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THE END
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- THIS EXERCISE WorKS bestin Europe, Begin in the oldest part of a city, say
iy ;:Ficrenc{ Barcelona, or Lyon, and walk outward, You'll startin the cen-
5 ter, in the medieval section, with narrow, tiny streets built for the foot.
" You'll move into the Renaissance, where the streets and plazas gain
" more stature and nobility. Then you'll arrive at the nineteenth and
: “carly twenticth centuries, where you come to wide, tree-lined boule-
Wwards built for carriages and streetears, Then you arrive at the bulk of
: '_l_!'_u: twenticth century, where the streets . . fall apart, lose themselves,
-~ become patternless.

The same thing works in New York ar almost any American city
older than 4 century. Tt just Tacks the Furopean drama. You'll start on a
cmain street, with shops built for people to walk up to their doors, and
then you'll eventually come to the parking lots, subdivisions, and malls

sighied for the people who drive. Its o world of looping [reeways and
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roads accompanied by a random placement of hames, shopping malls,
and busimesses. All visible sense of order and structure 15 lost.

What's different about the postwar places compared to all that
went before? How da a strip mall in Kansas City and a warchouse-style
supermuarket in Lyon—y hypermarché—differ fromy o braditional “main
street” in either place? What has changed?

They lack what | think of as a sense of order or place. In almost
any space created before Waorld War I, a sense of enclosure and stablity
1§ partof its fabric: Newer places have no fabricat all, It's the difference
bebween a well-knit sweater amd a pi]u al varn. The madern structure of
highways and assorted destinations tied to 1t lacks any sense of being
there. And its not just an American phenomenon. French sprawl looks
alittle different than American, and there isn't as mch of i, hut it's stll
sprawl.

Owur cities have become unhound, and with them. our sense of
place and home. And this horrifies us. 1 know of no one who receives
the sight of car dealers and Wal-Marts on a busy houlevard with a warm
g]rhﬁ' We look around, whether we are in Cleveland or California, and
say, “What have we wrought?”

1 am here lo give us absolution, Our contemporary cities both are,
and are not, our fault. We have created them, but their placelessness
wits iot a consequense that we could have avoided unless we under-
stood the dynamics of their components far more thoroughly.

Before World War 1, cities produced a feeling of place as effart-
lessly a5 a tree produces bark. [Lwas an inherent atribute of their exis-
tence, not something that had to be consciously designed into them. All
places were designed as accessories to the human foot and various forms
of mass transit, from sailing ships to train lines to carriages and street
cars. The street was the bottom line of place, even though its form
changed some over lime.

The car changed all that. The parking lot and the tire, not the
street and the foot, hecame the haseline of a eity. And with that, every-
thing changed. The best, most elegantly designed shopping center lacks
a sense of place. The most mechanistic, relexively built nineleentl-
century eaompany lown will have it. The context was differen|

James Howard Kunstler, in his seminal book The Ceography of

Nowhere, says in an oftrepeated statement, “Eighty percent of every-
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THEEND OF PLACE =

Hinig ever hatilt in America has been built in the last [fty years, and
than

¢ of it is depressing, brutal, ugly, unhealthy, and spiritually de-
(1S = oy

ding. " This is husically tnue, bul also basically heside the point. Our
T3 ar / ¥
& ;ahi!L' suburks eould never have ereated the sense of ]J!ur:c thal

funstler loves, Even if Frank Llovd Wright, Thomas Jefferson, and
i

Vitrvius had designed them, they would still have the “Nowhereness”

hat Kunstler deeries. The designers of a Woolworth's or pharmiaey in
h ¥

igio had no more aesthetic sense than o designer of a Wal-Mart or a

Reveo today. But they did have a different context.
The challenge 15 to understand this dynamic, and then decide
how much we wanl to prapple with it. Changing it is possible, but it in-

-l enh i Vs,
volves tuking on our ¢nhre franspartation s stem

THE NATURE OF PLALCE

Before the car, or more particularly before the highway, the essential
challenge of cities was to keep everything [rom being in the same place.
The eitv was centripetal. Like a black hole, the nature of a ¢ity or town
was to stick everything to one point. People needed to be near the rail-
road, the port, the factory to get Lo their jobs, and Fctones needed to be
niear the people and transportation links. This was why reformers cham-
pioned public parks, Called the lungs of the cities, they were spots ﬂ_F
greencry in the tightly packed clumps of buildings and streets. And it
took real community effort to put them there. Valuable and scarce land,
which could have been converted into homes and businesses, had to be
set aside by the public. The tendency of the pre-automobile eity to suck
people to specific points only intensificd with the transportation advances
of the nineteenth eentury, which drew people, machinery, businesses,
and money toward the subway stop, the streetcar stop, the railroad
berminal.

Just the opposite conditions prevail today. The city is centrifugal.
The cily is more akin to a giant salad spinner, spraying growth out over
the CI‘JLl-Illl‘I-'SiI:.]EE indiscriminately. Growth still clusters around transpor-
tatinn sources, except that il is now the fTE:EWE}'El:l:vIuJEI].‘I tather than the
suhway stop or train station. But the growth circle of 3 streetear is mea-
sured in blocks because people have to walk there. The growth circle of

a freeway off-ramp is measured in miles, because people drive there,
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and need plaees lo put their cars at each end. Cansequently, there s 1o
purticular advantage to being right neur one's workplace. In fact. there
s considerable advantage to being as far sway from work or other neces-
sities as possible. The person who locates himsell on the frinces gets the
achvantage of bigger lots and more peace and quict, while still being
able to “raid” the jobs and commerce of the metropolis as 2 whole.
Thus the city expunds ever outward, with each person amd developer
reaching the short-term gain of being the farthest out

The drive to establish parks is anachranistic now, becanse we no
longer live packed in a block with no gicen space nearby. Now, st of
us live surrounded by green space, from our backyards to the berms and
shrubbery that surcound the shopping mall and lacal gas stalion. We are
enveloped in greenery, because the low-density environment has plenty
of spaces for trees, shrubs, and spare land that is left as forest or felds.
Now, a park is justabout providing reereation, not relief from crowding
and congestion

The essential dvnamic of cities and places has changed. The fun-
damental challenge of cities loday is to keep evervthing from being ev-
erywhere at once, The modemn push to establish growth boundaries can
be compared to the drive in the past to establish parks. Each movement
15 allempting fo check a fundamental tendeney of the form in favor of
the public good, The public good now concerns containment. whereas
before it was the reverse. Kenneth Jackson, a historian of the suburbs.
said, “The effect of the auto on the city is analogous to what astrono-
mets call the big bang theory of the universe. In the past, eilies sucked
iward, With the car, they exploded outward

This big bang has increased exponentially the rate cities consume
fand. Urban historian Robert Fishman noted, “The basic unil of the
new city is not the street megsured in blocks but the zrowth carridor’
stretching 5o to 100 miles, Where the leading metropalis of the early
2oth century—New Yark, London, or Berlin —covered perhaps oo Square
miles, the new city routinely encompasses fwo to three thousand [square]
ey,

A news article about contemporary Atlanta, a particularly acute
case, gives a glimpse of the dynamic. “Over the past six years; Atlanta
has gobbled up more land than any metro area, anywhere, Each year,

the region’s suburban boundaries grow by 38 suare miles. . . . As @
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county, Gwinnett, has tripled in population in sisleen vears to 460,000
sgueq from the air, Gwinnett looks like a vast sea of col-desacs—an
estimated g.oco of which are spread across the county.” The growth of
Atlanta, the writer correctly observes, was fueled by three Interstates
built in the postwar era thal converge on the region

Victor Graen, father of the first enclosed shopping mall, in Min-
neapolis, precisely deseribes the centrifugal nature of suburban devel-
ppmerl in a long piece, which he apparently writes with some regret,
ahout the children he has sired. Ina chart entitled “The Victous Cirele,”
he shows an arrow from “Sprawl]” leading to “Increased Use of Automo-
hiles" leading to "Decreased Use of Public Transpartation” leading to
“Separation of Urban Functions” leading to “Inereased Road Surfaces™
Jeading buck to “Sprawl.™

The End of Place saddens us, | believe. We have had thousands of
years living with “walls” around us in the form of strects and buildings.
it's ordy i the last fifty that most of us have been able to leave them,
Wow, like a prisoner veaming for his old jail cell, we miss the places il

once involuntarily confined us. Althongh we chafed at our old con-

straints, we find now that we Jllighl need them, The car and the high-

way have allowed us fo leave our ald ennfines, bul they also have meanl
we could notgo back,

Is the End of Place an unavoidable consequence of the car? To
answer this, we need to understand why one methad of transportation is

chosen or can be chosen.

WHERE PLACES COME FROM

Cities and places are created by the methods we choose for moving
people and goods and senices from place to place. Tn other wordy, their
transportation systems, How we get around determines how we live. It
doesn't waork the other way around. Cities are born from their transpar-
tation systems. These systems drive the cconomy of a eity, and deter-
mine how people live. If James Carville, the fast-tatking Cajun who led
President Bill Clinton’s 190z clection campaign, had been a city plan-
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ner, he would have rewarded his campaign message of *IU's the economy,
stupid™ to read, “It's transportation, stupid.”

[s many of the cHorts to redireet city planning, there has been o
misplaced emphasis on zoning, as if zoning caused our cities to be laid
out a purticular way, This mistake is understandable, becanse this ap-
peats to be true at first glance. Usually, zoning and codes require (i
standard suburban form of separated uses, mucho parking, and so many
curb cuts: But in reality, 2oning no more causes this than a posted speed
limit causes cars to drive fast. Like most government regulation, zoning
just tidies up what would be the basic form of the citv anywiy. The
essential dynamie of the suburhs, which is separation of uses, and the
esscntial dynamic of inner cities, which is mixed uses, are determined
by their transportation systems. No amount of rew riting zoning codes
will change this

New York City can be said to be its subway system. Iis network of
dense huildings would be impossible without it. In a similar way, the
nelwork of highways in a suburban metropolitan area makes possible
both cheap, big houses on halfacre plots of land and the big-box stores
with huge parking lots. If a region could control nothing else. control-
ling the transportation system would still be an adequate toal to shape
development. Land-use laws, like gomng, are secondary to the effects of
g transportation system.

“Housing patterns, land utilization, and employment and com-
merce centers are all shaped by the hansportation system. | ., The rise
and fall of cities throughout history and especially in the United States
canalso be accounted for largely through changing technology in trans-
portation,” say Delbert A. Taehel and Jarmies V. Comehls in The Politi-
cal Economy of Urban Transpartation. Cities built around rail roads have
risen and fallen, they note, while “the boom towns of America today are
frequently located at the intersections of the major interstate highways.™

Eivery city built has grown from the spine of its transportation syse
tem, like fesh around bones, whether it be a river, a trail, a railroad; or
a highway, If we want to shape a cily, we have to shape its transpartation
system.

Why do Ispeak so loudly about this? Because so many efforts deal-
ing with cities do not recognize this. [f we want a particulas type of

place, then we have to look at what kind of transportation system pro-
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THE ENDOF PLACE

duces that kind of place. [fwewant to conlrol or shipe the type of devel-
opment ina metropolitan area, we have to grapple with the highways,

ails, and other systemis that move people around within it
: )

GETTING AROUND VERSUS GETTING AWAY

Sq who decides the transportation systems of a ity, state, or nation, and
on what is the decision based? It is primanly a political acl. From the
Eric Canal to the Interstate Highway System to the Manhattan subway,
the way we get around has primarily been determined by politicians
and th;_- public will, even if with the cooperation and participation and
profiting of private developers.

‘I'hese political efforts, and their effects, can be broken down into
intercity transportation, which is necessary for economic growth, and
intracity fransportation, which determines living styles but which isa
secondary systemn that is dependent on the economic growth of the
former.

Cities are bom from intercity lrmnsportaion—that is, major trans-
portation links to other cities, regions, and countries. New York was cre-
ated by its natural harbor to the Atlantic, and by the Erie Canal, which
opened up the entire Midwest to shippers bringing goods to and from
Europe. Detroit was born from its position at the headwaters of the Great
Lakes. My own city of Norfolk and the surrounding region are a product
of a great port. This isn't to say that great transportation links antomati-
cally create greal cities, but they are a prerequisite.

The contemporary city is at the center of Interstate crossings
[nterstates are our modemn rivers of commerce, and proxamity to them is
probably more important now than being on a train line or a river. Ma-
jor transportation links ereate the possibility for industry, which 1n burn
brings people and money to a city. Industry depends on the ransporta-
tion links to the outside world,

The vilal transportation components of the contemporary city, both
here and in Europe, are a major airport, an Interstate highway link, a
train line, and a port. A city must have at least two of these to thrive, and
preferably all four. It is these external links that are necessary to ship
products and bring them in. Improving these links is the quickest way
for a city to generale economic growth.

a7




Citles arc export enbitics, satd Jane Jacobs in Cities ard the Wealth of
Neabtions.” They exist because ey provide people a way to make money, of
in more abstract lerms, o gain wealth, When two or imore people are gath-
ered torether, vounsnally do not find religion buta way of producing wealth

[Fs important to understand this, because only when there is indus-
{ry present can we then begin talking about housing and shopping malls
and dentists” offices and accountants and newspapers: These are all sec-
ondary activities; dependent on the export industries of a city, whether
producing grapes or producing computer chips. Residents of the same
pliace buying and selling things to each other will not produce a ity

People discuss growth as if it were Tueled by available land, or by
the presence of a road. Opening up mare land for development in i
tegion will not fuel growth, it will only shape the pattern of growth
“Mew residential development s usually cited as the teason for
growth, but no one moves here because there is a new subdivisian, They
move here because of job opportunities,” said Jim Wahlbrink, execulive
officer of the Home Builders Association of Raleigh-Wake County, in
commenting on that region’s explosive growth.®

A true statement, OF course, a city or everr a simall Lown is ina
constand churn as p-.-up]-:: start businesses and close them, move into
town and leave il But the basie dynamme s still there. To ohserve this,
just look at any ghost mining town in Wyoming. Or remember how
people talked aboutl "the Tast people leaving Scattle please turn off the
lights™ wlen a shump in Boging trigrered a vast exodus from the city,

]]I:ﬂ-]‘.llt‘. COme 1'|:| = Fl..:.r:'jl'lll ]]{'(.'L”“\l' HII.'I'L' die ijE:l.‘_h |||||.| |'||r:||||_':.'. ||I':l!
hecause there is available land. Montana and South and North Dakota
are still among the least-populated areas in the country because no one
has figured out how to make a living there yet, even though these states
have some of the prettiest countreside in the nation. The Dakotas actu-
ally have fewer people in them loday than in geo, when expectations of

a hig farm ceconomy fucled the last of a homesteading hoom.

STREETS VERSUS TROLLEYS VERSUS HIGHWAYS

The internal transportation of a city is a different question. [t determines

) - . — .
i pt:l.rp]u live, and is more a matter of taste, These internal transpor-
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- gecisions—whether to build a beltway-style freeway, whether to
tafi :

.wideﬂ ar
attern of hom
pips in ihe Silicon Valley could live in row houses and take a sireetear

WELRE :

aad, whether to build & commuter train line—delenmine the

es. affices, and shops. The people who make computer

o work, or live in antomabile suburhs and use the freeway, as 15 ||1-E-C'rjh|:
aow: The important thing is that the chips have awiy oul of the Valley
by either Interstate or til. Which they do. Internal and external trans-
F:}ﬁait'mﬂ systems ov erlap, but the distinction is still useful.

By using the word “Liste,” | don’t mean thal a city's intermal trans-
portation system 15 unimpaortant; only that there 1s choice. The pal-
ternt of :.pr.w.'| {hat most American metiopolises have chosen is en-
vironmentally destructive, harmful to the poor and elderly, mfexible,
and less livable than o more compact form. But sprawl 15 compatible
with Tnterstates, airports, ports, and train lings, and so is supportable
Ecmmmiﬂﬂ“}‘.

Talk by reformers of how we have “subsidized” suburban develop-
ment obsfufus the true nature of growth. In reality, government “subsi-
dizes” all forms of growth because it makes the principal transportation
decisions and pays for them. The constriction of subway lines in New
York City, with government help, “subsidized” the manufacture of
Dueens il Braoklyn and the Upper West Side, The construction of
streetcar lines in Norfolk “subsidized™ the creation of my neighborhoad
of Ghent, an old streetear suburh.

It is true that the federal government fueled the growth of big
highways. But then, it did the same with construction of railroads, which
produced a series of railroad towns. Government builds place through
its choices of ransportation. Maost of the changes that have so radically
altered our ways of living have had to do with internal means of trans-
portation within a metropolitan area. That being the case, they have
been more @ matter of choice than necessity. The classic street was mur-
dered by the car and the highway. The seminal modem architect Le
Corbusier predicted and advocated thiswhen he serawled on a drawing,
“We must kill the streei!” And without a street, there is no sense of place.
Bringing back the street is not possible unless we bring back the types of
transportation that once made it essential.

49
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THE HISTORY OF PLACE

Mark Kingwell, writing in Harper's, noted that both “Alexander the Great
and Napolean moved through their respective worlds . _ . at precisely
the same speed. Tap velocity for them, or anyone, was the oillop of o
horse.™ Before the industrial revolution in the latter part of th el
teenth century, cities and their dynamics hadn't changed much n sew-
eral thousand years, because the technology of transportation had not
changed much.

There were stvlistic differences among the Italian Renaissance cily
of Morence and the Arab city of Fez and the streets of London, Defénse
strategies shaped the exterior of cities and squeezed people within the
mandatory walls, But the basic form of a citv ar loswen— by, narrow strects
built mostly to accommodate people on foot—stayed the same for five
thausand years,

The industrial and technological revolutions changed all that."”
Pheir innovations initially would catapult the form of the classic ity to
its zenith, and then swaftly brang about its downfall with the invention
ol the car and the subsequent decision by govertiments to build roads
for it In between, one saw the steamship, the railroad, the horse-
drawn lram, the streetear, the elevated train line, the elevator, and the
suthway, all inventions 1hat would torque the form of the traditional city
nto new shapes, while keeping the street huilt around pedestrians as
the hottom line.

Each of these past revolutions—the canal, the railroad, the sub-
way—remade the city, although within the context of a traditional erid
or ather urban street patlemn

People despaired when trains entered the heart of the great cities
in the mid-nineteenth century, Mumford wrote, destroying and trans-
torming places where generations of people had lived and died and loved.
“I'he rushing locomotives brought noise, smoke, grit, into the hearts of
the towns; more than one superh urban site, like Prince’s Gardens in
Edinburgh, was desecrated by the invasion of the railtoad.”"" The ear-
lier introduction of canals, said Mumford, beautified cities, “With their
lacks and bridges and tollhouses, with their trim banks and their gliding
barges, [canals| had hrought a new element of beauty into the rural

landscape, the railroads of the paleatechnic phase made huge gashes "™

1
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But the lesson is not just that things change, get used to it. While

¢ changed in the past, they did not change as fundamen-
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nsity, and structuring around the conventional street and sidewalk, |
st cities destroved themselves trying unsuceessfully to make this leap.
we blame those cities for not foreseeing this? Their planners were
:.ﬂ 15t doing what every other generation of planners had done: thrusting
' the latest transportation innovation into the heart of the city. In past
. -_ E'-!_'.n-:mrirrnz;. the eity wonld regroup around the new system. This time,
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aleotechmie phase made huge gashes.”*

NORFOLK

My own city of Norfolk is a particularly egregious example of this. Tn
1951, it had the dubious honor of heing the first city in the country fo |
E-'.applj.' for and use urban renewal money.”” Authorized by the misnamed |
S Housing Act of 1949, the federal program gave maney lo eities to :
~ tear down older areas and redevelop them. The feds paid 8o percent,
the citics merely zo percent, and even that 2o percent was construed
 very loosely. Norfolk pursued the pelicy with a vengeance. Over the




next decade, this cily that dated back to the seventeenth century wonld
tewr down roughly a thousand acres in and around downtown, The firsi
phase, hegun in 1951, tore out mostly decrepit shacks. But as the taste
tor destruction was whetted, the destruction grew indiscrmminale. Ingeh,
the city tore out two hundred seres in the oldest part of the aity, destroy-
g maore than five hundred commereial buildings and displacing twenly
thousand people

By the early 19605, pone were the centurv-ald burlesque theaters,
the old train stalion, and the fabulous city markels, one bult Art Deco-
style in the 19305 and the other with medieval turrets in the 1856, Cone
were the often elegant buildings near the water where brokers and other
businessmen bargained over the tons of coffee and coal that made their
way in and out of the port. Most of all, gone was the liny network of
streets, muny of them still cobblestaned, that invaked the memory of
the city’s oldest days, dating back several centuries. As one historian puf
it, “Nathing remained to suggest that the city had not descended full-
blown from the sky from the 10408, 2 place with no discernible past.”"”

While tearing stuff down, the city was facilitating the insertion
inta downtown of giant freeways, miany of which were laid atop the old
est neighborhoods. As part of the redevelopment, the old eity hall and
courts, which formed @ central square at the city's heart, were closed,
and a giant, windswept plaza with modernist skyscrapers of concrete
and glass was built as the new municipal center. 1t sat al frecway's edge,
with the mayor's and councilmembers' parking spaces appropriately
placed under a freeway off-ramp. The downtown was left with only a
few ald churches that the city couldn’t quite bring itself to wipe out.
They sat like lanely manks, ornate spires in a sea of concrete, refugees
from a massacre.

And whal can we say ahout Norfalk's action? First, that it was a
tragedy, if a common one. Norfolk went farther and further wilh its
urban renewal than perhaps any city in the country. But most eities did
something similar to Norfolk. Maore importantly, however, we should
understand that it was a tragedy not only because it occurred, but also
because it didn't work!

I its actions, Norfolk was merels daing what other cities had done

over the past two centuries of industrialization and technology—which
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ettiest parts of their cities by layimg down train
lies” hearts. With the introduction of every other Iring-

advance —canals, traing, subways, and streetears— buildings

Il:nii itself around the new method of transportation. The king is dead,
e the king. But that didn't happen this time.

Norfolk tore down its oldest, most historic quarters, and then stood

" back ... and nathing happened. The consultant Charles Agle, who led
o IEI-ihu proCLss, had painted grand visions of a Corbusier-style city, with tall

fpwers Springing up from plazas while the gentle curve of an elevated
freeway passed nearhy. Bul it was a false vision. Oh, the ity builta lot of

' stuff. A municipal center, a sports arena, 4 concerl hall. A new tradi-

sional urban office sector would emerge. Bul the heart of the city, a

B windswepl purkinq lot of bwenty acres where the cily foresaw its gr.mdusl

yisions emerging, would stay vacant for almost forty years. Finally, in

the spring of 1999, « three=story, enclosed suburhan shapping mall,

fanked by giant parking garages bigger than the mall itself, apened. [t

" ywas built by the Taubman Company and seeded with $rco million of

city money.

" What Narfolk and other cities did not foresee was that the new
transportation system —the limited-access, Interstate-style highway—was
too radical for the city to ever re-form around it. Their intended savior
would destroy its intended beneficiaries. What development arcund
highways needed was plenty of open land for giant parking lots, vast
separation of nses, and giant cloverleafs. With space demunds this ex-
treme, older city centers, built on the scale of the human foot, could
never compete. They killed themselves trying,

The beloved status of older, urban-style neighborhoods and eity
centers today derives precisely from our realization that they are a past
art form that will not be built anew. In the words of Joel Garrean, they
are “antiques,”and like that seventeenth-century rocker, we can bestow
lowe, care, and attenbion on them,
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CITIES MAX OUT

The nightingale’s song is most brilliant and sweet near its death, goes
the saying,

Such was true with the early-lwenticth- and late-nineteenth-
century city, The streetear, the subway, and the railread pushed the classic
city form Lo its summit, The streets themselves were al their most feteh-
ing, as cities played with Beaux Ars—style circles and avenues. It was a

hyperdense but dramatic place of grand apartments lining streets that

leel i r|mgliiﬁr.enr L‘Ee[:nrhru:rdsturuz's and Frain stations. twas the city of

Haussmann's Right Bank, Grand Central Station, and the frst skyvseraper.
The city was the center of the world

The new transportation technologies created the classic streets
that sarround the older cores of ¢ities in hoth the New and Old Worlds
Every major eity in the latter halfl of the nineteenth century saw what
were essentially new cities created outside or, in the case of the Right
Bank of Paris, on top of their older cores, They include the Eixample in
Barcelona, the lovely grid of sofi-cornered streets that has Antoni Gaudi's
creations in it The bulk of New York was created during this same time
period and into the early twentieth century. In fact, what's fascinating is
how relatively new are such urban icons as Las Ramblas in Barcelona or
Fifth Avenue in New York or the Champs Elysées in Paris. They were
all products of the latter half of the nineteenth century and the explo-
sive new forees af the train, the steanship, the streetcar, and the ¢leva-
tor that were “force multipliers” for the classic form of the street,

The narrow medicval and Colonial-era streel, often budlt just a
few arm's-lengths wide, broadened into the boulevard and the avenue
and carried loads unimagined in centuries past as trains, streetears, sub
ways, and elevators put more and more people on it Rather than reliey-
ing congestion on-streets, as in centuries past, the new methods of
transportation increased iL In paradoxical fashion, “every majoradvance
in transportation mercly made the streets more crowded.""* Water and
rail ferminals provided central locations for industral and commercial
activitics. People lived near these activities because they had to walk to
work. Factories and houses were jammed together, and both workers

and managers lived near the factories. Cities like New Yark achieved a
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of transportation —in this case the streetear or its brethren—creale new
srms of lving. The effect of streetcars, lrains, and subways to increase
¢ i's.ity pn:um]:_dud the rich and upper classes to live in apartment build-
;. rather than individual houses. As Flizabetlh Hawes notes in her
llent book New York. New York: How the Apartment House Trans

* class lived in multifamily buildings. They were called tenements; or

forslightly better dwellings, “flats” By rg30. that had all changed, and

ments—which was a new word imported from France to make respect-
= ahle o lower-class custom ' Similar changes were happening in estab-
___'Iish::] cities all over the country as the invention of strectear lines both
extended and densified cities.

Although the apartiment revolution started in New York, it gradu-
ally spread to the provinces. Smaller cities in the South, East, and West
were alsa building their first streetear lines, and developers attempting
- o profit off this new form of transportation looked to the major cities
and E:-:inf:d what their m]]f:aguf:s had done there,

At the turn of the century, elegant apartment buildings with lavish
molding hegan to sprout around the new streetear lines in Nerfolk. An
3 unsigned article from The Virginian-Pilot in Norfolk, dated October 15,
- 1gu, speaks of the origin of these new places. The unnamed author speaks
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wilh clear knowledge of urban cause and effect, as if he were a trained
urban historian rather than a low-paid, ink-stained wreteh

“The age of the apartment house life has come here to stay. [t isa
wecent mstitution even in the larger centers, this apartment honse liv-
ing. It is ew for the reason that there is a distinction between an apart-
ment and a Hat, just as there is between a flat and a2 tenement. And (e
first 15 an outgrowth of the secand, which evolved from the third” '] he
writer says that in these new, more luxurious apartments “any stigma
that might be attached to a tenement dweller, any social descendency
that be held against the flatite has no reflection upon the apartment
house fimily.”

The carand the highway killed the wrban apartment building and
its broad, graceful avenues, The city was cut down at the tap of its form,

The age of the car separales into the era of the road and the era of
the freeway. Although they extended and enlasged the city, the fivst paved
roads did not immediately kill the street. If vou laok at Seattle and parts
of other cities formed in the carly twenticth century after the car had
been introduced, youl'll still see a coherent grid of streets and shopping
districts formed around businesses fronling on a sidewalk and street with
minimal aceommuodation for parking. This was partly because this was
a transthon stage between [orms. But it was also becase the car can be
accornmodated in a limited way within an urban fabric, San Francisco
wis rebuilt after the earthquake and fire in 1906, and so largely in the
age of the car, Its surprising, but makes sense, how relatively low in
density the city center is, and how many of these beautiful Victorians
have garages carved underneath them that were part of their original
construction. The relatively low density of San Fruncisco is one reason
why it's more dificultto make a public transportation system there work,
in eomparison to New York, Boston, and Chicago.

[t was not until the introduction af the tised limited-access free-
way after World War I1 that the era of place, of urbanity and cities, was
truly swept away, An Interstate highway is incompatible with any form
ol street-based activity. This postwar invention swept away streets and
the need for them. We enter a world of pods placed off freeway ramps,

the pods ranging from subdivisions to shopping malls and office parks.
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w, more Juxurious aparhinents “any Stigrﬁn_ As 50 often is the case, Mumford wasan unheeded Cassandra on
tenement dweller, anv social LlEﬁL'EﬂrIEn_ . hiject. He was particularly prescient in his brilliant essay “The
itite has no reflection upon the apﬂmn&ﬁ, '“,-.ajr and the Cily,” originally published in 1958 in Architectural

" - It was writlen after Congress had passed and President Dwight
vay killed the urban apartment |-'|“ih-liTlg:]1] enhower had signed the Federal Highway Act, which would kick off
The city was cut down at the top of its form & Inieﬁtatf Highway Systern. Over the coming decades, the federal
mment would spend hundreds of billions of dollars for what some
the largest prihlic works project in history, Mumford de]urLd L
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Mumford answers his own question.

“The purpose of transportation is to bring people and goods to
aces where they are needed, and to concentrate the greatest variety of
and people within a limited area, in order to widen the possibility

low densily of San Francisco is one reason
:2a public transportation system there wnf"
Boston, and Chicago. - hoice without making it necessary to travel. A good transportation
raduction of the mised, limited-access frees I
the era of place, of s banity and cifies,
ale highway is incompatible with any for
¢ postwar invention swept away streets an';‘.l 8
ra warld of pods placed off freeway mmpsz
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minimizes unnecessary transportation; and in any event, it offers
ange of speed and mode to fit a diversity of human purposes.™

- Hisapening guestion should be stapled to the head of every palicy
kerin every city hall and state capitol, With it, he opens a door which
lead one 1o a sense of how transportation shapes the overall dy-

mic of a place. Mumford saw that each transportation system is like a
i in art or music, producing its own peculiarities in tone, style,
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and color. He says a page later, "The fatal mistake we have been making
is o secrifice every other form of tansportation to the private molor-
car—and to offer. as the only long-distance altemnative, the airplane,
But the fact is that each type of transportution has ils special use and a
rood transportation policy must seek to improve sach tvpe and make
the tost of i, This cannot be achioved b stiming al E:'Ll__rlilu specd or con-
timeus Aow alone,™ Mumford saw Hiat highways should not e “thrust
inte the delicate tissue of our cities™;* that within metropolitan areas, as
opposed to between them, 4 1-1|'I._"'||-'i|:\ lzas Fittle vse,

It's interesting lo contemplate what Amenca's landscape would
be like if Congress had divided the maney for the Intestate Highway
Systern between it and improving and upgrading the country's rail sys-
tem. If this had been done, then the passenger-truin lines like Penp
Central might not have gone broke, and our cities would not have
sprawled so widely and far.

Looking to the future, there are some chances that cities may end
their outward orbits, and recoalesce around new centralizing forms of
transportation. The most likely is the high-speed lram line. 'Tom Downs,
former head of Amitrak, makes the accurate observabion thit rapid rail
“will be the hrst urban recentralizer of our Hme™

In France, the world’s most extensive mil network, whose high-
speed trains travel at elose to 200 miles per hour, is actually altering life
in that country in new and unexpected ways. When [ wias in France in
146, a university student on a conventional train in Tours blithely com-
mented to me that she seldom saw her !Jmfn;_':i:‘uru outside class, because
they all lived in Faris, The professors, preferring the more cosmopaolitan
city, commuted roughly 150 miles each way to their elasses at the univer-
sity 1n Tours, They took one of the high-speed trains that depart on the
hour fram Paris, and arrived in Tours Afty-eight minutes later™

These trains would be peeleel on the East and West Coasts, where
the bulk of the population lives and the cities are close together. But
they may never happen here. The extended form of sur cities makes
building them much more difficult. Secondly, the airdines and highway
builders are sure to mightily oppose their construction. A high-speed

train between Washington and New York would cut aitline traffic in

hiall, if ot more.

Lo b i bt d e
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THE DEATH OF PLACE

nlc"l.'np]ilﬁﬂgﬂm Death of Place and the fraclured, mcoherent places
IJI cities have become, we have the choice, as with so many things,
ether to groove o itor gag on i, to quote comic-strip artist R Crrumb.
there are some chances that cities mayend
soalesee around new centralizing forms of
by 1sthe high-speed train line. Tom Dmm_',_ g
wes the accurate u];amarmn that rapid rail =
itralizer of our time.” 3

],-NH am undecided. There are fimes when [ look around at the
baundless boxes of suburbia, the sweeping freeways, the glittering signs,
d say, “Aan’tita gus?” You'll notice [ don't say, "Ain'tit wonderfulz" |
,_n bquite bring myself that far. It's more like admiring a good car crash.
"o Is it possible to admire our distended cities and places withoul
maost extensive rail HI'_'“YIJTIC_, whose high i\ ’ i ny? I come o the same doorway thal Roberl Venturi, Joel Garrean,
200 miles per hour, is actually ﬂ!tering lifa
mexpected ways. When 1 was in France |

a conventional train in Tours blithely com-

Deyan Sudiic, and others have arrived at. These commentators have
alked through the doorway and learned to love that which they onee

’feated and loathed. Sudjic notes with approval that “we have begun to
m saw her profussors oulside class, because e the first steps towards an urban architecture that ELLLFP the con-
ofessors, preferring the more cnsu]npnlﬁgﬁ smporary city for what it 15, a fractured, incoherent place.™

viles each way to their classes at the univer B I myself am not able to. Not yet: [ am still unable to look at a
of the ]ligh—sﬁeed trains that depart on the - L KMart with the same fondness that a Woolworth's on a downitown street
in Tours fifty-cight minutes later.® A ' ;
aerfect on the Fast and West Coasts, where i " basic goods cheaply. | do see that the suburbs are a new form of city and
ives and the cities are close together. But =
2. The extended form of our cities makes ' /
fheult Secondly, the aitlines and 11ig[1wu}r._
» oppose their construclion. A high-speed

nd New York would cut aitine traffic in

- would inspire, even though both have the same mission—to deliver

ot a product of malevolent forces. But the disappearance of place is
ot something I love.

The ancient Greeks may have poisoned themselves by the smelt-
= t?ﬂé that produced the lead that they put into the bronze they relied
) upon. In a similar way, we may be poisoning ourselves in our pursuit of
-~ ihe most and the cheapest, and by resisting any atlempt to examine
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whether those efforts have the side effect of destraying something we
may vitally need. A place, 3 square, a home

It's tempting to ponder whether the Death of Place is linked with
some reneral withering away of coherency and structure in nearly even
field of artistic endeavor. Poems no longer rhyme. Sonnets are @ dead
art torm, Representational painting is one small side road in contempn:
rary painting, rather than a central avenue, Architecture, as we have
been told so many times, has dropped any sort of rules or structure,
Contemporary elassical music jettisons melody, harmony, thythm, and
sametimes even e standard Afieen-nole ehrominticscale.

In a similar way, the narrative line of cities has broken down. Strewls,
which have been the pages on which the storylines of cities have been
written, have been traded in. They are no longer the continuous theme
on which human settlement is built, moving on up from ting walkways;
to wider streels, o baulevards and avenues, No longer.

The death of the street has in turn killed related unifying devices,
like the central town hall and the neighborhood bar. At the same time,
transportation and technology ave globalized industry and capital,
which means people and industy move more, and communities are
event less confined to a physical place. Our communities are becoming
rmore conceptual than actual, as characters and actors move in and out
of job descriptions like "mayor,” “newspaper editor” and “industrial
leader,” only ta be replaced by someone else g few vedrs laler

People no longer know their neighbors: One could write a hook
on all the reasons why this is triue. My own hunch is that « variety of
socictal trends have added up, building to the “lipping point,” as statis-
licians say, where suddenly it's just too difficult to walk the few feet to
the homes around you and get to know their inhabitants. People move
frequently; Family patterns have fragmented; religions are diffuse and
many, with no ene faith dominant anymere in a community, the wiy
some towns were once ruled by Episcopalians or Methodists. If you make
that walk, carrying a home-haked pie to the newcomers, chances are
they'll like different music than vou, different arl, different religions
And even if you were to hit it off, they would probably be pone, moved
to another job, just as the friendship fourished.

Unfortunately, the storvline for people has not broken down. Its

still pretty simple. We live, we die. We do some stuff in between. Han-
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the side effect of destroying mmcﬂnng We

ﬂus simple rative line, in the midst of a society where all is
isejuare, a home.

]1|-L is difficult and often tragic. Riding the tiger of modemity, as
pssl

v whether the Death of Place is linked with' iechiall Berman says in All That 1s Solid Melts info Air, is a tough job.
s

vof eohereney and structure in nearly eve This difficult ride continues in the forms of city and community.

sems oo fonger thyme. Sonnets are 5 deagd

ranting 15 one small side road in contempg.
1 central avenue, Architecture, as w

Jive ... anywhere, anywhen, with anybody. Much of the alienation

mgerh:'lm'-ss‘:d by New Urbanism comes out of this, The incolier-
¢ have
fas dropped any sort of rules or struchir
sic jettisons melody, harmony, thvthm, 3

ce of our places matches the incoherence of our lives. This disgust

our physical form carmies with having no narmtive line on which to

our hat.

J filleen-note ehromatic seale. = Byt il we want Lo build arder into our world, then having a family

rmative line of cities has hroken down, Stregly
on which the starvlines of cities haye ber.;;'}.-
. They are no longer the continuaus thema
tis built, moving on up from tiny walkwavg
ds and avenues. No longer. b
thas in turmn killed related unifying devi i
id the neighhorhood bar, At the same hm
ogy have globalized industry and capita

policy and universal health care may be as important as a good
set system, To really build a more ordered world we have to tackle
s forces that contribute o disorder, which s as much: about owr
. nnmu. and paolitical life as it is our urban or suburhan life. Can you
the fuidity of capital and the rate of business change, in arder
inerease other choices, like the possibility of staying in one place,
getting to know one set of people? :

‘Even though the traditional “place” has died, it remains embed-
adustry move more, and communities

ical place. Our communities are becoming
i, as characters and actors move in and out
ayar,” “newspaper editor,” and m{]LIStI'IE

inour collective memory. Its fascinating how many standard televi-
o shows and movies still organize characters and plots aronnd a Main
et. with a comner store or bar, even though those things don’t exist in

t people’s Tives. A standard lelevision show, like Beverly Hills gozio,
by someone else a few vears later. ] '

w their neighbors. One could write a hpcé '
is true. My own hunch is that a variety of
p, building to the “lipping point.” as stafis
it's just too dilheult to walk the few feet tu
zet to know their inhabitants. People move
1ave fragmented; religions are diffuse and
ninant anymore in a community, the way
by Episcopalians or Methodists. If you mak
baked pic to the newcomers, chances are
than you, different art, different religionsi®
toff, they would probably be gone, mm‘m}

endship Aaurished. ' '_-
vline for ]JLUP]E has not broken dawn, I[85
v die. We do some stuff in hetween. Han-

has ifs pretty teenagers Jason and Kelly hang out at an urban-style
;In'shup, which wouldn'texist in the antomobile-oriented Beverly Hills.
¢ camnera niever shows the exterior, but one imagines Jason or Kelly
nIHnE it from a traditional sidewalk through a traditional front door,
he show gels away with it by stylizing the retro sodn-and-hamburger

int as one that is being consciously nostalgic. Feminist writer Naomi
olf talks about this when she notes that disaster movies seldom show
thousing or a suburban shopping center getting blown up, flooded,
bumned. “The ‘edge city’ is practically invisible night now m movies
TV, Wy is that? Because, on the visceral level al which we recog-
ize archetypes, we all know that the bleakness of American life is con-
ected (o the hideous artificial environment. No one can work up a
od goddamn about whether the lava is going to get the Wal-Mart."*
¢ has a point, although | part company with her shout the “bleakness
o ﬁmerlcan] fe” being connected to its *hideous artificial environmenl.”
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A Wal-Mart is no more artificial than the brick department store dowr-
town, 1L just comes fram a different svstem.

Bart Simpson is one of the most honest eharacters on television
He and his cartoon family, the Simpsons, relentlessly pecl away the white
lies and fig leaves of American life, Yet this cartonn world is a curiaus
mxture of suburbia and a traditional Main street—style town. The
Simpsons live in the prototypical two-storv-with-attached-garage subur-
ban home, and shop at the Quiki-Mart run by the Indian elerk. Bart
skateboards to schoal, almost surely an impossibility in the suburhan
community that the Simpsons live in. And an this skateboard journey,
he passes traditional storefronts built on traditional-style sidewalks and
streets, His school occupiesa central square ina park. The town of Spring-
field is seen as possessing a classic city hall and square, rather than a
faceless office complex on a parking lot, which is the style in so Ly
suburban eities. I1's as ifa lown werp impassible to construct conceptus-
ally without a Main Strect, even though Bart’s counterpart in real life
almaost surely does not know one.

The classic form of the city, and ils clear arder of town s(jiare,
neighborhood bar, ete., still serve as 2 unifying narrative even il in real-
ity its thread has been erased. We have lagged in producing art that
accurately reflects the Death of Place. Film director Michael Tolkin,
writing in The New Yorker, notes that there is a dearth of novels or liter-

ary works that take place in Los Angeles.

For a city to praduce a great novel, more than g few people have
to agree about the city, and Los Angeles does not offer a ¢lear
harmonizing of its themes, This js why our literature fils onto a
short shelf, and why the movies can grow here, unencumbered
by a shared social history. .. . A great novel might vet be written
if a song could take the j1a {expressway] for granted the way the
world takes Central Fark or the Champs Elysées or the Newvsky
Prospect for granted, those real places that exist for everyone be-
cause someone saw them and loved them ™

Joel Carreau is right in saying that the new formless places, like
Tyson's Corner, are cities. He calls them Edee Cities. But | think he is

wrong in predicting that with time, the patina of age will soften their
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icial than the brick department store dowy, £ sharp comers and turn them into places that we can love. Tyson's Cor-

ner, the classic Edge City, is approaching a half-century in age. By that
time, a place like the Fast Side of New York or midtown Manhattan had
acquired the seemng permanence of centuries, Tyson's Corner still faels
|.ﬂcr.' an afterthought, a nowhere land. The places we are creating in this
fater half of the beenticth century are fandamentally different than those
= before. Their incoherence, which is a product of (e transportation sys-

ifferent systerm.
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