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Preface

The aim of this urban design project is to understand and manage the growth
of a part of Glasgow. Successful plans for growth must recognise the economic and
soctal aspects of a city in addition to providing a design framework for the form of
the city. Principles for sound growth will be applied to the Broomielaw area of
Glasgow's city centre since it is the next office expansion area. Three design
proposals for the Broomielaw by local and national architects will be evaluated as
will the policies of the City of Glasgow Department of Planning. The effect of the
Planning Department's policies on the form of the Broomielaw is demonstrated by
these three proposals. Alternative policies will be proposed in this document and an
urban design proposal that complies with the principles of these new policies will be
created to demonstrate the intended nature of new construction in the Broomielaw.

The city's health, as a whole, is an important focus of the proposal. Issues of
urban form, architecture, economics, planning policy and the distribution of uses in
the area of growth will be evaluated and regulated according to the effect on the
health of the city. Cities sometimes grow to enormous size and become
unmanageable, but a large city is not inherently inferior to a small one. A large city
should be substantially superior to a small one because of the principle of economies
of scale: a group of people gathered in a city will enjoy convenient employment
opportunities, competitive prices and cultural and social institutions that people who
live in towns can not afford. A large city should provide more of these benefits than
a small one, but this can only happen if growth, however slow or fast, is managed and
directed to continually improve and strengthen the city. In this respect, a larger city is
a better city.

A city grows only if people find it an appealing place to live and work. The
aim of urban desigh is to provide these attractions. If city growth does not include an
attractive environment, then the growth will be short-lived. It is important to guard
against short-sighted growth plans in the Broomielaw so that the city will not become

less attractive in its new form than it is now. An area of a city without the qualities



and attractions that one expects to find is a definite liability to the city and is a
deterrent to growth. Growth should not be encouraged for growth's sake; it should be
encouraged because it is aimed at providing its citizens with a better life. A better life
may include convenient shopping, public transportation, hospitals, schools,
neighbours, entertainment, or employment opportunities. A city can provide

something for everyone.

The outline of the investigation:

The ideal city:

Identify the best qualities to be found in any city.

Lively streets and the convenience of shops, entertainment and services are the
foundations of great cities. Special buildings like theatres as well as common
buildings like offices should be distributed evenly throughout the city to ensure that
each district of the city maintains a high standard. The most interesting and beautiful
cities also have districts of unique and identifiable forms or patterns.

Identify the area or areas preferred (by the free market) for growth.

Buildings should not be constructed if no demand for them exists. Such
buildings will remain empty until that demand exists; new buildings do not create a
demand. Buildings built for any other reason than as a response to a demand will be a
burden to the public or private owner. The free market, not the local government,
must decide on the area for development. The example of London's Docklands shows
that construction for other motives (to beautify derelict land, to attempt to boost a
local economy) may have disastrous consequences.

Identify the goals for the development.
The goals shall take into account the site character and conditions and the role
the district will play in the fabric of the city.

Form a strategy that will accomplish the goals.

The strategy will be based on the economic conditions, the proposed uses of
the district and the urban form potential of the site.

Identify the types, locations and dimensions for urban spaces in the
district.
The types of urban spaces will depend on the density of development, the

types of tenants in the area, important connections with the rest of the city and the
pace of development.



Implement guidelines to foster development that follows the intent of the
design.

These regulations should be strict enough to ensure that the spirit of the design
will be captured in the development, but not so strict as to stifle variety in the
buildings. At this scale, architectural regulations should be kept to a minimum.
Regulations should not seek to determine the form of the architecture where it does
not significantly affect the quality of the urban spaces and should not seek to
determine architectural style. Within the regulations, flexibility and creativity are
encouraged.

A lively atmosphere and carefully considered urban form are the most
influential factors affecting future growth. A vibrant and interesting city is a
successful city and people will choose to live and work in that type of city. This
success will nurture growth. A mixed-use development that provides life for the
public spaces in the Broomielaw will contribute to the well-being of Glasgow. An
even better contribution which the Broomielaw can make to the city is incorporating
the river into its centre. Past development near the river has shown that this task is
not simple. The river remains outside the city centre; the north bank is the city centre
border. The successful incorporation of the River Clyde will depend on the manner in
which new growth occurs, not simply on the existence of more buildings near the
river. A successful and inviting river environment will effectively move the city
centre boundary southward and provide a new attraction for residents, workers and
visitors that is not in the over-endowed core of city centre.

After the best qualities of a city are identified, measures will be taken to
ensure that the Broomielaw will have these qualities. In addition to making sure that
the types of buildings for the new service-oriented economy will be accounted for, the
Broomielaw and the Clyde will be appraised and a design to strengthen the
connection between them will be proposed. The Broomielaw district, including the
river, will be conceived to make the best use of the site in relation to the city of
Glasgow. The intent is create a framework of form and a framework of functions that

will yield a city that improves as it grows.
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Introduction

The Broomielaw district of Glasgow has been the venue for several schemes
by architects and developers over the past several years. The area consists of two
distinct halves. The eastern section is composed of a mixture of old and new
buildings and offers opportunities for incremental development on piecemeal sites;
the western half, about twenty acres altogether, contains few buildings that are in
good condition and worth preserving. This land can be considered open and
continuous. The Broomielaw is one of the earliest developed sites in the city, and
now that available building sites in the city centre have become scarce, it is again the
subject of proposals for public and private development.

This site and tﬁis city are attractive because of the contact and interaction with
a wide range of elements. An emerging city image, pedestrian and automobile traffic
patterns, the range of urban spaces, the historical depth of buildings, conservation
requirements and the connections between old and new parts of a city can be pursued
here. The timing of the regeneration of Glasgow and the cross-over from an
industrial economy to a service economy highlights the way a city handles upheaval.
The aim for Glasgow is to identify the best qualities of a city and incorporate them
into the most favourable site for development, taking into account the local conditions
and the area's relation to the whole city.

New buildings that have been proposed for the city centre of Glasgow over the
years have been evaluated, case-by-case, on the merits of each building, whether it be
the size of the building, the public amenities accompanying it, the location, the
architectural style or the revenue potential for the city. These are the wrong
principles by which to judge a scheme. In these cases the architect has had to hope
that what he or she believed as the important factors in an urban scheme were also the
qualities that the Planning Department and relevant public agencies were using as
criteria for judging. The process has been indiscriminate. The Scottish Development
Agency, the Glasgow Development Agency, The Royal Fine Arts Commission for

Scotland, the Planning Department and the general public have rejected proposals for



the Broomielaw for one reason or another. An architect should be able to produce an
acceptable proposal, since that is his professional duty, but in the end the agencies
that must approve a scheme only have themselves to blame if a published guideline
does not exist and the scheme does not meet expectations. Besides, architects do not
always know best. The publication of guidelines for the development of an area is
not enough; the guidelines must also be sensible. The cycle of proposals and
rejection is wasteful of time and money and according to this tradition, the cycle may
be never-ending. Obviously, an accepted proposal that conforms to a set of flawed
principles will necessarily be flawed. Since no clear policy of the important issues
for the development of the Broomielaw area exists, each new proposal is undirected.
The adoption of a strategic plan that includes the area's role regarding the rest of the
city as well as concerns for the most advantageous use of land, conservation policies,
public spaces and city image will eliminate a substantial amount of conflict during the

approval process. Richard Rogers makes a similar appeal in A New London;

"[The] goal [of planning boards] would be to take the holistic
view of the city laid down in broad strokes by the metropolitan
strategic body and to foster the balanced, ecologically sustainable and
culturally vital communities that we so desperately need. ...

The great advantage of this system would be that much
argument could be avoided... because the major constraints... would be
laid out as part of the planning framework at the outset of the design
process."!

The most important issues would take precedence over questions of style and
personal taste, and it might become routine to consult local authorities to resolve
ambiguities, or to serve as expert advisers before designs begin. The architectural
style of buildings in the city does not rank as an important factor; buildings of any
style in the Broomielaw designed as integral units of the city would be far better than

a collection of insular contemporary buildings. Rogers continues,

"Finally, an additional advantage of this system would be that
issues of architectural style would take a back seat to more relevant

! Richard Rogers, Mark Fisher, A Ncw London, (London: Penguin Books, Ltd., 1992), p.xxxiv.



questions, such as the size of the scheme, the type of activity it would
enclose, its provision of public amenity."?

Local government officials should take it upon themselves as the guardians of
the urban environment to be experts on cities and to draft policies for growth that will
guide the non-experts or ones preoccupied with self-interest issues into producing
schemes that genuinely enhance the city environment. The local officials also should
understand the reasons that a property developer would want to build in Glasgow,
what environment is condusive to new construction, and what buildings the general
public want in the city centre. The real question concerns what each party stands to
gain from new building endeavours. The challenge, then, is to satisfy all the groups'
desires without sacrificing one group's interests for another. One of the aims of this
document is to collect ideas and information that are uncoordinated, arriving at a
framework for solutions that will satisfy all interested parties and improve the city.

The general framework for city-wide development can be applied specifically
to the Broomielaw to demonstrate the soundness of sensitive development guidelines
for Glasgow and to further indicate that each area of the city must have a growth plan
that responds to its particular location, topography, history and built environment.
Each neighbourhood in the city centre should have this type of site-specific strategy.
Public officials (the top of the power structure) who.fund or approve any changes to
Glasgow's environment must have an awareness of urban issues and the expertise to
find solutions. The idea that the people with the most power should also be the wisest
may sound sentimental, but the alternative of unbridled freedom for architects and
developers can be disastrous. Freedom to make mistakes and freedom from

responsibility are simply not desirable when one is building something as
consequential as a city. The government can make it easy for new development to
occur, but the government should not promote unsound development. In London's
Docklands, developers relied on the government's leadership and expertise. They

believed that the government knew best and these developers decided to associate

2 Richard Rogers, Mark Fisher, A New London, p.xxxv.



with the London Docklands Development Corporation based on this fact. The
enormous financial incentives that the government offered in the Enterprise Zone
essentially cajoled developers into a pattern of unsound development.

Cities in Scotland, England and the United States provide some examples of
successes and failures to illustrate what is achievable in Glasgow. This document will
chronicle the factors important to the success of a city, analyse Glasgow and
proposals for the Broomielaw in light of these factors and propose a framework for

development in the Broomielaw.



| d

Chapter II: The Broomielaw Special Project Area

The History of the Broomielaw

The emergence and growth of the Broomielaw depended on the shipping
trade. The area is on the north bank of the River Clyde a few hundred metres
downstream from the earliest town settlement that was to become the Royal Burgh of
Glasgow in 1175 A.D.3 Settlers chose this area because it offered the first available
fording point that the river offered upstream from the Atlantic Ocean. Since the most
downstream fording ppint is also the most upstream point on the river deep enough
for small boats, the area became a landing point. This area on the north bank was
known as the Broomielaw, which means meadow of broombushes, as early as the
1300s and must have had small-craft commercial traffic at that time.* A ford was
removed in the sixteenth century and a modest port was in place by the mid-
seventeenth century. The area consisted of some simple houses at the fringe of
Glasgow; Grahamston and Finnieston were villages where Central Station and the
Kingston Bridge now stand. The quay was rebuilt in 1772 and enlarged in 1792; by
this time the area was bustling with the activity of overseas clipper ships.5 (Plate 1)
The primary access points to this area were from the Argyle Road, now known as
Argyle Street, which is the present northern boundary of the area.

The first of many economic booms for the town was the sugar and rum trade
with the colonies in the Americas in the 1600s. From the 1700s on into the next
century, tea and grain were primary imports. Mills and warehouses that were
originally constructed to store these commodities remain in the Broomielaw. Houses

and open land were quickly giving way to warehouses, which in turn were becoming

3 John F. Riddell, Clyde Navigation. A History of the Development and Deepening of the River
Clyde, (Edinburgh: John Donald Publishers, Ltd., 1979), p.7.

4 Charles McKean, David Walker, Frank Walker, Central Glasgow, An Illustrated Architectural
Guide, ([Edinburgh]: Mainstrcam Publications, Ltd., 1989), p.49.

5 Elizabeth Williamson, Anne Riches, Malcolm Higgs, The Buildings of Scotland: Glasgow,
(London: Penguin Books, 1990), p.256.
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ever larger. These long warehouses were laid out perpendicular to the quay to
facilitate the moving of cargo. Streets were not planned as much as they simply
appeared between rows of warchouses.® Later in the 1800s tobacco was the main
imported commodity and Glasgow imported around 60% of the tobacco distributed
throughout Europe. Whisky and cotton also were stored in large quantities here.

Many additions to the warehouses were constructed as trade increased and
commodities changed. These additions were often vertical, as ground space was
becoming scarce. James Watt Street, the last street and one of the few streets actually
planned, was laid out in 1847 by John Stephen and connects with the street pattern to
the north.” All streets were roughly perpendicular to the quay and connected to the
main distributor road, Argyle Street. Given the incremental nature of development,
not all of the streets are parallel. By the beginning of this century these streets were
generally built-up along their entire length from the quay to Argyle Street without
any street interruptions in the east-west direction except for a few free-standing grain
mills in the west end. Some of the Broomielaw still reflects this distinctive building
pattern (Figure 1).

The huge and distinguished stone warehouses, merchants' offices and the
extravagant Clyde Port Authority Building that remain attest the fortunes made in the
clipper trade. Nearly everything built in the area was related to shipping; seamen’s
chapels and hotels, warehouses, rice and flour mills, tenements and offices related to
the shipping trade have all been here. Jamaica Street and Virginia Street east of the
Broomielaw were named to proclaim the sources of the city's wealth. By the 1940s
the dominance of standardised freight containers had allowed cargo ships to become
too large to travel as far upriver as the Broomielaw. This and the rise of other forms
of transportation ended the city centre shipping trade and led to the close of the quay

in 19478 Passenger service from the city centre continued for a time (Plate 2), but

6 Elizabeth Williamson, et al, The Buildings of Scotland: Glasgow, p.257.
7 Elizabeth Williamson, et al, The Buildings of Scotland: Glasgow, p. 258.
8 Elizabeth Williamson, et al, The Buildings of Scotland: Glasgow, p.256.
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pleasure trips are now rare. Light industry and equipment stores have taken over
some of the most easily adapted buildings.

The form of the Broomielaw at the height of its activity was of long
continuous street blocks from the waterfront to Argyle Street. Some buildings were
quite tall (20 metres) because the proximity of warehouse space close to the quay was
more important than allowing large amounts of daylight into the buildings. The area
was largely a storage and processing centre and did not encroach upon the less dense

and more residential town to the north and east.

The Current Condition of the Broomielaw

Since the need or desire to redevelop the Broomielaw has not existed until the
last few years, many of what are regarded as historic and significant buildings were
spared the wholesale demolition that characterised the frenzy to modernise in the
1960s. Much of the city centre (inside the motorway ring) has been renovated or
rebuilt and the Broomielaw, a riverfront area, is the next logical site for development
(Figure 2). The eastern area is a mixture of some recent buildings and ones from the
1800s onward. There are unbuilt sites, but not as many as in the west end of the
Broomielaw, owing to its proximity to the fully developed city centre and the
adjacent Central Station. The central and western portions of the site can be regarded
as open land, since insignificant and dilapidated buildings clutter the area. Storage
buildings, car hire lots, unoccupied low rise buildings and a petrol station comprise
the majority of the area. The three-building office complex known as Atlantic Quay
has recently been completed and nearly all of its top quality office space has been
leased. Kentigern House, over 100,000 total square feet in size, was completed a few
years ago and is owner-occupied by the Ministry of Defence.

Broomielaw Street on the riverfront and Argyle Street form the southern and
northern boundaries, respectively, and carry a large amount of traffic to and from the

city centre daily. The Kingston motorway bridge and Central Station are imposing



boundaries at the western and eastern edges of the site (Figure 3). Anderston bus
station is adjacent to the site on the north side of Argyle Street and the Anderston
railway station (local trains) is near Argyle Street at the Kingston bridge. Private and
public transportation routes virtually surround the site which is relatively flat and

stands at the foot of the hilly northern districts.
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No.
11

16
49-63
71-75
34
13-15
23

65-73
27-59

44-54
68-72
82

39

27

30-46

Figure 4 Significant 19th Century buildings (existing) in the Broomielaw.?

Street

Oswald

Robertson
Robertson
Robertson
Robertson
Lane
York
York

York
James Watt

James Watt
James Watt

James Watt
Brown

Brown
Washington

Washington

Washington

Washington

Washington

Use Date/Additions
c.1844
1902
1909
Clyde Port Authority 1882-1886
1905-1908
"Buck & Hickman" 1869-1870
merchant offices 1899-1900
c. 1800
1815
office, warehouse 1892-1893
"Henry Afrikas" 1901
warehouse 1843
"Queen's Tea Store"
warehouse c. 1848
grain warehouse 1854
later, tobacco c. 1870
1910-1912
1932
grain warehouse c. 1861
1848
1881
grain warehouse 1864
Glasgow Seamen's 1926
Institute
Seamen's Chapel ¢. 1860
Crown Flour Mills c¢. 1848
1862
Washington Flour ¢. 1849
Mills 1937
Anderston Rice c. 1825
Mills 1845
1865
whisky warehouse 1896
1906-1907
school 1890

Architect

J. Craig
J. Craig

J.J. Burnett
J.J. Burnett
Spence*

J.A. Campbell

W.E. McGibbon

Scott, Stephen
and Gale

John Baird

John Baird
Robert Thompson
Clarke, Bell and
Craigie

Thomas Mann*
John Stephen

R.A. Bryden
and Robertson

R. Ewan

A.V. Gardner
H.E. Clifford
H.E. Clifford

* The identity of the architect is unconfirmed.

9 Elizabeth Williamson, et al, The Buildings of

tland:

lasgow, p.258-259.
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Chapter III: The Nature of Cities

City Life

Glasgow is a linear city that follows the banks of the River Clyde, the original
source of the city's fortunes. The density of development along the river has declined
with derelict pockets and gaps along its banks. The overall plan of the greater
Glasgow area should focus on regenerating the innermost areas near the city centre -
the heart of the city - as each new building would greatly benefit from the vigour of
the city and the city itself would contain no "weak links" (Figures 7-9). Filling the
closest gaps first would enhance the quality of life for the people who live and work
there, create more meaningful urban spaces, enhance the vitality that is synonymous
with city life, and reduce the cost of infrastructure. Even if the city were to stop
growing, the central area developed in this way would be in the strongest position to
remain successful. Glasgow's central population is declining because people are
moving to the fringes of the city (Figure 10).!19 Naturally this brings an economic
hardship on the city to provide basic services. Large road projects do not fulfil the
purpose of relieving traffic congestion. New roads only encourage people not to live
in the city.

The solution in the broadest sense is to avoid spreading money thinly around
the city's perimeter in the form of road infrastructure and small interventions that are
unable to plug huge gaps, and to concentrate people and their workplaces in the best
and strongest part of the city even if it means abandoning plans for further
development in outlying areas. Council housing towers at the fringe of the city can
be abandoned in favour of moving residents to the place that is desirable but
inconvenient to reach - the city centre. The towers are currently seen as poor
accommodation for housing, but the architecture of the towers is only a contributory
factor. The real problem is the isolation from the city. Resources spread too thinly

will not achieve the successes realisable in an intricately connected city. The plan

10 J H. Rae, 'Glasgow Central Area Local Plan', (Glasgow, Department of Planning, 1990), p.2.
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should be to stitch together the heart of the city and to keep adding patchworks of
development to the city as they are needed.

The recent construction in the Docklands area of London does not have this
connection to the strong heart of the city (Figures 11-13). Docklands is a huge
development sited too far from the city centre. Transportation links to the city are
poor; Docklands is a willow planted on a hilltop instead of along a riverbank where
willows grow naturally. At this distance it needs the amenities that make a city self
sufficient. Libraries, schools, gymnasiums, museums, shops and markets make the
density of a city tolerable. Amenities are the attractions of cities. Even though
Docklands is large enough to be a city, it is not a city. Itis a group of buildings built
close together but without the real qualities of a city; it is a suburb masquerading as a
city. People who want a real city's amenities are simply going to live in London.
Those people desiring suburban life are going to choose a much less dense place to
live where they can enjoy more space or more natural surroundings. These
developments on the Isle of Dogs and at Canary Wharf were not planned with urban
goals in mind and the developers were not aware of the necessary ingredients of
which cities are made. Cities were never founded for the purpose of renting floor
space. The goal in Docklands was not the creation of an environment where people
wanted to be. The goal was to construct buildings, believing that somehow the
presence of buildings makes a city. Financial incentives were given to induce a
money-grabbing (or money-borrowing) free-for-all. Short-term profits were the real
goals for the developers and the result is a collection of buildings conceived with little

regard for the spaces between them. Rogers concluded,

"With no strategic planning guidelines, the concept of balanced
development was all but ignored in favour of policies geared to
facilitate fast, financially attractive exploitation of the area."!!

11 Richard Rogers, Mark Fisher, A New London, p.xxvi.
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Figure 13. Riverside development in the Docklands.
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The Enterprise Zone scheme encouraged those who had the least regard for
civic responsibility and the least amount of knowledge of urban design to create the
rules by which they played.

The magic that exists in the best cities is in the mixture of uses in any small
geographical area. It would not be beneficial to concentrate new construction in the
city centre of Glasgow if it were to be divided by use into zones. Zones created
exclusively for one use, even if for only a few blocks, would operate on the same
level as the current suburban development. Housing estates, office parks and
shopping malls each shun other activities and thus require people to move great
distances to go to work, school or shops. A city district that is all residential, for
example, acts as a barrier to traffic even if this traffic is pedestrian traffic. To gettoa
shopping area or place of work one may have to traverse a residential district. If the
distance is great enough, one may need an automobile. The whole point of cities is
that things should be convenient, and the natural tendency of a city is to provide
amenities conveniently. Shops need residents and temporary customers (office
workers) to be viable, office workers benefit from available shops and restaurants
during the day and for after work errands, residents need some shops that are
convenient; all parts of a city work together in this way to provide lively, interesting
and safe streets during the times when people are out for a specific purpose as well as
the times they are simply relaxing or socialising. The implementation of functional
zoning does not allow a city to function properly.

A city can be described simply as a place that provides choice and variety both
in consumer goods and public spaces. The premise of a city is not one of tall
buildings, transportation hubs, rejection of the countryside or the creation of zones of
specific activities. The diversity found in the best districts can provide amusement
and convenience that is inherent when a broad choice is at one's doorstep. Even the

rarer attractions like libraries or performance halls that are not as convenient as local
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shops are still considerably more convenient to the city dweller than the suburban
dweller. Discovering and enjoying all the attractions, shops and galleries that are
desirably close at hand is a primary feature and a primary attraction in
neighbourhoods of great cities. Planners, politicians and developers are not always
aware of this and sometimes cities are unnaturally transformed by the actions and
policies of these groups.

The genesis of cities lies in the fact that people want to live and work close
together so that as a group they might afford the amenities that would be unattainable
without the group support. Cities grew (historically) without the benefit of planning
commissions. Why do these groups typically take over control of something that is in
the main working well and alter the natural course of the city? It might be argued
that planning commissions are needed to defend against the destructive nature of
speculative development or to protect the interests of the underprivileged citizens.
They should carry out this role, but in some cases it seems that less damage would be
done without a governing body. Cities grew on their own terms and High streets in
Scottish cities were fine long before departments of planning were chartered. What
is needed are city planners enlightened enough to understand that the most valuable
assets of a city are variety and convenience within small areas, and that these planners
will care for a city in a way that fosters growth according to these concepts.

Some strong unnatural forces may be found in any city. One is the dominance
of the commuter automobile (it is invited) and another is the speculative developer
ready to exploit the city for his financial gains. These are forces that directly affect
the built form of cities. A certain amount of vehicular traffic is necessary for a city to
function, but above all a city needs to serve its constituents who pay the taxes and
work together to make it a better place for themselves and anyone who will join them.
It is not, by anyone's imagination, made to be a wonderful place so that others

(including commuters) who have not contributed financially or physically can reap
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the rewards of the city dwellers' labour. If someone likes a city he may very well
move there and strengthen it unless, of course, a red carpet in the form of a motorway

with a place to park at the end of it is unfurled for him.

City Form

A beautiful and interesting city is made up of a mixture of primary civic
buildings, monuments and unique venues that are worth an occasional journey, and an
underlying matrix of -shops, businesses, flats, streets and squares that are part of
peoples' everyday routines. This background or matrix element of a city is made up
of the conveniences that a city can offer while the cathedrals, opera houses, libraries
and museums stand for much more than anything routine, and thus often become

symbols of a city. The Architecture of the City is Aldo Rossi's view of monuments

and matrices and the relationship between them. Symbols of a city are images that the
citizens keep for themselves and are images that are projected to the outside world.

Paris has always had a great deal of these powerful monuments: the Musée de
Louvre (Figure 14), the Arc de Triomphe, the Tour Eiffel, the Cathedral de Notre
Dame and the Jardin de Tuileries are only the most renowned. The local and national
leaders have recognised their value and in the last few years Paris has increased the
number of its monuments by the addition of the Pompidou Centre, the Pyramid de
Louvre, the Grande Arche de la Défence (Figure 15), the Opéra de la Bastille and the
science centre and park at La Villette. Obviously these major civic amenities were
not treated as just a few more buildings.

Barcelona, too, has been building modest local monuments throughout the city
in the form of parks. The images of special open spaces in a crowded array of
buildings can be effective monuments in the densely developed city (Figure 16). Of
course, for these parks to be meaningful each must be unique and sensitively

designed, which they are. The success of the scheme is that they were not
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masterplanned by one governing body and therefore do not bear the trademark stamp
of bureaucracy. Local groups and a collaborative team of architects, landscape
architects and artists produced over one hundred and forty parks in seven years that
range from shaded groves, to open plazas, to swimming pools, to redesigned streets.!2

The International Building Exhibition of 1987 in Berlin is an example of a
massive renewal project intended to reconstitute the matrix element of the city.
While the exhibition's weakness was that it focused solely on residential
accommodation (part of, but not all of what constitutes the background fabric of a
city), it is noteworthy that the administrators had clearly defined ambitions for the
nature of the housing units and an awareness of the role that the matrix plays in the
form of the city. It was a chance to clear out poor quality housing deep in the interior
of pre-war Berlin blocks and to repair some parts that were destroyed by bombing.
Neighbourhoods were completed with gap site projects and the matrix was reformed
throughout different areas of the city (Figure 17). As in Barcelona, projects were
unique and responded quite specifically to the site context and history. The plan
drafted by the Senate for Building regarded "the city as a constant, the building as a
variable".!3

The quality of the neighbourhoods was undoubtedly improved, but an
underlying problem was with the balance of the monumental and routine areas. The
Kulturforum constructed from the 1960s to 1980s is an aggregation of important city-
wide amenities (Figure 18). A national museum, national library and two distinct
performance halls, one for chamber music and one for symphony orchestras, were
grouped at the edge of the huge central park. Thg opportunity to help create identities

for different districts and potential growth centres was lost by consolidating these

12 peter Rowe, The Prince of Wales Prize in Urban Design. Urban Public Spaces in Barcelona.
(Cambridge, Mass.: Harvard University Graduate School of Design, 1991), p.8.

13 Geoffrey Broadbent, Emerging Concepts in Urban Space Design, (London: Van Nostrand
Reinhold (International), 1990), p.297.
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functions. It is unlikely that anyone would go to two performances in one evening or
even to combine visits to any of these in one excursion. Lincoln Centre for the
Performing Arts in Manhattan, New York City, is another combination of attractions
that no one would use in one outing. Christopher Alexander points out, "centralising
these places robs the city as a whole of several centres of night life."!* These
monuments are recognisable images, but neighbourhoods would benefit from a
distribution of monuments since performance halls are often symbols of pride for a
city and its people. Geoffrey Broadbent suggests that Berlin's central park might be
urbanised similar to Perez D'Arce's proposal for Chandigarh.!® Leon Krier proposed
a re-urbanisation of the Washington, D.C. central mall albng a similar strategy.!¢ In
both proposals, isolated monuments were surrounded by lesser buildings of all types
in order to provide a suitable matrix setting. In cases like Atlanta, Houston and
Dallas in the United States the use of monuments as visual markers is taken to the
extreme. In some areas of these cities, each building is conceived as a monument.
The profusion of bold towers without any of the background fabric of a city is
baffling to anyone trying to form a mental concept of the city. The form only
becomes recognisable from a distance outside the city. The skyline view is relevant
only for postcards.

Houston is a remarkable city in that it has almost no regulations for city centre
development and because it has almost no urban space except space for the
automobile (Figures 19, 20). Buildings have been constructed without regard for
other buildings or for creating places for people between buildings. Houston's very

high percentage of automobile commuters (86% of the workforce)!” drive into town

14 Christopher Alexander, et al., A Pattern Langu Towns, Buildings. Construction, (New Y ork:
Oxford University Press, 1977), p.181.

13 Geoffrey Broadbent, Emergin ncepts in Urban Space Design, p.296.

16 Leon Krier, Lecture at the Mackintosh School of Architecture, December 6, 1991.

17 Kenneth Halpern, Downtown USA: Urban Design in Nine American Cities, (London: The
Architectural Press, 1978), p.123.
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Figure 19. Aerial view of Houston, Texas. Towers and car parks.
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Figure 20. Houston's automobile-dominated streets.

33



and into a car park at grade or below the building. Here the cars stay for the
remainder of the work day; the people stay inside the buildings for the remainder of
the work day. It is not because of the weather. There are plenty of hot cities
throughout the world with people on the streets. There simply is nothing attractive
about the street scene to draw people out. Sometimes office workers venture outside
to have lunch, but shopping is something done at a shopping mall or underground (a
very unlikely place to find people). Some office developers were smart enough to
realise that some financial success could come from underground shops, but not smart
enough to consider street level shops. On the ground the automobile rules; the public
spaces are car parks, the ground levels of buildings contain nothing but lift lobbies
and nobody would ever have a reason to stroll along the streets as a leisure activity.
Houston is barely classifiable as a city at all. It has cultural institutions, libraries,
museums and the like, but it is essentially a place for people to drive to, work in
relative isolation for eight hours, and then drive home. A city should bring people
together for excitement and variety and leisure and convenience. This city, like
London’s Docklands, is an example of a grouping of buildings that is not much more
than a grouping of buildings. Exploitative developers may have made an assault on
London with the Docklands schemes, but in Houston they were apparently present at
the beginning.

In most American cities and increasingly in European ones the automobile has
become the victor over pedestrians in battles for space. Car parks are seen as
essential; people parks are not. Traffic patterns for automobiles always take
precedence over traffic patterns for humans and the private automobile is even above
public transportation in the hierarchy of transportation. It seems important for people
to be able to park directly in front of their flat or office, but it is not seen as necessary
to have a place for a person to sit and relax. Pedestrians are nearly always

inconvenienced by the car, so the balance should be weighted toward the pedestrian in
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future developments in Glasgow. A city is traditionally, and properly so, a place for
people, but suburban automobile owners are often subsidised at the expense of the
city citizen.

Out-of-town commuters' shopping habits and the location of their homes may
financially support another jurisdiction outside the city. Motorways and secondary
roads are built, sometimes destroying special parts of town, so that the commuter can
have easy access to the centre of a city. On top of this, the automobile is given
priority in the city centre and is allowed to be parked where a resident of the city
should expect to have public space for leisure. Some personal transportation and
goods deliveries are, of course, vital to the workings of a city, but vehicle traffic has
replaced the people places that were strong points of the city environment. One way
to correct this error is to convert patches of land, however small, back to the domain
of people as suggested by Jane Jacobs, Christopher Alexander and Leon Krier.

People who find Paris enchanting believe it to be so not because of the art in
the Louvre so much as the art around it: the gardens, the riverwalks, the promenades
and the vistas. Cafés are popular not for the food served but for the ambience of the
life on the sidewalks and the plazas - the public urban space. The quality of these
spaces for people should be ranked above convenience for the automobile at the top
of the hierarchy because the primary goal of city spaces is not that of automobile
access. Nor is the value of a city square based on its revenue potential if developed.
The lures of a city are its streetlife, its density and the balance of its public and
private spaces.

The densification of a city by the construction of new buildings cannot in
itself attract new residents to a city; it can only respond to a demand. Even so, new
growth must contain the qualities that make the city attractive if a healthy city 1S to
remain healthy and popular. Two or three poorly conceived buildings might not ruin

a district if the surrounding habitat remains intact, but ten or twelve probably will

35



because that which was desirable will have been destroyed. In cases of sweeping
redevelopment like the Docklands, an appropriate urban habitat must be consciously
created at the beginning. To guard against the "false city” developments of
Docklands or Houston, Glasgow must develop its most promising area first because
just any place that happens to be derelict is not necessarily a good candidate for
renewal. The Broomielaw is a promising area and it should be given the best
characteristics of a city: convenience, variety and ambience that make up the good
life that the residents can expect from the economies of scale in Glasgow. Any area
under consideration needs a site-specific framework for construction drafted by those
who know the essential components of a city to guard against the destructive
tendencies from those who do not know. Roadway engineers and property developers

are notorious as being among those who do not understand or do not care.

City Orientation

To understand the balance between order and variety in the visual scene of the
city it is useful to study some Scottish towns in terms of the characteristics of streets
and the organisation of the network of streets. Examples range from small to large,

planned and unplanned;

Inveraray (Plate 11)
Cumbernauld New Town (Plate 12)
Glasgow Old Town (the Merchant City) (Plate 13)
Glasgow New Town (the present Blythswood office core) (Plate 14)
Edinburgh Old Town (Plate 15)
Edinburgh New Town (Plate 16)

The existence of relevant visual markers throughout a town or a city is the
most fundamental tool for navigating through a city. They help determine a persons'
position and direction in a city. Tourists and residents alike rely more successfully on

visual rather than street-name orientation based on views to distant and unique
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elements in their surroundings. In The Image of the City, Kevin Lynch states that
people form a personal map of an area based on landmarks, paths, edges and nodes of
activity. The physical images may be monuments, buildings, hills, parks or open
views to sky or countryside, but orientation in the city is based on this very large
scale system. Each locality will have plenty of clues and signs for more specific
information, but this amount of nearby information never obscures the larger system.
A mental map of special places helps to guide anyone throughout a city, especially
when travelling on uncommon routes when destinations can be envisioned in
reference to known landmarks. :

The orientation properties of streets include the views that are available from
that street regardless of whether a visible monument is located on the particular street
in question (Figure 21). The type of street that offers the fewest clues to a person
with regard to his position on the street can be described as "one dimensional”. None
of the buildings on either side of the street can be considered landmarks and no
landmarks in the greater area are in view. The one dimension of the street is the
distance travelled by a person. The only way that person can know his location on
the street in to remember the direction and distance travelled from the place he
entered the street. These banal streets are not particularly common, but they are
sometimes found in large housing projects, shopping malls and New Towns. A "two
dimensional" street has qualities that either distinguish one side of the street from the
other or has a landmark at least at one end to establish a sense of direction. A
combination of directional landmarks and notable markers along the street form the
"three dimensional” street and allows someone to know direction and distance along
the street. Having a variety of buildings on a street does not guarantee that any
particular one will stand out from the patchwork. What is needed is a bolder
landmark to give distinction to the street. A successful network of streets relies

heavily on the clarity and relative order of the layout and for the specific streets to
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have their own landmark properties within this network. The landmarks of the wider

city need to be in sight from time to time.

Public Spaces

Public space in an urban setting can be divided into three categories: streets,
large parks and squares (small parks). A street sometimes functions as a square and
often transcends the function of a mere transportation corridor to become a place for
local activities, mcctipgs or simply a place to relax. Regulations or strong building
traditions may be the underlying ordering principles of the street. Large parks are
designated as escapes from the hard world of the pavements. They are a place of
recreation and relaxation. There seems to be no confusion about the role of large
parks in the minds of planners or landscape architects. The result is that large parks
that are designed turn out well, as do parks that retain a bit of nature. The square
usually falls somewhere between the street and the park. It may be covered or open,
paved or landscaped, large or small. The local square acts as a temporary relief from
buildings and traffic, or as a place to rest or play. Since the intended use of a square
is an elusive concept, squares are typically the poorest public spaces.

The problem is that these squares are seen as an end in themselves and since
there are so many possible uses, it is believed they will invite use all the time
regardless of the design. They are always regarded as welcome additions to the city
wherever they are located because they will be so wanted that they become
destinations. A large park for a city does function as a destination. People set out
specifically for the park to spend the afternoon, a couple of hours, or just to take a
stroll. Getting away from the park's perimeter (the city) is the main attraction- of a
large park. The Botanical Gardens, Kelvingrove park and the Green are just this type
of park. The square, however, is defined by and reliant on its perimeter to give it

meaning and purpose. The form of the buildings and the uses within them both are
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vital to the success of the square. Squares are seldom a destination for people;
usually they are forums for the activities along the perimeter to spill over the
sidewalk. Large parks are, by their nature, so large that perimeter activity is not close
enough to provide safety for people in the centre during off-peak hours and may be a
poor place to let children play unsupervised.!® In the square, parents often allow
children unsupervised play because it is usually not far from home and the amount of
activity around the edges provides a degree of safety. Lively mixed-use streets along
the perimeter make for a lively mixed-use square. Streets and squares are different
forms of the same idea. A square is most successful when it acts as a relief for the
crush of the crowds in a lively district where people are already there for other
reasons, and should be thought of as a secondary feature to street life. It is not a
primary cog in the genesis of a neighbourhood and not even the glue that holds a
neighbourhood together. Jane Jacobs asserts, "neighbourhood parks fail to substitute

in any way for plentiful city diversity” in The Death and Life of Great American

Cities.!? The environment of Kelvingrove Park is grass and trees and water, but the
environment of George Square is people. Designers of squares must be aware of this
distinction because a sparsely populated square is much worse than a crowded one,
and a good street is better than a mediocre square. An unused square is both
unnecessary and unsafe and one might as well let the developers have it as a building

site. Jane Jacobs reveals,

"Conventionally, neighbourhood parks or park-like open
spaces are considered boons conferred on the deprived populations of
cities. Let us turn this thought around, and consider city parks
deprived places that need the boon of life and appreciation conferred
on them."?0 )

18 jane Jacobs, The Death and Life of Great American Cities, The Failure of Town Planning,
(Middlesex, England: Penguin Books, Ltd., 1962), p.88. Jacobs contrasts an unsupervised
playground with a supervised strect.

19 Jane Jacobs, The Death and Life of Great American Cities, p.111.

20 Jane Jacobs, The Death and Life of Great American Cities, p.99.
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Blythswood Square (Figure 22) can not hold a neighbourhood together either,
but it can be more welcoming during the hours of the day (12:00 p.m. to 2:00 p.m.)
when there are people to use it. Streams of people move around the square at
midday, but the square is an inconvenience since it is fenced along its whole
perimeter with only one gate for entry (Plate 17). Nobody can take the short route
through the square and few people want to make the effort to enter a sparsely
populated area. The thick foliage at the perimeter does not create a peaceful zone; it
creates an isolated zone. The public location of the square among businesses would
suggest that it be an open park. The mature trees along the perimeter of the park
provide an adequate definition of the environment without the dense shrubs that are
also there. If it is preferable to keep this park privately owned for reasons of
traditional ownership, then the undergrowth and chain-mesh fence should be replaced
with a proper iron railing to allow the passers-by the visual relief of the park. A view
to the centre with benches along wide sidewalks on the outside of the fence would be
the next-best thing to access of the space.?! Before and after work hours the square is
closed and locked, presumably so it is safe to walk past at night. Regardless of the
beauty of the area there is no constituency to use the square; if publicly owned it is
too remote from activity and if privately owned (by the building owners) the
population leaves after the work day.
The proper nature of a city as a centre for activity depends upon the success of the
mixture of uses; the success of a city's form relies largely on the contrast between the
regular and the unique (the matrix and the monuments). Monuments derive their
importance largely from the fact that there is much more matrix than the amount of
monuments, making the monuments seem even more special. Too many monuments,

important buildings and parks in an area take up the land that is needed for the

21 Jane Jacobs, The Death Life of Great American Cities, p.117. Jacobs describes small private
parks in San Francisco that, while not accessible, are a source of pleasure for passers-by.






supporting roles that other buildings fill, both as space defining elements and activity
supporters. The success of any urban space is linked with the success of its perimeter
and the quality of the enclosure, as described by Gordon Cullen in Townscape and by
Rob and Leon Krier in their many writings. On the smallest scale, a street is an urban
space and can be successful if it is embraced by buildings along either side. The
physical essence of the Broomielaw or any other area is the quality of the enclosed
spaces. Parks, squares, lanes, streets and avenues can be defined differently spatially,
but the logic of organisation and the acknowledgement that every building is an
important element of the environment will determine if the space will be perceived as

rich and cohesive.

The distant image of the skyline of a city is an overrated image. It is fine for a
postcard or for projecting an image to the outside world, but if a person on the street
feels trapped between a car park and a loading dock, the ground plane fails as an
environment (Figures 23, 24). The activity on the ground and views from the ground
are the first consideration. Designers are concerned with a person's perception of an
area (not a car's perception or a bird's perception of an area) and must truly make the
comfort and pleasure of pedestrians the goal of the design. This is not simply laying
out a sidewalk from one point to another; it is catering to their comfort with defined
and active spaces and places to relax. It also involves providing variety in the things
that they see and touch, and giving them light and trees and benches and the little
things that remind people that they belong there (Figure 25). Isolated towers and
multi-level monstrosities with the activities encased inside are oppressive,
unapproachable and confusing, but mostly they assert that people do not belong near
them. It is how we approach and enter a building or space that forms a large part of
out perception of the place. The way we feel when we stand beside a building, the

small perceptions at ground level, and the ease with which we can find our way

46



around can make us comfortable or uncomfortable; pleased or irritated. A dramatic
roof on a twenty-storey building does not amount to much to a person less than two
blocks away. Similarly, a blank wall of the finest marble at ground level can ruin the
image of a building (Figures 26-29). Buildings should not be designed with the effect
on the skyline as the main goal. The purpose of a street is not to allow automobile
traffic to pass from one point to another, although that is one use. A city street is a

place just as much as a square or public auditorium are places.
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