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PREFACE

I wish to thank the people who gave me of their time
during the swmer of 1964, Charles Blessing, Director of Detroit's
City Plan Commission, called my attention to the clustering of sky-
scrapers so pronounced in Detroit and shoved ne his photographic
 slidzs that demonstrate this phenomenon andtenpha;ize its importance.

Sam Spatter, of the Pittsburgh City Planning Commission staff dis-
cussed with me the planning problems of the‘Golden5Triangle and
George Anderson, of the same staff, discussed the problems of urban
design. In Toronto, K. Davies, of the Metropolitan Planning Board
gave me a general view of the transit plann}ng there, and G, Fryer,
of the City of Toronto Development COrpo:_'ation, introduced me to the
aims and problems involved in revitalizihg that eity's central
area, In Chicago I had the opportunity to talk about transport-
ation planning with J. J. Howes of the staff of the Chicago Area
Transportation Study \and, through Mr, Howes' generosity, to receive
a copy of the Study.

To the planning departments of the various cities Iam
indebted for the base maps needed for the preparation of my diégrams
showing the clustering of skyscrapers. Also, to these departments
I am indebted for the printed information which they supplied me,
especially to the Philadelphia City Planning Commission and the City
of Toronto Planning Board., In both cases the publications were of

unuéually fine quality and of thorough scope.
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I wish to express my gratitude to the staff of the
library at MéGiil University for their help and their understanding
and accommodations to my particular needs, to Mrs., Thomas Lyons for
her diligence and dispatch in the preparati.on of the typesoript, to
my wife for her invaluable- suggestions teward the cla.tity oi‘ ny -
thinking as it is recorded here, and 1astJ.y to Professor Harold
Spence-Sales for the help, the guidance, and the inspiration which
have contributed so much toward the completion of this writing.

The choice of facts presented "bhe viewpoint taken,
any opinions whose sources are not otherwise indicated, and the

errors that may appear are my own responsibility.



INTRODUCTION

All etpériéhce cmb.’mes’ the esthetic, visual experience
with other levels of e'xperiencg“-- from the philosophical level to
the practical level of how to find cne's way around,’ Thus, I have
considered a broad range of informa;t;ion relating to the clustering
of skyscrapers, The confrontation of a person with an object or
an event will always involve:

1. The individual person.

2, The object or event to which he must adapt.

3. The envirmmentyhieh includes the individual, the

object or event, and everything else that exl.sts.z
The individual person's mental reaction to objects and events may
be resolved into three components:

1, The affective component, concerned with the individ-

ual and the significance of the object or event to him,

2. The esthetic component, concerned with the individu-

al's awareness of the uniqueness of the object or

event,
1
Philip Thiel, "A Sequence-Experience’ Notation for Architectural
and Urban Spaces,” Town Planning Review, XXXIT (Apr., 1961), b5.

Iredell Jenkins, Art and the Human Experience (Cambridge, Mass.,
1958), p. 14,



3. The comitive component, concerned with the relation-
ship between the individual, the object or event, and

the emrixfcm"lejg_x;:i3 - |
The affective component of one's reaction to urban
spaces relates to the meaninglq which p‘eaplé ‘associate with such
spaces, These meanings aret | 7
1, Circulation: the practical concerns of movement
through spaces.
2, Use.:k vthe current activity taking place within
spaces. ‘
3. Associatipm past, present, or future relationships
of events, persohalities, ‘or activities with spaces.
4, Expression: the quality, character, or feeling of
spaces.
5. Philosophw.i philosophical intimations or implica~-
tions of spaces.u
Consldered as it relates to the esthetic component of
mental reaction to experience, a city may be viewed as an assem-
blage of solids and voids arranged in a rather loose pattern upon
a floor, which may be a level surface or an irregular one having
its own bumps and hollows, The relaticnship of solids to voids

is basic; the variety of voids is as important as the qualities of

3 . .
4Ibid., pp. 17, 18,
Thiel, p. 46.



the solids, The handling of voids is, in fact, one of the main
aspec_:ts of urban dgsigx'.s It is interesting to note the biplog-
ical, or evolt_x_t.ionary. importance of the esthetic camponent, which
lies in the fg.ct that its di;tingnishing feature of imaginative
apprehension aids the survival of the individual by stressing the
uniqueness of each object or event so that he will not confuse that
object or event -~ that is, the reality with which he is confronted
-~ with ideas in his mind developed from previous experiences with
similar objects or evqnts. If the individual reacts to the ideas
in his mind_ rather than to the uniqueness of the reality he is
confronting, and if these ideas and the reality do not correspond
closely, then his reaction may be lnappropriate enough to jeop-
ardize his chances for smival.-6 ‘ »

The cOgniti_.wfe _chponent. concerned wi?:h __‘bhe‘ relation-
ship between the individual, the -objgct or e?_vent, and the envi-
romment including them all, is generally bas'ed upbn the assumption
of order in the world.” Physical order in the world usually comes
about because man consciously strives to create that order; péople

consciously invent physical things and give them forms in response

6Gordon Logie, The Urbap Scene (Londen, 1954), p. 20,
?Jenld.ps, PP. ‘32,“33.
Ibido. ppo 289 29'



to thg ft_mct;l_pns which they are expected to fulfill. This process
is that of das};m.a _

I have begun this study with the consideration of the
developmentf' of the skyscraper as a building type in Chicago and
with the early develoment of the.city itself, which resulted in
thé clustering of skysecrapers tﬁere. I have continued the first
part of this study with a few notes on the important functions of
large cities in our world today. Then I have proceeded to the
spée:l.fic concéms of the nature pf the cenﬁral business district,
the related proBJ.enS of urban traﬁ‘ig and u#eé of urban space, some
soluticns offered for these problems, and ideas about various kinds
of urban forms, present and future. My emphasis here is strongly
on the affective camponent of mental reaction to expérience -
circulatién, use, and as"sociation.. |

In the second part of this study I have considered
five North Ame:fiéan cities which represent a'pvéri'ety-' of metro-
poiitan'forms and populations: Detroit, Pittsburgh, Philadelphia,
Torento, and Mantreal. During the swmer of 1961} I visited all of
them and obtained the data needed to map the glustering of sky-
scrapers. qu the purposes of this study I have defined sky-
scrapers as all bﬁildings ten stories or more in height., On the

maps I have identified the locations of all skyscrapers, I have

8 -
Christopher Alexander, Notes on the Svnthesis of Form
(Cambridge, Mass., 1964), p. 1.



placed then in two categories as to age -- before 1945 or 1945 and
later, and I have identified them as to use. The classification
| as to age is #__iqg_ical one, -and not a difficult one to egtablish.
The Second world flar ca_used a zloné cessation in construction
activity, and there were few bulldings of contemporary architec-
tura:!. design before the war and many built g.ftef it, Asan archi-
tect, my knowledge of building construction, materials, and archi-
tectural history has given me la rgasogable claim for accuracy,
althongh an occasional insurance company office building in
traditional disguise may have Athw.u'ted me, Obtaining ;ocatims
and heigh‘l_:s of buildings was a matter of perserverance, I have set
up eight categories of bui.ldj_.ng uses, Govemmental offices make
up one categpry. A‘ second category comprises all other offices
and commercial uses, two activities which frequently are intermixed
within buildings. For the same reasom, ‘manufacturi.ng and ware-
housing are placed in the same _category, for in central business
locations, these uses often share the same building. Post office.
structures, in spite of their name, I have classed as warehousing,
along ﬁith custc_ms bz;ildings, for the office functions involved
are generally seconda;'y to the shipment of goods. The remaining
categories are hotels, apartments, hospitals, schools, and parking.
My original‘ intent as I traveled to the five cities was

to survey u:fban form and urban growth but I found that I was
witness to a rebirth of the cities which I walked through in a
new and different form. Out of the old urban tissue new buildings



were arising to new heights with new di._mensions of urban spaces
between them. ‘I was curious to know how these new dsvelopngnts
came about and, when I madol a study of each of these cities, I
was moved to cmsi®r>MS‘aspeqt of their planning as wgll as
what their present and future pla.ns were. In most cases, new
growth did not come imediatel& after the Second World War, but
only after a datemined effort on the part of private or govern-
ment interests to encourage central business district construct-
ion again. . _
In his State of the Union Message in January, 1965,
President Johnson emphasized the size and the extent of American
urban problems: "I propose that we launch a national effort to
make the American city a better gnd a more stimulating place to
live....An educated and healthy people require surroundings in
ham_ony with their hopes, In our urban. areas the central problem
today is to protect and restore man's sgtiéfactions in belonging
to a community where he can find security and signii.‘icance. The
yfifrst step is to break old pfa‘l:'l',erm.’:,..."9 _'As I recall my Vobs'er-
vations of these five cities, I realize that here the breaking of

the pattern has begun.

9
"The New Architecture of U. S. Cities" by the Editors of

Saturday Review, XLVIII (23 Jan. 1965), 15.



PART I  GENERAL CONSIDERATIONS



EARLY CLUSTERING OF SKYSCRAPERS

GROWTH OF CHICAGO

When‘ tall ofﬁ.ge builddngs a_gpéared in the larger
citles of this continent in the 1670"s and 1880's, the clustering
of skyscrapers had begun, Although architects in New York had
made early experiments with the new building type, the develop-
ment of the slqscrapepr,, inyq its true form occﬁi'red in Chi.‘cago.l
" Let us see how this came about..

| Community life began in G}zicago ‘with the arrival of
Migrantg gtti'actgd to the town after the defeat of the Black
Hawk Indians removed the threat of attack ih the region.” When
the townm ir;éorporaﬁed in 1833, its population was 350:3 by
1850, BQ.OOQ; and by 1870, 300,000, Many factors were associated
with such rapid growbh. the dpenipg of the Hississippi valley
prairies to intensive agricultural exploitation; the resulting
establistment of such relsted activities as grain milling and
storage facilities, the grain ‘ez:change, fiﬂ@ncial institutions

’ghcmas H. Creighton, Americap Architecture, (Washington, 1964),
p. 1 )

2 .

Bessie Loulse Pierce, "Chicago," Enclyclopaedia Britannica
(1964), v, 480, |

3 s

Ibid., p. 483,



to lend money, and the meat packing industry; the Civil War boom
in the manufacture of farm machinery and the development of the |
new industries of‘o‘il production md rof.'ming during thh tm;
and the growth of the coal, cement, and Lusber industries in the
surrounding regicn.u's 'rhe'“eitg us ;'apidlv transformed from a
canal to a railrosd center. Tem trunk iine‘a were focused on the
oity by 1856, only eight years.after the first railrosd hed en-
tered it; and 'withv this importance as a fai}road center, the
leading industries of th§ eity‘chhgfed te c§r repair, car bullding,
milling of iron r.ails,{ and 1:)6:].101'‘<:éni'(.x"act::i.o;n.6 By the 1870's
Chicago had become a manufacturing center and a central city
through which much of the weaith’ of ihe middle of the continent

flowed,

SITE OF THE CITY

Economic factors influenced the growth of Chicago,
but so did the peculiar conditions of its site. Writing for
Harper's Magazine in 1891, Montgomery Schuyler, journalist and

In

Carl W. Condit, The Chicago Schoel of Architecture, (Chicago,
1964), pp. 14, 15. . ‘
5

Christopher Tunnard and Henry Hope Reed, Pm,
(Neg Anerican Library Edition, New York, 1956), p. 90.

Ibid., p. 93.
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architectural critic, has given us this amusing, but nonetheless
discerning, description.

To begin with a paradox, the feature of Chicago is its
featurelessness, There is scarcely any capital, ancient
or modern, to whiéh the site supplies so little of a
visible reason of being. The prairie and the lake meet
at a level, a liquid and a plain of mud that cannot -
properly be called‘solid, with nothing but the change

~ of material to break the expanse....In point of fact,
Chicago is of course explained by the confluence here
of two branches of the Chicago River. These have dster-
' mined the site, the plan, and the building of the town,..
‘Streams, however sluggish they may be, so they be them-
selves available for traffic, operate an obstruction to
traffic by land; and it is the ?:t that for some dis-
tance from the junction, the south fork of the river
flows paralldl to the shore of the lake, and within
half a mile of it, which establishes in this enclosure
the commercial centre of Chicago. Even the slightest
obstacle interposed to traffic by the confluent streams,
bridged and tunnelled as they are, has sufficed greatly
to raise the cost of land within this area, in compari-
son to that outside, and to compel here the erection of
the towering structures that are the more characteristic

- and the most impressive monuments of the toun.

THE GREAT FIRE OF 1871

‘The occurrence of the Great Fire was both an accidental
and an inevitable factor influencing the devploment of the city.
No one knows how the fire began. Two thirds of the buildings in
the city were of wood frame construction -- ‘1"ecal1 that the balloon
- frame was:inveated in C:hicago.8

7
Montgomery Sch\xyler,




The larger eomercy:iaibuildingl ‘of the central area,
though built w!.th br:l.ck euter ulls had wooden fleor and roof
construction supported on tinbr or cut-iron colums., Iho chances,
then, that such a eonﬂagratien wuld not joceur were most unlikely.
In forty~eight hours, fire alloat caplotoly destroyed tha central -
area. A few of the buildings had .tron boqns, but in tempera-
tures above 3,000° Fshrenheit the so-called fireproof construction
of the larger buildings falled, and the molten ircn of their
structural rmibers spread the fire wher?vet it flowed., However,
in the noit twenty years, when two and nin&-tonths billien doliars
(at 1963 prices) were spent to reconstruct Chicago, opehing great
opportunities to architects and foreing thu to develop a new form
and technique of bnilding vhich would resist fire and which would

place a large rentable floor area on a small and expensive sita.9

DEVELOPMENT OF THE SKYSCRAPER

Before the introduction of the elevator, building height
was limited by the "powers of ascention of the human leg.” Ko hotel
guest nor paying otfice tenant iould climb higher than fiw}e stories.
After the elevator removed this limitation, several factors related
to the structure of taller buildings then limited building height.
As buildings rose higher exterior masonry walls had to be thickened
at their lower levels in order to support the increased waight of

9 B
Condit, pp. 18, 19.
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masonry. Inte'ﬁor masanry partitions -- it was thaught necessary
to build these of masonry - had to be thickened in the Same way,
and the taller buildings reqnirad more elevator shafts to serve
their larger number of offices. Walls, pqrtitions, and shafts
used up an increasingly ld;jéo pnoportion of the lower leve_‘lt_s of
the lower levels of buildi.ngrswa_s”thgy were then constructed, and
the area so used was therefore n?t avallable for earning rental
income. A point of diminishing ééoncmic returns then limited
building height.

At the ssme time, however, hollow tile and terra cotta
were being developed, first, ‘as a means of fireproofing iren and
steel structural members and, secondly, as‘ a means of ccmstmcting
fireproof floor systéﬁs to span between iron and steel beams and
fireproof partitions. Although utilized extensively for the
portions of buildings within the envelope of exterior wma.' these
advances cop_tributed nothing more for almdst ten years, when the
next step was taken: the erection of a sturcture in which the
weight of all the floors and ia]ls was transferred, story by
story, to the steel skeleton. Masonry wall thicknesses could
then be no thicker than required for one-story construction.
William Le Baron Jenney was the first to take this step in his
design for the Home Insurance Company, built in 1884, The weight
of most of its éxterior walls rested upon the structure of its

b o LR Lot e
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iron and steel skeleton.® The next step, the reductiom of both
the ares and the weight of the exterior walls to a ninhmn, was
acgomplished by Burnham and} Root in their Reliance Bn;ld.i.ng of
189495, where terra cotta serves to fireproof the steel struc-
ture and to keep out the woatho;‘. The rest of the eiborier walls

1

is glass. The Home Insuéinqei Genpmy Building, the Reliance

Building, and their successors are skyscrapers in modern form. ?
Their structure is a skeleton framework and the weight of their

walls is transferred story by story to this structure.

-SUMMARY

8everal factors have led to the clustering of sky-
scrapers in Chicago: economic factors which caused the city to
develop as a regional center and a manufacturing center; tech-
nical advances in building construction md%mgchanical equipment,
which made the conmstruction of taller buildings possible; and a
constructed site, which made the clustering of skyscrapers
necessary. "The skyscraper multiplied ecbhohicall& the useful-

ness of a snaﬁ.l ground area to such an extent that man was, as a

10 ,
Schuyler, II, 427-429, 431,
12
Ibid,, p. 242,




result, able to transact business readily, economically, and
conveniently. ?13

13 _ L
Johih D, Rendall, A Gidda.te
of 1872 %o 2922 (Private

4



THE IMPORTANCE OF LARGE CITIES

AS BRAIN CENTERS

Why do people come to £he centqrs of large cities in
such numbers that tall buildings must be built to house their
: activities? Writing about his "City of Touorrow." Le Corbusier
-offers, in his own visionary and intni.tive idion, the explanatim
that the skyscrapers which he would place at the center of this
city of his would contain the brains of the city, of the whole
nation, and would uynbolizo the careful working out and organ-
"ization upon which all activity would be based, Within these
buildings would be concentrated apparatus for abolishing time and
space -- telephones, gables. and wireless; banks, business offices,

and the control of industry; finance, commerce, and specialization.t

AS CENTEES OF CONTROL NETWORKS

A quarter of a century has passed since Le Corbusier
wrote bf his "City of Tomorrow," and cne wonders if tomorrow
might not be I;ard upon'us. Todéy the Japanese are facing with
probably a greater urgency than most other people the problems

Le Corbusier, Ihe City of Tomorrow snd Its Plapnping, (London,
1929), p. 187. |
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of physical planning for large cit:l.ea and are seeking to under-
stand why such cities grow and vhat functions they perform. A
group under the a;chitoct Kenzo. Imge states that.the activities
of government, politics, r'mné.". and prodnction control =~ which
they refer to collectively as Wm == hgve become
more importsnt than production. !cenaﬁc oircnlation has come to
be emtered in cities whosa poﬁp\\ltl'.ion is of the order of ten
million people, and the Seeqnd Indutriﬂ. Revolntim, now in
progress, will increase the tondancies toward concentration,
The many relationships batwoon the mltitudinous activities which
conprise economic circulation are vital to its effectiveness and
are almogt conplete]: dopandent 7pon commnication, Large cities
contain an invivible commmications network which has been produced
by the technological revolution. People come to such places in
order to be connected t§ this network. Thus Tokyo, for example,
may be described as a hugh pivotgl organiutd.bn for the purpose of
controlling everything in Japan == v;aluas and ideals included --
and for linking Japan with the rest of the world,’

If Tokyo, then, can be described as a control center for
Japan and a link with the rest of thw world, one may infer that
smaller cities contain to lesser degrees and in various different

2
‘Kenzo Tango and Associates, "A Plan for ‘l‘okyo, 1960," m
Architect, XXXVI, (Apr. 1961). 10, 11.
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combinations the iarions activities of economic circulation and
act as control points for smaller areas of land snd linkage points
with other areas bcyond thqir aun. ‘

| OTHER BICLOGICAL ANALOGINS

Spealéing generaliy about uod;rn: cities, Oscar Handlin

_justiﬁes our extending the analysis of 'rok.yo to cities of smaller
| population, He says that tho modern city ., haa became the heart,
the brain, perhapa ‘only the digestive syatqm, of that great levia-
than, the modern state."’ In a similar vein, Robert Le Bicolais
observes that the form of ﬁoday'gcity is not a plaza, but a
nervous system which enables each citlzen to come in contact with
others and to conduct his bu#ineés in the most efficient manner
possiﬁle;u The communications network centered in large cities,
then, .expla;u'zs‘their importance.

3
 Oscar Handlin, "The Modern City as a Field of Historical Study,”

%m_ﬂmﬂgz%u, ed, Oscar Handlin and John Burchard
Oa:bridga. Mass,, 19 3 » p' L

Robert Le Ricolais, "An Acria.l Masa Tranait Systcm.
Zhe Rovs XLI (Apr. 196
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The central busineaa district of a city is best defined
by the types of activities for which the space within the district
is uled This was the conclusion uhieh Murphy and Vance reached
-~ after inveatigating, in additi_,op, other mqtl;ods which made use of
such information as land values, shop rents, volume of trade,
population, vehicular traffic flow, and the counting of pedes-
trians. Land values do not reflect building height nor building
valugfi shop rents and volume Qf trade do not reflect office use;
the absence of resident population, which is typical of cantral
‘business districts, is also typical of industrial areas; vehic-
ular traffic flow may reflect the policy of a partieular town to
allow vehicles not destined for the central business district to
pass thrmgh it, or conversely, of not ront;hxg them around it;

and pedestrian flow may include people not destined for the
central business district', such as factory workers on their

way home.l

1 .
Raynond BE. Murphy and J. E. Va.nce. Jr., "Delimiting the CBD,"

Wmﬂm.%sm. ed, Harold H. Mayer and Clyde F.
Kohn (Chicago, 1959), pp. 422-426, 428,
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The activities whose ma.in concentration occurs within

the central business district are, general],v spealdng:

1. The retailing of gooda and services for a profit.

2. The perfomance of various ofﬁce funetions.z
On this basis it was possible to list the various types of
specific activities which are considered m_ to represent central
business district uses of space. They are:
' 1. Pemanent residences, inclnding apartment houses
and rooming honses.

2, ddvenmental and public functions, including parks
and public schools as well as establishments carry-
1ng out more:directly city, county, state, and feder-

- al goVernmental functions,

3. Churches, fraternal orders, colleges, and other
organizational establisMen’g.s.

4, Industrial establishments, except newspapers.

5., Wholesaling. \

6. Vacant buildings and vacant stores,

7. Vacant lots.

8. GComercial st.orage.3

2
‘Ivid,, p. 429.

3
Ivid., p. 431.
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By identifying the areas in a city where non-ceniral business
éctivitiéa take place, one may obtain in fhe regidual area a
precise indication of the area taken ap b,f the central business
district. | | |

Tt must be noted, however, that in actual fact all of
the non-central business districtactivities do occur in various
degreos and in various mirhuroq;aithm central business districts, -
.but their main concentrations do not occur here; and that they are
considered to be either opposed to“ c’e-n;tral-‘ business district activ-
ities, as in the case of pormnont re'kldences or industrial ingtall-
ations, or to be neutral, as :\.n the kcas‘e of governnontai establish-

ments .u

DEFINTTIONS

Central business district will be used in this study
to denote that portion of a city in which, first, the predomi-
nant activities are the retailing of goods and services for a
prof‘it and the perfomming of various ofﬁ.ce‘f’unctions_, and in
which, secandly, the eight non-central business district activities
do nof. have their predominant occurrence. The central business
districts of all cities then will contain substantially the same
array of activities and will therefore be comparable as, for

example, linear measurements in inches may be compared.

N
Ibid,, p. 430,




Central areg will be used to denote the central bus-
iness district combined with corbain adjdeent areas. In each city
the nature md number of theso a&ﬂaecnt ah'us will be peculiar to
that. particular c:lty. therei'ore. tho emt;al area of Toronto, ror
‘example, will not be comparsble to the cemtral area of Detroit,
although their respective éentral buinesa districts will be.,

PREDICTIONS CONCERNING FUTURE ACTIVITIES

The pl_:ysical plmner is concerned with the future as
well as tﬁe'presimt, as may be seen by considering the nature of
the develément ‘plms which he prepares, Such plans are flexible
‘and continuously adjusted arrahg’ement of gﬁidelines in which the
patterns and trends of work, housing, transportation, and location
of city services are estimated in broad bnﬁ carefully caleculated
predictions of future needs,” Therefore let us consider three
predictions of the types of activities which we may expect to
£ind in the central business districts of the future.

According to Robert A. Futterman, a longtime studentA
of cities from the viewpoint of the real estate investor, the
central business district of a healthy city ’will be devoted to
offices, government establishments, retall trade, and entertaimment,

5
' Ada Louise Huxtable, "Call for a Master Plan. The New York
...T.mi 13 July 196k, . .



Many of the small businesses now found in cheap central business
district locations will have moved to vacated and cheaper suburban
quarters, a tendency which will help to develop sub-centers around
the larger citios.6 Futterman adds governmental functions to the
central business district of the future, an activity which Mwrphy
and Vance, writing in 1954, did not include, However, they did
not consider it to be opposed to central business district active
ities, but neutral with respect to them.7

Hoi'e recently, the editors of jrehitectural Forum have
hypothesized that future central areas (they use the undefined
tern downtowun cepter) will cantain fewer kinds of activities,
mainly shopping, orfices, hotels, thﬁMt, cultural facil-
jties, and living a,c:coa\mxod:aﬂ;ionss.8 Here we have agreement with .
either Murphy and Vance, or with Futterman, or with both, as the
separate items are considered, except that a new activity seems to
be added: permanent living accommodations in or near the central
business district, inhabited by people who will be wealthy and
- childless, The editors do not predict the return of the middle
class. Here we have an activity predicted which is definitely

6
Robert A. Futterman, W&n&m (New York, 1961),

PP. 113, 114,
Murpl:w and Vance, p. 430,

"Downtown s Dranatie Ganeback " W CXX,
(Feb 195“'). 99.. -

22
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excluded by Murphy and Vance from the central business district
itself., In the light of this exclusion, 1§t us accept the qual-
ification that living accommodations may be expected in the central
area, as we have defined it.

A third prediction, published in Urban Land, holds that
retailing acf-ivity in the central busine;s district Ywill decrease
‘r‘eia:tively and absolutely and will eventually consist only large
department stores and furniture stores offering a greater selection
of merchgndise than stores in outlying locations; specialized small-
er stores in need of the sales of a metropolitan area for their
support; and stores serving the daytime working population of the
central business distriect, Offices will be the main source of growth
of the central business district, especially for the activities re-

‘ quiring many female clerical workers, sﬁch as headgquarters iypes of
operatiéns. Regiocnal headquarters cities will have more concentrated
central business district growth thAn _secondary cities, whose offices
will tend to increase the size of suburban centers. New residential
apartments will appear in or near downtown -- we may say in the
central businésq districts and in the centraJT area -- to the greatest
degree in cities which are either very 13rge.i are regional headquar-
ters, or are sector-shaped (here because the desirable suburbs are

too far may).9

9
"The Future Funétion of Downtown m.atricts, w. XXIT
(Feb 1963), .. .



This prediction calls our attention to the fact thﬁt
retail trade and offices will remain the principsl activities and
‘that the increase in the number of offices will account for most of
the growth, We may assume that the office functions of government
are to be included., In its mention of residential apartments in or
near the central bnsiz'xesa district, f.his prediction reinforces and
clarities the prediction of the editors of W in
snggesting an activity excluded by Murphy and Vance,

FUTURE ACTIVITIES WHICH WILL LEAVE

Futterman predicts that many small business which are now
occupying cheap quarters in the central business district will move to
vacated suburban locations, which will be cheaper. Moves of this type
will tend to hasten the development of sub-centers around the larger
cities, a development alrew begun in New York's Brooklyn, Jersey
City, and Newark, in San Francisco's Oakland and BQrkeley, and in

10

Kansas City, Missourifs, Kansas City, Kansas. The editors of

W predict that warehousi.ng, nanufacturing, and
distribution will leave central areas and, we assume, central business
districts,n where, according to Murphy and Vance, they constitute
variant uses of the space. The prediction from Urban Land also holds

10
Fatterman, p. 113.
"Downtown's Dramatic Comeback,” p, 99.



that distribution and wholesaling activities will leave the central

business district, and manufacturing too, except for publishing and

printing. Increased traffic congostidn is 1givén as the principal
12 - |

reason,

OTHER CONSIDERATIONS

Two of the predictions mention the provision of facil-
ities to accommodate traffic. Futterman notes that an expressway
ring, garages, and rapid transit would be included in the central
business district.l? The editors of Apchitectural Forum, in greater
detall, predict pedcsti'im walkways, bridgesv. and éérks free of all
vehicles except slow, short-distance public transportation, periph-
eral parking adjacant to the shopping core, and nass transit facil-

ities . 1“'

These activities are not mentioned by Kurphy and Vance,
probably because, at the time of their research, such uses of space
did not have their principal céncentraﬁion within central business
districts, | } |
Future central bﬁsiness diétri.cts, accorddng to the
editors of W should provide a varitey of

experienees .

12 :
" “Phe Future of Downtown’ Districts, p. 6.
13..

Futteman, p. 114,
14 o
"Downtown's Dramatic Comeback,” p. 99.

25



26

The other’ predictions do not mention of this subject. The editors
contend that the experiences of the success of f'namf" suburban
shopping centers indicate that a similar ty;pe o:f'.‘ envirénmnt would
accompany commercial success in urban locations as well., In add-
ition, the central business digtrictg of the future should include
such things as concert halls, baskotball arenas, waterfronts with
world's fair decor, and open spaces, AJ;L_of these things would,
they contend, also enhance success in f;tai'iing.ls

CONCLUSION

We nmay gonclude that the contrai business district of
today includes spaces. for the following activities: |
| 1. Retailing of goods and services for a profit.

2, Performanée oi‘ various office lfunctians.

3. Hotels,

4, BEntertaimment.
In the future we are likely to see the following activities added:
‘ 1. Government establishments.

2, Cultural facilities,

3. Apartments,

4, Facilities to accommodate separated pedsstrian and

Gehicular traffic, such as pédestrian wﬂhws and

bridges, expressways, and pafld.ng garages.

15
Ibid., p. 99.




' 5. Slow, short-distance transit facilities and rapid
‘iransit facilities.
Certain activitios 1r111 leave, while others will be
- represented by more specialized typos, as, for instance, retaﬂing,
which will tand to be representod m:l.nly by the larger department
stores, Nevertheless, we will £ind much greater variety in the
environment we now see,

27
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TRAFFIC

COMMUNICATION

A most :\nporbaﬁt aSpcct of a mcdem large city is that
of a central ‘eontrol orgm.tzation in the modem state =~ its heart
and bra_in, 'so to speak, There lmat then be appropriate channels
through which this control nay operate, somothing that will, to
continue the biological anglogy, function as a nervous system, These
channels are, in fact, the communication and transportation facil-
ities, By means of the communications system, same people are able
to sontrol other people: they are able to transmit informatiom,
influence, and orders to them. By means of *.he transporbation sfstem
people and goods may move from one place to another. The "output”
ot"qn“_e group may, then, become the "input® of another érmii:, and t..he
coﬁfroi ofganization is thereby ablé to fﬁnction. For these reasons,
the cammnication and transportation facilities are among the most
crnci;gl physical portions of modern large cities .l

PATTERNS OF GROWTH AND TRAFFIC

‘Tange stated that, as cities grow in size and population,
2

more coqmimiéation and more transportation take place.” The Chicago
1l
u%cott Greer, The Bmerging G:Lty, Myth and Reality (New York, 1962),
P.
2

Tange and Assoclates, p, 9.



29

Acea Tranzportation Study stated that, as a city develops, more
traffic is generated in proportion to the degree of duvolopnent.3
This directly proportionsl relationship between city growth and
quantity of traffic has been taken to be axiamatic, a self-evident
proposition., But this relationship is not‘aziomatic, for it is
based upon an unstated assumption, Unaware of this assumption, we
are greatly hampered in our ability to deal with the problems of
urban y&th. More properly stated, the so-called axiom wquld
read: As cities grow in size and population along the presept
patterns of develooment, more tramsportation and commnicstion take
Place. ﬁe must recognize that present pattérns of development may
change, or even be changed. If we should wish to guide development,
we could deal with the traffic problem in ways quite different from
what we have already used.

Albert Mayer has discerned the unstated assumption and
has suggested that our urban traffic problems may, in effect, be the
symptom of another problem, and that the difficnlties with urban
traffic may stem from the fact that we are trying to treat the symptem
instead of the disease, The "disease," he pdﬁxts out, may be the fact
that present patterns of aeveioment, \'lhich require that places of
living, working, and recreation be located separate from one another,
also require a large volume of transportation and communication

3
Chicago, Gity of, Cook Cmmty, State of Illinois, U, S. Department
of Cosmerce, mmmww I, (Chicago, 1959). 14,
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 between the separated places where these activitlies take place so
that present cities can function. If future patterns of development
‘can be evolved which, by means of a different spatial relationship of
living, working, and recreation pla.ees to one another ld.ll enable
us to rednce urban traffic, we will no longer be faced with the
need to provide for volumes of 'I:ra:;.’ic whosp increase is inescapably
connected with urban growth. |

A helpful analogy msy be drawn from the manner of deal-
ing with the problems of floods, Early methods of flood control.
éonsisfed of dikes and levees which, as greiter floods broke or
overflowed them, were carried more extensivg].y up the rivers and
built to greater heights. The floods became more severe because
such methods left the waters with smaller channels through which to
fléw._ Modern control methods take a different approach to the prob-
lem, working to d.ihinish flood volumes by a iariety of means: gully
plugging, small dams and afforestation near river headwaters, and
Mger dams down water, all in addition to flikesrr and levees, but as
a part of the total system. 'rhe‘_ concept of ;ed»acing volumes is
central., It suggests concepté pertinent to traffic control.b

DEFINITION AND GENERATION OF TRAFFIC

The movement of people, of recorded information, and of
goods for thle‘purposes of commnication generates ‘traffic, as do

4
"Albert Mayer, "Architecture as Total Commumnity: The Challenge
Ahead, " w CXXAVI (.m: 1964), 160.
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certain other forms of transportation. The term {raffic in this
study will be defined as it was in W "to include the
presence in touns of vehicles both maving and at rest "5 The advan-
tage of this definition lies in the fact that it interrelates the
concepts of roads and parking facilities, which must be dealt with
together in order that the communication and transportation needs

of a modom large city may be met, The amthors of W
g0 an to state that traffic is a function of buildings, because
buildings are the places in which urban activities take place, and
that a quantitative relationship between buildings and traffic may
be obtained, In the WW a similar, but
more general sf.atement, is made. Travel iiihin cities is the flunction
of the kinds, smounts, locations, énd intensities of the activities
that generate the travel.6 _

The conventional reasoning, which requires various separate
locations for the different activities of a large city, is well de~
scribed in the Wm’ Industry must be
placed near good transportation, businesses must be most accessible
to their trading areas, and residences must be within their own
particular type of favorsble environment, A different kind of land
is needed for each of these activities, each must be separated from
the other, and people must then travel in order to move from one type

5
3glngland "Minister of Transport w (Londm 1963)
P. 38.

Chicago, p. 13.
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of activity to another.7 The novement of persone and goods is
necessary for separated lmd use areas to exist and to rnnotion.8
We have built nany cities along such lines. What has been acemplieh-
ed? If desirable envircnment could be achieved i’or the different
kinds of business, indnstry, and residence without: lmlping each of
these in separated land use areas, if all of the activities of a city
could be located in same different way, then we might be able to solve

the traffie problem by preventing it from developing into a problem,

TRAFFIC AND LAND USE PATTERNS

Traffic and land use relate to one another in a different
and less crucial way. By controlling the way in which land is used
and the intensity of use, the efficiency of a transportation system
can be preserved, The reciprocal_ relationship also holds. The
locations of transpertation facilities will detemine to a gfeat
extent the pattern of land development; so the transportation system
uﬁy be utilized as a means to obtain the desired quality of environ=-
- ment, be it for residential living or business productivity. We N
arrive, then, at the secondary objective of a transportation system.
The prime objective is the obvious one of rapid moyement of persons |
" and goods within the limits of safety and eco_m:ucv.9 The secondary

7
‘aIbid., p. 13,

Ibid., p. 6.
9
Ibid,., p. 2.
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objective relates to an observation made by Alker Tripp that any
‘town plan is, on inspection, found to be dioﬁned luinly by its road
"uyw.t.lo We may /inter that the plan of a: transportation system
msy determine the plan of a town subsequently built around that |
system. We have additional confirmation of. the effects of the
provisions for traffic within a town upon the enviromment in that
town,

The layout of new cities and the adaptation of those
uhieh we hav@ is a matter of design: that is, of actuml layout and
' form of buildings and access ways to distriﬁute traffic from one
part of a city to another.’l We may seek to reduce traffic flow by
the design according to which we pattern and juxtapose the spaces in
which the different actiﬁ'biés take place or by accommodating a
portion of the gevemaht of pérsons on public transit, a method just
beginning to be utilized although long realized.

AJTOMOBILES

We have became so use to the ,éapredatims of automobiles
on the environment -- whose heinous effects may still be outweighed
by their convenience -~ thal we are usually not aware of how serious
the situation has"‘becone. ﬁe sacrifice safety to the needs of traffic

10
Alker Tripp, Iown F
p. 37, .

11

England, p. 31.

(Londonv 19“'2) ’



by accepting a far lower standard of safety from traffic deaths and
injuries than we do in most other aspects pf our eivilizétim, Ve
allow noise from vehicles to hte:f‘ore with conversation, ‘teaching,
and other écmunication based upon sound; to lower office éﬁiciency;
to interfere ﬁth the enjoyment of towns and countryside; and to
violate the privacy of our gardens, We take for granted the poi-
sonous fumes and odors and harmful carbon dust generated by the
internal combustion engine. Seas of parked cérs flood all avallable
urban land, destroying the view and staining the pavements with oil,
and the larger~-than-human-scale structures of highways and overpasses
vitiate the scale of the urban landscape.lz »

I.et. us take the term gmm& to mean, as expressed in
Iraffic in Towns, a place free from the dangers and nuisances of motor
traffie. This concept will be closely relatéd with .free pedestrian
movement. Let us"vt.dce the term W, that is, ease to access
for vehicle users, to mean the ability of vehicle users to move from
one part of a city to another, or beyond, reasonabiy quickly, safely,
directly with pleasant view, and with the opportunity to park their
vehicle close to the final dostination. We can then state that the
main problem in the design of a city is to nake large numbers of
buildings accessible to large numbers of vehicles in a manner that
achieves a satisfactory standard of erxm:Lromnen'l'..13

12

Ibido’ PP. 19 - 220
13.

Ibid.. pp. 39 - 40.
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TRAFFIC IN THE "CITY OF TQMORROW®

New York is an absurdity, Le Corbusier has commented,
‘because the skyscrapers have increased tho‘} density of population
excessivsly, but the necessary approaches 'ﬁo the buildings have not
been providad L Traffic becomes severe]s congested, and mobs of
transit passengers elbow cne another in constricted spaces. Inten-
sive use of land requires generous provisions of means for moving
people about, Le Corbusier was probably ccﬁparing the absurdity
of New York with the raticnality of his plam for a large city, the
*City. of Tomorrow," coriceived in the 1920's, in which extensive ‘
provision for the movement of people was an integral part of the plan,
Vehicular traffic is separated into three types: heavy traffic and
loading 1s accommodated below ground level, the complex network of
‘o‘rdinary traffic is pla;ced at ground level, and arterial traffic is
raised overhead upon a recﬁ@ngnlar grid of elevated roads with
approaches spaced approximately every half mile., Streets, which
accommodate ordinary tr&fic at gréund level, are also laid out in
a rectangdlar grid, and the distance between the streets in this
grid is based upon the distwncé between subway-stops, which is taken
at four-hundred yards. Le Corbusier considered that four-hundred
yards was a distance which people mﬁd be willing to walk, and one
which related well to the speed of subway trgins. The subway system

1%
Le Corbusier, p. 184,
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provid.es a network to serve the city, a suburban one-way loop, 'and a
system of lines to provinclal points, with each type of service at a
different underground level. All systems converge in a station at |
the center of the city, and each skyscraper serves also as a subway

station, In addition, the central station carries an “aerodrcme"

on its roof,

VOLUME OF TRAFFIC

Le Gorbnsicr made cmplete provuims for traffic and
transit in his hypothetical city, and he relatea these provisions
well to the rest of the plan, We would objpct to the gerodrome
location today but as a field for helicopter taxi service, it might
be satisfactory., We should object st'rmg]y to another feature of the
plan, that would be a major shortcoming undor the conditions of urban
life today. The ordinary traffic ef the 1920'3, which would have
proceeded at a stately pace and in discrete volume along the ground-
level network of streets, would not have threatened the safety of
pedestrians as they walked from the spacious, park-like open spaces
on one side of the grand boulevards to the spacious, park-like open
spaces on the other side. Under present tzfai'fic volumes, the degree
of safety would not fall within civilized limits, Traffic control
1ights, reducing the speed of travel and, reportedly, ill thought

of in urban France, would be necessary.
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Beside the need, under present-day conditioms, to make
further provisions for pedastr.ﬁns a quaxititatife baa&s for the
extent of the transit faci.‘l.it:les and for the width, number, and
apacing of streets and roads seeus to be 1acking. In the way that
structural analysis 62 a building may alter the designer's original
concept of its form, or éven indicate that the original form is
impractical or even impossible to co’nstrucf economically, using
the available materials and technology, so too a quantitative study
of a scheme for a city may radically alter the form of the original
plan. The development of qﬂantifativo understanding has come more
recently. It would be intare‘éﬁing td' know ﬁhat information a quant-
itative analysis of the "City of Tomorrow, ® scheme would yield and
what modifications would be indicated - both under the conditions
of traffic in 1920 and under those of the present.

Concern for pedestrians appears in 1942, along with some
other new considerations, in the writing of Alker Tripp, who stip-
ulated that road design should provide both for free and convenient
- eirculation of vehicles and for the safety of both vehicles and
pedestrians, and who suggested the following way of accomplishing
these objectives, ' Classify roads into arter{tal, subarterial, and
local, and make traffic considerations absolute for the first two
classes, allowing no parking, no building frontages, and no. pedes-
trians on them, On the third class of roads, the local ones, sub-
| ordinate traffic to the needs of the fronting activities, of the




local population, and of pedesi:.r.’mns.l6 Within existing towns,
arterial roads might be improved by the construction of two-deck

~arcades, which would separate pedestrians from vehicular traffic.t’

By constructing roads according to 'the proposed system of classif-
'icati.onj,k many separated areas will be created by the paths of the
arterial and subarterial roads, areas free of general traffic. Tripp
names these areas precincts, Each one would have its own local road
eystem and would be able to beaome a center of 1ife and activity,
free of noise and confusion. "We shall be getting back to Merrie
England,” he szays.]'8 B
| ' Klthough certainly having little desire to retum to

Mferrie England,” Le Corbusier, in his 1945 plan for the rebuilding

of the center of Saint Die, shows that he had also come to recognize
the need to separate pedestrians from traffic. As in the "City of
Tomorrow,,'" the types of vehicular traffic are segregated, ‘ﬁut not as
éxbonsivej.yz an expressway through the city, a planned road system for
slow sutomobile traffic, and some indication of provisions for trucks
and unloading, A third system of circulation, which is always separated
from vehicular Systems and which crosses them by means of bridges or

landscaped valleys which serve as underpasses, provides for pedestrians.l’

16.
~ Tripp, p. 46.
17
Ibid., p. 68.
18, ‘
Ibid,, pp. 75-77.
19
Willey Boesinger, ed,, : s
~ (Zurich, 1950, Second Editiom), pp." 136, 137.




39

More recently, Donovan Pinker has suggested that the verti-
cal aegregation within a city of pedestrian, transit, and vehicular
‘movement from one another is the only solution of the traffic problem
which will stand the test of time., The precinctual solution, which is
'horiz.o‘ntal segregation, is Madpquté, he contends, for several reasons.
There are fow areas within a city which may be developed in a hamoge-
heo'ns‘ manner, for economic and functional reasons; so there is no
orderly fay of érranging destinations so that horizontal segregation
will. functioﬁ. " ‘B‘nn tne cost‘*ox “constructing new streets of sufficient
capacity t.o carry traffic around preciiscts would be excessive, let
alone the fact that such a system if used Ior the central areas of
| cities, wou.l.d use poorly a great deal of expensive land., Pinker's
solutﬁ,.m is to raise the pedest*rians on walkways of their own fifteen -
feet above the ground, the level of the second floor; this is a cheaper
and a more human solution, which still would allow for future construe-
tion of automobile grade crossings below ground level. Peripheral

parking areas would serve to separate moving from stationary vehicles, 2’

ENVIRONMENT, ACCESSIBILITY, AND MONEY

The authors of Irgffic in Towns carry Alker Tripp's notions
forward and develop them, showing that the solving of urban traffic

problems is similar to the solving of circulation problems within
bulldings, The network of roads functions like an arrangement

of corridors; and the environmental areas may be compared with the

20 |
' Dcmovan Pinker, "Man Over Wheels-Dcuntown, Canadian Architect, VI
(July 1951). hy-k9, 52,
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rooms which are served by the corridors.

There must be areas of good enviromment -- urban rooms --
where people can live, work, shop, look about, and move
about on foot in ressonable freedom from the haurda of
motor traffic, and thers mmst be a complementary network

of roads =-- urban corridors -- for effecting the primary
distribution of traffic to the enviromment areas. These
areas are not free of traffic =- they cannot be if they
are to function == but the design would ensure that their
traffic is related in character and volume to the environ-
mental conditions bo;ng sought. If this concept is pursued,

1t ean readily be séen that it results in the whole of the

town taking on & cellulalr structure consisting of environ-
mental areas sehwithin an interlacing network of distrib-
utory highways.

Rough sketches of distribntory highny systems are not

dirficult to devise; but when the dotails of road widths and inter-

sections are calculated and the raugh sketch modified accordingly,

the result is apt to be .a system which would use so much land, dis-

place so many people and properties," and cause such serverance and

disruption simply because of the widths of the ::oads themselves, that

the original idea will be impractical solely on the basis of the

amount of land req'ufn.red.z2 The preceeding observations are given in

the form of a principle or 1&: B

Within any urban area as it stands the establishment of
environmental standards antomatically determines the
accessibility, but the latter can be increased accord-
ing to the amount of money that can be spent on physical
alterations.23

2l

" ‘England, pp. X1, 42,
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Ibid, » Do U4,

23,
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Although this principle is cencornod with the improvement of existing
areas, it applies as well to the design of new areas, althongh the
e@enditms would not necessarily be as groat. In both cases the
size of the primary road network is most s‘brong]y‘inﬂuehced by the
number of private sutomobiles in the city which are driven to work.
Convje:sely, if there is no restrictim upcxi this peak-period use of
vdzicies, for purposes other than driving to work, then thg pro-
portion of persons who can drive to work is predeterminéd by the

primary road network.2’

_ROLEOFPUBLICTRANSIT

By North American standards t.he rumber of automobiles per
thousand ‘population in Great Britain is low, but that number is expect-
ed to double in the next ten years and to contimue increasing after
that time at a lower rate until it approaches the present North
dmerican ratio, In Great Britain the problem is urgent. There is,
liowever, a generai damand in both places for the unrestricted use of
motor cars, and it is assumed that the greatest possible effort
will be made in most citles to meet this demand. People who either
do not own automobiles or whose automobiles cannot be accommodated on
the road system, it is stated, must be taken to work on public

trmsit 026

24
~ Ibid., pp. 95, 96.
25.
Ibid,, p. 26.
26
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One mgy infer from W that a city nust solve
its traffic problcms by providing first for antomob:llea and other
vehicles beeanae the general demand requires that aa nany People be
able to drive to work as tha public tmdget and the standards of en-
virorment will pemit;,-, Such a atate of a.tfairs mgy be quastioned
Many people would assert that, to the comtrary, publie transit should
be favored in all but small cities, to the extent that the major
investmant in transportation should be in rapid tramsit virtually
to replace the automobile, whioh 15 an efficient method of trans-
portation in small cities only.?’

How might a rapid transit system be built within an
| existing meti'opolis? Vertical traffic segrpgation is required.
Observing how the Pa.ris Metro has saved the city from traffic con-
gestion for years, Robert Le Ricolais proposes an aerial tn:e of
rapid transit system to achieve the vertical segregation above,
instead of below, ground level. A pattern of high towers would
form masts to which the system would be moored and would also
serve as interchanges and provide large volumes of usable building
space together with automobile parking at their lower levels. The
suépension gsystem itself would consist of bridgqs spannipgg thirﬁeen
hundred feet and constructed of tension net tubes, pretensioned -and
following a parabolic profile., We can build such a system now.

27
- 7 E. T. Rashleigh, 'Observaticns on Canadian Cities, 1960 - 61,
w IIT (1962), 64,



Such a transit system would serve to encourage the integration of
éxistihg, rath_ei' loose metropolitan tissue, rather than encourage
the kind of disintegrative effect which hig'ﬁways have exerted upon
| cities, as they have on Los Angeles, for e::mupil.e.?'8
If a system of rapid transit is built to accommodate a
 part of the j)e;k period (to and from work) @avenent of people, how
nmw be assured that this system will be used to such an extent
that the rogds will fill only to their planhed capacity? Alker
Tripp contended that the better the center city accommociatims are
ma,de for traffic, the more traffic is attracted. Traffic congestion
then becomes as severe as it was before the improvéuents were made,
if not worse.29 In the twenty'yéarg that have passed since he
- sald this, the exiaerience of more and more people will attest to the
_. truth of his contention. If a road system is to carry the flow of
traffic for whiéh it is deéigned, and not thé laz;ger number which
seem inevitably to £ill it to the maximum level of inconvenience
‘which the public will accept, then the public must either be pre-
’vent'.ed from exceeding or persuaded not to, exceed that design flow,
Persuasion is more consistent with our attitudes in such matters,
opening the theoretical, and perhaps pfa,c_ti.cal, possibility that |
" people might be attracted away from driving their automobiles to

and from wérk by making the public transit systeui a faster, cheaper,
and more pleasant way to make the dally trip.

28
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A NEW PATTERN FOR URBAN GROWTH

The most far-reaching proposal would be Albert Mayer's:
~ solve the traffic problem by developing wﬁcies which would operate
to reduce the need for large foiﬁnios pf traff.’gc. A pattem‘of living
and working locations arranged to eliminatei traffic generation by
mixing ‘. these activitles rather than separating them, would be such:a
policy.2® Although we would still have to sccommodate traffic from
portions of cities slready built, we would not, at least, be adding
to our problems as our cities grow. It is cinite possible too, | that
the juxtaposition of working place and residence, in many cases,
would be mutually less ogjectionﬂQ that our present patterns which
place offices next to highways and residences next to highways.

- SUMMARY

The conventional belief that more traffic is generated as
a city g‘rows' is seen, upon examihation, to rest upon the assmtion
that future growth will continue present urban forms. It may not and
need not. Th§ way large areas of different land uses are segregated
from 6no another is res'ponsible‘ for the llargev voiumes of traffic
generated as people mast move from one of these areas to a:iother.
Adopting patterns of mixtures of activities oéfers possibilities of
controlling the volune of traffic flows, Traffic is defined to include

=30 -
-7 Mayer, p. 160,
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automobiles in motion and at rest. Automobile traffic and desirable
 envirommental conditions are incompatible in most cities todsy.
Design for traffic should be based upon qnanfitative
analysis of the traffic flow generated by buildings, A éﬁy should
be designed far traffic as an architect designs a building, with areas
of quiet environment separated from ‘tra.ftic} as an architect separates
rooms from corridors, ‘types of traffic should be segregated -- in a
city, pedestrians from wheeled traffic, The accessibility of an aréa
to traffic is a function both of the s‘bandai'd of environment required
and of the amgpunt ofnmewuhiehwbo spent to provide the needed
roads and interchanges. Rapid transit may be provided to reduce the
amount of automobile traffic for which a city must be planned.
Trarfic problems could be prevented from increasing, by planning
urban growth so that workplaces and living places would not be far

from one another,




USES OF URBAN SPACE

ACCOMMODATING CHANGES

Urban traffic problems, we have found, are closel&
rehtoa to the épatial pattern of urban acﬁivities ~= land use,
The common fractices of zoning, which require large, seﬁarated areas
for diﬂérent activities, generate a flow or traffic between these
areas in order for a city so zoned to rnnct#.cn. Within the central
business districts of most cities there is another circumstance
closely linked to problems of traffic and land use: a pattern of
streets and lots laid out for an original residential use of the
land == sua_ll lots, each with its own owner, and a strest system
designed to accommodate only light traffic. This early pattern of
lots, streets, and land ownership persists when this land is put to
central business use. Private builders usually find great diffi-
cul$y in changing this fmttern, for land assembly is a difficult
and a costly job. As a result, the loglcal expansion of central
business districts and central areas of cities is impeded by the
dead hand of the past.l

Consider an example: the development of apartment build-
ings in an area of high population density such as is frequently
found within the central areas of large citles. Apartment buildings

1
Rdﬁhiéigh, p. 62,



are usually built in what has been a stable residential neighborhood.
Since they require sites larger than most of the residential lots to
be found in such a neighborhood, and since land aséeubly is a problem
in itself, these apartment buildings ususlly displace first the old
mansions, with their wlde, deep lots, Building sites are selected
for their individual merit, with no thought to the way in which the
new'bmdings' will relate to any over-all plan of the neighborhood,
and the intrusion of new apartment buildings begins to destroj the
desirable qualities of the neighborhood which brought the buildings
there in the first place. Although the faults of high population
density apartment areas are usually attributed to the fact that the
buildings are designed to achieve a high density of population on
lots designed for low-density occupancy, and to the additional
complications of requirements for off-street parls::i.ng,2 thése factors,
it must be realized, are but a part of the problem. In more general
tei'ms, the problem is one of accommodating t:he old plé,ns of cities

to changes in usage.

The need to accamiodste certain types of physical plants
to changes in usage is well:unﬁprstood,,in_oui' society. Industrial-
ists and businessmen will weplace a plant when it is no longer suit-
able for the functions which must be carried on in it. The dollar
losses occasioned by an obsolete plant generate appropr’i;te action.
But when the matter under consideraticn is the physical plant of a

city, a plant which is causing friction of space and movement to the

2
Ibid., pp. 70, 71.



polnt where it is unhealthy, difficult, and expensive f.o operate,
these same men will continue to recommend makeshift modificaﬁiona
that will not solve the problems, High taxes testify to persisting
high municipal "production costs.” Albert Mayer, in putting

forth these v.’m.rs, suggested that we are dgdicated to a point of
view which he calls "glantism,” so that we think that making some-
thing bigger also mal‘:os it betier. We add to our cities in 3 make-
shift manner, but think that we areimproving them becanse they
become Wrigger in the proceas.3 (One might say, with apologies to
Mies, that‘ onr attitude is ane of "more is more.") The inconsis-
tencies must be exposed, These principles, which apply to a part of
‘the physical structure of a city -- the industrial plant, for an
example -- apply as well to the ﬁhole physical plant of a city.,

HUMAN NEED FOR A VARIETY OF EXPERIENCES

If the physical plants of cities could be made readily
to accommodate thé,mseléeé to changes in fﬁae, and if the interrelated
problems of land use and traffic had been sﬁééessfnl]y solved, what
would be the next thing that we should expect of urban envirorment?
Again, we might look at existing cities to see what is lacking,
Serge Chemayeff and Christopher Alexander would probably hold that
what many cities need most is a wv to provide variety in the daily
experience of the people who live and work in them., Modern men and

Mayer, p. 161,




women need change, Their existgnce 'is ridden with monotony and
anxiety, they have few of the opportunities which wers available
to people in pre-industrial socletiss to establish contimuous
perscnal identity with other peopie, things, and nature; and they
have even ];ost‘the possibility of escape from the crowd into a
place of privacy and rest.n ki

Speaking about the psychologic@l needs for variety in
our enviromment, Professor M. D. Vernon states that normal consci-
ocusness, perception, and thought can be maintained only in a con-
stantly changing enviromment., Where there is no change, a state’ of
"sensory deprivation® occurs; the capacity of adults to concentrate
&eteriorates, 'attentim fluctuates and lapses, and normal perception
fades.” The more nearly invariable the envﬁ.ronment, the greater the
deterioration, Experiments conducted at néi;m University have in-
vestigated the effects upon people in five days' exposure to a com-
pletely homogeneous and unvarying environment., Beredom, restlessness,
loss of mental ability to concentrate, and visual and anditory halluci~
nations were experienced. Upon release i‘roni their incarceration, the
subjects of the experiment experienced impaired perceptions of their
surroundings, Objects seemed blurred and unstable, straight edges

T ,
- Serge Chermayeff md Christopher Alexander, Community and Privacy,
(NGW York 1963)o po 790 L o o ’

. 5 , —
M. D, Vemon, on, (Harmondsworth, 1962),

p. 183..
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looked curbed, distances were'not clear, and sometimes their sur-
roundings seemed to move and swirl around them so as to'canse
dizziness.6 Admittedly, the experiments were concerned with an
extreme‘case.‘complete lack of change in the enviromment, and oup
cities at their worst do not provide as monotonous and environment.
But the fact that, just as we have grown accustomed to the depre-
dations of the automobile upon our surrounéingpxto the point where
We are virtualiy insensitive to these deprédaticns, so it is probable
that we have also grown accustomed to the menotonous condition.of
our urban environments to such an extent that we are insemsitive to
the degree of sensory deprivation which has occurred, to the extent
to which the processes of normal consciousnéss, perception, and
thought have been impeded.

Part of the responsibility for a monotonous environment
in the central areas of many of our cities may lie in the fact that
most municipal administrations have narrow ideas about the functions
of central areas, which are not thought of as places to enjoy, to
relax in, or to look at. There are, of course significant exceptions,
in which the municipalities are the central coordinating influences
in the central area. But generally, 1#issez faire dévelo@ment is
allowed and public iﬁstitu£ions are poorly lqcaxed == sometimes land
costs alone dictate where they will be placed. Vantage points are -
seldom provided, NaturalAdnés, from which cne might obtain a view

6 )
Ibid,, p. 180,
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of the eity or of its surroundings are not taken advantage of.
Contact with nature is oxcluded. I"brh uﬁplo, how many cities

next to water take advantage’ of &y view of the water? London,

~ Ontario, has excluded its view ."fﬁ‘"ﬁ A_rive‘:r from the end of Hain
"_,‘S{treet; st. Jolﬁ)'s"‘ﬁw. an bloek its view of the water's
edge at esth cross street when an elevated truck access road is com-
pleted,7 and the central bd;inésé di?tricis of Toronto, Montreal,
New York, and San Franéiaco pié!}'h as well be sited in the midst of
an endless antémobile parking. lot for all the advantage that they
_take of the interest and beauty of the water's edge_ near by. The
utilizat:l.on of vv,antago points is just one example of the problém.
One suspects that the limited viewpoint of municipsl administrations
reflects a similar viewpoint on the part of the voting population to
which they are responsible, and all may be closely related to sensory

deprivation.

ORGANIZING URBAN SPACE

Oscar Handlin has identified the organizing of space
within cities as one of the three central problems in urban history.
The other two, the creation of order among the inhabitants of cities
imd the adjustment of the human personality to its new cmditicms,a

are primarily the concern of other disciplines, whose solutions to

7
sRashleigh. p. 62,

‘Handlin, p. 3.



52

these problems are ‘important and bear upon the pﬁysical Planner's
work, but are not his direet ,popohoibility. The sbiution of the
first problem, the organizingof space within oities, demands that
- we deal with the ways 1n which urban spaoes are used and with the
intensity of land use, both the direct coneern of the physical
planner,

How would Le Gorbusior organize spaoe within cities?
He has set forth the following four basic general principles:

1., Decongest the centers.

2, ingmont the center densities,

3. Increase the means of getting about.

4, Increase the amount of park and open space.9
How can one augment center densities and at the same time increase
the amount of park and open space? This population must be con-
~ centrated in tall buildings., In 1;hio way we can organize urban
spé.ce so that we can have more.people in tho central areas and
more open space too. Increasing the means of getting about. that is,
_improving transportation facilities, will decongest the centers.

A more detailed 1ist of requirements is given by Anthony
Downs in a paper entitled, The Future Structure of American Cities,®
which was presented to the Conforence on Tra.msportation by the National

Academy of Sciences in 1960,

9
Le Corbusier, p. 170.
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Clear obsolete structures. '

Enforce building codes to make slum mership costly.
Police for personal and property safety

Re’develop large block residential areas the size of
high-school districts,

Redevelop in homogeneous blocks competitive with the
suburbs,

Provide cultural facilities for central cities which
serve all of the metropolis.

Provide transportation facilities to encourage and

serve high density residential areas .]'0

Handlin's identification of the organization of urban

space as one of the three problems in urban history implies the

problem of rgorganization of existing urban space and the planning

of growth so that new urban space will be properly organized, Le

Corbusier's and Downs' solutions attempt to deal with one of the

problems which wa have noted, the persistance of old patterns of lots

and streets in our central business district in spite of changes from

thelir original use and the fact that this persistence occurs at the

expense of logical expansion and #ppropriate i‘eorganizatim of nfban

space. We might profitably follow both men's solutions, for, except

for the fact that both mention transportation facilities, they treat

of different aspects of the same problem, and their notions are not

10

Greer, pp. 203, 204,




contradictory of one ancther. The way to do the job, _acqorddng to
Rashleigh, 1s by comprehensive planning, the only way in which the
central areas may be improved. The groundwork of uniform iestraint.
offered by zoning bylaws is ina.déquate. We must emphasize not
restraint but more detailed direction of the growth of cities.

By direction it would be possible to establish a design theme for
central areas which would link their various elements and to develop

an orga.nized pattern for expansion.u

COMPACTNESS

Compactness is important in cit;es. The authors of
W’ urge compactness for the’i‘éiioiiiﬁg rveasons:‘. |
1. It reduces the lengths of journeys. '
2, Tt makes diveréity of }serviicos possible, also
é.iverésity of interests and c@ohtacts, and allows a
wider choice of housing, employment, schools, shops,
” recreation, and cultural pursuits, |
3. It ‘;&lt:qis.mlaintepance easierl‘fmjk such secondary
activities as reétanrmts, specialists shops, and
service indusfries, which need to have a large '
| clientele nearby.
It is not a matter of deciding between high density residentisl areas
and low density suburbs, both of which are desirable in cities, It

1
Rashleigh, p. 63.
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is a question of either maintaining or abandoning the degree of
nearness and ccmpa&tnosg which seem to add% greatly to the richness
and variety of urban life.]'z Kaeping cmpactness in cities is
consistent with Le corbnsiér 's pr.'mciplez Tpugnent the center den-
sities." In W the needs for "compactness are merely
stated more cleu'ly.

MIXING ACTIVITIES

In addition to compactness, a mixture of activities in
the central sreas may also be desirable in order to obtain use of
certain sites continuously throngh the day and the evening, to allow
linkages in functions between different activities (linkagos which
cannot be fdrseen). or even for the purposes of visual contrast.
A pattern of actiﬂties whiéh often develops naturally in a mixture
has the following form, Several establishments in which one type of
activity is performed are grouped in a cluster, and around this
cluster of unmixed activities, mixed activities grade outward from
the center to a high degrQe of mixture at a distance. There is nothing
in the principles of desi@ for the use of land which r'equirea'all uses
of any type to occur in only one location, nor is there anything which
13

precludes mixtures of uses,

12
England, p. 31.
13
Kevin Lynch, Site Planping, (Cambridge, Mass., 1962), p. 29.
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If a mixture is de_sirg‘g}e. one then asks how a pattern
of mixed activitbes should be laid out, What principles should be
followed? In their book, Coppunily andiPrivancy, Chermayeff and
Alexander made some suggestions about land uses as they relate to
privacy which might offer guidance if applisd in a context wid§r than
the authors intended. Two notions are offered, but we will not make
use of both, The first, which we will discard, is that cities should
be zoned into distinct and separate areas in order that the respective
activities of these areas may pe vesi served by their zones and in
order that eacn zone may best express visually its raépective act-

14 Alan Temko rightly criticised this notion of separated

ivity,
zZones as félliné into the same error of rigid zoning committed by
Le Corbusier. Such separation makes good sense in a house, Temko
continues, but a "richly unpredictable intermixture of functions has
been the glory of.great and beautiful cities, and I for one, am not
80 ready as the authors to write them off, in totai, as 'obsole‘t:e."'l5
Chermayeff and Alexander's second suggestion, however, is the one t&
consider. A hierarchy of six domins of urban space is established,
and the hierarchy is based upon levels of privacy, as follows:

1, Urban-public: highways, raads, civic spa;:es. '

2, Urban-semi-public: special areas of public use

under government and institutional controls, such

1%
Chiemayeff and nexander, p. 126,
15
Alan Temko, "Things Are Getting Too Growded Too Mechanized,

and Too Noisy." W 13 Oct. 1963, .
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as public buildings, hospitals, theaters, service
stations,

Group-public: meeting places between public ser-
vices and public utilities, on cne hand, and pri-
vate property on the other, requiring joint access
and joint responsibility, such as places for mail
delivery, truh’ifzcollectidn,. control of utilities,
access to fire-fighting equipment. |
Group-private: residential units controlled on
behalf of private or public interest for the
benefit of the occupants, such as reception, service
and circulation spaces; community gardens; playgrounds;
laundries; storage.

Family-private,

fndivid\lal-prifate: ‘a person's own room.l6

As a corollary of this hierarchy of urban spaces we have a basic

principle by which spaces of different levels in the hierarchy shall

be interrelated: areas of different levels of privacy shall be con-

nected by locks, in the sense of transition areas, to prevent the

more private one.l” Let us now extend the basis for this hierarchical

system to include not only privacy but freedom from nuisance, the

objective of rigid zoning as well. Let us also extend the notion
put forth in Traffic in Towns that the solving of urban traffic

T2

Chermayeff shd Alexander, p. 129.

17

Ibid,, p. 206,
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problems is similar to the solving of circulati.on. problems within
buildings -~ extend this notion to include the solution of problems
of providing the separations needed between different activities
within a city as we handle the problems of separating different
activities within the same building, The first extension, freedom
from nuisance, can be established as a‘ requirement for our new
hierarchy, The second extension, with some reflection, .wi]l be seen
to be true in many cases. The widely varying activities often
housed within the same building -- an urban high school, for example,
will contain classrooms, offices, machine and wood shops, custodian's
living quarters, library, gymnasium, cafeteria, auditorium, clinic,
store rooms -~ with no violation of privacy for the respective
activities nor presence of nuisance, The same thing may, with few
exceptions, be accomplished within a city. Heavy industry is prob-
ably the only activity requiring separation from other activities.
If we assume that we can extend Chermayeff and Alexander's hierarchy
in the two ways mentioned, then we have a suitable standard for the
way to go about mixing activities within a city. If we take one
further step, if we seek to discover those part.icuiar mixtures of
activities in which the elements augment each other, we will have

a tool by which we can encourage new vitality within the urban scene.

APARTMENTS IN THE CENTRAL AREA
_ One mixture of activities which is izqqnently encouraged
today is that of apartmanf. buildings within central business districts
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or within central areas., Clarence Randall makes an extreme case,
perhaps, for such a mixture. If traffic problems in large cities

are not solved, traffic céngesi".ion:amd delays on streets and express-
ways may frustrate people to the point where they may no longer drive
- an automobile for pleasure, Large companies may either move their
plants and offices out of the centers of population to places closé
to their employees! residénées or build central accommodations which
will include living quarters for thej.r employees in, say, the upper

18 Here we have the mixing of

f.tf‘l;y stories of the company skyscraper.
living accommodations and offices suggested as a wgy to cope with a
traffic problem which has become too severe; the same mixing would,

if done sooner, operate as Albert Mayer has suggested, to prevent
excessive traffic congestion from developing.

There are more reasans for including apartment accommoda-
tions within the central areas of cities. Oiae of these reasons re-
lates to the central business district., Where cities have con-
centrated upon renewal of their central business districts and have
cione nothing to improve blighted residential areas nearby, the success
of their rehabilitation efforts is endangered. These were the find-
ings of a study made by the National Association of Real Estate Boards

in connection with Grand Rapids, Michigan.. The people whom the downtown

18 ~
"~ Clarence B, Randall, *Industry: Incredible New Harkets,' m

_ﬂw (9.April 1964), p. 89,



is intended to serve tend to lose confidence in the city and with-
draw their support for urba;i renewal:i.f the neighborh9§§s where
they live are allowed to bechuéijlsil.igﬁted. In the nght of these
findings, the renewal program for Grand Rabids includes t‘zentra]'.k
area development along with central busine#s district x.-cnawal.]'9
Would new central area apartments be succesaful! There
are grounds to believe that they would be. The latent demand in the
central area> of Rochester, New York, for midale-inccme ‘and lmry
apartments was recently surveyed by Lee McCanne, director of. civic
development for the Rochester Chamber of Cammerce, in a thesis
submitted to Rochester University for a Master of Science degree.
In this city of 318,000 people in 1960, i‘.hefe a.ppéars to 'beua |
demand for from six thousand to eight thousand living units, but
only a part of this demand is immediate, HéCamne survey’ed’ four
distinet population groups and found that many families want to
live where they can walk to work, to stores; and to chnrch and
forget about owning an antomobile, A market research study .nade
in 1960, without supporting data, indicated that 1,200 to 1,800
units would be ﬁéeded by 1975, but McCanne's findings indicate
that twice that number could have been rented at the time of his
survey, or as quickly as they could"be planned and built. MeCanne
did not base his survey upon Rochester as it is todsy, but he
asked the people whom he questioned to think of the city as it

19

1964,
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“Change of Focus in Urban Renewal,” The New York Times, - 13 July
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might be when its Inner Loop, as its central area is called, is
fully developed. ' | ”

The responses of each of the groups in and around

Rochester were as follows:

1. Persons already living in apartments scattered
throughout the éity: fchrtyfthree percent were
interested, indicating a need for 3,300 units,

2, StoéQ prop:?ietors, businesé managers, professional
bersons - all working within the Inner Loop:
‘eighteen percent were interested, indicating
2,300 units.

3, Retired persons in éingle-fmily homes in the suburbs
(people who built or bought there before retirement):
thirty-three to fifty p&cent wanted to move back to
the city, Taking forty-one percent as an average
figure, 2 300 units are :Lndi.cated

h; ‘Employees of XQrox Corporation now vorking within
the Inner Loop (to obtain a statistical projection
for skilled personnel working in the Inner Loop):
forty-nine percent were intqrested, i.ﬁdicating iy units,

~ The total demand was 8,341 Units, which, according to the statistical
techiiiques appropriate to this survey, ocught to be expressed as a

probability of from 6,000 to 10,000 units,2?

20
' Martiﬁ"&hannon, "Snrvey Indicates Need for Hidtosn Luxury Aparte
ments,® Democ ad, . Cl 3, Rochester, N, Y., 21 June 1964,
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We have, then, several reasmns for plamning central
area apartments: reducing urban :bré.f.fic, -'protectir};g investments
in central business districts which have recently been renewed,
and meeting a latent demand for this kind of accomodation in
housing., An additional }]ustification for 'apfértments in central
areas applies to housing throughout cities as well. Concerned
with its own city, the New York City Chapter of the American

Institute of Architects issued a report in 1964 which states:

.sothe movement of families to the suburbs must be mod-
erated and middle-income families with children brought
back in substantial numbers. The city needs the good
social influence of these familise, their buying power
and their taxpgying ability. The city also needs to .
reduce the strain on its highway and rail facilities.

In order to bring‘these families back, the report recomends the

follaw:lng courses of action:

1. City residential neighborhoods must be made more
competitive with the suburbs,

2, Public and private agencies must collsborate in
defining more clearly the types of buildings and
neighborhoods which will permit families to raise
children in the city under healthy and safe con~
ditions comparable with the suburbs,

3. Belter arrangements of neighborhoods, blocks and
housing must be planned to ereate environments
which offer more than mere spartan utility, which
have character and provide pleasure for those who
live there. '

As a means to accomplish its goals, the report suggests that the
city commission an outstanding architect to design a "pacemaker"

housing project, allowing him a free hand, The hoped;for result
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would be to "shake loose the too rigid design formﬁlae_'f now in

vogue.

SUMMARY

The persistance of present centeal business district
street and let layouts and patterns of land ownership, all origin-
ally established for residential use, impairs rational development
‘and growth., An obsolete physical plant shdnld be replaced, not
| added to in a piecemeal mammer. The cantrai areas of cities
ought to provide their users withlvariety in their daily exper-
ience, for ¥ariety is a strong uman psychological need, People's
limited idess concerning the functions of central business districts
may be the main ‘reason why they arscusually so monotonous.

The organization of urban space is one of the central
problems of urban history. Comprehensive planning is required;
zoning is insufficient. Compactness and a mixture of land uses
are desirable. Standards for mixture might be based upon privacy,
nuisance, and deéirable augmentation., Apartments in central areas
would reduce tratfic; increase patronage of central business districts
stores, and brit;g back the healthy social i.qﬂuence of the middle and
upper income families and their tax doljlars.‘ A study of Rochester,
New York, indicates a strong lai‘ex‘i’ demand for central area housing

in that city.

21 A |
‘R. W. Apple, Jr., "Architects Criticise Haphazard Nature of
Growth in the City," Ihe New York Times, 13 July 1964,




URBAN FORM

EXPRESSION OF NEEDS

We are often inclined to atiribute our present urban
problems to the fact that our _pitiés have grown too rapidly, but
it might be sald, with equal justific;tioﬁ Vand greater clarity,
that the problems are not those of too-rapid growth, but of
attempting to dope with that growth by means of solutions which
have been too small and too old fashioned.l In effect, we have
been deaf to Daniel Hudson Burham's spirited call, We have madé
only very lit't;le plahs. | |

Urban farm today has its correlate in two popular mental
iinages of the city: the city-in-the-p#rking lot, a collection of
high-rise slabs and towezfé linked by multi-laned expressways; and
the anﬁifcity, a byproduct of urban disintigration, which scatters
parts of f.he .city through the countryside, destroying the very
naturel setting in search of which the scattering took place. The
anti-city séems to be symptomatic of a design trend in: our ti.me‘

2 The

toward randommess, accident, deformation and fragmentation.
centralized city, however, will continue to be important as the

location of central business district activities =-- as we have seen

1
' Tange and Associates, p. 16.
2

Lewis Munford, "The Future of Cities,” Avchibegtural Becord,
CXXXIII (Jan. 1963), 119. : -
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in this study and according to many businessmen and prominent
devolopers, such as V. A. Rouse of Balti.more, lebb and Knapp of
New York, and the market analysists Larry Smith and Gcmpaxw of
Washington, D, C. Technological and soeial changes may be expected
to acsentuats centralization, and unless we allqw traffic congestion
to strangle 'l;.heir 'opergtisn as efficient functional groupings, com-
pact centers will r,emain.B

A;'s the two urban forms reflested in the mental images
of city—in-a;r;arking-lot and anti-city the appropriate ones for our
civilization? Are they in tmthful]y representative of the people‘l
Walter Gropius notes that planners and arehitects, who are now
responsible for discovering new urban patterns to superimpose upon
the chaotic fabric of our presant cities, do not have the support
of the people nor the power to make decisions. There is much in
our civilization of which we can justly be proud; we must cease
to be timid and sentimental and adopt a more constructive attitude,
It is especially important for the average citizens to do this so
that the planners and architects may give their attitudes order
- -and form.u

‘ One of the concepts that average people hold -- a soncept

which is, in certain ways, pernicious -- is that cities are dis-

posable containers, This concept is harmful because it denies one

3
uPinker, p. 46,

' Walter Gropius, "Tradition and Continmuity in Contemporary Arch-
itecture, Part 3, W CXXXVI (July 1964), 15k,
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of the most valuablé functions of ecities, th.eix‘: }unctions as the
physical embodiment of a social memory linking the proﬁant, the
ussble past, and the desirable future.> On the other hand, the
average person is aware of the importance of this,fnm;tion of

cities, as the familiar dissatim‘.'acti.on with the imedinﬁ~ Tesults
when new cities are built on virgin sites will testify, People

f£ind living in such cities unpleasa:it. What they fail to realize,
however, is that ‘the initial 'éonstructiori has provided them "only
the skeleton which future times will £411 in with live tissue and
with the cultural hums that will give it (the city) its specific
character."6 Gropius goes on to say, "Loydty and emotional bonds
grow only from active long-term :\.dsntii’iéation with a cerbain. satf.ing
and no newly founded city ever started out with it at the beginning,"
In spite of their present shortcomings, it is the deed of f@dﬁg '
such cities as Brasilia and Chandigarh that is important and it
should be acknowledged with gratitude.’

Gropius's admonition to the average citizen is especially
important., People in our time are apt to look on the urban forms
around them as the ordered expressions of needs, the result of a
process of response to pressures, and as an example of the gmneral

5 ‘ .

Lewis Mumford, "The Future of Cities," Architectural Record,

cxxz:m (Feb, 1963),.125. : o .
Gropius, p. 152.

7
Ibid., p. 154,
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expression which defines form in these tems.é Horatio Greenough
made a classical de,s'cription'of the process: "If there be oy
principle of structure more plainly inculcated in the works of the
Creator than any other, it is the principle of unflinching adapt-
ation of’foi'ms to function."” However clear the statement, its
) application to problems as complex as those of cities is not simpde.
We must first determine whose functions and whose needs are going to
be expressed by the form. As we have seen,‘ the functional needs that
gave rise in the past to the street and lot layouts of most central
business districts no longer correspond to present needs. We also
Know that the functional needs to be met by certain kinds of spec-
ulative building are _genera:!.ly those of quick sales and maximum
return for minimnm investment, needs generally incompatible with those
of the people who will inhabit the buildings which the apeculators
have built or vthe neighborhoods in which theﬁ have built, We might
analyze other aspects of the physical plants of cities and discover
other examples in which the forms are unflinchingly adapted, perhaps,
. not to the functions of the people using the physical plant but to
the functions, present, past, or future, of other people entirely.
Such an analysis mﬁld further emphasize the importance that Gropius
attaches to the need for the average citizen to adopt a more con-
structive attitude (perhaps he needs to be he;ped) and to express

- .c] Y. Weff md n,.,.der.’ ,p. n#.
9‘ ) X .
Ikid., p. 110,
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his needs to the architects and planners who are shaping his environ-
ment, In conclusion, the form of a city ought to ezbro#g the current
needs of all of its population, not of only some of the particular
mferests or individuals in that population, the fulfillment of whose
needs, contrary to the over-simplified economic and social theories of
the past, does not of necessity serve thé best interests of all.

SYMBOL OF IDEALS

Another problem concerning the form of our cities is

~ the fact that, beside serving as an expression of our needs and
functions and as a physical embodiment of our social mmnorj, the
form serves also as a symbol, or an @ression, of the ideals of
our way of life, Siegfried Giedion has asked what there is sbout

" our way of life that we should express and how we should symbolize
‘this thing, He confesses his inadequacy to supply answers to either
question, and he offers only the slight hope put forth in a state-
ment by Jean-Panl Sartre; "We need today signs and symbols which

W10 1y 4

spring directiy from the senses without explanation.
probable, however, that the meaning of these symbols ‘wou'l.d be to
us an inexplicable as their source, in the way that we see in modern

painting symbols which are withétﬂ:t‘ explanation, Giedion suggests that

0
Siegrried Giedion, "Historical Background of the Core,” CIAM 8:

The Hegrt of the City, ed. J. Tyrwhitt, L. Sert, et al, (Londam,
1952), p. 17. o -



we place matters in the hands of our great artists, who, he belieyes,
would be able to' create the artistic form appropriate to future
phases of social deyeloment long before these phases occur, This
is what Michelangelo did an the Area Capitolina: he dsveloped in the
 Rome of the Counter-Reformation a symbol of the vanished liberties

of the medieval republic,l!

It would be interesting to guess what
such a symbol for our times would be. It might very possibly be
little d:liferen_t from what some of our artists are already using
and which we find incomprehensible because their message may tell
us unpleasant fhings gbout ourselves that we are unable to admit.
It is also possible, on the other hand, that some of our artists
ﬁnd‘the world so unpleasant that they have resorted to meaningless
symbols rather than admit and ’portray unpleasant reality, rather
than try to tell us how we should live in our world. If such is the
case, Gledion's advice offers us little hope today. It mgy be

impossible to build a city as a symbol of our ideals,

POSTCIVILIZED DECENTRALIZATION

The central areas ofl‘maml of our cities are becoming
decentralized and the pattern of their organization no longer is
clear. "The skyscraper, born of land scarcity and the invention of
the elevator, is all ’c.‘ao'vT often constrﬁcted“whare land is not yet in

)

Ibid,, p. 25.
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critical supply or where function is not improved by vertical organ-
.’:.zat’.ion."12 In addiﬁon, city-scapes have lost their relationship
to the surrounding country; they are unclear and frayed at the
edges.13 ‘ |

K‘ennethvn, Boﬂd;ing has projected these trends in a
prediction of the disintegration of the "ciilsi;al‘ city,” a tern '
which he uses to mean the idea of a city‘as; g .mll-integl"ated social
organization with d.efﬁ.ned boundarieé, whose I;eople earn their livings
by polities, production, and trads, and whose culture is sharply
different from rural culture., We are entering postcivilization, a
product of the development of science just as civilization was a
product of the displacement of hunting and gwd-gathering by agricul-
ture with its ability to accumulate food surpluses. In postcivilized
cities thete will be no need for the physical cancentration now |
dictated by high costs of transport and by the need for personal
contact, Perfected means of voice and visual communication will
meet these needs. Stock exchanges and legislative assemblies, ex-
amples of the institutions of civilized man and civilized societies,
may not survive even another fifty years. Even today rural areas
are, by means of automobiles, made part of the cities. In farming,
for example, there are as many part-time farmers as fqu;-time.
Part-time farmers are also factory workers in plants forty to fifty

12

Chermayeff and Alexander, pp. 59, 60,
13

Ibid., p. 60,




miles from their farms. In this way the city has taken over the
countryside; and both, as"we know them, may disapﬁear as the
population 'spre‘a.ds uniformly over the landscape. Individual
households will be nearly self-sufficient, i.’uiked to every other
place by efficient means of _comnniéaticn. There will be conéentr-
ations only in the case of certain manufactufing indnstrias, which
will be located n_eaf the source of raw materisls, in many cases the
oceans, For the lumfy and: pleasure of face~to-face communication,
there may“be occasional revivals of classical cities. Unequal
distribution of wéalt_h will be reflected by the fact that the poor
will ride and the rich will walk. Already this tendency appears
in the movement of the wealthy back to the centers of cities and in
the development of the new society, postcivilized social forms will
exist alongside civilized -- and even precivilized -- societies for
considerable time ¥

Boulding's prediction is startling, logical and a distinct
possibili.ty,\ but its probability must be questioned., It is based upon
an a&mmption not stated. Recall how the axiom of the Chicago Area
Transportation Study, which stated that as areas develop more traffic
is generated, concealed the assumption that present trends would
~ contime. Bouldjng's prediction conceéls the very same assumption,

14
Kenneth E. Bmﬂ.d:!ng, "The Death of the City: a Frightening Look

at Postcivilization,* W, ed, Oscar Hadlin
and JOhn BurChard (cm'bridge, H”SQQ 19 3 [ PP. 138 139' 1“1‘1"’5.
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It is prudent, of course, to examine predictions based up‘on‘ the
continuation of present trends, especially in our present soclety,
which seems to be unconcerned about :Lts‘ goals., However, we may =-
probably through planning -- modify the trends, so that Boulding's
prediction would not then come to pass. |

PLANNED PARENTHOOD FOR CITIES

Considering the form of our large citles today, Catherine
Bauer Wurster concluded that we must urbanize the suburbs and human-
ize the cities, The cities need clarity of structure, and they need
to express a strong sense of place. 15 Vi.ctor Gruen mgges’cod that
urban planners should aim for compactness, for cohesiveness, and
to prevent urban sprawl; for sepaﬁtib’n of vehicles and people;
and for the replacement of the ‘present grid pa:ﬁtern of strééts with
a cellular or cluster arrangement.16 To accomplish these goals, one
might turn to Lewis Mumfofd's suggestién that we need to- invent a
new urban cont;jner - tha£ ’is, a new physjica'l plant for cities --
which would contain many centers in ordeg to serve the great range
of human purposes and specialized functions brought togsther in
inodern cities,17 and which would be capable of accommodating changing

15
Cather.’me Baner Wurster, "Architecture and the Cityscape,”
i b\ SLEJ 4 1007 I mv (le. 1961)) 370

Victor Gruen, "In Defense of the City... Wmm;,
XL (guly 1959), 119, .130. o
.
Mumford, *The Future of Cities," (Jan. 1963), p. 119,




18 He has proposed

a broad concept of a unifiad;' coordinated enviromment, as have many

purposes and functions of the parts through time,

people, His concepts for accommodating growth, Wa, .are Md.
He would accommodate mcreased population in a manner which has its
roots in the notions of Ebenezer Howard and might be described as
fplanned paran‘bhoéd for cities.” Mumford asserts that the size of
éitiés ought ‘to be limited by déliberate social intention according
to the nature of the contents and the purposes of the plans of the
cities, rather than be limited by such factors as natural obstacles,
poor economic resources, or economic necessity. The population
which would enlarge a city beyond its phanned maximum should be
directed to new cities, constructed for the purpose of accommodating
population growth by meanS of a cont:\.nniﬁg colonization in a series

- of self-contained towns, each with a variety of occupantions

(professional, industrial, and agricultural) which would serve to
employ most of their popv.w.’.l.ajl‘.fn.cms.:"9 Behind 'such’ thinking 1lie
Mumford’s opinions as a cuit.ura]: and é,moral phiiosopher.zo He
beiierve‘s that the large ciﬁies of our time have become too 1ai'ge‘
and that they should be grouped into smaller units so that people

nay 1eam; .and pass on, the elementary moral loyaltles of respect

18 '
- Mumford, "The Future of Cities," (Feb. 1963), p. 119.
19 .. . '_ .
Mumford, "The Future of Cities,” (Jan. 1963), p. 121.
20 A ] o )
' Christopher Tunnard, "The @ity and Its Interpreters,® S%ggm_ﬂ

- of the American Ipstitute of Planpers, XXVIT.(Nov. 1961),.
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for neighbor and reverence for‘life, learn them by means of active
participation of the primary group of fimily and neighborhood.21
Large cities, however, still have the desirable characteristic that
ﬁhey support a variety of activities necessary for full'participﬁtion
in our cwlture, activities which small cities camnot support. By
means of a fast and efficient network of transportation and comﬁunié
cation linking all cities, the advantages of both large and small
cities could be made avallable to people regardless of where they
might live, Just as today we link by means of a power grid a large
mumber of electriq#l generating plants so that their combined
capacities may be utilized as needed to meet fluctuating demands

as they arise in any part of the grid, Organized to make resources

of information available to people in any locality, the inter-
library loan system functions in a cimilar way. Linked by the net-
work which Mumford proposes, urban living could p&ssess the advantages
of human commnity as offered by the small city and the cultural and
economic advantages of the large city without the diéadvantages of

either.zz

A CITY AS A SINGLE STRUCTURE

In analyzing the need for cities to proéide a means to
accomodate their growth, Norburu Kawazoe indicates that the capacities

21

‘ééLeﬁié"Eﬁﬁférd;”Igﬁ“Qiti“ig Hstory (New'!ork, i961). p. 569.

Ibid., pp. 562,565, 566.
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.for ‘rapid change, mobility, and tré.nsfomg.tion are the distinguishing
characteristics of our present cities and what‘ is needed is not a
master plan for them but a master program, All parts of such a
program should be designed io accommodgte freely intense metabolic
changes and should develop a method to find order in the donfusion
of metabolic growth, (Kawazoe and other Japanese planners use the
tern metabolic to include the constant renewing of all nature and
the 1ife energy which accelerates the proces;.) Such a program
should include: -

1. A consistent system to be started now and followed

 to the distant future, One means of achieving
consistency would be to distinguish between the
parts of the physical plant of the city which would
change greatly and those which would change least,
allowing the changing parts to be constructed so
that they could be freely attached and removed from
the portions which would change little.

2, Consistent organization of space by means of the
elements which have superhuman scale, such as express-
ways, superblocks, and large buildings,

3. The unity of art and the development of the massed
ima.ges patterns of urban design, as the garden of
nature contrasts with a man-made artificial flower
garden,
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KAWAZOE'S IDEA OF ARTIEICIAL LAND IN THE FORM OF A WALL -LIKE STRUCTURE.

WITH BUILDINGS ATTACHED TO ITS SIDES

NORBURU KAWAZOE, "THE CITY OF THE FUTURE-)’
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k. The metabolism of civilization -- which includes the
freceedj.ng three elements -~ and the mete,bolism of
nature should both encourage city dewelopnen*l:.23

In designing the kind of master %progrm which Kawazoe
describes, one might think of a city as a large building, although
not under one roof, where one removes the automobile before entering
as, berore entering a Japanese house, one removes his shoes, Arti-
ficiel land in the form of a multi-level structure with roads and
parking at the lower levels and sites for homes and other structures |
at the upper levels wonld solve the problems icu‘.‘ providing for auto-
mobiles.

Linking these structures by means of multilevel highways
widch included utilities, would free the natural land. Another form
of artificial land could be a wall with the necessary building spaces
attached, like equipment to it -~ houses on one side and offices
on the other, for exampla. Bwellings, stores, and offiees could
be commercislly manufactured units, attached to the basic wall-like
structure of the city. The artificial land functions as an urban
connector, a structure of superhuman scale, organizing the structures
of the scale of man's activities by linking them physically and
visually. A third form of artificial land, one completely separated
from the surface of the earth, is the basis for Keyonari Kikutaki's

23
Norburu Kawazoe, *The City of the Future, Zodiac, IX (1962),
pp. 100, 101, L L
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floating industrial city with housing at its center and industry at
its circumference and designed for a working population who would

live in it part of the time and live ashore the rest of the time.m

LINEAR ORGANIZATION AND A SIMBOL

Percival and Paul Goo@man proposed in 1944 a plan for the
rebullding of New York City in a linear form which would solve many
of the traffic proﬁlems's:\mply by the manner in which workplaces and
living places were related to one another. At the middle of Manhattan
Island and running its length, a strip was to be built which would
contain all the business, light industry, and through traffic. The
land on each side of this strip was to be developed into resideni:ial
neighborhoods in parklike settings carried down to the shores of the
island, where beaches would be developed for boating, bathing, and
promenades, The present uptown-downtown traffic to work and back
home again woﬁld, as a result of this plan, be done away with and
replaced ﬁith short trips on foot across town, and the need to travel
long distances 1o reach recreation areas would no longer exist
because recreation would be ¢lose to home., The problem of traffic
would have been solved by reducing the need for movement by providing
a plan which imposed a logical pattern of activities and land uses

upon the city =~ in this case a linear pattern taking advantage of

2k
Ibid., pp, 101, 104, 105, 111,
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the geographical features of the site.’ |
A group of planners under the direction of Kenzo Tange
has proposed‘a similar plan for Tokyo, but they do not propose to
rebuild the city completely. They indicate the nesd for a shifting
from the present radial-centriﬁital pattern to a linear system of
developlent‘ for the discovery of a means to unify organically the
city structure, ’&he transporbation system, and urban architeeture.

and for the discovery of a new spatial order which would reflect

26

the open organization and spontaneous nobility of presenti-day society.

The lut- iteu, the need for a spatial order to reflect the
character of. present-day society, relates to the problem of urban
form noted eai'lier in this study: the problen, stated by Siegfried
Giedion, that the form of our cities did not seen adequately to
symbolize the ideals of our way of li_fa. T#nge and his associates
suggest that in the way in which the cathedral was the symbol of
 Western medieval civilization, so the ti'ansporbation'system may be
taken as the symbol of the metropolis of our tm.27

Allowing the urban transportation system to be the symbol
of Tokyo as a modern city, then it 1s logical that the system be made
the dominant element in the urban form. A linear system is oroposed
becanse 1t allows a minimm time for inteFcommmication between the

25
Percival and Paul Goodman, "A Master Plan for New York," New
m_,ug CXI (20 Nov, 154%), pp. 656-659, .

Tange and Associates, p. 16.
27
Ibid,, p. 18,
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points along its length, The system should be made up of over-

. lapping expressway links aécomodating three different speeds and
of parking facilities, Present expressways are sharply limited in
their ability to carry volumes of traffic by the cgpaniues of their
interchanges. The undending link system, overcoming this short-
coming, would c&xsist of three levels accommodating three different
speeds of traffic, with parking facilities accessible from the
lowest level. This link system would maintain a steady flow of
traffic, and thé total volume of traffic accomodated would range
from ten to thirty times that of the same road with conventional
interchanges. Such a system ;would also aliomr the construction of

28 the

its links one by one to accommodate growth as it occurred,
smallest links _wonid be sqna:l'ev in shape, two-thirds of a mile on a
side,

. ,qurdinjutedl with the highway system, a pattern of
building cores five hundred to eight hundred fifty feet high would
be laid out along the highway in a grid of squares six hundred sixty
feet on a.side. The cores would contain elevator shafts, ducts,
pipes, and wiring for buildings of from ten to twenty stories, which
would be suspended between pairé of cores with walls of the bulldings
act.lmg as treéses. ’The scale and spatial arranéement of the buildings
would relate well to the variable flow of automobile traffic. The

artificial ground below the lowest level of the expressway woul&

————

28
Ibid., p. 18,
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serve as the sitea for shopp:\.ng facilities, auditorims. md other
buildings -~ all at what ve think of today as human scale -- small

| streats for pedestrians, and plazas for crewds ~ The systen creates
a functioning link between the najor atructures of citin, which are
generally ones with a greater 1life span, and private homes and other
minor structures, which, like other artieles of daily living, last
for a shorter time and are often c}\‘umgod,z9

Considering in a general 4wq the qualities necessary
for good coiﬂ:emporary urban form, Louis Kahn believes that we should
make a distinction between the arcﬁitectﬁre of roads and other struc-
tures for antomobile traffic -~ "viaduct architecture,” he calls '
this -~ and the architecture of ﬁxan's activities, Viaénct archi-
tacfuro is broughi into cities from outlying areas and should, after
eﬁtering, be more carefully made and more étrategicall.y placed vit.h
respect to the central area, should inclnéle the city piping services
suitably housed in the streets, and should provide for the "stop and
go® movement of busses and the ®"go" nwm;nt of antomobiles; Express=-
ways frame the city as rivers often do and must be accompanied by
places for amtomobiles to park, analogous to the harbors or_ a river.

Kahn proposes that the harbors for expressways ought to be very large

29
Toid., pp. 28, 30, 32.
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buildings whose core portions consist of parking ‘facilities, whose
periphery is occupied by hotels and department stores, and whose
street levels are used for shopping centers. Placing the harbor
structures around the city center expresses the protection of the

city against the invasion of the motor ca,r.30

The authors of W urge us to think of
buildings and access waya together as the basic material of cities.
In the areas where podestrians and vehicles must be sepa.rated traf-
fic should occupy the ground level below an elevated building deck,
which would be a new ¥ground" upon which MMgs could be erected.3l
This concept ifs sinil;lr to tl;e ‘artificial ground of the Japanese
f)lanners, which achieves a vertical separation of the a.rt‘ihitecture
of man's activities from viaduct architecture. Kahn's thinking, on
the other hand, is horizontal; 'his harbors surround the central area
like fortresses, keeping fast traffic at bay. Tange and the authors
of W naka use of the separatj.on achieved by separate
levels, a nnch more flaxible system to allow the penetration of

traffic into the areas which need to be served.

SUMMARY

Unless traffic congestion becomes excessive, the trend

toward centralization will continue. The wishes of more people must

30 | 1
" Vincent Scully, Jr., Louis I. Kahn (New York, 1962), p. 121,
England, p. 46.




be expressed to planners so that the resulting .toms of cities may
better serve the needs of s larger portion of their population than
they presently do. The parts of cities which represent the heritage
of the past must bevi)reserted: cities are not disposable containers.
When new cities are planned and buj.lt on vi.rg:l.n land, they are at
first'ﬁnplmant for they need time to agc\;hulate "live iissnaf' and
Yeultural Ms.' ‘The form of a city also serves as a symbbl of the
' ideals of its people. |
If present trends toward decentralization were to increase,
a form of ceﬁpletg decgntrﬂuatim is ,pred‘ictedv -= "posteivilization.”
Mumford points out that a new urban container is needed, and he advo-
cates "planned parenthood" for cities, with growth directed to self~
sufficient satellites and with the limiting of the size of cities.
Kav_razoe proposes a concept of metabolic g‘oﬁh, artificial land, and
fhe designing ‘of cities so that one removes the automobile before
entering as one removes his shoes before eniering a Japaness house,
Percival and Paul Goodman propose a lineal system for the rebuilding
of Manhattan,mKahn“suggests harbor structures for Philadelphia, and
Tange proposes a lineal spine of transportation facilities and build-
ings for Tokyo, which might well become a symbol for the open organ-
ization and spontaneous mobility chuécteﬁ#tic of our society.
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DETROIT

EARLY PLANNING All'D GROWTH

The street pattern of most of the central area of Detroit
contrasts sharply with that of the rost of the city, which apreads
for miles across that flat countryside in the usual rectangular
grid, ,In the central area one sees the vestiges of a radia;l. pattqm,
and onesumises that somecne in the past;tried to give this city a
paf’.texy'n‘ of ‘o;crl;r on a grand scale, Such was the case., The man was
kugustus Woodward, snd a fire which burned sll but one of the town's
hlildin‘gs‘ was the §ccasion for a rebuilding along new lines. Strictly
speaking, the ideas involved were not Woodward's own, He visited
Washington in 1807 and either met Plerre Charles 1'Enfant or en-
Gountered his idess. Woodward lead the rebuilding, but, as the city
grew beyond its. originél boundaries, his plan was a,ba,ndoned.l Mili-
tary roads one hundred feet wide were built in 1830 as spokes to the
downtown hub. By 1877 other radial streets had been added, and the
three-sided form of Grand Boulevard East and Grand Boulevard West had
been charted around the city limits forming, with the Detroit River
on the 'squth, four sides of a quadrilaleral. In the new areas of the

eity, a rectangular pattern of blocks was ‘mpex‘:'imposed upon the rav.dials.2

1l
Joe L, Norris, "Detroit," , (196%4), VII,
316 New. Pencil Pointa, IV (Dec. 1943), sk, .

Architectural Forum, LXXXIIT (Sept 1945), 125,
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By 1880 the eity had become a rallway center and an in-
portant Great Lakes port' by 1900 its character had changed 80 that
it was primari]y an industrial center specializing in chemical and
pharmiceutical prodncts, in iron and steel, and in iron and steel
products, Thé population had grown from %,OOO in 1860 io 290,000
in 1900, At the turn of the century the automobile industry hed been
‘founded, and by 1920 it dominated the city's economy, ali:hou,gh other
industries remained strong., By this time the population hnd reached
_ one million; and in 1960 there were 3.8 million peoplo in fohe Detroit
Standard Metropolitan b:ea, 1.7 million of whom were within the city
limits.3

CIVIC CENTER

| In 1944, even before the end of World War II, the site had

been selected for the first important development in the central area
after the war, the new civic center; Sixty years earlier the mayor

of that time had suggested the same site, and it was still a logical
one. It comprised fifty acres along the shore of the Detroit River

at the: foot of the city's main street, Woodward Avonue; with the
comercial center only a few blocks to the north, The buildings

then on the site were in poor condition, and the city already cwned

sixty per cent of the 1ang_i.“ By the year following the selection of

3
u}lorris, pp. 316 317, 38,
W cn (Jmo 1951)9 1010




the site, three plaﬁ# were under copsideration for the development
of the civic c‘.m.ﬁr. all of which eari-iqd the concept of bringing
together many goverm;xent offices in a coherent group which would
possess "a measure of dignity and charac’cer.'_'5 ‘The first building
of the cémpl’ex to be compiefed was dedicé.ted.in 1950, the Veterans
Memorial, to be followed by the linked City and County Buildings,
twenty and fifteen stories in height; the Henry and Bdsel Ford
Anditorium, financed by the Ford Dealers of Mmerica and the Ford

Motor Company; and the Cobo Convention Center and Exhibit Bu:i.lding.6
I

CENTRAL AREA RESIDENTIAL REDEVELOFMENT

At the same time that they were taking steps toward a
new civic center, the people of Detroit were considering ways of
ridding their city of the slums xiear the central business district.
The praviously-mentioned quandrilateral area delimited by the two
Grand Boulevards and the Detroit River was, except for the small

portion of it taken up by the central business district, either slum

or blighted area.? Many of the houses were cheap wood-frame struc-
tures built for immigrants in the 1850's. This area corresponded
generally to the extent of the city in 1910,% Influential people

5
6 o , LXXXII (June 19’4'5). .

gghitectural Record, CIX (Jan. 1951) 101; and cX (Nov. 1951), 115
ats, XXIV (Dec. 1943) 55.
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rose to lead the way: Walter Reuther, president of the United Auto
’Horkérs: Foster Winter of J. L. Hudson Company, the cit‘y"s 1ead:lng
department store; Walter Gehrke, banker; and major executives from
all of the large sutomobile manufacturers, They ’formed the Citizens
Redevelopment Committee, which proposed fo redevelop the slums sur-
rounding the central business district into the highest quality of
housing to rent, or to sell, for the s.ame' rents or prices ’asv s:mila:r
housing in the suburbs.’ 5 |

The Gratiot Redevelopment Area, east of the central
business district, was the first in which redevelopment was begun.
The architects Yamasaki, Sténorov, and Oruen dsnleﬁod a plan which
was to include 4,400 1iving units, 1,000 of which were to be Public
Housing dispersed throughout the development in such a way as to

avoid a ghetto of low-income i‘amilies.lo

The sponsors of the project
felt that many families who had moved to the suburbs because they
could not find mitable homes nearer to their economic, civie, and
cultural activities, would return to the central city if they couid
find there the kinds of home; and neighborhoods which they wanted,
and the center of the city would gain new life and new sources of
revenue,'! A porticn of the Gratiot Redevelopment Area has been
built according to the plans developed by Hies ‘van der Rohe, who

modified the original plans, This area ,’w called Lafayette Park.

9
[feid., p. 117,
mmam CII (Jan. 1955), 9.

&wm mvx (Hay 1955). 12,
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Here six t’wenty-’-s’ﬁory apar‘hhont builaings 'wi]lv be built, spaced
among rows of one-story and two-story toun, houses., Of the total
site area of seventy-eight acres, four acrbs tL'Ll be davoted to a
shopping center, and eighteen acres will ba given to a park and a
new school.l%’ Construction on some .of the other portions of the
redevelopment area has also boen completed? and more is under way.
This work has been planned by several diff«aront architects and is

in keeping with the original purposes,

We have considered thus far two types of developments
in Detroit, The first, the Civic Center, jna conceived as a
mnnicipal expenditure for municipal needs and as "pump priming"
to encourage the renewal of the central a:ea‘of Il)ufrl:.ro.’n.*l:..]'3 The
second, the redsveioment of the residentilﬁl areas near the )
central business district, was an effbrt to draw back into the
central area the type of people who were ﬁaving to the suburbs,
Rédevelopment was greatly encouraged by the financial assistance
offered by the federal government of the United States: payment
of up to two-thirds of the net costs of acquiring, clearing, and

disposing of slum areas for cei‘tain appro§'9d uses, and the granting

12

Architecturgl Record, CXEVII (Apr. 1960), 170-3,
13

mmmm cVI (Feb 1957). 123,
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of mortgage insurance for loans to finance the purchase" of property
built in such areas.lu
A third type of development is exemplifieci in the volun-
tary coordination given to the city by the National Bank of Detroit,
whose new site was to be on the west side of Hoodwar& Avenue; th:oe
Blocks north of the Civic Center. Realizing that a new bank building
on this site would encourage further private investment in the cen-
tral business district, Mayor Albert B. Cobo also foresaw that a
building on that site would most likely interfers with the plans of
City Plan Camission Director Charles Blessing to carry the already-
completed widening of the first two blocks of Woodward Avenue past
the third block of Cadillac Square., If the widening were to be
completed, the bank would have to give up a seventy-foot wide strip
of«land along the east side of its site. In addition, Mr Blessing
wanted a forty-foot wide pedestrian esplanade, planted with two
rows of trees, between the bank and the street, and he wanted a
covered arcade behind it -~ the arcade to be provided by the bank
on its own property. If the total proposal were to be carried out,
the bank would have to cede a third of its site to the city and
devote to the public an additlonal eighth of its remaining ground
floor area in the form of the arcade -- without compensation for
the last eighth, All of this the bank did, It related its program

14 ,‘ ' v
Raymond M, Foley, Albert M. Cole, and Detlef E. Mackelmann,
"Housing,” Bnclvclopaedia Britanmica (1964), XI, 177.
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to the requests of the City Plan Commission and coordinated its land
"acquisition with the city in a straightforward and no'n-poiiucu
manner, Recently its new building was completed, with pedestrian
arcade and esplanade facing the widened portion of Woodvu'd Ana'me 15
What had been built stinulated further buudi:ag develop-
ment. The twenty-eight story "Tamasaki Gothic" shaft of the |
H:Lchigan Consolodated Gas Cempany now faces tho City and County
Building across Woodward Avenue, adding 400‘,000 square feet of
office space to“the central business distribt, parking facilities
below grade, and a di@ified plaza at ground level for the enjoy-
ment of the public.16 A few blocks to the south of the National
Bank building, the Detroit Bank and Trust Company has built a |
twenty-@ight story structure contain‘in'g 550,"«660 square feet of
office space and adjoining their ggo;classical building of the
1920'5,17 Aeross Cadillac Square from the National Bank Building
‘the newly completed First Federal Savings Building, twenty-three
stories high, adds some 300,000 square feet of office. arlaa.]'8
Cadillac Square itself comprises all of the block between the latter

two buildings.

15
mmmm.zm CVI (Feb, 1957), 123, 12k.

Ammmn.m CXXVI (July 1959), 13.
amw CXXXV (May 1964), 15k.
L ‘
Architectural Becord, CXXXIII (4pril 1963), 202, 204,
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REDEVELOPMENT IN THE CENTRAL EUSINESS DISTRICT

Looking at the eight hundred acre area making up the
central business d.';strict in 1957, a group of thirty-tivo 1ocal
architects who called themselves the Architects' Design collabo
rative and who were working with the director of the City Flan
Commission in a atndy of the central business district of Detroit
made the following observations. A successful civic center and a
sound central business district were interdependent. Quick gctibn
mist be taken in the central business district if advantages were
to be gained from the recently completed civic center. Four crucial
problems were set forth: | o

1, The provision of facilities to bring large numbers

of vehicles into the central business d.istricﬂ; and
to park them. \

2, The ére;t;,gm, by means of a large open plaza free of
‘&raffic hazards of an. environment eonducive to relaxsd
shopping, recreation, and the conducting of persoaal |
and govemment transactions.

3. Replacing with new buildings designed for medern

needs the existing structures which had become

obsolete .19

.

19
Louis G. B.edstone, "Beplanning Downtown Detroit,*
he te chitects III:II (Sept 19599, 33.
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First, let us consider vehicular access, It is interest-
ing to note how our attitudes toward traffic problems have changed in
twenty years, reflecting, no doﬁbt, that our problems have also -
changed, In an article on Detroit appearing in a 1945 issue of
W the opiriion expressed on urban amtomobile traffic
problems was that "an organized and efficlently functipning city is _
not a dream of the‘fnture, but an immediate possibility.?:' An express-
way transit plan had just been completed at this time, and it was
thought to be a good solution to the pressing problems of traffic,
‘alth;mgh it did not take }intok account as many factors as does a
master plan, This pilanv' 1;i'ovided for"}:e‘:jcpmssvays to carry mixed
vehicular ‘trar‘fic andlfor separate routes foi- public conveyances =-
trains, buses, and subways.zo As we have seen in Imﬁ,g_m_r_m,
the solution to urban traffic problems is still izmediately possible
if we can spend enonghnanoyon them fand if wawish to endure the
disruption involved, b“t.' »our much larger ?raaant j:roblems are pro-
portional to our much 1arger populati__on of antomobiles which we
mﬁst move about and which we must park.

The Architects! Urban Design Collaborative conplud@d
that the solution of transportaticn problems was prerqquisﬁo to
architectural and planning solutimns. Statistical data had con-
firmed that poor accessibility for shopfie;'s was a factor in the

decline of sales in the central business district, Half of the

20
Architectural Forum, LXXXIII (Sept. 1945), 125.
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people who commute to ihis area drive to work, and of these eighty
percent drive their own cars, Projecting the growth in the number
of commters which could be expected in twenty years, it was found
that the entire area of the present central business district would
be needed for pé.rking alone, of all the cars were to be p#rked at
ground level. This was too much area to devote to the automobile,
The ii.mit;aticn of the number of automobiles was imperative. A
new and imaginative solution to the transportation problem was
suggested, a speciai monorail whose routes would be laid out on a
radial pattern. In the outlying residential districts self-propelled
capsules would collect Jqpmﬁnters at numerous points throughout these
districts, or in some cases the capsules ﬁght be collected at |
various stages along the way and be pulled by tractors. At certain
terminal poinfs the capsules would become monorail-borne components
‘of a rapid transit syétn and would prééeed at high speeds to their
destinations in underground terminal point; in the central business
district, Here the capsules would again become self-propelled, |
People would reach their final destinations by walking or by means
of moving wa'lkways.z-l

With prob;Lens of transportation solved, shoppers nmst
be gnccurageii to come ;,t° the central business district by providing

new exﬁériences and a stimilating Shoppiné envirorment in the fém
of an open plaza which could be a "Town Square -of Shdpjring_" surrounded

21
Redstone, pp. 39, #1.



with landscape, fountains, gardens, newsstands, benches, cafes,
moving walks and seats, elevated heliports, parking garages, and
transit terminals, The plaza might be an air-éondi'_tioagd structure
containing many small shops.22 Because open space treates such a
strong céntrast with the dense urban scené, open space might be
used as an element by which the centfal business district might be
organized, tying together what is now a chaotic group ofﬂsid'ewalks
and buildings and providing the means for a person on the street
easily to orient himself by tgki.ng position checks with an over-
all visual tie. New building construction should replace outmoded
structures, but a complete rebuilding should not be planned; the
retention of existing buildings which are sound gnd sérviceable is
an important way to preserve the idsntity and the distinctive quali-
ties of this particular city.23 .

. Ona four hundred twenty acre site at the west boundary
of the Gratiot Park Redavelopont Area -- the bonnduy nearest the
central business district -- more downtom housing will be built
according to the winning plans of an architectural compstition
held for this purpose. Unfortunately, th. winning plans did not
provide for the underground parking which the master plan did include
and which would have offered Detroit the opporbunity to demonstrate
the best kind of a solution of the automobile-vs,~pedestrian problem.zb

221bid., p. 41,
23
%Ibidn PP. k6, b7
"Detroit Design: Cars Still en Top (I.iteral.'l,v) , .&Qﬂ‘.ﬁﬁﬂxﬁ

Acchitecture, XV (Mgust 1364), 52..
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As a part of central business district redevelopment,
the Civic ,Ge.htor Conventian Mall Project is planned to extend the
west end of the Civic Center site in an ell toward the north and
to é;ct as a green strip approach to the existing Convention Hall.
The new iall would include open plgntad,spaces, wélkﬁ shelﬁ}ed ‘
" by canopies, underground parking for seven thousand cars beloir

" the whole site, a new garage which, with an existing garage on the

site, will park twelve hundred cars, an’office build:!.ng, a reereation

center, specialty shops, and 'a hotel.25

~ OBSERVATTONS

‘I.'hé person approaching Détrpit frcm Canada, does not see
the city until he reaches the customs station within it, fof the
»route is through Windsor, whosa own tall buildings screen the view
of Detroit, ‘and a tunnel takes him across the Detroit River. The
first view of the city includes the white rverbiga],s of the Hiciﬂgan:
Consolidated Gas Building and the City and»cmy Building, flanking
the entrance to Woodward Avenue only i,;fewvﬁlgcks away. On walking
* around with the central business disti;ict; one is impressed by how
close the skyscrapers are and how they seem to crowd in upon one,
The effect is dramatic; but in some respects, is no more than an
éffect == one caused by the radial street pattern, which allows one

25 :
Erogresgive Architecture, XLI (Jan. 1960), 117.
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to see more buildings from almost any vantage point than could be
seen in a city where the buildings were alignad on the usual
pattern of a rectangula.r grid.

Except for the depressed expressways surrounding the
central business district, which do not dominate the visunl environ-
ment as dobg the “viaduct architecture” of the alev&gd type of
expressway that is more often built, the site of the city is slmost
flat, so that the variations in the skyline are man-made. As you
move any distance from the center of the city, the central business
dia'brict cluster of skyscrapers is the principal feature above the
honizon. ‘!here are, however, smaller clusters too. Along the axis
of Woodward Avenue, about two miles to the north of the central
busiﬁess district, lies a smaller cluster formed by the new office
‘buildings of several automobile manufacturers. Part of the way
‘along this axis, about half a mile to the east and to the west of
it, lie two or three clusters of public housing apartment bulldings.
And la.stly, due eaSt of the central bus.’mess diatrict -about the
same distance awgy, lies the Gratiot Redsvolopment Area includ.ing
the tall buildings already mentioned. )

The pretection of this clustering character of Detroit's
skyline is onie of tha concerns of Mr. Charles Blessing, Director of
the City Flan Commission, who ié striving ‘to méke people 'awaro of the
beauty with that of the flat-topped mountains of Monument Valley,
Arizona, which rise from the 1evel desert floor in a mannar strongly




suggesting thé glustering of skyscrapers as seen 1n Detroit and some
other large cities. We respond imnedistely to the beauty of Momument
Valley, We must realize that the silhoustte of a great city canbe
Just as much a source of beauty and inspiration, If tallhnildings
are allowed to appear in random locations, the beauty of the clusters

W11 be lost.2d

26 o
com'arsation in June, 1964 with Charles Blessing, Director of
the Detroit City Plan .Commission.
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PITTSBURGH

mxmmmmm

Pittsburgh'’s Golden Trianglo lios in & bmbiful wooded
valley in which the Allegheny and the Monongahela B.iverg join to
form the Ohio, flowing on to the Missiasippi in the west, Extensive |
settlement began in the city after 1763, when a peace troaty was con-
cluded with the neighboring Indian tribea and a boundary dispute
between the Virginia and the Pennsylvania colonies was ended,
Pittsburgh's industrial development began shortly after settlement,
when coal and iron were discovered in the nearty hills, 4n influx
" of Buropean immigrants after the Civil War rapidly swelled the
population, By 1900 the city claimed 352,“000 people.

The city is an important industrial center, especially in
steel, Natural resources are abundant and the location of the city
is strategic. Originally there were plentiful sources of timber,
clay for bricks, sand for glass, coal deposits, petroleum, and natural
gas. There were, and still is, large supp].ies of water for industrial v
uses, Early dominance in the steel indust;'y was aided by the nearby
coal supply and the city's proximity to the iron ore deposits on the
Great Lakes, Steel fabricating and machinery mamufacture of mill
machinery and heavy electrical equipment are important industries
today. The city is a port of entry, a leading transportation center,
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and a major inland éxportor of manufactured goods to markets' fhrough—
out the world, The total tonnage in the Pittsburgh engineering

- district in the late 1950*s exceeded that in the Pmana Ganal
 The population in 1960 of the Pittsburgh Standard Hetropolitm

~ Statistical ‘Area was 2 lt» mﬂlion people, with 6@& 000 of t.hem :
within the city Limits.l

CTTIZEN ACTION

4 Realizing in 1943 that virtually the on'l.y major new
h Fqbuild:.ng construction in Pittsburgh since 1932 had been publlic.
housing, a group ef the ci:by s 1ead$rs became concemed for tho
future of tho central business district and decided that steps for
its impravement or very survival, must. be taken. They organ:\zed
‘themselves into the Alleghew Gonrorenco, thinking of thmsolves as
- a qiti;ené' group of. ez:p‘edit‘era.,.f In their membarship they included
‘such important bnsiness owners and executives as R. K. Mellon, Alan
Scaife, Benjamin Fairless, and Andrew W. Roberts. The group was
instrumental in' effecting certain measures necessary to precede any -
work within the central business district itself: flood control and
~ water pollution t:c:n‘l:rc'l.2 and, in 1946, the solv:{ng of one ‘lof the
" most difficult problems, that of smoke control, Strict regulation

Charles F. Lewis, "Pittsburgh,
XVII 973-5. i

W&m XcT (Nov. 1949), 59, 60.
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of smoke production by all industrial and commercial establishments
in the city began in 1946, and in the following year the ban was
extended to include private homes, so that 11: is nbw‘iiil'_egé.for
any furnace or stove to prodnce. smoke. Pittsburgh can no longer
be accused of being a smoky city. In addition, federal highway
funds were obtained with which to bt’:.hild»highwa‘ys to assure auto-
mobile accessibility to the central businesé district.3

GATEWAY CENTER

With these necessary preliminary measures under way,
interest in building construction began to appear. In 1949 4th'e
‘Bquitable Life Assurance Society began to investigate the urban
redsvelopment of the run-down area toward the point of the Golden
Triangle and next to the central business district. The city had
planned to develop this place in public housing, Andvew J. Ecen,
a builder of apartment buildings for insurance companies, and
Robert Dowling, a successful real esiate man, inspected the prop-
erty and advised their client, BEquitable, that thé location was too
far removed from any other housing in the city by the intervening
area of the whole central business distriet, and that, instead of
housing, Equitable should build office buildings in order to ‘meet
the shortage of office space in the city. They suggested placing

3
Ibid,, LXXXV (Oct, 1946), 2+,
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these buildiz;gs each on its own two-acre, park-like site, The city
at that time possessed an amount of office space that was less than
the 5.7 million square feet contained in the nine buildings on
Rockefeller Center's twelve and a half acre si.fe. Eken and Dowling
recommended the acquisition of the twenty-three acre site and the
covering of only one sixth of its area with office towers to provide
2.25 million square feet of neﬁ office spaée. If the city would
change its plans for public housing, it would be possible for the
Urban-'Rerdeveiopnqztﬁ dathority of Pittsburgh to acquire the site for
a relatively ,re;asoha‘fiie ‘p,ri‘.ce. paying only ten million dollars for
it, or ten dollars per square foot.u The recormendations were
followed, the city changed its plans," and the Redsvelopment Authority
acquired the site., Nine cross-shaped buildings Lwere planned for it,
the first three to be completed early in 1952.°

It is a rather curious fact that the concept of the cross-
shaped skysci‘apers widely sps.’c?d upon this ;ite’ was the first real-
ization of Le do:-bnsier's generation-old drﬁam, but a realization
brought about in a way which he p’robaﬁly did not foresee -~ not by
architects or urban planners, but by so-called practical men of
affairs.é For almost two and a half years no professional archi-
tectural or planning serviceé were used, during which time Eken and
Dowling and Bquitable developed the requirements and made basic

~

m
Ibid,, X6I (Nov, 1949), 62,

6Ibid.,..XCI (Nov, 1949), 63, 65.
Ibid,, XCITT (Sept. 1950), 89.
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design, and site layout.’ Gateway Center, as the development came
to be known, is architecturally somewhat antemtug. The editors
of Architectura] Forum commented that architects and planﬁer's‘,‘ con=
sulted from the beginning of the project, could have Gontributed to
make it something greater than the sum of its parts. Rockefeller
Center, in many ways a similar problem, shows by contrast the
successful results of the use of the serv-*.ces of an excellent firm
of architects working with four practical; hard-headéd vbui.'l.diing
managers who were hired by the owner to represent him in the

development of the d.esign.8

MBLLON SQUARE AREA

At the time that Equitable was neéociatihg for its site, .
United States Steel Cor..poratién\’ and the Mellon Bank together were
planning to build and occupy a forty-story bn:\lding connecting with
the existing Mellon Bank Building in the 'emer of the central
business district, But one of the deterring factors to the
construction of new buildings in the central bus;mess district was
the fact that, although the need for amtomobile parking facilities
was recognized, the cost of providing them was excessive. Fairless,

of United States Steel, and Mellon were hoping to get the city to

7
[Totde, K0T, (Nov, 19%9), 62, 63,
Toid., XCIII (Sept. 1950), 89.
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provide the needed parking space, It was known th;t»;the Alminum
Company of America was also planning to construct and occ&m a
large building in‘the‘sane area.9 More park:\.ng»falcilities would
encourage construction of both structures. The problem was solved
vhen three Mellon Company foundations donated a full 'bblock: site

for a garage and the money to landscape a plaza on 1t,10 Two
private companies leased the undergronnd rights for thirby-»eight
years and in return have built, financed and will operate during
that time a six~level, underground publi¢ garage for one thousand
automobiles., Upon e:q:iration of the lease; ownership of the garage
Will revert to the city.’l With automobile parking facilities
assured, the construction of the United States Steel-Mellon Build-
ing began, and in 1951 the forty-story office skyscraper on the
western side of Mellon Square was c@hplet‘.ed.lz Facing this building
the Aluminum cbmbaxwvof“)me;'ica has erected its thirty-story company
office building boldly. exporimenting in the use of their product as
an exterior cladd!ng*n

9
Tbid,, Lm (Sept 1948) 14, 16.

10
‘ , CXXI (Feb. 1957). 195; mssmﬂ..&m.
XCI (Nov. 19%9), 2. '

1
Martin Heyerson, Emumm (Nerw Iork 1963). p. 96.
12

Acchitectural Becord, CVIII (Sept. IS5U), 192,
13
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PARKING GARACES

The two skyscrapers facing Mellon Square and the three
cross-shaped office towers in Gﬁteww Center -- later buildings in
this area took other forms -- constitute the first group of post-
World War IT buildings in Pittsburgh. Another development of
importance was the construction of parking garages in the city.

As a result of studies conducted by the Regional Plan Association
iﬁ 1943, it became evident th#t there was a great need for parking
facilities, not only for people working in the central business
district, but for shoppers and for business callers as well, and
by 1949 fiour large barking garages were under dasign. : Tixesq were
the first buildings of the new Pittéburgh Parking Mth;ﬁfy, an
agency of municipal government empowered to bujld and to operate
parking facilities, to issue £ax-exenpt revenue bonds, and to
acquire land by eminent domain, A total of six of these garages
had been recommended.lu
with a total capacity of”ﬁ,hS? cars,

By 1959 seven garages had been built,
15
LATER DEVELOPMENTS

Lower Hill makes up most of the third, or land, side of
the Golden Tiﬂ.anglé. Ninety-five acres of slums have been cleared

N
5MM, XCI (Nov. 1949), 70, 71.
1

Lewis, p. 974.
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from Lower Hill for rédavelopment. Ontwenty.of these acres a public
auditorium,- or arena; was completed in 1.961, a four hundred fifteen
foot diameter, retractable-roofed, domed istructure for conventipns,
athelic events, and cultural programs..® At the southern end of
Lower Hill, on a bluff, redevelopment is planned which will permit
:the etpmsion of the Duquesne University campus .17 At the north-
east, three fourteen- to twenty-story apartment buildings, the

ithree containing together 935 units, are planned (oﬁeﬁ'had been
completed by the swmer of 1964). They are within ten minutes

18 4 one measures the time it takes for the

walk of Mellon Square,
down-~hill walk from the apartments to the square and z;ot the up-hill
return, :

At the very tip of t‘k\xe‘Golden ‘.l‘riangle and adjacent to
Gateway Center, thirty-sﬁ acres ha.fe been certified by the city
for redsvelopment as a state park and major traffic interchange.l’
On the site of Gatewsy Center itself, three new office buildings
have been built: one for the telephone company, one for the Common=-
wealth of Pennsylvania, and the last, a twénty-two story glass-clad
structure with 400,000 square feet of rentable office space and with

provisions for parking 750 automobiles underground.zo

16
Lewis, p. 974; As-mnmﬂ.mm CXXX (Nov. 1961), 167;
Ibid,, CXXV (May 1959), 250. o ,
1 o |

Y
Lewis, p. 974,

18

19 Arsm:um_&m CXI (Sept 1959). 9.
Lewis, p. 974,

20
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Nearer to the original, cross-shaped towers a large Hilton
hotel has been completed, and a slab-shaped apartment stmcture near
it parallels the Allegheny River, Across the street from Gateway
Center and connected to by means of a pedestrian bridge over the
street, a new open site and a structure for International Business

Machines Company has just been f:i.n:l.ashed.21

ACCESSTBILITY

In Pittsburgh we may see some of the largest, oldest
and farthest adVanced urban rebuilding in the United States.
Between 1947 and 1957 one fourth of the central ‘business district
. wWas rebuilt, but the problems of trafficiwere on]y: made worse as
the redevelopnient was more successful. The new expressways also
increase the problem, Brederick Gutheim observed that Pittsburgh's
central business district now needs a recﬂhiction".’ti‘x street traffic
and better public transit.?? In 1964 the Allegheny Port Authority
took over all public transit in the Pittsburgh metropolitan area
and will coordinate trsnsit\'servif;cesk,’ which are now indspendently
operated, in order to reduce duplication. Approximately 30f of
the people coming into the central business district use public
transit, The percentage probably is 80 low because the service

is poor, the trolleys and buses are dirty, and transit firms have

21
Ammmm&m CXVII (Dec. 1963). 115.

Frederick Gutheim, "Projects Without Plans, Arshitectural Forum,
CVI (Feb. 1957), 147, 148, . : |
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been reducing their services and shifting their financial assets to
other holéﬁngs. Although the many tunnels and i-igiits of way alread;y
built or exi'stinghwoﬁld help‘reduce the céét of a subﬁay installation,
nothing other than surface transit is foreseen. Lpparéntly, the hope
is to provide improved public transit to the present conventional
type in order to lessen traffic congestion and to continue the pro-
gram ai‘p providing strategiéally-sited parking facilities to help
offset the anomalous fact that the new expressways 1ead.’u§g Vinto the
central business district can deliver automobiles faster than the
street system and the parking facilities can absorb tham.23 |

OBSERV ATIONS

The clustered skyécrapers of Pittsburgh's central busi-
ness district constitute a well-defined grouping covering all v’of‘ the
Golden Triangle except for the thirty-six acre park at the point.
The rivers on two sides of the btriangle define a sharp separation
of the cluster, as do the park at the point and the large cleared
spaces of the Lower Hill redevelopment a:;ea along most of the other
landward side, The older portion of the cluster contains four new
skyscrapers: United States Steel-Mellon, huminun Company of Americas,
Porter (similar to Alcoa and in the next block), and the new Federal
anlding to the northeast. The newer portion of the cluster contains

23
Conversation in June 196’4 with Snn Spatter and Georgo Anderson,
both of the Pittsburgh Planning ‘Comnission staff, .
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nine skyscrapers built since World War II.- all but one of them within
the two superblocks that make up Gaﬂewai"Center, and the one remain-
ing on a site adjacent t.vdltheiContei".k Pittsburgh's central business
district, fbhqn, Seems to be developing around two centers; we may
describs 'iﬁ;s form as binuclear. |

In the older mucleus one sees human activity all around.
Shoppers, business and professional people, and office workers crowd
the sidewalks of the narrow streets, Office buildings and a hotel
cluster around Mellon Plaza and most -of the large department stores
ére close by. i‘he plaia has become the focus for this oldar nucleus.
The plaza itself is a bit isolated from through pedestrian traffic,
bossibly becanse the walker must climb the total difference in |
elevation between the streets on opposite sides in one flight of
steps, and because the traffic on the streets surrocunding the plaza
tend to cut it off from foot traffic. But the space iz a rather
quiet oasis amid the activity of a large city, sheltered from the
wind by the tall buiidings around it, and, a most important asset,
a place from which one msy get a better view both of the skyscrapers
around it, and of some of those down neighboring streets a little
farther away. This open space in the dense cluster of skyscrapers
is extréme]y gritifying to see.

The more recently-built nucleus 413( a place of beauty.
The open spaées between buildings are extensive and well piantad,
ind in the moré than ten years time since their planting the trees
have grown to a size that will provide shade and will act as the
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massing of forms that the landscape architects intended them to.
There are also some very arresting vistas through some of the groups
of buildings on to others beyond, All of these features have thé:\.r
merits in spite of the uninspired architectural design of most of
the buildings and thé less-than-successful site planning of thé
groups, But there is one fault that, given the pfogran established
by the omizers of the development, no architect or planner could do
mich to combat, In terms of human activity, of something going on,
the place is nost'uninteresting. There are re:tanrants ‘on the»‘gronnd
floors of some of the buildings, but except for these, the atmoépheré
of the group is as formal and as dull as the old-fashioned front
parlor, The liveliness of a little vulgar commercial activity would
make the plazas into interesting spaces. People now must cross a
busy street to reach the only department store near by, which is at
cne border of the site; or they must cross other busy Etreets to
reach some small, rather run-down' shops, soﬁo of which are grouped
around an old public square, and all of which are interesting becanse
there are people about. The old nucleus is a little less than half

a mile away, too far for xﬁost people to walk during most of the year.
In short, we mist give the builders of Gateway Center full credit for
6ne of the first open developments of clusters of skyscrapers, but we
must glso be aware of the fact that this development does mot properly
serve some of the hmﬁan needs of the peoplevwho use it, and that it
suffers on this account, It is isclated from t;he rest of the city
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by the heavy smtomobile traffic which passes around it, and its

two principal parts are isolated from one another by the traffic
passing through., The omission of commercial activities within

the i:laza limits if.s appeal for human use, and the older’nuci@ﬁs
remains the vital center of Pittsburgh in spite of all the advantages
of Gateway Center. |
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PHILADELPHIA

FOUNDING AND EARLY GROWTH

William Penn instructed his surveyors to lay out Phila-
d_eiphia in a regular and straight pattern of stroéts with spaces
fes__erved for markets and squares, so that the city would be "a
greene countrie town,” Thomas Holme, Penn's surveyor genera.‘!-.,‘
followed these instructions.® Four public squares are symmetri-
cally placed around a central piaza at thé crossing of the two main
axial streets, High Stfeet (later renamed%ldarkét Street) and' Broad
Street. The central plaza was reserved for a narket place, but was
too far from the eighteenth-century center of the city. ngkéts
developed instead along High Street, and }ater the central plaza
became the site of the pi'esen’i city ha]l’. High Street was laid out
100 feet wide, the residential streets 50 feet, and they were planted
with trees after 1700 and paved with flagstones and bordered by brick
sidewalks’ within the next fifty &ears, a novel sight which never
failed to impress travelers, as did the orderliness of the street
plan itself.? |

The city grew rapidly, for the Pannsylvania Colony's
policy of reiigioﬁs freedom and Penn's astute advei'ﬁisinﬁ of the

1

Russell Frank V’éisley. ‘wladdMa. ‘Bncyclopasdia Britannica
(1964). VII, 705, | o

'r\mnard and Reed, PP, 547,




colony's potential wealth attracted Q. large immigration from many
different pations. The city became an early example of what later
became known as the American melting pot. |
| The site of the city lies on a peninsula of land between
the Schuylkﬂl River on the west and the Delaware River on the
sast and sbout ninety miles from the Atlantic by way of the DaLaware.
The harbor is good, although navigstion to enter the Delaware is |
troacharous in Chesapeske Bxay.3

In the first half of the eightoenth centruy Philadolphia
became a trade center, erport:\.ng the agriculture produce of the
Pennsylvania regim. Industrial dewlomeht began in the second
half of the century, and the city developed a flourishing trade with
 Burope, the West Indies, and with east-coast ports, especially with
New BEngland, Flour mills, paper mills, irf:n furnaces and fo:ges, rum
distilleries, ;.nchor forges, glass works, and even a fire engine
mamufacturing plant appeared in the city or near by.u

Before and during the American Revolution Philadeli:hia
was the headquarters for the Continental Congress, except during the

season of the British occupation, and aftég- the war was at different

times the hea.déuarters of the Congress of the Articles of Confederation,

The Constitutional Convention was cmdncted in Philadelphia, and the

city became the temporary capital of the United ‘States until the seat

3
’:feigley, p. 704,
Ibid., p. 705.
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of government was moved to Washington in 1800, During thesp years,
Philadelphia had become the financial capital of the country, remain-
ing the site of the Bank of the United States until the 1830's. The
city lost its commercial ascendm;:y to New York, which had a superior
port and which developed a greater volume of trade upon the comple-
tion of the Brie Canal, and lost its cultural eminence to Boston and
New York when the national capital was moved.’ Philadelphia then
became an urban regional center. It remained the second largest

city in the United States untii ‘:‘Chicago surpassed its popﬁlatién in
1890,7 "' '

During the eighteenth century the urbanized area of the
city spread Seyond Vine Streoﬁ and beyond South Street, the original
northern and southern boﬁndari.fés.v acreés the peniﬁsula.s By 1776 the
population had reached. 40,000 ;;eople,‘ making Phil;delphia; next to

London itself, the largest city in the British Eapire.’ By this time
" the character of the city had changed., It was no longer a town of |
houses each spaced upon itq : émplg plot, but a city of row houses

10

facing one another along narrow streets. During the mid-nineteenth

W

.Ibid., p. 706.
Ibid., p. 706,
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Ibid., p. 707..

®

Ibid., p. 705,

Tunnard and Reed, p. 47.
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Weigley, p. 705,
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century a large influx of immigrants, mainly Irish and German,
swelled the popﬂauon, and this fact, combined with the flight of
the upper social classes to the suburbs, gave rise to the control
of the city's politics by a corrupt "'machine."u In the e;rly
twentieth century Philadelphia grew faster th;m axv othgr major city
in the United States,’? from 1.3 million peeple to 1.8 million be-
tween 1900 and 1920, an increase of thirty-eight percent. Later
growth was slower, with the population of the city proper re#ching
two million in 1960, a decline of 100,000 from the 1950 census.t>
The population of the Standard Metropolitan Statistical Lréa, how=-
ever, was 4.3 million in 1960, and increase of 18.5 percent over
1950, showing that growth was continmuing, but in the peripheral

areas., 14

EFFORTS IN PHYSICAL FLANNING -

Early planning efforts in Philadelphia began in the 1920's,
when a citizens' planning movement was"'orginized on the example of

u - .,
Ibid,, p. 708.
12.
Ibid,, p. 704,

13. : ,
Donald Harris Kent, "Pennsylvania," Encvclopaedia Britannica
(196::), MI, l"81. . v . .“ . "

1

Weigley, p. 70k, -



115

New York., A plan was prepared, but nothing further was done., Funds
ran out, an& the time was not right; the years of the depression had
arrived, During these same years, however, other planning work was
done nnder.the relief programs of the federal government. Rlaborate
plans for large portions of central and south Philadelphia were pre-
pared, and a aéreat deal of research,i even .;nclﬁding an extensive
orlgin;destination traffic survey, was canpleted.15

But the corrupt political machine still controlled the
city gwerrmént, even after a group of young Turks attempted to
overthrow it in 1939, After their failure they decided to change
their tactics and to espouse the cause of city planning as a non-
controversial way to get some of the things that they wanted done.
For this purpose they organized the CitizenQ' Council on City Plan-
ning, gained wide public support for their ,_;ndéavors, and were able
to convince the mayor himself that he shoulé. reorganize the defunct
Planning Commission, This the mayor did. He even went so far as to
appoint as chairman of the Commission the man whom the Citizens'
Council had chosen, scmeone selected to give the movement a great
deal of respectability and to supply the new commission with the
largest budget for planning of any city in the country at that time.
The first aims of the commission were certain necessary maintenance
brojects which would be assured of popular support, such as the

15
David A, Wallace, "Renaissancemanship,” Jowmnal of the Aerican
Institute of Planners, XXVI (August 1960), 157.
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Market Street subway, and urban research. In 1947 the Commission
presented to the mblic the "A Better Phﬂ.a.dolphia" exhibition, the
purpose of which was the popularization of planning and the croation
of an image of the future city, Between 1947 and 1955 an extensive
housing survey was conducted to determine where redevelomment should |
be carried out, redevelopment planning was emphasized, and the basic
outlines of the present program were laid out., By 1952 the political
reform group had successfully defeated the old machine and had obtain-
ed for the city a home rule charter which gave the City lening
Commission a mandate to prepare a physical development plan. In
1955 the major emphasis was shifted away from redevelopment and toward
comprehensive planning.l6
The features of the "A Better Philadelphia® exhibition
which relato&‘ to the central business district were the following:
development of the frontage of the Delaware Rivér, including an
expressvay, a yacht basin, a wholesale center with an adjoi'ning
playground area, new public buildings -~ a Husmm of Natural History,
_ a music academy, and a Federal Building (near Logan Circle); apart-
ments near the Vine Street Bridge; the Pennsylvania Boulevard approach
(later named afber John F. Kennedy) to the Penmsylvania Raﬂroad's
Thirtieth Street Station, ‘w_'ith new apartment :and commercial buildings
near by; offices and apartments with several different approach levels,
on the land west of the city hall that was formerly occupied by the

16 ' |
Ibido [ Ppo 158.159' ‘7
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Pennsylvania Railroad's Broad Street Station, its trackage, and the
infamous Chinese Wall that impeded the westward growth of the city
for fifty years; and trees, malls, and other open spaces in the
vicinity of Independence Ha]l.]'?

PENN CENTER

Penn Center, suggested in the "A Better Philadelphia"
exhibition, marks the emergence of the new.lPhiladelphia more than
anything else yet built,®
assures it of this degree of importance, It encompasses thirty acres,

Perhaps the size of the project alone

fourteen of which belong to the Pennsylvania Railroad. The rest is
land certified by the City Planning Commission for redevelopment.
Edmund Bacon, director of the City Planning Commission developed a
plan for Penn Center. His plan included three slab-shaped office
buildings placed with their long dimension running noﬂ:h and south
across the site in order to avoid continuous shading of the ground,
These buildings straddle a three-ﬁlock long.sunkén plaza, which is
6pen to the sky except af: the places where it passes' under the
office buildings and where it passes under the intervening cross ’
streets, The plaza, or concourse, would serve as a pedestrian link
between the existing suburban railroad station to the west and the
subwsy station under City Hall Plaza. An intercity bus terminal

17 ~ - |
isw' LXXXVII (Dec. 1947), 76, 77.
Meyerson, pp. 61. 63. - “ |
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was also planned, One of the alms of the development was to draw
people west from the present commercial center and to encourage
commercial development to move west also., Adjoining the City Hall
Plaza on the north a new municipal office building was to be budlt
on Rayburn Square, and the old, inefficient city hall w;svto‘be
razed, except for its tower, (Popular sentiment has saved the
relic in its entiretx) In 1952 market analysts predicted that
three million square i‘eet of office space would be needed in the
central business diétrict by 1960. Penn Center would provide 1.6
million square féet of office space and 290,000 square feet of new
retail commercial space. Pedestrian trafﬂ:c, éhanneled through the
sunken plaza, would make the site especially valuable for commercial
. use, An additional feature of the plan was to be an underground
parking garage near Vine Street on the north to park 2,500 auto-
mobiles and to serve as a: transfer point for freight, whibh would
be removed from large trucks here and reloaded on small delivery
trucks for undéi'ground' routing ,alon'g. a deiivéry loop having peri-
pheral access to the stores on the plaza.19
Bacon's plan was not carried out in its original form.
Two other plans were proposed: one plan by Robert Dowling, the real
estate consultant who advised the Bquitable Life Assurance Society
about Gateway Center in Pittsburgh and who w#s acting as consultant.

to the Pennsylvania Railroad, and the other plan by a developer who

19 v
, XCI (June 1952), 119, 120, 122,
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was the head of a speéially-fomed syndicate. The full story of the
negociations will probably never be known, but £he results of them
were that Dowling's plan was chosen by the railroad and the city as
a comprmniée between the plan of the developer, which offered wery
little open space, and Bacon's plan, which left more open space
than would allow the railroad to obtain the financial return which
they required from the lease of their land, In Dowling's plan the
two eastern blocks of rallroad land each contéin 'pairs of tall,
slab-shaped buildings, their long dimension parallel to the

length of the blocks, that is, east and west, creating a narrow,

' gorge-like space above a pedestrian esplanade and between the walls
of the two buildings. Th’is'space would be in shade most of the
year. The pedestrian concourse remains, but it is sealed under the
ground, | except for two penetrations to the surface in the form of
small sunken plazas. The last building is also slab-shaped and is

0 on the third block of

Placed at the western end of the esplanads,”
the site, with its lpng dimension north and south, Thus five build-
ings replaced the‘ three of the Bacon plan, and the ﬁuage percentage
of site coverage on the eastern two blocks is thirty-four, It was
planned that there would be separate ouners for four of the five
buildings, The buildings shapes, heights, siigting, and column
spacings were decided on before architects were hired.zl Dowling

seems to have conducted his efforts in Penn Center in much ‘the

20
- Meyerson, p. 63.
21
W. XCVIIT (Apr. 1953), 149, 150,
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same way as he did in Pittsbxxrgi;nﬁa' few yea‘.;*s‘ before. The cbnstruction
of the first pair of buildings, on the eastern block of the site, was
done for Uris Brothers, The j:’t'irvst building was under c‘métfuction in
195#,22 earning for itself the ;iistinction of being the first new
office building to be built in Philadelphia in twenty years.2> On
Rayburn Square, north of City Hall Flaza, the Municipal Services

: Bnildj.ng, nearing completion in 196k, will be leased to the city
under a lease-purchase agreement providing that the property revert
to cit; ownership in twenty-five to thirty years. The iobbies of
this building are open from the street level down to the level of

the lower concourse and effectively relate the two. A large under-
ground garage is included in this projecf..zu The Transportation
Building, which closes off the west end of Pemn Ceﬁter, was completed
in 1957, an eighteen-story building housing the general _offiées of
the Pennsylvania Railroad. A three-story pé.rking garage for 1,000
automobiles above grade is placed slightly to the west of the Trans-
portation Building, ard a bus terminal occupies the 1nterveniné

22
Architectural Record, CXV (May 195“). 176; mamam

Cx, (naw 1959), 7.
A:_msma_m CIII (July 1955), 122,

Ibid.. XCIX (Oct. 1953), 37; Ednmnd N. Bacon, "Downtown Phila-

delphja: a Lesson.in Design_for Growth,” w
CIXIX (May 1961), 144,



space, Loading platforms for the buses areé placed underground,
North of Penn Center and facing John F, Kennedy Boulevard, the
Penn-Sheraton Hotel has been built, another slab-shaped building
paralleling the boulavard.zs To the west, two similarly sized md
shaped buildings, both apartment houses, have been erected. On
the middle block of the Center itself, a third building for Uris
Brothers was built along the north side of the block, a slightly
thicker slab this time, and then a building square in plan was
placed on the southwest corner of the site, preventing the
repetition of the parallel slabs and shady esplanade constructed on
the eastern block.  The square building will house offices for
International Business Machines.

We have then, in Penn Center a new clustering of slcj-

2 Within

scrapers eighteen to twenty stories high, begun in 1952,
a dozen years seven new office buildings appeared, also a hotel,

a motel, and three apartment buildings, all either within or close
to Penn Center, a total of twelve new buildings., Each of these
buildings includes a floor area many times greater than that con-
tained in older buildings, each of these buildings occui:ies a much
larger site for the building itself than did any of its counterparts

among older structures, and each leaves part of its site unoccupled

by the building, a condition entirely new,

25 |
” 6@1&.&9&&&&9&2@. CIVIIT (Aug. 1955), 169, 170.
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CENTRAL-ARBA LIVING

Philadelphia has an old and viable tradition of central-
area living, One cannot be in the city long before becoming aware
of this fact, for one sees the historical brick row houses; in good
: conditidn, lining many of the smaller streets hear the central
business district, and one sees clusters of apartment houses and
toun houses in the area of Rittenhouse Square serving urban people
of the higher income levels. The row houses and the persistence
of the idea of living in the central area of the city have had
a strong influence on Philadelphia.27 In addition, one is im-
pressed by the number of buildings built in the early and eritical
yaars of American history and located in the vicinity of Independence
Hall, public buildings, row houses and tenements, as the éar]yvnm.lti-
ple dwellings were called. Considering the notions, forst, of pre-
serving these historic buildings for the use and enjoyment of pos-
terity and the present as well; secondly, of providing a harmonious
setting for them; and, thirdly, of ';e-esta,blishing in-town living
in one of the oldest parts of the city, the City Planning Commission
selected the Society Hill area for careful study in 1947. The result
of this study was the Washington Square East project, combining high
apartment towers and new row houses with the surviving eighteenth-

century brick row houses so characteristic of Philadelphia. Assisting

27
Wallace, p. ‘158‘,
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in this effort, the federal government has set off a four-block
area containing many historic structures, east of Independence Hall,
as Indsperidence National Park.2o ' o
' Washington Square East was designed in the following way.
The City Planning Commission, operating through the Redevelopment
Authority, hired consultants to study the area in question and to
determine how it ought to be redeveloped. Based on their study,
competition conditions were drawn up and is;:ued to interested
dovelopers. These conditions stated which buildings must be
retained on the fifty-six acre site, how many new living units
were to be provided (the number was 1, 476), how many parking
spaces were needed, and the approximate locations of tall buildings,
garden apartments, and row houses. The conditions also required a
system of green walkways for podestrian circulation through the area.
The walkways were to provide a visual and functional link between the
i)roject and other areas of the city to be redeveloped, to be a theme
carried throughout., An important consideration influencing design
conditions was the deii_re to attract more middle and upper income
families into the central ai‘ea. Since so many people prefer indi-
vidualvhomes with their own gardens, it was thought necessary to
provide such living accommodations in this kind of an urban project,
where the Redevelopment Authority could offset the usual deterrent

a

of high land costs.

28 ‘
Meyerson, p. 100.
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v _‘Vashington Square Bast consiéts of two separate areas,
SocietyVHiil ‘and Washington Sqﬁare. In order to base the competi-
tion solely upen the quality of the plan proposed, as it best
carried out the aims of the Redevelopment Authority, the price of
the land was fixed. The competition was held, and the contract
for the development of Society Hill was awarded to Webb and Knapp,
Incorporated, which had retained I. M. Pei and Associates as
architects and planners. The Washington Square contract was
given to the Thomas Jefferson Corporation, | which later associated
with Webb and Knapp and the Pei firm.??

' Pei's design for the Society Hill portion of the project
centers upon grouping of three thirty-stor,f“ apartment towers placed
away from the historic buildings. His design for the Washington
Square portion included a group of two tm#s within a block of -
the square itself, All towers have their o:in ﬁﬁderground parking
facilities. ‘A greenway system runs east and west, linking the
two groups, New townhouses, two and three stories high and in
scale with the old' houses and churches, front on the greenvay
system, The verticality of the towers ~am'l thé horizontality of
the rows of town houses were expected to contract pleasantly with

.

one another,

29
- Ibid,, pp. 102, 104,
. 30
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Other new housing has been built in the central area;
for exaniple, 'r;ear Logan Circle foﬁr eighteen-story apartment build-
ings were built covering only fifteen percent of a triangular site
and including p&king for .each unit and 25,000 square feet of
commereial space.31 In addition there have been many private
efforts to rehsbilitate slum areas. The American Friends Service
Committee has been active in this work. One type of assistance
they have offered involves arrangements whereby people may per-
form the labor to remodel units which they wish to buy and have
the cash equivalent of their labor creditad toward the down pay-
ment on their loan.32 Other private efforf; are rehabilitating
many of the charming residential streets of brick row houses.
Elfreth's Alley happens to be one of them, & small enclave whose
size is such that it may be maintained by unaided private interests.--
Iseminger Street is another example; only seven minutes' walk from
the city hall, it was once a slum and is now a pleasant urban
street.Bu
If one considers the large number of central area living
accommodations already existing of at least standard condition and
adds to that the number of new apartments and row houses and of

rehabilitated old structures, it would appear that the future

31
mw CXXII (Ang. 1957), 306.
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vitality of Philadelphia's central business district and of the
city as a whole, to the extent that these factors affect it, will

be reasonably well assured.

MARKET STREET EBAST

Up to this point we have considered mainly the recent
past, what has been built since World War II. Let us now see what
is planned for the future development of the central business dis-
trict of Philadelphié.. Here again we tindathat the City Planning
Commission has laid out the guidelines of & plan, in fact, has
| been evolving this plan for a period of fo@rtpm years. Certain
general principles stand out. Automobiles and pedestrians are to
be separated as much as possible. The two-@imensional means of
separation achieved in Washington Square East by means of the
greenvays, a system adequate to a residential intensity of land
use, would be inadgquate in the central business district., Three
dimensimal means of separatioh will be u‘sed‘wherever possibie.
Pedestrians will ‘be placed on concourses either above or below
the level of the streéts. Imtomob.tles wﬂl éontinuev to travel
on the streets, but traffic not destined for the central business
district will be routed around it, Chestnut Street will be an
exception in that it Will carry not automobile traffic but special
trolley cars which will connect with underground parking garages
at eif.her end of the street. Lower level pedestrian superblocks,
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such as already have been built in Penn Center, will extend axially
north, south, and east of City Hall Plaza: connecting witﬁ the
‘comparable system in Penn centei-.35 “
The City Planning Commission anticipates that the metro-
politan area of Philadelphia will grow from its 1960 population of
four million people to six million in 1980, A quarter of the region's
population are now employed in the central area of the city, which
‘pro@ises contimied growth as a center for financial matters, business,
and professicnal services if the physical structure of the city devel-
ops to meet the new demands which are placgd upon:l.i.t.3 6 the central
business district now has two nmuclei. One ‘of them is the office
concentration centered upon Broad Street, sbuth of the City Hall,
The second one is the department store concentration at Eighth and
Market Streets, The average floor area ratio in the central business
district is now seven. The floor area ratio in Penn Center is ten,
and this is the ratio pianned.for the future western portion of the
central business district, and a ratio of eight is planned for the
eastern portion, The intensity of land use drops in the area between
the two nuclei, In order to increase this ebbing ratio and to join
the two nuclei, a-netyf development is proposed along Market Street
called Market Street East.37

35
Bacon, p. 140,

36
adelphia Planning Commission, W
(1960). p. 1.

37.
Ibid., p. 3.



Retp.m;.ng mdﬁentaﬁ,ly to tﬁe central area as a whole,
we find that certain provisiohs have beeri‘niada céncerning tratfic.
An expressway loop is proposed which will define the centraij &ea,
bypass traffic not destined for it, and pfovide means of vehicular
access through exits connected directly wi‘.th a system of parking
garages within the cmtral'busineés district. Traffic between
garagos and the expressway loop will not pass on the city s’f-reets.
Subway service will be improved; certain subway stations will be
rebuilt; present elevated transit lines will be replaced by new
subwagy lines; the carrying capacity of the .whole gystem will be
increased, and more servj.ce to outlying areas will be added, The
present rail commter service will be brought into stations within
Penn Center and within the Market Street East project.’®
' The Market Street East plan, completing the plan for the
central area, will be a relatively small but intensely developed
ai‘ea. The plan is neither architecture nor planning as they are
gen‘arqliy practiced, but is intended to be *a statement of a program
to achieve planning objectives and a frame of reference within which
the architect will function.® Market Street East is a plan which is
entirely the work of the staff of the Philadelphia City Flanning
Gommia‘s'ion,39 and is designed to bring shoppers into the heart of

the main retall concentration of the city by means of public tramsit,

38
 Ibid., p. 8.
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commter lines, and; expressways. Provisions for mass transit will
include removal of the New Jérsey buses from Market Street by
constructing a new bus teminal for them, rebuilding and rehagbil-
itating the Market Street subway stations, and interconnecting the
commter 1lines of the Pennsylvania and the Reading Railroads. Auto-
mobile traffic will be accommodated by a parking garagé for 3,000
‘cars, near to and paralleling the line of stores on Market Street
‘and having its own direct access to the Vﬁxe Street expressﬁw.
Once peoplé step off mass.transit or out of their automobiles, they
will proceed as pedestrians along a series of concourses which will
carry them on different levels from Penn Cenfer to Independence
Mall. Seen in cross section, the project shows subway stations
under Market Street opening onto lower love;. gardens connected by
shopping concourses with the rail station to the north. The street-
level shops are set back under building srcades, and at upper levels
the shops open onto a contimuous walkway. Freight loading for the
shops is handled by off-street facilities on Filbert Street, which
parallels Market Street one block to the north. The upper levels
of the project are open to the bus terminal and to the parking
garages.uo

Louis Kahn, commenting on the preliminary studies of
the Market Street East plan said that it is "viaduct architecture,
and is of a scale large enough to subordinate the motor car as

well as to make use of it, The form of Market Street East, he

4o R S
‘ Philadél'phia City Plarning Commission, pp. 20, 21.
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sald, gives the city a defining wall which, wilike Purness' old
Chinese Wall, does not divide the center of the city, but purpose-

fully defines 1t.h1

Another comment, concerned not with the form

of the project but with the bases which determined this form, was
made by David R, Wallace. He contends that the Planning Commission
gives strang emphasis to design, to such an extent that they seem to
ignor the need for research upon which to base their design, Market
Street East, according to Wallace, is such a case, based upon in-
adequate research.uz '

Kahn and Wallace present opposite viewpoints, it would
seem, but upon more careful thought it will be seen that each is
speaking about a different topic., One is cancerned with design and
the of.her about the facts upon which design ‘:ls based, The two
coneefns must be reconciled, The désign of a city, or S. part of
one, must take into account the interplay of the generalizing
effect of economic activities apd the individualizing effect of
geography, topography, and the many aspects of human behavior. All
of these factors constitute the bases of an egological approach to
urban design. The ecological approach gives the designer the facts
which he, throuéh his creativity must utilize to arrive at urban

form. The elément of design, however, is one which cannot be

added, nor can economic and social rationalizations justify

15}
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designs conceived upon other bases., One of the important goals to be
achieved by the design for the central area of Philadelphia, however,
is to create a strong visual image of the city so that people will
be at home in it becanse they are able to find their way around
easily and can therefore get to know the. c;ity. In the case of the
central area, this image would be -the circulatioﬁ plan itself, as
Kenzo Tange:'has suggested that the structure of the linear trans-
portation system proposed for Tokyo might be a fitting symbol for
the metropolis of rour times, In these cases, the planner's task

is to set up a basic, simple, and clear design framework which

will adjust to the necessary changes and serve as a guide to

future grmrhh.n3

OBSERVATIONS

In Pittsburgh one of the nuclei of the central business
district centers is Mellon Square, but in Philadelphia, City Hall
Plaza is the focus of several nuclei, The scale of the cityséape'
is larger in Philadelphia than in Pittsburgh, just as City Hall
Plaza is about four times the area of Mellon Square. Socuth of
City Hall Flaza is the old clustering of skyscrapers in the vien-
ity of Broad Street, the financial center, where lots are so small
that in most cases two or three buildings stand side by side to fill

43 ' ‘
Morton Hoppenfeld, "The Role of Desigl in City Planning, with
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the length of a city block., West of City Hall Plaza is the Penn
Center cluster, whose buildings are so large that usually only

two of them occupy a city block, and then not side by side, but
with open spaces around them. North of City Hall Plaza‘ a few tall
buildings punctuate the first several blocks of Broad Street, and
 west of the Plaza, along Market Strest, a scattering of office

and commercial buildings begins at the Pla::.a. drops off, and appears
again near Washington Square., The revitalization of this part of
Market Street will be the work of the Market Street East project.
These are the clusters centering on City Hall FPlaza: an old cluster
and a new cne, both well formed, a sporadic cluster, and a proposed
cluster.

To the west, toward Rittenhouse Square, a clustering of
apartment skjscrapers constructed before Wofid War II is receiving
the addition of new buildings of the same type. In the east, near
ﬂashington,Square, Hopkinson House on the square will group with
"lihe two thirty-story apartment houses planned nearby as part of the
redevelopment of this area, matching the three towers now standing
in the midst of the Society Hill development a few bloeks to the
east. Four eruciform apartménts for pﬁblic houéihg almost due
south of City Hall Plaza and a groupvzof four glab-shaped luxury
‘apartments to the n&rbhwesi compiete the cluétérings.

With its .comprehehsive outlook tw;rd the problems of
plamning in its central area, and with the fact that in the near
future there will be many exagmples of at least Treasonably good
planning solutions to ;:odem urban 'problgm§, it: seems to me that

132
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Philadelphia has an excellent opportunity to maintain a good
quality of environment in its central area and that the city

will be successful in its attempts to continue to be the wital
center of its urban region. Ainost imporfan‘t feature of Phile
adelphia's planning is the pféper provisitgvn‘ for transit and traffic.
The solutiops proposed for improving transit and for providing an
éc:pressway system with linkqd parking facilities, and the connection
of these with an inviting, rationsl, and extensive system of pedes-
trian circulation, seem to havé the qualitigs needsd for the success-
ful éurvival and continued pre-eminence of the central area. In
addition, the extensive provisions for central-area living accbm—
modstions will preclude the develomment of traffic and transit
problems, The element of caution, however‘, to be noted is indicated
by the way in which this question will be answered: Will the
facilities proposed serve the quantity of traffic and transit

needs that will be developed? The key to ?hﬂadelphia's success

seems to lie in the answer to ti:is questioii.
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1
TORONTO

EARLY SETTLEMENT AND GROWTE

S;tftlemant of Toronto began in 1783, whan it was estab-
* 1ished that the city would be the ',cgpij‘.al of ‘the newly-fomla}d( prdfince

of Upper Gamada By 1820 the town had 1,250 peoplo and by the 1830's,

| increasiﬁg migratibn to ﬁhe 'cityi had; brought its populé.tion to more
than 9,000 ‘At this time, the impb;rta‘nce_qf cw;?igztce'hac; surpassed
~ that of the é&ﬁmistrati;é fﬁﬁctidn; By 1885the population had
reached 120,000 people. During the second half of the nineteenth
éentury, 'Torontélbecame tﬁe- leading financia;l., commercial, and |
k.indukstria-l' center of the province of Ontario, and the center of a
reoriented railway network. Today the city is tha»s'écond-lgrgest |
manufacturing Qenter in an;dé., "loéatj.pn of a group of diversified |
industries: slaughtering,; meat packing, printing and publi#ﬁﬁ.ng.
agricultural implements, aircraft, heavy electrical ﬁ#chiﬁéry,
and a variety of iron and steel products. Toronto is also'a
| leading trade and financial center, acconnting for nineieen pef-
cent of the wholesale trade Iin Canada. | _

From 1885 to 191k the city ei;ianded by annexing neighbor-
ing terrirory. After 1914 ceased annexation, Its urbanized aréa to
include several adjoining municipalities, and this conditidn led to

1

many of the urban problems,™ generally associated in recent years

1l ‘
Jacob Spelt, "Toromto," Micvelopaedia Britannica (1964) XXII, 303.
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with rapid population increases afte:; World War II and with frag-
mented, therefore inefféctual, structures of municipal governments.

In the late 1940's and’ear]y 1950's, some of the local governments

in the Toronto area found themselves unable to provide even tho basic
nmnicipol sery;ces needo’d for an expanding ~population; for example,

| water supply and sewage disposal. The Ontario Municipal Board,

 under tfxo chairmanship of Lorne R, Cumming, conducted extensive
hearings and Tecamended in 1953 a fedsral type of municipal govern-
ment for Metropoli:taﬁ Tozfonto to deal with matters of common concern

" to the thirteen mamber-municipalities which would comprise 1t.2

FIRST PLANNING AFTER WORLD WAR II

'lThe site of downtown Torooto is ﬂat, a sufficient curse

in itself. The plan of the city was 1ald out as a rectangular grid
of streets lé.cking anything of interest to relieve the dull same-
ness of the site, with no open spaces and no focal points., Most of
the streets are of the usual width, the blocks are large, and what
beauty which the lake front might have imparted has beon precluded
by the expressway and the broad band of railway tracks that 1nterveno.3

| Concerned with postwar development in 1944, the writers

of a planning report on the City of Toronto recognized that much of

2

Metropolitan Toronto Planning Board, me
lség. (1963), pp..3, &.

City of Toronto Planning Board, ﬂm_.eu.mtmlmn&n (1963),
pp. 9, 10, .




136

the city was obsolescenf, that many of the open spaces which the city
did have were poorly distributed, that development was indiscriminate,
and that architecture was haphazard. The report recommended that the
whole community, opérating through a pﬁblic\planning agency, deter-
mine areas to be rebuilt, buy them, demolish run-down structures, and
encourage private enterprises to undertaké much of the rebuilding.u
Significant here is the notion. that the job of redevelopment was
| thought of as a project to be d_ireéte_d by the community through an
agency of its mmnicipal government, and that iniative for taking
measures to improve conditions did not come from private individuals
or groups, but from the municipal government itself, These events
contrast, with the way new development came sbout in Pittsburgh and
. the way central area residential 'redavelommg came sbout in Detroit.
( In these two cities, citﬁens'. gro&pé, aci:iﬁg ;)utside of and separate
from the municipal government, were the motivating force,

In 1949, a master ﬁlan for the city of Toronto Wwas pre-
pared, the seventh in forty yéars, One-s;hird of tpq estimated cost
of implementing this plan would have been duvoged £0'improving trans~
portation facilifies -~ street widening andVQrterials. Other features
included the reconstructian of certain blighted areas, probably to be
redeveloped as r)ublic housing projects, civic builldings, expansion of

the public utilities system, parks and other public open spaces, and a

L
Pencl) Points, XXV (Mar, 1944), 15.
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recreation area on the Toronto Islands.’ A year later, the Ontario
Department of Planning and Development approved the master plan, the
first time proﬁ.ncial apprm}al had been gained for such a compre-
hensive plan.6

But by far the most significant occurrerice affecting
planning in Toronto was the creation of the Municipality of Metro-
politan Torohto in 1954, The jurisdiction of the Metropolitan Toronto
Planning Board includes not only the thirteen municipalities of Metro-
politan Toronto, but in addition, thirteen surrounding municipalities,
thus carrying out ‘an advanced program of regional planning and of the
control §f development in an area of 720 square miles.’ Within this
area, howev'er,A the local blanning’ Boradé :may, in keeping with the
federal spirit of the organization of the metropolitan municipalities,
still formulate their owm .plans and amend official plans, provid:ing
they receive the approval of the Metropolitan Planning Board and of

the provincial minister of planning and develoi:ment..8

PLANNING COMPARED WITH PRIVATE DEVELOPMENT
The important decisions affecting the development of the

central area' of Toronto have been made more often by the agencies of

5
- Avchitecturg] Record, CVI (Nov. 1949), 180.

Ibid,, CVIII (Nov. 1950), 210, 212,

7 L : .

Metropolitan Toronto Planning Board, p. 16.
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municipal govornmonx than by private individuais or private groups.
For this reason, we should concern ourselves mainly with what the plan-
ners have done in Toronto, and with what their plans call for in the
future, Private dévelopment has contributed, and shows signs of
contributing more, but its contributions must be realistically
evaluated, Let us look, for example, at the inpressive management
center which has developed along University Avenue, a street lined
with prestigious office bq;ldings completeky~separated from both

the original'financialﬂceﬁﬁer on Bgy Street and from the retail
shopping areas.’ The develomment along University Avenue is important,
but it has taken the same form as the uncoordinaied commercial ribbon
kdevelopments that blight the traffic arterials leading out of the
older portions of many of our cities, ajsarvivél from the days of

the linear trénsportation system Qndkof 1§;ssei faire notions of
economic developuent .Let us also look‘at a second example, the
financial district itself a tight clustering of skyscrapers, more
than a third of which have been built since World War II. Most of the
newer bulldings have been constructed upon the same kind of small
sites occupled by their older neighbors, and most cover nearly all
of'their sites, just as the older buildings did. A few significant
exceptions gxist,,however. One of these is the William Lyon Machenzie
Building at Adelaide, Lombard, and Victoria Streets, which 15 built

around a ground-level plaza connecting with the street in the manner

9 ,
Humphrey Carver, Cities in the Suburbs (Toronto, 1962), p. 71.
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of Lever House and which gives up an exterior cormer of its site
to a landécaped plaza.

In a few otherbases, new skyscrapers in the financial
district areﬂeither set back slightly from the street or they
devote a part of their ground floor to an arcade, but the setbacks
are sized with an apparently overriding concern for thrift., Oddly
enough, setbacks are generally the rule on University Avenue, where
their slight addition to the great width of the street is hardly

needed., Perhaps land was cheaper there.

THE SUBWAY SYSTEM

Since private development has, up to the present, not
been the sou:éce of major changes in the central area of Torento,
let us consider what the community as a whole, acting through its
planni:}g‘ dgpatﬁhments, is doing. A prime requirement for the
successful functioning of the central Business_district of a city,
as we have seen, is éase of accessibility fér the people who use it.
Toronto has provided the most economical and the most important
élement in fulfilling this requirement, a subway system which is the
backbone of fh; traﬁsit system for the entire metropolitan area.
At is present stage of development, the subway 1s four and a half
miles long, running north and south along the line of Yonge Streét.
It interlocks with the surface transit system and with a system of
éutomobile parking lots, allowing some commuters to drive to the

subway and park there. Most, however, reach it by surface transit.




140

The subway accormodates 39,000 people per hour during its heaviest
ﬁse, compared to the 12,000 people per hour which the streetcars
were able to carry. It takes sixteen minutes to travel the length
of the subway, a distance which took fifty mimutes travel time by
streetcar., An interesting side effect of the construétion of the
subway system was the fact that there result;ad a thirty-seven '”percoht
increase in the assessed valuation of the surrounding property. An
increase of only twenty percent would hmfe provided sufficient tax
revenue to liquidate the cost of the subway. A later extension of the
system is planned, rumning east and west along Bloor and Danforth
Streets, and when this part is completed, it is estimated'that one=-
third of the metropolitan popnlafion will be served by the system.

" A survey taken of subway riders at Eglinton showed that thirteen
percent of them had formerly driven their automobiles to work. It

is estimated, based upon this pércént;ge; that on a normsl business

day the subway keeps 10,000 automobiles off. the astreets of Toronto.lo

THE CITY HALL
The most striking building in the central area of Toronto
is its new city hall with its two elegantly-curved, slab-shaped towers

of unequal height and its large plaza. A world-wide architectural
competition was held for the design, Theiuﬁ_picipality wanted a

10 .
. Meyerson, .pp. 135, 136.
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distinctive building which would express its function as a center

of municipal governinent and would express also the continuity of
democratic traditions and community service, as town halls have in
former times, These were the most important considerations of the
‘competition and the basis upon which the winning design was chosen.
The plaza, 600 feet by 900 feet in size, occupies approximately half
the site, and a multi-level podium structure the other half, contain-
ing the portions of the building used by the general public, Offices
are in the towers, and the circular council éhambers are placed
between the towers on top of the podium structure and partly sur-
rounded by their curved forms. A garage under the square will provide
parking for 3,000 automobiles.n‘ The new square, which connects
visually with the grounds of ne'ar-by Osgoode Hall and those of the
new court house, will create an attractively 1andscaped open space

of considéfable size for public use, The new city hall, integrated

in its placing and in its design with the old and new buildings around
it, will give the central business district its first consciously com-

posed grouping of buildings and the spaces essential to them,:”

There
has been some critici'smv that the largé size of the plaza may dispél
pedestrian traffic, This may happen, but the merit of the total
scheme, its coordination of all elements to form a powerful symbol of

city and metropolitan gove.rm,nent; offsets such smaller defects .13 The
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weak point in the composition of buildings and spaces is the south
side of Queen Street facing the plaza, exposing an array of dil-
apidated buildings which should be replaced by ’a structure harmonious
with the total concept of the area. To this end the city proposed
either to acquire the land ,' an& stipullate how any buyer may dgvelop
it, or to require that the presgnt owners pool their intero.é';s in
order to assemble all of the lots into one parcel so that the entire
site ﬁay be redeveloped at one time, again 'in harmony with the city's

requirements, 4

FLANS FOR TRAFFIC AND FOR PEDESTRIAN CIRCULATION

Let us consider some of the :I.mppr'tmt aspects of the most
reéent plansvfor the central business district, the 1963 Plan for
Toronto, prepared by the City of Toronto Planning Board., In the
years between 1956 and 1962, 4.2 million square feet of office space
were added; it is expected that 9.5 million square feet will be added
by 1980 and that retail floor space will increase by 850,000 square
feet during this time, bringing the total of retail space up to 7
million square feet, The labor force employed in the central area is
expected to rise from 145,000 people in 1962 to 190,000 in 1980,
Whether or not the central area will be a more &ficient, interesting,
and attractive place then it now is will depend on popular determination

14 ‘
City of Toronto Planning Board, p. 32.



to make it so, which is an important force that can direct growth
according to a plan devised for these ends.’
Means of getting people in and out of the central area
are of primary importance. The present subway system, with the
extensions which are now plaﬁned, functioning in coordination with
the network of surface transit, can cope with the needs of the
present metropolitan area, but the speed of such a systenm is
insufficient to serve the people who will live in the more distant
-areas which will comprise the future metropolitan area. For these
more distant commuters, fast service must be provided by i;ailway
lines, The present Union Station, at the lower edge of the central
business district, would be available as a terminus and is well
located for this purpose., Prespnt railway tracks are also #vailable
and suitably located, reducing the customary difficulties to a min-
imum, If such a move is not taken, the percentage of people coming
to the central business district by public transit, now seventy
percent at the peak period, will drop, and the traffic congestion
~ generated by increased use of automobiles for commuting purposes
would be detrimental to the central business district and would
16

cause traffie conges‘gjlon on roads and highways over a wide area.

Some provisions for automobiles can and must be made, in spite of

143

the fact thai most commuters will be encouraged to use public transit,

I
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Some parking garages rust be placed within the central business
&istriét for the small number of people who need their antomobiles
close at hand for business purposes, for the people who must make
business calls in the central busihess district, for a certain
 number of shoppers, and for the patrons of the entertainment |
facilitie_s in the area. The bulk of the .i)arking, tha.{; which ‘is
provided for commuters, must be placed at thelper:i.phery - squth
of Front Street, west of University Avenue, and east of Jarvis
Street —- in order to prevent commiter traffic from hopelessly
élogging the streets of the vcentravl business district.17

Within the central business district the main méans of
- getting about is by walking, and herein lies the special attraction
of this part of a city. Offices, stores, hotels, restaurants, bars, |
courts, and all the other varied activities are within walking
distance of one another. This quality must be mamtained for the
health of the area. Toronto, however, suffers from severe con-
gestion of pedestrian' traffic during certain times of day. Since .
employment in the most congested area, that south of Queen Sﬁreet,A
is expected to increase by forty percent in 1980, measures must be
taken to cope with the problem. Some relief ﬁould be gained by
developing pedestrian ways through the middle of the main blocks
in order to provide alternate paths to the sidewalks. But such

measures would offer 'mly temporary reiiet o One satisféctory

1? "f ) . :
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solution to the problem would be the cémplete exclusion of auto-
mobiles from the central business district. But this solution
would cfeatg other ﬁrobi@; some automobjiles‘. as we have seen,
must enter the area., Another solution would be the vorbicd
separation of pedestrians and vehicles, which might be achieved
either by raising the pedestrians on bridges, galleries, and roof
decks, or by placing the automobiles in tunnels so that the streets
would be left completely to pedestrians. Alt.héu;gh the need for
complete separation is not anticipated until 1980, it would be
wise to decide soon on the meahs of vertical separation to be used
at that timé, so that buildings cbnstructed in the time in between
might include provisions for this system, thus reducing its ultimate

cost .18

PLANS FOR THE FINANCIAL DISTRICT

With some degree of modesty, the City of Toronto Plan-
ning Borad describes the financial district as "not one of notable
beauty, but rather of geometric practicality." ‘The district, to its
credit, however, is economically healthy. A forfy-three percent:
increase in office space is expected by 1980, bringing the total
to 18 million square feet.' Some increase in the size of the area
is expected, but it will remain compact in nature. Even though

18
Ibid,, pp. 18-20,
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present zoning bylaws will allow a floor area ratio of twelve times the
area of land, the present average is only four and a half, and is not
expected to exceed six in 1980, indicating that only half of the avail~
able land will then be built upon (assuming that most buildings pro-
vide the maximum floor area allowable). Considering that the maximum
floor srea ratio is high, perhaps unrealistically so, and that close
spacing of tall buildings is to be discouraged in favor of open spaces
around buildings, it is suggested that a floor area ratio of 9 be
adopted with a bomus offered in the form of allowing a highér ratio
-for a building which leaves some of its site in open space. Such a
system would encourage land assembly, because a larger site _wonld be
required to earn the bonus of a higher i‘loér area ratio.

The proposed Toronto~Dominion Band and Cemp Investments
development offers an oppértunity ‘for the encouragement of open spaces
in the financial district. The open spaces within the development
might profitably be integrated with others which might be planned
in the adjoining blocks.l? To be completed in 1967, the Toronto-
Dominion Centre will ccntain. two skyscraperé, one f;i‘hyffive stories
and one forty-four, on a seven-acre site within the block bounded
by King Street, Bay Street, Wellington Street, and Iork Street.
Restaurants, shops, service establishments, and underground parking
will be included, A landséaped plaza with fountains, sculpture, and

19 o
‘Ibid., pp. 4=27,
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seating areas will be used to set off the build:!.ngs.zo

If the open
spaces in this development were combined with other plazas, beginning
with one on the southeaﬁt'ucofher -of XKing and Bay Streets, which would
include a new building, the heart of the financial district could

be transformod' into a handsome ahd iﬁpressive place, The Plazas
mld ‘givo; people the space around the tall buildings which is
necessary so that the buiidings may be seen, 4As it now stands,

much of the financisl district is invisible, its buildings closely
:-iining the rectangular grid of streets, In order to direct the

fom of the future district, a developmenﬁ plan in the form of a
sketch might be made and a review proéedure established to aid
developers aﬁd the city to work together so that the best interests
of both might be served. Eqnuses could be offered developers who
comé closest to achieving the objectives déscribed in the sketech
plan,

In addition to phe need for shaping the emerging pattern
of open spacés between buildings, the streets themsglves must be
developed attractively. Design concerns are important here also.

If future wheeled traffic is to be placed underground, great oppor=

tunities will be available for street design.’>

If a system of over-
head walkways for pedestrians is decided upon, the design progfam

will be just as important, but the conditions will be much more

20 '
Montreal Star, 11 Apr, 196k,
City of Toronto Planning Board, pp. 27, 28.
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exacting and the possibilitles as great.

PLANS FOR UNIVERSITY AVENUE

University Avenue may be expected to continue to develop
along its present 1ines; as the grand avenue of European inspiration,'
the concept which ‘underlay its planning in 1928, At that time
fegulations were established r_equiring unified and continuous
building facades, But the avenue has not deweloped in this mammer,
‘for our bulldings tend to stress their individuality. The regulations
should be brought up to date, encouraging landscaped spﬁces arcund
the buildings as in the financial center, trees should be planted
to line both sides of the avenue to unify its appearance, and the
dismal anticlimax at the southern termination of the broad street
should be replaced by a suitable square lined with impressive build-

ings .22

PLANS FOR THE LOWER EDGE

The last part of the plans for the central area to be
considered in this study is the development of the lower edge of the
centrai business district, the south side of it in the vicinity of
Front Street and down to Lake Ontario, Some of the b\ﬂlﬂings on
" Front Street are noteworthy and should be emphasized and preserved.

22
Ibid,, pp. 34=36,
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The street itself should be widened, given a center strip, and
blanted with trees to unify it, as was suggested for University
Averue., On tﬁe south side of Front Street, just east of Yonge
Street, the 0'Keefe Centre for the Performing Arts, donated to the
city by OfKeefe 'Brewing Company as a public} sérviée.23 could form
a part of a comp'rehénsivé’design for the St, Lawrence Center for the
Arts, as proposed in i9’62 bty the 0ity Flanning Board., This center
would occupy several blocks running in an arc from 0'Keefe Centre
northeast to St. James! Cathedral and St, Lawrence Hall. It was
hoped that the Canadian Broadcasting Corporation would relocate their
main studios and offices adjacent to the proposed» center, on the
south side of Front Street east of O'Keefe Centre, a location which
would benefit the cultural life of the city and which might attract
to the locality other broadcasters, the film industry, and‘related
activities.

The major proposal for the lower edge redevelopment is
an heroic attempt to recreate the link between the center of the
city and the lake that existed before the intervening l@d was filled
in and railroad tracks and the expressway built on it. This pro-
posal includes construction of a series of parking garagés above the
tracks and the expressway, and a new and complete transportation
terminal just south of the present Union Station, The roofs of the
terminal and of the garages would be developed as landscaped plazas,

23
- Architectural Record CXXIIT (Feb. 1958), 34.
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reached from the foot of Yonge Street by escalator and offering
to pedestrians a series of interesting and varied large-sized
steps to take them from the financial district on to the lake
front, Offices, hotels, and related facilities would be placed
on the plazas, from which one would be able to enjoy a delightful
view over the lake and the city.zu

OBSERVATIONS

Toronto!s skyscrapers are densely clustered in the
financial cehter of its central business diétrict, which is devel-
oped, as we have seen, on the older péttern prevailing before World
War II. New skyscrapers were added after World War II, but almost
without variation to the pattern. Toronto's central business district
does not make an impressive groupiné. as Detroit!s does, although in
many other ways there are strong,simdlariéies in the siting and the
planning of the two cities, In Toronto, it seems, there are fewer
places from which to see the ékyécrapers, the cluster covers less
ground and is not as tall: in extent, 2,000 feet east to west and
1,500 feet north to south, compared with 2,000 feet east to west
and 4,200 feet north to south for Detroit: and in height, only

eight buildings twenty stories or ﬁigher éompared to twenty-two
of this height in Detroit. Thére‘a:e, however, indications of

24 . ; ' L -
- City of Torontp Planning Board, pp. he-48,
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change. 'Ihe Tgronto-Dominion project will include a fifty-five
stbry and a fé'rty-fouf $tory skyscraper, -both higher than .the
present thirty-cne story tower which has dominated the skyline
since the days before World War II.

Like Detroit, however, Toronto has several separated
élusters of Skyscfapers, and each of thes is much smaller thanAthe
main 'ciﬁster. Almost a part of the financial center and justte the
west of it is the linear cluster of University Avenue's management
center. This néw grouping is‘ a similar developuient to Gateway
Center in Pittsburgh and to Penn Center in Philadelphia, all new
management centers which have grown up at a distance from the older,
principle cluster of slqscrapé‘rp;. But the similarity does not extend
to the form of the groupings, : G;.teway Center and Penn Center are
grouped around pedestrian plazas between the buildings and, to a
degree, turn their backs on the vehicﬁlar stréets. ‘ They lie in
areas of horizontal separation of pedestrian and vehicular traffic
(Penn Center inclndes vertical separation too), suggesting the
precincts advocated by Alker Tripp. Tormto's University Avenue
groups itself on the street the means of vehicular access which
deceptively in our times, is not the means of access for most
people, who may only use the street as a means to take their
vehicles to the nearest parking place, usually some distance from
their deStﬂnatidn; and then mﬁst traverse ’on foot l'the‘ distances of
the street, which are scaled for motor transport. Other people

use the subway system, and for them the great distances of the |
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street are of 1little interest. The street takes up much space
and is inappropriately used exceﬁt by vehicles passing through
the area, a kindfbf traffic to be discouraged for its disruptive
effects ﬁpon the activity to be conducted around it.

Farther to the nbrth on University Avenue, about half
a mile, a seéend clustering of skyscrapers begins: new office
buildings and several hospitals, About a mile north of the
center of the financial district, at Yonge Street and Carlton,
a cluster of skyscrapers is forming close to a large department
store. An office building, a hotel, and three apartment buildings
compriseAthis grouping. Four to six blocks north, a number of tall
apartment buildings, all ﬁuilt rather recently, are forming an
irregular group. Just two more blocks north and about four blocks
-east of Yonge Streét, on Bloor Street, is a cluster of two office
buildings, a hotel, and apartments. One of the apartmenﬁs, recently
completed and called "The Colonnade," includes in its ground floor
and first floor an exfénstve and mosé interestingly designed commercial
development, even to a restaurant with a roof terrace where one may
dine and overiook the people walking up and down the street of shops.-
The seéopd floor of this building also inclﬁaes a luxuriously appoint-
éd interior shoppiqg mall, aﬁd §ffi¢es and apartments occupy the flcors
above, ‘Thebmixtﬁrp of activities is designed in a manner to take
advantagé of the most interesting features of city life. The last
clusters of skyscrapers are two groupé pf public housing apartment:

structures, closer to the central business district, some distance




east of Yonge Street on a line with the new city hall, In these
developments, which are architecturally sound, children's play
areas provide the only interest on the site, |

One might be tempted to pass over Toronto as it now
stands, for its central area, at least, There is little of great
1nt.erest except the city hall. The exceliently planned’ieéidential
develoﬁents in the city!s outlyﬁng_districts have per.hgps drawn
: peoi:le awgy from the center of the city. There also seems to be
mich less of a tradition of in-town living than one finds in
Pﬁilade}phia, or than. one seés being fostered in Detroit; but
such cgnt.ers‘ar.r‘ey beginning to develop, The pentr:ﬁ: business
district, it seeméx to me, is at the thraéhoid of!..its development
along contemporary linés‘ of planning, The central business district
is economically sound, The rapid transit system to serve it is
partly completed, and construction of the rest is contimuing.
Most important of all, p’oth the metropolitan and the city's planning
deﬁaftmehts seem to have sound and comprehensive ideas on how the
central fare# of thé oity should be directed in its growth and change.
The new city hall will very iike]& encourage new deveiopment in the
&djoining areas, and with proper guidance by the planmners, such new
development will change the form of the central business distrigt.
Since Toronto has a type of governmental structure perhaps best
suited to deal with planning in the whole metropolitan area, 1t
seems reasonable to expect many significant urban planning de'velop-
-'ments in this city within the near future.

153



Funt aften p. /53

. e i

| B
//
St \ = 0 Tg H i T wm 3
| =
— a g " BYRNSGPE - =3 l a2
4}\*_\#'\ : 1 di 8§ @ : | T L
oo al 3 ¥ | 1B f
g 3 2 ‘ -ATHERINE | |
D ST. CAT ‘T f ‘
i

iy a
DORCHESTER

PLACE

VILLE
MADJE.
(cnr) L

COMMERCIAL 8 OFFICE
(EXCEPT GOVERNMENTAL)

GOVERNMENTAL OFFICE

DDREEBODE

HOTEL

PARSIMARNT THE CLUSTERING OF
HO;JPIT:L SKYSCRAPERS IN
& WAREHOUSING MONTRE £t
ScHooL : - ' SCALE 1"s 80 O
PARKING W. |. SHANK 1964



=

conol after p-rs

-

SKYLINE AND MOUNT ROYAL
FROM THE SOUTHEAST

’ CENTRAL BUSINESS DISTRICT FROM THE EAST

DOMINION) BUREAU OF STATISTICS,
CAMADA _|863 (OTTAWA, 19G3), P. 1.

SKYLINE FROM THE NOQTHWEST.

Fitibrem b

i
Tiny m.lmmm:

PLACE YILLE MARIE DORCHESTER STREET LOOKING
TOWARD THE CANADIAN |MPERIAL
BANK, OF COMMERCE. BUILDING

MONTREAL



12HeE ar1ref FP-I2s

MANSFIELD STREET

= b S T P ey i e g e e e
T 3 o o e
i
t EE ST ET e
S i
:"._‘:i“,*F: =

e T o o v e e e i

=
P
=

S B

s e e i e =

1=

o
i e o e e
i T 51 e s e

I S i R e L €S P < A

o o o o) = e e e

[

|.'

P>

SECTION THROUGH PLACE VILLE MARIE LOOKING NORTH

JONAS LEHRMAN , " PLACE VILLE MARIE. : carnauemo r
CANADIAN ARCH 1 TECT . VIl (FE®. |9c,3)



~ MONTREAL

SETTLEMENT AND GROWTH

The "Associstion of Mentresl® founded the Mission Ville-
Marie de Montreal in 1642 at the shore of the St. Lawrence Rivér
near to the present location of St. Paul Street. The religious
desire to convert the savages had inspired this group to come to
the Montreal Island described in Jacques C;iticr's narrative of
his voyage of discovery in 1535. 'Récurring Indian wars plagued
the early years of the colony, but the colpnists grew in numbér
from 196 in 1650 to 3,500 in 1710, and a complete system of fort-
jfication walls gave the settlement security from Indian attack
by 1723, By 1750 the city had become the center from which
exploration and trade -- especially fur tr;;de -~ Were organized,

French rule ended with the Seven Years' War in 1759,
after which the military commander of the city and many of the
Canadian seigneurs were given transport back to France by the
conquering Bri.tish The rest of the people remained and the
seigneurs were, so to speak, replaced by an influx of British
traders, who were, a little later, augmented by British Loyal:lsts
from the United States.l Writing of his j:isit to North America in

1831, Alexis de Tocqueville described the French inhabitants of

1

Majorie Cravqn Bursa. "chtreal " MWW
(1964). xv, 770, , - o '
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Lower Canada as the remnant of a nation lost in the midst of a new
beople, the "British race,"‘ identical ﬁth the people of the United
States, who v'were moving in'amorig the formef mastefs of the country,
becoming predominant in their cities, and corrupting their language.’

The "English race®™ was also developing Montreal. They
introduced sieam'havigation 01.1 the St. Lawrence River, causing'
Montreal to replace Quebec City as the principal port on the St.
Lawrence, The opening of the Lachine Canal in 1825 enabled ships to
;;avigate the thousand miles of unimpeded water route from the Atlantic
to Montreal and to proceedv past the rapids to the inland regions., In
1844 the city became the capital of the two Canadas, until political
riots and the burning of the houses of parliament led to the moving
of the capital to more peaceful ground in 1894. In 1860 the Victoria
Bridge was completed, establishing railway‘connecfions between Montreal
and Boston, Portland (Maine), New York, Tof'onto, and Chicago. By the
time of the Confederation, Montreal had be¢ome the metropolitan city
of Canada with a population, in 1871, of 115,000, The importance of
the city as a port was increased in 1959 by the completion of the St.
Lawrence Seaway, facilitating navigation of large ocean-going vessels
to the Great Lakes.3 |

Ih the early years of this century, Montreal was mainly
a financial and commercial city, but it is changing to include

industry. Located at the convergence of main transporj:ation routes

Alexis de Tocqueville, Wﬁ; Vintage ed, (New
York, 1954), I, k8,

3Bnrsa. p. 771.
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and at the center of rich agricultural heartlands the city now
carries out three mai.n functions: home of a large part of the
cmercial and fﬁnanci,al instj.tutions of the Canadian economy;
the mostbimportant manﬁi‘acf.uring c‘enterv in Canada; and capital of
the province of Quebec, which has become a new commercial, financial,
énd manufacturing power.)+ The main thies shipped through the
port of Montreal are grain and petroleum, gnd the harbor facilities
are extensive, The manufactured products of the Montreal arqa are
clothing, electfical apparatus, railroad wolling stock, and 1‘.obacco.5
The rate of industrial growth in Quebec, according to provincial
minister of industry and commerce Gerard Levesque, is one of the
greatest anywhere in the world, and there ﬁas, in 1964, no sign of
a decrease in the booming expansion.6

The central area of Montreal lies near the middle of
the southeasf.ém shores of the island, Gréwbh has been more rapid
than the layout of streets could handle, and the extepsion of the
grid-iron layout of the central area has been blocked by disorderly
subdivision. Also, an accident of geography, to quote A, Blouin,
"que 1'on appele pompeusement 'La Montagne," has blocked north-

South development of the city.?

I
Claude Langlois, "Le Centre de Montreal et Son Evolution,
Habitat, VII (Jan.-Feb. 1964) . ,

6Bursa. p. 771, ’
Montreg] Star, 12 May 1963.

7
A. Blouin, "Ebude d'urbanisme d'un Quartier de Montreal, "
Architecture ard*hpi, XXVIII (Oct. 1957), xxv.
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The populat;,en of the metropolitan arég in 1961 was
2.1 million ;people, six;ysifive ‘percent of whom claim French-
Canadian origin and tweaty-two percent of whom claim English-
Canadian, Th; popliation of the city proper was 1.2 miliion,
sixty-eight' percent French-»Canadi&n and eigﬁteen percent English-

Canadian,® ) |

One can clearly discern in the‘uontrea.l skyline two
magnitudes of skyscrapers. We have used tpé term glyscraper to
describe buildings ten stories or more in height, the weight of
whose walls is supported upon their structﬁral frame. Let us:
further clarify this definition according to what our observations
of Montreal so clearly point out by calling skyscrapers of from
ten to twenty stories in height, and occas#.onal].v up to thirty,
first-order skyscrapers. Such bulldings ak'e in the magnitude of the
early skyscrapers, In fact, Burnam and B.o;)t's Manadnock B‘uilding, |
‘not a skyscraper because its brick walls bore their own weight, was
built to a height of sixteen stories in the Chicago of the 1890's.’
In the building boom of the years immediately préceeding the Great
Depression, first-order skyscrapers occasionally rose in set-back -

form to thirty stories, Todgy's second-order skyscrapers visually

8
Bursa, p. 770.

9
Hitehcock, pp. 245, 246,
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daminate their older neighbors, rise to from forty to Fifty stories,
occupy a greater area of site for each building than the first-order
slqscfapers d;d, and rise in simple verticals for the full height of
their towers. The most significant recent development in urban
design in Montreal is the Flace Ville Marie, and the queen of the
second-order skyscrapers in the city is, of course, the shining
tower standing in the plgce. |

The history of Place Ville Marie begins early in this
century, when the directors of the Canadian National Railways realized
the importance of the three blocks of railway land bounded by Cath-
cart, University, Craig, f[nspect'or, and Mansfield Streets, Sir
Henry Thornton held the following ideas as guideposts: that the
three blocks must be developed according to one master plan and that
the plan should take into account both the needs of the railway and

the needs of the growing metropolis .10

Unsuccessful attempts were
made in 1913 and again 4n 1929 o develop the property. The 1929
plans included offices, retail space, and a new central railway
station, but depression and war prevent their being carried out.
By 1943, however, the ra.ilwsy station was built, and Jacques
Greber, the French city planner who had designed Philadelphia's
Benjamin Franklin Parkwdj,v had been consulted. The results of the
consultation included provisions for widening thé bordering streets

of the site and agreement by the railvay to provide a plaza on the

10

,, XXX (June 1959), 82,
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axis of HcGilI-.célJ.ege Ahtefiue" ‘a8 a suitsble visual termination for
the street, In'additié:i, it was planned that the avenue should be
widened, By 1955 the railway had constructed two office buildings
and was in the process of building a convention hotel, all on f.he
middle block of the site, on which the station also stood, The
heads of the railway at this time had decided also to complete
the development of their property with a large urban center, The
large, underdeveloped site in the heart of the city attracted the
interest of William ‘Ze;:hendorff.u ‘
After a caziadian subs‘idiary of Zeckendorff's New York
firm of Webb and Knapp had been formed, the architect I. M. Pei
prepared a master plan for the three~block site. On the failiiys
approval of this plan, Webb and Knapp leased the four and one-tenth
acre block of the site north of Dorchester Street, obligating‘them-
selves to develop the site within five years. The general lines of
Rockefeller Center were to be followed, with the exceptibn that
Place Ville Marie, as the development was named, would reverse dthe
trend toward decentralization for the benefit of the whole central
business district.lz On the two blocks south of Dorchester Street,
complementary facilities were planned: two new office builditigé,
parking for nine hundred automobiles, and extensive transportation
facilities which would niake the area a general transportation ~c§nter

11 . ~
- - Jan C, Rowan, "Story of Place Ville Marie,” Progressive
Architecture, CXXITI (Feb. 1960), 12k, 125,
12 ’ - '

Architectural Recopd, CXKI (Jan. 1957), 36.
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for the metropolls and for all of Eastern Canada.13 Two moving
sidewalks, capable of tramsporting 7,200 people per hour in each
direction, will run along the spine of the‘ whole terminal area

% ppig development of the

and will connect all three blocks,
southern two blocks was to be started éfte_r Place Ville Marie was
completed.

The rate at which new office space had been added in
Montreal after World War II had been an average of 250,000 square
feet per year, or a total of three million square feet in the
first tweltevpost-war years. Local business men were ihclined
to believe that this rate was i'apid enough;, but Zeckendorff did
’not. Largs corporations usually require as much as 20,000 square
feet of office space per floor in the newést and best-appointed
types of buildings. Average floor areas in Montreal were only half
of this size, and the accommodations did not meet the required .
standards Vof luxury., Zeckendorff decided thal the main element of
the Place Ville Marie should be a skyscraper to provide approximately
one and a half million séuare feet of office space.l5 | Along the |
north boundary of the site a long, low bank of shops was planned,
and along the west boundary a twélve-story commercial building., A
landscaped plaza was to occupy sixty percént of the area, Early
plans included a line of shops on a ma].'l. at the side of the tower,

- 13
| mewmm (dune 1959), 82,

, CEXII, (Nov. 1957) 36.

Rowan, 'p.. 128,
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but this arrangement was abondoned in favor of placing the stores
oh a promenade below the plaza.16 Some shqps were retained on the
plaza level, however, The promenade includes 130,000 square feet
of stores and restaurants and is accessible from the railway station,
the existing hotel and office skyscraper, and directly from the
plaza by means of stairways entering four sunken courts. Two,
levels immediately below the promenade include parking for a ‘total
of 1,500 cars and rbaduays giving apcess‘fo the hotel and the station,
At the bottom level, below the two levels of p;rking, are the rail-
way tracks, fhe plaza serves ds a civicjspace and ;hs to cdnnyct
to the main shopping street of the city, St, Catherine Street, by
a tree-lined mall.l’ The refusal of one of th;‘property owners
on McGill,Gollége Ayénﬁe to sell his building has prevented the
constriction of the mall.16 o . o

The planning of Flace Ville Marie took three years, and
although the designers attempted to incorporate in the preliminary
solution all known and predictabie factors and limitations, the .
economic necessities of satisfying tenants® needs required some
modification in the final design when the major tenants had been
obtained., But the architects held to their original concept and
were able to preserve it, It is probable }hat the reason that

, XL (Nov, 1959), 87.
17. : .
Rowan, PP, 130 131,
18

W CXVIII (Feb 1963). p. 83.
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they were able to do so was thal thelr design had been based upon
valid real estate concepts and upon careful study of the real estate:
npotkehtialities. Final designs were approvea in 1958 and construction
begun, 7 In that year, the Royal Bank of Canada had become the first
major tenant Since other Canadian mvestors were lacking, although
Zeckendorff searched throughout the country for them, British interests
were brought to fill the need.20 ‘ :
After construction had begun, a new and greater demand
for luxurious oi‘fices developed to such an extent that two more
second-order skyscrapers were designed and built, each providing

2l One of

more than half a million square feet of rentable area.
these buildings was the thirty-four story Canadian Industries Linited
'Houée, diagonally across the interseétion of Uhiversity and Dorchester
Streeis from the Placé Vi}le Marie, The other was tl_ue forty;three
story Canadian Imperial Bank of Comme:"c'e" Building, aiso on Dorchester
Strest, on the third ®lock west of the PlaqL Ville Ka.rie. , :These
three projects have added three million sqmare feet of oi‘fica space

to the city of Montreal ﬂ a;l.:qost at one tjme, and have ai‘fecte_d a notice~

able shift of the center of the ‘bus‘in_ess district toward the northwest.23

19
Rowan, p. 131,
20

Architectural Forum, CXVIII (Feb, 1963), 83.
21 L . ’

Rowan, p. 134,
22

mmmm CVAIII <Feb 1963> 83.
Rowan, P. 134,
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THE MANAGEMENT CENTER

The tower of the Place Ville Marie, the Canadian Indust-
ries Limited House, and the Canadian Imperial Bank of Commerce Build~.
ing,'élong the line of Dorchester Strégt, seem to describe thevépine
of a cluster of skyscrapers which makes up a management center differ-
ent in charactér from ﬁhe cluster of skyscrapers élang St.‘ques
Street, which comprise the financial center.? This maﬁagdﬁgnﬁlcenter
is similar to the ones we have seen in Pittsburgh, in Philadelphia, and
in Toronto in the way that it is a separate cluster of buildings fiom
the.financi#l center., In form, Montreal's management center sé?hsito
follow the older linear form of grouping along a broad avemue, in
the manner ?f Torontots Un;ve;sity Avgnﬁe; Howaigr,lthe plazas of'the ;
three new skyaéfapers; especially that ofithéjflace Ville nafie, ahnounce
the new concern of urban désign: open spaéeé Sét;een buildihgsvand
separated vehicular and pe&eStfiéﬂ access to groups of buildings,
Some means of conngéting t;he isolated neﬁ'plag.as with one ahother
and with Dominion Square would be in order, so that peopia;waul?lfba
able to walk safely from one‘open spaceito the othér. In the sense
that it is compiosed of isolated developments, Dorchestef Straet is'.
like the old shopping street, which waékhédé obsolete by the use of
the automobile éhd b& the inventian.ef a néw;way of grouping stgres
~ to meet the requirgmenfs of automobile trahsﬁortation, the shoppiné

mall. 8o for the same reasops,;theiofficé center, with its segregation

2
Carver, p. 71.




164

of vehicular from pedestrian traffic (Place Ville Marie is an

example), has made the office street obsolete too.25

THE FINANCIAL CENTER AND PLACE VICTORIA

The second main cluster of skyécrabers in Montreal is
that of the financial district, lining St. James Strest from
Victoria Square on the west to St. Laurent Boulevard on the east.
Almost all of the build ings in this cluster were built before World
War II, and all except one are first-order skyscrapers., The P.]:;.ce
&'Arxiés, near the eastern end of the street, providehs: ‘waiéoma“open
space in contrast to the narrow canyons oij the street itself.
Victoria Square, opening up the western end of the cluster, is
surrounded by a few new first-orde’r" skyscfapors and the one second-
order skyscraper, which faces the west side of the square, promising
to change the character of the finanéial center as much as the Flace
Ville Marie changed the m;r;ageuent center, - Pllace Viétofig is the
name of the new dévelopment, whiph, at the tin_le of its original
planning, was expected to house the full facilities of Montreal's
financial district within its towers, that is, the Montreal Stock
Exchange, the Canadian Stock Exchange, several banks, brokers' |
offices, and other facilities related to the nation's financial

life.26 Place Victoria was designed as three fifty-one story‘

25 :
- Norbert Schoenauer, "Place Ville Marie: Critique One,” Capnadian

mx%m VIII (Feb., 1963), 57.

w CXXXI (Maw 1962), 190.
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skys‘crapers rising aboveir a common fOur-stqry base structure which
would cover six levels of underground park‘mg for 1, 500 automobiles. |
The eomplex would have been the largest office complex in the world.2!
i’;ﬁter revisions in the plans resulted in a change to ‘two towers _
instead of three. The structural work of the first tower had been
completed to its full height in the summer of 1964, and the second

was to be cammenced upon completion of the £irst.28 )

SKYSCRAPERS TQ BE BUILT SOON

In the first half of 1964, the construction of many
skyscraper pi'ojects was announced, Plans to build Place Bona-
venture on the third, or southerrmost, block of the Canadian
National Rallways' property were completed, differing in some
degree from what was planned earlier. Two million square feet of
rentable area will be built, half of which will be a merchandising
centér with a series of permanent wholesale showrooms, meeting
rooms, and anditoriums; and the rest of which will include a
" convention area of over 300,000 square feet, an integrated shopping
mall with a wilde varliety of stores and shops, parking for a thousand

cars, and a convention hotel with hundreds of guest rooms looking
out over a winter garden with swimming pool, restaurants, and bars.

27 '
' 28 re, XLITI (Jan. 1963), 63.

Montreal Star, 13Aprill961+. '




All of these facilities will connect underground with Place Ville
Marie, Central Station, the Queen Elizabeth Hotel, and other build-
ings on the three blocks of railway property. Another most import-
ant connection, a pedestrian passageway to link Place Bonaventure
with Place Victoria, was under study.29 The two developments will
be diégonally opposite one another across. the intersection of
University and Craig Streets. The pedestrian passageway would,

in effect, directly link a large part of the management center
with a major portion of the financial center, for people would

be able to walk almost half a mile from Cathcart Street south

and then east to Victoria Square, safe from the hazards of vehicular

traffic and protected from the rigors of the weather,

A new skyscraper wiJ.l stand at the opposite end of the
finaneial cgnter from Place Vicloria, ‘a thirty-story court house
scheduled for completion in 1967 to house the Superior Court, Court
of Appeals, Bar Library, and v,ario;xs boards and comxn:l.ss-:ion‘:s.3 0 Two
of the large‘v dépé,rtment stores of St. Catﬁerine Street are planning
to construct large, new buildings f.heré,3l and Sir George Williams

University at Burnside and Bishop Streets has undertaken a new
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Charles Lazarus, "$75 Million CNR Complex Over Tracks, Meontreal
M 13 March 1964, . .
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Montreal Star, 14 Apnl 1964.
3

Charles Lazarus, "Dorchester Sets Pattern For City, Montreal
§_ar. 9 May 1964, ¥ ) .
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campus: to be hoﬁsqd in tall ‘rmﬁ.lr.li.::xgs.3 2 To the southwest of the
mnagempnt gente‘x’-‘, on Canddian Pacific Raiiwﬁy property which faces
the "Qaqfherh edge of Dominion Square, two new buildings are piannedx
a thirty-eight story hotel and a twenty-story office building, both
to be completed by 196'7.3 3
IR t.he western edge of what is usually considered
Hontreal’s central area, a complex of buildings is planned which
will creo.taf. a cluster of skyscrapers where there are very few now.
The new complex will be built in the :oru of a base structure fifty
feet high covering eighﬁy-ﬁve percen£ of the site and containing
three levels of stores arranged around an air-conditioned, glass-
domed arcade. Parking on circular ramps for 1,100 cars will be
included, and mdving sidewalks will link the development to bus
and future subway facilities. The roof area of the base structure
will serve for recreation facilities for residents of the thirty-
story apartment structures which will be built on this roof. At
the eastern end of the plaza an office bqilding will be placed;34
These future skyscrapers, some merely proposed, some

already under construction, indicate the pulse of skyscraper:

32
Walter Poronovitch, "Quebec Building Booms in Billions," Montreal
Star, 7 March 1964, . . |
3
Charles Lazarus, "$30 Million CPR Project, W
14 l;izy 1964 -

Charles Lazarus, "High-rise Plaza Criticised "
11 May 1964; Charles Lazarus, "Westmount to Get $25 l{illion Plaza,

Montreal Star, 1 June 196K,



growth in Montreal. A walking trip through the central area of
the city confirms the degree of activity. Admittedly, the Ex-
position in 1967 may have precipitated a portion of the construct-
ion, for skyscrapers to be completed by 1967 must be conmenced
tﬁo or three years before that time. But such construction would
not be underway if further economic needs did not exist.

TRAFFIC

Since each project of the large number of new buildings

being added to the central area of Montreal is a separate entity,
not a part of any development plan for the whole central area,
one is Jjustified in expecting that such apparently uncoordinated
growth may lead to great congestion of traffic and transit facil-
ities. Fortunately a subway system is under construction which
will carfy more than half of all passengers entering the central
area during the rush hours at the rate of approximately 55,000
people per hour, thus reducing the vehicular traffic on the city
streets in an area within eight miles of the center of the city.
Farther than eight miles from the center it is expected that the
Subway system may not attract enough riders to justify the cost

of its construction, The present suburban rail Ys_‘ervi.ce, carries

10,000 people per hour during the rush hours, and private passenger

cars carry a third of the passengers traveling at this time of day.

* Combined planning of the sui)way, railway, and road systems has not
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been done, although each may have been plé.rmed separately in a
careful way., The City Planning Department holds the opinion
that tnly testing in operation will determine how the total
systam will function.3 5 |
Harmful results of the lack of combined planning of the
transit facilities have already occurred. When the subway y#s ﬁrﬁ
planned, it included service through the Mount Royal Tunnel to the
suburbs beyond, but this part of the proposed system was abandoned
because of the expense mvblvéd. The present rail service on ﬁlfxis
line will be operating up to full éapacity by 1966. -Conversidn to
a mass transportation system capable of carrying 40 000 ponple per
hour at peak periods is reconmendad 80 the system may meet the new
demands which‘will be placed on it, Some means of raisi.ng the
. necessary funds for financing’ such a system must be discovered;
cost sharing by the municipalities eoncei'nédlj is é. possible answer
to the problem.36 | | ‘
The only expressway constmctib{iff planned within ‘the
central busihess district is the east-tveét ;tfetch of the Trans-
Canada highway, which will follow noar t.he Canadim Pacii'ic .
Railway's tracks, then drop into a 2,000=foot long tuzmel Tmm
Mountain Avenue to University Street, :apd fwm the tunnel‘proceed

35 o
O City Planning Department of Montrea}.. WM&

ﬂ%ﬂim,_; Jan. (1963) p. 41,
3

Montreal Star, 18 Apr. 1964.



in an open depression'fdr the rest of its 1angth.37 The City
Planning Department took great care of locating thié éxpressway,
with full 'knowledge that the effect of their work would strongly
influence the future of the city, especially with respect to
property valués.3 8

Some very thorough study of the central area was done
by I. M. Pei in the course of planning the Canadian National Rail-
ways site. Recommendations were made of the City Flanning Depart-
ment, Thirty percent of the traffic in the central business
district was generated by vehicles forced by the bottleneck
created by Mount Royal and the St. Lawrence River to pass
through the central business diStriét in order to reach destin-
ations of the other side, An east-west expressway was recommended
- near the river to accommodate this traffic and to connect the
Place Ville Marie and other points in the central business
district with an island-wide expressway system. With such a
system, the time required to travel from the central business
district to Montreal airport would be reduced to fifteen minutes.
In addition an elevated spur road was suggested t6 make a 'diretlft
connection between Placg Ville Marie and the east-west e:épreééi;ay,

picking up other central business district traffic on its way.

37
Gerard Dery, "Highway Strip Will Cost $75 600,000, " mbi‘.ﬁl

u 10 April 1964,
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The east-west expressway is under construction,y "aa already noted,
but the spur connection is nm‘,.39

URBAN FORM

It is interesting to note various comenf.s about:
recent tall buildings built in Montreal. In 1962, the mm_gg:
w commented: "The prospects of Hontreal displaczlng
Hanhattm as the focus of new skyscraper development in North
Americaare materially advanced by the announcement of the Flace
Victoria pro;)ec’t.."“'0 The Moptreal Star was quoted as stating
that "Place Ville Marie is now to-Montbeal'what!the Vatican City
has long been to Rome," and that the development had ;festored
té Montreal the pésitién of Canada's "home office city," which

was about to be taken by Toronto. 't

fIarry Cobb, Pei's é.esigner
and partner-in-charge of the Place Ville Marie said of 1ts "This
1s not a civie or institutional project but a commercial cne. It
seeks through its appearance to dignify the activity to which it
is devoted, and in so doing should add prestige to the enf.ire

central c.’n.t.y.""’2 Another comment on Place Ville Marie, this one

from Architectural Forum, holds that the most important aspect
of this milestone in urban architectaws is the sweeping change which

39
Rowan, 1,126,
40

mmm_mm cXxxx (Jan. 1962), 3.

mmmmm ‘RLIII (Oct. 1962), 71.
A;‘_bi'_cs__m:.al.&sgr.é CXXXIIT (Fob 1963), 127-36
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it offered-to change the face of a major North American city.uB

~The older skysergpers constructed before World War
I grouped in diQtinctly separated clusters: the financial center
along St, James Street, and the two clus{céré of the newer business
district, one centering around Beaver Hall Square and the other
in the viq!g.nity of Dominion Squarq.w The skyscrapers constructed
after World War IT ;long Dorchester Street served to Join the t.wo‘
portions of this newer business district, The second-order sky-
| s}crapers-iqi“* this» .»greup ‘created the distinctive form of th§ skyline
of Montreal as we see it today, the progression of slqséfapers in
a line, As important, however, is what is about to happen on a
line at right angles to Dorchester Strest, the north-south link-
age at lower and even su‘:;terranean ievels that is developing be-
tween the complexes of buildings on the Canadian National Railways’ '
property and those of the Place Victoria. This group of buildings
and plazas thus linked may well form a new core to a unified central
business district, a core conveniently placed between fhe newer and
the older centers. Uﬂike Detroit, Pittsburgh, Philadelphig. or
Toronto, Montreal's new skys;crapers are not being built to one -Sicie.
but are centrally placed with respect to the existing older and
newer élusters of skyscrapers.

In certain respects, Montreal bears a resemblance to

Philadelphia; First, one may deduce from the large amount of new

Lg.
&‘_cmgsm_mm CXVIII (Feb. 1963), 77.

Harold Spence-3ales, W (Montreal, 1956),p. 25,
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apa:_‘#ment éonstructiqx; in Montreal's central area that many
people want to live in the central area of the city. A second
siﬁilarity is the presence vofr industrial and warehouse‘build.’mgs
which meet our definition of skyscrapers and which are close to
the central business district -- wast of Bleury Street and be-
tween Burnside and St. Catherine Streets. This is the furriers'
manufacturing center, A third similarity that both cities have
is the presence close to the central business district of many
hiétoric buildings, the cultural humus that Walter Gropiué spoke
of, which gives a'city'its specific character and which helps to
provide some of the variety in daily experience that Chermayeff
and Alexander think is so necessary in the urban envirorment,
Like Pittsburgh, Montreal is blessed with an inspiring
site near the friendly brow of Mount Royal, whose height of some
éeven hundred seventy feet serves as a backdrop for the central
area, but does not visually overpower its skyscrapers. Most
important of all, however, one might say that the tradition of
central area living and the possibility that the new core of the
central business district will be at the hub of the until-now
Separated business centers of management and finance will insure -
a central business digtrict alive with urban interest and activity.



174
CONCLUSION

In Bart i, Genez;al Considerations, I ha#e presented
' ideas associéted with the clustering of slcyscrabers: centra;l
businass diétriot activities, measures to mcmxﬁoda‘ﬁe traffic,
andwuesu of ‘urban space. These ideas are concerned with citiés,
as they are and as they might be expected to becoms. In Part

' II, Investigations and Observations, I have presented studies .
of Detrott, Pittsburgh, Philadelphia, Toronto, and Montreal,

‘ By listing the ideas present in Part I and comparing
the present and anticipated conditions in each of the five cities
against this 1ist, I have attempted to show to what extent what
has happened in these specific cities corresponds to general
ideas about as they are cities now and cities as they xﬁay be
expected to become, I have presented this information in the
charts that follow, |

In a statement following the charts, I have discussed

their speciai reference to Montreal,
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- SPECIAL REFERENCE TO MONTREAL

- .

According to the charts, how does Montreal compare with
the other cities studied, First, what does it lack with respect to
activities in its central business district? Recreaticml activities
- and the lack of any planning for them in the future are most con=
" spicuous, Of course, recreation is offered for sophistieated
people in the form of restaurants, bars, and night clubs ~and for

the general publiec in the peculiarly urban paas time of watching
the people on the crowded sidewalks, In ?hﬂ:dalphia and Toronto,
however, we £ind plans to develop the waterfront areas. . Snch a
devalopment would be possible m Montreal in spite of the fact.
that most of the waterfront is taken up with the acti’vities of
shipping. For just this reason, vantage points from which the
public might observe these interesting activities could be provided
and would certainly be popular, In San Francisco, for example,
large pai‘t of the fascination of going‘ t'o the top of Telegraph
Hill, which rises steeply only a few blocks from the waterfront
lies in the excellent view which 11'. afforda of the ships and
shipping of the bay and The Embarcadero below. .
Measures to é.ccommodate traffic in Montreal seem more
often to happen than to be taken, Living accommodations abound
" near the central business district, ‘helping to keep to a minimum
the flow of traffic to and from work, and the supurban development

is small, The West End Plaza project will, on its coﬁpletion,
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provide a miitura of urban activities in one building complex
such as we have seen in "The Colonnade" in Torontc. Such ex-
periments ;u'e important in developing ; mea.fxs of reducing urb'an
»fi‘affic«, and ‘of establishing a new form of urban environment, In
oﬂ‘ice buildings, similar arrangements appear. Precedents in the
| m:u:ing or urban activities have been established in Place Ville
’ 'Marie and will soon be carried out in Flace Victoria, certain
amounts cf daytime traffic are here reduced. EXpressway construc-
ticn has cnly begun in the central business -district, and the eity’ ,
| ;sfi‘eets are siill assumed to constitute a satisfactcry routes | |
‘ betweenzexpressways _a,nd parking garages. Other connecting
‘1inks dc not exist and are not planned, However, construction
of ‘a subway system will reduce automobi]-.e' traffic, ”p"”lacing
Mcnireal in a more favorable position in this reepect than
Pittsburgh, where surface transit will be dependedﬁ upon, and
Detroit where only the beginning ideas of an excellent rapid
transit scheme have been envisaged ! 5
With respect to the uses of urba.n apa.ce, the interest

developing in the preservation of Montreal's historic buildings 2
is encouraging. These buildings will add varigty to the urban
enviromment and provide a source of /interest that cannot be .
duplicated, New Orleans has long taken pride in its Vieux Carre,
and it is pleasant to anticlpate that Montreal's old quartars ,

may soon be places pleasan’c to see and to 1ive in as well. One
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aspect of the usedof urban space, however, whose absence is con-
 spicucus in ‘Mostreal is comprehensive planning, No comprehensive
‘plarhﬁ.ng ‘ih.s‘“dﬂone‘ by local authority or by privaté organizations,
No examples emerged in my research of citizen 1nitiative to
secure plaﬁning measures, nor of government initative, In each
of the other cities investigated in this study an SXample of
k/isuch iniaxive was found, Since such examples are missing, 1
Will venture the conclusion that if planning measures are taken
in Montreal, they are taken as a result of the initiative of
vpriva@e,business interests.u These measures are small-in scope,
restricted to the site in which the particular business interest
in concerned, It ;s'quite possible that private interests have
adapted to the i§pkfof'camprehensive planning just as they must
adapt to other cdﬁditions of a building site. Perhaps the desire
to concentrate mixtures of urban activities in.éuch centers as
Place Ville Maris and in Place Victoria is the solution that

~ private interests have adopted to the problems that the numicipal-
ity is not solving with sufficient speed,

None of the cities shows any de!eisive evidence of any
of the developments noted in the last two pages of the chart, These
ideas indicate some possibilities for future urﬁan forms. It is
likely that all five cities will develop along‘different‘iihes,
but further clustering of skyscrapers, a trend of which we have
traced the beginnings, will probably continue for the foreséeéble

future,
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