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been neglected and we traveled instead in effic] ient, convenient,
speedy, comfortable, mechanized mass transit. Unds oubtedly we
would save inumense sums which might be put to better use. Bur
they mighe not.

For Suppose we had also been rebuilc ling, ex xpanding and reor-

- ganizing citics according to the project nnmc and the other anti-
city ideals of conv Cnmonal planaing.

We would have essentially the same results as I blamed on
automobiles a few paragraphs back, These results can be repeated
word for word: The city streets would be broken down into
loose sprawls, incoherent and vacuous {or anyone afoot. Down-
towns and other neighborhoods that are marvels of f close- grained
ntricacy and compact mutual support would be casually disem-
boweled. Landmarks would be crumbled or so sundered from
therr conrexts in city life as to become irrelevant trivialivies, Citv
character would be blurred wnl cvery place became more Jike
every other place, all adding up 1o Noplace. And in the arcas most
deleated, erc.

And then the automobile would have to be mnvenred or would
have 1o be rescued from neglect. For people to live or work in
such inconvenient cites, automobiles would he neeessary to sparc
them {rom v acuity, danger and uceer institutionalization.

- Ieas questionaly le how much of the destruction wrought by
automobiles on cities is rcall\‘ a I‘L%}mnw Lo transportation and
W

Erosion of cities or
aterition of automobiles

Today everyone who values cities 15 disturbed by automobiles,
Traffic arterics. along with par king lots, gas stations and drive-*
rowertul and insistent instruments of ciry destruction. To

ins, are E A traflic needs, and how much of jt s ¢ wing o sheer disres speet {or
accominodate  thom, Cify streees :UL broken (um\ 1“1’111() #I(Y)USL other Citv needs, uses and funerions, Lo m' cebeilders s £
sprawls, incoherent and vacuous for anyone ‘x:(mr. Downtown Cablink when they try 1o think of st o o o] S e
and other neighborhoods that are marvy cls of close-grained intri pro]cus because thcv k0w Of 1 ot rempoemble < rincinies o

cacy and compact mutual support are casually disemboweled.

Landmarks are crumbled er are so sundered from their contexts
i city life as to become irrelevant trivialitics. City character 1
blurred until every place becomes more like cvery other place, allv
adding up to Noplace. And m the areas most defeared, uses that-
cannot stand funcronally alone—shopping malls, or residences,
or places of public 218SC£111)1)‘, or centers of work—are severed

“city organization, Just so, highw aymen, traflic engineers and city
rebuilders, again, facc 1 bl‘ml\ when thev ry to rhm] what thu
can ILJllStlLJ“\’ do, day by day, excepe tr y to overcome traflic
kinks as they occur and apply what 1()10&1”11( thu’ can toward
moving and storing more cars in the futurc Ic s impossible for
rcsponsd)k and practical men to discard unfic tactics—even when
the resules of their own work cause them misgiv mngs—if the alrer-
native is to be left with confusion as to what to try instead and
why.

Good transportation and communication are not only among

from onc another.
Jut we blame automobiles {or too much.
Supposc automobiles had never been invented, or that they had
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the most difficule things to achieve; they are also basic necessities.
The point of cites 15 mulup huty of choice. It 1s 1mpossible to
take advantage of multiplicity of choice without being'able to get
around casily. Nor will multiplicity of choice even exist if 1t can-
not be stimulated by cross-use. I'urthermore, the economic foun-
dation of cities is trade. Iven manufacturing occurs in citics
mainly because of attached advantages involving trade, not be-
cause it is easier to manufacture things in citics. Trade in ideas,
scrvices, skills and personnel, and certainly in goods, demands
ctlicient, {luid transportation and communication.

But muluplicity of choice and intensive city trading depend
also on immense concentrations of people, and on intricate min-
glings of uses and complex interweaving of paths.

How to accommodate city transportation without destroying
the related intricare and concentrated land use?—this is the ques-
tion. Or, coing at it the other way, how to accommaodate intricate

a5

and concentrated city land use withour destroying the related
rmmpormtlmﬁ

Nowadays there is a myth that city streets, so Hrcnrly inade-
quate for floods of automobiles, are antiquated vestiges of horse-

and-bugey  conditions, suitable to the traffic of their timne,

C‘b
but .
Nothing could be less true. To be sure, the streets of eight-
t

ll‘ulhkll\ well ada )TC(x, as

¢}

centh- md nicteenth-century cities wer

streets, to the uses of pe ilc afoot and to utual supy
the mingled uses bordering them. Bur they were miserably
adapted, as strects, to horse “trallic, and this in turn made them

poorly adapred in many ways to foot traffic two.

Victor Gruen, who devised a plan for an automobile-free
downtown for Fort Worth, Texas, about which I shall say more
later 1in this dmptu prep Llrcd a series of slides to explain his
scheme. After a view of a strect with a familiar-looking automo-
bile jam, he showed a surprise: just abourt as bad a jam of horses
and vchicles in an old photograph of Fort Worth.

What street life was like for really big and intense cities and
their users in the horse-and-buggy 11\ s has been deseribed by an
English architeer, the late TL B. Creswell, who wrote for the

nromohilac |
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British Architectural Review of December 1958 a description of
London in 1890, when he was a young man:

The Strand of those days . was the throbbing heart of
the people’s essential London. Hedged by a maze of continuous
alleys and courts, the Strand was f[()ntcd by numbers of little
restaurants Vshosc windows vaunred exquisite feeding; taverns,
dives, oyster and wine bars, ham and beef shops; and snmll shops
marl\etmg a lively wvariety of curious or w orkaday things all
standing in rank, shoulder to shoulder, to fill the spaces bers een
its many theatres . But the mud! * And the noise! And the
smell! All these blcmlshcs were | the] mark of [the] horse

The whole of London’s crowded wheeled traffic—which in
the City was at times dense bevond 111<)vunc‘nt—~w as dr
lotey, wagon, bus, hansonr and “growler,
carriages and private vehicles of all mnds were
J})punhms to hmscs Meredith refers to the “antic cipatory stench
of its cab-stands” on railw ay approach to London: but the char-
acteristic aroma—{or the nose recognized London with gy ex-
citement—was of srables, which were commonly of three or
four storeys with inclined w avs /m/munw up rhe faces of them;
[their] nuddens kept the castiron hh'ruc chandeliers, that glori-
fied the reception rooms of upper and lower middle class }mmf'x
throughout London, encrusted with dead flics and, in late surnmer,
velled with jving clouds of them.

A morce assertive mark of the horse was the mud thar, despire
the activitics of a numerous corps of red-jacketed bovs Wh’)
dodged among wheels and hooves with v pan and brush in service
to 1ron bins at thc pavcmant edge, cither flooded the streees with
churnings of “pea soup” that at times collected in pools over-
brmnnmtr the kerbs, and at others covered the road-surface as
with axlc grease or bran-laden dust to the distraction of the wayv-
farer. In the first case, the swift- -moving hansom or gig would
fling sheets of such boup—whuc not mtuccptcd by trousers or
Lutshu)mplctcly across the pavement, so that the frontages of
the Strand throughour its length had an cighteen-mch nlmrh
of mud-p parge thus nnposcd up()n it. The pea-soup umdmon was
met by wheeled “mud-carts” cach attended by two ladlers
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clothed as for Teelandic seas in thigh boots, oﬂslims Collchilhgﬁ
the chin. and sou’westers scaling in “the back of t \Lynlccrl % }1:16_
Ho! The foor passenger now gets the mud m his ;\imqu e
orease condition was met b\ horse-mechanizec )} o
zravcllcrs in the small hours found fire-hoses washing away
erlililll((i‘a;ftcr. the mud the noise, which, again endowed by the

: s of
horse, surged like a mighty heart- beat in the central ”(Ii“llsmsttrccts .
London’s life. Tt was a th'nv beyond all mmwmmﬂs e

r 5e1S . . -
of workaday London were unif orml\ pl\ ed in “oranite”

' durm<r W hJCh the ideal of the suburbanized anti- utv was d

Srayatoym
Erosion
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vertical concentrations of people, separated by wvacuitics. His

vision of skvs‘cm})crs in the park degeneraces in real life into sky-
scrapers in p varking lots. And there can never he cnough parking.

The present Idatmnslnp between cities and JU(OXﬂ()thS repre-
sents, in short, one of those jokes that histor y sometimes s plays on
- progress. The interval of the automobile’s dev clopment as ev ery-
day transportation has corresponded prcusdv with the inrerval

eveloped
arclutccturlllv sociologically, legislatively and fnuncnllv

But automobiles arc hndly mhcrcnt destroyers of cities. If we
“would stop telling oursclves fairy tales about the suitability and
charmm of nincteenth- -century strects for horse-and -buggy traffic,
we would sce that the internal combustion engine, as it came on
the scene, was potentially an exccllenr instrument for abe tring
mrcnshv and ar the same

[

) S upon
and the h*mmarmw of a multitude of ron thud hlmr\1 hclcl lrEing
1 Ticels g
> drum ratoo of ryred w
[them], the dufcnmfj, side- o
from the apex of one set to the nese like sticks um;rqnirlm(r ng
a fcn . the creaking and (Troanmw and dmpmc and ra -
. and heavy, thus malrreated: the janeling o “hain
. )( 5T “ }'rin\(r ,\C CVeTY other (()IKLI\ ‘Ible
(R ESA

Lh‘,

harness and the clano
;‘iv::l!}\«itl;r*ua ltl‘nmm(,d ln the slmd\nw and bellow mngs ;a]mdtf(());
from those of God's creatures who desired 1o impart in ()tl?clklond
or }\n‘ﬂu a request \'OUHV—~mmd a din that . (..l;, W\H .
coneeption. It was not any such palery thing as nois : 7

~

e £
N

> for hberating citics from one of
£

ot

their nosious labilitics.

Not only are automotive engines quicter and cleaner than
horses bur, cven more unportant, fewer engines than horses can
do a given amount of work, The power of mechanized vehieles,
and their greater speed than horses, can malke it casier to reconcile
great concentrations of pcupl\ with efh
and goods.

Himensiy ()t f\(hlﬂd

icient movement of people
Arthe turn of the century, ralroads had 111&1(1‘, long
dcmonsn(lrcd that 1ron horses are

fine instruments for reconcil
m(r concentration and movement Auromobiles

1
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This was the London of Ebenezer Howard, and it is hardly s
¥
prising rhat he regarded city streets as unfir for human beings.

< P N S
‘arhusier, when he dess mud his Radiant € 1r\f of the 1920
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o, another means of curting down the immemorial
ar congestion of citics.
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mall- v Garden Ciry, {luticred ‘nmm g
;(‘)][“‘. Itl{C):lIA(TL and, Al(mtr with it, for a new system ()f .U 1fhu I%e

wis not. So far as the new age was U)llLCI‘Il(,d he was mczct\; ‘
adapting in a shallow fashion reforms that had been a Lcspon‘s dso.

nostalgic ye carnings for a bygone simpler life, and a rc%pm;sc 2 , -
to the nincteenth- century city of the horse (and the epic Lmulzl
So far as the new svstem of traflic was concerned, he was Cqm y‘y
shallow. Ile embroidered (I think that is a fair w ord f01]' 1S ap-
pm‘mh) frecways and tratfic ento his Radiane City %lmmihl,i.
quantitics that ‘]}}(Ukﬂtl\ satisficd his sense of dcsvin mtmmsy
hore no relationship w hatsoever to the hugely greater (%mxr y
of automobiles, amounts of roadway and extent of par \m: ‘117
servicing which would actually be necessary for his repentuve

We went awry by replacing, in effect, cach horse on the
crowded city streets with half 2 dozen or so mechanized vehicles.
nstead of using mch mechanized vehicle to replace half a dozen
or so horses. ]hc “mechanical vehicles, i their overabundance
work slothfully and idle much. As one conscquence of such low
efﬁcicncy, the powerful and speedy vehicles, choked by their
0Wn rcdundmu don’tmove much faster than horses.

Trucks, by Jnd large. do accomplish much of whar mighr have
> been h()pul for from mechanical vehieles in eities. [hcv do the

S work of much greater numbers of horse-drawn vehicles or of

“ burden-laden men. Bur beeause passenger vehicles do nor, this
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congestion, in turn, greatly cuts down the efficieney of the trucks.

Today, those in despair at the war berween those potcntiul al-
lics, automobiles and cities, are apt to depict the impasse as a
war between automobiles and pcdcstuans

[t is fashionable to suppose t that the solution lies in designating
certain places for pedestrians, and certain other places for \clu—
cles. We may be Ablc to male such scparations ev entually, if we
find we xcallv want to. But such schemes are only pmcmal n
any case, if they pr eSUPPOTE A S})(,LKJLUIII decline in the absolute
numbers of automobiles using a city. Ocherwise, the necessary
parking, g garaging and access arterics around the pumsman pre-

SCTVES ILALI\ smh unwicldy and deadening prt;pmrt.ons that they
nﬂhh‘ (mi\ of ULV \h%llltC("I‘ltlon not Uf

the dm\ ntown ()f l*mr W mrl Ihc irm Uf Victor (Jm(n Asso-
ciates, architects and planners, pmpoﬂcd that an arca of roughly a
square mile be circled with a ring road feeding mto stv huge,
oblong garages, holding ten thoumnd cars cach, which would
each penetrate from the ring-road perimeter decp into the down-
rown area. The rest of the area would be kepr free of automobiles

'md would be mmm\ cly dev clop 1 as 2 downtown of mixed uses.
ition in Fort Worth, but

ooy

l llL bk,llLlllL ll(lJ 1ult
imitative plans have been pmposcd for more than nincty citie
and have been tried in a few. Unfortunately, the HIHTators ﬁb".orc
the salient fact that the scheme treared the entire part of Fo
Worth which could be described as citylike in the form of one
interlocked, uninterrupred wh ole, and in these terms it made
sense; to this extent, it was an instrument of coneentration rather
than scparation; to this extent, it fostered greater comp Hlexity
rather than greater simp slicity. In the imit wtions, the idea is almost
invariably perv erted into dinky and tmid designs for 1solating a
few shopmmr streets in the fashion of sul burban sho pping nmll
and surrounding them w ith dead borders of par king and access.
This is about all chat can be done—and indeed it is all that
could have been planned for Fort Worth-——unless a problun much
more difficule than shrub-planting and bench-installing 1 faced.
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This problem is how to cut down drastically the absolute num-
bers of vehicles using a city.

In the casc of thu Gruen plan for Fort Worth, Gruen had to
presupposc such a decrease, even though the city 1s relatively
small and simple in comparison with our great cities, and even
tllouwh the arrangements for cars were enormous and claborare.
Part of Gruen’s Sahunc included arrangements for express bus
scrvice tying the downtown into the whole city and its suburbs,
and absorbing a far higher ratio of downtown users than is now
served by pubhc tr(msp(nmmon Without such an arrangement
and such a presup p()ﬁmon the ring-road scheme would have been
UI.lI‘CJ.]JSUL embroidery in the Le Corbusier tradition of wishfill
frwohty, or else—the difliculdes faced rcnlix‘ricallv—-it would
ll.iV( meant (mvr‘nm(r virti: »H\ the entire

o il

gre atlv (nhrch puumtcr nughr h ave scr\ui wuh thc Tarages
dlspmu far out, bur then the practicality of a umccmm%ad mn-
tense district, readily used on foor, would have been dch';ted
The plan would have no point, o

Some varicties of traflic SC}‘LH"II'iO[l conceived for heavily con-
gested downtown streets, envision not a horizontal scparation as
in the Gruen scheme, but a vertical scparation with either the
pedestrians put above the auromobiles on an upper street level, ¢
the auromobiles » he pedestrians -
UMHS (”\ o { u : 1 pCACsnians. osut JLiJIOVH‘ })bdhb‘

very hittle more room to cars. To provide x(mdbcds of

the dimensions needed for the cars that bring m the pedestrians—
which 1s the cause of the congestion and the reason for the separa-
tion—rmeans stretching the dimensions of the corresponding pedes-
trian levels to the point of sclf-cancellation of pedestrian con-
venience. These schemes too, to be practical either for cars or for
the pcdcstrlans must presuppose a drastic reduction in absolute
numbers ()f automobiles, and much greater dependence on public
transportation instead. i

And there is another d lifficulty behind pedestrian schemes. Most
city enterprises which are a re sponse to pedestrian strect use, and
Whlc.h, reeiprocally, generate more pedestrian street use, them-
selves need convenient acceess to vehicles for services, su )’)lics or
transport of their own products. o
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If vchicular and pedestrian traflic are completely separated,

one of two alrernatives must be aceepred.
The first aleernative is that the preserves for the pedestrians
must be streets which do not contain such enterprises. Fhis s

automatically an absurdity. These absurditics can be found, )

real Tife, and juse as miche be expected, the preserves are empty.

The pedestrians arc in the vehicular streets, where the enterprises

are. This tvpe of builr-in contradiction affficts much grandiose
“city of tomorrow” planning.
The other alternative is thar ic is necessary to devise schemes of
vehicular servicing, separated from the pedestrian preserves.
Gruen's scheme for Fore Worth handled the servicing problem

,

with a4 svstem of undereround runnels for trucks and for tx

service to horols, with access throuch basement-level loading.
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hiehly developed sys-
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As a varant, rhe se .
H " method also worked eur many vears ago

tem of
by Simon Breines, o New York archiceer, in a proposal for a
pedestrian midrovwn Now York, “Post oflicing™ means a system
I
i

e oand other deliveries within a

RENS uﬁwmg.

of conrral sortine for afl freip
sone. The sorred marerials of aff kinds from o/l seurces to each
destination are then combined and their distribution ravionalized,

much as mcoming mail is sorted at a post office and distribured.

[n this case, the point is ro cur down numbers of truck deliveres |

v rod
A red

can ther

nicht.
cerned, thus becomes principally a separation in time, rather than

in space. v involves considerable expense, because it mvoelves an

extra step of materials handling.
Ixeept in the most intensively used central downtown areas, it

hardly scems that the service complications accompanying thor- -

oughuoing separation of pedestrians and vehicles are justified.

I am doubtful as to whether the advantages of thoroughgoing

separation arc, in any case, very great. The conflicts berween
pedestrians and vehicles on city streets arise mainly from over-
whelming numbers of vehieles, to which all but the most mini-
mum pedestrian needs are gradually and steadily sacrificed. The
problem of vehicular dominance, beyond roleration, 1s not ex-

1
['he car-pedestrian separation, so far as trucking 15 con-
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clusively a problem involving automobiles. Obvious]
numb~c1‘s of horses produced similar conflicts; pcoj
C{(PCI‘ICHCC& an Amsterdam or New Delhi rush
bicycles in massive numbers become an a
pedestrians.

\th‘rc opportunity affords, T have been watching how people
use pedestrian streets. They do not sally out in the middle and
gl(ﬂ‘y in bcing kings of the road at last. They stay to the sides.
In Boston, which has experimented with CI()SiI;SE two of its down-
town shopping streets (the deliveries were the knotty problem,
of course), it was quite a sight to see the almost Cmpt/v roadbeds
and the very crowded, very narrow sidewalks. On the other side
of the cgmtincnr, the same phenomenon occurs in the model Main
Strect of Disneviand. The only vehicles on the Dispevland rown's

Y, excessive
le who have
hour report thar
ppalling mixture with

£y
A I ENEY A\ >
roadbed are a trolley which comes by at rather lone mrervals, {or
. T : R o oo ’
kicks, and once in a while a horse and buoey. Nevertheless, visi-

to_rs there use the sidewalks in preference to walking down the
.mlddlc of the streer; the onlv times I saw them c]moic the streer
mstead were, perversely, when one of the vehicles or a parade
went by. Then they went out to join what was in the street.

A certain amount of such inhibition i Boston or in Disneyland
may be caused by the face thar we have all been so conditioned to
respeet the curbs. Paving which mereed roadbed and sidewall
would probably induce more pcr‘r‘sti

, 'V’h(‘rc s'idcw;ﬂks ;n"c \&"idc'(cvcn i Boston) people do
1 nemseives up o the laughable deoree that they do i
Disncyl:md or on the nar[row downtgwn B(,)stcixrcsiig\l\‘?zlIt([:} o
Howcvc.r, that 1s apparently only part of the answer. In subur-
ban sh(.)ppmg centers where “streets” are wide but thorouchly
pedestrian :lI’ld)\\’ith()Ut curbs, people stay to the sides also sz‘q;r
.whcrc something interesting to sce has been deliberately placed out
n the “street.” It takes tremendous numbers of pc'dcstrizms o
populate the whole widch of a roadbed. even in scattermges. The
only times pedestrians scem to use, or want o use, 2 SfI'C(::\r road-
bc.d mn llll'zﬁ fashion are in cases of extraordinary floods of pc;\lcs~
trians, as 10 the Wall Streer district or the Boston financial arca
when the offices let our, or during the Faster parade on Fifth
Avenue. In more ordinary circumstances, people arce attracted o
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the sides, T think, because that is where it 15 most nteresting. As
they walk, they occupy themselves with sceing—sceing m win-
dows, sceing buildings, seeing cach other. .

In one respect, however, people on the pedestrian streets of
Boston, of Disneyland, or of shopping centers do behave dxﬂfer_-
ently from people on ordinary city streets heavily used by vehi-
cles. The exception is significant. People cross over from one side
to the other freely, and in using this freedom they do not seem to
be inhibited by the curbs. These observations, coupled with the
way people are forever sneaking across streets at forbidden places
if they can get away with it—even at risk to their lives—and

coupled with the palpable impatience people so often cxhxblt. at
crossings, lead me to believe that the main virtue of pedestrian’

streets is not that they completely lack cars, but rather that they
are not overwhelmed and dominated by floods of cars, and that
they are casy to cross.

Even for children the point may be fess to segregate the cars
than to reduce the domination by cars and combat the erosion f)f
sidewalk play space by cars. It would, of course, be 1deal to dis-
pose of cars entirely on city streets where Chxl(.h'cn'play; but
worse troubles still are harvested if this means disposing of the
other urilitarian purposes of sidewalks, and along \&:ith them,

to0, are automatically self-

i) s

supervision. Somctimes such schemes, . : \
Tincinnati atfords an dlustration.
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The hm;cs i this pmjcc)r 1‘”1‘(1)nt on pcdcsqinn chcinicts of lawns
and sidewalks, and they back up on scrvice aucys 107 Cars @
deliveries. All the casual coming and going occurs between the
houses and the alleys and therefore, functionally, the backs of the
houses have become the fronts and vice versa. Of course the
alleys arc where the children all are too.

Life attracts life. Where pedestrian scparation s undcrtnkcn'as
some sort of abstract nicety and too many forms of life and ’(l.CUV-
ity go unaccommodated or are suppressed to make the nicety

work, the arrangement gocs unappreciated.

a2
pat
-

To think of city traflic problems n ()vcrsimphhcd terms of

pedestrians versus cars, and to fix on the segregation of cach asa
principal goal, 1s to go at the problem from the wrong end. Con-

sideradon for pedestrians in cities is inscparable from considera-
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tion for city diversity, vitality and concentraton of use. In the
absence of city diversity, people in large settlements are probably
better off in cars than on foort. Unmanageable city vacuums are
by no means preferable to unmanagcable city traffic.

The problem that lics behind consideration for pedestrians, as it
lies behind all other city traffic difficultces, is how to cut down
absolute numbers of surface vehicles and enable those that remain
to work harder and more cfficiently. Too much dependence on
private automobiles and city concentration of use are incompati-
ble. One or the other has to give. In real life, this is what happens.
Dcpcnding on which pressure wins most of the victories, one of
two processes occurs: crosion of cities by automobiles, or attri-
tion of autnmobiles by cities.

To understand the pros and cons of any ciry traffic tactics, we
have to understand the natire of these two processes, and their
mplications. We also have to be aware char surface traflic in
cities exerts pressures upon izself. Vehicles compete with each
other for space and for convenience of their arrangements. Thev
also compete wich other uses for space and convenience,

Frosion of cides by automebiles entails so familiar a series of
events that these hardly need deseribing. The crosion proceeds as
a kind of nibbling, small nibbles at first, bur eventually hefry

LE3

: . : ) , .
bites. Because of vehicular conoestion, o sereer is widened here,

another 1s straighrened there, a wide avenue is converted to onc
way flow, staggered-signal syscems are instalied for faster move-
ment, a bridge is double-decked as its capacity 18 reached, an
expressway 15 cut through vonder, and finally whole webs of
expressways. More and more land goes into parking, to accom-
modate the ever increasing numbers of vehicles while they are
idle.

No one step 1 this process is, in itself, crucial. Bur cumula-
tively the effeet is enormous. And cach step, while not crucial in
wself, 1s crucial in the sense that it not only adds 1ts own bit o
the total change, but actually aceclerates the process. Frosion of
citics by automobiles is thus an example of what 1s known as
“negative feedback.” Tn cases of negative feedback, an action
produces a reaction which in turn intensifies the condition respon-



15(}} THE DEATH AND LIFE OF GREAT AMERICAN CITIES
sible for the first action. This intensifies the need for repeating the
first action, which in turn intensifies the reaction, and so on, ‘ad
infinitum. It is something like the grip of a habit-forming addic-
ton. )

A striking statement of the negative feedback traffic process—
or part of it—was worked out by Victor Gruen in 1955, 1n con-
nection with his Fort Worth plan. Gruen, in order to understand
the size of problem he had in hand, began by caleulating the
notential business that Fort Worth’s currently underdeveloped
and stagnating—but traffic-jamimec d—downtown ought to be do-
ing by 1970, ‘based on its pm]cctcd })()puldd()ll and trading arca.
He then translated this quantity of cconomic JLFI\;II} mnto nu,m—
bers of users, including workers, shoppers and visitors for other
purposes. "Then, using‘thc ratio of wvchicles per (%()\ MTOWN USCrS
current in Fort Worth, he rranshited the putative future users o
sumbers of vehieles, Tle then caleulated how much street space
would be required ro accommodate the numbers of these vehi-
clesapt to be on the streets at any one time. _ N

He gor an ourlandish figure of roadbed needed: sixteen milhon
square feet, nor including parking. This 15 1m comparison with the
five million square feer of roadbed the underdeveloped down-
LOWTL NOW POSSCSSCS. o o ,

Bur the mstant Gruen had ealeulared his sixteen mithon square
feer, the ficure was already out of dare and much o mnl\ To

o]

abtain thar much r(udmu space, the downtown w ould have t
1 oenornous extent. A\ otven alantity ()f
\PIL‘{U oufl }Hly\lk(lll\ 1O A0 CNOrnous SCAen /i VO G )

cconomic uses would thercby be spread re clatively thin. To usc its
different clements, people w ould have to dcpcnd much less on
walking and much more on driving. This would further increase
the need for still more street space, or clse there would be a terr-
ble mess of um(msh(m Differing uses, nucxmulv serung out 1
such relatively loose fashion, w ould be so far from one another
that it would become necessary to duplicate parking spaces them-
selves, because uses bringing people at different hours would not
be sufficiently U)m}mu for much staggered use of the same ac-
commodations.® This would mean spreadmyg the downtown cven
* Phis ty pe of waste already occurs frequently in dovwntowns where drib-

bied use is deliberatelv planne & Thus Pitshurgh'’s new civie cenier, drib-
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thinner, in turn rcqmrm(r stll more use of cars, traveling greater
absolute distances intern: ily. Very carly in the process, pulmc
trnlspurldtum would be lemuwhlv meflicient, from both the
customer’s and the operator’s point of view. In shore, there would
be no coherent downtown, but a great, thin smear, incapable of
generating the metropolitan f(1c111t1u diversity and choices theo-

rmu]lv possible for the population and cconomy concerned.

As Gruen pointed out here, the morc space that is provided
cars in cides, the greater becomes the need for use of cars, and
hence for still more space for them.

In real life, we do not suddenl nly jump five million square feet o
city roadbed to sixteen million square feet, and so the imj plications
of dCC(lUIIHOd wing a few more cars and a few more cars and a
few more cars are a litele harder ro sce. Bur swiftly or slowly,
negative feedback 1s ar work, Swif iftly or stowlv, greaie

the
ToaCcess-
bm[» n\ CAT 18 1N1CXOT, m:\ ac uml}mmml both hy fess umycnicntc
and cfhuulcy of puch transportation, and by thinning-down
and smearing-out of uses, and henee by more nee d for ears.

The paradox of inc reasing car acce usl}n]m and decreasing in-
tensity of uscrs can be scen at its extreme in Los Angeles. and to
almost as great a degree 1 Derroit. But the combination is just
as inexorable in cities at an carlier stage of the crosion pmcc»s

\VhCTC ””]" a 4 uf USCES are dLumml’JulfL i 1)\ rH‘

S
~

HlLICAS(‘ mn suriac

method mk)ptcd thcrc to p«\lliaw vehicular congestion s to speed

traflic by making the wide norrh=south avenues one-w ay. Buscs,
instead of running both ways on an avenue, must, of course, like
the other \thdcs run north on one av cnuc, south on another.
This can. and often does, mean rwo long blocks of otherwise un-
necessary walking by bus users, in the course of reac hing a given
destination.

Not 5urprlsm«rlv when an avenue is made one-w av o New

York, a drop in bus p patronage {ollews. Where do these former

bled 1nd buﬂuu ()H at rh( edee of d(mmm‘ n, st pm\ul for evening
use, parking accommodarions that are duplicared in the working part of
downrown and go ciipty in the evenings. Joint support of any tvpe of city

fauht\ m(lmlmw parking and pavement as surely as parks and stores, re-
quires great COMPACHNEss,
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bus riders go? Nobody knows, but the bus company’s theory 1S
that this fraction of its riders represents persons on a borderline
of choice. Some, the company officials think, are on a borderline
of choice as to whether to use buses or to use individual vehicles
others, who have come into the district from outside, are on a
horderline of choice as to whether to make the effort to use the
district, and there may be other choices, such as not making the
internal trip. Whatever their choices, convenience differentials
have shifted suflicienty for these people to change their minds.
What is indisputable 15 that the increased traffic 1()\\' with 1ts by-
the-way dcpxcsxmo effece on public transportation, does hmw
into play an increase in numbers of vehicles. Tt also cuts dnwn
f)cdwmm convenicnce by forcing longer waits than formerly :

N ‘ .,\ﬂo o oora d aveniiec
CTOSSINES O i VO atTected avenues. )
With oney H ative ;md nother. Manhattan enabled, during the

eighr-vc-lr pe od 1948-56, 36 percent more vehicles to enter it
daily from (ura.\l ¢, ghh(mfrh this soll represents a small {raction
of Manahattan's users from outside, 83 percent of whom arrive
by public ransportation, During this same interval rhere was a

iz-percent decline 1w pu ablic transportation passengess from out-
\1dc leaving a “deficit” of about 375,000 human users a day from
outside. Increased city accessibility by cars Is always 1cmm‘mmui
by declines i service of pubhe lldllbp()ndtl\)u Th \'iL clines i
rransic PASSCNQETS Are alwavs greater th
automobile passengers. W ith greater CCC@@}blhtV to a msmct 1)\
cars. total cross-use of the districr by people thus mmmamy de-
clines, and this is a serious matter for ciries, where onc of the great
tobs of transportation is to permit and encourage Cross-use.

Results like this—inereased accessibility, dccrmsm intensity—
stir panic in certain breasts. To counter the drop in intensity of
use, the standard remedy 1s to try to increase further the accessi-
bty b\ cars—usually, first, by Iml\mw pul\m«r caster for them.
Fhm rlkm(r another Manhattan c\‘lmplc one of the reancdies
fervently advocated by the trathe commissioner, as a palliative
for dcputmuxt stores, is a series of city-owned parking garages.
This pallative would crode some ten blocks or so of HlldtO\\ﬂ
Manhattan land, including many hundreds of small businesses.

ATy TN OT
1i1 araRes

5
i Cae

* Ar one of the parage sites the trathic commissioner advocates -very “logi-
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Thus does erosion, little by little, subtract reasons for using an
croded district, and at the same time make it less liv cly, less con-
venient, less compact, less safe, for those who continue to have
reason to usc it. The more concentrated and genuinely urban an

o .
area, the greater the contrast berween the smally of

allness of whar is
delivered and the significance of what is lost by the process of
erosion.

[f vchicular traffic in cities rcprcqcnrcd some fixed ¢ quantity of
need, then the action of providing for it would produce 2 satisfy
ing and fulfilling reaction. Something, at least, would be solved.
But because the need for more vehicles grows with the palliaciv
the solution keeps receding.

Ilven so, there should be ar least a theoretical point of solution
-—a point when i mereasing aceessibility and decreasing intensity of
use reach a state of equilibrium m'ln!yuc At this point, the
rraffic problem should be solved in the sense that there would be
no more pressure from vehicles unsausfied for movement and
storage roont. With progressive erosion, trathic pressures upon the
various parts of a city should be gradually cqualized, and then the
continued spraw! should satisfy these Cqu: alized pressures. When a
ity has become a sufﬁucml\ Immn(rcmous and thin smear, 1t
should bave the traflic prublup at any rate, 1 hand. Such a state
of equilibrium is the only possible solution ro a negative feedback
process like city erosion.

This pmm of c\|mubxmm has not yvet been .1})}»1()1@]10& m any

e IR NN NI £ +
U Feli-iie Oxe Hll 1ITS 1 01 Citics \UU;LL LU 10

<

erosion il] usmltc, as yet, only the stage of ever growing pressure. It

cally” located between a department store and the foot of a bridge—I
counted 129 businesses, including several unique spice shops to which cus-
tomers come from all over the metropolitan area, a couple of art galleries,
some dog beautv parlors, a couple of very good restaurants, a church, and
a great many residences, including several recently rehabilitated old houses.
The busmcsscs include those w hlch would be taken, and those facing, on
the opposite sides of the streets, for these make a unit; the businesses lefr,
facing a huge deadening garage, would be Amputarul from their constella-
tion of mutual SUppOTL, and deadened too. To jrs credit, the Ciry Planning
Conumission is opp osing the traffic commissioner’s garage schcm(‘ as this
is written, and is opposing it for the right reasons: on the grounds thar
cncouragement to more vehicles will be destructive to orher \AIUC
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would scem that LLos Angeles ought to be approaching the point

o
of cquilibrium because 95 percent of travel within Los Angeles
Yet, even so, the pressures

15 now done by private automobile.

have not been suthiciently equalized, for into Los Angeles” eroded

Sy [ I PP
Y })uu'u,
J

,[ T & e
3 Ll Culliv

2111&1 drab downt own 66 })LILCI N
transportation. When a strike of transic workers in 1960 broughe
out more cars in Los Angeles than usual, air photos showed free-
ways and surface roads alike jammed at crawling bumper-to-
bumper eapacity, and news reports told of st 11g1 ts berween
harried drivers competing for insufficient p:\rking } slaces. Los An-
geles” transit system, once considered the best in the Uniced States
(somie (\pvrts siv in the world), has declined o a slow and n-
convenient vestige of public rrunsportation, hut it obvioushy still
has a reservoir of nsers for whom there 1s no room on the high-

ways and parking fots. Morcover, the parking pressure generally
4 i PO

15 stufl on the merease theres A fow vears ago, tyvo parking §

per apartinent were considered ample for those mov me back mro

P Today the new sparonent Bouses are pr mldmg t

rlang plices pe;:“ apartment, one for the tushand, one tor the

e N . 1
wife, and an avernge of one per apartmnent for orher houschold
nbers o visitors, No fower will do i a ey where it 15 hard

e
» huy apack of cigarers without an automo bnw and when seme-
g
cven anoaverage allotment of thre
T rt et ? ‘;\1)1 i‘,?h‘ I\

VOCOINCS f\(JlU(j{jZ(‘:

cars in motion under normal, evervd:

[ M i M .1 -
Salishury has wriceen in the New Fork

tons. s i Barrison

Tine and again, Los - Angeles freeway movement 15 impeded by
accidents. So chronic is the problem that the CNEINCers propose
cars from the highways by hdlu)ptc. The
y coule [ cross Los Aneeles almost as

1
can make this mp at 5 P.AL tuday.

o remove stalled
truth 1s that a horse and bugy
fast in 1goo as an automobile ¢

The point of equilibrium, wherever 1t may lie, fies beyond the
point where pml Jetts even more serious than traflic bottlenccks
are generated. T hies bevond the p(,mt of safery from other hu-
man beings for persons afoot Upon streets. lr hc s beyond the point

of casual city public life. Tv hies far bey (md the point of any rcla-

3
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tonship between investiment and productivity. Quoting Salishury
AT ) ) ’

The drawback is that as more and more space 18 allotted o
the .lllf()}H()hllL‘ the LTINS thar ]) vs th

1C \'muux cous is S[‘r:m’j[C(l.
lls and are rendered unsuirable
for productive cconomic pulp(ms The co mmunity’s ability to
foot the ever-multi plving costs of frecw avs dwindles
same time traflic movement beeomes more and more random ., .
It 15 from Los Angeles that the most anguished ui s are heard
for rescue from the rubber-tired meubt Joois L
threatens to prohilnr new cars unless they are
to prevent the discharge of s nog-crearing |

o deas i Los \nﬂ“lcs thar b
15 exh: rsting the ¢
watler.

Enormous areas co J‘mm the tax 1o

At the

1mhs rhit
f lcd Wit h devices

v
—

1 H
erious of hu.lix say thar the system
] - M
H

Clenients necessary fo i
sarv fe

T.os Angeles did nos plin to culrivare such nrolyiems, any more
an New York and Boer

than New York and Bosion and P h]lmu, shia and Pmsmnun car-

my themiselves aw av o with expresswv ays. are plinning o chop ap

(md car thansclves awa v One seemin W!\ mfru al step s rake

another, cach step })l.umhl

11{“1‘
md mmuu-rl\ ‘]aiumbl» m nscxt. and

the peculir Icsuh 15 a form of city which is not casier to use and
t0 ¢et aroun

in, but on the
in, U contrary more scattered, more cum-

bcx‘wm“, MOre rune w )\Hﬂn

o,
““““ PR

ensive wnd m'wun.un g for cross-
use. A New Yorl mmulutmu‘ whe male
i other aues rells me |

time in Los

13 3
i

cs many business calls
e must devore alimost owice as much
. Angceles as o San Francisco or New York to
achieve a ¢iven numbcr of calls and unnplctcd work.
of a branch «

The head
office of a consulting firm in Los Angeles tells me he
ought to have two more stafl munl)us than are needed in C hicago,
just to make an ¢ juivalent number and range of contacts.

Yet although crosion solves nothing, md creates great inetli-
ciency, there is never a good or obvious point at which to swear
Qif, for as the process proceeds, from its small and apparently
IMNoOCcuUOus bcw‘innimr\‘ it beeomes cnmimllﬂv harder to hale or
reverse 1t and ¢ \LUIHHUI\ L atleast, more impractical to do so.

The tactics of crosion, destructive as they are ro cities, and
poor as they are at solving any thing, cannot be blamed for all
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that is cumbersome and progrcssivcly impracticnl and cxpcnsivc
n city transportation, however. Many city districts, without
benefit of erosion, are thin and imprncticnl for use except by pri-
vate automobiles and always were—ceven before auromobiles.

\We arc all familiar with the great need for automobiles in sub-
arbs. 1t is common for wives in suburbs to chalk up more errand
milcage 1n a day than their husbands chalk up in comumuting mile-
age. Duplication of car parking is also familiar in suburbs: the
schools, the supermarlets, the churches, the shopping centers, the
clinics, the movie, all the residences, must have their own parking
lots and all this duplicate parking lies idle for much of the uwme.
Suburbs, at least while they renain suburbs, can stand this land
waste and this high ratio of private sutomobile travel, because of
their lack of concentration. (Mere, it would seem, is that clusive
point of equilibrium; yet the moment work 18 introduced into the
mixture, even in a suburb, the cquilibrinm 15 10st.)

Much the same need, both for auromobiles a5 1 consrant neces-
icated parking, can oceur in cities where condi-
rsity-—including sufliciently high densities—-arc
o commutes in this family.” exphins my
The Kostritskys live in inner Balomore,

sity and for dupl
gons for city dive
lacking. “lam the one w
{ricnd Mrs. Wostritsky.
where they are close to Mr. Kostritsky's work. yut his wife, using
" o get her chil-

a car (nothing clse is pmctic;d‘), must “commaut
dren to school, to do any shopping mere extensive than that -
volving a loaf of bread, a can of soup and a head of withered let-
tuce, to use a library, to scc a show, to attend NICCTINgES; and, like

ler already out in the suburbs, this inner-city mother to

any not
must drive to a suburban shopping center to buy children’s cloth-

ine. Not only are there no such stores near her home, but the

Ntvtvver

downtown stores no longer
range of children’s clothing. By dark it is dangerous to travel ex-

cept by car. T
tolerable public tr;mspormti(m, either wit
to other parts of the city, and this would be so whether or not

quromobiles existed.
Such city districts
mobile use. But, on the other

are like suburbs in rcquil‘ing constant auto-
hand, unlike suburbs, thetr concen-

tration of pcopl

have enough demand to carry a good

he district’s thinness, morcover, cannot justify -
hin the district tself or

¢ is too hich for suburban qccommodation of all

Erosion of cities ..
f cities or attrition of auton _
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the automobiles and parking necessary. “In-between” densitics-
too low fo.r cities, too high for SLll)\;l'l)s~_—;xx'c as illl})I"lCtiC‘ll “f(_
tra’pﬂspormnon as they are for other economic or social pl‘lI; )();CG !
] ['he common fn_tc of such districts nowadays is to l})cvnl\).an—
[]:)C?i:l Si pt?igi;(:z;tlltll(c)llllui;Ll in‘:m‘y case. .hr dm very poor mherit
ransport: and use mmpracucalities may not cause
scrious traflic problems, because the mhabirants may not be able
to afford enough traffic ro make a problem. \thn'ltl 'y oar 'A)L
to, they arc apt to leave. ey e able
But.whcn such districts are purposcly “renewed to bring back
the }111ddlC class,” or if they arc the n'l)jcvts of cnns‘cr\“ni)ndc
retam a populnlion that has not yer deserted, the ncc\d’m‘ ur()\’ri(tlz
very extensive car accommuodations tmmediately })CCUm(*SIw chief
:fu—\d overriding constderation. The exisrimg deadness :\rrlﬂr‘l" ness
of use are thereby remntoreed. ) R
¥y, P X i -
C(),féiirifu Blight of Dullness is atlied with the blighe of waflic
The more rerritory, planned oy wnplomed, which is dull, the
greater becomes the pressure of trathe on hively districts l’&! le
\&:hn Dave to use automohiles to use their dull lzbm(; rcri"i‘:;)rv n}x Ll
city, or to set out of it are not mercly capricious when thc{‘ mk;

Verritories exhibitine

spppi}xﬁ‘d'\v.ilh whatever conditions they Tack f’l)r‘g;m;;:n'in;r dnar—
sity. s s their basic need, rcgnrdicf;s of traffic, But it is‘blm aim
which becomes impossible to further, if accommodations g'()Ar h‘utfc
numbers of cars get first consideration, and other citv u;cs aet tlcv
lcftovers.. A strategy of crosion by automobiles is '&ms nODt onl;’
de.s?‘ucuvc to such city intensity a5 already exists; 1t also conflicts
:elidlcgtnturmg new or additional intensity of use where that 1s

Cirv e . )
y r)l uses a'nd mterests of vartous kinds are forever interfering
w Sy - ool : ‘ )
ith the erosion process. One reason that crosion oceurs as grad-

wally s . p
v as 1t does 1n oest cities 1s the exorbitant cost of buying up so

fucl; Lm;l which is already m use for other purposes. But no end
O ( N 3 s - R . *. YN AR > N . M V
other factors besides expense exert friction on unlimited flow
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of surface wraflic. The many corners where pedestrians are al-
lowed to cross streets, for instance, exert friction,

To geta sharp impression of the conflict that 15 waged between
the pressures for accommodating more vehiceles and the pressures
excrted by many other uses, one need go no farther than the near-
est public hearing about a street widening, a route for a city ex-
pressway, a bridge approach, a road n a park. a switch to one-
way traflic, a new group of public garages, or any other oﬂicinl]y
sponsored erosion proposal that requires a hearing.

Such oceasions bring forward a different viewpoint from that
of the crosion advocates. Citizens whose neighborhoods or prop-
erty will be affecred usually turn up to combat the plan, some-
times protesting not only with their voices and petitions, bur with
demonstrations and signs.* They sometimes cire much the same
line of general argument against erosion that I have touched on,

T FVywens bhonle (rre0s
A ! ue R

IS
queting satisbury or Garuen or Willree O ok, L
k4

o ot

Motor Age, or Lewis Mumford’s arguments for balanced and
varied transportation.

However, generalities and phitosophy abour whither the cities

are heading are nor veally the mear of the cinizens” arguments, nor
does such comment make up their mose fervent and convincing

points.

What the citizens really attack is the specific desrruction thar
will be wroucht on ther homes. their streets, there businesses,
their communiry. Often their Jocalized mimor
JS U DUV S TONIURU Y JUF TS EIt EUSUNOUNIE I
L1y \llY Ly "’lll Lhie j)l\llk ‘l’ 1t vy LHIVL TRUS L, ll]\'\

elected again.

The planners, traffic commussioners, major clected officials, and
other remote people at the top of the municipal apparatus expect
this procedure. They know all about such protesters: well-mean-
ing people but, the nature of things, untrained 1o these prob-
lems, concerned with parochial interests, unable to sce “the big
picture.”

But what these citizens sav s worth listeming to.

The very earthiness and direerness of their reasoning about
* Ldimund Bacon, the director of Philadelphia’s planning commission, tells
me that citizens against an expressway he was for varned up with signs

reading “I'rv Bacon.”
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conerete and specific local effcets is the key, T chink, to rescuing
citics from destruction by traflic, a point T shall return to soon. It
15 also a reminder that erosion is unpopular, for very tangible
reasons, with great numbers of ciey people.

; While protests, the neeessity for hearings themselves, and the
direet expenses required for many erosive changes all represent

some of the forms of friction exerted by cities on the crosion
process, they do not represent any reversal of the erosion process.
At the most, they represent stalemate.

If the triumph of other pressures over waflic is carried a step
further, however, so as to diminish vehicular traflic, then we have
an example of attrition of automobiles by citics.

Artriton of automobiles by cities is today almost always hap-
)Icnsr:mcc. Atrrition, unlike crosion, s seldom deliberately

1

}
planned by anybody, and it is neither recoenized nor practiced as
bol ™ i

: 1 : 3
i ICSKS, 1F ey ayeeny
Rl L R PO U S R L W A L

iy ‘

;s’\‘l;my of its occurrences are ephemeral. For instance, when an
«')ﬂlBrondw;xy theater wag opened at the intersection of several
narrow streets in Greenwich Village, the added intensity of use ar
~rh:n' spot. between the acts and afrer the show, ll:nnpd‘ﬁd traffic.
I'he patrons used the sereer roadbed as an outdoor lobby because
the sidewalk was so narrow, and they were slow to et out of the
way. A sinilar blockage of a much wider streer C.::.Il be seen in
New York when Madison Square Garden lets out after some
event at night. So grear is the press of the crowds that they 1gnore
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for many blocks. In cither of
these cases, if drivers on the borderline of choice decide not to
try to bring the car next time, attrition is operating, although
very Cphcmcml]y. i
Another common form of aterition of automobiles by cities is
represented in the garment districe of New York Ciry which
generates a great deal of truck traffic. These trucks, in L‘nmpcti'
tion for road space, operate inefliciently; their numbers are se
grear that they render inefficient other forms of automobile
trathic. People in private passenger cars learn to avord the garment
district. When those on borderlines of choice decide instead to
walk or use the subway between their pownts of travel, artrition is

lights. Tratlic halts and backs up
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’ he gar-
operating. Indeed, s0 difficult has it become to move into t % f
> ost 0
ment district by taxi or private car that in recent years mos

water
Manhattan's fabric firms, w hich used to be 1 a qumt backwat

rict
in downtown Manhattan, h have moved up into the garment dist

FMETs.
where they can be w ithin walking distance of their custe .
¢ adds to concentration and intensity city

NVhile such a move
) ar use, and 1 an exi ample of

land use, it cuts down on city v chicul 1 1
attrition carried to the point that the meed for cars 18 rec mfti o
Attrition of automobiles by cities is so seldom delt herate t 1111 1t
is hard to find recent cmmplcs (The closing of streets for pedes-
trian use, being almost always accompanied by comp Ul‘nulﬂ”‘ gro)
visions for Vdndu is not attririon but lc‘urm(fcmmt of traflic

i w York
However, the closing of Washington Squarce Park in New
h) o

@ affords an insmance and s

ro automobiles, beginning 1938, &

worth exanining. o -
Washington \qmu Park, about seven acres i S Lertinat

Vlowever, untl 1038, it did not
> ulhamuldoi Fifth Avenue. However, Lo
the st A roadway -

on Fifth Avenue, ‘
d tradlic through the

terminate north- south traflic
rangement, mwmlﬂv 4 carrage drive, carriet b meh
between afth Avenue's teruinus and otie north-sour

}(ul
roadways below the park.

Over the years, rattic, of course,
park roadway link and it was always a nuis:
patronize this 1)111\ heavily and ¢

Jherr Moscs, in his capacity as parks COmmussittic f SHE00 7
lan was to unnpﬁnsvv for i——uniuch

trimming down the sides of the

ﬂ'rndnw' - inereased on this
o

o other users whe

¢
t

Jo- Tl
i3

. . s
ne 1030 S,
()nwmumn acio 1 the 1030

pat

to remove this road. PBut his p

wmore than compensate for 1tv—by | oLt
nark to widen the narrow pulmatcr streets, and thus to
P

the park with a mawr high- spccd rraflic arrery. T hh‘s;ll\l}mbcc
locally christencd “the bathmat plan” (dese ribing what wt
left of the park) was foughtand defeated. Sralemate. e o
Then in the mid- 1950 s, Atr. Moses came up with (1' nvc\\ }:z '
for crosion. This one involved a major de prc_sscd hlgl?-\x ay L;\tj&ﬂi
through the center of the 1(111\, as o hink for carrying a 1\.‘1; q
volame of high- spud traflie between midtown \1'1111111 i and o

- WS
vast, yaw ning Radiant City and expressway which Mr. Moses

11\
umkmw up s south of the p pa | , e
At frst most of the local citizens nppuscd the pr()poscd ¢

Frosion of cities or attrition of auromobiles [ 367

pressed highway, anticipating nothing beyond a stalemate. THow-
ever, two daring women, Mus. ghlrlu‘ Iayes and Mrs. Idith
Lyons, were less conventional in their thmkm(r They took the re-
markable mrellecrual step of envisioning improvement for certain
(11\ uscs, such as children’s p ]1\, &rrn”m(r, and hm&m(r 1rn|m(] at
the expense of vehicular traffic. They advocared dmnmmm the
xisting road, that 1s, closing the park to all automobile tmlhu-
but at the same tme, 2ot widening the perimeter roads cither. In
short, they proposed closing off a roadbed without compensating
for it
Their idea was popular; the advantages were evident to anyone
who used the park. Iurthcrmorc it be«:m to dawn on the theo-
rists in the community that stalemate did not exist as a choice this
time. For when other parts of the Moses Radiant City and Down-
town F\'prcsw”l\' scheme were evenrually 41(%\1‘!01501 the road
through the }\m\ id begin 1 ¢
hl“h\\ ay quantitics. It was nouced that the old road, although a
nuisance, was being used well beJow its capaciry, and Wnuld be
quite a different and intolerable affair when ic carried a share of
the proposed future expressway-destined Toad.

1

o
woul to rer automobiles o

Instead of staying on the defensive, majority opinton the
community took to the offensive.

The city officials insisted that if the roadway were closed-—a
step they appeared to think insane—the only pnwh]c alternatives

must be to widen the streets at the park perimeter, or clse bring

a stare antic and frenctic congestion. The Planning
o P
Commission, after a huuntr turned down the })1()[)0\11\ for clo-

sure, and approved instead what its members called a “minimum
r()ad\\';ly” through the park, on the grounds that if the commu-
nity got its foolish w ay the citizens would regret it. The streets
surr()undlrvr the p ark, they said, would be swampcd with di-
verted traffic. The traffic commissioner forecast an immediate
annual increase of millions of cars in the ncarby strects. Mr.
Mosces predicted that if the community got its way, the citzens
would soon be back begging him to recopen the road and build a
highway, but the mess they were in would serve them right and
teach them a lesson.

All these dire predictions would likely have come true if com-
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pcnsarmw punm(m had been made for cars diverted from the
park. 1 Iowever, before any alternate ArTANgements were made—
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getting heavy or various use, and would seck to widen and cn-
hance them as a gain for city life. Automatically, this would
narrow the vehicular roadbed.

If and when our Citics learn to foster deliberately the four basic
generators of diversity, popular and interesting streets will grow
ever more numerous. As soon as such streets, bv their use, carn
sidewalk widening, it should be offered.

Where would the money come from? From the same place
the money now comes that is misapplied to sidewalk narrowing.*

There are many variants to physical subtraction of rmdbcd
space for the benef it of other, already evident uscs. %pms of n-
tense congregation outside schools, some theaters, certain store
groupings, could be given outdoor lobbics intruding r partially into
the vehicular roadbed, thus m: wking their attrition “value permarn-
ent mstead of ephemera 1 Snmll px ks could be carried across a

e ) S

street, (uCICU\ uwuw- dead ends. These would sull permug, irom
e g . Yiys

cither dll‘CLUUn xdnculur scrvice access to a street. But they

would prevent vehicular through traffic except i emergency.
Park roads, where parks get enough use to justify this, could be
closed off as i Washington Square.

Aside from these and other variants of intrusion on roadbed

space, shorter blocks (and thercfore many crossings) which arca

necessity in any case for generating diversity, also interfere with
rrafhic flow.
In the next chapter, on visual order, I shall make further spe-

TTESTIONS £
L,lllk, \U oUC L i 1

e T

‘_' [ I 14

benefit tol city life and happen to frustrate automobile traffic.
- TR - . - - " e

Possibilitics for adding to convenience, intensiry and c¢heer in

cities, while smlultmcv)uslv h: 1mpcrmﬂ automobiles, are Jimitless.

Today we automatically, if sometimes regretfully, rule out most

P o \nur\t\
VL tdue ey N e AV

amenitics—to say nothing of pure functonal necessitics like casy

and frequult pcdcsrrmn crossmgs—bc cause these are in conflict

* Manhartan alone widened 453 strect roadbeds in the years 1955-58, and

irs borough president announc ed thar this was only a start. A sensible at-.

trition progran there would eliminate sidewalk narrowing, would aim—
among other things -at widening the sidewalks of at least 453 streets ina
four-year period, and would consider this only astart.
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with the voracious and insatiable needs of automobiles. The con-
flict1s real. There 1s no need to invene tactics artificially.

Nor is there any need to foist such mprovements where they
arc not wanted. Streers and districts where appreciable numbers
of people want and will enjoy such cha 1ges should get themy not
streets or districts whose pcupk will give them no support.

So close and so organic is the rie between vit: al, diverse ciry dis-
tricts and a reduction in absolute numbers of vehicles using their
streets, that, except for one serious problen. a cood strategy of
attricion could be based pure ely on building livelv, interesting city
districts, and all but i ienoring the by-the-way effects on automo-
bile traffic—which would AmmnAULAH\ be eifcers of artrition.

Attrition must come sbout with a certain sclectivity. As men-
tioned carlier in this chapeer, wraflic exerts pressures upon irself:
vehicles compete with cach other, as w (,H as with mrhu uses,
Just as other uses and waflic adape and adjust 1w cach other.
thus giving rise to the processes of croston or attrition, so do
vehicles adapt and adjust to the presence of cach other. For in-
stance, the mefliciency of trucks in cities is, in large part, an
adapration by trucks to the competition of so many vehieles. If
the mdhuulc\/ becomes sufliciently great, the enterprises con-
cerned may move or go out of busmcxs which is .mnthcr aspect

of erosion and rh!n_qqu down
&

exanmlc of dltTcrcnml convenience ai

3
5

<mg ;m avenue one-way. 1he udvantage ro the automobiles is
a penaley to the buses.
Utterly unselective aterition of vehicles could be, in many

streets, as discouraging to trucks and to buses as to private auto-

mobiles,

Trucks and buses are themselves important manifestations of
ciry intensity and concentration. And as I shall soon indicate, if
their cfliciency is encouraged, this too results in further attrition
of automobiles, as a side effeet.

I am mdebred for thus line of thought to Williuin McGirath,
tratlic commuissioner of New Haven, who has conceived several
means by which already familiar tratfic techniques can be used
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dehberately for sclective vehicular encouragement and discour-
agement. The very idea of doing such a thing at all s brilliang
McGrath savs it occurred to him gradually, over a period of four
vears of working with New Haven plmmrs during which he
realized that techniques for moving and storing more cars and
for putting every foot of roadbed to maximum use, as he learned
in school, was a most l()pSldcd way of dealing with city streers.
One of McGrath's aims is to encourage greater cfficiency of
public transportation, which in New [Haven today means buscs,
To achieve this, the buses going into and through downtown must
be speeded up. This can be done without doubt, says McGrath,
by regulating the traffic ight frequencies to short inrervals and
not staggering them. Owing to the corner pick-up stops required
in any case by buses, the short sienal frequencices interfere with
bus travel time less thar 1 lone

kltfzml frequencies, These same
shorter froquencies, unstaggered, constantly hold up and slow
down private transportagon. which would thereby be discour-
aged trom using these particular sereets. In ruen, this would mean
still Tess incerference and more speed for buses,

McGrath thinks that the realistic wiy to get pedestrian streets
where these mayv be desirable na heavily used downrown s to
bollx up the use of the streer for cars- anc! by bollixing up
the signal system-—ro the pomnt that “only a dmu with 1 hole

two,” and also by fo budmw p'l;‘kimr ;md ‘;t:mdinq. Afeer sucha

in his head would pick sauch a route after he tried 1t a tme or-
)
1.
it

N

PIPEIRNE NN ‘,J‘A] . P PO
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making or picking up deliveries there, and l)v few other vehicles
its status as a pedestrian street can be formalized without much

jolt to anvbody and without the necessity to compensate by -
throwing he avy flow and burdensome }mlxmg upon sonic other
streer. The necessary changes in habits will alrcady have been

absorbed, by atrrition.
Theoretically, city expressways are always presented as means

for taking cars off of other streets, and chereby relieving city

streers of tratite. I real Tife, chis works only 1 and when the ex-
pressways are well under capacity use; Tefe unconsidered s the

eventual destination, off the cxpresswav, of that nereased flow

of vehicles. Instead of serving as bypassers, expressways in cities

4 it ] IO P N SN
}7\HHL tat it is ULIH usca Uluy Yy {T1ICKS
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serve too frequently as dumpers. Mr. Moses’ proposed plan for a
downtown expressway in Manhattan, for instance—the one with
repercussions on Washington Square—is always presented appeal-
ingly as a fast route between the East River br idges and the Hud-
son River tunnels to keep through traflic out of the city. And yet
the actual plan for it includes a spaghetti-dish of ramps into thc
city. [t will be a dumpcr. and by thus accommodating trathic aimed

for the licart of the ciry, it will actually tend to chole up, instead

~ofaid, ity bypass traffic.,

McGrath thinks that if expressways are genuinely meant to re-
lieve city streets, their full effects must be taken into account.
There must, for one thing, be no increased parking to be reached
tnrowrn ur\" streets that are thcor(rlmll\ sup poscd to be relieved
of cars. Nor should it be pmsu)lc at exit ramps, McGrath be-
licves, for ditvers to thread their w ay through theorencally re-

1 Y 1 . o
H'\((l \?V(f" \i(l PPATH WY llT[ < rhre aitoa. f; ||1 AN Nt
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could possibly be m(*d as alternares to the artery whm tllc artery
chokes up, should be protected l»" Hdm(msl\' placed dead ends;
these would not mierfere wirh l()(Jh/Cd use of streets hut would

thurmmhly thware drivers trying to knie them with expressway

or arterial routes. Wirh such d\wus., cxpressways could serve as
bypass routes only. '

Certain ramps, which do lead into dense cities. could be limired
to trucks and buses,

Extending the basic McGrath 1dea 0{ sclectiv 1t\ ﬁmhcr, trucks

n ciries could be (rvp‘flw helned, Troe

SRR 1r
L] gulinh i Vit

o

Can $ervice. Tm) mean jobs. At present, we Jlrudv h ave, in
reverse, truck sclcctivity traflic tactics on a few ciry strects. On
Fifth and Park avenues in New York, for inst;m(:.c, trucks are
forbidden, exeept for those making deliveries.

This is a reasonable policy for some streets, but under a
strategy of attrition of automobiles, the same tactics can be used
wrong-side-out on other streets. Thus, where streets are narrowed
or bottleneclked o the point that a choice must be made as to what
vehicles can use then, precedence can ¢o to trucks, with other
vehicles permitted only if they are 111;11\'{11(; (passenger) deliveries
or pickups.

Meantime. the fastest lanes i multlane arceries or on wide
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avenucs could be reserved for trucks only.
a reversal, for example, of the (mm/m(rly frivolous New York -
policy of ¢ lesigning the speediest expressway ar terics, along the
densest parts of the citv, deliberately to exclude trucks, and forc-
g cven long-distance truckmv into local strects.

Trucks, favored by selective aterition, would do considerable

self-sorting. Long-haul vehicles would, in the main, use fast ar- -
teries. Narrow or bottleneclked streets would be used primarily

for deliveries or pld ups.

In a city district where aterition of automobiles had steadily

and sclectively occurred, we could expect to find trucks forming

a much higher proportion of total surface vehicles than is the
i
L
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case today. ¢ks, but

rather fewer passenger ‘um)mdn
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As I)LL\\ cen tavis and privare
parking scleenvely h\ms taxis.

passenger automol iles, inadequate

form of

This can be a useful

trathic selectivity too. because taxis do so nuny more times the

work of cquv alent private cars, Khrushchev, w hen he visited this
country, understood this differential in efficiency very quickly.
Afrer watching the traffic in San Francisco, he umnvnmud to the
mavor in \wmdu at the waste, and evidently thought over what
he had scen, because when he reached 'V Iidivostol on his way

home he announced that it would be his policy to encourage flects

of taxis in Sovict cities rather than private automobiles.
Selectvity, which would have to be an of a successful strat-

gy Of d[trltl()n W h‘rL\ cr [hL u)mpctltl(m 'Hﬂ()l](f \th(,lC§ war--;

ranted it, means very little, however, by itself. It has pmm only
as part of a broad straregy of cutting down absolute numbers of

vehicles i citices.

In considering suitable tactics and principles of attrition, it is
worth taking another Jook at the process of crosion. Frosion of:

citics by automobiles, while anything but admirable in its effects,

This 1s no more than

- tation is stimulated by increase in usage, under tactics
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presents much to admire in certain of its principles of operation.
Anything so effective has something to teach, and is worth re-
spect and study from that point of view.

The (hmwcs required or wrought by crosion always occur
picccmul~so much so that we can almost call them insidious. In
the perspective of a city’s life as a whole, ¢ven the most drastic
steps in the process are piccemeal changes. Therefore, each change
is absorbed piccemneal, as it occurs. Fach crosive change requires
changes in the habits which people follow to ger around i a city,

© and changes in the ways that they use a city, but not everybody

needs to change his habits at once, nor does anybody  (except

those dlsplaccd) have to dmngc too many lmblts at once.

ments m usage I(J()‘

'lh

of n : I :
ing, too, on thc dcvelmpmmt of pubhc‘ rmmpmmn(m At prnscnr
public transportation languishes, but not from lack of potential
technical improvement. A wealth of ingenious technique lies in
limbo because there is no point in developing it during an era of
city erosion, no funds for it, no faich in it Even if public transpor-
of automo-

“hile attrition, it is unrealistic to expect that revolutionary 1m-

provement will be accomplished abruptly, or wished mro being.
The development of twentieth-century
(Somcthimr we have never possessed) h
tom and cle nl\' antic mmd custom,

public
135 to foll()w a risc in cus-

just

‘Lr:mspormtion

transportation h has folluwcd a drop in custom ;md ;mticipatcd

- .drop In custom.

The plCLLI]]LJl erosive changes that cumulatively cat away a
city arc by no"means all thou(rht out m advance, i some ()1\ m-
pmn Schcmc or master plan. If thcy were, they w ould not be nurlx
as effective as they are. In the main, they occur as direct, pmctlcal
Iesponses to direct, practical problems as those problems appear.
Every move thus counts; few are gestures and boondogeles. Tn the
case of attriion of automobiles, this same kind of opportunism
will give maximum results, and also bese results in terms of ity
utility and improvement. Attrition tactics should be applied where
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conflices exist between traflic flow and other city uses, and as
new contlicts of this kind develop.

Finally, city croders always approach the problems to be solved
in positive fashion. There is some ralk, mostly on rarefied and ab-
stract levels, about using ‘1igh\ -ays for the side purpose of slum
clearance. But in real 11 ¢, nobody either Promotes or supports
highways wirh the negative purpose of getting rid of something
clse. Increased, or supposedly inereased, convenience, speed or
access are the purposces.

Arttrition, too, imust operate in pOsILVE terms, as a means of sup-
plying positive, casily undammd and desired improvements, ap-
pealing to varous specific and tangible ciry inrereses. This i de-
sirable not because such an approach 1s a superior persuasive and
polincal device (althougeh it is), but because the objects should
] wtangible and }“»mm\'c objects of nereasing, 1n spectfie
vodiversie s vithny and workabilinv. To concenrrare on
as the primary purpose, negatively 1o put taboos and

3 1]

dalec e ,‘]‘QI,I.-M‘ noohir sav Care e oo
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P <

away, would be a ])(»]]L‘\‘ not only doomed o defeat but rightly
doomed to defear. A ety vacaum, we pwst remember, s not
supertor to redundant :r;lihc, and people are rightly suspicious of
programs that give them nothing for something.

What if we fail to stop the crosion of ciues by automoebiles?
Tt if we anre provented from caralyzing workable and vitd
cities beeause the pracrical steps needed o do so are 1 contlict
with the practiceal steps damnanded by crosion?

There is a silver lmm” to every thuw

In that case we Amcricans will l‘II‘L”Y need to ponder a mys-
tery that has troubled men for millennia: What is the purpose of
Life? For us, the answer will be clear, established and for all prac-
tical purposes indisputable: The purpose of life 1s to produce and
consume automobiles.

It is not hard to understand that the producing and consuming
of auromobiles might properly scem the purpose of life to the
General Motors management, or that it night seent so to other
men and women deep lv committed economically or emotion: ly
to this pursuit. 1f thc\' so regard 1t thcv should be commended
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rather than criticized for this remarkable identification of phil-
osophy with daily duty. It is harder to understand,
why the production md cousumption of automobil
the pur pose of life for this country.,

Snmlkul., » it is underscandable that men w ho were young
1920’s were upm ated l)v the vision of the freew, ay Radi
with the specious promise that it would be ApProprie to an Ao
mobile ¢ age. At least it was then a new idea; to men of ¢
ation of New Y ork’s Robert Moses, for example, 1t was radical
‘md- excitg i the davs when their minds were growing and
their ideas forming Some men tend to cling to old intelleetual
excitements, just as some belles, when thr\ are old Tadies,
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