the northwest
wall. Both the lookout bay and the terrace include open railings on the southeast, lake-facing side, with
wood rails anchored into masonry piers. Concrete surfacing is located between the piers, to the exterior of

the bituminous walk. On the northwest side of the highway, opposite the overlook, the shoulder was to be
widened, presumably to accommodate overflow parking. Plantings are not indicated on the plan set.

The overlook was constructed circa 1949. An aerial photograph dating to 1954 and a partial-view standard

photograph dating to 1955 shows the wayside to have been constructed generally according to plan,

although the island was linear and narrower, and steel rails were used in lieu of timber ones (Figure 158).
Comparison with a 1939 aerial photograph indicates that trees were cleared for approximately 35 feet in

front of the wall, but tall grasses were left in place. In 1955, a lectern-type geological marker discussing the
geology of the Split Rock Region was incorporated into the wall by constructing the base around the center

rail (see Figure 158). The random ashlar construction of the marker used the darker-hued varieties of stone

found in the overlook wall. The 1955 photograph shows that a picnic table was placed near the marker, in
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FIGURE 156. SPLIT ROCK LIGHTHOUSE OVERLOOK, 1948 SITE PLAN
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FIGURE 157. SPLIT ROCK LIGHTHOUSE OVERLOOK, 1948 PLAN DETAIL
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FIGURE 158. SPLIT ROCK LIGHTHOUSE OVERLOOK, PARTIAL VIEW OF OVERLOOK WALL, 1955
front of the wall. During the 1997 survey, a noted variation to the plan in the original construction included

forming the terrace steps to be symmetrical rather than asymmetrical in plan. The terrace had been paved
in asphalt; it is not known whether this material substitution was made during the original construction or

at a later date. No mention was made of the concrete insets in 1997, but comments by Gemini (2003:3) on

a treatment report completed in 2001 noted that they were not present at that time. Other alterations

observed in 1997 included the overgrowth of trees, which blocked the view to the Split Rock Lighthouse,
and the removal of the signs. The wall was in extremely poor condition (MnDOT Historic Roadside
Development Structures Inventory form, LA-BBT-023).

In 2008-2009, MnDOT completed a rehabilitation of the Split Rock Lighthouse Overlook, using “original
construction plans . . . as a guide for the rehabilitation” (Westrum Ostrom 2009:2). The effort included repair

of the walk and parking bay pavement; new concrete curbing, with the addition of a ramp; mudjacking the

steps to the terrace to bring them to the original elevation; concrete surfacing on the terrace; reconstruction
of the wall, including the rails, with salvaged original stone kept/used where possible; installation of
replacement “parking overlook” signs replicating the original; and clearing and removal of vegetation to

restore the view from the overlook. A metal interpretive sign was installed on the southeast side of the wall

near the southwest end of the overlook bay. The sign discusses the Split Rock Lighthouse, the North Shore
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Scenic Drive, and the original construction of the overlook. Native perennials and woody shrubs were
planted on the slope to the exterior of the overlook, “to discourage foot traffic” (Westrum Ostrum 2009:3).

Description
The Split Rock Lighthouse Overlook was surveyed in October of 2019. It is located on the southeast side of
TH 61, approximately three quarters of a mile southwest of the entrance to the Split Rock Lighthouse visitor

center. Access into the overlook is no longer directly off of the highway, which was straightened via a shift

to the northwest in 2010. Instead, the site is accessed via a thru drive that connects at both ends to TH 61
then curves in to follow the former path of the highway adjacent to the overlook (Figure 159). From there,

one may turn directly into the overlook drive/parking area, as was the case historically. The overlook

drive/parking area is separated from the access drive by a low, narrow, concrete island paralleling and
approximately the same length as the overlook bay (Figure 160). The drive/parking area is bituminous, as

is the five-foot-wide walkway along the interior of the wall, with the concrete-surfaced exceptions of the far

ends of the latter element at the signs (Figure 161) and of the ramp within the walkway, located nearly
opposite the southwest end of the island. The walkway and drive are separated by concrete curbing.

Atop the concrete surfacing at the wall ends are two curved, flagstone steps, adjacent to the eight-and-a-

half-foot-tall piers to which the signs are attached (see Figure 161). These piers and the continuous portions

of the wall are constructed of randomly laid gabbro, granite, and limestone, with both rubble and cut stone
employed (Figure 162). The remaining piers and the geological marker are of random ashlar construction

(Figure 163), as is the majority of the northwest and northeast walls surrounding the terrace, with an

occasional instance of rubble incorporated in those walls. Weathering-steel rails, which exhibit a rust-

FIGURE 159. SPLIT ROCK LIGHTHOUSE OVERLOOK, AERIAL VIEW
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FIGURE 160. SPLIT ROCK LIGHTHOUSE OVERLOOK, ISLAND, 2019, LOOKING SOUTH-SOUTHEAST

FIGURE 161. SPLIT ROCK LIGHTHOUSE OVERLOOK, CONCRETE WALK AND SIGN PIER AT NORTHEAST END, 2019,

LOOKING SOUTH
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FIGURE 162. SPLIT ROCK LIGHTHOUSE OVERLOOK, VIEW SHOWING TYPES OF WALL CONSTRUCTION, 2019, LOOKING

SOUTHEAST

FIGURE 163. SPLIT ROCK LIGHTHOUSE OVERLOOK, DETAIL OF WALL WITH RAILS AND GEOLOGICAL MARKER, 2019,
LOOKING EAST-NORTHEAST
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colored patina and are of similar appearance to those present historically, are located between the piers in
the southeast wall of the terrace and overlook bay (see Figure 163).

The three steps leading up to the terrace are concrete, as is the terrace surface (Figure 164). The concrete
bench is present, but separation has occurred from the terrace wall (Figures 165 and 166). It is stark in its

design, consisting of a long horizontal slab resting upon four evenly spaced, short, vertically oriented slabs.
A metal sign identifying the terrace as a “selfie station” has been placed in front of the northwest wall of

the terrace. It is significantly higher than the wall and has large, high contrast lettering, making it visually
distracting (Figure 167).

The metal interpretive sign is somewhat more successful in harmonizing with the site, as it is was placed in

a less prominent location and features a more subdued graphic in a tone complementing the rusted rails

(Figure 168).

A cleared area of tall grasses, with some young, volunteer trees, continues to be present along the exterior

of the overlook, and near the top of the slope are shrubs (see Figure 163). Beyond these are naturally

occurring trees, including spruce, birch, aspen, and other deciduous varieties. The view to the lighthouse
from the terrace is intact, and impressive (Figure 169), while the remainder of the overlook offers other
scenic views of Lake Superior.

FIGURE 164. SPLIT ROCK LIGHTHOUSE OVERLOOK, TERRACE, 2019, LOOKING NORTHEAST
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FIGURE 165. SPLIT ROCK LIGHTHOUSE OVERLOOK, BENCH ON TERRACE, 2019, LOOKING NORTH

FIGURE 166. SPLIT ROCK LIGHTHOUSE OVERLOOK, DETAIL SHOWING BENCH SEPARATION, 2019
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FIGURE 167. SPLIT ROCK LIGHTHOUSE OVERLOOK, VIEW SHOWING "SELFIE STATION" SIGN, 2019, LOOKING
SOUTHEAST

FIGURE 168. SPLIT ROCK LIGHTHOUSE OVERLOOK, INTERPRETIVE SIGN, 2019, LOOKING EAST-NORTHEAST
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FIGURE 169. SPLIT ROCK LIGHTHOUSE OVERLOOK, VIEW FROM TERRACE, 2019, LOOKING EAST

Evaluation
The Split Rock Lighthouse Overlook was recommended in 1998 as eligible for listing in the National Register

as a property significant under Criterion A for being a non-federal relief property that closely resembles a
federal relief property, and for its design significance under Criterion C as “a basically intact example of the

application of the NPS Rustic style to a wayside rest that incorporates an overlook wall” (MnDOT Historic

Roadside Development Structures Inventory form, PO-GLC-022). It has been re-evaluated under the revised
evaluation criteria for roadside properties along Minnesota’s trunk highways.

The Split Rock Lighthouse Overlook, completed circa 1949, is not one of the earliest roadside property

developments with involvement by the MHD. No evidence has been found to suggest that its design or
construction influenced subsequent roadside development practice or projects, that it fulfilled a key

transportation-related need beyond motorist respite, or that it reflects accommodation of an important
shift in the pattern of highway travel. The overlook is not the result of an organized, community-wide effort
or campaign to obtain a roadside property. It does not include a well-rounded complement of recreational
amenities, and it did not set important standards for overlooks along the Minnesota trunk highway system,

nor did it make an unusually significant contribution to a local community. It therefore does not meet
Criterion A.

The designer of the Split Rock Lighthouse Overlook has not been identified. The property’s design and

construction do not demonstrate the innovative use or new application of engineering or structural systems,
or of construction materials.
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The Split Rock Lighthouse Overlook satisfies Criterion C as a significant representation of a Class IV facility

built between 1946 and 1975 through its outstanding exemplification of three site design characteristics:

site selection and orientation with an emphasis on scenic quality; complexity in site design stemming from
the goal of creating what amounts to a postcard view of a historic lighthouse located over one half-mile

away from the wayside while accommodating existing natural conditions; and the expression of regional

identity through the achievement of this goal. More specifically, in analyzing their options along the TH 61
right of way, the MHD selected an ideal site, one that not only allows a clear view of the Split Rock
lighthouse, but also captures its context, allowing visitors to observe the vastness of Lake Superior and the

rocky hazards of its shores, in a different way than might be experienced up close. The site is somewhat
atypical in this regard; while many of the MHD overlooks provided views of some distance, few others, if

any, were intended for a relatively small, singular feature (not, for example, a giant lake), such as the

lighthouse. The site design precisely situated the overlook, particularly the terrace, to capture this view,

incorporating it into an existing relatively level area near the top edge of a steep drop in elevation. The
drop would carry vegetation down with it, so that only the uppermost trees would need to be cleared and

the natural woods that characterized the area would be largely maintained. Through its retention of these

woods, the view of Lake Superior, and the view of the Split Rock Lighthouse, the wayside speaks strongly

to the identity of the region, with regard to both its natural and cultural history. While not necessary to the

significance of the wayside, the geological marker contributes to it. Added approximately six years after

the wayside was completed, it was placed in the spirit of roadside development during the post-World War

II era and a decade during which the partnership between the MHD and the Geological Society of Minnesota

resulted in several such markers being added to overlook walls at Minnesota’s trunk highway waysides (see
page 40). Its plaque describes the geology of the region and the place of the lighthouse cliff within it
furthers the expression of regional identity, and it refers to an anorthosite exposure which can be seen in a

highway cut at Silver Bay, a clear allusion to the patronage of the site by motorists and a means of giving
the roadside added interest for travelers headed toward Silver Bay.

Constructed within a brief period of time and for a singular purpose, the property would best be categorized

as a site. It is significant at the state level in the area of landscape architecture. The period of significance

is 1949 through 1955, beginning with the approximated year of its completion and ending with the year

the geological marker was constructed. The essential physical features include those common to all

roadside properties, i.e., the designed landscape and the circulation system, as well as the overlook for its

provision of the view of the Split Rock lighthouse. Although not a physical feature, this view is essential to
the significance of the wayside.

The property’s integrity of location is excellent. Thanks to a sensitive rehabilitation effort, the design is

largely intact and the wayside appears much like it did when completed in 1949/1955, with only minor
diminishment in design, materials, and workmanship caused by the installation of modern, replacement-in-

kind materials. Diminished integrity of material is obtained through the replacement of the gravel surfacing
of the overlook drive/parking area with bituminous pavement; however, this diminishment is slight when
considering the site as a whole. The addition of the interpretive sign near the southwest end of the overlook

bay creates only a minor visual change. The “selfie station” sign, as noted above, is somewhat more glaring,
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but as it is not of a grand scale, and could be easily removed or replaced, it is not enough to critically
compromise the integrity of design.

Perhaps the most notable change to the design is in the circulation system, in that the overlook is no longer
adjacent to TH 61. It is, however, still accessed in the same way off of the historical route of the highway,

which requires driving less than 200 feet from the current route to reach on the southwest end, and less

than 50 feet on the northeast end. Because of these short distances and use of the former route, the
circulation system continues to generally convey the original design intent, and additionally, the site

maintains a relationship to the trunk highway. Due to the maintenance of this relationship and of the
important view to the Split Rock Lighthouse, along with the overall lack of alteration to the surrounding

landscape, the wayside has strong integrity of setting and association. Given the good integrity of location,
design, materials, workmanship, association, and setting, the site retains its integrity of feeling.

Recommendation
The Split Rock Lighthouse Overlook is eligible for listing in the National Register.
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ROADSIDE PROPERTIES NOT ELIGIBLE FOR LISTING IN THE NATIONAL
REGISTER
7.1

PROPERTIES NO LONGER EXTANT

The following 24 roadside properties have been razed for highway expansion or other reasons, and

therefore do not warrant findings:







Blazer Park (HE-GVC-047B) (W side of MN 100, between MN 55 & Lilac Way Drive N)
Cross River Rest Area (CK-UOG-047) (Both sides of MN 61 at the Cross River)
Cushion Peak Overlook (MN 16, 3.5 mi W of Houston, Houston County)

East of Gibbon (MN 19, 3.0 mi E of Gibbon, Sibley County)

Graeser Park - South (HE-RBC-160) (NW side of MN 100, just S of Broadway Ave & BN Railroad)
Hinckley (16 mi E) Wayside (MN 48, 16.0 mi E of Hinckley, Pine County)



Indian Battle Ground Historical Marker (WA-SWC-713) (W side of MN 95, 0.5 mi N of Stillwater Lift



Jct MN 20 & MN 50 Wayside (US 61, terminus of TH 20, west of Miesville, Dakota County)

Bridge)









Kawishiwi River Wayside (MN 1, 11.0 mi SE of Ely, Lake County)

Lake Iverson Rest Area (I-94 EB, 7 mi SE of Fergus Falls, Otter Tail County)

Lake Pokegama Rest Area (US 169, 5 mi S of Grand Rapids, Itasca County)

Lilac Park (HE-SLC-013) (NE corner of the Jct of MN 100 & Minnetonka Blvd)
Lion Springs Rest Area (US 53, 8.0 mi S of Eveleth, St. Louis County)

Nest Lake-New London Rest Area (MN 23, 2.0 mi N of Spicer, Kandiyohi County)

Nokassippi River Historical Monument (MN 371, 13.0 mi N of Little Falls, Crow Wing County)

Note: In 2003, a new Nokassippi River Historical Monument wayside was established in a new
location with a redesigned monument.




Org South Limits Wayside (MN 60, 5.0 mi S of Worthington, Nobles County)

Pine Bend Historical Marker (DK-IVG-023) (Pine Bend, SE corner of the Jct of US52/MN55)

Note:

Circa 2017, the historical marker from this wayside, which had been dismantled and

mothballed, was rebuilt in a new location.



Pine Island Wayside (US 52, 0.5 mi N of Pine Island, Goodhue County)

St. Cloud Historical Marker (SH-SCC-048) (NE side of US 10, 0.4 mi SE of CSAH 7)

Note: In 2010, the historical marker from this wayside was dismantled and rebuilt in a new location.


Spang Spring Roadside Parking Area (IC-SPG-004) (12.0 mi S of Grand Rapids, W side of US 169, 2.2

mi N of CR 241)




Tall Pines (1) Wayside (MN 6, 11.1 mi from Jct TH 1 and TH 6, Koochiching County)
Thief River Falls Wayside (MN 1, 7 mi W of Thief River Falls, Pennington County)
Tower Wayside (MN 1, in Tower, St. Louis County)

Note: The historical marker has been moved to a nearby parcel, which is the site of the Tower
Depot and Train Museum.


Truman Wayside (MN 15, 1.0 mi N of Truman, Watonwan County)
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7.2 PROPERTIES NOT ELIGIBLE FOR LISTING IN THE NATIONAL
REGISTER
The following 180 roadside properties are not eligible for listing in the National Register, and are listed here
for ease of reference. They are detailed in Volume II of this report or in previous reports. For the latter
cases, Volume II provides reference to the applicable report.



































Adrian Eastbound Rest Area (NO-WET-001)

Adrian Westbound Rest Area (NO-WET-002)

Albert Lea Travel Information Center (FE-FAN-010)
Albert Lea Wayside (FE-AEA-239)
Ann River Wayside (KA-ART-012)

Avoca Historical Marker Wayside (MU-AVC-010)
Babcock Memorial Park (SH-ERC-028)
Bad Medicine Lake (BK-RLK-005)

Beaver Creek Travel Information Center ( in South Dakota)

Benson Rest Area (SW-BES-013)

Big Fork River Rest Area (IC-EFC-018)

Big Pine Lake Roadside Parking Area (PN-PLK-006)

Big Sandy Lake Overlook / Libby Parking Area (AK-LBY-009)
Big Stone Lake Overlook (BS-FOS-003)

Birch Coulee Historical Marker Wayside (RN-BCO-004)
Birch Lake Dam Wayside (LA-FLK-023)
Birchdale Wayside (KC-UOG-117)

Blomkest Rest Area (KH-RSE-005)

Bolles Mill Historical Marker Wayside (WA-AFC-035)
Breckenridge Wayside (WL-BKC-066)

Browns Valley Historical Marker Wayside (TR-FOL-006)
Buck Lake Wayside (IC-UOG-135)

Caledonia (5 mi N) Wayside (HU-SAL-010)

Cass Lake Rest Area (CA-CLC-047)

Cedar Lake (1) Wayside (TO-KAN-004)
Cedar Lake (2) Wayside (TO-LST-008)

Chatfield Historical Marker Wayside (FL-CHC-034)
Chippewa Turnout (WB-PEP-016)

Christmas Lake Roadside Parking Area (HE-SHC-022)
Clear Lake Rest Area (JK-DSM-009)

Clementson Rest Area (LW-CLE-002)

Clifton - French River Historical Marker Wayside (SL-DUT-002)

Clitherall Wayside (OT-NID-001)

Cold Spring Roadside Parking Area (SN-CSC-024)
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Cove Bay Wayside (ML-SOU-022)

Daytonport Roadside Parking Area (AN-RMC-008)

Deer River (22 mi N) Rest Area / Avenue of the Pines Wayside / Continental Divide Wayside (IC-

UOG-136)





































Des Moines River Rest Area (JK-DSM-010)
Detroit Lakes Overlook (BK-DLC-157)

Dickinson Spring Roadside Parking Area (WR-RKT-006)
Dresbach Travel Information Center (WN-DRS-018)
Duluth Roadside Parking Area #3 (SL-DUL-3115)

Duluth Roadside Parking Area #4 (SL-DUL-3116)

Duluth Roadside Parking Area #5 (SL-DUL-3117)

Dunnell Wayside (MR-LFT-001)

Dustin Memorial Wayside (WR-MDL-004)

East Side of Trunk Highway 139 Rest Area (FL-HRT-019)
Elm Creek Rest Area (HE-MGC-097)

Embarrass Lake (1) Wayside (SL-BIT-006)
Emily Rest Area (CW-EMC-006)

Floodwood (10 mi N) Wayside (SL-CDV-006)
Flute Reed River Wayside (CK-UOG-090)

Fond du Lac Historical Marker Wayside (SL-DUL-2429)

Fort Beauharnois Historical Marker Wayside (GD-FLC-056)
Frazee Rest Area (OT-HOB-006)

Frontenac Roadside Parking Area / Maiden Rock / Lake Pepin Rest Area (GD-FLC-054)
Garrison Rest Area (CW-GRT-001)

General Andrews Rest Area (PN-SLT-005)
Gibbon (1.5 mi E) Wayside (SB-COR-006)

Good Harbor Bay Overlook (CK-UOG-091)
Goose Creek Rest Area (CH-HRT-001)

Gooseberry Falls Concourse (LA-SVC-046)
Graeser Park (HE-RBC-025)

Grand Marais Harbor Sea Wall (CK-GMC-029)
Grand Rapids Rest Area (IC-GRC-115)

Granite Falls Overlook (YM-GRN-078)

Hansel Lake Rest Area (OT-TUM-006 [likely eligible, but slated for demolition])
Hewitt Roadside Parking Area (TO-HEW-012)

High Forest Rest Area (MW-PLE-007)
Hill City Rest Area (AK-HLC-019)

Hill City (River) Rest Area (AK-HLK-002)

Hinckley (5 mi E) Wayside (PN-BAR-012)
Independence Rest Area (SL-NWI-006)
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Isle Rest Area (ML-EAS-005)

Jackfish Bay Rest Area (KC-UOG-118)
Jasper Peak Wayside (SL-BRE-025)
Jordan Wayside (SC-JRC-061)

Kellogg Rest Area (WB-GRN-015)

Kensington Runestone Roadside Parking Area (DL-ALE-067)
Kettle River Rest Area (PN-FNT-010)
Knife Lake Rest Area (KA-PEA-007)

Knife River Rest Area (LA-UOG-032)

Kodonce River Rest Area (CK-UOG-092)
La Crescent Overlook (HU-LCC-009)

La Prairie River (2) Rest Area (IC-GRT-040)
Lake Bemidji Overlook Walls (BL-BJC-109)
Lake City Concourse (WB-LKC-093)

Lake Koronis Rest Area (SN-PVT-035)
Lake Latoka Rest Area (DL-LGT-001)

Lake Mazaska Wayside (RC-WLS-018)

Le Homme Dieu Rest Area (DL-ALX-017)

Leaf City Historical Marker Wayside (OT-LLT-001)
Lengby Rest Area (PL-LGC-005)

Lime Lake Rest Area (MU-LLT-001)
Loman Rest Area (KC-UOG-113)

Long Lake Roadside Parking Area (CW-NSC-004)
Long Lake - Vergas Rest Area (OT-VGS-005)
McGregor Rest Area (AK-MGC-020)

Maine Prairie Corner Historical Marker Wayside (Kimball Roadside Parking Area) (SN-MPR-004)
Malmo Rest Area (AK-MAL-005)

Mapleton Historical Marker Wayside (BE-MPC-031)

Marine on St. Croix Roadside Parking Area (WA-MXC-015)
Marion Rest Area (OL-YET-012)

Mendota Overlook (DK-MHC-012)

Mill Pond Roadside Parking Area/Shakopee Roadside Parking Area (SC-SPC-069)
Minnesota Woman Roadside Parking Area (OT-PEL-001)
Montgomery (2 mi S) Rest Area (LE-MTT-007)

Moorhead Travel Information Center (CY-MHC-154)

Morton Pioneer Monuments Roadside Parking Area (RN-BFS-002)
Morton Redwood Ferry Wayside (RN-BCO-010)
Motley Wayside (MO-MOV-005)

Mount Josephine Rest Area (CK-UOG-093)

National Grange Historical Marker Wayside (SH-ERC-029)
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Nevis Rest Area (HB-NVC-005)

New Duluth Scenic Overlook (SL-DUL-2430)

New Ulm Spring Roadside Parking Area (NL-CTT-006)
Norwegian Grove Rest Area (SB-SIB-014)

Noyes Roadside Parking Area (KT-SVT-002)

Otter Tail City Historical Marker Wayside (OT-OTC-004)
Outing Rest Area (CA-CLK-012)

Pelican Rapids Village Historical Marker Wayside (OT-PRC-021)
Peterson Rest Area (FL-RVC-028)

Pickeral Lake Rest Area (FE-AET-001)
Pike River Wayside (SL-EMB-165)

Pillsbury Mine Overlook (SL-BAL-004)
Pine Creek Rest Area (RO-DET-010)

Pine Grove Rest Area (BK-CAR-019)
Plowville Wayside (DO-WAS-045)

Pomme de Terre Roadside Parking Area (SW-MOY-007)
Prairie Lake Rest Area (OT-PET-002)

Pug Hole Lake Rest Area (IC-UOG-137)

Ray Berglund Memorial Wayside (CK-TFT-001)

Red Wing Roadside Parking Area (GD-RWC-849)
Redwood River Wayside (RW-HON-007)

Reno Spring Roadside Parking Area (HU-JEF-007)
Rose Creek Rest Area (MW-ROS-014)

Roseau (2 mi W) Rest Area (RO-JAD-003)

Rosemount Weigh Station (DK-EMP-010)
Round Lake Rest Area (OT-DOR-002)

St. Croix Boomsite Roadside Parking Area/Stillwater Boomsite Rest Area (WA-SWT-004)
St. Louis Park Roadside Parking Area (HE-SLC-017)
St. Mary’s Lake Wayside (SL-FAY-011)
Sauers Lake Rest Area (BK-LKV-035)
Sauk Lake Wayside (SN-SKT-030)

Serpent Lake Rest Area (CW-DWT-003)

Shingobee Bay Rest Area (CA-SGB-057)

Sibley Pioneer Church Monument Wayside (DK-MDC-011)
Silver Lake Roadside Parking Area (OL-ROC-105)

Skyberg Wayside (GD-KNT-012)

Snowball Lake Rest Area (IC-GRN-022)

Soudan Roadside Parking Area (SL-SOC-001)
Split Rock Trailhead Wayside (LA-SVC-100)

Starbuck at Magmental Lake Wayside (PO-WBL-006)
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Stickney Park Rest Area (SH-CLT-020)

Stillwater Overlook - North (WA-SWT-013)
Sturgeon River Wayside (SL-STG-010)

Surprise Lake Rest Area (IC-UOG-138)
Swan Lake Rest Area (IC-GRN-023)

Tall Pines (2) Wayside (KC-UOG-119)

Tamarack House Historical Marker Wayside (WA-SWC-714)
Taylors Falls Overlook – North (CH-TFC-055)

Taylors Falls Overlook – South (CH-SHT-032)

Temperance River Roadside Parking Area (CK-UOG-046)
Thompson Hill Overlook (SL-DUL-2431)

Thompson Hill - Skyline Parkway Overlook (SL-DUL-2468)
Thompson Hill Travel Information Center (SL-DUL-3586)

Tower (5 mi W) Wayside (SL-VLK-007)

Traverse des Sioux Wayside (NL-TRV-008)
Tulaby Lake Rest Area (MH-LET-001)
Twin Lakes Rest Area (IC-GLD-005)

Victory Memorial Rest Area (BE-DEC-008)

Vineland Historical Marker Wayside (ML-KAN-006)
Wabasha Overlook (WB-WBC-183)
Walker Rest Area (CA-SGB-058)

Whipholt Roadside Parking Area (CA-PLK-003)
Williams Rest Area (LW-WMC-014)

Willow Lake Roadside Parking Area (CA-TOR-002)
Winnebago Wayside (FA-VER-017)

Wrenshall Scenic Overlook (CL-TLK-004)

Zumbrota Historical Marker Wayside (GD-ZBC-066)
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PROPERTIES REQUIRING EVALUATION
This chapter identifies known roadside properties which have not yet been evaluated under the revised
criteria, and in most cases have not been surveyed. These are either no longer on the trunk highway system
or are on the trunk highway system but did not readily present themselves through research during previous

studies because they are no longer owned by MnDOT, and therefore are not included in the lists of roadside
properties or dedicated property files held at the Site Development Unit. Two properties identified here

were previously evaluated and found eligible for listing in the National Register, but were not re-surveyed

or re-evaluated during the current study because as properties that were not evaluated during previous
MnDOT-sponsored studies, they were beyond the scope of the current project.

These and other

encountered roadside properties should be evaluated under the evaluation criteria provided in this report,

whether encountered in MnDOT-reviewed projects or during architectural history surveys in Minnesota
unaffiliated with MnDOT.

Over 350 wayside rests were constructed along Minnesota’s trunk highways before 1975, and fewer than
230 are accounted for in the preceding chapters. Thirteen others are listed in this chapter. While it is certain

that many have been razed, numerous others may await identification.

Benson Roadside Parking Area – Described in the 1938 Annual Report of the Accomplishments of Roadside

Development Along the Trunk Highways in Minnesota (Annual Report) as located on TH 9 along the river

frontage adjacent to the west corporate limits of Benson. Included a council ring and five fireplaces.
Assumed to exist today as Ambush Park. Google Street View shows the presence of a council ring there.

Brophy Lake Roadside Park, Alexandria – Described in the 1938 Annual Report as located on TH 52 between

the highway and Brophy Lake. Included stone steps, a council ring, and three fireplaces. Exists today on
CSAH 82. Google Earth shows the presence of a council ring there.

Buchanan Historical Marker Wayside (SL-DUL-2330) – Evaluated in 1997 and currently considered eligible

for listing in the National Register. It exists today on CSAH 61 approximately one mile northeast of Stony
Point. Google Street View shows the presence of an elaborate historical marker complex.

Buffalo Overlook – A resident of the city of Buffalo contacted MnDOT in 2020 and indicated that this

overlook exists today one block west of the intersection of TH 25 and Division Street, which is on the shore

of Buffalo Lake. He cited a newspaper article from January 1935 as stating that 55 men worked to build the
wall with funds from the MHD.

Cambridge Wayside – Listed in the 1961 MHD inventory of roadside development projects. Included an

overlook. Exists today as Cambridge City Park. Google Street View and Google Earth show the presence of
a stone overlook wall, stone entrance gate, and council ring.

Hawley Wayside – Listed in the 1961 MHD inventory of roadside development projects.

Included a

geological marker and numerous other amenities. Exists today as a city park. Google Street View shows
the presence of a lectern-type geological marker.
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Le Sueur Historical Marker Wayside – Listed in the 1961 MHD inventory of roadside development projects.
Included a historical marker. Exists today on CSAH 112. Google Street View shows the presence of a shrinetype stone marker and two stone benches.

Mankato Rest Area – Listed in the 1961 MHD inventory of roadside development projects. Included an
overlook and geological marker. Exists today on Lookout Drive. Google Street View shows the presence of

a stone retaining wall with stairs down to a stone overlook wall with integrated geological marker.

Moose Lake Wayside – Listed in the 1961 MHD inventory of roadside development projects. Included a

geological marker. Exists today as the Ervid T. Clemons Rest Stop on CSAH 61. Google Street view shows
the presence of a concrete, lectern-type marker and a parking area among likely newer elements.

Pine City Historical Marker Wayside – Listed in the 1961 MHD inventory of roadside development projects.

Included a historical marker. Exists today as Riverside Park on CSAH 61. Bing street view shows the presence
of a stone, shrine-type marker with terrace and drive, as well as separate parking with a boat launch.

St. Joseph Blockhouse Historical Marker Wayside – Listed in the 1961 MHD inventory of roadside
development projects. Included a historical marker. Exists today at a jog in old TH 52, now the intersection
of 2nd Avenue NW and W Birch Street. Online imagery shows a stone shrine-type marker with wing walls
enclosing a terrace, upon which are benches.
Shakopee (5 mi NE) (HE-EPC-067) – Evaluated in 1993 and currently considered eligible for listing in the
National Register. Described in the 1938 and 1939 Annual Reports as located on TH 169 about five miles
northeast of Shakopee on the summit of a high hill overlooking the Minnesota River Valley. Included a
stone concourse with integrated historical marker. Google Earth shows the concourse exists off CSAH 61
(Flying Cloud Drive), but vehicular access appears to have been eliminated.
Veteran’s War Memorial Wayside – Listed in the 1961 MHD inventory of roadside development projects as
being located on TH 71 in “Willmar – at foot of Manila Avenue.” Included a historical marker. Exists today
off of Business 71 via Hawaii Street. Online imagery shows a stone lectern-type marker with wing walls
encompassing a terrace and backed by a flagpole.
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SUMMARY OF FINDINGS
This study accounts for 242 properties. Fourteen of these are properties previously listed in the National

Register as roadside properties (see Chapter 5). Ten are recommended as eligible for listing in the National

Register: Baudette Rest Area (LW-BDC-030), Burgen Lake Rest Area (DL-HUD-010), Glenwood Overlook

(PO-GLC-022), Kaposia Village Historical Marker Wayside (DK-SPC-020), Manitou Rapids Rest Area (KC-

UOG-114), Oak Lake Rest Area (PL-KNU-001), Osakis Stage Station Historical Marker Wayside (DL-OSA021), Ottertail Lake Rest Area (OT-OTC-003), St. Paul Overlook - Burns Avenue (RA-SPC-2927), and Split
Rock Lighthouse Overlook (LA-BBT-023).

One more, the Forest Lake Rest Area (WA-FLC-007) is

recommended as not eligible but as having the potential for future eligibility if the easily reversible condition
currently affecting its integrity, the roofing material, is reversed. A total of 180 properties are recommended
as not eligible for listing in the National Register (see Section 7.2).

The remaining 37 of the 242 properties include 24 roadside properties that have been razed (see Section

7.1), and 13 roadside properties that for various reasons have not yet been evaluated under the current

criteria (see Chapter 8). The potential exists for numerous other roadside properties to exist which are either
no longer on the trunk highway system and/or owned by MnDOT.

Properties are presented alphabetically within each of the findings categories in their relevant chapters, and

are therefore easily located with regard to their eligibility status. Users of this information may also wish to
identify properties by other categories, such as county, inventory number, MnDOT district, or highway

control section. To avoid excessive tabulation in this report, the report is instead accompanied by a sortable
(i.e., Microsoft Excel) spreadsheet.

Similarly, the graphic presentation at the state level of over 200

properties would not be particularly meaningful, nor would it be particularly useful with regard to

pinpointing locations, observing conditions via aerial imagery, or the like.

Instead, the report is

accompanied by a GIS layer. Per MnDOT’s direction, locations for properties found not eligible will be
represented by a centroid, while listed, eligible, or potentially eligible properties will be represented by a

polygonal boundary. If the centroid or boundary is not needed, the user may alternately paste the
latitude/longitude into Google Maps, Google Earth, Bing Maps, or similar platforms to pinpoint a location,
obtain an aerial overview or in some cases, obtain a street view of a property.
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